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EDITORIAL-  COMMENT 


(T  'fc.  LSEWHERE  in  this  issue  we  publish 

a  brief  resume  of  the  fifth  Ifalf- 
r  ■  |  H  ^arly  Report  on  the  Progress  of  Civil 
I  lA  J  Aviation.  As  in  the  case  of  previous* 
^  reports,  the  present  one  is  signed 
3SBBm  by  Sir  Frederick  Sykes,  Controller- 
General  of  Civil  Aviation.  It  is 
divided  into  two  main  parts,  the  first  of  which 
deals  with  Civil  Aviation  in  Great  Britain  and  the 
Empire,  the  second  being  devoted  to 
Pof°c!vilS  bivil  Aviation  in  Foreign  Countries. 
Aviation  As  "usual,  a  lot  of  interesting  and  useful 
data  are  included  in  the  report,  and 
the  figures  given,  looking  at  the  matter  in  (lie 
broadest  possible  light,  are  distinctly  encouraging. 

When,  however,  it  comes  to  examining  the  part 
played  by  Great  Britain,  the  matter  assumes  a  some¬ 
what  different  aspect.  Good  as  the  figures  are, 
theyT  do  not  disclose  a  very  progressive  and  promising 
state  of  affairs  as  compared  with  what  is  being  done, 
and  particularly  what  is  being  planned,  by  other 
nations,  chiefly  in  the  matter  of  Government  subsidy. 
For  instance,  out  of  a  total  number  of  aircraft 
arrivals  and  departures  from  and  to  the  Continent 
of  2,360  during  the  six  months  under  review.  British 
machines  account  for  only  671.  It  is  true  that  we 
are  not  running  services  to  Belgium  and  Holland, 
and  that  therefore  the  comparison  should  be  made 
with  the  French  service.  Even  then  the  figure  for 
French  machines  only  exceeds  that  of  ours,  being 
1,058  against  our  671.  The  total  of  Belgian  and 
Dutch  arrivals  and  departures  is  631,  or  very  nearly 
equal  to  ours,  so  that  it  would  appear  that,  if  it  is 
worth  while  keeping  the  London- Paris  services 
going,  it  is  no  less  so  with  regard  to  Belgian  and 
Dutch  lines.  However,  the  report  states  that  in 
the  spring  a  service  to  Belgium  will  be  inaugurated. 

x\gain,  although  the  total  number  of  passengers 
carried  is  as  high  as  31.853,  those  carried  between 
the  United  Kingdom  and  the  Continent  only  total 
4.000.  In  other  words,  the  majority  of  the  rest 
were  carried  by  joy-riding  firms  and  firms  doing 
“  air-taxi Jj  work,  which,  as  Mr.  Holt  Thomas  points 
out  in  a  letter  to  The  Times,  is  not  air  service  in 
the  ordinary  sense  of  the  words.  Let.  us  be  clear, 
however,  that  in  making  these  comparisons  we  are 
casting  no  reflections  on  the  Department  of  Civil 
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Aviation,  which  ir-,  we  are  sure,  doing  its  best  With 
the  means  at  its  disposal. 

In  ail  appendix  to  the  report  tins  Department  deals 
in  a  most  decisive  and  convincing  manner  with  the 
question  of  the  development  of  civil  air  communi¬ 
cations  within  the  Empire,  and  shows  such  a  sane 
and  practical  grasp  of  the  subject  that  one  cannot 
fail  to  realise  that,  did  the  matter  rest  with  General 
Sykes’s  Department ,  Imperial  aviation  would  soon 
take  the  place  which  no  one  seriously  doubts  it  is 
destined  to  take  ultimately.  Bui  unfortunately  the 
Department  of  Civil  Aviation  has  to  work  with  the 
scant  material  provided  by  the  Treasury,  and  is 
thus  vitally  handicapped 

Mr.  Hoit  Thomas's  letter  contains  an.  excellent 
example  of  the  way  in  which  this  country  is  lagging 
1  rehind.  Compared  with  our  “  28  per  cent,  share  in 
the  London -Paris  service/  America  has,  he  reminds 
us,  some  3,000  miles  of  Air  Mail  lines  over  which, 
in  the  month  of  October  last,  the  mileage  flown  was 
35$.97i  miles. 

The  report  states  that  the  Treasury  has  agreed 
to  set  aside  a  sum  of  £200,000  per  annum  for  the. 
next  three  years  out  of  the  total  Vote  for  Civil 
Aviation  purposes,  to  be  used  as  direct  assistance 
to  “  approved  "  firms.  This  figure  looks  fairly  large 
Vet  when  we  come  to  examine  those  of  other  countries 
we  find  that  by  comparison  it  is  insignificant.  For 
instance,  the  subsidy  proposed  by  France  for  1922 
is  41 ,382,000  francs,  about  £1 ,655,000  at  normal 
rare  of  exchange.  Germany's  proposed  subsidy  is 
11,000.000  marks  for  operational  and  10,000,000 
marks  for  constructional  firms.  Out  of  our  £200,000 
per  annum  approximately  half,  it  is  stated,  will  be 
devoted  to  the  purchase  of  machines  for  use  by  the 
operational  firms  on  the  hire-purchase  system.  Even 
a  small  country  like  Holland  is  proposing  a  subsidy 
for  1922  of  370,000  florins  (£30,000). 

As  we  have  repeated  until  we  are  tired  of  it,  and 
quite  apart  from  its  very  practical  utility,  civil 
aviation  is  to  be  regarded  as  a  form  of  national 
insurance,  and  it  amounts  almost  to  criminal  indiffer¬ 
ence  to  suggest  we  cannot  afford  it.  We  simply 
cannot  afford  not  to  foster  it. 

♦  ♦ 

Under  this  heading  Air.  A  F.  Prevast 
's.,nn?1IL'nn  Bnttersbv,  -  in  the  Observer  last 
‘  of  Flying  ‘  Sunday,  returns  to  the  subject  indi¬ 
cated.  a  theme  which  he  reminds  us 
he  voiced  some  five  years  ago  in  the  same  paper. 
He  seeks  again  to  rouse  unimaginative  humanity  to 
a  consciousness  of  its  impending  peril."  Mr. 
Battcrsby  then  proceeds  to  repeat  his  old  pica  for 
the  suppression  of  all  flying,  by  reason  of  it  being 
possible  in  the  future,  through  the  aeroplane  to 
achieve  "  the  destruction  within  24  hours  of  a  score 
of  cities,  arsenals,  dockyards  and  military  centres 
before  any  sort  of  reprisal  can  be  devised/’  and  con¬ 
tinues,  "  Ir  is  vain  to  talk  of  an  air  service  adequate 
to  deal  with  such  a  contingency/'  which,  as  Euclid 
has  it.  is  absurd. 

Thus  Mr.  Battersby  lets  loose  again  all  his  old 
scare  lines,  and  in  addition  quotes  various  recent 
utterances  by  more  or  less  responsible  public  speakers 
as  evidence  in  support  of  his  indictment,  but  he  omits 

®  ® 

Civilian  FI>in£  during  I*>21  in  America 

According  to  a  review'  compiled  by  the  Aeronautical 
Chamber  of  Commerce  of  America,  civilian  flying  increased 
ccrieMrriMv  dnH  of  rg?r.  Twelve  hundred  aircraft  were 
pr  •  r  >  '  tal  <  r  more  than  6,500,000 
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to  point  ouf  that  those  very  utterances  have  beet, 
put  forward  as  imperative  reasons  why  Britain  Hem  Id 
provide  an  adequate  air  service  to  deal  with  Ihc  very 
contingency  which  Mr.  Battersby  appears  to  think  is 
likely  to  eventuate.  In  fact,  as  we  saul  when  com¬ 
menting  upon  All  Battersby Js  original  cry  of  agony 
live  years  ago,  every  argument  he  puls  forward  for 
suppression  is  on  indictment  of  his  own  arguments. 
To  attempt  at  this  stage  of  aviation  to  stay  further 
development  of  the  navigation  of  the  an  is  almost 
on  a  par  with  commanding  the  sea  to  retire 

Ko,  the  building  up  of  a  huge  commercial  aircraft 
industry  in  rhe  coming  years  is  as  sure  a  certainty  , - 
anything  in  this  world  ran  be,  and  because  such  1 
beneficial  opening  for  mankind  way  be  abused  by 
possible  Huns  of  the  future,  is  not  suiftcioni  reason  1<> 
call  a  halt.  As  to  Mr  Battersby V  '  fads,  we  need 
but  quote  one  item  as  shewing  the  flims\  basis  upon 
which  his  “  peril  to  humanity  ’’  bogey  is  elected 
“  So  accurate  has  bombing  become  that  an  04m  t 
has  dropped  three  dummy  bombs  in  sucres  ion  down 
the  funnels  of  a  warship  from  a  height  of  some  b,0GO 
feet.,r  It  is  eyident:  that  Mr.  Battersby,  whilst  there  w 
still  time,  should  arrange  to  retire  to  a  "  dug-out 
which  he  prophesies  wilt  constitute  the  future  resi¬ 
dences  of  the  new  poor,  war  profiteers,  and  all  other 
wildfowl. 


According  to  the  Star  -which,  perhaps, 
Ad  a  *s  not  to  be  taken  too  seriously — there 

—  a'  Terrible  ^  a  scheme:  on  foot  foi  using  the  London 
Prospect  Lympnc  air  route  for  the  purpose 
of  advertising  the  wan  s  of  a  WCil-kuuWil 
firm  of  pickle  and  preserve  manufacturers.  It  is,  so 
the.  Star  tolls  us,  the  intention  to  lay  clown  i  iunmou 
ground  signs  showing  white  on  u  black  ground  by  day, 
and  to  be  outlined  by  innumerable  electric  lamps  hv 
night,  extolling  the  excellencies  of  tiie  "  57  varieties/4 
As  tliougb  ttiis  were  not  bad  enough,  it  is  further 
intended  to  employ  small,  fast  armplmu’s,  flown  by 
“  stunt  "  pilots  to  write  smoke  signs  in  the  sky — signs 


that  will  be  visible  to  all  within  a  wide  radius  and 
which,  on  a  quiet  day,  will  be  legible  for  quite,  a 
considerable  time. 

We  are  firm  believers  in  the  virtue  of  advwrl  ising. 
We  do  not  believe  that  any  business,  great  or  small, 
can  be  created  and  maintained  without  the  powerful 
aid  of  advertisement.  But  there  are  limits,  and 
this  grandiose  scheme  seems  to  surpass  the  limit 
of  what  is  allowable  either  on  the  grounds  ot  good 
taste — which  has  no  particular  appeal  to  a  certain 
class  of  advertising  man — or  public  policy.  It  is 
distinctly  against  the  latter  that  such  a  scheme  should 
lx:  permitted.  Our  railways  arc*  lined  by  such  out  rages 
on  good  taste.  If  they  were  the  least  hit  artistic  we 
might  endure  them,  but  they  are  not-  To  these 
atrocities  of  the  advertising  world,  are  we  t"  have 
added  the  terrors  of  enormous  illuminated  signs, 
shouting  to  the  world  that  there  is  nothing  like  the 
57  varieties,  and  must  we  endure  llie  sight  of  smoke¬ 
screen  inscriptions  on  the  very  clouds  themselves  ? 
Not  for  a  moment.  And  it  will  be  as  well  if  the 
authorities  early  make  it  abundantly  clear  that  this 
sort  of  thing  will  no!  be  permitted. 


®  ® 


miles,  and  catrying  approximately  :  7-1,000 
The  United  States  AirM.nl  also  put  up  a  v<  ry  yood  record 
of  efficiency  over  the  transcontinental  route  during  tae  last 
twelve  months,  having  shown  an  average  oi  s.s.s^  per  1 1  -u  1 
efficiency  (completed  trip-:  on  scheduled  time). 
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THE  D.H.  TYPE  34  COMMERCIAL  BIPLANE 

Napier  “Lioi”  Engine 


As  will  be  soon  from  the  accompanying  general  arrangement 
drawings,  the  D.H.  *4  is  a  goad  deal  like  the  famous  D.H,  iS 
in  its  general  lines.  It  has,  however,  been  improved  in 
several  respects,  as  a  result  of  the  extensive  experience 
gained  with  the  tS  s,  and  will  represent  a  real  step  forward 
in  the  development  of  the  truly  commercial  aeroplane. 

Apart  from  improvements’  in  aerodynamic  design,  the 
D.H.  3-|  incorporates  constructional  simplification  which 
makes  for  cheapness  of  manufacture.  Its  performance  is 
also  lretter  than  that  of  rite  18.  while  the  useful  load  is  greater 
Hie  quick  get-off  and  rapid  pulling  up  after  landing  which 
characterise  the  18  have  been  retained  in  the  new  type,  so 
that  altogether  the  machine  lias  much  to  recommend  it  tor 
commercial  flying  in  the  true  sense  of  the  word. 

In  the  construction  of  the  fuselage  considerable  simplifica¬ 
tion  has  been  effected.  This  structure  is  now  entirely  covered 
with  three-ply,  so  that  there  will  be  no  trueing-up  to  attend 
to  during  use.  Also,  in  case  of  a  forced  descent  on  the  sea, 
this  form  of  construction  gives  grcatjllotation,  as  the  cabin 


arc  two  independent  low  prfssure‘T’sys1 ems  to  a  common 
filter  and  junction  box  A  fireproof  bulkhead  separates 
tlu  engine  from  the  rest  ufjjthe  machine.  Danger  from  fire 
is  further  guarded  against  by  the  use  of  BhiisdeH  "  Pelro- 
ITt'x  "  at  all  points  where  relative  movement  occurs,  and 
nil  rubber  joints  will  be  avoided 

In  othei  respects,  such  ns  wings,  tail,  undercarriage,  etc., 
the  is  similar  to  the  18  The  control  system  incorporates 
the  ddhrentinl  aileron  movement  first  experimented  with  m 
the  type  20  cantilever  monoplane.  This  has  been  found  to 
give  very  good  results.  Ball  bearing  controls  are  fitted 
throughout,  and  all  cables  passing  over  pulleys  or  through 
guides  have  been  avoided,  1 1  is  thought  that  this  is  a  feature 
which  will  be  appreciated  by  those  responsible  for  ninniug 
the  machines,  as  control  cables  are  a  constant  source  of 
trouble. 

The  undercarriage  is  similar  to  that  which  has  proved  so 
successful  on  the  18's,  its  main  feature  being  long  shock 
absorber  extension  (12  ins.)  and  oleo  damping  gear  The 
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doors  will  be  provided  with  means  for  watertight  closing 
The  cabin  occupies  a  large  amount  of  the  fuselage  space, 
the  main  cabin  being  12  ft.  long  by  4  ft.  wide,  by  7  ft.  high, 
it  is  thus  possible  for  the  passengers  to  stand  upright,  and 
as  there  are  numerous  windows  in  the  sides  as  well  as  roof 
lights,  the  cabin  should  be  both  light  and  airy,  especially 
as  ventilators  are  provided  by  means  of  which  the  used  air 
is  constantly  sucked  out  through  the  roof,  fresh  air — either 
cold  or  hot  as  required — entering  through  pipes  near  the 
floor.  Eight  seats  are  arranged  in  the  main  cabin,  a  ninth 
being  placed  opposite  the  lavatory,  and  if  desired  the  seat 
next  to  the  pilot  can  be  occupied  by  a  passenger,  thus 
bringing  the  total  capacity  up  to  to.  This  gives  a  power 
expenditure  of  45  h.p.  per  passenger  carried,  which  is  very 
good,  especially  as  the  cruising  speed  is  105  rn.p.h.  The 
pilot's  cockpit  is  in  front  of  the  wings,  thus  giving  an 
excellent  view. 

The  engine  installation  is  similar  to  that  of  the  18  already 
described  in  this  journal.  By  undoing  four  bolts  and  the 
petrol  and  engine  connections  the  whole  engine  unit  can  be 
removed.  An  underslung  radiator  is  fitted  which  can  be 
removed  without  disturbing  the  propeller.  The  petrol  tanks 
are  placed  some  distance  out,  under  the  top  plane,  and  there 


whole  undercarriage  can  be  removed  from  the  machine  by 
undoing  four  bolts. 

The  main  characteristics  of  the  D.H.  .34  are  as  follows  : 
Length  o.a.,  39  tt.  ;  span,  51  ft  ;  height,  1 2  ft.  ;  wing  are?., 
about  590  sq.  ft.  ;  weight  of  machine  empty,  but  with  water, 
3,365  lbs.  ;  pilot,  180  lbs.  ;  useful  load,  to  passengers  with 
luggage,  or  about  2,000  lbs,  of  freight ;  80  gals  of  petrol, 
575  lbs.  ;  oil,  78  lbs.  ;  wireless  and  electric  lighting,  1 20  lbs.  i 
total  loaded  weight,  6,2x8  lbs.  approximately  ;  wing  loading, 
jo‘5  lbs./sq.  ft.  ;  power  loading,  J3'8  lbs. (h.p.  ;  cruising 
speed,  105  rn.p.h.  ;  duration,  3J  hours  at  cruising  speed. 

Economical  as  was  the  D.H.  jS,  the  34  promises  to  be 
considerably  more  so,  and  the  figure  for  ton  miles  per  gallon 
should  work  out  very  well  as  compared  with  other  rapid 
means  of  transport,  especially  when  it  is  remembered  that 
this  machine  does  its  travel  at  the  rate  of  over  100  rn.p.h.. 
While  older  means  rarely  average  half  of  that  speed.  As 
there  is  a  considerable  reserve  of  power  which  can  be  used 
in  case  of  head  winds,  etc.,  the  machine  should  be  able  to 
maintain  its  average  of  100  m.p.h.  with  good  regularity, 
even  under  unfavourable  conditions.  Later  on,,  when  con¬ 
struction  has  progressed  a  little  further,  we  hope  to_be  able 
to  publish  sketches  of  some  constructional  details. 
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THE  FRIESLEY  “FALCON”  CABIN 


BIPLANE 


We  give  below  some  particulars,  with  accompanying  illustra¬ 
tions,  of  an  American-built  12-passenger  twin-engined 
Liberty  (low-compression)  biplane,  the  Friesley  "  Falcon.” 
This  machine,  which  is  of  the  enclosed  cabin  type,  made  its 
first  public  lest  flight,  last  April  at  Fricsley  Held,  California, 
piloted  by  B.  M.  Spencer  (late  of  the  TFS.  Air  Service),  who 
was  also  responsible  lor  the  designing  and  building  of  the 
machine 

The  "Falcon”  left  the  ground  after  a  run  of  less  than 


extends  oul  a.  considerable  distance  forward  of  the  wings, 
the  visibility  is  exceptionally  good.  Large  windows  are 
provided  all  round  the  sides  of  the  cabin,  and  celluloid  ports 
arc  also  fitted  in  the  roof,  giving  the  pilot  a  good  view  over¬ 
head  All  instruments  are  arranged  on  a  desk  immediately 
in  front  of  the  pilot,  and  under  this  desk,  readily  accessible, 
are  the  storage  batteries  for  the  engines. 

Aft  of  the  passengers’  section  is  a  luggage  compartment 
measuring  4  ft.  by  5  ft.  by  f  ft 
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The  Friesley 
"Falcon  ” 
Cabin  Biplane : 
Front  view. 

m  m  m  m  m 


too  yards  at  a  speed  of  45  m.p.h.,  and  during  its  flight  developed 
a  speed  of  90  m  p.h.  with  the  engines  throttled  to  1,500  r.p.m. 
The  balance  proved  to  be  perfect,  and  the  ease  of  control, 
glide  and  landing  exceeded  the  expectations  of  the  designer 
It  landed  at  40  m.p.h.,  and  came  to  rest  after  a  run  of  less 
than  200  ft.  Only  two  private  test  flights  had  been  carried 
out  previous  to  this  one,  on  the  day  before,  each  of  about 
two  minutes’  duration. 

The  cabin,  formed  by  the  fore  half  of  the  fuselage,  is  com- 


Longerons  of  solid  spruce  are  used  lor  the  fuselage,  from 
nose  to  tail  post,  with  bolted-on  tie  wire  fittings.  aA  hard 
wood  block,  glued  and  screwed  and  finally  covered  with 
tape,  is  placed  where  the  fittings  fasten  to  the  longerons 
Fuselage  truss  waring  is  made  up  of  Jff-in.  3  per  cent,  nickel 
s'eel  rods,  1  breaded  right  and  left  hand,  and  terminating  in 
forks  on  each  end. 

The  fuselage  is  covered  with  plywood  fiom  the  nose  to  a 
point  immediately  at  the  rear  of 'the  luggage  compartment 
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pletely  enclosed,  and  contains  twelve  wicker  seats,  arranged 
m  two  rows  in  tandem,  with  a  space  of  20  ms.  between  each 
seat  .  As  the  cabin  has  a  clear  width  of  |  ft,  S  ins.,  there 
is  thus  a  wide  aisle  down  the  centre.  There  is  plenty  of  room 
for  the  passengers  to  stand  erect,  the  height  of  the  cabin 
being  5  ft.  8  ins.  The  cabin  may  readily  be  adapted  for 
freight  or  mail  work,  and  there  being  no  cross-bracing  of 
any  description  a  large  clear  space  is  provided.  The  pilot’s 
cockpit  is  in  the  ext  rente  nose,  and  as  this  portion  of  the  cabin 


of  the  cabin,  and  from  a  point  slightly  forward  of  the  tail 
skid  to  the  stern  post.  The  infermediatej’poition  of  the 
fuselage  is  covered  with  fabric.  The  tail  skid  is  of  s+eel 
tubing  hung  to  a  frame,  also  made  of  steel  tubn.  • 
fastens  to  all  four  longerons;  the  shock’ is  taken  b.  :  v 
cord. 

One  of  the  most  unique  features  of  construction  in  the 

Falcon  ”  is  to  be  found  in  the  rudder  control.  Instead  of 
the  conventional  flapping  wires  running  in‘o  the  fuselage,  the 
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control  is  conspicuous  by  it:-,  absence  of  exposed  wires. 
Fastened  to  the  rudder  are  short  horns  on  which  arc  pivoted 
two  rods,  which  terminate  in  a  semi-circular  sliding  yoke  of 
sleet  tubing,  that  slides  back  and  forth  through  a’  fitting 
mounted  on  the  tail  post.  This  yoke  is  actuated  by  the 
rudder  control  wires,  which  are  completely  enclosed.  This 
allows  a  very  clean-cut  tail  structure,  and  offers  a  minimum 


THE  FRIESLEY  “  FALCON  ”  CABIN  BIPLANE: 
Close  up  view,  showing  the  12-passenger  cabin,  and 
the  two  Liberty  (low- compression)  engines. 

of  resistance.  The  elevator  control  wires  pass  0111  of  live 
tail  and  lead  directly  to  the  horns  on  the  elevator — the  total 
amount  of  exposed  corurol  wire  being  only  about  2  fi  on 
each  side.  Rudders  and  ailerons  are  balanced.  The  stabiliser 
is  adj usable  by  means  of  two  screws  controlled  from  the 
pilot's  scat  by  a  hand  wheel. 

0  0 


1  tie!  is  carried  in  tanks  situated  under  the  floor  of  the 
cabin,  and  is  pumped  from  these  to  a  gravity  lank  of  40  gals, 
capacity,  located  on  the  top  plane  above  each  engine.  The 
overflow  is  fed  back  through  sight  gauges  in  the  pilot's 
Cockpit.  The  oil  tanks  are  situated  on  the  engine  bearers 
immediately  behind  the  engine. 

The  engines  are  12-cyl.  low -compression  Liberlys,  mounted 
midw  ay  between  llic  planes,  somewhat  forward  of  the  leading 
edge,  and  driving  Paragon  tractor  screws  of  9  ft.  diam.  by  7  ft. 
pitch. 

A  substantial  landing  gear  is  fitted,  consisting  of  the  double- 
yoke  type  housing  a  pair  of  Atlas  spring  wheels,  there  being 
one  unit  immediately  under  each  of  the  power  plants. 
Elimination  of  shock  absorber  cord  and  of  the  weakness  of 
construction  where  ibis  is  employed  are  the.  features  of  this 
Under-  carriage. 

The  principal  characteristics  of  the  “  Falcon  ”  are  as 
follows 


Span  , .  , ,  . , 

Overall  length  .. 

Overall  height  . . 

Chord 

Gap  . .  » j 

Wing  section 
Angle  of  incidence  flop) 
Angle  of  incidence  (bottom) 
Area  of  main  planes 
Area  of  ailerons  (4) 

Area  of  stabiliser 
A  flea  of  rudders  (2) 

Area  of  tins 

Weight  of  machine  empiv 
Weight  of  machine  loaded 
Weight  ,  sq.  ft.  , , 

Weight,  h.p 

Speed  ra  nge  . .  , , 

Climb  to  5.000  ft. 
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, .  63  ft-  3  ins. 

.  *  40  ft. 

15  ft. 

. .  7  ft.  0  ins. 

, ,  7  ft.  6  ms. 

..  U.S.A.  5 

-  3* 

, . 

4  +  897  sq.  ft. 

. ,  120  sq.  ft. 

..  53  sq.ft. 

-  -  35*2  sq.ft. 

. .  -26  sq.  ft. 

. .  5,600  lbs. 

8,600  lbs. 

. .  9-3  lbs. 

. .  12*3  lbs. 

. .  55-120  m.p.h, 

. .  4  mins. 
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COMMITTEE  MEETING 

A  meeting  of  the  Committee  was  held  otl  Wednesday, 
December  21,  rgzi,  when  there  were  present:  lirig.-Gen. 
Sir  Capel  Holden  K  C  B.,  F.R.S.  in  the  Chair),  Wing  Comdr. 
W.  D.  Beatty.  C.B.E.,  R.A.F.,  Mr.  Ernest  C.  Bueknall, 
Col.  F  Lindsay  Lloyd,  C.M.G.,  C.B.E.  Lieut. -Col.  K.  K. 
McClcan,  Lieut. -Col.  Alec  Ogilvic,  Mr.  T.  O,  M  Sppwith,  and 
II.  E.  Pernn,  Secretary, 

Election  of  Members.  -The  following  new  Member  was 
elected  Christopher  Raws  on  Mackenzie. 

Raring  Committee. — -  Reports  of  Meetings  of  Racing 
Committee  held  on  November  28  and  December  0,  1921, 
were  received. 

House  Committee. — Report  of  Meeting  of  J  louse  Com¬ 
mittee  held  on  December  14,  /921,  was  received  and  adopted. 

Finance  Committee. — Reports  of  Meetings  of  Finance 
Committee  held  on  December  14  and  December  2 1 ,  r ■  >2 r , 
we: <  received  and  adopted. 

Flying  Services  Fund  Committee,  -Report  of  Meeting 
of  Flying  Services  Fund  Committee  held  on  November  24, 
19-c  "was received  and  adopted. 

Air  Conference,  1922.-  The  following  were  appointed 
to  represent  the  Club  at  the  Air  Conference  to  be  held  in 
London  in  F  ebruary,  1922  : — Brig. -Gen.  Sir  Capel  Holden. 
K.C  R,  F.R.S. ,  Lieot.-Col.  J  T.  C.  Moore-Brabazon,  M.C., 
M  R  Lieut. -Col.  F.  K.  McClean,  Mr.  1.  O.  M.  Sopwitb  and 
H.  E.  Perrin. 

Meeting  of  the  Committee  of  the  Federation  Aero- 
nautlque  Internationale  in  Paris,  January  9,  1922. — 

Lieut.-Col.  M  O’Gorman  was  appointed  to  represent  the 
Club  at  rhe  Meeting  of  the  Coiumittee  of  the  Federation 
Afcronautiquc  Internationale  in  Paris  on  January  9,  1922. 

0  0 

R.A.F.  Memorial  Windows  in  Jerusalem 

lx  St.  George's  Cathedral,  Jerusalem,  two  memorial 
windows  have  been  completed  to  the  memory  of  a  Neve 
Zealand  officer,  Lieut,  T.  L.  Steele,  RAF.,  who  flew  out  over 
the  enemy  lines  near  Nablus  on  April  10,  1918,  and  was 


British  Record. — The  following  British  Record  was 
passed  Class  ,r  CY  No.  .(  h.  Greatest  Spied  over  a  straight- 
line  course  d!  1  kilometre  (Federation  Adron antique  Inter 
nationals) 

Type.  Gloucestershire  Mars  1 

Constructor,  Gloucestershire  Aircraft  Co.  Ltd..  Cheltenham. 

Motor,  450  h.p.  Napier  *’  J.ion,” 

Pilot,  J.  1C.  James. 

Place,  Marties  ham  Heath. 

Pate,  December  19.  19J1. 

Greatest  speed  (being  the  mean  speed  of  four  runs,  in 
accordance  with  the  regulations  of  the  Federation  AeTooan- 
tique  Internationale),  316.5  kilometres  per  hour  (=  xcfyXt 
miles  per  hour). 

Vacancy  on  Committee. — The  acceptance  by  Wing- 
Commander  W.  D.  Beattys  of  his  appointment  as  Member  of 
the  Committee  was  reported. 

Aviators'  Certificates.  —  The  following  Aviatotti’  Certi¬ 
ficates  were  granted  : 

79 J  8  Stanley  Baker,  March  31,  19T7. 

79*9  George  BeacaLl  Powell,  December  8,  1921. 

Custom  Duties  on  Aircraft  entering  France.  — It  was 
reported  to  the  Committee  that  the  French  Government  had 
decided  to  levy'  dutyr  on  all  British  aircraft  entering  France 
alter  January  t,  1922. 

I  he  question  of  introducing  the  Tryptique  having  already 
been  brought  forward  by  the  Club  at  the  Conference  of  the 
Federation  Aetonaulique  Internationale  in  Madrid,  it  was 
decided  to  proceed  with  the  negotiations  through  the  Com 
mittee  of  the  Federation  A<3ronautique  Internationale  at 
its  meeting  in  Paris  on  January  9,  1922. 

S  H 

never  heard  of  again,  Ihe  windows,  given  by  his  parents, 
were  unveiled  by  Capt.  Routh,  R.A.F.,  and  dedicated  by  the 
Bishop  ui  Jerusalem,  in  the  presence  of  Col.  Commandant 
Colville,  Lieut. -Col.  Ritchie  and  the  men  of  the  South 
Lancashire  Regiment. 
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CURTISS  MODEL  CD- 


12  400  H.P.  AERO 


ENGINE 


The  Curtiss  model  CD-12  400  h.p.  aero  engine  is  a  develop¬ 
ment  of  the  geared  C-12  engine  which  made  its  first  appear¬ 
ance  four  years  ago,  and  which  has,  during  that  period, 
been  subjected  to  thorough  tests  of  various  kinds.  The 
CD-i 2.  therefore,  is  not  in  any  way  an  experimental  model, 
but  a  production  model.  One  of  these  engines  was  fitted  to 
the  Curtiss-Navy  biplane  which  obtained  first  place  in  the 
second  Pulitzer  Race  flown  last  November. 

The  CD- 12,  of  which  there  are  two  types,  a  low -compression 
and  a  high-compression,  is  a  12-cylinder  “  V  ”  with  two  rows 
of  six  cylinders  set  at  6oa.  The  bore  and  stroke  are  4!  ins. 
and  6  ins.  respectively,  and  the  engine  has  a  total  displacement 
of  1,145  cubic  ins.  The  low-comprcssion  engine  develops  a 
b.m.c.p,  of  137  lbs.  pet*  sq.  in.  in  gauge,  using  high  test  fuel. 
With  doped  fuel  the  high-compression  engine  develops  a 
b  tn.e.p.  of  143  lbs.  per  sq.  in.  The  weight  per  b.h.p.  comes 
out  very  low — 2.27  lbs.,  including  oil  tank,  water  and  radiator. 
In  the  low-compression  model  the  b.h.p.  at  2,000  r.p.m,  is 
385,  and  in  the  high-compression  model  at  the  same  r.p.m. 
4°5- ' 

The  general  construction  of  the  CD-12  is  of  the  aluminium 
cylinder  type,  with  inserted  steel  sleeves,  and  each  cylinder 
is  provided  with  two  inlet  and  two  exhaust  valves,  driven 
by  overhead  camshafts  through  bevel  gears.  The  cylinder- 
head  proper  consists  of  an  aluminium  casting  formed  in  one 


strength  and  to  dissipate  heat.  The  ribs  are  arranged  to 
allow  even  expansion  from  heat  and  to  stiffen  the  pistons  at 
the  proper  points.  There  are  three  rings  per  piston,  the 
two  upper  rings  being  |  in.  wide  and  the  lower  ring  $  in. — 
all  being  above  the  gudgeon-pin.  An  oil-collecting  groove  is 
located  directly  belowr  the  lower  ring  with  oil  holes  drilled 
through  the  piston  walls,  two  of  which  lead  into  the  gudgeon- 
pin.  The  latter  floats  in  the  piston  and  connecting  rod, 
and  is  held  in  place  from  lengthwise  motion  by  means  of 
snap  rings  made  of  piano  wire. 

Inlet  and  exhaust  valves  are  of  the  Tungsten  steel  tulip 
type,  and  are  interchangeable.  The  cleared  opening  is  if  in, 
in  diameter,  while  the  seat  is  352  in.  wide.  These  valves  seat 
directly  in  the  steed  cylinder  head.  The  valve  guides  are 
made  of  cast  iron  pressed  into  the  aluminium  cylinder  head, 
and  need  not  be  removed  unless  a  replacement  is  desired. 
The  camshafts  are  mounted  on  the  top  of  the  cylinder  head 
on  six  aluminium  brackets,  the  shafts  running  directly  in  the 
aluminium.  There  are  separate  intake  and  exhaust  shafts, 
the  intake  shaft  being  driven  from  the  exhaust  shaft  by  means 
of  spur  gears.  One  cam  operates  two  valves  on  each  cylinder 
through  a  T-shaped  tappet  which  works  in  a  bushed  hole 
in  the  cylinder  head,  and  which  removes  all  side  thrust  from 
the  valve  stems,  giving  an  almost  unlimited  life  to  the  valve 
guides  themselves,  as  well  as  allowing  the  valves  to  seat 


piece  to  take  six  separate  sleeves.  These  sleeves  are  made  of 
high  carbon  steel  of  hydraulic  forgings,  which  arc  rough- 
machined,  heat-treated  and  then  machine-finished,  with  the 
exception  of  the  final  grinding  of  the  bore,  before  assembly 
in  the  cylinder  head.  The  sleeves  are  threaded  at  the  closed 
end  for  a  distance  of  i  l  in.  At  the  lower  end  a  gasket  flange 
is  formed,  and  on  the  outside  of  the  barrel  several  stiffening 
flanges  are  located  approximately  1  in.  apart.  An  integral 
stud  is  formed  on  the  closed  end  of  the  sleeve  which  passes 
through  the  watet-jahkfit  of  the  cylinder  head  after  the 
sleeve  has  been  screwed  into  the  head,  and  a  nut  on  this 
stud  draws  the  closed  end  of  the  sleeve  into  perfect  contact 
with  the  aluminium  cylinder  head.  After  the  sleeves  are  in 
place  the  valve  holes  arc  bored  and  seated,  being  correctly 
placed  and  aligned  with  the  proper  fixtures.  Brass  bushings 
are  inserted  through  the  side  of  the  bead  for  the  sparking- 
plugs.  these  bushings  being  tapered  on  the  outside  to  ensure 
a  tight  joint  The  water-jacket  consists  of  a  one-piece 
aluminium  casting  which  slips  over  the  low'er  end  of  the  six 
sleeves.  In  order  to  make  a  w  ater-tight  joint  at  the  lower  end 
of  this  jacket,  a  composition  gasket  material,  W'hich  resists 
the  action  of  hot  water,  petrol  and  oil,  is  used.  The  upper 
joint,  which  is  made  between  the  jacket  and  the  cylinder  head 
wuth  studs  and  nuts,  is  made  tight  with  a  copper  asbestos 
gasket.  The  lower  end  of  the  water-jacket  is  constructed 
with  proper  bosses  for  holding  the  complete  cylinder-head 
assembly  to  the  cranlc-case,  thereby'  forming  a  unit  which  is 
both  compact  and  accessible  for  overhauling  or  inspection. 

The  pistons  are  made  of  an  aluminium  alloy,  and  are  of 
t  the  trunk  type,  carefully  ribbed  under  the  head  to  obtain 


perfectly-  The  valves  are  adjusted  by  a  screw  in  the  ends 
of  the  T  tappets. 

The  crankshaft  is  of  the  conventional  seven-bearing  type, 
being  made  of  35-45  carbon-chrome  nickel  steel.  The  drep- 
forgings  are  heat-treated  and  then  machine-finished.  Th. 
crankshaft  has  an  outboard  bearing  beyond  the  propcll-.. 
thrust  bearing,  thereby  giving  a  very  long  support  at  the 
propeller  end  of  the  engine.  The  crank-pins  are  2^  ins.  in 
diameter  and  2^  ins.  long.  The  main  bearings  are  all  3  ins. 
in  diameter,  and  vary  in  length  from  1  in.  to  3  ins.  A  bevel 
gear  is  bolted  to  the  anti -propeller  end  of  the  crankshaft  to 
drive  all  the  accessories  and  camshafts.  The  propeller  end 
of  the  crankshaft  carries  a  1-10  taper,  fitted  with  a  key 
for  driving  the  propeller  hub.  The  thrust  bearing,  which  is 
mounted  between  No.  7  and  No.  8  main  bearings,  consists  of 
a  deep-grooved  radial  annular  bearing,  which  takes  the  thrust 
in  either  direction. 

The  upper  half  of  the  crank-case  is  cast  from  an  aluminium 
alloy,  and  the  bearings  supporting  the  crankshaft  are  in  single 
diaphragms  strongly  ribbed  to  the  case.  Bearing  caps  are 
used  to  form  the  other  half  of  the  beatings,  and  are  of  I-beam 
section.  Each  cap  is  fastened  to  the  case  with  four  studs 
fitted  with  castellated  nuts.  A  large  keyway  is  cut  in  the 
cap  and  crank-case,  to  prevent  the  former  from  shifting  its 
position  on  the  case  when  the  engine  is  running.  The  bearings 
of  the  crank-case  are  fitted  with  bronze-backed  babbet-lined 
bearing  shells,  which  are  held  in  place  with  countersunk- 
head  brass  screws.  These  latter  hold  the  bearings  in  place, 
and  also  provide  a  better  contact  between  the  shell  and  the 
aluminium  crank-case.  The  lower  half  of  the  crank-case  is 
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Side  elevation,  in  part 
section,  of  the  Curtiss 
C-6,6-cyl.  aero  engine, 
which  is  similar  in 
general  detail  to  the 
CD-12. 


flanged  and  bolted  to  the  upper  half  at  the  centre  line  of  the 
crankshaft.  This  case  carries  the  oil-pump  drive  shaft  and 
the  oil  reservoir,  which  is  separated  from  the  crank  chamber 
by  a  sheet-aluminium  partition.  The  suction  pumps  are 
piped  to  each  end  of  the  case  into  small  sumps,  so  that  the 
crank-case  cannot  be  flooded  when  the  engine  is  out  of  normal 
position.  An  oil  gauge  of  the  cork-float  type,  with  a  dial  on 
the  outside  of  the  crank-case,  is  fitted.  On  the.  anti-propeller 
end  of  the  engine  is  mounted  a  casting  which  carries  all  the 
shafts  necessary  for  driving  the  oil  pump,  water  pump, 
revolution  counter,  electric  starter,  magnetos,  generator, 
synchronisers  and  camshaft  drive-shafts.  This  assembly 
consists  of  one  unit  and  can  be  removed  as  such.  All  shafts 
and  gears  are  put  together  with  stud -toothed  splines  The 
camshafts  are  driven  through  two  drive-shafts  by  mitre 
gears.  This  is  made  possible  by  the  use  of  a  short  vertical 


shaft  extending  from  (he  crankshaft  up  10  ihe  point  where 
lines  from  the  exhaust  camshafts  form  tire  prr  per  angle  for  mitre 
gears.  The  generator  drive  is  taken  oft  the  top  of  this  vertical 
shaft,  and  the  synchroniser  drives  are  taken  from  the  two 
camshaft  drive-shafts  by  forming  bevel  gears  on  these  shafts 
at  approximately  their  centre.  The  tachometer  drive  i 
taken  from  a  lower  vertical  shaft  from  bevel  gears.  This  lower 
vertical  shaft  drives  a  water  pump  through  a  squared  floating 
coupling,  and  also  drives  the  oil  pump  through  bevel  and 
helical  gearing,  which  is  mounted  on  the  top  of  the  oil  pump 
A  pad  is  formed  on  the  gear-case  to  take  the  Bijur  starter, 
which  was  developed  for  the  Libert}*  engine.  The  magnetos 
are  driven  through  flexible  couplings  and  bevel  gears  from 
the  upper  vertical  shaft.  All  the  shafts  in  this  gcar-cace 
run  at  one  and  a  half  crankshaft  speed. 

Connecting  rods  are  of  I-beam  section  of  the  articulated 


Sectional  end  eleva¬ 
tions  of  the  Curtiss 
C-12  aero  engine,  which 
varies  but  slightly  from 
the  CD-12. 


8 


January  5,  1922 


type.  The  master  rod  is  always  assembled  ill  the  left-hand 
side  of  the  engine  when  the  crankshaft  is  turning  clockwise, 
so  that  the  maximum  pressure  on  the  smalt  rod  will  come  in 
a  line  through  its  gudgeon-pin  hole,  wrist-pin  hole  and  tile 
crank-pin  centre.  These  rods  are  steel  drop-forgings,  heat- 
treated  and  finished  all  over.  The.  upper  hashing  is  "  non- 
gran  "  bronze,  and  the  lower  bushing  is  bronze  hacked  babbet, 
which  is  riveted  in  the  rod  and  cap  with  brass  rivets.  The 
lower  end  of  the  small  rod  is  forked,  and  carries  two  non-gran 
bronze  hushes.  Two  52-ram.  Duplex  Ball  ami  Ball  car 
buret! ors  are  lilted.  leach  venturi  tube  feeds  three  cylinders 
through  a  fan-shaped  manifold,  which  is  open  to  the  three 
cylinders  and  carburettor  without  partitions.  The  two 
carburettor  air  intakes  are  interconnected  with  sheet- 
aluminium  conduits,  which  can  be  led  to  the  outside  of  the 
fuselage. 

Ignition  is  furnished  by  two  high-tension  single-spark, 
1 2 -cylinder  magnetos  of  the  polar  inductor  type,  driven 
through  flexible  couplings  from  tbe  vertical  shaft.  There  are 
two  sparking-plugs  per  cylinder,  connected  to  the  magnetos 
by  cables  enclosed  in  aluminium  tubes.  The  plugs  are  located 
at  right  angles  to  the  centre  lme  of  the  block  and  diametrically 
opposite.  One  magneto  is  wired  to  the  "  exhaust "  plugs, 
and  the  other  to  the  "  inlet  ”  plugs.  These  magnetos  are 
equipped  with  a  special  switch  which  gives  battery-  excitation 
for  starting  when  the  magnetos  are  fully  retarded. 

The  cooling  water  is  circulated  by  means  of  a  centrifugal 
pump  located  at  the  lower  end  of  the  lower  vertical  shaft. 
This  pump  is  of  the  double  shrouded  type,  having  an  alumi¬ 
nium  impeller  with  the  intake  on  the  lower  side.  Water  is 
drawn  from  the  radiators,  entering  the  pump  through  the 
cover,  and,  after  being  discharged  from  the  pump,  is  directed 
to  the  lower  end  of  the  water-jacket  in  each  cylinder  through 
tapered  manifolds.  The  water  surrounds  the  cylinder  sleeves, 
and  enters  the  cylinder  heads  through  holes  drilled  in  the 
latter,  and  circulates  around  the  ports  and  passes  out  at  a 
point  between  the  valves  on  each  cylinder  into  a  tapered 
manifold.  From  this  manifold  the  water  passes  back  to  the 
radiator.  The  water  pump  is  equipped  with  a  deep-grooved 
radial  bearing,  which  takes  the  thrust  of  the  rotor  caused  by 
the  suction  of  the  water  pump  It  is  also  provided  with  a 
suitable  stuffing  gland  to  prevent  leakage. 

Lubrication  is  by  pressure  feed  from  an  oil  pump  located 
in  the  lower  half  of  the  crank -case  and  driven  as  previously- 
described.  The  gear  pump  forces  oil  into  a  manifold,  which 
directs  the  oil  into  the  bottom  of  each  main  bearing.  The 
main  journals  in  the  crankshaft  are  plugged,  and  receive 
oil  through  three  equally-spaced  holes  in  the  journal.  The 
oil  then  travels  through  a  tube  inserted  from  the  journal  to 
the  crank-pin  in  the  connecting-rod  bearing.  Tubes  are 
also  fitted  in  the  articulated  wrist-pin  ta  carry  oil  from  the 
connecting-rod  bearings  to  the  bearings  in  the  small  connecting 
rod.  The  cylinder  walls  and  wrist-pins  are  lubricated  by- 
splash,  whilst  the  upper  vertical  shaft  is  fed  by  pressure  from 
a  duct  leading  from  the  first  mam  bearing.  Oil  is  piped  from 
the  ant  i -propeller  end  of  the  crank-case  from  the  last-men¬ 
tioned  duct  to  the  camshafts  through  the  foot  of  the  first 
camshaft  bearing.  Each  camshaft  is  drilled  at  each  bearing, 
so  that  oil  may  find  its  way-  into  the  inside  of  the  hollow- 
camshafts,  allowing  oil  to  lubricate  each  camshaft  bearing 
under  pressure.  The  camshaft  bearings  do  not  receive  the 
full  oil  pressure,  as  the  holes  in  the  first  crankshaft  main 


journal  arc  so  arranged  that  the  camshafts  receive  index 
feeoing  twice  per  revolution  of  the  crankshaft.  Oil  from  the 
co tn shall  bearing  drams  back  into  the  front  sump  through 
the  Camshaft  drive  shaft  housings  to  the  front  gear-case, 
and  lubricates  the  ball  bearings  which  carry  the  camshaft 
drive-shafts.  II  also  lubricates  the  lower  vertical  shaft, 
which  is  carried  in  two  bronz  ■  bushings  surrounded  hy  a 
pocket  of  oil.  The  oil  from  the  connecting  rod  bearings 
and  main  bearings  is  drained  into  the  front  and  rear  sumps, 
to  be  drawn  into  the  suction  pumps  through  tubes  connecting 
the  pump  with  cither  end  of  the  engine.  The  suction  pumps 
then  force  oil  into  the  oil  reservoir  below  the  oil  partition. 
The  pressure  pnmp  draws  the  oil  through  a  truncated  cone 
screen,  thereby  ensuring  cleau  oil  to  be  forced  into  the  main 
bearings.  A  pressure-regulating  adjustment  is  provided  on 
the  cover  of  the  oil  pump.  This  cover  is  also  arranged  for 
connecting  an  oil  cooler  in  series  with  the  outlet  of  the 
suction  pump. 

The  petrol  system  which  is  used  in  the  high-speed  ’planes 
equipped  with  the  CD-12  engine  is  laid  out  as  follows: — A 
double  opposed  petrol  pump,  which  is  driven  through  worm 
gearing  at  approximately  one-tenth  of  the  vertical  drive-shaft 
speed,  and  operates  the  pistons  by  means  of  a  cam  working  in 
a  slot  in  the  connecting  rod  betw-een  the  two  pistons.  This 
arrangement  provides  a  crank-case  in  the  pump  w-hich  has 
a  constant  volume  when  the  two  pistons  are  reciprocating. 
Oil  under  pressure  is  supplied  to  this  crank-case,  and  a  suitable 
relief  valve  is  provided  to  maintain  a  predetermined  pressure. 
This  oil  pressure  seals  the  pistons  against  petrol  leakage,  and 
lubricates  the  piston  walls.  The  pump  forces  petrol  to  the 
carburettors,  a  small  header  tank  being  put  in  the  line  to 
dampen  out  pulsations.  A  relief  valve  is  placed  in  the  line 
to  maintain  a  constant  pressure  to  the  carburettors.  This 
relief  valve  overflows  to  the  main  tank. 

The  principal  characteristics  of  the  CD-12  are  as  follows  : — 
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2 
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Married 

On  December  22,  at  St.  Woollos,  Newport,  Henry 
Wolfekstan  Beck,  R.A.F.,  was  married  to  Matilda 
Genevieve  Lynk. 

On  December  6,  at  Littleham  Church,  Exmouth,  G.  T.  W. 
Bltrkett,  M.C.  (formerly-  Australian  Artillery*  and  Lieut. 
R.A.F.),  only  son  of  Mr.  G.  Burkett  and  Mrs.  Burkett,  of 
Melbourne,  Australia,  was  married  to  Adelaide  Henrietta, 
elder  daughter  of  Rev.  F.  W.  Tracy  and  Mrs.  Tracy,  of  14, 
Morton  Crescent,  Exmouth. 

Major  Hereward  de  Havilland,  D.S.O.,  M.C,  third  son 
of  the  late  Rev.  C.  M.  de  Havilland,  Rector  of  Crux  Easton, 
was  married  at  the  Embassy  Chapel,  Madrid,  on  December  9, 
to  Mary  Proctor  Swaby,  only  child  of  Mrs.  J.  de  Solla,  of 
Madrid,  and  the  late  Dr.  William  Percy  Swaby. 

The  marriage  took  place  at  St.  Augustine's  Church, 


Johannesburg,  on  December  13,  of  Sydney  Mackenzie 
Sproat  and  Gladys  Mary  Meeson. 

To  be  Married 

The  engagement  is  announced  of  Anthony  Conning  Kii.- 
burn,  late  R.A.F.,  of  Murrah  Hall,  Trout beck,  Cumberland, 
youngest  son  of  Mr,  and  Mrs,  C.  Conning  Kilburn,  of  Broad- 
stone,  Dorset,  formerly  of  Calcutta,  and  Maud,  eldest  daughter 
of  Mr.  and  Mrs.  C.  Toppin,  of  Tlie  College,  Malvern. 

Deaths 

Anthony  Peer  Groves,  second  son  of  Margery-  and  William 
Peer  Groves,  R.A.F.,  of  2,  Chester  Gate,  London,  N-W,  I, 
and  Salford,  died  on  December  17,  from  pneumonia. 

Leslie  Gronow  Wood,  Flying  Officer,  R.  A.F.  (*'  Splinter  ”), 
second  son  of  Dr.  and  Mrs.  A.  T.  Wood,  died  on  December  19, 
of  illness  contracted  in  Egy-pt. 
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THE  NEW  ROYAL  AIR  FORCE  CLUB 


During  the  War  Lord  Cow  dray  promised  to  give  to  the 
R.A.F,  a  Club-house,  furnished  and  equipped  complete,  and 
that  promise  has  been  more  than  fulfilled  in  a  magnificent 
building  known  as  No.  128,  Piccadilly,  which  was  opened 
as  the  Royal  Air  Force  Club  on  Monday,  and  which,  including 
leases,  represents  a  gift  of  ^345,000,  A  preliminary  view 
of  the  buildings  was  accorded  to  representatives  of  the  Press 
on  Saturday  last,  arid  at  the  following  luncheon  Brig. -Gen. 
More,  Chairman  of  Committee,  read  a  telegram  from  Lord 
Cowdray  regretting  his  inability  to  be  present,  and  con¬ 
cluding  :  “  I  shall  be  gravely  disappointed  if  you  do  not 
find  it  in  every  way  worthy  of  the  Air  Force  to  which  it  is 
dedicated  as  a  tribute.  I  have  given  it  with  thankfulness 
and  pride."  The  Club-house  consists  of  the  two  houses 
lately  occupied  by  the  Ladies*  Lyceum  Club,  and  also  a 
large  new  building  on  Milton's  Yard.  The  Lyceum  Club 
building  has  been  largely  remodelled  and  an  additional  floor 
of  bedrooms  added  to  it,  while  the  building  on  Milton’s 
Yard  used  as  a  riding-school  was  demolished  to  make  room 
lor  the  new  building,  which  has  been  designed  as  an  extension 
of  the  Piccadilly  building.  It  is  interesting  in  this  connection 
to  note  that  during  the  building  operations  several  pewter 
tankards  of  the  eighteenth  century  were  dug  up  bearing 
the  inscription  "  The  Running  Horse  ” — probably  011c  of 
the  old  coaching  houses — and  these  are  now  on  view  in  the 
hall  of  the  new  Club  today. 

Building  operations  commenced  on  September  8,  1919, 
and  were  confined  at  first  to  reconstructing  the  Piccadilly 
building  with  a  view  to  its  occupation  in  the  summer  of  1920, 
but  in  the  meantime  the  negotiations  for  a  long  lease  of 
Milton’s  Yard  matured,  and  Lord  Cowdray  decided  to 
complete  the  whole  building  forthwith.  The  work  was 
continued  as  far  as  possible  on  the  portion  that  had  bech 
started,  while  final  plans  were  prepared  for  the  new  additions 
on  Milton's  Yard. 

After  many  difficulties  of  rights-ol -light,  strikes,  high 
prices  and  other  troubles  on  that  account,  the  new  buildings 
were  begun  in  the  early  part  of  1921,  and  under  the  contract 
are  due  to  finish  on  January  31,  1922. 

If  the  planning  of  these  buildings  differs  from  that  of  other 
club  buildings,  it  is  in  an  attempt  to  meet  the  modern  require¬ 
ments  of  club  members,  who,  in  addition  to  the  ordinary 
privileges  of  a  London  club,  desire  some  of  the  additional 


advantages  of  an  hotel,  and  also  some  facilities  lor  taking 
exercise.  To  this  end  the  Piccadilly  portion  of  the  building 
is  entirely  devoted  to  club  life,  with  access  from  the  main 
entrance  in  Piccadilly  to  the  large  dining,  smoking,  writing, 
billiard,  card  and  other  club  rooms.  The  large  dining¬ 
room  on  the  Piccadilly  front,  extending  over  the  whole  length 
of  the  building,  with  a  magnificent  view  over  the  park,  is 
one  of  the  attractions  of  this  part  of  the  Club. 

I11  Park  Lane  there  is  a  separate  entrance  for  the  use 
of  members  living  in  the  Club  or  arriving  with  luggage,  and 
close  to  this  is  a  bureau,  telephones,  secretary’s  office,  etc., 
where  the  business  work  of  the  Club  is  carried  on,  From 
this  entrance  a  large  ballroom  on  the  first  floor,  the  ladies’ 
section  of  the  Club,  and  two  squash  racquets  courts  arc 
reached,  so  arranged  that  they  may  be  used  without  inter 
feting  in  any  way  with  the  members’  club-rooms  in  the 
front  of  the  building,  but  connected  on  the  principal  floors 
for  convenience  of  access  by  the  main  corridors,  which  have 
been  treated  by  the  architects — Sir  Aston  Webb  and  Sons 
to  form  nil  architectural  feature  of  the  building.  On  the 
upper  floors,  in  addition  to  70  members’  bedrooms,  with  a 
full  complement  of  bathrooms,  a  suite  of  rooms  for  private 
dinner  parties,  a  barber’s  shop  and  men-servants’  accom¬ 
modation  have  been  provided,  reached  by  electric  lifts  and 
staircases  from  both  the  Piccadilly  and  Park  Lane  sections 
of  the  building. 

Great  care  has  been  bestowed  on  the  kitchen  and  service 
arrangements  generally,  which  arc  very  complete  and  up  to 
date,  as  the  successful  working  of  a  club  of  this  kind  depends 
very  largely  on  the  care  and  thought  given  to  the  service 
arrangements  ;  and  also  the  comfort  of  the  Club’s  servants, 
who  here  have  their  proper  share  ol  comfortable  recreation 
rooms,  dining-rooms  and  sleeping  accommodation. 

i  he  new  parts  of  the  building  are  fireproof  throughout, 
and  the  whole  is  equipped  with  low-pressure  heating,  electric 
fight  and  power,  electric  clocks,  lifts,  vacuum  cleaners  anrl 
a  complete  telephone  installation.  Refrigerating  plant  fot 
ice-making  and  storage  is  also  included  in  Die  equipment 

Messrs.  Irollope  and  Colls  are  the  general  contractors,  and 
they  have  also  made  the  furniture  for  the  public  rooms. 

The  subscription  to  the  Club  is  ten  guineas  lor  town 
members,  seven  guineas  for  c ountty  members  and  two  guineas 
ior  foreign  members. 


H  H  H  E 

LONDON  TERMINAL  AERODROME 


Monday  Evening,  January  2.  1922 
Tub  aerodrome  presented  a  busy  scene — almost,  indeed,  like 
the  height  of  summer — when  a  delegation  of  Japanese  trade 
representatives  paid  us  a  visit  on  Saturday  A  dozen  cars 
were  drawn  up  on  the  tarmac  outside  the  Customs’  House, 
and  the  Air  Ministry  was  strongly  represented. 

General  Sykes,  General  Festxng,  and  members  of  the 
various  branches  of  the  Civil  Department  at  the  Ministry 
were  present,  pointing  out  to  the  visitors  the  many  features 
of  the  aerodrome.  Great  interest  was  show  n  in  the  control 
tower,  and  a  temporary  ladder  had  been  erected  for  the 
visitors  to  ascend  into  the  hut  on  top.  The  ordinary  cat- 
ladder  was  apparently  considered  too  precarious,  though 
the  Japanese  are  always  reckoned  an  agile  race.  The  various 
Air  Ministry  machines  were  lined  up  for  inspection,  and  the 
Handley  Page  W.8,  and  the  Instone  Air  Line's  Vickers-Yimy, 
were  busy  taking* -members  of  the  delegation  for  joy-rides 
The  ease  with  which  the  W.8  gets  off,  and  the  machine’s  rapid 
climb,  were  the  subject  of  much  comment. 

The  staffs  of  the  French  firms  are  taking  advantage  of  the 
winter  dearth  of  business  to  visit  their’  native  land.  M. 
Didier,  for  instance,  has  just  returned  from  France,  and 
assures  me  he  has  had  a  thoroughly  good  time. 

London  to  Algiers  by  Air 

M.  Didier  was  able,  incidentally,  to  give  me  some  new 
details  as  to  the  Mcssageries  Adrienne’s  proposed  service 
from  London  to  Marseilles,  The  company  intends  to  use 
the  new  four-engined  Spads  on  this  service.  The  usual 
summer  9.30  a  m.  Mcssageries  machine  from  London  to 
Paris  will  carry  passengers  for  Marseilles  over  this  section 
of  the  route,  arriving  in  Paris  at  11  a.m.  A  halt  will  be  made 
at  Le  Bourget  for  lunch,  after  which  the  voyagers  will  embark 
in  a  new  16-seater  Spad  and  fly  to  Lyons,  where  they  will 
be  timed  to  arrive  at  3  p.m.  Then,  continuing  to  Marseilles, 
they  will  alight  there  at  5.30  p.m.  It  is  hoped  to  arrange 
for  the  new  airship  service,  running  between  Marseilles  and 
Algiers,  to  connect  at  Marseilles  with  the  aeroplane  from 
London,  thus  making  it  possible  to  travel  from  London  to 
Algiers  in  less  than  24  hours. 


Un  Tuesday  last  Handley  Page  Transport,  in  conjunction 
with  the  Victoria  Hotel,  put  up  a  good  advertising  "  stunt 
A  Christmas-tree  was  fitted  in  the  fore-part  of  the  1  ibm  t.l 
one  of  their  machines,  and  gaily  decorated.  A  hamper, 
containing  a  lull-course  Christmas  dinner,  inc  luding  turkey 
was  sent  down  1o  the  aerodrome  on  the  passenger-cut-  from 
the  Victoria  Hotel,  and  a  waiter  in  evening-dress — who  was, 
by*  the  way,  a  former  Handley  Page  observer  -travelled  in 
the  machine  and  served  dinne'r  to  the  passengers  and  pilot 
while  cn  \outc. 

“  Air  Expresses  in  a  Gale 

On  Friday  last,  with  a  terrific  gale  lagiug,  Mr.  R,  H 
Macintosh  made  another  of  his  wonderful  bad-weather 
flights.  Two  machines,  both  Handley  Page  0-400's,  left 
Paris  together,  and  made  good  time  with  the  wind  behind 
them  as  far  as  the  French  coast.  Here-  they  were  caught 
by  the  full  force  of  the  Channel  gale,  which  was  blowing  at 
a  speed  of  somewhere  in  the  eighties  at  the  height  the  machines 
were  flying.  Mr.  Wilcockson  managed  to  land  at  the  Berck 
aerodrome,  but,  after  his  passengers  had  alighted,  and  before 
anything  could  be  done  to  the  machine  in  the  way  of  pro¬ 
tecting  it  from  the  gale,  it  was  caught  broadside-on  and 
lifted  up  on  to  one  wing  and  then  011  to  the  other,  being 
wrecked  badly. 

Mr.  Macintosh,  who  was  just  about  to  land,  saw  the 
accident,  and  decided  it  would  be  safer  to  carry  on  to  Croydon, 
where  there  would  he  a  proper  staff  to  handle  his  machine 
Although  quite  low  down,  and  within  a  few  hundred  feet  of 
the  houses  in  the  village  of  Berck,  he  put  his  engines  full  on 
and  the  machine  rose  straight  into  the  air  for  about  3.000  ft. 
He  had  a  tremendous  fight  to  get  across  the  Channel.  At 
times  both  he  and  his  mechanic  had  to  hang  on  to  the  con¬ 
trols,  and  when  he  finally  landed  at  Croydon,  only  managing 
to  escape  a  crash  by  fine  piloting,  he  had  been  4  hours  33 
minutes  on  the  journey  from  Paris. 

The  Instone  Air  Dine  are  erecting  a  new  office-  in  front  of 
their  original  small  office.  This  is,  1  understand,  to  be  used 
as  a  parcels  depot,  and  is  being  got  ready  for  the  time  when 
the  new  "  goods  only  ”  machines  begin  running. 
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CIVIL  AVIATION  IN  1921 


Half-Yearly  Report  of  C.G.C.A. 


I  I  he  half-yearly  report  on  the  progress  of  Civil  Aviation 
during  the  period  April-September,  1921,  was  issued  as  a 
White  Paper  (Command  No.  1559)  on  December  23.  As 
usual  it  is  signed  by  Sir  Frederick  Sykes,  Controller-General 
of  Civil  Aviation,  and  contains  statistics  and  other  interesting 
data  relating  to  the  progress  made  all  over  the  world  during 
Iho  period  under  review  (April  1  to  September  30,  1921), 
The  report,  which  is  obtainable  from  H.M.  Stationery  Office, 
Imperial  House,  Kingsway,  London,  W.C-.  2,  price  3s.  net, 
is  fai  too  lengthy  to  publish  in  full,  and  we  therefore  propose 
to  deal  with  Only  such  portions  of  it  as  can  be  usefully  reviewed 
and  summarised.  We  thoroughly  recommend  all  who  are 
interested  in  aviation  in  any  of  its  brandies  and  applications 
to  obtain  a  copy,  and  thus  to  be  able  to  follow  in  detail  the 
subjects  and  statements  t.o  which  only  the  briefest  reference 
can  be  made  here. — Ed.] 

J  he  fifth  half-yearly  report  on  the  progress  of  Civil  Aviation 
at  home  and  abroad  follows  the  lines  of  previous  reports. 
Part  I  includes  information  regarding  civil  aviation  in  Great 
Britain  and  the  Empire,  and  Part  II  its  progress  in  foreign 
countries.  In  dealing  with  the  question  of  relations  with 
loreign  countries,  the  report  states  that  ratifications  of  the 
1  nternational  Air  Convention  have  been  prepared  by  the 
British  Empire.  France,  Japan.  Belgium,  the  Serb-Croat- 
Slovene  Kingdom,  Greece,  Portugal  and  Siam.  Under 
Article  34  of  the  Convention  ratification  by  a  majority  of  the 
20  signatory  States  (the  British  Empire  counting  for  this 
purpose  as  six)  is  required  before  the  International  Com¬ 
mission  for  Air  Navigation  can  be  constituted.  The  ratifica¬ 
tion  of  only  one  more  State  is  required  before  this  can  be 
cl<,n,‘  The  periodical  Conferences  between  the  Department 
of  Civil  Aviation  and  the  French,  and  Belgian  Air  autho- 
n ties  have  been  continued  with,  it  is  stated,  satisfactory 
results, 

The  regulations  adopted  in  1919,  which  were  based  upon 
the  principle  that  the  owner  of  an  aircraft  should  be  respon¬ 
sible  for  the  safety  of  the  machine  (the  system  of  supervision 
by  licensed  ground  engineers),  are  considered  to  have  proved 
satisfactory.  It  is  of  interest  to  find  it  stated  that  negotia¬ 
tions  are  in  progress  with  a  view  to  establishing  somewhat 
similar  procedure  in  the  case  of  foreign  aircraft  operating 
to  and  from  England  Other  countries  have  not  as  yet  paid 
the  same  attention  to  the  subject  of  maintenance. 

Attention  is  called  in  the  report  to  certain  progressive 
improvements  at  Croydon,  notably  with  regard  to  medical 
examination  of  alien  passengers,  and  to  the  installation  of 
bulk  petrol  storage  and  the  establishment  of  a  sub-post 
office. 

In  the  matter  of  communications  (Signals  and  navigation) 
progress  lias  been  made  with  direction-finding  wireless,  and 
it  is  stated  that  now  that  both  Pulham  and  Croydon  have 
been  provided  with  stations  working  in  conjunction,  it  is 
possible  for  aircraft  to  “fix"  their  position  by  bearings 
obtained  simultaneously  from  the  two  stations.  The  radio- 
telephonic  service  with  aircraft  has  been  further  developed. 

All  British  machines  employed  on  the  cross-Channel  services 
carry  telephones,  and  as  soon  as  the  ratification  of  the  Inter¬ 
national  Air  Convention  has  been  deposited,  regulations  will 
be  issued  which  will  make  it  compulsory  for  aircraft  carrying 
ten  or  more  passengers  to  be  equipped'  with  wireless. 

Largely  as  a  result  of  the  experimental  flights  of  "  R.33,” 
arrangements  are  now  in  course  of  completion  whereby  the 
Croydon-Lympne  route  could  at  short  notice  be  opened 
for  night  flying. 

Progress  has  been  made  in  the  compilation  of  data  regard¬ 
ing  aviation  facilities  in  foreign  countries,  and  records  have 
been  prepared  showing  existing  facilities  in  a  number  of 
European  countries.  A  gazetteer  of  the  facilities  in  the 
British  Isles  is  nearing  completion. 

Commercial  Air  Services 

Apart  from  the  statistics  contained  in  tables  at  the  end  of 
the  report,  reference  is  made  to  the  operation  of  the  London- 
Paris  air  services  under  the  temporary  subsidy  scheme  entered 
into  with  the  Handley  Page  and  Instone  companies.  The 
services  have  been  in  operation  throughout  the  summer  of 
1921  with,  the  report  states,  satisfactory  results.  It  is 
pointed  out  that  few  machines  of  an  improved  economical 
commercial  type  were  available,  and  that  the  temporary 
nature  of  the  arrangement  rendered  it  financially  imprac¬ 
ticable  to  provide  large  numbers  of  machines.  In  spite  of 
these  handicaps,  there  w'as  a  considerable  increase  in  the 
avcrage  load  carried  per  flight. 


.Reference  is  then  made  to  the  proposed  "  permanent 
scheme  of  subsidy  on  a  25  per  cent,  basis  and  including  tin 
,  hire-purchase  scheme  by  which  firms  are  able  to  aequ  o 
machines  of  approved  ”  type  at  less  than  cost  price  Tin 
report  states,  however,  that  by  August  1,  the  date  on  which 
tire  scheme  was  to  come  into  force,  the  experience  gained 
during  the  summer  had  shown  that  the  scheme  as  origin;-..  ., 
proposed  was  not  likely  to  provide  adequate  assistance  a;  t 
it  w  as  therefore  amplified  as  follows  :  "  An  additional  grrr. . 

£3  per  passenger  and  3d.  per  lb.  of  freight  will  be  ma¬ 
te  approved  firms  during  the  year  ending  February  28,  192/ 
while  in  addition  a  contribution  towards  the  insurance 
machines  provided  by  the  Air  Ministry  under  the  hire 
purchase  system  will  be  made  in  the  form  of  50  per  cent.  ' 
the  premiums  up  to  a  maximum  of  10  per  cent,  of  the  vain 
of  the  machines.  This  scheme,  it  is  hoped,  will  become 
operative  in  March,  1922  ;  meanwhile,  special  arrangement 
similar  to  those  now  obtaining,  are  being  continued  for  in 
operation  of  the  London-Paris  service  during  the  wint- 
months  1921-22.” 

I  he  report  states  that,  as  it  is  considered  that  it  would 
not  be  desirable  to  have  unlimited  competition,  the  nurula  ■ 
ol  firms  has,  for  the  time  being,  been  limited  to  four.  Or 
these,  the  Handley  Page,  the  Instone  and  the  Daimler  Ilirj 
have  been  chosen  to  operate  the  London-Paris  route,  whilr 
oue  firm  only,  the  Aerial  Route  Syndicate,  Ltd.,  has  bee-, 
selected  to  run  a  London-Brussels  service.  It  is  stated  that 
the  Air  Council  do  not  contemplate  approving  more  than 
three  firms  at  any  one  time  on  the  London-Paris  route 
although  reserving  the  right  to  approve  other  firms  should 
circumstances  warrant  it. 

Some  interesting  information  relating  to  developments  iu 
meteorology  is  given  in  the  report,  but  w-e  would  refer  tlio- 
interested  in  this  important  branch  to  obtain  the  White 
Paper  so  as  to  derive  the  advantage  of  the  complete  report. 

As  regards  licences  and  certificates,  it  is  of  interest  to  quote 
a  few  figures.  During  the  period  under  review,  118  pilots* 
licences  w-cre  renewed,  122  ground  engineers,  104  certificate ; 
of  registration  of  heavier-than-air  macliines  and  4  ligbtc. 
than  air,  and  45  airworthiness  certificates  for  beavier-thar 
air  craft.  The  corresponding  numbers  of  new  licences  and 
certificates  were  as  follows  : — Pilots,  52  ;  ground  engineer.-, 
38  ;  heavier-than-air  craft,  76 ;  lighter-than-air  craft,  2 
Airworthiness  certificates  for  heavier-than-air  craft,  57. 

It  is  interesting  to  note  that  a  special  certificate  of  air 
worthiness  for  racing  machines  has  been  approved,  as  sue;, 
machines  would  be  severely  handicapped  by  having  to 
conform  to  the  rules  applying  to  commercial  machines. 

Collection,  Collation  and  Issue  of  Information. — With  regard 
to  the  well-known  ''Notices  to  Airmen”  (which  are  pub 
lished  in  Flight  regularly),  it  is  proposed  in  the  future  t. 
make  a  slight  modification  in  the  manner  of  issue.  Although 
numbered  consecutively  in  the  order  of  issue,  they  will  appe  < c 
under  two  heads — (a)  Navigational  and  (6)  General.  In 
addition  it  is  intended  to  issue  a  Monthly  Air  Pilot  containing 
reprints  of  the  Notices  to  Airmen,  as  well  as  other,  and  ]r.-  • 
urgent,  information.  The  issue  of  an  Annual  Air  Pilot  ■ 
under  consideration. 

Airships. — On  this  delicate  subject  the  report  contains 
brief  statement  of  the  facts  which  led  to  the  suspension 
of  all  airship  activity  and  the  reduction  of  the  personnel  \ 
care  and  maintenance  parties.  Reference  is  also  made  l 
various  experiments  made  with  airships  during  the  period 
under  review,  notably  experiments  with  mooring. 

Regarding  the  progress  of  civil  aviation  in  the  Dominions. 
Colonies  and  foreign  countries,  the  report  contains  some  ver 
interesting  and  valuable  information,  but  we  have  not  th 
space  to  refer  to  it  at  length  here.  Some  of  the  numerous 
tables  of  data  and  statistics  contained  in  the  report  and  ic. 
appendices  are,  however,  of  interest. 

For  instance,  the  number  of  arrivals  and  departures  A 
aircraft  from  and  to  the  Continent  betw-een  April  and  Sep¬ 
tember,  according  to  nationality,  were  as  follows  :  Britts?] 
671;  French,  1,058;  Belgian,  339;  Dutch,  292.  T1 
number  of  passengers  carried  on  the  same  routes  during  th  n 
same  period  by  machines  of  the  different  nationalities  were  • 
British,  4,006  ;  French,  3,499  ;  Belgian,  597  ;  and  Dutch, 

420. 

The  total  value  of  the  imports  (free  and  dutiable)  by  air 
from  April  to  September  was  /z 06,357,  and  that  of  the 
exports  was  £1 10,400.  The  estimated  number  of  outgoing 
letters  posted  for  transmission  by  air  was  42,840,  and  the 
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dumber  of  incoming  letters  38,61)6.  The  average  efficiency 
0  the  outward  air  mail  services  was :  On  the  London-Paris 
route,  95  per  cent.  ;  London  Brussels,  70  per  cent.'  London- 
Amsterdam,  89  per  cent. 

*  During  the  period  under  review  (six  months)  there  were 
t  wo  accidents  resulting  in  the  death  of  one  or  more  occupants, 
rwo  resulting  in  injury  tu  occupanis  and  six  not  invoicing 
injury  to  personnel,  or  a  total  of  10  accidents.  The  number 
of  machine  miles  per  flying  accident  was  32,-200  ;  the  number 
of  machine  flights  per  flying  accident,  1,718.  Machine  hours 
flown  per  accident,  415  Passengers  killed  per  t,ooo  carried, 

0  0 

NEW  YEAR 

Tin:  following  appears  in  the  New  Year  Honours  list : — 
The  King  has  been  pleased  to  give  orders  for  the  following 
promotions  in  and  appointments  to  the  Order  of  the  Bath  : — 

K.C.B.  ( Military  Division) 

Fell,  Group-C’apt,  (acting  Air  -  Commodore)  Matthew 
Henry  G  REG  son,  C.B.,  C.M.G.,  RAF.  Med  Serv. 

C.B.  ( Military  Division) 

Borton,  Group-Capt.  A  my  as  Eden,  C.M.G.,  D.S.O.,  A.F.C.. 

R.A.F. 

C.B.  (Civil  Division) 

Smith,  Willtam  Sydney,  Esq.,  O.B.E.,  Superintendent  of 
the  Royal  Aircraft  Establishment,  South  Farn borough. 

It  is  announced  that  the  honour  of  Knighthood  has  been 
conferred  upon  Mr.  A.  S.  Mays-Snrith,  President  of  tire 
Society  of  Motor  Manufacturers  and  Traders,  and  that 
Mr.  Wm.  M.  Letts,  C.B.E.,  has  been  promoted  to  Knight 
Commander  (K.B.E.)  of  the  Order  of  the  British  Empire,  for 
public  services.  It  may  be  added  that  Mr.  W.  M.  Letts  is 
Managing  Director  of  Messrs.  A.  V.  Roe  and  Co.,  Ltd. 

AWARDS  AND  PROMOTIONS 

The  Air  Ministry  announces  that  the  King  has  been  pleased 
to  approve  of  the  following  awards  to  officers  of  the  Royal 
Air  Force  : — 

Second  Bay  to  the  Air  Force  Cross — Sqdn. -Leader  William 
Ronald  Read,  M.C.,  D.F.C.,  A.F.C.  (C-apt.,  Dragoon  Guards). 

Bar  lo  the  Air  Force  Cross.-  Sqdn. -Leader  Roderic  Maxwell 
Hill,  M.C.,  A.F.C. 

The  Air  Force  Cross. — Flight-Lieut.  Augustus  Henry  Orle- 
bar,  Flight-Lieut,  David  Arthur  Stewart,  M.C..  D.F.C,, 
Flying  Officer  Sidney  Norman  Webster. 

Promotions 

The  following  officers  are  promoted  to  the  ranks  stated, 
with  effect  from  January’  1  : — 

General  List 

Air-Commodore  lo  be  Air  Vice-Marshal. — Philip  Woolcott 
ourae,  C.B.,  D.S.O. 

Group-Captains  to  he  Air-Commodores, — Hugh  Caswall 
Tremenheere  Dowding,  C.M.G  ,  Bertie  Clephane Hawley  Drew, 

C. M.G.,  C.B.E.,  Charles  Rumney  Samson,  C.M.G.,  D.S.O. . 
A.F.C.,  Robert  Hamilton  Clark  Hall,  C.M.G,,  D.S.O, 

Wing-Commanders  to  he  Group-Captains . — Alfred  Drummond 
Warrington-Morris,  C.M.G.,  O.B.E.,  Norman  Duckworth  Kerr 
MacEwen.  C.M.G..  D.S.O.,  Hon.  John  David  Boyle,  C.B.E., 

D. S.O.,  Edward  Featherstone  Briggs,  D.S.O.,  O.B.E.,  Pere¬ 
grine  Forbes  Morant  Fellowes,  D.S.O. 

Squadron-Leaders  to  be  Wing-Commanders. — Dermott  Lang 
Allen,  A.F.C.,  Charles  Humphrey’  Kingsman  Edmonds,  D.S.O., 
O.B.E.,  Richard  Edmund  Charles  Peirse,  D.S.O.,  A.F.C., 
Reynell  Henry  Verney.  O.B.E.,  Thomas  O'Brien  Hubbard, 
M.C.,  A.F.C.,  Lawrence  Arthur  Pattinson,  D.S.O.,  M.C., 
D.F.C. ,  Hazelton  Robson  Nicholl,  O.B.E.,  Arthur  Thomas 
Whitelock,  Robert  John  Ferguson  Barton,  O.B.E.,  William 
Lawrie  Welsh,  D.S.C.,  A.F.C.,  Hugh  Lambert  Reilly,  D.S.O. 

Flight-Lieutenants  to  be  Squadron-Leaders , — William  Bowen 

_  0  0 

C-'man  Gliders  for  Britain 

As  a  direct  result  of  the  interesting  experiments  carried 
out  in  the  Rhon  Mountains  in  Germany  during  last  summer, 
considerable  interest  is  now  being  taken  in  the  problems  of 
gliding  and  soaring.  Not  only’  are  the  German  experiments 
to  be  continued  this  year,  but  France  has  planned  a  gliding 
competition  also.  In  this  country,  although,  judging  from 
the  number  of  enquiries  which  we  have  received,  there  is 
considerable  interest  in  the  subject,  nothing  definite  has 


0.03,  and  passengers  iujured  per  1,000  carried.  0.03.  These 
figures  speak  well  for  the  safety  of  modern  flying,  and  as  they 
show  a  considerable  decrease  in  accidents  as  compared  with 
the  corresponding  period  of  last  year,  It  may  be  assumed  that 
as  machines  and  organisation  improved  the  percentage,  small' 
as  it  is,  will  be  still  further  reduced. 

An  appendix  by  the  Department  of  Civil  Aviation  states 
the  case  for  civil  aviation  With  remarkable,  clearness  and 
without  taking  in  any  instance  an  exaggerated  view  of 
the  service  which  aviation  can  and  should  render  to 
humanity. 

0  0 

HONOURS 

Hargrave,  O.B.E.,  Hugh  Vernon  Champion  de  Crespigny, 
M.C.,  D.F.C.,  Ivor  Thomas  Lloyd,  Eric  John  llodsoll,  Ray¬ 
mond  Collishaw,  D.S.O.,  O.B.E.,  D.S.C.,  D.F.C.,  Cyril  Gordon 
Burge,  O.B.E.,  Francis  William  Henry  Lerwill,  O.B.E  , 
Charles  Henry  Elliott-Smith,  A.F.C.,  Charles  Oscar  Frithiof 
Modin.  DSC,  Sir  Christopher  Joseph  Quinton  Brand,  K.B.E  , 
D.S.O.,  M.C..,  D.F.C. 

Flying  Officers  to  be  Flight-Lieutenants. — Herbert  Martin 
Massey,  M.C.,  Geoffrey  Arthur  Henzell  Pidcock,  Cecil  Alfred 
Stevens,  M.C.,  Walter  Travis  Swire  Williams,  D.S.C.,  Samuel 
Marcus  Kinkead,  D.S.O.,  D.S.C.,  D.F  C.,  Seymour  Stewart 
Benson,  A.F.C.,  Edward  Derek  Davis,  Peter  Cundle  Wood, 
Robert  Allingham  George,  M.C.,  Frederick  MeBean  Paul, 
Allen  Robert  Churchman,  D.F.C,,  Bernard  McEntegart, 
Peter  Warburton,  M.B.E.,  Frank  Gerald  Craven  Weare,  M.C,, 
William  Edmund  Somervell,  Alfred  Conrad  Collier.  Kenneth 
Buchanan  Lloyd,  A.F.C.,  George  Thomas  Richardson,  Maurice 
Henry  Butler,  D.F.C.,  William  Geoffrey  Meggitt.  M.C.,  Eric 
John  Webster,  D.F.C.,  Herbert  Edwin  Tanslcy,  M.C.,  lan 
Cullen,  A.F.C.,  George  Cecil  Gardiner,  D.F.C.,  Arthur  Vincent 
Howard  Gompertz,  Maurice  Moore,  Arthur  Francis  Quinlan, 
Percy  John  Barnett,  M.C.,-  Sydney  Edward  Toomer,  D.F.C., 
Leslie  Norman  Hollinghurst,  D.F.C.,  Clement  Flegg  Horsley, 
M.C.,  Charles  Basil  Slater  Spackman,  D.F.C.,  Ernest  Lionel 
Ardley,  Richard  Michael  Trevethan,  M.C.,  Neville  Bvron 
Ward,  Edward  Reginald  Openshaw,  Reginald  Thomas  Brooke 
Houghton.  A.F.C.,  Ralph  Myddleton  Bankes- Jones,  James 
John  Williamson,  A.F.C.,  Owen  Washington  de  Putron, 
Robert  Hugh  llanmer,  MX.,  Victor  Hubert  Tait,  James 
Matthews  McEntegart,  Robert  William  Edwards,  James 
Alexander  Gordon  Haslam,  M.C.,  D.F.C.,  Kenneth  Lloyd 
Harris,  Albert  Grounds  Peace,  A.F.C..  William  t  on  wav  Dav. 
M.C. 

Stores  List 

Squadron-Leader  to  be  Wing-Commander. — Walter  John 
Dakins  Pryee,  O  B.E.,  D.C.M. 

Flight-Lieutenants  to  be  Squadron  -  Leaders . — William  Boston 
Cushion,  Eric  Rivers- Smith,  M.B.E..  James  Ambrose  Stone, 
William  Henry  George  Maton,  M.B.E. 

Flying  Ofjicers  to  be  Fligki- Lieutenants — Arthur  Benjamin 
Wiggin,  William  Arthur  Kingston.  Ernest  William  Crosbie, 
Frederick  Thomas  McElwee,  Arthur  Myrtle  Say  wood,  Harry 
Leonard  Wbolveridge,  Arthur  Elias  Sutton- Jones,  Patrick 
John  Murphy,  John  Henry  Dale,  Edward  Ernest  Porter. 
M.B.E.,  D.C.M. .  Edwin  Harold  Eldridge,  Maurice  Jewison 
James,  M.B.E.,  Reginald  Harry  Smyth,  M.C,,  Alfred  Horace 
Comfort,  Henry  Sewell  Alger,  Leonard  Arthur  Lavender 
Richard  Adams.  Lament  Smith,  Charlie  Young  Mitchell, 
John  Augustus  Plunkett. 

Medical  Service 

Squadron-Leader  tube  Wing-Commander. —  Henry  Wakernati 
Scott,  M.B  ,  B  A. 

Flight-Lieutenants  to  be  Squadron-Leaders.-— Robert  Ernest 
Bell,  M.B.,  Gerald  Struan  Marshall,  O.B.E,,  Eric  William 
Craig,  M.C..  M  B.,  Robert  Andrew  George  Elliott,  M  l?.,  B,A. 

Flight-Lieutenant  to  be  Honorary  Squadron-Leader. — William 
Rous  Kemp,  B.A. 

H  H 

been  planned-  The  chief  reason  for  this  is  probably  that 
the  problem  of  constructing  scientific  gliders  has  not  hitherto 
received  any  attention  here  Wc  now  learn,  however,  that 
the  Aachen  glider  on  which  Klemperer  remained  aloft  fnr 
13  minutes  may  be  introduced  in  this  country  if  sufficient 
interest  is  found  to  exist.  The  agency  for  this  type  of  glider 
has  been  acquired  by  Mr,  j.  T.  P.  Jeyes,  of  38,  The  Crescent, 
Northampton,  who  will  be  pleased  to  give  f  irther  informa¬ 
tion  relating  to  the  details  of  the  Aachen  glider. 
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London  (.facile,  December  23.  2921, 
General  Dulies  Branch 

T-  light  l.icut.  O.  L.  \i  ilson  is  plared  on  half-pay.  Stale  U  ;  Ntov.  2ft.  Mint 
Ofir.  ou  probation  D.  J.  Hugh  Jones  is  confirmed  in  rank  ;  Ort.  c-.fi. 

Memorandum 

Hou.  See.  Lieut.  W.  J.  Hayes  relijqujslius  hi?  lion,  coroum-  ;  March  25, 
jqiq  (?ince  granted  short  service  cormnn  ) 

London  Gillette,  December  30,  1 9 r . 
General  Duties  Branch 

The  follg.  are  grouted  permanent  commt  s.  as  Flying  Ollrs  .  retaining  tlicir 
present  sc-ny,  ;  Nov.  17.  — C.  V,  Horsley,  MX.,  R  M.  C  MacFarlane,  M.C., 
C.  E.  Maitland,  D.F.C.  Flight  Lieut.  H.  IF  Baltour,  ML.,  is  grajitcda 
permanent  com  inn.  ns  a  Flying  Ofir.,  with  cf'ee  t  trorn  April  ~(>  1 9:0  (Gazelle 
May  4,  1920,  apptg.  him  to  n  stiort  service  i  i'tnmn.,  ;s  cancelled  (since 
promoted). 

The  follg.  Flight  i.ieuls.  resign  their  pcrmare-nt  commits  ,  and  are  per 
milled  to  retain  rank  of  Major.—  O.  Stewart,  MX.,  A.F.C. Dec.  32.  J.  R 
McCrlndle,  M  C.,  O.B.L.  ;  Ian.  1  1922.  Flight  Lieut.  W.  Mail.  D.F.C,. 
resigns  liis  short  service  cororon.  ;  Dec.  h.  Flight  l.icut.  G.  H.  }  rrington 
relinquishes  his  short  service  commn.  on  acct.  of  II  health,  and  is  granted 
rank  of  Maj.  ;  Dec.  31.  Flying  Olfr.  F.  Edwards  is  placed  on  the  Reid.  Li  t, 
and  is  granted  rank  of  Capt. ;  Dec.  31. 

stores  Branch 

Flight  Lieut  H.  1'  Bridges  resigns  his  permanent  counun..  and  is  per 
nutted  to  retain  rani;  or  Capt.  ;  Jan  1,  1922  Flight.  Lieut.  J  \V.  Cage  is 
j fared  on  the  retired  list  on  account  of  ill-health  ;  Dec.  31. 


The  follg  Pilot  Offrs.  on  probation  to  be:  Flying  Olfr;.  on  probation; 
Aug  p.—  J.  W.  Gray,  F.  0.  HaU,  ft,  C.  Powell,  H  A.  Muiton 

Medical  Sthrice 

J.  W.  Harper,  M.D.,  is  granted  a  short  service  louuun.  as  flight  Lieut, 
with  eifcct  front,  mid  with  seriy.  of  Dec.  14,  Capt.  I.  S  Snath,  Army  Dental 
Corps,  is  granted  a  temp,  conmin.  as  a  Fligiit  Lieut,  while  attached  for  duty 
with  the  H.A.F.,  with  rfiect  from  Nov.  1.  1919.  and  with  seny.  of  Jan.  27, 
1919,  He  will  roniiniK:  10  receive  cmohitn .  ots  from  Army  Funds. 

Nursing  Svnstbt 

The  lullg.  ladies  are  Goniirmed  in  the  appts.  as  Stall  Kttises.  to  date  irom 
pine  15.-  M5$?  N  M.  M  B.  Brown.  Miss  N.  C.  M.  Kelly. 

M  tworanda 

Sec.  Lieut  ,|.  Ft.  Jacques  to  be  Ucut.  ,  June  5,  1919. 

The  fojjg.  relinquish  their  tc-mp.  cummns.  ott  ceasing  to  be  cmpld.,  inrl  arc 
permitted  to  retain  their  ranks. — J.ieut.  F.  O.  Rose  ;  <Jct.  '  4,  19X9  (substituted 
lor  Gazelle,  Nov.  7,  1919)  Maj.  P.  1..  Teed  ;  Dec,  20.  Limit.  J.  H.  Jacques 
relinquishes  his  temp,  comma,  on  account,  of  ill-health  contracted  on  active 
service,  and  is  permitted  to  retain  Ms  rank;  June  8,  1919  (substituted  for 
Gazelle,  June  20,  1919). 

Lieut.  A.  T  Sheldrake,  H.L  I  (T.F.),  is  granted  a  temp,  commn  as  a 
Sec.  Lieut.  (A.)  ;  Aug.  1,  1918  (since  deceased). 

Four  Cadets  are  granted  lion,  columns,  as  See.  Lien  tv.  with  elfc-ct  (note 
the  dates  of  their  demobilisation. 

Hoi. .  Sec.  Lieut.  G.  FL  Alter  is  deprived  of  hts  commit.  011  conviction  by  the 
Civil  Power  ;  July  18. 


ROYAL  AIR  FORCE  INTELLIGENCE 


Appointments, — The  following  appointments  in  the  R.A-F  are  notified : — 
Squadron  Leaden. — K  B.  Word,  A.F.C  from  No.  2q  Group  Headquarter? 
(Coastal  Area)  to  School  ol  Naval  Co-operation  and  Aerial  Navigation  (Coastal 
Area).  30.1.22.  G.  L  Watney,  O.B.L.,  from  Egyptian  Group  Headquarters 
(Middle  Fast  Atcb)  to  R.A  F.  DepOt  (inland  Area).  7  it  at.  J.  C.  Quinnell. 
D.F.C.,  from  No.  3  Flying  Training  School  (Inland  Area)  to  School  ol  Naval 
Co-operation  and  Aerial  Navigation  (Coastal  Area).  30  122. 

Flight  Lieutenants. — T.  Q.  Studd.  D  I  C..  from  School  of  Army  Cn-uperalton 
(Inland  Area)  to  School  of  Naval  Co  operation  and  Aenal  Navigation  (Coastal 
Area).  30. t .21.  ti.  H.  Hooper.  MX..,  D.I  C.,  trom  No.  207  Squadron 
(Inland Area)  to  School  of  Naval  Co  operation  and  Aerial  Navigation  (Coastal 
Area).  30.1.22.  V.  R.  Seriven.  A.F.C..  Irom  H.MS  '*  Pegasus  '"  (Mediler- 
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ranean  Group)  to  No.  267  Squadron  (Mediterranean  Group).  1.12.21. 
G.  W.  Biles,"  D.F.C.,  from  Central  Flying  School  (Inland  Area)  to  School  of 
Naval  Co-operation  and  Aerial  Navigation  (Coastal  Area).  30.1.22.  C.  H. 
Young,  M  B.,  from  R.A.F.  Dep6t  (Inland  Area)  to  No.  1  Flying  Training 
School  (Inland  Area)  30,12,21.  I.  H.  Porter,  M.C.,  M.B.,  from  No.  1 
Flying  Training  School  (luland  Area)  to  R.A.F.  F>ep6t  (Inland  Area).  15.1 
G.  H  H.  Maxwell,  M  B.,  from  School  of  Technical  Training  (Men)  (Inland 
Area)  to  Inland  Area  Aircraft  Depdt  (Inland  Area).  6,1.22.  A.  T.  Barr- 
Sim.  M.B.,  from  R..A.F.  DepOt  (Inland  Area)  to  School  ol  Technical  I  raining 
(Men)  (Inland  Area).  4,1.22.  C  W,  T.  Baldwin,  from  Inland  Area  Aircraft 
Df-pOt  (Inland  Area)  to  R.A.F-  Depdt  (Inland  Area),  fio.iz.  H.  McWilliams 
Daniel,  M,B. ,  from  No.  31  Squadron  (India)  to  Aircraft  Park  flndia).  28.11.21 . 
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THE  LONDON-CONTINENTAL  SERVICES 


FLIGHTS  BETWEEN  DECEMBER  18  AND  DECEMBER  31,  INCLUSIVE 


Route} 

4 

No.  of  flights* 
- — 

No.  of  passengers 

No.  of 
flights 
carrying 

No.  of  journeys 
completed  f 

Average  flying 
time 

Fastest  time  made  by 

Type  and  (in  brackets) 
Number  of  each  type  flying 

Mails 

Goods 

h.  m. 

Croydon -Paris . 

3 6 

no 

T  2 

25 

30 

2  30 

D.H.  4  G-EAWH  (ih,  wm,) 

B.  (2),  D.H.  4  (4).  D.H.  18  (2) 

G.  (4),  H  P.  (2),  Sp.  (5).  V.  (t) 

Parii-Croydon  ... 

38 

5  6 

9 

29 

28 

3  27 

D,U.  iSG-EAW AY  (2h.  19m.) 

B.  (3).  D.H.  4  (t).  D  H.  18  (2) 

C.(5),  lJ.P.(3).Sp.  (5),V.(i). 

totals  for  2  weeks  ... 

74 

1 86 

21 

54 

58 

•  Not  including  “  private”  flights.  t  Including  certain  journeys  when  stops  were  made  en  routs. 

J  Including  certain  diverted  journeys. 


Av.  =  Avro.  B.  =  Breguet.  Br.  =  Bristol.  Bt.  =  B.A-T.  D.H.4  =*  De  Havilland  4,  D.H.9  (etc.). 

I  =  Fokker.  Fa.  =  Fannan  F.50.  G.  =  Goliath  Farman.  H.P.  =  Handley  Page.  M.  «=  Martinsyde.  N.  =  Nieuport. 
P.  =  Potez.  R.  =  Rumpler.  Sa.  =  Saimson.  Se.  =  S.E.5.  Sp.  =  Spad.  V.  =  Vickers  Vimy.  W.  =  Westland. 
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Egyptian  Disturbances  and  Aeroplanes 

A  very  effective  measure  to  cope  with  the  disorders  in 
Egypt  was,  under  martial  law,  announced  last  week  in  Suez, 
as  follows  :  ”  11  aeroplanes  perceive  an  assembly  they  will 

drop  smoke  bombs ;  if  the  assembly  does  not  disperse  they 
wall  drop  shells  and  open  lire  with  their  machine-guns.” 

Washington  Conference  and  Aircraft 

So  far  nothing  has  been  settled  at  Washington  regarding 
aircraft  limitations,  but  on  December  30  a  report  was  forth¬ 
coming  from  the  Committee  of  Experts  to  which  has  been 
delegated  the  study  of  the  possible  control  of  aeroplanes  in 
war.  The  findings,  it  is  stated,  of  the  experts  would  be 
discouraging  if  from  the  outset  there  had  not  been  a  feeling 
that  little  could  be  expected  in  this  direction  from  a  con 
ference  of  limited  membership  They  suggest  that  the  ques¬ 
tion  can  best  be  considered  at  a  gathering  of  wider  scope, 
and  confess  their  inability  to  make  practical  proposals  either 
as  to  the  number  of  aeroplanes  which  a  nation  may  have  for 
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military  use  or  their  form  of  build.  It  is,  however,  under-, 
stood  that  the  Sub-Committee  on  aviation  will  recommend 
in  their  report  that  there  be  no  limitation  to  the  construction 
of  aircraft,  but  that  there  shall  be  a  clear  definition  as  to 
their  use  in  war-time. 

British  Money  for  Helicopters 

On  dit  that  the  Air  Ministry  is  asking  the  sanction  of  the 
Treasury  for  the  offer  of  a  £50,000  prize  foi  a  design  of 
helicopter  which  will  reach  an  altitude  of  2,000  ft.  remain 
stationary  there  for  half  an  hour,  be  able  to  descend  with 
engine  stopped,  and  have  a  horizontal  speed  at  2,000  Jt.  of 
at  least  Go  ni.p.li.,  carrying  the  pilot  and  one  hour’s  fuel, 
ff  there  is  any  truth  in  the  rumour,  the  machine  is  presumably 
intended  for  military  purposes  as  its  value  to  commercial 
aviation  is  negligible.  In  any  case,  the  technical  science 
relating  to  helicopterism  is  so  vague  at  the  present  day  that 
the  taxpayer's  money  would  probably  be  quite  safe  for  a 
number  of  years. 
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A  Duration  Record  Broken. 

It  is  reported  from  Mineola.  that  Ed.  Stinson,  the  young 
American  'stunt"  pilot,  and  Lloyd  Borland  have  just 
--.i (Cl coded  m  remaining  in  continuous  flight  for  2O  Ins.  uj  min* 
if,  secs  nicy  were  living  an  all  metal  (?  J.  L.)  monoplane. 
,1"1  stalled  oil  Iron  Long  Island  on  Thursday  morning  last., 
1,1  1  s,im'  'Aoi  m  1  ,1<'  I 'leaking  down  of  the  oil  pump  brought 
tie  fight  to  a  close.  The  present  duration  record  was 
established  by  MM  Bossoutrnl.  and  Bernard,  with  j.i  he¬ 
rd  nuns.  7  secs. 

Controversy  over  Michelin  Cup 

Auouiun'i,  to  reports  from  Paris,  events  in  connection 
with  the  Michelin  (Tip  have  taken  an  unexpected  turn. 

I  he  performance  put  up  by  the  Italian  aviator  (  apt.  Martin- 
el  In  over  an  Italian  circuit  of  3.000  kins,  has,  the  report 
an  is  >een  disputed  by  the  French  Aero  Club  on  the  grounds 
that  Marti ru'tta,  they  allege,  failed  to  land  at  his  point,  of 
departure  after  terminating  the  flight.  There  is  also  some 
talk  ol  Marl  metti  having  changed  machines  in  the  course 
?*  hl^  "‘Sbt.  which  is,  of  course,  contrary  to  the  regulations, 
t  is  not  to  be  expected  that  the  Italian  Aero  Club  will  accept 
tins  decision  straight  away,  and  probably  some  lively  corre¬ 
spondence  will  follow  during  the  next  few  days  If  the 
reported  decision  of  the  French  Aero  Club  is  to  stand,  Poiree 
would  appear  to  be  the  holder  of  1  he  Cup  for  igsi,  his  per 
foimance  having  been  the  best  French  one  with  an  elapsed 
time  ol  37  hrs  23  mins.  In  the  meantime  French  aero 
nautical  journals  are  suggesting  that  the  regulations  should 
u  ^  vrurU  ami  the  competition  held  during  the  sumiriei 
months  so  as  to  avoid  the  danger  of  the  autumn  fogs 

Paris-Constantinople  Line  Initiated 

I  Hi:  t\vo  french  pilots,  MM  Deulliri  and  dr  Marmier 
have  just  completed  an  out  and  home  flight  between  Paris 
and  Constantinople,  by  way  of  blazing  the  trail  for  the 
icguhir  service  to  be  started  lator  on  Leaving  Paris  on 
October  n>  last,  they  covered  the  distance  of  1,770  miles 
between  the  two  capitals  in  17  hours’  actual  living  time, 
laying  made  long  halts  at  Strasbourg,  Prague, 'Budapest, 
•elgrade  and  Imkarest.  They  left  Constantinople  foi  home 
on  .November  7,  and  dc  Marmier  arrived  at  Lc  Bourget  on 
December  jy,  Ins  flying  time  being  18  hr.Z  DeuIIiu  stopped 
a.  Nancy  the  same  day.  It  is  proposed  to  inaugurate  a 
regular  service  shortly. 

Siam  and  Aviation 

Hiking  his  round-the-world  "  journeying  Lord  North 
(  dte  made  a  stay  at  Bangkok,  and  on  December  23  he  v  isited 
the  aerodrome  at  Don  Muamig.  where  Sir  Ross  Smith  alighted 
>  "ring  his  Australian  flight  in  [ < >  1  o .  The  limes  correspondent 
state-  that  Lord  Northcliffe  was  Surprised  to  hn.1  ihc  aii 
station  equal  to  most  of  those  in  Europe. 

Siam,  lie  slates,  has  25  landing-places  and  five  aerodromes. 
At  Don  Muaimg  there  are  1 15  'planes,  including  school 
machines,  and  a  staff  of  6^0  men. 

ft  looks  as  if  there  should  be  a  good  opening  for  British 
development  in  this  land  of  promise. 

No.  1  Aeroplane  Supply  Depot  Reunion  Dinner 

1  i  1  ]s  proposed  to  hold  a  Reunion  Dinner  of  Omens  of 
and  Cologne)1  Ac'Top,am'  SuPPJT  DeP6t  (Sfc.  Omer,  Marquise 

The  dinner  will  take  place  at  the  Hotel  Cecil  on  Saturday, 
January  28,  tgz2,  at  7  p.m. 

All  those  interested  are  asked  to  communicate  with  Cant 
I  J  Batgnian  at  "  Inglefield,"  Osborne  Road,  South  Fain 
borough,  Hants 

®  m  m  m 

PUBLICATIONS  RECEIVED 

Report  on  the  Health  of  the  Royal  Air  Force  fur  the  Year 
x.f2°-  r'  f1ir  Publication  875.  London  j  H.M.  Sta¬ 

tionery  Office.  Price  6s.  net. 

Tud  for  Motor  Transport.  Second  Memorandum  by  the 
Tyd  Research  Board.  London  ;  H.M.  Stationery  Office. 
Brice  off.  net. 

Converting  a  Business  into  a  Private  Company.  By  Herbert 
VV.  Jordan.  London:  Jordan  and  Sons,  Ltd..  116-117 
Chancery  Lane,  W.C.  Price  is.  net.  7 

A  Short  Course  in  Elementary  Meteorology .  By  VV  H  Pick 
B  Sc.  London  :  H  .M.  Stationery  Office.  Imperial  House! 
.vingsway,  W.C.  I  net?  rs.  6 d.  net. 

Report  No.  115  Bending  Moments.  Envelope,  and  Cable 
Stresses  m  Non- Rigid  Airships.  National  Advisory  Committee 
for  Aeronautics,  Navy  Building,  Washington,  D  C.,  U.S.A, 

Technical  Note  No.  68.  Vortices  and  the  Related  Principles 
°L Hydrodynamics.  By  A.  Betz.  National  Advisory  Com- 
US*?  f°r  Aeronauhcs-  Navy  Building.  Washington.  D  C, 


M 
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SIDE-WINDS 

A  most  informative  and  helpful  data  sheet  relating  to 
aluminium  sheet,  Sections,  bar,  strip,  wire  and  cable  has' just 
been  compiled  and  issued  by  the  British  Aluminium  Co., 
J  ld..  oj  log.  Queen  \  ictoria  Street,  London,  I  t  ’The -sheet 
gives  in  biblelorm  the  weight,  area,  etc.,  relating  to  ahimiliium 
m  these  various  forms,  and  should  be  very ’useful  in  the 
d cawing- Office.  V  copy  may  be  had  on  application  b,  the 
above  address 

Vi’itOPOS  of  the  favourable  coalmen  I  wliieh  has  been 
evoked  concerning  the  new  gas  starter  for  awn  eiigim  .  which 
the  Bristol  VcropUme  Co.,  Ltd.,  have  produced. 'they  desire 
US  to  draw  attention  to  the  considerable  amount  nt'esnei, 
RnS  rG1!!+v5lCicrr!  picviomsly  been  carried  oat  by  the 

'  •'  Establishment  on  gas  l«i  ttn  •'  1  , 

tile  K.AIv  oil  gas  starters  was  in  the  hands  ol  the  late  Mai  or 

"  1  1 11 1 " 1 1 ,  wett-touwn  authority  ou  ai .  , . 

,1:;  ,ll,e  to,,us  nmmory  for  tile  measure  of  development 
which  was  reached.  Whilst  the  Royal  Aircraft  F-dablimment 
\\Lii  1  LS]>oasibh  to  1  the  first  idea  of  the  power  :ras  .stutter 
and  for  its  early  development,  the  apparatus  the  Bristol 
uopl.me  (O.  Ltd.,  have  produced  m  a  result  of  ft.,  tin- 
tlnse  fetiKly  Ilf  the  requirements  winch  Mai  tors  h.nv  10  lidhl, 

.  nd  they  have  been  able  to  place  on  the  market  a  very 

h  wTn  x tailing  engine  to  men  n«  ed  which 

has  long  been  felt  by  the  aircraft  constructor  t  his  i>  ,mly 
nuuther  example  of  the  valuable  research  work  which  the 

<*"3^  111  immcPM 

-service  to  the  development  of  British  neron.inticid  equipment. 

^  gt 

ALRONAUITCAL  PATENT  SPECIFICATIONS 

AMmuutuMs:  ryl  -  cylinder  ;  LC,  -  internal  c-OTobusli  jn  ,,, 

tu.  mimb-.T:.  in  bracked  are  those  uodur  wktet.  tin:  .Sp* r iw .. n on ,  n  li 
U'--  pnoted  and  abridge],  etc. 

APPLIED  FOR  IN  1920 

(SMishtd  DrcfrtCer  rg,  irui 

( 1 >****'  0rmihDP,CT®  <»  brni  winged  .1v|nn  ?rorlii.i» 

^,5U.  T. 'W.W»«k A.  Dooley,  ww  e.ori 

SMtiU  (or  6Ui5JT Hts  (l/2,aSo.)  1 

«Vd“'s-  M?“^OWer  *en>pl»mss. 

■iS.iio.  r.  H.  Page  and  Hasocbv  Pact,  Lri).  Wiin:s  fnrsiti  •  Vi  -  ■ 
HMq  Sac  Akun.  !*>  ArKorr.A.vt-i,  d.  Vohil  Y C  l^-V  ,V  ' 

y  U^r-T  Cf'  K,NC,DOW>-  -nd  A  C.  ivTtiov. 

IS  -J-  VV  f  r  r  m,-*i  eating  directum  of  gruUnd  wind.  ,  -;e  w 
jo.ri/.  V.  A.  Acmoxacjo,  Air  sciewi.  (r>r,sjj.) 

,/umiarv  5,  1  an 

•  wa n  1  VirE  ANr  Rpnn,c*  CP-  f<a 1  loon*.  ( 1  ;  - ,  r ,  • 

A  V-Xf'  Muu-power  ueroplai.v  ( r?a  vto.1 
J  10di^Hp^rx)  ****'*  Umr*^  a",J  lJl- 

*'iu1lKTt?t,i»5i,fert0i  f01  ,uJ,Ci,,in?  . '  “-r'7Pr®"" 

If  you  require  anything  pertaining,  to  aviation,  study 
Flight's  Buyers'  Guide  and  Truiie  Directory, 
which  appears  in  our  advertisement  pages  each 
week  (see  pages  iii  and  xiv). 

NOTICE  TO  ADVERTISERS 
All  Advertisement  Copy  and  Blocks  must  be 
delivered  at  the  Offices  of  “Flight,”  36,  Great 
Queen  Street,  Kingsuay,  W.C.  2,  not  later  than 

1 *•  0  clock  on  Saturday  Ln  each  week  for  the  toll  my  ini* 
week’s  issue.  — 

FEIGN  T 

The  Aircraft  Engineer  tend  Airships 
JO.  GREAT  QUEEN  STREET.  KINDS  WAV.  W.C,  <2 
I  •  legfaphic  address  :  fruditur,  Westcpflt,  l.nndott 
Telephone  ;  Gerrard  1828. 

SUBSCRIPTION  RATES 

J  l  ir.iiT  "  will  be  forwarded,  post  free,  at  the  following  rates 
UstTl'D  KlXljIiOM  AbKOAlk 

s.  d.  s_  j 

3  Months,  Post  Free...  7  7  v  Months,  f'ovt  Free..  8  1 

6  T .  ,  ( 

.  T  **  -i  0  ,.  ,16  6 

Ar.  "  ’*  -*‘30  t  12  „  ,.,33  O 

these?  rates  are  subject  to  any  alteration  found  necessary 
uiidei  abnormal  conditions  and  to  increases  m  postage  rates, 

hurofean  subsniptvut,  must  hf,  untitled  in  hn;,  .h  current  y 
y  hr.tjues  and  Post  Office  Orders  should  be  made  payable  to  the 
Proprietors  of  'Flight,"  36.  (Treat.  Queen  Street,  Kingswav, 
ji'  and  crossed  London  County  and  Westminster  Ban  A 
otherwise  iu>  responsibility  will  be  accepted 
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(Continued  from  p.  \tv.J 


LUBRICATING  OILS 

Wskckld,C.C„  &  Co.,  Lid.,  Cheapside,  E.Ci.z. 
Central  iis6  (3  lines);  “  Cheery, *'  Cent.  London 


MACHINING- 

Amott  &  HarrUon,  Ltd.,  Hytbe  Road,  VVillcsden 
Junction.  Willesden  *397 

Monk  Engineering  Co.,  Ltd.,  Coventry. 

Coventry  807;  ‘‘  Assistance,"  Coventry 


HIACNETOS 

Britudi  T*hom»otl-Heu«on  Co.,  I-«d.,  Lower  Ford 
Street,  Coventry. 

Telephone  r/3  ;  “  Asteroidal,”  Coventry. 


METALS  Anti  f  riction,  - 

Hoyt  Metal  Co.,  Ltd.,  Deodar  Read,  Putney, 
S.W.  15.  Putney  rp> 


METAL  PARTS  AND  FITTINGS  - 

1  kTAti  Bro'-.  Lid..  Great  Eastera  Street,  London, 
,  E.C.o. 

I  Grohame- White Company,  Ltd.,  Hendon,  N.W.  o- 

Kingsbury  tie. 

8loodon  Office;  12.  Regent  Street,  Tall  Mall, 
8.W.  t.  Regent  3084. 

Monk  Engineering  Co.,  High  St.,  Coventry. 

Coventry  807  ;  “  Assistance,"  Coventiy. 
Rtibery,  Owen  A  Co.,  Darlaston. 

Darbcitoti  87 ;  “Roofs,"  r»;.rl*«4ot>. 


XANEOCS- 
Brilifth  Oxyger,  Co.,  Ltd.  t  Hydrogen  Uu}, 
Elver  ton  St.  Westminatar,  S.W.  t. 

Victoria  4706  (7  lines) ,  <1717  (*  lines). 


MODELS  - 

Jones,  A.  FI..  Ltd.,  }»,  High  St.,  New  Oxford  Sr., 
ft,  W.C.  1. 


IOTOR  CARS  AND  MOTOR  BICYCLES 

Anlo-Carrier*  (roir)  Ltd.,  tSi-rSr  Hereiil**  Rd., 
Weuminater  Bridge  Road.  I  ondon  S.K.  1. 


NIGHT  LANDING  UGHTS- 

AlPn-l  iveilidg*.  Ltd., amalgamated  with  Imperial 
light,  l4d.,  tt>6,  Victoria  St.,  S.W.  s. 

V  inotia  4155;  11  Acalsrator,  '  Sowett,  I.omloo. 


FURNITURE  AND  APPLIANCES 
■  Edison  S«an  Electric  Co.,  Ltd.,  The,  Ponders 
End,  Middlesex. 


PARACHUTES  - 

E.  R.  Catthrop's  Aerial  Patents,  Ltd.  (Eldon  St. 
Houm,  Eldon  St.,  E.C- a. 
l-ondon  Wall  1*66  67 ;  “  Savemalive,"  Ave, 
London. 


PETROL 

Anglo-American  Oil  Co.,  Ltd.  (Pratt's),  Queen 
Anne's  Gate,  S.W.  1. 

Shell  Me*  Ltd.  Victory  House,  Kingsway,  W.C.  r. 
Holborn  ? 30 )  - j  ,  '  Shelzioe,"  Westcent,  London. 


PHOSPHOR  BRONZE  AND  GUNMETAL- 

C'iff'..r«,  Charier,  &  Son.  Ltd.,  Fazeley  Street 
Mill*.,  Birmingham. 

Contra!  3634(4  liner)  ;  "Clifford,"  Birmingham 
Keeling,  A,  L>..  Lid.,  Caroline  Street. 
Birmingham’, 

Centra!  440  (3  lines) :  Nickel  "  Birmingham. 


PHOTOGRAPHIC  APPARATUS 

Kodak,  Ltd.  fWratieo  DiT.),  Kingsway,  W.C. ». 


PROPELLERS- 

Faleor  Airscrew  Co.,  1-3,  Cottenhaui  Road, 
Holloway,  N.  19-  Hornsey  jt’o  &  3472. 

Metal  Airscrew  Co.,  Ltd.,  Regent  Honte, 

Kingsway,  W.C.  3. 

Gerrard  5190;  "  PtLintnezs,1*  Phone, ‘London, 


RADIATOR  TUBING— 

Sansum.  v.  St  (  o..  F.agir.  Tube  Works,  Wolver. 
hampton 


RADUTORS  AND  RADIATOR  REPAIRS— 

Serck  Radiator*,  Ltd-,  .Warwick  Rond,  Greet, 
Birmingham. 

Victoria --  ?  1  (3  Itiirs) ;  "Nerleak,"  Birmingham. 


SCRAP  METALS 

Reefing,  A.  D.,  Ltd..  Caroline  St.,  Birmingham. 
Central  44a  (3  lines) ;  “Nickel."  Birmingham 


SHEET  METAL  WORK  STAMPINGS  AND 
PRESSINGS 

Rubery,  Owen  ■&  Co.,  Darlaston . 

Liariastoti  Sy,  "  Roofs,"  Darlaston. 


SPARKING  PLUGS- 

Lodge  Plugs,  Ltd.,  Rugby. 

Robinhood  Engineering  Works,  Ltd.,  The,  Putney 
VaJe,  S.W.  15.  Putney  3133,  asjt. 

"  Kaalgee,"  Phono,  London. 


SPRAYING  PLANT 

Aarograph  Co.,  Ltd.,  43,  Halbotn  Viaduct, 
E.C.  1. 

.  tHol“ort2  5°4!  •  "  Aerography,"  London. 
Midland  Fan  Co., Ltd.,  46,  Aston  Rd.,  Birmingham 
Central  3463  ;  “Blast,"  Birmingham 


TAPES  AND  WEBBING 

MacLennan,  John,  &  Co.  ,115,  Newgate  St..  E.C.  1. 

City  3115 ;  “  Vanduara,"  Cent.  London. 

TESTING 

Tait-Cox  &  J aines,c/o  S.  Heckstal] , Smith, F.R. Ae.S., 
4,  Golden  Square,  W.  Gerrard  348Q. 

TIMBER 

Owen,  Joseph,  St  Son,  Boro'  High  Street,  S.E. 

Hop  rib  1 ;  "  Bucfceron,  London. 


TUBES,  ALUMINIUM— 

British  ;Uuininium  Co,,  Ltd.,  The,  109,  Qumtn 
Victoria  St.,  London. 

City  9676  ;  “  Cryolite,"  Cent.lLoodoo. 


TYRES  AND  WHEELS— 

Palmer  Tyre,  Ltd.,  Shaftesbury  Avenue,  W.C.  *. 
Gerrard  zny  ;  "  Tyricurd,"  Westcent,  Loodoa. 


VARNISHES  AND  COLOURS- 

The  British  Email  Lite  Co.,  Ltd.,  Breotlield  Rood, 
Stonebridge  Park,  N.W,  10. 

Witlesden  2346  and  2347 ; 
Ridleypren," London. 
Naylor  Bros..  Ltd.,  Slough,  Buck*. 

Slopgh  k»8  ;  “  Naylor,*'  Slough. 


WELDINGS,  REPAIRS 

Barimar,  Lid.,  to,  Poland  St.,  London,  W.  x. 

Gerrard  8173;  “  Kariquamar,"  Reg.  Loodoa. 


WIND  SHIELDS— 

Auster,  Limited.  T37,  Long  Acre,  W.c.  z. 


WIRES  AND  CABLES  { Aeroplane*)- 

Bruntons,  Musselburgh. 

Baliivants,  Ltd.,  72,  Mark  Lane,  E.C.  3. 

Works:  Millwmll,  E.  t4. 

Clifford  St  Sons,  Ltd.,  Birmingham. 


-ZlUTO 


SUBSCRIPTION  FORM. 


8 

I 


To  eke  Puhhshers  — 

v  Jemma 

“  Yellow  Cover  ** 

GENTLEMEN ,  38,  Gt.  Queen  Street,  Kingsway. W.C.  2. 

Please  send  eht  “ A  u(o  ”  *  United  Kin, eedomj Abroad  pot!  free ,  for  one  year ,  for  which  /  enclose  Remittance  for  . . x. 

ine  subscription  to  commence  witk  the  issue  of. . . . . . . . . 

Name . . . . . . . . . .  Address . . 

'  '  *  •  *  •  *  *  •  *  *  •  ••••«.•***  «  *  •  •  •  •  r  e  •  *  a  *  a^r  »  •  aym  % •  i 

‘  Strike  out  which  uot  required. 

United  Kingdom, 


x.  d. 


SUBSCRIPTION 

RATES .  ^  Months,  Post  Fret  s  6 

6  ,,  7  o 

H y  T  4  0 


*  ,  Remittances  to  he  made  payable  to 

s,  d.  the  Proprietors  of  the  Auto,  36,  Gt. 
3  Months,  Post  Free  4  4  Queen  St,.  Kingsway,  W.C.  »,  and  crossed 

6  S  8  Condon  County  Westminster  and  Parr's 

...  T  ”  Tank  Limited,  otherwise  no  responsibility 

12  •*  l7  4  w ill  be  accepted. 


•  •  *  *  *•  •  •  •  •  MM  H  ••••••«••■••  . 


When  communicating  with  advertisers,  mention  of  “Flight”  will  ensure  special  attention. 
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1909  The  first  circular  mile  flown  in  Great  Britain  was  with  a  Green  Engine. 
1  909  to  1919  A  long  list  of  record  flights. 


1919  One  35  h.p.  Green-Avro-Baby  competed  and  won  the  Aerial  Derby  Handicap. 

Two  35  h.p.  Green- Avro-Babys  competed  with  14  other  Competitors  and 
won  1st  and  2nd  prizes  in  the  Aerial  Derby  Handicap. 


1920 

1920 


1921 


Green-Avro-Baby  flies  to  Rome  and  back,  including  a  non-stop  flight  from 
Croydon  to  Turin. 

Green-Avro-Baby  flies  from  Sydney  to  Bundaberg,  non-stop  flight,  nearly 
800  miles  in  9  hours. 


The  Pioneer  in  1909. 
Still  going  strong  in  1921. 


THE  GREEN  ENGINE  Co.,  Ltd., 
166,  Piccadilly,  W.  1. 


T  .  i  J  Gerrard  8165. 

Telephones  :  j  Richmond  ,293. 

Telegrams:  “  Airengine,  London. 


1 


This  type  of  machine  can  be  filled  with 
:  the  400  h.p.  “ Bristol ”  Jupiter  air- 
[  cooled  engine  the  lightest  proved  engine 
I  of  its  power  in  the  World  or  With  the 
i  450  h.p-  Nupter  “Lion  engine. 


'a  two  or  a  four-wheeled  a!co- elastic 
undercarriage  is  supplied  according  to 
requirements  li'rite  Us  for  further  parti¬ 
culars  of  this  and  other  “  Bristol  ”  types. 


•  HKli.illiU.ll 


TEN-SEATER  COMMERCIAL  BIPLANE. 

FILTON  -  BRISTOL 


THE  BRISTOL  AEROPLANE  Co  .  Ltd. 


_ 


— 


H.D. 


Printed  and  Published  by  the  Proprietors,  the  St.  Martin's  Publiahmp  Co.,  Ltd.,  36,  G,cai  Queen  Street,  London,  W.C.  a. 

Agems  for  the  Colonies :  Gordon  &  Gotch,  I.  i  dm  London,  Melbourne,  Sydney,  Brisbane,  Penh,  Launceston  (Tar  ),  Wellington  (N.Z.),  Dunedin  |N,if  ). 
Canada  132,  Bay  Street,  Toronto.  South  Africa-CENTRAL  News  Ar.inrv  T.r„ 
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Africa — Central  New*  A««ncv,  Ltd. 
Entered  at  the  New  York  Post  Office  as  second-class  matter. 


THE  ORI6INAL  NONtPOISONOUS 


See  Advert, 
inside  cover. 
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OFFICIAL  ORGAN  OF  THE  ROYAL  AERO  CLUB  OF  THL  UNITED  KINGDOM. 


'"No.  68 1.  (No.  2.  Vol.  XIV.)  SSE1** 
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JANUARY  is,  1922. 

Sixpence  Weekly. 

EM  AILLITE 

AEROPLANE  DOPING  SCHEME  “X,”  ALUMINIUM  FINISH 


AERIAL  DERBY  -  1921  —  MARS  I. 


THE  BRITISH  EMAILLITE  CO.,  LTD.,  Brentfield  Road,  Stonebridge  Park.  N.W.  10. 

'PI, TOC :  WILLESDEN  2546.7.  Wires:  RIDLEYPREN,  LONDON. 


RIGGING 


Post 

Free 


The  Erection  and  Trueing-up  of  Aeroplanes. 
By  F.  W.  Halliwell,  a.m.i.a.e. 

Flight  Office. 

36,  Gt.  Queen  St.,  Kingsway,  W.C.  2. 
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(A  Useful  Present.) 


It  is  a  remarkable  tribute  to  the 
efficiency  of  K.L.G.  Plugs  that  they 
should  have  been  used  in  the  engines  of 
every  machine  which  competed  in  the 
recent  Aerial  Derby. 
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AIRCRAFT  DISPOSAL  COMPANY,  LIMITED. 


legent  JHouse,  Kingsway,  London,  W.C.2. 

^flRUiiUVlt  auillli - ajtMRM 


O  ^  A 
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limited 


THE  WORLD  S  AIRCRAFT 


BRITISH  AIRCRAFT 

supplied  by 

THE  AIRCRAFT  DISPOSAL  Co.,  Lid. 


IN  THE  BRITISH  COLONIES 

AUSTRALIA  INDIA 

CANADA  SOUTH  AFRICA 

NEW  ZEALAND 

AND  FOLLOWING  COUNTRIES 


ARGENTINE 
BELGIUM 
BRAZIL 
CHILI 
CHINA 
DENMARK 
DUTCH  EAST 
INDIES 
ESTHONIA 
GREECE 
GUATEMALA 
HOLLAND 


HONDURAS 
JAPAN 
LITHUANIA 
NORWAY 
PERU 
POLAND 
PORTUGAL 
ROUMANIA 
SPAIN 
SWEDEN 
SWITZERLAND 
URUGUAY,  etc.,  etc. 
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»0  MACHINE  LEAVES  WAODOR  WORKS  UNTIL  IT  HAS  BEER  TESTE*. 
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Offers  Greatest  Resistance  to  Flame.  The  Most  Durable.  Non-Poisonous. 

MANUFACTURERS  and  SOLE  PROPRIETORS  : 

TIT ANINE,  LTD. 


Telegrams : 

Te  rra  free,  PrccY. 
London." 


Telephones; 
Gerrard  2312 


AND 

Regent  4728. 


(Contractors  to  HM.  Government), 

Heed  OOtee : 

Empire  House,  175,  Piccadilly,  London,  W.  1. 

Works:  HENDON  London)  and  NEW  YORK. 
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First  Aero  Weekly  in  the  World. 

Founder  and  Editor  :  STANLEY  SPOONER 
A  Journal  devoted  to  the  Interests,  Practice,  and  Progress  of  Aerial  Locomotion  and  Transport 
OFFICIAL  ORGAN  OF  THE  ROYAL  AERO  CLUB  OF  THE  UNITED  KINGDOM 


No.  681.  (No.  2,  Vol.  XIV.) 


January  12,  1922 


r  Weekly.  Price  6d. 
L  Post  free,  7<1. 


Flight, 

The  Aircraft  Engineer  and  Airship?; 

Edit, .rial  Office?:  3fi,  GREAT  QUEEN  STREET,  KINGSWAY,  W.C.  2 
Telegrams;  Truditur,  Wcstecnt,  London.  Telephone  :  Gerrard  1828 

AnnUl l  Subscription  Rates.  Post  Free  ; 

United  Kingdom  ..  30s.  nil.  Abroad  ..  33?,  ad  * 

Tbese  rates  are  subject  to  any  alteration  found  necessary  under  abnormal 
conditions  mid  to  increases  in  postage  rates 

*  European  subscriptions  mud  be  remitted  in  llntish  currency 

CONTENTS 


Editorial  Comment  cage 

A  Cartons  Attack  on  tbo  E.A.F.  ..  . .  ..  ..  ..  15 

An  K. A, F.  Rejoinder  ,,  ,,  . .  ..  . .  16 

And  Second  Thoughts  ..  ..  j8 

A i rcral t  Carriers  at  Washington  . .  18 

Mapping  from  tbc  Air  ..  ,,  ..  ..  18 

Ivoudnn-Paris  from  the  Air:  The  Frenc  h  Coast  ..  ..  ..  ..  ij 

Tha  Barohiirt  Twin  15 "  Wampus- Kat”  ..  ..  ..  . .  19 

The  W'iba nil  Night  Bomber  ..  ..  ..  ..  ..  si 

London-Continental  Services  .  . .  .  . .  22 

Notiarst  to  Airmen  ..  -.  ..  ..  .. 

The  liete-ruunation  of  Dcwnwasli.  Bv  Lieut  W.  S.  Diehl  . .  . .  2 1 

London  Terminal  Aerodrome  ..  ..  . .  ,,  ..  26 

Specialised  Aijcraft .  , .  .  zy 

Royal  Air  Force  ..  . .  ..  ..  29 

Royal  Ait  Force  Intelligence  ,,  . .  , ,  .,  eg 

London  Aero-Models  Association  ..  . .  ..  30 

Sidewinds  ..  ..  ..  1.  . .  1,  30 


DIARY  OF  FORTHCOMING  EVENTS 


Club  Secretaries  and  others  desirous  of  announcing  the  dates 
of  important  fixtures  are  invited  to  send  particulars  for 
inclusion  in  the  following  list: 

1922. 


Jan.  19  .... 

Feb.  2  .... 

Feb.  7  &  8 
Feb.  18  .... 

Mar.  2 . 

Mar.  26- 
April  2 
Mar.  30  .... 


Jaly  6-20 

Ang,  6  .... 
Sept. 

Sept . 


Lecture,  “Aeroplane  Installation/’  by  Brig.- 
Gen.  R.  K.  Bagnall-  Wild,  before  R.Ae.S. 
Lecture,  “Radiological  Research,”  by  Dr. 

V.  E.  Pullin,  before  R.Ae.S. 

Second  Air  Conference  at  Gnildball 
Lecture,  “  Methods  of  Instruction  in  Aeroplane 

Flying,”  by  Sq.-Leader  Portal,  before  R.Ae.S. 
Lecture,  “  Testing  Aircraft  to  Destruction,"  by 

W.  D.  Douglas,  before  R.Ae.S. 

Nice  Meeting 

Lecture,  “  The  Design  of  a  Commercial  Aero¬ 
plane,”  by  Capt.  de  Havilland,  before 
R.Ae.S. 

French  Gliding  Competition 
Gordon-Bennett  Balloon  Race,  Geneva 
Tyrrhenian  Cup,  Italy 
Italian  Grand  Prix 


EDITORIAL,  COMMIT 


NE  i;of  [the  most  [amazing  attacks 
which  has  ever  been  made  on  the 
organisation  of  the  Royal  Air  Force 
was  launched  in  the  Pall  Mall  Gazette 
on  January  5,  when  that  journal 
announced  in  glaring  head  lines  and 
“  shouted  ”  from  its  placards  that 
there  is  “  Chaos  in  the  Air  Force/’ 
that  the  “  Present  state  of  the  Force  is  a  National 
Peril."  and  that  “  The  aerial  Defence  of  the  Country 
is  a  Plaything  ot  the  r  Military  Dic- 

Attack°on  t^mrinp-’  ”  Those  who,  prompted  by 
the  R.A.F.  curiosity,  waded  through  the  mass  of 
allegations  most  of  which  were  alleged 
to  be  made  by  "  one  of  the  highest  authorities  "  or 
“  a  distinguished  officer/’  found  Captain  Guest  swept 
aside  as  little  more  than  a  political  chief,  Sir  Hugh 
Trenchard  described  as  the  “  Dictator  of  the  Air 
Force,"  the  internal  organisation  of  the  R.A.F. 
referred  to  as  thoroughly  unsatisfactory,  and  the 
whole  atmosphere  as  bad.  The  last  epithet  appears 
peculiarly  apt  in  relation  to  the  article  itself,  the 
atmosphere  of  which  is  so  bad  that  one  fails  to  grasp 
the  sequence  of  the  whole  thing. 

Most  of  the  statements  made  are  gross  exaggera¬ 
tions,  others  are  pure  mis-statements  of  fact,  while 
others  again  are  merely  ludicrous.  The  general 
impression  left  after  reading  the  effusion  is  that  it 
is  partly  due  to  some  disgruntled  R.A.F.  or  ex-R.A.F. 
officer  (and  not  such  a  very  “  distinguished  ”  one 
either,  we  imagine),  and  partly  to  some  string  (or 
leg  ?)  pulling  by  someone  at  the  Admiralty. 

It  has  long  been  known  that  forces  are  incessantly 
at  work  at  the  Admiralty  with  the  object  of  over¬ 
throwing  the  single  Air  Force,  and  re-instating  a 
separate  Naval  Air  Service.  We  have  repeated  so 
insistently  for  years  the  fallacy  of  that  policy  that 
there  is  no  need  to  enter  into  the  pros  and  cons, 
again  nowr.  These  efforts  are  merely  the  manifesta¬ 
tions  of  the  nervousness  of  an  obsolescent  Service 
which  sees  its  existence  threatened. 

To  deal  but  briefly  with  some  of  the  statements 
made  :  With  regard  to  the  personal  criticisms  of 
Sir  Hugh  Trenchard,  little  neod  be  said.  The 
loyalty  of  the  Royal  Air  Force  is  not  likely  to  be 
shaken  by  such,  attacks.  Sir  Hugh  is  too  well  known 
and  (but  for  those  inefficients  who  have  found  him  a 
strict  chief)  well  liked  to  be  affected  by  remarks 


which  obviously  come  from  sonic  one  with  a  supposed 
grievance.  As  to  the  41  Military  Dictatorship,"  Sir 
Hugh  Trenchard  is,  admittedly,  an  old  Army  officer, 
but  has  he  ever  let  his  better  acquaintance  with 
the  Army  override  the  claims  of  the  Navy  ?  Frankly, 
we  think  uot .  If  proof  were  needed  it  may  be  adduced 
from  a  list  of  ex-naval  officers  who  hold  important 
posts  iii  the  R.A.F.,  compiled  by  Major  Blake  and 
published  in  the  P.M.G.  of  January  6.  It  is  sufficient, 
without  going  into  details  as  to  the  posts  held, 
to  mention  the  names :  Air-Commodore  Steele, 
Commodore  Briggs,  Air-Commodore  Lambe,  Air- 
Commodore  Swann,  Air  Vice-Marshal  Vyvyan,  Air 
Commodore  Scarlett,  Group  Captain  Clarke  Hall, 
Air-ConVnodore  Masterman,  Air-Commodore  Samson 
and  Wing-Commander  Cave-Brown-Cave.  All  of 
these  officers,  with  naval  records,  hold  important 
and  responsible  positions.  Is  that  an  indication  of 
Military  dominance  ?  Moreover,  it  may  as  well  be 
stated  for  the.  benefit  of  those  who  are  not  aware  of 
the  fact,  that  while  the  squadrons  working  with  the 
Army  have  had  to  use  war  types  of  machines,  the 
Navy  has  had  up-to-date  machines,  designed  and 
built  since  the  Armistice.  Does  that  indicate  that 
the  water-tight  compartment  Navy  is  being  treated 
as  a  Cinderella  as  regards  materiel  ?  The  whole  truth 
of  the  matter  is  that  the  Admiralty  lias  practically 
and  persistently  refused  co-operation  with  the  R.A.F ., 
generally  on  the  flimsiest  of  grounds,  as,  by  way  of 
instance,  that  the  officers  could  not  be  spared  (for 
training)  so  long  away  from  the  sea. 

As  regards  the  allegations  of  lack  of  organisation  : 
When  the  end  of  the  War  brought  about  an  enormous 
reduction  in  the  Army  and  Navy  as  well  as  in  the 
R.A.F.,  an  entirely  new  organisation  had  to  be 
planned.  It  is  inevitable  that  in  the  consequent 
upheaval  mistakes  might  be  made.  Were  none  made 
by  the  Army,  or  even  by  the  infallible  Navy  ? 
There  was  this  difference,  however,  that  in  the  Navy 
there  were  centuries  of  experience  and  precedent  to 
draw  upon.  Sir  Hugh  Trenchard  was  faced  with 
the  enormous  difficulty  of  having  to  create,  where 
the  wiseacres  at  the  Admiralty  had  merely  to  sec 
what  their  predecessors  did  in  the  past  under  similar 
circumstances  and  carry  on  for  another  few  decades 
as  before.  As  we  have  said  already,  mistakes  may 
have  been  made  in  the  initial  stages  of  R.A.F. 
organisation,  but  taking  it  as  a  whole  we  think  there 
has  not  been  much  with  which  to  be  dissatisfied. 
Upon  occasion,  we  have  in  a  friendly  spirit  crossed 
swords  with  Sir  Hugh  Trenchard,  and  shall  no  doubt 
do  so  again  when  necessity  arises,  but  the  indiscrimi¬ 
nate  allegations  in  the  Pall  Mall  Gazette  are  upon 
a  totally  different  plane,  are  an  outrageous  travesty 
of  the  facts  and  not  worthy  the  reputation  of  a 
newspaper  with  so  great  a  past. 

Major  Blake,  in  his  communication  against  the 
attack,  makes  several  excellent  points,  such  as,  for 
instance,  with  regard  to  the  allegation  that  the  esprit 
de  corps  of  the  R.A.F.  has  almost  disappeared.  He 
says  :  “  A  ‘  Distinguished  Officer  ’  who  deplores  the 
lack  of  esprit  de  corps  and  then  attacks  the  service 
to  which  he  belongs  is  certainly  not  competent  to 
criticise." 

Some  of  the  statements  made  are  merely  ludicrous. 
For  instance,  “  At  all  times  the  influence  of  inefficient 
officers  is  bad."  Precisely.  This  lias  upon  occasion 
been  found  to  be  so,  even  in  the  Navy.  And  it  was 
realised  by  the  R.A.F.  when  the  time  came  for 
reductions.  Hence  they  were  allowed  to  leave 


January  12.  1922 

the  R.A.F.  and  to  become  "distinguished  officers” 
lamenting  the  lack  of  esprit  de  corps,  and  the  lack 
of  appreciation  in  a  chief  who  simply  would  not  set; 
what  excellent  fellows  they  were.  "  Many  accidents 
have  been  due  to  ignorance."  There,  is  a  volume  of 
deep  thought  behind  that  statement  When  the 
bows  of  a  destroyer  cave  in  because  the.  ship  is 
too  hard  pressed,  it  is  not  due  to  the  ignorance  of 
the  designer  in  failing  to  get  his  stresses  right. 
Surely  not.  It  cannot  be  ignorance,  because  the 
designer  was  an  Admiralty  man,  and  therefore 
omniscient.  Ami  so  the  supposed  "  chaps  ’’  meanders 
on  until  it  arouses  doubt  even  in  the  uninformed  by 
its  very  absurdities. 

In  the  same  issue  of  the  P.M.G.,  Rear-Admiral 
Sir  W.  R.  Hall  makes  a  plea  for  single  control  of 
the  Navy  and  its  air  arm.  On  the  whole,  the  claims 
of  the  gallant  Admiral  are  moderately  stated,  and 
at  any  rate  they  arc  straightforward  and  holiest. 
That  they  come  from  a  retired  officer  of  a  service 
which  promises  to  become  in  time  obsolete  amply 
explains  the  views  expressed.  One  may  take  it  that 
the  gallant  Admiral  has  not  had  the  opportunity  of 
obtaining  a  very  intimate  knowledge  of  the  "  air 
arm,''  and  hence  he  cannot  he  expected  to  see  the 
matter  other  than  from  the  restricted  and  purely 
Naval  point  of  view.  His  statement,  that  "  the 
present  scheme  does  not  work  "  (with  the  Navy)  is 
already  answered  bv  the  fact  that  its  alleged  failure 
to  work  is  entirely  due  to  the  hostility  of  the 
Admiralty  and  its  refusal  to  give  it  a  chance  to  prove 
that  it  will  work.  He  contends  that  it  will  be  a 
long  time  before  aircraft  will  be  in  a  position  to 
keep  the  seas  without  the  assistance  of  tin  Navy. 
Perhaps,  and  perhaps  not.  But  on  the  other  hand 
it  will  certainly  not  be  long,  if  not  already  here, 
before  the  Navy  will  be  totally  unable  to  keep  the 
seas  without  the  assistance  of  the  "Air  Arm.” 

The  article  in  the  P.M.G .  has  drawn 

MV  from  Sir  Cecil  Lambert,  Director  of 
J°  cr  Personnel,  R.A.F.,  an  extremely  able 
defence,  during  which  Sir  Cecil  refers  to  a  few  only 
of  the  things  accomplished  by  the  R  A  F.  since  the 
Armistice,  Sir  Cecil,  rt  will  be  remembered,  was  Fourth 
Sea  Lord  in  1913,  and  as  such  was  responsible  for 
drawing  up  the  organisation  which  was  adopted 
for  the  R.N.A.S.  As  he  says,  "  the  Navy  as  a  whole 
tlid  not  take  kindly  to  the  Air  Force  at  its  inception, 
anti  even  after  war  broke  out  rather  despised  than 
encouraged  it.  Finally,  in  1917,  the  then  Board  of 
Admiralty  threw  the  whole  thing  overboard,  and  in 
the  spring  of  the  following  year  the  separate  Air  Force 
came  into  being,  and  supremacy  in  the  air  was  at  last 
attained."  The  italics  are  ours,  and  comment  is, 
we  think,  superfluous.  There  we  have,  in  a  nutshell, 
the  whole  story  of  the  Navy’s  attitude  from  the 
commencement,  and  incidentally  proof  of  the  fallacy 
of  letting  the  Navy  again  run  its  own  air  service. 

Sir  Cecil  says,  with  regard  to  the  alleged  failure 
of  the  "  Naval  partnership  "  or  co-operation  between 
the  Navy  and  the  R.A.F.  :  "  There  are  practically 
no  Naval  officers  with  any  knowledge  of  airmanship, 
but  this  is  in  no  way  the  fault  of  the  Air  Ministry. 
The  Admiralty  were  asked  to  lend  or  have  a  quota 
of  officers  seconded  each  year  for  four  years’  training 
in  aviation.  The  otter  was  refused  on  the  inadequate 
ground  that  naval  officers  could  not  be  spared  so 
long  away  from  the  sea  ;  on  the  other  hand,  arrange¬ 
ments  have  been  made  for  ensuring  that  Air  Force 
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personnel  shall  remain  with  the  units  employee! 
in  co-operation  with  the  Navv  for  a  period  of  four 
years,  and  thus  efficiency  is  secured,'1  At  whose 
dooi  must  the  failure  of  the  partnership  be  laid  .J 
Certainly  not  at  that  of  the  Air  Ministry 


After  its  hist  violent  attack  on  the 
Ami  organisation  of  the  K.A.F.,  the  Pall 
Thoughts  MaU  Gazelle  effects  a.  complete.,  and 
not  verv graceful,  voile- face,  it  proceeds 
to  complain  of  the  neglect  of  the  flying  services,  refers 
to  them  as  “  our  first  line  of  defence/'  and  sounds, 
iu  an  article,  bv  l  ieut-Col.  C.  R.  Finch  Noyes,  D.S.O., 
late  R.A.  a  warning  note  on  the  danger  of  neglecting 
the  R  A  F.  While  we  are  spending  approximately 
fjz  per  head  per  annum  of  the  total  population  on 
the  Army  and  £2  on  the  Navy,  we.  are  spending 
8s.  5 d.  only  on  the  Air  Force.  It  is  refreshing  to 
fmd  Col.  Noyes  filling  the  breach  to  enable  the  P.M .G. 
to  set  itself  right  again,  but  certainly  nobody  could 
adduce,  from  the  first  article,  that  this  was  what 
the  P.M.G.  was  driving  at.  If  we  have  misread 
the  original  article,  then  it.  is  evident  the  methods 
adopted  by  the  P.M.G.  to  plead  for  the  future  of 
the  Air  Force  were  most  chaotically  conceived. 
There  was  a  great  chance  to  help  a  great  national 
cause  which,  by  bad  handling,  ignominiously  failed. 
The  sincerity  of  its  later-dav  apologies  is  not  very 
satisfying. 

Aircraft  j  t  is  ;t  matter  for  the  greatest  satisfac- 
Carriers  tion  he  able  to  record  that  the 
Washington  agreement  reached  at  Washington  in 
the  matter  of  aggregate  tonnage  allow¬ 
ances  for  aircraft  carriers  is  materially  different  from 
Mr.  Hughes’  original  proposals.  These  were,  it 
may  be  remembered,  that  the  United  States  and 
this  country  should  each  be  allowed  aircraft  carriers 
aggregating  80,000  tons,  while  Japan  was  to  be 
allowed  48,000  tons.  The  clause  about  replacements, 
however,  placed  this  country  in  a  very  unfavourable 
position,  as  we  already  have  approximately  the 
prescribed  tonnage,  while  the  U.S.  and  Japan  have 
nowhere  near  that  to  which  the  proposal  would 
entitle  them.  Consequently,  while  the  U.S.  and  Japan 
would  have  been  free  to  construct  up  to  the  limit  of 
their  allowance,  we  should  have  had  to  stand  by  and 
watch  them  benefitting  from  our  past  experience, 
while  we  were  unable  to  make  progress  under  the 
hampering  clause.  As  actually  reached,  the  agree 
ment  is  not  only  much  fairer  to  us,  but  the  aggregate 
tonnage  has,  for  all  three  countries,  been  nearly 
doubled.  This  is  all  to  the  good,  since  the  problems 
relating  to  aircraft  carriers  are  so  novel  that  to 
limit  the  tonnage  to  80,000  tons  would  mean 
seriously  hampering  development. 

Under  the  new  agreement,  however.  Great  Britain 
and  the  United  States  are  each  to  be  allowed  an 
aggregate  tonnage  of  135,000  tons,  and  Japan 
81,000  tons.  Also,  the  aircraft  carriers  have  been 
exempted  from  the  restriction  of  the  ten  years’ 
holiday  and  replacement  conditions  applying  to  other 
types  of  ships.  It  therefore  seems  as  if  each  of 
the  Powers  is  practically  free  to  construct  modern 
aircraft  carriers  up  to  the  limit  of  their  allowances. 
The  only  point  on  which  it  appears  that  any  con¬ 
troversy  can  arise  is  the  interpretation  of  the  term 
<l  obsolete  experimental  tonnage,”  which,  according 


to  the  agreement,  may  be  replaced.  !  he  development 
is  so  rapid  that  an  aircraft  carrier  is  really  always 
experimental,  and  it  is  almost  obsolete  before  it  is 
completed  In  this  country  all  the  aircraft  carriers, 
with  the  exception  of  the  *'  Hermes,’'  which  is  still 
building,  have  been  converted  into  aircraft  carriers 
from  cruisers,  liners,  and  battleships.  Apart  from 
the  “  Hermes/’  which  is  quite  a  small  ship  (11,000  tons), 
and  well  below  the  maximum  of  27.000  tons  for 
individual  carriers,  the  majority  of  the.  others  are 
certainly  to  be  considered  as  obsolete  experimental, 
with  possibly  one  or  two  exceptions.  I  he  amount, 
of  new  tonnage  to  which  (his  country  would  be 
entitled  will  therefore  be  considerable,  while  the  other 
countries,  starting  practically  from  rock  bottom, 
wall  have  available  foi  new  construction  almost  their 
whole  allowed  tonnage. 

From  the  point  of  view  of  national  policy,  this  is 
highly  satisfactory,  showing  as  it  does  that  an 
increasing  importance  is  being  attached  to  the  use 
of  aircraft  in  co-operation  with  the  Navy,  while  as 
regards  the  aircraft  industry,  with  which  we  are 
directly  concerned,  the  building  of  aircraft  carriers 
necessarily  means  also  the  building  oi  aircraft, 
and  hence  one  more  step  towards  that  aerial  pre¬ 
paredness  which  will  in  the  future  bo  our  best 
guarantee  of  peace. 


Apropos  recent  discussions  relating  to 
Mapping  surveying  from  tile  air,  Professor  Mel 
r°Air  U  vill  Jones  has  a  long  letter  in  The  Times 
detailing  certain  difficulties  which  have 
been  encountered  in  securing  accurate  data  lrom 
aerial  photographs.  In  particular,  he  draws  attention 
to  the  inaccuracies  consequent  upon  different  angular 
positions  of  the  camera  when  the  photographs  are 
taken.  Experience  has  shown,  he  says,  that  the 
required  order  of  accuracy  is  not  generally  attainable 
when  the  aeroplanes  are  flown,  by  pilots  who  have 
not  been  specially  selected  or  trained  for  the  work. 
It  is  true  that  even  when  large  unknown  tilts  occur 
it  is  possible  to  calculate  these  tilts  accurately  by 
a  method  known  as  resection — that  is,  to  calculate 
the  tilts  from  the  position  of  the  plates  of  known 
ground  marks  that  have  been  accurately  surveyed 
independently.  This  method  is  being  developed,  but 
it  is  thought  that  it  will  involve  the  fixing  of  too 
many  points  by  independent  ground  surveying,  and 
that  it  requires  too  much  office  work  to  be  commer¬ 
cially  successful  except  in  special  cases* 

All  of  which  sounds  not  especially  hopeful  for 
the  future  of  surveying  from  the  air.  Commander 
Booth  by,  however,  scores  a  distinct  point  in  another 
letter  to  The  l  imes,  in  which  he  says  that  if  Professor 
Jones  could  persuade  the  Air  Ministry  to  allow  him 
to  repeat  his  experiments,  using  an  airship,  his 
difficulties  would  be  easily  overcome.  An  airship, 
he  points  out,  can  place  herself  vertically  over  any 
desired  position  and  stay  there.  The  work  of  the 
observer  with  the  camera  is  thus  rendered  more 
simple  than  when  he  is  hurtled  over  the  spot  at 
80  miles  an  hour  in  an  aeroplane,  even  when  in 
charge  of  a  specially  selected  pilot.  Commander 
Boothby  concludes :  "  Thanks  to  the  Air  Ministry 
policy,  all  our  airships  arc  now  rotting  in  their  sheds, 
but  I  have  no  doubt  that  the  Germans  will  be  pleased 
to  assist  Professor  Melvill  Jones  in  the  very  near 
future,  if  no  British  airship  can  be  provided.”  Bitter, 
but  nevertheless  too  true. 
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THE  BARNHART  TWIN 


15  “WAMPUS-KAT” 


Kven  if  the  aviation  industry  is  in  a  bad  way  out  in  the 
"  Slates/'  as  their  reports  have  it  to  be,  they  have  one  advan 
tage  over  our  own  state  of  affairs,  and  that  is,  there  appear-  to 
be  plenty  of  firms  in  a  position  to  turn  out  new  and  experi¬ 
mental  machines  of  various  types,  both  for  Government  and 
commercial  purposes  Within  the  past  lew  months  we  havt 
seen  particulars  of  or  references  to  about  a  dozen  different 
new  American  machines  of  more  or  less  original  design. 

( >ne  of  the  latest  ol 
these  is  the  Barnhart 
Twin  15,  "  Wainpus- 
Kat,"  a  medium 
sized,  moderate- 
powered  twin-en¬ 
gined  commercial  bi¬ 
plane,  a  product  of 
the  C.  R.  Little  Air¬ 
craft  Works,  of 
Pasadena,  California 
The  design  of  the 
"  Wampus- Kat  ”  is 
the  result  of  some 
months'  study  and 
planning  on  the  part 
of  G.  E.  Barnhart, 
with  the  financial 
assistance  of  C.  R. 

Little,  a  retired 
business  -  man  and 
aviation  enthusiast, 

The  main  planes  are 
of  equal  span  and 
chord,  without  stag¬ 
ger  or  sweep  back, 
and  arc  ol  the  fold¬ 
ing  type.  The  fold¬ 
ing  operation  takes 
very  little  time,  and 
is  accomplished  by 
releasing  four  lock 
pins  and  four  master 
pius.  Dummy  or 
auxiliary  struts  arc 
provided  which  pro¬ 
perly  space  the,  upper 
and  lower  planes  in 
relation  to  their 
fittings.  There  are 
also  provided  spacer 
bars,  which  tie  the 
wings,  when  folded, 
to  the  fuselage  at  the 
rear  outer  struts. 

During  the  tests 
.the  machine,  with  the 
wings  folded,  was 
towed  over  very*  rough  ground  at  30  m.p.h..  and  there  was  no 
shake  to  the  wings,  nor  was  any  alignment  or  tightening  of 
wires  required.  It  was  also  towed  through  streets  and  traffic 
with  the  wings  folded  back,  and  after  arriving  at  the  flying 


field,  the  machine  only  required  a  matter  of  minutes  to  make 
ready  for  flight.  The  hinge  on  which  the  wings  turn  is  a 
universal  joint,  so  that  there  is  little  likelihood  of  it  being 
overloaded  due  to  any  angularity  of  the  wings  or  deflection  of 
the  spars.  With  the  wings  folded  the  engines  axe  exceptionally 

accessible.  .  a 

There  arc  seven  wing  panels  ;  a  top  centre  section  extending 
Irorn  purl  to  starboard  engine  mountings  ;  two  lower  centre 

sections  running  from 
fuselage  to  engine 
mountings  5  and  the 
four  upper  and  lower 
outer  panels,  which 
are  of  the  same,  shape 
and  size.  The  wing 
section  employed  is 
R-A.F.  6A.  The 
struts  form  a  three- 
bay  system  with  lift 
wires  double  and 
landing  wires  single  j 
between  the  fuselage 
and  engines  all  wires 
are  duplicated.  The 
main  spars  are  of 
hollow  box  girder 
construction,  with 
block  external  and 
internal  strut  points. 
These  blocks  axe  all 
properly  tapered  so 
as  to  allow  the  bend¬ 
ing  stress  being 
brought  in  gradually 
to  the  strut  points. 
The  ribs  have  spruce 
webs  with  lightening 
holes  and  reinforce¬ 
ment  for  horizontal 
shear.  The.  attach¬ 
ment  to  the  spar  is 
by  U  shear  blocks, 
which  relieve  the 
cap  strips  of  vertical 
shear  load.  Cap 
strips  are  of  spruce 
with  a  groove  for  the 
ribs.  All  internal 
and  external  fittings 
are  mild  steel,  of 
clean  cut  simple  de¬ 
sign  for  case  of  pro¬ 
duction.  The  wmgs 
are  internally  braced 
with  double  steel 
wires  and  ad j  ustable 
turn  buckles.  All  external  strut  fitting  bolts  straddle  the 
spar,  and  are  prevented  from  sliding  by  special  blocks  and 
bolts  through  the  neutral  axis  of  the  spar,  winch  gives  the 
fittings  a  permanent  tie.  Where  the  wings  join  the  fuselage. 


*  1.  — . 


THK  BARNHART  TWIN  15  “WAMPUS-KAT.”  Side  view  (top) 
and  three-quarter  front  view  from  above. 


THE  BARNHART  TWIN  15  “  WAMPUS-KAT.” 


Three-quarter  rear  view. 
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or  each  other,  there  are  pin  joints  parallel  to 
the  neutral  axis  of  the  spars,  The  covering 
is  grade  A  linen,  sewn  on  to  the  ribs,  and 
given  six  coats  of  dope  and  three  coats  of 
Cosmolac.  varnish.  Ailerons  are  hinged  to 
both  upper  and  lower  planes. 

The  fuselage  is  of  rectangular  section,  and 
is  well  stream-lined.  In  its  design  an  effort 
has  been  made  to  maintain  consistent  and 
uniform  strength  throughout,  and  special 
attention  has  been  paid  to  the  ease  and 
quickness  of  effecting  repairs.  It  is  built 
up  of  four  ash  longerons,  with  spruce 
struts  for  transverse  and  vertical  members, 
the  whole  structure  being  trussed  with  steel 
wire  and  adjustable  turnbuekles.  The  floor 
and  dome  of  the  pilot's  and  passengers' 
cabin  is  of  mahogany  three-ply  wood  with 
natural  finish.  Accommodation  for  four 
persons  is  provided  for  in  the  passengers' 
cabin,  the  seats  being  readily  removable, 
which  enables  the  number  of  passengers  or 
goods  to  lie  carried  to  be  arrauged  as 
desired.  Ventilation  doors  are  provided  in 
the  dome  of  the  cabin  in  addition  to  a 
large  emergency  door,  Two  side  windows 
are  provided  for  each  passenger,  and  in  the 
floor  ahead  of  the  passengers  is  a  large 
negative  observation  lens  through  which  all 
the  passengers  may  view  the  ground.  Ample 
room  is  provided  as  the  floor  space  is 
6  ft.  by  3  ft.  8  ins.,  and  at  the  rear  of  the 
seats  is  a  space  for  luggage,  The  pilot's 
cabin  is  in  the  nose,  forward  of  the  pas¬ 
sengers.  For  vision  the  pilot  has  three  side 
windows,  and  one  in  the  floor,  whilst,  in 
addition,  he  can  see  above  him  through  the 
opening  in  the  dome.  Entrance  to  the 
cabins  is  through  the  floor  in  the  nose  of 
the  fuselage..  All  control  wires  and  attach¬ 
ments  are  protected  against  the  catching 
of  clothing  or  jambing  by  passengers  or 
goods.  The  outside  of  the  entire  fuselage 
except  the  cabin  dome. is  fabric  covered  ;  the 
fabric  is  laced  on  to  the  longerons  and  struts  on 
the  fuselage,  bottom  and  sides,  the.  top  being 
turtle  deck.  The  fuselage  is  large 


JFSa 


O 


THE  BARNHART  TWIN  15  “  WAMPUS- KAT. * ’  Two  views 
the  machine  with  the  wings  folded  for  transport. 


of 


three  sides  of 
a  detachable 

mi  J  enough 

work  inside  making  any  adjustment,  and  with  the  laced 
fabric  and  breaker  strips  he  can  open  any  portion  that 
might  require  repairs. 

Special  "  Dep  "  control  is  employed  for  elevators,  ailerons 
and  rudders,  and  the  engine  controls — duplex  throttle  spark 
retard,  and  switches — are  within  easy  reach  of  the  pilot.  All 
instruments — one  for  each  engine  of  the  following  :  tacho- 
meter.  oil  pressure  gauge  and  thermometer — arc  mounted  in 
full  view  of  the  pilot. 

The  landing  gear  is  of  the  four-wheel  type,  and  is  excep¬ 
tionally  strong.  Two  wheels  arc  mounted  below  the  fuselage, 
and  one  under  each  of  the  engines,  the  inner  and  outer  wheels 
being  connected  by  a  tubular  steel  axle.  The  construction  is 
of  wood  and  steel.  Each  wheel  is  carried  by  a  U  of  nine 
lamination  ash,  2 $.  by  2  ins.,  streamlined  with  a  hollow  spruce 
fairing.  The  entire  strut  assembly  is  wrapped  with  linen 
treated  with  dope  and  natural  varnished  surface.  Steel  spools 
with  side  thrust  and  ground  friction  arms  are  used  on  which 
to  wrap  the  rubber  absorber  cord,  and  guard  or  check  cables 
allow  the  latter  to  absorb  up  to  six  times  the  weight  of  the 
machine.  Any  additional  load  in  landing  is  transmitted 
direct  to  the  struts  through  the  cables.  The  front  members 
of  the  inner  and  outer  U’s  are  connected  by  tubular  steel  tie- 
rods,  and  braced  by  double  steel  cable,  the  rear  members 
being  braced  with  single  cables. 

The  engines — which  are,  we  believe,  90  h.p.  Curtiss  eight- 
cylinder  V-type — are  mounted  on  steel  tubing  beds  with  wood 
vibration  breakers  and  with  V-type  bracing  having  all  ends 
pin  jointed.  By  removing  six  main  pins,  the  cowling, 
radiator  and  engine  may  be  withdrawn  as  a  complete  unit — 
an  important  feature  in  connection  with  commercial  air 
services.  The  main  engine  bolts  do  not  pierce  the  tubing  bed, 
being  rings  with  studs,  The  radiator  is  supported  by  a  felt 
pad,  and  is  tied  from  the  top  to  prevent  fore  and  aft  move¬ 
ment.  As  a  safeguard  against  fire  all  structural  members  are 
of  steel  with  the  exception  of  the  wood  vibration  strip.  The 
entire  cowling  is  of  aluminium,  and  is  in  five  detachable 
sections.  It  is  possible  to  work  around  any  particular  part 
of  the  engine  with  ease,  and  without  removing  any  but  the 
one  section  of  the  cowling.  These  sections  have  the  hinge 


joint  type  connections,  which  will  take  up  all  wear  arid  not 
allow  the  cowl  to  became  loosened. 

In  order  to  minimise  the  danger  arising  from  lire  the 
main  petrol  tank  is  carried  below'  the  fuselage.  From  the  main 
tank  the  petrol  is  delivered  to  two  centrifugal  rmmps.  which 
force  it  under  pressure  to  a  main  control  box  in  the  fusfiagt, 
thence  to  the  desired  engine  gravity  tank.  By  means  of  1  his 
control  box  petrol  may  be  delivered  at  any  »tsu  re  or  l>v 
gravity.  The  petrol  system  for  each  engine  1  enlrttfly 
separate.  For  long  distance  flights  extra  petrol  can  be  slotcd 
in  the  fuselage  in  5-galIou  cans,  and  poured  into  ti  e  main  tank 
through  the  filler  whilst  in  the  air  ;  in  ordinary  filling.  ]■'  ire! 
is  poured  into  the  tank  from  outside  the  fuselage  All  pr¬ 
ime  connections  are  of  the  olive  and  special  fabric- firm! 
moulded  rubber  hose. 

After  the  trials  of  the  "  Wampus- Eat,”  G  G.  Budwig,  ihe 
test  pilot,  gave  the  following  report  on  its  general  performance. 
The  machine  is  very  easy  to  fly,  take  off  and  land  It  flies 
naturally,  and  is  very  stable,  lint  little  control  is  necessary 
at  any  time,  even  in  rough  air,  and  it  makes  natural  turns 
to  either  right  or  left,  and  makes  them,  equally  well  flyiug  level 
or  in  a  climb.  When  stalled  the  ship  recovers  quickly,  and 
settles  slowly  with  no  tendency  to  spin  or  tall  violently.  The 
horizontal  balance  is  the  same  whether  loaded  or  empty, 
flying  level  or  gliding ;  the  addition  of  load  does  not  apparently 
change  her  climb  to  any  great  extent.  Ihe  glide  is  good,  and 
she  keeps  her  speed  at  a  small  angle.  The  general  controlla¬ 
bility  under  all  conditions  is  excellent.  When  one  motor 
stops  or  is  shut  off  abruptly,  the  machine  turns  toward  the 
dead  motor  very  slowly,  and  there  is  ample  time  to  stop  all 
turn  with  thejrudder 

It  flies  Icyel  on  one  motor  at  2,400  ft.  with  90  gals,  of  fuel 
and  one  passenger,  at.  1,500  ft.  with  same  fuel  load  and  two 
passengers.  (This  with  the  engine  revs,  at  1,300,  about  100 
under  normal,  due  apparently  to  unsuitable  airscrews.) 

The  principal  characteristics  of  the  *’  Wampus -Kat  *'  at 

Span  . »  . .  .  i  . .  . .  50  ft. 

Span  with  wings  folded  . .  . .  22  ft. 

Chord  , .  . .  . .  5  ft.  5  ins. 

Gap  . .  . .  .  4  6  ft.  8  ins. 

Overall  length  . .  . .  . .  . .  30  ft.  to  ins. 

Overall  height  ..  .  ,,  ..nft. 

Dihedral  angle  ..  ..  .  •  .. 


are  : — 
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Wing  section 

Total  area  wings  (including  ailerons)  . . 
Area  of  ailerons  (4)  . .  .  .  .  . 

Area  of  tail  plane 

Area  of  elevators  (2) . 

Area  of  fins  (2)  . . 

Area  of  rodders  (2) 

Total  h.p. 

Weight  of  machine  empty 


R.A.F.  Mod.  A 
484.9  sq.  ft. 
41.25  sq,  ft. 

36  sq.  ft. 

23  sq.  ft. 

IO.30  sq.  ft, 

19  sq.  ft. 

180 

2,6:11  lb. 


Weight  of  machine  fully  loaded 
Weight  of  fuel  and  oil  (4$  hrs.) 

Weight  of  pilot  and  four  passengers  .  . 
Weight/sq.  ft.  .  . 

Weight/h.p. 

Speed  range  (sea  level) 

Climb  in  10  mins,  (full  load)  . . 
Ceiling 


4.015  lb. 

54°  lb. 

800  lb. 

8.23  lb. 

22.3  lb. 
45-90  m.p.h. 
3.500  it. 

1 1,600  ft. 
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THE  WIBAULT  NIGHT  BOMBER 


An  Interesting  French 

Among  the  examples  of  metal  construction  found  at.  the  recent 
Paris  Aero  Show,  there  are  few  which  could  be  said  to  show 
real  merit.  Either  they  were  too  costly  in  manufacture, 
unsatisfactory  in  design,  or  of  very  inferior  workmanship. 
Exceptions  there  were,  of  course ;  and  first  and  foremost 
among  these  was  the  Wibault  all-metal  night  bomber, 

"  B  N. 2.”  Unfortunately,  this  machine  was  not  exhibited 
complete,  but  from  a  specimen  wing  shown  on  the  Duralumin 
stand,  it  was  possible  to  form  a  very  good  idea  of  at  least 
the  wing  construction.  In  view  of  the  good  workmanship, 
it  was  not  surprising  to  find  that  the  wing — and  indeed  the 
whole  machine,  which  was  at  the  time  of  the  Show  under¬ 
going  its  acceptance  tests — was  built  by  Pierre  Levasscur, 
whose  workmanship  is  always  a.  joy  to  behold. 

A  set  of  excellent  photographs  on  the  Pierre  Levasseur 
stand  showed  the  general  lines  of  the  Wibault  “  2  RN.2." 
Unfortunately,  wo  have  not  been  able  to  obtain  good  photos, 
of  the  machine,  but.  the  accompanying  general  arrangement 
diawings  should  indicate  the  general  lines. 

As  the  letters  "  B.N."  indicate,  the  machine  is  intended 
lor  night-bombing,  although  it  is  claimed  that  it  could  be 
modified  tor  commercial  work,  if  desired.  As  a  result,  it  is 
claimed,  of  the  metal  construction,  it  lias  been  possible  to 
effect  a  great  saving  in  the  structure  weight  of  the  machine, 
which  forms  a  relatively  small  percentage  of  the  total  weight. 
The  engine  fitted  is  a  600  h.p.  Renault,  which  naturally 
weighs  a  good  deal.  Nevertheless,  the  weight  of  the  machine 
empty,  but  with  cooling  water,  is  only  4,620  lbs.,  while  the  total 
loaded  weight  is  9,450  lbs.  The  useful  load,  which  in  Idiis 
case  does  not  include  tanks  and  fuel,  is  3,100  lbs.  Sufficient 
fuel  is  carried  fora  font  hours'  flight  at.  full  throttle. 

Apart  from  this  feature  of  small  structure  weight,  the 


All-Metal  Aeroplane 

"  Wib.  2,  B.N. 2  "  is  chiefly  remarkable  for  the  fact  that  its 
wings  are  placed  very  far  aft  on  the  fuselage,  and  that,  in 
spite  of  its  comparatively  large  size,  only  one  pair  of  struts  is 
employed  on  each  side.  Another  remarkable  feature  is 
that  the  upper  plane  is  of  shorter  span  than  the  lower. 

To  deal  with  the  various  features  in  the  order  enumerated, 
the  placing  of  the  wings  has  probably  been  decided  upon  as  a 
result  of  the  necessity  of  centralising  as  much  as  possible 
a  heavy  load  of  varying  weight.  With  such  a  long  cargo 
space,  there  is  a  possibility  of  so  arranging  the  load — in  this 
case,  bombs — that  by  dropping  the  central  ones  first  and  then, 
working  towards  front  and  rear  simultaneously,  the  others 
in  sets  from  front  and  rear,  the  trim  is  not  seriously  upset. 
Large  space  is  required,  and  in  the  Wibault  this  has  been 
attained  by  spreading  the  bomb  chamber  in  a  fore-and-aft 
rather  than  in  a  lateral  direction.  Also,  for  night-flying, 
it  is  possibly  an  advantage  to  have  the  crew  placed  far  aft 
in  the  fuselage,  where  the  view  downward  is  but  little  ob¬ 
structed.  For  use  as  a  commercial  aeroplane,  which  the 
designer  may  have  had  in  mind,  the  central  placing  of  a  large 
cabin  or  cargo  space  is  also  advantageous.  It.  is  claimed 
that  as  a  commercial  machine,  the  "  Wib.  2/'  would  carry 
a  pilot  and  13  passengers.  Allowing  180  lbs.  for  each  occu¬ 
pant,  and  about  30  lbs.  for  the  luggage  of  each,  this  should  be 
possible,  while  still  carrying  wireless  outfit  and  other 
paraphernalia.  In  that  case,  the  power  expenditure  per 
passenger  would  be  about  46  h.p.,  which  is  very  reasonable, 
especially  as  the  speed  at  6,500  ft.  is  stated  to  be  125  m.p.h. 

As  regards  space  in  the  cabin,  vve  understand  that  when 
stripped  ot  its  bomb  cradles,  etc,,  the  cabin  space  available 
is  14  ft.  9  ins.  long,  by  5  ft.  2  ins.  wide,  by  5  ft.  it  ins.  high, 
or  approximately  450  cubic  ft. 


THE  WIBAULT  NIGHT  BOMBER  :  General  arrangement  drawings. 
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The/ws*Icigtf  is  also,  we  understand,  built  of  metal  through¬ 
out  .  with  the  exception  of  the  covering,  but  as  it  was  not 


One  of  the  best  examples  of  Duralumin  construction 
at  the  Paris  Show  :  Details  of  the  Wibault  wing. 


exhibited  we  have  not  had  an  opportunity  of  examining 
its  constructional  details. 

The  employment  of  only  a  single  pair  of  struts  on  each 
side  has  been  made  possible  by  using  wing  sections  of  great 
depth.  For  the  section  used,  it  is  claimed  that  this,  which  is 
the  result  of  experiments  made  by  M.  Wibault  personally, 
is  more  efficient  thau  ordinary  thin  sections,  although  of  the 
deep,  lrigh-lilt  type.  The  small  amount  of  external  bracing 
results  in  a  low  wing  resistance,  and  tire  imvard  slope  of  the 
interplane  struts  in  conjunction  with  the  short  top  plane  has 
the  effect  of  giving  equal  loading  in  upper  and  lower  spars, 
which  is  not  the  case  where  upper  and  lower  bays  are  equal 

As  regards  the  wiug  construction,  this  is  indicated  in  the 
accompanying  sketch.  The  somewhat  unusual  view  is  the 
result  of  the  fact  that  the  wing  from  which  the  sketch  was 
made  was  standing  on  its  leading  edge.  The  wing  spars 
are  built  up  of  Duralumin  sheet,  flanged  over  as  shown. 
It  will  be  noticed  that  the  flanges  of  the  lightening  holes  an 
produced  by  simply  bending  at  right  angles  along  straight 
lines,  and  that  where  a  radius  occurs  the  flange  is  made  up 
of  a  separate  piece.  This  form  of  construction  has  the  ad¬ 
vantage  that  the  flanges  can  be  made  without  incurring  tie 
expeuse  of  costly  dies  for  stamping  out  the  flanges  .  The  spar 
flanges  themselves  are  flat  strips  of  Duralumin  riveted  to 
the  flanged-over  edges  of  the  webs.  The  number  of  rivets 
required  is  not  excessive,  and  altogether  this  spar  construc¬ 
tion  is  much  more  of  a  commercial  proposition  than  the 
majority  of  those  exhibited.  For  greater  compressive 
strength,  it  would  probably  have  been  an  advantage  to  have 
the  spar  flanges  rolled  to  form  a  corrugation  along  their 
ridge,  but  even  with  the  flat  flanges  the  spars  have  withstood 
a  sand  load  equal,  we  ate  informed,  to  a  factor  of  safety  of 
7*5,  without  showing  any  permanent  deflection. 

The  ribs  are  entirely  tubular,  the  flanges  consisting  of 
tubes,  bent  to  the  desired  curvature,  and  (he  webs  formed  by 
a  series  of  N-trusses,  attached  to  the  flanges  by  clips  and 
rivets  in  the  manner  shown. 

The  main  characteristics  of  the  '  Wib.  2,  B.N.2,"  areas 
follows:  Length  o.a.,  41  ft.  10  ins;  span.  55  ft.  6  ins.  ; 
height,  1 6  ft.  5  ins.  ;  wing  area,  1,035  sq,  ft.  ;  engine,  600  h.p. 
Renault;  weight  empty,  but  with  cooling  water,  4,620  lbs. 
useful  load,  3,100  lbs.  ;  fuel  for  4  hours  at  6,500  ft.  ;  total 
loaded  weight,  9,450  lbs.;  speyd  at  6,500  ft,,  125  mp.h. ; 
wing  loading,  9, 13  |hs./sq.  ft  ;  power  loading,  15.8  lbs. /h.p. 
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THE  LONDON-CONTINENTAL  SERVICES 


PLIGHTS  BETWEEN  JANUARY  1  AND  JANUARY  7,  INCLUSIVE 


No.  of  flights* 

u 

V 

00 

a 

u 

8 

No.  of 
flights 
carrying 

m 

Average  flying 
time 

Type  and  (in  brackets) 
Number  of  each  type  flyiug 

Routed 

Oh 

<•* 

O 

d 

Z 

Mails 

Goods 

■2.  a 

•*S  s 

0  0 

0  v 

Z 

Fastest  time  made  by 

Croydon-Paris  ... 

7 

0 

3 

7 

7 

h.  m. 

2  6 

Breguet  F-ADAV  (lh.  50m.) 

B.  (r),  D.H.  4  (i)>  D.H.  T8  (1), 

Paris-Croydon . 

ir 

24 

3 

1 1 

3 

4  O 

D.H.  18  G-EAWO  (3I1.  l5tn.) 

H.r.(i),  Sp.  (t).  V.  (1). 

B.  (1).  D.H.  4  (t/.  D  II.  t8  (t). 

Totals  for  week 

18 

33 

6 

18 

10 

G.  (2),  H.P.  (*),  Sp.  (2),V.(i). 

*  Not  including  “  private"  flights.  f  Including  certain  journeys  when  stops  were  made  en  route. 

X  Including  certain  diverted  journeys. 

Av.  *=  Avro.  B.  =  Breguet.  Br.  =  Bristol.  Bt.  =  B.A  T.  D.H.4  De  Havilland  4,  D.IL9  fete.). 

1  =  Fokker.  Fa.  —  Farman  F.50.  G.  =  Goliath  Farman.  H.P.  -=*  Handley  Page.  M.  *  Martinsyd e.  N.  =  Nieuport. 
P.  =  Potez.  R.  =  Rnmpler.  Sa.  =  Salmon.  Se.  =  SJE.5.  Sp.  =  Spad.  V.  -  Vickera  Vimy.  W.  -  Westland. 

The  following  is  a  list  of  firms  running  services  between  London  and  Paris,  Brussels,  etc.,  etc.  : — Co.  dcs  Grandcs 
Expresses  Adriennes  [  Handley  Page  Transport,  Ltd. ;  Instone  Air  Line;  Koninklijkie  Luchtvaart  H&atvchappij ;  Messaged^ 
Aeriennes;  Syndicat  National  pour  lTStude  des  Transports  A6ri«ns  ;  Co.  Transaerienne. 


0  0 

Air  .Mail  Stamp  Issues 

Hitherto  the  stamps  issued  by  the  French  Government 
tor  use  in  connection  with  air  mail  services  in  certain  of  their 
colonies  have  been  ‘provisionals."  Commencing  with  the 
new  year,  however,  it  is  stated  that  a  special  set  of  three 
stamps — 75  c.  blue,  1  fr.  red  and  2  fr.  violet — is  to  be  issued 
for  use  in  French  air  mail  service  in  Morocco.  They  will 
hav'c  an  appropriate  design,  showing  an  aeroplane  flying  over 
Casablanca. 

Another  air  mail  stamp  has  just  been  issued  by  the  New¬ 
foundland  Post  Office,  two  previous  issues  having  made  their 


0  0 

appearance  on  the  occasion  of  the  Hawker  and  Aloock  Trans¬ 
atlantic  flights  in  hi  in.  This  new  stamp  lias  been  brought 
into  use  in  connection  with  the  experimental  service  between 
St.  John’s  and  Halifax,  N.S.,  and  consists  of  the  35  c.  Cabot 
(1897),  which  has  been  overprinted  "  Air  Mail  to  Halifax, 
N.S.,  1921  "  in  three  lines.  Some  14,000  of  these  stamps 
have  been  issued,  and  it  is  said  that  about  5,000  have  been 
actually  used  on  the  service.  In  connection  with  the  above 
service  it  may  be  of  interest  to  note  that  the  pilot  is,  we 
believe,  F.  S  Cotton,  who  flew  a  D.H.14  in  the  1920  Aerial 
Derby. 
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January  12,  1922 


NOTICES  TO  AIRMEN 


France  :  Civil  Landing  Grounds,  etc. 

Previous  Notices  to  Airmen  relating  to  1- ranee  arc 
amplified  and  amended  as  follows  :  . 

i.  J.e  Bowget  Aerodrome  brown/  Markings. — A  system 
of  ground  markings  designed  to  clearly  define  the  bad  landing 
area  of  the  Le  Bourgct  aerodrome  in  the  vicinity  of  the  Mtnee 
brook — the  north  boundary-  has  been  brought,  into  force, 
as  an  experimental  measure,  as  from  December  12^  1921 
These  markings  are  -wooden  structures,  as  illustrated  in  he 
sketch  below,  and  are  placed  at.  intervals  of  60  metres.  Air¬ 


craft  approaching  from  north  should  clear  the  mat  kings 
before  landing,  and  will  then  lx-  Certain  of  alighting  on  suitable 

ground.  ,  , 

2.  Civil  Landing  Grounds. — The  following  grounds  are  now 
available  .—  u)  Poix. — Emergency  Landing  Gound,  tos t- 
fum-  -l.a±.  49°49'N.,  Long.  i^'E.  Situated  4*  kins 

N  NAV.  of  Poix  on  the  east  side  of  the  road  to  Abncvilir. 
Dimensions. — 6f>o  by  600  yards  (approx.).  No  farther 
details  are  at  present  available,  (ii)  Si.  Quentin.  -Emergency 
Lauding  Ground.  Position  Lat.  49  50'N.,  Long.  3  12 
Situated  7  kms  to  the  S  AV  of  St.  Quentin.  Dimensions  - 
700  to  550  vards.  but  only  the  northern  halt  of  the  ground  w 
at  present  suitable  for  use  by  aircraft.  No  lurther  details 
are  available  at  present. 

j  Volemimnt  •  Telephone  A  telephone  has  been  in¬ 
stalled  at  this  landing  ground.  Number-  Valenciennes  30. 

.4.  Previous  Notices. — Para.  2  (1)  c  of  Notice  to  Ait  men 
No,  3b  of  1 1)2 1  is  amplified  by  para.  3  of  this  Notice. 

(No  1  jo  of  1  <m.) 

Aerodromes  for  Civil  Use;  Consolidated  List 

In  new  lists  (A  to  13)  now  ready  (No.  1  of  19*2),  atiro 
dromes,  seaplane  stations  and  lauding  grounds,  open  to 
civil  aviation  in  the  United  Kingdom,  and  Service  and 
Civil  stations,  available  to  civil  aircraft  in  case  of  emergency 
only,  are  shown  as  corrected  to  tst  January,  1922. 

The  lists  are  classified  as  before  and  in  alphabetical 


order, 

Notices  to  Airmen  Nos.  8t.  96,  104 
ISM  1  arc  at  the  same  time  cancelled. 


and  108  of  the  >ear 
(No.  1  of  1922.) 


Gosport  Aerodrome  ;  Obstructions 

Thu  southern  portion  of  Gosport  aerodrome  is  being 
used  as  a  sports  ground,  and  goal  posts  have  been  erected 
oft  the  ground 

Pilots  haviug  to  land  on  ilris  aerodrome  should  use  uie 
northern  portion.  (No.  2  of  trjz2.) 

Transmission  of  Calibrated  Waves  from  Air  Ministry 
Wireless  Station 

It  is  notified  that  the  Air  Ministry  Wireless  Station, 
London,  will,  from  the  10th  of  January,  1922,  transmit  a 
series  of  calibrated  waves  daily  at  the  times  shown  in  notice 
No,  3  of  1922. 

l.ympne  Aerodrome ;  Erection  of  an  Anemometer 
Mast 

Pilots  of  aircraft  are  warned  that  an  anemometer 
mast  is  in  course  of  erection  at  Lyuipne  aerodrome.  The 
mast  will  be  elected  in  the  SAW  corner  of  the  aerodrome 
near  the  meteorological  office,  and  w  ill  be  marked  by  a  bkick 
md  white  danger  flag  by  day  and  a  led  obstruction  light  at 
night.  The  top  of  the  mast  will  bo  78  ft.  above  the  ground. 
(No.  4  of  1922.) 

0  s 


“  Under  the  Searchlight  ” 

One  of  the  most  important  books,  "  Under  the  Search¬ 
light,”  by  the  Hon.  Violet  Douglas  Pennant,  to  be  published 
shortly,  by  Messrs.  Allen  and  Unwin,  should  be  of  very  con¬ 
siderable  interest.  In  this,  Miss  Pennant  proposes  to  deal 
with  the  inner  history,  itom  first  to  last,  of  what  was  generally 
referred  to.  at  the  time,  as  “  the  great  W  H  AT.  scandal." 
We  understand  that,  with  the  exception  of  the  mysterious 
“  secret  statement,"  furnished  by  Miss  Philippa  Strachey 
to  Lady  Rhondda,  and  by  Lady  Rhondda  to  Lord  Weir 
(the  nature  of  which  was  never  divulged,  and  of  which  Miss 
Douglas  Pennant,  herself,  is  still  entirely  ignorant),  the  book 


Visual  Signals  for  Aircraft  ;  Addition 

Tire  following  signal  U  added  to  the  Standard  Table, 
of  Visual  Signals  for  use  of  Aircraft  issued  in  Notice,  to  Airmen 
No.  2  of  1920. 


Signal. 

Ground  or  sea  to  air¬ 
craft  ;  signification. 

Aircraft  to  sea  or 
ground ;  signification. 

• 

A  white  flare 
from  which, 
at  intervals  of 
about  3  secs., 
a  white  light 
is  ejected  into 
the  air. 

Aircraft  on  the  water 
in  distress  and  re¬ 
quiring  immediate 
assistance. 

Aircraft  on  the  water 
in  distress  and  tc- 
cjiiiring  immediate 
assistance, 

(No.  5  of  1922.) 

NOTICE  TO  GROUND  ENGINEERS 
Maintenance  of  A.V.  8  and  A.V.  12  Type  Magnetos 

The  following  precautions  should  be  observed  with 
A.V.  8  and  A.V.  12  type  magnetos: —  > 

1.  Lubrication. — Before  starting  up  an  engine  fitted  With 
a  magneto  which  has  been  drawn  from  store  or  has  not  been 
run  for  some  time,  care  must  be  taken  to  ensure  that  the  oil 
well  of  the  distributor  bearing,  which  is  of  the  plain  phosphor- 
bronze  type  with  wick  lubrication,  is  filled,  by  passing 
approximately  a  teaspoonful  of  oil  down  the  left-hand  hole 
in  the  oil  cup  fit  the  distributor  end  of  the  magneto  (facing  the 
distributor).  Six  drops  of  oil  should  also  be  injected  into 
each  main  bearing  through  its  respective  oil  cup  ;  one  or 
two  drops  to  the  contact  breaker  cam  lubricating  pad,  and 
one  to  the  contact  breaker  pivot  pin.  To  effect  the  last, 
it  is  only  necessary  to  move  the  retaining  spring  to  one  side. 

This  provision  of  oil  should  nornally  be  sufficient  for  twelve 
hours'  running.  Thereafter,  at  similar  intervals,  twelve 
drops  of  oil  should  be  given  to  the  distributor  gear  wheel 
bearing,  with  treatment  of  the  other  bearing  as  stated  above. 

2.  Contact  Itr  e  alter . — The  gap  between  the  contact  breaker 
points  should  be  maintained  within  *or3  in.  and  *oti  in. 
A  gap  of  *oi2  in.  may  he  regarded  as  normal. 

The  contact  breaker  points,  which  are  slightly  convex, 
should  be  cleaned,  if  necessary,  with  very  fine  emery  cloth, 
care  being  taken  to  ensure  that  110  emery  dust  is  left  on  the 
contact  breaker.  A  file  should  not  be  used  for  this  purpose. 
A  soft  brush  is  convenient  for  cleaning  the  contact  breaker. 

3.  Distributors . — I n  changing  the  magnetos  on  an  engine, 
it  is  essential  that  the  original  distributor  block  should  be 
removed,  and  the  new  magneto  attached  complete  with  its 
own  distributor.  The  changing  of  a  distributor  block  from 
one  magneto  to  another  is  most  undesirable,  owing  to  the 
possibility  of  the  rotor  brush  fouling  the  distributor  segments, 
due  to  the  small  gap  between  these  parts  and  to  the  working 
tolerances  necessary  on  distributor,  end  plate,  gear  centres,  etc. 

The  setting  of  the  spark  gap  between  the  rotor  main 
electrode  and  the  (tistributov  segments  must  be  cofiectly 
maintained  within  the  limits  of  -oio  in.  and  *015  in. 
Normally  it  should  bo  unnecessary  to  interfere  with  this 
gap,  which  is  correctly  set  for  each  individual  magneto  before 
its  despatch  from  the  maker’s  works. 

The  gap  between  the  rotor  starting  electrode  and  the 
distributor  segments  should  be  between  ' 020  in.  and  *030  in. 

4.  Hand  Starter  Terminal. — Care  must  be  taken,  when 
fitting  the:  starter  lead  to  the  distributor,  that  the  terminal 
screw  is  properly  locked  by  the  spring  strip  provided  tor 
the  purpose.  The  screw  should  be  tightened  by  a  box 
spanner  which  at  the  same  time  will  press  down  the  spring 
clear  of  the  hexagon  ;  on  release,  the  spring  should  lock 
the  screw,  the  latter  being  turned  slightly,  if  necessary,  to 
ensure  this.  No  part  of  the  screw  or  the  locking  spring 
must  project  beyond  the  face  of  the  distributor. 

(No.  1  of  1922.) 

®  a 

will  reveal  to  the  public  the  fullest  details  concerning  this 
complex  case. 

The  Next  Aero  Club  de  France  President 

Following  the  death  of  M.  Michelin,  several  names 
are  rumoured  to  till  the  vacant  chair  of  honour.  M.  Flandiu, 
one-time  Secretary  of  State  for  Aeronautics,  is  afirst  favourite, 
with  several  runners-up,  but  there  are  those  who  would  like 
to  see  M.  Basil  Zaharoff  take  up  the  work.  There  is  one 
thing  certain  ;  the  more  money  that  attaches  to  those 
backing-up  official  French  aviation,  the  better  are  the  pros¬ 
pects  incidentally  for  the  progress  of  the  great  science  and 
industry,  internationally  and  otherwise. 
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THE  DETERMINATION  OF  DOWNWASH* 

By  Lieut.  WALTER  S.  DIEHL,  Bureau  of  Construction  and  Repair,  U.S.N. 


Introduction  —  It  is  obvious  that,  in  accordance  with 
Newton  s  second  law,  the  lift  on  an  aerofoil  must  be  equal 
to  the  vertical  momentum  communicated  per  secoud  to 
the  air  mass  affected.  Consequently,  a  lifting  aerofoil  in 
flight  is  trailed  by  a  wash  which  has  a  definite  inclination 
corresponding  to  the  factors  producing  the  lift.  It  is  thought 
that  sufficient  data,  theoretical  and  experimental,  are  now 
available  for  a  complete  determination  of  this  wash  with 
respect  to  the  variation  of  its  angle  of  inclination  to  the 
originating  aerofoil  and  with  respect  to  the  law  which  governs 
its  decay  in  space. 

Mimk  s  Formula  jot  Downwash. — Although  it  has  long  been 
known  that  the  angle  of  dowhwash  r,  as  observed  at  a  given 
point  behind  the  aerofoil,  is  directly  proportional  to  the 
lift  of  the  aerofoil  (British  A.C.A.,  R  and  M.  No.  196)  and 
inversely  proportional  to  the  aspect  ratio  (Lanchester,  Aerial 
Flight, Yo  1. 1,  Chapter VIII,  British  A.C.A.,  R.  andM.  No.  i6t). 
Munir  (Technische  Denchte  1 1 1- 1 )  seems  to  have  been  the 
first  to  propose  a  quantitative  solution.  He  asserts  that  e 
must  be  represented  as  the  product  of  some  constant  and  the 
angle  of  attack  as  expressed  by  the  formula  (Betz,  T.B.  1-4), 


found  that,  in  accordance  with  hydrodynamic  theory,  f 
the  angle  of  downwash  decreases  exponentially  with  the 
distance  from  the  aerofoil  (a  biplane  in  this  case),  and  might 
be  expressed  bv  the  empirical  formula 
*  =  6„  ro  -«*••  5  °-08C 

where 

S  is  the  distance  behind  the  wing  in  chord  lengths, 
s  is  the  distance  below  the  chord  of  the  tipper  wing  in 
terms  of  the  gap, 

and  f0  is  a  constant  for  any  given  arrangement, 

This  appears  to  have  been  the  first  attempt  to  express 
the  variation  of  e<}  from  point  to  point.  With  a  satisfactory 
law  for  the  variation  of  i0  it  would  have  been  complete. 

Derivation  of  a  Comprehensive  Downwash  Formula 

It  is  now  possible  to  derive  a  comprehensive  downwash 
formula  based  on  the  Gottingen  theoretical  and  the  N.P.L. 
empirical  formula.  It  is  known  definitely  that  ilownwaah 
varies  exponential! v  with  distance  from  the  trailing  edge. 
The  plotted  results  of  N.P.L.  investigations,  which  show 
this  variation  vertically  and  horizontally,  are  given  in  Figs,  t 
and  2.  respectively.  The  data  in  Fig.  t  have  been  replotted 
on  a  logarithmic  scale  in  Fig.  3,  with  the  vertical  distance 
from  the  trailing  edge  expressed  in  chord  lengths  plus  one 


where  b  is  the  span,  L,.  is  the  lift  coefficient  and  S  is  die 
area  of  the  aerofoil  1  he  formula  for  downwash  then  becomes 

e  =  c-a—^  "•?'  -2L, 

wif  vj^ue  t^ie  constant  c  being  determined  by  experiment- 
the  formula  as  given  applies  to  monoplanes,  but  may  be 
applied  to  multiplanes,  according  to  Munk,  by  the  intro¬ 
duction  of  another  constant  k  which  reduces  the  span  h 
to  the  span  of  the  equivalent  monoplane. 

The  values  of  c  were  determined  for  several  models  by 
photographing  a  series  of  streamers.  Owing  to  the  lack 
of  certain  vital  data,  the  results  have  not  been  included 
in  this  study,  but  the  conclusions  are  given  instead.  It 
appears  that  the  equation,  as  given  above,  is  not  general,  The 
values  of  c  vary  somewhat  more  than  is  allowable  for  a 

constant."  No  attempt  was  made  to  determine  the 
variation  of  c  with  aspect  ratio,  nor  was  any  allowance  made 
or  the  inevitable  dying  out  of  the  wash  effect  in  space.  It 
appears,  however,  that  the  angle  of  downwash  is  substantially 
constant  over  about  eight-tenths  of  the  span,  with  sudden 
changes  near  the  tips. 

FPL.  Formula. — The  most  comprehensive  series  of 
tests  on. downwash,  which  have  been  published,  are  those 
by  Sandison,  Glatiert,  and  Jones  (British  A.C.A.,  H,  arid  M. 
No.  426).  In  this  investigation  the  variation  of  downwash 
\vas  determined  in  space  for  a  number  of  points  behind, 
above,  and  below'  the  trailing  edge  of  the  aerofoil  It  was 

r  a  Tr'cllD'cal  Note  No-  4*  of  the  American  National  Advisory  Committee 


choid  length];  as  abscissa  and  angles  of  downwash  as  ordinates. 
It  is  found  that  for  a  given  angle  of  attack  the  angles  of 
downwash  at  various  vertical  distances  from  the  trailing 
edge  lie  on  a  straight  line.  The  lines  corresponding  to  the 
vanopg  angles  of  attack  are  all  parallel  and  have  a  slope 
of  •  if  io-5'1  Fhis  indicates  that  the  variation  of  angle 
of  downwash  with  vertical  distance  from  the  trailing  edge 
can  be  represented  by  an  equat  ion  of  the  form  : 

•  =  a  (y  + 1) 

where  Cj  a  constant, 

y  the  vertical  distance,  of  the  point,  under  consideration, 
in  chord  lengths,  from  the  trailing  edge, 
and  n  tan  ( — 130  ±  0-5*") 

— •  -  0'2j  d~  o-or. 

In  a  similar  manner  the  data  from  Fig.  z  have  been  plotter! 
in  lug.  4.  the  points  again  fall  near  parallel  straight  lines, 
but.  their  slope,  -210  ±  o-y,  is  steeper  than  that  in  Fig.  3. 
Ine  indicated  variation  of  the  angle  of  downwash  with 
variation  of  horizontal  distance  from  the  trailing  edge  is 
of  the.  form 

«  ^  ty(*  +  t>*» 

where  c3  a  constant, 

x  ~  fhe  horizontal  distance,  of  the  point  under 
consideration  in  chord  lengths,  from  the 
trailing  edge, 

and  71  =  tan  (—  210  ^  0,5°). 

*■  -  0-38  tfc  0-0,1. 

t  See  ban  Chester.  Aerial  Flight,  Vol.  i,  Chap.  111. 

,  I  tils  IS  necessary  no  as  to  provide  a  tinitc  value  at  the  trailing  edge. 
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Variation  of  angle  of  downwash  with  depth  Y  below' 
wing.  Y  -  vertical  distance  from  trailing  edge  in 
chord  lengths  (plus  one  chord  length). 


Table  I. — Determination  of  K  in  the  Equation 
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NO/ F— There  will  be  a  slight  decrease  in  the  value  of 
a»  Ai.t  with  increase  in  lift  coefficient  if  the  reference  point 
is  not  fixed  in  space.  This  is  caused  by  the  change  in  the 
i  u-ordiuates  of  the  point  with  change  in  angle,  and  the  effect 
may  easily  be  accounted  for 

^  **  distance  from  trailing  edge,  T,  to  reference 
point  P 

€  =  Inclination  to  horizontal  of  line  TP 
then  x  =  D  •  cos  9 
y  =  D  •  sin  9 
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Plots  of  the  Equations 
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3.  5. 

Variation  of  angle  of  downwash  with  distance  X  behind 
wing.  X  —  horizontal  distance  from  trailing  edge  in 
chord  lengths  (plus  one  chord  length). 

In  order  to  eliminate  the  calculations  involving  fractional 
exponents  the  functions, 

and  Z  «(y  +  i)-a.» 

Z  S=  (A  + 

have  been  evaluated  and  plotted  in  Fig.  5. 

Data  from  five  series  of  downwash  determinations  have 
lecmplottedm  Fig.  6,  with  angles  of  downwash  as  ordinates 
and  lift  coefficients  as  abscissae.  The  slope  of  the  straight 
me,  which  passes  through  the  points  representing  a  series 
of  tests,  determines  the  value  of  a*/aL,  for  that  particular 
anangement  and  the  point  in  space  at  which  the  observations 
were  taken.  The  aspect  ratio,  the  value  of  a«/aL  ,  and  the 
co-ordinates  of  the  observation  point  are  given,  for  eacli 
senes  of  tests,  in  Table  I. 

It  is  evident  from  inspection  of  Fig.  6  that  «  varies  directly 
with  hft  coefficient.  It  has  also  been  shown  by  data  from 
the  tests  of  Sandison.  Glauert.  and  Jones  (British  A.C.A., 
K.  and  M  No.  426)  how  6  varies  in  space.  Munk’s  equation 
indicates  that  e  varies  inversely  as  the  aspect  ratio,  n.  There¬ 
fore  the  angle  of  downwash  should  be  given  by 

f  =*  jsj-  •  (*  +  r (y  +  i)-°-J*.  I* 

where  K  is  a  constant,  numerically  equal  to  Ae/aL,  at  the 
trailing  edge  of  a  wing  of  aspect  ratio  unity. 

The  value  of  IC  is  determined  for  each  of  the  five  series 
of  tests  which  are  plotted  in  Fig,  6,  by  substituting  the 
proper  values  for  the  functions  of  a  and  y  and  for  the  aspect 
ratio  n.  The  procedure  is  indicated  by  the  headings  of 
columns  in  Table  I.  0 
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It  is  found  that  K  is  substantially  constant,  varying  from 
164  to  17O  ;  a  single  exception  of  158  corresponds  to  a  series 
of  tests  on  a  biplane  arrangement,  the  wings  of  which  were 
equipped  with  llaps  and  represent  abnormal  conditions. 
It  therefore  appears  that  the  angle  of  downwa.sh  can  be 
represented  to  a  good  approximation  hy 

t=I7°  .  (*  4-  •  (y  +  t)  °-»L, 

n 

£  =  1 •  Fx  •  Fy  •  L. 
n 

Fat  and  Fy  being  the  values  of  the  functions  of  x  and  y  wliich 
are  given  in  Fig.  5. 

The  validity  of  this  formula  is  obviously  confined  to  that 
range  of  angle  of  attack  or  lift  coefficient  in  which  the  air¬ 
flow  about  the  aerofoil  is  not  abnormally  turbulent. 

Application  of  the  Downwash  Formula. — The  chief  use  of  a 
downwash  formula  is  the  calculation  of  the  aerodynamic 

B  H 


angle  of  attack  of  the  horizontal  tail  surfaces.  For  this 
purpose  a  reference  point  is  taken  on  the  leading  edge  of 
the  horizontal  tail  surfaces  and  the  values  of  <■  obtained 
from  the  formula.  The  aerodynamic  angle  of  attack  of  the 
tail  surfaces  will  then  be 

a,  —  a  —  0  —  t 

where  a  is  the  angle  of  attack  of  the  wing  and  ji  1  the  acute 
angle  between  the  chord  lines  of  the  wings  and  horizontal 
tail  surfaces;  considered  positive  (in  the  equation)  il  the 
tail  is  set  at  a  less  apparent  angle  than  I  lie  wings. 

The  data  from  tests  seem  to  indicato  that  in  case  of  a 
biplane  the  maximum  angle  of  downwash  occurs  in  the. 
horizontal  plane  midway  between  the  two  wings  The 
effect  is  so  -slight,  however,  that  the  above  method  may  be 
used,  referring  the  co-ordinates  of  the  reference  point  to  the 
nearest  wing  (preferably  to  the  no  lift  line),  with  the  assurance 
that  ihe  results  so  obtained  will  be  as  precise  as  it  is  practicable 
to  calculate  them  with  the  data  now  available. 
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LONDON  TERMINAL  AERODROME 


Monday  Evening,  January  0,  igzz 
Tun  weather  has  played  some  curious  pranks  with  the 
London- Paris  aeroplane  service  during  the  week.  There  has 
been  little  flying  to  schedule,  and  the  machines  which  have 
completed  their  journeys  have  done  so  with  difficulty. 

On  Tuesday,  for  instance,  when  there  was  a  strong  northerly 
wind,  a  Handley  Page  "  0-400  ”  was  five  hours  on  the  journey 
from  Paris  to  Croydon,  and,  though  her  tanks  had  been  filled 
with  240  gals,  of  fuel  before  she  left  Paris,  there  was  only 
sufficient  for  about  ten  minutes’  flying  left  by  the  time  Croydon 
was  reached. 

On  Wednesday,  when  the  wind  was  again  blowing  strongly 
from  the  north,  a  Messageries  Aerienne  live-seater  Spad 
flew  from  Poi.x  to  Croydon,  but  had  to  descend  at  Lympne  for 
petrol  before  finishing  the  journey  to  Croydon. 

There  was  an  amusing  scene  on  the  aerodrome  on  Monday", 
and  one  which  illustrates  the  risks  of  premature  publicity, 
so  far  as  aviation  is  concerned.  A  consignment  of  live  pigs 
was  to  be  dispatched  by  a  special  “  Goliath  M  to  Paris,  and, 
the  fact  having  been  well  “  advertised  "  in  the  daily  papers 
beforehand,  th.e  result  was  that  a  number  of  Press  photo¬ 
graphers,  including  at  least  one  moving-picture  expert, 
swarmed  round  the  aeroplane,  firing  off  plates  and  films  at  top 
speed.  The  weather,  however,  was  far  from  good,  and  though 
one  of  the  Instone  Air  Line  ”  D.H.iS's,”  with  Mr.  Powell  in 
charge,  got  away,  other  firms  decided  against  flying,  and  the 
pigs’  departure  was,  therefore,  postponed. 

The  Engines  of  the  “Air  Express  ” 

I  am  able  to  give  details,  which  should,  I  think,  prove  interest 
ing,  as  to  the  running  of  the  450  h.p.  Napier  "  Lion  "  motors 
on  the  continental  air  service.  One  of  these  engines,  which  was 
running  in  Aircraft  Transport  and  Travel  days,  in  an  "  Airco  ” 
t6,  has  now  put  in  407  hours  flying.  Another  "  Lion  11 
went  for  160  hours  without  overhaul,  and  was  only  dismantled 
then,  owing  to  regulations  and  as  a  matter  of  policy.  The 
engine  at  present  in  the  ”  D.H.18  G-EARO  ”  has  been  running 
for  over  130  hours  since  its  last  overhaul,  and  seems  good  for 
another  130  hours.  Actual  fuel  measurements,  taken  over 
long  periods  of  commercial  work,  show  that  the  consumption 
of  petrol  with  the  “  Lion  ”  is  24  gals,  an  hour,  while  the 
amount  of  oil  used  is  about  7  pints  au  hour. 

Mr.  Butler,  who  is  the  private  owner  of  a  Bristol  “  tourer,” 
was  down  at  the  aerodrome  on  Sunday,  and  gave  a  few 
friends  joy-rides  in  his  machiue.  He  afterwards  flew  over  to 
Stag  Lane  aerodrome,  and  left  the  Bristol  there.  It  is  under¬ 
stood  that  he  intends  to  purchase  a  “  D.H  .0,”  He  is  shortly 
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Aerial  Advertising 

Our  Editorial  remarks  on  this  subject  in  last  week’s 
issue  called  forth  a  visit  from  the  inventor  of  this  new  form 
of  smoke  signs.  W  hile  he  does  not  yet  wish  to  have  details 
of  his  invention  published,  he  placed  at  our  disposal  sufficient 
material  to  enable  us  to  form  the  opinion  that,  not  only  are 
the  prospects  of  a  general  application  of  the  invention  far 
less  annoying  than  appeared  at  first  sight,  but  that  actually, 
apart  from  any  question  of  aerial  advertising,  the  invention 
has  its  numerous  scientific  uses,  some  of  which  are  undoubtedly 
of  very  great  value  indeed.  Without  going  into  details,  it 
may  be  intimated  that  the  invention  will  probably  enable 
experiments  to  be  made  on  full  scale  machines  on  problems 
connected  with  such  complicated  subjects  as  the  accurate 
determination  of  downwash  and  of  the  air  velocity  at  various 
points  in  the  neighbourhood  of  the  fuselage,  wings  and  tail 


leaving  for  Newfoundland,  and  will  take  t lie  "9  ”  with  him, 
but  details  as  to  what  he  intends  to  do  with  the  machine 
there  are,  at  the  moment,  lacking. 

The  Surrey  Flying  Services  have  now  almost  completed 
the  Avro  for  the  Marconi  Co.  It  has  been  altered  to  take  a 
Renault  engine,  and  has  been  allotted  the  registration 
number  ”  G-EBAJ  '  -which,  incidentally,  is  worthy  of 
note,  showing  as  it  does  that  civil  aircraft  uow  registered 
have,  apparently,  run  through  the  combinations  of  the  last 
two  letters,  and  have  started  on  the  last  three. 

Another  \vto  is  being  built-up  for  a  private  owner,  and 
Mr.  Grant  is  having  quite  a  busy  time. 

Captain  Muir  is  at  present  in  Liverpool,  where  he  is  rest  ing  a 
Parnall  •  Ruffin  ’  for  the  Disposal  Co.  Demonstrations  of  this 
machine  are  to  be  given  in  the  presence  of  representatives  or 
various  foreign  Governments,  and  are  to  include  all  the 

stunts  ”  a  deck-amphibian  is  capable  of 

Mr.  Le)  smith  was  at  the  aerodrome  during  the  week, 
collecting  a  few  odds-and  ends  he  required  for  the  search¬ 
lights  and  other  lighting  equipment  at  Lympne.  Judging 
by  the  time  he  has  been  away  from  Croydon,  the  lighting 
arrangements  at  Lympne  must  be  on  a  very  comprehensive 
scale. 

The  light  house  at  Croydon  has  not,  as  yet,  been  moved  to 
1  itsey  Hill  Apparently  the  erection  of  the  tower  there 
to  accommodate  it  is  occupying  rather  more  time  than  whs 
anticipated  at  first. 

Telephoning  to  Machines  in  Plight 

An  '  extension”'  trom  the  wireless  cabin  has  now  been 
carried  to  the  control- tower,  and  the  wireless  operators 
can.  when  required,  '  plug  '  the  control -tower  through  to 
any  aeroplane  in  flight  This  arrangement  has  been  adopted 
in  connection  with  the  seetionalising  ”  of  the  aerodrome 
for  an  improved  method  of  direction -finding  when  an  aero 
plane  is  near  the.  drome,  but  is  unable  to  sec  it  m  mist  or  fog. 
Each  pilot  will  have  a  map,  showing  the  sections  of  the  aero¬ 
drome.  and  the  man  In  the  control  tower  will  be  able  to  tell 
him  which  section  he  Is  over,  without  any  such  short-time 
lag  as  may  be  reckoned  with  in  the  normal  direction-finding 
method. 

A  small  armj'  of  painters  have  invaded  the  aerodrome, 
and  am  busy  an  the  I nstonc  offices.  The  uew  Instone  goods 
office  is  approaching  completion.  It  is  interesting  to  uote 
that  the  recent  reductions  in  freight  rates,  announced  by 
Instones',  have  been  followed  by  other  firms,  who  have 
brought  their  charges  into  line. 
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of  an  aeroplane.  Even  the  smoke  signs  themselves,  we  are 
given  to  understand,  so  far  from  being  a  blot  on  nature,  are 
most  fascinating  things  to  watch,  although  the  advertisement 
side  is  merely  an  incidental.  We  are  awaiting  a  demonstra¬ 
tion  at  an  early  date 

A  Falrey  Weight-Lifter. 

Hitherto  it  has  been  the  fashion,  at  any  rate  where  sea¬ 
planes  are  concerned,  to  employ  twin-engined  machines  when 
great  loads  had  to  be  carried.  This  precedent  now  appears 
to  have  been  destroyed  by  a  Fairey  single-engined  seaplane, 
which  has  carried  a  useful  load  of  3,100  lbs.  The  machine  is 
a  tractor  seaplane,  with  Rolls-Royce  ”  Eagle  ”  engine,  and  as 
the  total  weight  lifted  was  7,250  lbs.,  the  power  load  ing  was 
about  20  lbs.  h.p.  Incidentally  this  performance  probably 
constitutes  a  record  for  weight  lifted  by  a  single-engined 
machine  of  this  power. 
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SPECIALISED  AIRCRAFT 


This  was  the  title  of  a  Paper  read  by  Wing-Commander 
\V.  D.  Beatty,  C.B.F,  ,  A.F.G.,  before  the  Royal  Aeronautical 
Society  on  January  5,  1922.  It  proved  to  be  a  very  interesting 
paper  indeed,  although  scarcely  in  the  way  one  would  have 
expected  from  its  title.  The  first  part  of  the-  paper  was 
mainly  historical,  and  gave  a  review  of  tire  development  of 
military  machines  from  the  time  of  the  Military  Trials  on 
Salisbury  Plain  in  1912  up  to  the  end  of  the  War.  The 
lecturer  gave  in  table  form  particulars  of  the  development  of 
specialised  types,  under  the  headings  of  Training  Machines. 
Fighters,  Reconnaissance  and  Day-Bombing  Machines 
Night  Bombers  Ship  Aeroplanes,  Torpedo  Aeroplanes,, 
Seaplanes,  and  Flying  Boats.  Oil  the  subject  of  commercial 
aircraft,  the  lecturer  mentioned  that  the  first  organised 
services  were  operated  with  machines  of  war  type,  variously 
modified  to  meet  civil  requirements,  and  that  the  need  of 
special  designs  soon  made  itself  felt.  In  his  opinion, 
Commander  Beatty  said,  we  were  now  at  a  stage,  as  regards 
commeicial  design,  about  equivalent  to  that  of  military 
design  at  that  period  of  the  War  when  slow  two-seaters 
armed  with  a  rille  or  a  stripped  Lewis  gun  carried  on  the 
general  air  work  of  the  Army.  The  real  commercial  aeroplane 
has  not  yet,  he  said,  been  developed.  Progress  has,  however, 
been  made  in  the  right  direction,  as  shown  by'  a  table  of 
early  types  of  commercial  aeroplanes  showing  the  develop¬ 
ment  in  useful  load  and  performance,  from  the  Avro  with 
60  h.p  Green  engine  (the  machine  on  which  the  late  Lieut. 
Parke  did  his  famous  "dive”  at  Salisbury  Plain)  through 
the  Vickers-Vhny  Commercial,  Handley  Page  W  8,  and 
I  ML  18,  t  o  modern  times. 

In  order  to  arrive  at  the  user's  view  of  bis  machines,  the 
lecturer  studied  them  from  the  point  of  view  of  the  profit 
and  loss  account  of  the  operating  firm.  In  order  to  reduce 
expenditure  the  following  qualities  are  required :  Low 
first  cost,  economical  maintenance,  and  economical  running. 
By  careful  design,  the  lecturer  said,  manufacture  can  be 
simplified  and  expensive  fittings  eliminated.  Moving  parts 
and  friction  between  them,  should  be  reduced  to  a  minimum. 
Parts  which  require  attention  should  be  easily  accessible, 
arid  engines  must  be  readily  removable.  In  regard  to  the 
latter  Commander  Beatty  said  he  would  very  much  like  to 
sec  comparative  tests  carried  out  on  engines  removable 
complete  by  themselves  and  removable  complete  with  their 
mounting.  The  latter  method,  he  stated,  is  probably'  the 
quicker  in  operation,  but  will  have  to  bear  the  charges  due 
to  the  additional  capital  outlay  on  spare  mountings.  The 
engine  should  be  capable  of  running  for  300  to  500  hours 
without  overhaul.  At  present  he  thought  we  were  getting 
close  to  a  standard  period  of  too  hours  between  overhauls. 

Turning  to  the  receipts  side  ot  the  account  Commander 
Beatty  pointed  out  that  one  must  have  a  large  load-carrying 
capacity-  but  that  this  is  of  no  avail  if  the  traffic  sufficient 
to  fill  it  cannot  be  attracted.  He  then  proceeded  to  deal 
with  the  requirements  from  the  point  of  view  of  the  passengers, 
and  as  this  part  of  the  paper  was  extremely  interesting  we 
publish  it  practically  verbatim — with  only  a  paragraph 
deleted  here  and  there  where  it  has  been  possible  to  do  so 
without  detracting  greatly  from  the.  value  of  the  paper  : — 

“  Passengers'  Needs. — Far  more  attention  is  necessary 
to  the  comfort  of  passengers,  and  this  embraces  a  wide 
variety  of  detail.  I  cannot  but  think  that  considerable 
advance  might  be  made  iu  forthcoming  commercial  types 
were  designers  to  travel  to  and  from  Paris  in  each  of  the 
various  ty  pes  of  aircraft  actually'  in  use  on  the  cross-Channel 
services.  This  is  the  slack  time  of  the  year  for  passenger 
traffic;  why  should  not  the  transport  companies  grant  a 
certain  number  of  free  return  tickets  to  bona  fide  designers, 
thus  affording  them  opportunities  to  ascertain  in  their  own 
vile  bodies  the  various  existing  causes  of  discomfort  and  learn 
what  to  avoid  ?  Passengers  are  the  most  important  source 
of  revenue  for  air  transport  firms  at  the  present  time,  and 
each  that  considers  that  he  has  had  a  really  comfortable 
journey  is  a  walking  advertisement  for  the  air  line,  while 
each  dissatisfied  passenger  will  result  in  a  lowering  of  possible 
receipts. 

"  Silence. — First  and  foremost  amongst  the  important 
items  affecting  comfort  1  would  place  silence.  A  "  desirable 
attribute  "in  1912,  it  has  never  yet  been  attained  in  normal 
practice,  and  the  air  line  passenger  still  suffers  acute  discomfort 
from  the  noise  to  which  he  is  subjected. 

“It  is  true  that  the  noise  in  a  machine  comes  from  a 
variety  of  sources,  but  it  is  urgent  that  some  at  least  should 
be  eliminated.  Promising  exhaust  silencers  have  appeared 
experimentally  ;  it  is  for  designers  to  incorporate  them  in 
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their  designs.  Never  should  an  open  exhaust,  point  in  the 
direction  of  the  cabin.  Get  lid  of  the  barking  roar  of  the 
exhaust,  and  it  becomes  possible  to  identify  and  so  to  eliminate 
the  other  noises.  Probably  modifications  in  the  design 
of  propellers  may  be  desirable,  and  with  a  silent  exhaust 
it  becomes  an  easier  matter  to  compare  the  noise  effect  of  two 
different  propellers.  Fabric  covered  fusel  ges  must  also. 

1  think,  be  relegated  to  the  past  ;  a  stiff  wooden  covering 
does  not  transmit  to  the  interior  of  the  cabin  the  blows 
from  the  slipstream  in  the  same  way  that  fabric  does 
Vibration  and  resonance  are  closely'  allied  to  noise  in  effect 
on  passengers,  and  should  be  eliminated.  It  may  be  necessary 
on  these  grounds  to  ensure  that  the  two  engines  of  a  twin- 
engined  machine  never  synchronise.  1  believe  Colonel 
Bristow  is  trying  experiments  on  these  lines.  Engine 
designers  will  need  to  utilise  motor-car  experience,  and  get 
rid  of  that  variety  of  noises  from  gears  and  other  moving 
parts  which  at  present  arc  so  obvious  in  an  aero-engine 
when  its  exhaust  does  happen  to  be  silenced." 

Ventilation  and  Heating — "The  next  important  detail 
which  designer's  should  carefully  study  is  that  of  ventilation, 
to  which  very  little  attention  has  hitherto  been  given. 
Adequate  ventilation  of  the  cabins  of  commercial  aircraft 
is  a  problem  that  presents  considerable  difficulty,  The 
cubic  space  available  is  Very  limited,  so  that  the  air  inside 
the  cabin  tends  to  become  vitiated  rapidly,  while  the  speed  of 
the  machine  is  such  that  the  velocity  of  in-coming  air  is  often 
so  high  that  the  passenger  feels  a  draught.  In  rough  weather, 
therefore,  the  unfortunate  passenger  tends  to  suffer  from 
depression,  headache,  cold  and  illness,” 

"  For  many  years  the  efficiency'  of  ventilation  has  been 
determined  by-  the  quantity  of  carbon  dioxide  present  in  the 
atmosphere.  The  supply  of  air  generally  recognised  as 
necessary  to  remove  all  sensible  impurities  amounts  to  3,000 
cubic  ft  per  hour  per  person.  In  a  present-day  cabin  of 
300  cubic  ft.  seating  ten  passengers — the  air  must  be  changed 
100  times  an  hour  if  the  standard  allowance  is  to  be.  provided. 
In  practice,  such  a  rate  of  change  is  unobtainable,  except  in 
unbearably  draughty  conditions.  It  is  clear  then  that  the 
measurement  of  the  COz  content  is  likely'  to  continue  to  be 
unsatisfactory." 

"  Professor  Leonard  Hill,  however,  has  pointed  out  that 
the  3,000  cubic  ft.  figure  can  be  much  reduced  if  the  cooling, 
drying  and  radiant  energy  conditions  are  satisfactory.  To 
afford  a.  means  of  determining  these  conditions  he  invented 
the  '  Kata  '  thermometer.  Experiments  have  shown  that 
the  information  given  by  this  instrument  is  an  accurate 
guide  to  the  adequacy  of  the  ventilation  so  tested,  and  if  its 
readings  average  between  six  and  eight  the  conditions  may' 
be  considered  satisfactory'  Xow  the  cooling  and  drying 
effects  of  air  depend  largely  upon  its  rate  of  movement, 
and  it  may  be  taken  that  if  the  temperature  of  the  air  is 
55  to  60  ,  its  velocity'  at  the  inlet  to  the  cabin  should  not 
exceed  ft.  per  second,  if  the  inlet  is  18  ins.  or  more  from  the 
passenger,  or  3  ft.  per  second  if  it  is  less  than  t8  ins.  from  the 
passenger.” 

"  With  inadequate  warming  arrangements,  a  change  of  air 
more,  frequently  then  three  to  five  times  an  hour  is  likely  to 
be  uncomfortable  in  the  normal  cabin,  and  under  such  con¬ 
ditions  it  may  be  found  necessary'  to  keep  the  velocity  of 
in-coming  air  down  to  1^  to  2  ft.  per  second  The  velocity 
of  out-going  air  may  be  as  much  as  10  ft.  per  sec.  at  the 
orifice,  particularly  if  that  is  at  least  r8  ins.  from  the  passenger. 
Designers  should,  I  think,  aim  at  providing  for  some  twenty 
changes  per  hour,  taking  care  to  avoid  draughts  and  make 
satisfactory'  heating  arrangements.  If  it  is  found  that  the  air 
is  being  changed  too  rapidly'  for  comfort,  it  is  a  very  simple 
matter  to  close  up  some  of  the  openings.  It  is  far  more 
difficult  for  the  user  of  the  aircraft  30  to  alter  it  as  to  increase 
the  regular  supply  of  air  if  the  original  arrangements  have 
proved  inadequate." 

Now,  how  is  the  air  to  be  changed  ?  Experiments  in 
America  on  sleeping  cars  showed  that,  provided  the  foul  air 
was  expelled,  an  ample  supply'  of  fresh  air  found  its  way 
through  cracks  and  crevices  in  a  swiftly  moving  vehicle. 
Personally,  I  think  it  better  to  arrange  for  the  removal  of  the 
foul  air  than  to  trust  to  luck  to  its  finding  its  way  out  It 
should  be  practicable  to  design  suitable  aspirators  to  draw 
the  air  from  the  cabin  of  an  aeroplane — slightly  above  the 
floor  level,  for,  though  hot  air  rises,  vitiated  air  tends  to  de¬ 
scend.  It  is  probable  that  air  entering  through  cracks  and 
crevices  will  do  so  at  such  a  velocity  as  to  be  a  source  of 
discomfort  to  passengers,  particularly'  as  its  temperature  is 
likely  to  be  low.  Air  inlets  should,  therefore,  be  arranged 
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at  the  front  of  the  cabin,  somewhat  below  the  tool  ;  the 
velocity  of  air  entering  here  can  readily  be  governed  by  the 
insertion  of  right  angle  bends  in  the  trunks  leading  to  the 
inlets  :  each  such  right,  angle  bend  reducing  the  total  flow  by 
50  per  cent," 

"  If  must  be  remembered  that  it  is  essential  that  the  in- 
coming  air  should  be  free  from  impurities,  due  to  exhaust 
gases,  petrol  fumes,  stale  oil,  and  so  on.  Special  arrange¬ 
ments  for  the  aspiration  of  the  air  from  the  engine  compart¬ 
ment — which  should  in  any  case  be  bulkheaded  olf  from  the 
passenger  cabin — may  be  of  value  in  preventing  leaks  of 
impure  air  into  the  cabin. 

"  Heating  is  closely  bound  up  with  ventilation,  and  at  the 
temperature  likely  to  be  met  with  iu  ordinary  flying,  it  is 
essential  that  arrangements  should  be  made  for  warming 
the  cabin.  It  is  possible  to  arrange  for  a  supply  of  air- 
heated  by  the  exhaust  pipes,  but  it  should  be  remembered 
that  air  that  has  been  in  contact  with  metal  heated  to. some 
200°  C.,  is  definitely  unsuitable  for  breathing.  If  a  rnufl  on 
the  exhaust,  is  used,  it  should  therefore  be  stepped  up,  the 
in-coming  air  for  the  cabin  being  taken  from  the  outer  step. 

"  Some  of  you,  however,  may  remember  the  footwarmers 
which  Cody  fitted  to  his  machine,  heated  from  a  bye-pass  off 
the  engine  cooling  system  While  there  are  objections 
to  tire  introduction  of  such  complications  in  a  matter  so 
important  as  the  running  of  the  engine,  no  serious  difficulty 
should  be  experienced  in  fitting  a  hot  water  or  steam  heating 
system  which  draws  its  heat  from  the  exhaust.  Such  a 
system,  once  developed  experimentally,  should  prove  very 
satisfactory  and  require  little  or  no  attention,  while  its  weight 
ought  not  to  be  excessive." 

"  A  suitable  arrangement  for  ventilation  and  heating  might 
be  as  follows  : — At  the.  forward  end  of  the  cabin  fresh  air 
enters  at  a  rate  of  3  ft.  per  sec  ,  through  an  inlet  about  12  ins. 
by  12  ins.  in  size,  slightly  below  the  roof.  Aspirators, 
arranged  below  the  seat  level  at  the  back  of  the  cabin,  suck 
out  the  vitiated  air.  An  exhaust  heated  tubular  boiler 
supplies  steam  or  hot  v'ater  to  a  radiator  fitted  two  or  three 
inches  in  front  of  the  fresh  air  inlet,  and  the  same  heating 
system  includes  footwarmers  in  the  cabin  floor  Such  an 
arrangement  should  imply  fresh  air,  warmth  and  comfort 
for  the  passengers.  I  am  indebted  to  Colonel  Heald  for  much 
of  the  information  upon  which  the  foregoing  is  based 

"  The  form  of  construction  of  the  cabin  directly  affects 
its  warmth,  and  from  this  point  of  view  the  fabric-covered 
cabin  is  very  bad.  With  this  material  radiation  to  the  outer 
air  is  so  rapid  that  adequate  warming  in  cold  weather  is 
almost  out  of  the  question." 

Seats. — "  However,  I  must  return  to  the  subject  of  pas¬ 
sengers'  comfort,  and  1  wish  to  say  a  word  or  two  about 
seating  accommodation.  It  always  seems  to  me  that  chair 
designers  work  entirely  by  tradition,  and  that  if  any  scientific 
study  of  the  subject  has  been  made,  no  attention  has  been 
given  to  the  conclusions  reached.  If  the  tyres  on  the  wheels 
of  a  motor-car  are.  too  small,  the  vehicle  is  uncomfortable  to 
ride  in,  and  the  tyres  wear  out  rapidly.  Similarly,  if  the 
weight  of  one’s  body  is  carried  by  a  small  portion  of  it,  that 
part  quickly  gets  fatigued  and  the  whole  body  feels  uncom¬ 
fortable.  Only  too  often  seats  are  designed  so  that  an  un¬ 
necessarily  small  portion  of  one's  anatomy  bears  the  majority 
of  the  weight.  Why  should  not  designers  study  the  problem 
carefully  in  conjunction  with  anatomists  and  produce  a  light 
chair  properly  designed  to  suit  the  human  form  aud  to  keep 
the  loading  per  sq.  in.  of  flesh  at  a  low  figure." 

Number  of  Engines. — “  There  is  room  for  much  diversity 
of  opinion  in  regard  to  single  engine  versus  twin  engine,  or 
multi-engine  machines.  While  traffic  is  small  the  lower 
first  cost  and  running  cost  of  a  single  engine  machine  has  an 
important  bearing  on  the  matter  If  a  twin  engine  machine 
will  carry  nearly  double  the  load  of  a  single  engine  machine, 
it  immediately  becomes  a  serious  competitor  economically  if 
the  available  traffic  is  sufficient  to  fill  it.  Here  arises  the 
problem  of  how  large  can  a  fuselage  be  built:  practically 
for  a  single  engine  machine.  In  military  aircraft  gTeat  weight 
can  be  carried  in  a  small  compass,  as  the  load  is  in  a  very 
condensed  form.  But  in  commercial  types  there  will  be  a 
continual  demand  for  more  cubic  space  per  passenger  Will 
fuselages  be  necessarily  so  large  that  high-powered  engines 
will  be  economically  unsound  ?  In  the  De  H.18,  eight 
passengers  are  carried  at  56  h.p.  each;  in  the  De  II. 32, 
eight  at  45  h.p.  each." 

"  Let  us  assume  that  we  are  considering  the  use  in  a  single 
engine  passenger  aircraft  of  a  x.ooo  h.p.  engine.  For  that 
power  we  must  accommodate  at  least  22  passengers,  and  we 
should  endeavour  to  allow  at  least  40  cubic  ft.  of  space  per 
head.  Is  such  a  fuselage  practicable  for  a  single-engined 
machine  ?  What  is  the  limiting  size  ?  How  is  propeller 
efficiency  likely  to  be  affected  ?  These  questions,  winch  also 


concern  the  practicable  size  of  twin-engine  aircraft,  are 
matters  on  which  1  foci  sure  that  engine  designers  would 
like  the  considered  views  of  aircraft  designers,  otherwise 
they  may  be  devoting  their  attention  to  engines  of  a  size 
likely  to  be  unsuitable  for  commercial  work  ’’ 

“  The  twin-engined  machine  has  some  advantages  over 
the  single-engined,  particularly  if  it  will  fly  on  one  engine. 
Greater  reliability  is  thereby  secured,  and  to  the  psychological 
desire  of  many  passengers  for  a  machine  with  more  than  one 
engine  is  added  the  greater  favour  with  which  insurance 
companies  may  regard  it," 

Salvage. — ”  From  the  insurance  point  of  view,  emergency 
exits  for  passengers  should  be  provided,  and  the  question 
of  salvage  is  of  some  importance.  Attention  to  details 
which  facilitate  quick  repairs  in  the  event,  of  trouble,  and  easy 
transport  of  spare  parts,  may  assist  a  constructor  in  obtaining 
the  favour  of  those  august  underwriters  whose  opinions  are 
reflected  with  much  emphasis  in  the  balance  sheet  of  the 
transport  firm." 

The  Discussion 

Tun  discussion  which  folllwed  the  reading  of  the  paper  was 
opened  by  Sir  Samuel  Instone,  Director  of  the  well-known 
Instone  Air  Line,  who  stated  that  he  was  not  a  technical 
man,  and  had  never  claimed  to  be  one,  representing  the 
commercial  side  solely.  He  stated  that  he  would  like  to 
emphasise  how  essential  it  is  that  the  Government  should 
help  financially.  Commerce,  he  said,  has  been  bled  white 
by  taxation,  and  it  was  no  good  expecting  financiers  in  the 
City  to  find  the  means  for  commercial  air  development. 
In  the  old  days,  there  was  plenty  of  money  in  the  City,  and 
financiers  were  able  10  find  the  money  for  the  development  of 
the  Mercantile  Marine.  As  things  are  at  present,  this  could 
not  be  repeated  on  behalf  of  Civil  Aviation,  and  the  Govern 
ment  simply  mast  assist.  The  percentage  set  aside  for  sub¬ 
sidies  was  totally  inadequate — £ 200,000 ,  out  of  a  total 
vote  of  ^16,000,000.  And  even  that  small  percentage,  he 
stated,  appeared  to  be  grudged.  To  him  it  seemed  that  the 
spirit  at  the  AiT  Ministry  was  not  how  best  to  spend  that 
^200,000.  but  "  How  much  can  we  save  out  of  the  ./ 200,000  ?  " 
Sir  Samuel  expressed  satisfaction  at  hearing  the  lecturer 
say  that  there  was  an  advantage  in  two-engined  machines, 
as  his  firm  had  always  found  that  the  public  were  more 
confident  in  a  twin-engined  than  in  a  single-engined  machine 
As  regards  the  question  of  giving  free  return  tickets  to  de¬ 
signers,  as  suggested  by  the  lecturer,  his  firm  had  always 
done  so  on  demand,  and  would  always  be  pleased  1o  do  so 
whenever  possible. 

Mr.  F.  Handley  Page  said  that,  in  his  opinion,  commercial 
aircraft  would  become  more  aud  more  specialised  as  time 
went  on,  and  he  thought  that  the  development  would  be 
towards  the  smallest  possible  head  resistance,  so  as  to  waste 
no  single  horse  power  that  could  be  saved,  Once  tti  the  air, 
one  would  throttle  down,  and  thus  spare  the  engine  as  much  as 
possible.  The  question  of  the  passengers'  comfort  was  a 
very  important  one,  and  especially  that  of  ventilation. 
With  reference  to  the  suggestion  of  giving  free  tickets  to 
designers,  Mr.  Handley  Page  caused  much  amusement  by 
saying,  jokingly,  that  perhaps  his  machines  had  not  so  many 
seats  to  spare  as  those  of  Sir  Samuel,  but  that  nevertheless 
he  would  promise  to  do  what  he  could.  He  was  pleased  to 
hear  twin-engined  machines  spoken  so  well  of,  the  more  so  as 
a  distinguished  member  of  the  Royal  Aero  Club  had,  that 
very  afternoon,  slated  him  for  saddling  commercial  aviation 
with  some  of  the  most  damnable  creations  in  the  way  of 
out-of-date  twin-engined  machines.  He  was  glad  to  hear 
other  people  confirm  the  faith  of  the  public  in  twin-engined 
'buses, 

Major  C.  C.  Turner  disagreed  with  the  lecturer  iu  considering 
Great  Britain  too  small  for  air  lines,  mentioning  several 
distances  which  exceeded  that  of  the  London-Paris  services. 
He  thought  that  the  public  faith  in  twin-engined  machines 
was  largely  caused  by  lack  of  information,  and  did  not  think 
that  a  well-designed  single-engined  machine  was  any  less 
safe  than  a  twin-engined  one. 

Major  Kennedy  was  somewhat  disappointed  with  the  small 
attention  given  in  the  paper  to  specialised  aircraft.  From 
the  title  of  the  paper,  he  had  expected  to  hear  something 
about  special  types  for  mails,  parcels,  etc.,  as  well  as  about 
passenger  machines.  He  also  would  like  to  emphasise  the 
necessity  for  strong  Government  support. 

In  his  reply,  Commander  Beatty  said  he  agreed  that  he 
had  said  nothing  about  specialised  machines  for  mails  and 
parcels,  chiefly  (amid  merriment),  he  said,  because  he  regarded 
the  present  machines  as  mail  and  parcels  machines,  and  not 
really  fit  for  passenger  carrying. 

Finally,  Sir  Samuel  Instone  stated  that  it  might  interest 
those  present  to  hear  that  his  firm  had  ordered  three  machines 
specially  designed  for  carrying  goods  and  parcels, 
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London  Gazette,  January  >,,  i')22 
A/  emorandu 

Lieut. -Col.  (ar.t".  Col.)  I  Curtis,  M.A.,  A.M.J.M.E  ,  relinquishes  his  temp. 
<<>mmn.  aud  retains  rank  of  Col.  ;  Oet.  1,  1020  (substituted  for  Gazette, 
Dee  7,  1920).  Lieut.  R.  C.  Macpherson  {Lieut.,  Black  W.)  relinquishes  his 
teuip.  K.A.F.  conitnu.  oti  return  to  Army  duty  ;  March  38,  1910. 

I  nc  b'Bg.  are.  deprived  of  permission  to  retain  their  ranks  on  convictiun 
by  the  Civil  Power. — Sec.  Lieut.  H.  La  Touche  Templeton  ;  Nov.  8,  1921. 
Lieut.  W.  A.  C.  Ducketts  ;  Oct.  iK,  1921. 


Two  cadets  are  granted  hon,  commits,  as  Sec.  Limits.,  with  effect  from 
dates  of  their  demobilisation. 

London  Gazelle,  January  6,  1933 
General  Dimes  Branch 

O.  A.  F.  Buck  nail  is  granted  a  perm,  commn,  as  a  Pilot  OtTr.,  with  effect 
from  Dec.  30,  1921,  and  with  seny.  Dec.  30,  tt> 29.  Pilot  Ollx.  on  prolm. 
H.  J.  To  ye  is  confirmed  in  rank  ;  Nov.  9,  1921, 

Memorandum 

Hon.  Sec.  Lieut.  F.  J.  Gichard  relinquishes  his  hon.  comnan.  on  appt.  to 
T.F.  Dec.  22,  1921, 


ROYAL  AIR  FORCE  INTELLIGENCE 


1  r  is  notified  that  Air-Commodore  F.  C.  Kalahari,  C.M.G.,  D.S.O.,  M.W.O., 
assumed  duty  as  Director  of  Aeronautical  Inspection  on  January  3,  1922. 
Tins  post  iva-  formerly  held  by  Brig.-Gen.  K.  K.  Bagnall-Wibl,  C.M.G 
C  .B.R  ,  who  recently  succeeded  Air-Commodore  LI.  K.  M.  Brooke-Popham ’ 
C.B.,  C.M.G.,  D.S.O..  A.P.C.,  as  Director  of  Research  on  the  appointment  of 
the  latter  as  Commandant  of  the  Royal  Air  Force  Stafl  College,  on  formation. 

the  following  other  appointments  in  the  Roval  Air  Force  are  notified  :-- 
lVir>g-f\mm<mter->  C.  L.  C.  Stanford,  D.S.O.,  M.'B.,  B.Sr.,  from  Headquarters, 
Inland  Area,  to  Inspectorate  of  Recruiting  (Coastal  Area)  as  Medical  Inspec  tor 
ot  Recruiting.  19.12. 21.  M.  G.  Christie,  C.M.G. ,  D.S.O..  M.G..  from  Air 
Ministry  (Controller  General  of  Civil  Aviation)  to  R  A  Y.  Dep6t  (Inland  Area). 
(Supernumerary.)  1.1.22.  A.  V.  Bettingtoil,  C.M.G  ,  from  Headquarters 
No.  11  (Irish)  Wing  to  School  of  Military  Administration.  Attached  for 
Senior  Officers’  Course  of  Instruction.  13. 1.23.  II  R.  Nicholl,  0.B.F.., 
from  Headquarters,  Inlaud  Area,  to  School  of  Military  Administration 
Attached  for  .Senior  Officers’  Course  of  Instruction.  13.1.2-2.  H.  S.  Turner, 
M  BY.,  D.T.M.,  from  Headquarters,  No.  t  School  of  Technical  Training 
(B.oys)  (Hal ton)  to  School  ol  Military  Administration.  Attached  for  Senior 
Officers'  Course  of  Instruction.  t3.r.-22. 

Squadron  Leaders  W.  R.  Read  M.C..  D.F.C.,  A. F.C. ,  from  No.  ain  Squadron 
(Middle  Last  Area)  to  R  A  F,  pepfit  (Inland  Area).  28. 11.21.  N.  C.  Spratt 
from  School  of  Naval  Co  operation  and  Aerial  Navigation  (Coastal  Area)  to 
An  Ministry  (Directorate  of  Research)  12.1.22.  A.  £.  Gaskell,  D.S.C., 
from  Headquarter,,  Coastal  Area,  to  No.  29  Group  Headquarters  (Coastal 
Area).  25,1.22. 

Squadron  Leaden  E.  W.  Craig,  M.C.,  M  B,,  from  No.  2  Flying  Training 
School  (Inland  Area)  to  RAF.  DcpOt  (Inland  Area).  (Supernumerary) 
Attar  bed  for  Mu  porarv  duly  to  Air  Ministry  (Directorate  of  Medical  Services). 
9-  *  -  -  G.  S.  Marshall .  U.R.L.,  from  Research  Laboratory  and  Medical 
'  >fficer$  School  ol  In-.tiuctiou  (Inland  Area)  to  R.A.F.  Dcpdf  (Inland  Area). 
(Supernumerary.)  Whilst  on  Study  Leave.  2.1.32.  G.  H.  Bowman,  D.S.O., 
Ml,.,  DLL,  I  toil  1  School  of  Naval  Co-operation  and  Aerial  Navigation 
(Lciasta.1  Area)  to  R  A  F,  Dcpdt  l Inland  Area).  (Supernumerary.)  Attached 
to  Central  Living  School  (Inland  Area)  (or  Living  Refresher  Course,  pending 
embarkation  overseas.  16.1.22.  G  W.  Roberts  M.C.,  from  Air  Ministry 
(Director-General  of  Supply  and  Research)  to  R.A.F.  Depftt  (Inland  Area) 
(Supernumerary.)  12.1.22.  To  join  31.1.22.  C.  H.  ElHfltt- Smith,  A.F.C., 
Iniui  R.A.l  Depdt  (Inland  Area)  to  Headquarters  (Inlaud  Area).  13.1.22. 
W  0  Hargrave,  O.B.L.,  from  Central  J  lying  School  (Inland  Area)  to  Head- 
quarters  R  AJ1,,  India.  31.12. ax. 

Flight- Lieutenant::  J.  K.  Summers,  MC..  Irom  No.  2  Flying  Training  School 
lliilaud  Ar,  i|  to  N'o.  5  Flying  TrainiriR  School  (Inland  Area),  18.1,22.  A. 

1  from  K.A.F.  DepOt  (Inland  Area)  to  Aeroplane  Experimental  Establish- 
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merit  (Inland  Area),  9.1,22.  G.  E.  Godsave,  from  Air  Pilotage  School 
(Cadro)  (Inland  Area)  to  Admiralty  Compass  Observatory.  23.1.22.  J.  W. 
Woodhousc,  D.S.O.,  M.C.,  from  Inter-Allied  Aeronautical  Commission  ot 
Control  (Hungary)  to  R.A  F  DepOt  (Inland  Area).  (Supernumerary,) 
20.i2.3x.  C.  H.  Keith,  from  School  of  Naval  Co-operation  and  Aerial  Naviga¬ 
tion  (Coastal  Area)  to  No.  230  Squadron  (Costal  Area).  2.1.22.  I.  T.  Lloyd, 
from  School  of  Naval  Co-operation  and  Aerial  Navigation  (Coastal  Area)  to 
No.  2  Flying  draining  School  (Inland  Area).  2.1.22.  H.  E  P.  WigKlesworth 
D.S.C.,  from  Air  Ministry  (Directorate;  of  Equipment)  to  R. \Y.  DepOl 
(Inland  Area).  (Supernumerary).  19.1.22.  B.  C.  Adamson,  from  Inland 
Area  Aircraft  DcpOt  (Inland  Area)  to  R.A.F.  Cadet  College  (Flying  Wing) 
(Cranwell).  9.1.22.  J  W.  Harper,  M.D.,  to  Research  Laboratory  and 
Medical  Officers  School  of  Instruction  (Inland  Area).  (In  appointment  to 
short  service  commission.  12.12.21  O.  A  rater,  to  R.A.F.  DepOt  (Inland 
Area),  on  attachment  to  Royal  Air  Force- from  Army  Dental  Corps.  30.xx.2r. 
To  Electrical  and  Wireless  School  (Inland  Area).  17.12. 21  J.  V.  Read 
M.B.E.  The  recent  notification,  wherein  this  oflicet  was  posted  from  Inland 
Area  Aircraft  Depdt  to  R.A.F.  Cadet  College  (Flying  Wing)  is  hereby  cancelled. 

Flight  Lieutenants  A.  W.  Fletcher,  D.F.C.,  A.F.C.,  from  R.A.F.  Base 
Leuchars  (No.  3  Squadron)  (Coastal  Area),  attached  to  H.M.S.  ‘’  Argus  '’' 
for  flying  duties.  7.1.22,  L.  C.  Keeble,  from  R.A.l'.  Base,  Leuchars  (205 
Squadron)  (Coastal  Area).  Attached  to  H.M.S.  Argus,’’  ior  dying  duties. 
7.1.22.  H.  V.  German,  from  R.A.F.  Base,  Leuchars  (Coastal  Area)  to  half-pay 
list.  3712.21,  E.  A.  Fawcus,  from  No.  6  Squadron  (Middle  East  Area) 
to  K.A.F.  Depflt  (Inland  Area).  (Supernumerary.)  4.11.21.  H.  O,  Long, 
D.S.O.,  from  R.A.F.  Depdt  (Inland  Area)  to  Instrument  Design  Establish¬ 
ment  (Inland  Area).  5.1.22.  W.  Wilson,  from  R.A.F.  Dep6t  (Inland 
Atea)  Vi. No’  1  stores  Depdt.  12.1.22.  F.  G.  M.  Williams,  from  British 
Naval  Mission  (Greece)  to  R.A.F.  Depdt  (Inland  Area).  (Superxiumerarv.) 
31. 12.21.  To  join  2S.1.22.  L.  H.  SUtter,  O.B.E.,  D.S.C-.,  D.F.C.,  from  No. 
203  Squadron  (Coastal  Area)  to  half-pay  list.  11.1.22.  P.  J.  Wiseman 
from  Air  Pilotage  School  (Cadre)  (I  land  Area)  to  Central  Pay  Office  (iulnd 
Area).  1.1.22.  0.  W.  de  Putron,  from  Experimental  Section,  Royal  Aircratf 

Establishment  (Inland  Area)  to  School  of  Arrny  Co-operation  (Inland  Area) 
18.1.32.  W.  J.  King,  D.C.M.,  from  Headquarters,  R.A.F.,  Cranwell  to  No.  1 
Stores  Depdt.  33.1.22.  E.  S.  Bake_r,  from  No.  1  Stores  Depdt  to  No.  4 
Stores  Depdt.  17.1.22.  T.  Bell,  M.M.,  from  No.  3  stores  Depdt  to  the 
Packing  Depdt.  17.x. 22.  H.  S.  Scxoggs,  from  No.  j  Riving  Training  School 
(Middle  East  Area)  to  No.  45  Squadron  (Middle  East  Area).  6.r2.2x.  N.  H. 
Bottomley,  A.F.C.,  from  Egyptian  Group  Headquarters  (Inland  Area)  to 
Headquarters  (Middle.  East  Area).  7.11.21.  E.  M.  Casbmore.,  from  Stores 
Depdt,  Egypt  (Middle  East  Area)  to  Headquarters  (Middle  East  Area). 
T.X2.31.  F.  Y  Allen,  from  R.A.F  Depdt  (Inland  Area)  to  No.  2  Flying 
Training  School  (Inland  Area).  4.1.22. 
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THE  ROYAL  AIR  FORCE  MEMORIAL  FUND 


\  meeting  of  the  Executive  Committee  of  the  above 
Fund  was  held  at  No.  7.  Iddesleigh  House,  Caxton  Street, 
S.W.  1,  at  3  p. m  ,  on  Wednesday,  January  4,  1922.  The 
following  members  of  the  Committee  were  present : — Lord 
Hugh  Cecil  (Chairman),  Dame  Helen  Gwynne-Vaughan, 
.Mrs.  Barrington-Kennett,  Air  Vice-Marshal  A.  V.  Vyvyan, 
Messrs.  F.  E.  Kosher  and  II.  E.  Perrin. 

Letters  of  regret  for  non-attendance  were  received  from. 
Lady  Leighton,  .Major-General  Sir  Sefton  Braricker,  and  Mr 
Walter  Field. 

The  usual  financial  statements  and  the  list  of  grants  made 
since  the  last  meeting,  held  on  December  7,  igar,  were 
submitted  and.  approved.  The  amount  of  Grants  made  was 
ii°i  fJ-L  ,  which  is  a  considerable  reduction  on  the  average 


amount  of  the  previous  few  months  The  chief  matter  on 
the  Agenda  was  the  R.A.F.  War  Memorial,  and  much 
progress  was  made  in  this  matter,  and  it  was  resolved  that 
matters  of  subordinate  importance  in  connection  with  the 
Memorial  should  be  left  to  the  decision  of  the  War  Memorial 
Sub-Committee,  and  it  is  hoped  that  within  a  very  short 
trine  the  actual  execution  of  the  Memorial  on  the  Thames 
Embankment  will  be  commenced. 

The  Secretary  was  instructed  to  prepare  the  Annual 
Report  for  1921.  on  the  lines  of  the  one  issued  for  1920, 
and  it  is  hoped  to  have  this  Report  issued  by  the  end  of 
February. 

The  next  meeting  of  the  Committee  was  fixed  for  Wednesday, 
February  15,  1922,  at  3  o’clock. 
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Royal  Air  Force  Sports  Board. 

The  following  fixtures  have  been  arranged  for  January  : — 
January  7.  Rugby  (R.A.F.  v.  Northampton,  at  Northamp¬ 
ton)  ;  11,  Rugby  (R.A.F  v.  Guy’s  Hospital,  at  Honor  Oak)  ; 
11.  fencing  (R.A.F.  v.  Bertrand's  Academy,  at  Hanover 
Square)  ;  19,  Rugby  (R.A.F".  v.  Blackheath,  at  Blackheath)  ; 
•:  1  to  28,  Association  (R.A.F.  Memorial  Fund  Football 
Week,  at  Blackheath)  ;  28,  Rugby  (R.A.F.  v.  Llanelly,  at 
Llanelly). 

R.A.F.  (Cadet)  College 

l  he  following  is  a  list  of  Cadets,  in  order  of  merit,  who 
passed  out  of  the  Royal  Air  Force  (Cadet)  College  in  the 
December  examinations  :  -Mills,  G.  H.  (awarded  Fellowes 
Memorial  Prize),  Barratt,  J.  B.,  Waite,  R.  N,,  Akerman, 
M  J.  M.,  Revington,  A.  P..  Hayter-Hames,  N.  C.  (awarded 
K  M.  Groves  Memorial  Prize),  Mackay,  M.  B.,  Whelan,  R.  D., 
Shepherd,  C.  (subject  to  completion  of  flying  training). 
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Mangles,  R.  A.  R.,  Brown,  J.  R.,  Spaight,  R,  H.  S.  (subject  to 
completion  of  flying  training),  Bernard-Smith,  G.  C.  R., 
Rowe,  F.  C.  T.,  Bonham  Carter,  D.  P.  F.,  Mitchell,  F.  G.  S., 
Brook,  W.  A.  D.,  Gore,  C.  W.,  Stone,  R.  A.  B.,  Falconer,  C.  L. 
(awarded  Sword  of  Honour),  Coonibe,  G.,  Desmond,  D.  J., 
Gay,  G.  W.,  Lacey,  E.  V.  S.,  Springfield,  C.  M  O.  C.,  Stone, 
C.  j.,  Pontifex,  R.  W,,  German  Williams,  M.  H.,  Hawtrey, 
J.  G. 

The  Art  of  “  Press  Cutting  ”  Agencies 

Like  most  newspapers,  Flight,  under  arrangements, 
receives  newspaper  references  to  matters  that  specially 
concern  11s — to  wit,  aviatie.  At  times  we  are  favoured  with 
some  weird  and  wonderful  selections  accordingly,  but  the 
Christmas  festivities  account  for  one  cutting  which  brought 
us  up  with  a  jerk  ;  ‘‘ A  night,  of  Flying  Chimney-pots."  And 
then  there  are  folk  who  maintain  aviation  has  made  no 
progress. 


January  is,  1922 


Washington  and  Aircraft 

As  was  expected  from  the  first,  the  Washington  Con¬ 
ference  has  realised  the  difficulties  of  any  attempt  to  limit 
the  construction  of  aircraft  and  at  the  same  time  avoid 
handicapping  the  development  of  aviation  for  commercial 
purposes. 

On  January  9,  the  representatives  of  the  Five  Powers 
accordingly  arrived  at  the  conclusion  that  it  is  impossible 
at  present  to  limit  the  development  or  the  use  of  aircraft, 
and  adopted  a  resolution  recommending  the  creation  of  an 
international  Commission  to  study  the  question  with  a  view 
to  future  limitation. 

1  his  is  in  harmony  with  the  report  of  the  Sub-Committee 
upon  the  subject,  which  was  of  the  opinion  that  it  is  impossible 
to  limit  the  size  and  use  or  characteristics  of  aircraft  other 
than  lighter-than-air  machines,  and  that  the  question  of 
restricting  aircraft  in  war  should  be  left  open  for  a  future 
conference. 

French  1922  Air  Budget  Details 

Last  week,  details  of  the  French  Air  Budget  for  1922 
were  available,  and  total,  as  passed  by  Parliament,  to  just 
imder  436  million  francs.  The  main  appropriations  are : 
Minister  0]  War  :  For  Home  Squadrons,  214,287,300  francs  ; 
Algeria  and  Tunis,  9,936,490  francs;  Morocco,  22,173,092 
francs.  Total,  246,397,082  francs.  Under  Secretary  of 
State  Department  for  Aeronautics  :  147,210,970  francs,  which 
includes  foreign  air  attaches,  200,000  francs  ;  technical 
service,  3,400,000  francs  ;  prizes  and  subsidies  for  commercial 
aviation,  45,382,000  francs. 

Ministry  of  Marine  :  37,318,543  francs. 

Ministry  of  Colonies  .  4,991,000  francs. 

Air  Traffic  at  Bourget,  the  Paris  Air  Port 

Ok  considerable  interest  and  importance  are  the  figures 
now  available  for  the  past  year’s  growth  of  flights  and 
passengers  and  freights  carried.  For  the  month  of  December, 
the  figures  are  :  14s  flights  (arrivals  and  departures).  359 
passengers.  7,277  kilogs.  of  freightage,  and  84  kilogs.  of  mails. 
For  the  full  12  months  to  December  31,  1921,  last  (compared 
with  1920)  the  figures  are ;  Flights,  4,022  (3,359  in  1920)  ; 
passengers,  13,369  (6,850  in  1920)  ;  goods,  150,309  kilogs 
(120.745  in  1920)  ;  mails,  3,308  (1,474  in  1920).' 

1  hese  figures  are  for  the  airways  in  operation  between  Paris 
and  London,  Paris-Brussells-Amsterdam,  Paris- Strasbourg- 
Frague-W arsaw,  Paris- Amsterdam  and  Paris- Havre. 

Rumpler’s  Figures  in  Germany  for  1921 

Ovt.r  the  Berlin -Augsburg  air-route,  which  the  Rurnplrr 
Co.  har  e  been  exploiting,  the  totals  for  1921  are  given  as 
1,244  passengers  and  3,286  kilogs.  of  mails  carried. 

The  Use  of  Light  as  an  Aid  to  Aerial  Navigation 

A  discussion  upon  the  above  important  subject  will 
be  opened  by  Lieut. -Col.  L.  F.  Blandy,  D.S.O..  at  the  Royal 
Society  of  Arts,  at  S  p.in.,  ou  January  31,  under  the  auspices 
of  the  Illuminating  Engineering  Society.  At  this  joint 
meeting  with  the  Royal  Aeronautical  Society,  Major-General 
Sir  Frederick  Sykes  will  preside. 

Syria  and  Aviation  Development 

A  new  air  service  has  been  instituted  in  Syria  between 
Latakia  and  Homs.  Two  journeys  each  way  are,  according 
to  the  Paris  7 mips,  made  per  week,,  as  on  the  similar  services 
between  Aleppo  and  Deir-Zor,  Aleppo  and  Aintab,  and  Aleppo 
and  Alexandretta.  Services  are  also  to  be  opened  between 
Damascus  and  Palmyra  and  Damascus  and  Soweida  (Hainan). 
A  number  of  packages  were  carried  on  the  Levant  services, 
and  in  November  31  wounded  or  sick  were  evacuated  by 
aeroplane  without  accident. 

The  London  Aero- Models  Association 

A  general  meeting  of  the  above  Association  was  held 
on  Thursday,  January  5.  at  20,  Great  Windmill  Street, 
Piccadilly,  W.  1,  when  29  members  had  the  pleasure  of 
listening  to  a  very  interesting  lecture  by  Mr  F.  J.  Camm 
on  the  subject  of  gears.  A  general  debate  followed,  many 
members  joining  in.  Messrs  W  G.  Evans  and  Sons  have  very 
kindly  presented  a  prize  of  /a  2$.  to  be  competed  for  by  the 
members  during  the  coining  flying  season.  An  important 
general  committee  meeting  will  be  held  on  Thursday.  January 
12.  On  January  19  all  members  arc  specially  requested  to 
attend  a  general  meeting,  when  the  election  of  the  officers 
who  will  hold  office  for  the  ensuing  twelve  months  will  take 
place,  and  other  business  will  be  discussed. 

Meetings  are  held  every  Thursday,  at  20.  Great  Windmill 
Street,  Piccadilly,  W.  r,  commencing  at  7.30  p.m.  prompt 
Membership  forms  can  be  bad  from  the  Hon.  Sec.,  Mr.  A  E. 
Jones,  48,  Narcissus  Road,  West  Hampstead,  N.W.  6. 


SIDE-WINDS 

From  the  other  side  of  the  Atlantic  comes  quite  an 
interesting  little  pamphlet,  entitled  the  “Text  Book  of 
Aeronautical  Lubrication.'1  It  is  published  by  the  C.  J... 
Maguire  Petroleum  Co.,  of  Chicago,  one  of  the  “  big  ”  lubricat¬ 
ing  oil,  etc.,  concerns  of  America,  and  the  makers  of  “  La  keside 
Aviation  Oil."  The  first  half  of  this  work  is  devoted  to  the 
qualities  of  the  above  oil,  and  to  lubrication  problems  (avia t  ic) 
in  general,  whilst  the  second  half  consists  of  a  very  com¬ 
prehensive  “  chart "  of  troubles  experienced  with  aero¬ 
engines,  their  causes  and  remedies.  Two  interesting  diagrams 
are  also  included,  showing  an  aero-engine  (Hall  Scott)  with 
the  lubrication  of  all  the  important  parts  graphically  set 
out. 


I  he  second  annual  Martleshain  Heath  Reunion  Dinner 
(tickets  17s.  6 d.  each)  will  be  held  on  Friday,  January  20,  at 
the  C aie  Royal,  Regent  Street,  London,  W.,  at  7  p  m.,  when 
the  Chair  will  be  taken  bv  Brig. -Gen.  R.  K.  B agnail  Wild, 
C.M.G.,  C.B.E. 

Will  all  former  members  of  the  Station,  please  communicate 
with  tapt.  P.  G.  Robinson,  Room  A.  139,  Air  Ministry, 
London,  W.C.  2  ? 

m  m  m  m 

PUBLICATIONS  RECEIVED 

Technical  Nate  No.  75.  Effects  of  Varying  the  Relative 
Vertical  Position  o)  W  ing  and  Fuselage.  By  I.  i’randtl. 
National  Advisory  Committee  for  Aeronautic  Navy  Building, 
Washington,  P.C.,  US  A. 

Report  No.  118.  The  Pressure  Distribution  over  the  Hori¬ 
zontal  fJ  ml  Surfaces  of  an  Airplane.  National  Advisory 
Committee  for  Aeronautics,  Navy  Building,  Washington, 
P.C.,  U.S.A. 

in  hnicul  Note  No.  76.  A  Mechanical  Device  for  Illmlvnl- 
ing  Airplane  Stability.  By  F.  E.  Norton.  National  Advisory 
Committee  for  Aeronautics,  Navy  Building,  Washington, 
D  C..  U.S.A. 

*  m  m  « 

AERONAUTICAL  PATENT  SPECIFICATIONS 

Abbreviations  :  ryl.  ■*  cylinder  ;  l.C.  •=  internal  combustion;  ra.  —  motors 
the  uuiabert  in  brackets  are  those  under  which  the  Hprerhoathnis  n’t!/ 
be  printed  and  abridged,  etc. 


APPLIED  FOR  IN  1919 

PaWinhed  January  12,  1933 

32,115.  Baron  R,  t>t.  T'Serclah.*.  Rotaiy  explosion  engines. .  I47-.56  ■  t 


APPLIED  FOR  IN  1920 

Published  January  13,  19-03 
J.  Drmijcratib.  Parachutes.  (173,670.) 
15.964  and  15,965.  Dayiox-Wkwht  Co.  1.0.'  er.iri 


>9,39$. 


145.409,  J 
11,  JUKKBKS. 


I.C.  engines.  (147,219.) 


(*+6,944 
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If  you  require  anything  pertaining  to  aviation,  study 
“  Flight’s"  Buyers’  Guide  and  Trade  Directory, 
which  appears  in  our  advertisement  pages  e-ach 
week  (see  pages  Ui  and  xii). 

NOTICE  TO  ADVERTISERS 
All  Advertisement  Copy  and  Blocks  must  be 
delivered  at  die  Offices  of  “Flight,”  36,  Great 
Queen  Street,  Kings  way,  W.C.  2,  not  Inter  than 
V2  o’clock  on  Saturday  In  each  week  for  the  following 
week’s  Issue. 


FLIGHT 

The  Aircraft  Engineer  and  Airships 
36,  GREAT  QUEEN  STREET,  KINGSWAY,  W.C.  2. 
Telegraphic  address  :  Truditur,  Westcent,  Loudon. 
Telephone :  Gerrard  1828. 

SUBSCRIPTION  RATES 

"  Flight  "  mill  be  forwarded,  post  free,  at  the  following  rates 
United  Kingdom  Ahroad* 

s.  d,  s.  d. 

3  Months,  Post  Free...  773  Months,  Post  Free...  8  3 

6  >»  ..  —15  2  6  „  ...16  6 

12  »  •’  --30  4  12  ,,  „  ...33  o 

These  rates  are  subject  to  any  alteration  found  necessary 
under  abnormal  conditions  and  to  increases  in  postage  rates. 

*  European  .subscriptions  must  be  remitted  in  tiritisk  currency 
Cheques  and  Post  Office  Orders  should  be  made  payable  to  the 
Proprietors  of  ’*  Flight,"  36,  Great  Queen  Street,  Kingswav, 
W.C.  2,  and  crossed  London  County  and  Westminster  Bank, 
otherwise  no  responsibility  will  be  accepted. 
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FLIGHT  BUYERS'  GUIDE  AND  TRADE  DIRECTORY —continued 
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XVBRlCATING  OILS 

Wakefield,  C.C.,  &  Co..  Ltd.,  Cheapride,  E.C. a. 
Central  >156(3  lines);  “Cheery,"  Cent.  London. 


machining 

Amoit  &  Harrison,  Ltd.,  Hythe  Road,  Willesden 
junction.  Willesden  22 97. 
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EDITORIAL,  COMMENT 

N  our  issue,  of  October  13,  1921,  we 
published  the  report  of  the  Court  of 
Enquiry  appointed  to  look  into  the 
circumstances  occasioning  the  loss  of 
H.M.  Airship  <f  R  38,”  and  the  Air 
Council's  statement  on  the  report. 
We  also  published,  in  the  same  issue, 
a  communication  from  the  Secretary 
of  the  Admiralty  to  the  effect  that  the  Admiralty 
were  conducting  a  full  investigation  into  the  history 
of  the  design  of  the  airship  and  of  the 
Admiralty  stages  of  its  construction  up  to 

on  “R.38.”  October,  1919,  when  the  responsibility 
for  the  design  and  construction  of 
airships  was  transferred  to  the  Air  Ministry.  The 
Admiralty  report  has  now  been  issued,  and  is 
published  elsewhere  in  this  issue. 

The.  main  conclusions  to  be  drawn  from  the  report, 
are  that  the  Admiralty  have  come  to  the.  decision 
that,  although  the  design  was  an  advance  on  anything 
hitherto  attempted,  it  did  not  incorporate  any  novel 
features  which  would  affect  the  strength  and  safety 
of  the  ship,  and  that  no  undue  risk  was  taken  in  the 
design.  Briefly,  the  report  states  that  during  the 
period  when  the  design  of  this  airship  was  in  prepara¬ 
tion,  the  Director  of  Airship  Production  was  res¬ 
ponsible  for  the  design  and  manufacture.  His  instruc¬ 
tions  required  him  to  keep  in  close  touch  with  the 
Superintendent  of  Airships,  who  was  responsible  for 
the  formulation  of  general  requirements  in  respect  of 
the  equipment  and  fittings  of  airships  and  for  the  final 
trial  and  acceptance  of  airships  from  the  point  of 
view  of  utility  and  fighting  efficiency.  The  general 
requirements  for  new  airships — i.e.,  the  performances 
of  which  they  were  to  be  capable  were  laid  down  by 
the  Naval  Staff,  the  Air  Division  of  which  acted  as 
liaison  with  the  Air  Ministry. 

During  the  summer  of  1918  the  problem  of  improved 
airships  received  a  great  deal  of  attention,  and  it  was 
found  that,  to  meet  the  latest  requirements  (long 
range,  high  speed,  and  a  high  ceiling)  it  would  be 
necessary  to  build  a  very  large  ship.  (These  require¬ 
ments  were,  of  course,  drawn  up  by  the.  Naval  Staff 
of  the  Admiralty.)  As,  however,  no  constructional 
sheds  were  available  which  were  large  enough  to 
enable  the  construction  to  be  carried  out,  it  was 
decided  that  the  requirements  of  the  Naval  Stall 
should  be  revised  so  as  to  fall  within  the  limitations 
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imposed  by  existing  constructional  slieds.  The 
revised  requirements  were  considered  at  a  conference 
of  the  Director  of  Air  Division,  the  Director  of  Plans, 
the.  Superintendent  of  Airships,  and  the.  Director  of 
Airship  Production.  The  design  recommended  by  this 
conference  was  approved  by  the  Board  of  Admiralty, 
and  work  was  commenced. 

From  this  stage  m  the.  report  and  onwards  it  is 
interesting  to  compare  the  points  brought  forward  by 
the  Court  of  Enquiry  with  the  statements  contained 
in  the  Admiralty  report.  The  former  states  that 
"  having  regard  to  the  great  differences  in  require¬ 
ments  between  H.M.  Airship  '  R  38  ’  and  previous 
British  airships,  the.  design  should  have  been  examined 
by  an  official  and  competent  Committee  before  actual 
construction  was  commenced.'  ’  The  Admiralty  report 
maintains  that  although  the  requirements  for  which 
■'  1C  38  ”  was  designed  were  in  advance  of  those  affect¬ 
ing  previous  ships  they  “  did  not  involve  the  introduc¬ 
tion  of  any  new  principle,  and  on  that  account  the 
design  cannot  be  considered  a  novel  one.”  Regarding 
the  suggested  discussion  by  an  official  and  competent 
committee,  the  Admiralty  report  maintains  that 
“  there  was  at  the  time  no  body  in  existence  which 
could  have  been  called  in  to  advise  on  the  structural 
strength  of  ‘  R.  38.’  Practically  all  the  expert  opinion 
which  could  have  been  of  any  assistance  was  already 
engaged  upon  the  work.  Had,  therefore,  any  special 
committee  been  formed  before  the  construction  of 
'  R.3S’  was  commenced,  it  would  necessarily  have  been 
composed  mainly  of  these  Admiralty  and  Air  Force 
expert  officers.”  The  Admiralty  report  further  points 
out  that  the  Director  of  Airship  Production  was  a 
member  of  the  Advisory  Committee  for  Aeronautics, 
and  that  the  Airship  Production  Department  was  in 
constant  touch  with  the  National  Physical  Laboratory 
and  received  much  information  from  the  experiments 
carried  out  there.  This  last  Admiralty  statement  is 
evidently  a  reply  to  the  suggestion  of  the  Court  of 
Enquiry  that  “  it  appears  evident  that  in  some  cases 
there  was  a  lack  of  vital  aerodynamic  information  as 
to  the  effect  of  the  modifications  on  the  strength  of 
the  structure.” 

Altogether,  the  Admiralty  report  does  not  seem  to 
carry  the  matter  much  farther.  It  appears  to  us  that 
neither  one  side  nor  the  other  has  advanced  any  real 
proof  one  way  or  the  other.  One  side  says  the  design 
was  not  greatly  different  from  previous  ones.  The 
other  maintains  t,hat  the  new  requirements  were  far 
ahead  of  anything  previously  demanded  of  British 
airships.  The  sum  total  appears  to  be  that  we  are 
no  nearer  than  we  were  to  knowing  who,  if  anyone, 
was  to  blame  for  the  regrettable  accident.  There  can 
be  little  doubt  that  “  R.  38  ”  did  differ  materially  in 
design  from  previous  British  airships,  and  represented 
an  attempt  to  catch  up  with  the  Germans  by  original 
design  instead  of  being  content  with  copying.  The 
requirements  were  certainly  exacting,  and  as  the 
airship  was  meant  for  war  purposes  a  certain  amount 
of  risk  had  to  be  taken.  In  other  words,  if  the  airship 
was  to  do  its  work  it  had  to  be  lighter — and  conse¬ 
quently  possibly  have,  a  smaller  factor  of  safety — 
than  previous  ships.  Equally  certainly  there  can  be 
no  doubt  that  those  responsible  for  the  design  firmly 
believed  that  everything  had  been  done  to  make  the 
ship  sufficiently  strong.  It  is  just  in  the.  interpreta¬ 
tion  of  the  word  ‘  sufficiently  ”  that  there  can  be  an 
opening  for  differences  of  opinion.  Airship  design  is 
not  yet  an  exact  science — far  from  it — and  much  has 
to  be  done  by  empirical  methods,  which  may  fail  to 
foresee  all  the  factors  entering  into  the  equation. 


The  Germans  have  reached  their  present  high  status 
in  airship  design  and  construction  through  full  scale 
experiments  extending  over  twenty  years  or  more, 
When,  under  the  stress  of  war  requirements,  we 
attempted  to  take  a  short  cut  by  trusting  to  calcula¬ 
tions  to  take  the  place  of  long  practical  experience, 
we  made  a  mistake  which,  unfortunately,  cost  us  very 
dearly.  Taking  into  consideration  all  the  conflicting 
requirements,  and  the  peculiarly  difficult  conditions 
under  which  the  ship  was  built,  we  do  not  really 
think  that  there  can  be  any  question  of  blaming 
anyone  in  particular.  Let  it  be  remembered  that, 
had  the  accident  not  occurred,  the  weakness  might 
have  remained  undiscovered,  and  more  ships  might 
have  been  built  suffering  from  the  same  defect.  As 
it  was  we  learned,  in  that  short,  intense  period,  a 
great  deal  about  airship  design  and  construction 
which  we  should  not  otherwise  have  known.  If  it 
were  not  for  the  hideous  loss  of  valuable  lives,  there 
would  be  little  to  regret  having  regard  to  the  set  off 
of  experience  gained, 

*0*  ♦  <•> 

“  Boats  ^  is  with  considerable  satisfaction  that 
that  Fly.”  we  110  h-  the  subject  of  Major  Humes 
juvenile  lecture  to  the  R.Ae.S.  was 
“Boats  that  Fly.”  We  have  in  this  country  sadly 
neglected  the  seaplane  in  the  past,  and  although  there 
are  now  signs  of  an  awakening  realisation  of  the 
importance  of  this  type  of  craft  to  an  Empire  like 
ours,  there  is  still  room  for  vigorous  propaganda 
among  those  who,  by  the  time  aviation  takes  its  due. 
place  in  the  affairs  of  the  world,  will  be  the  men  and  . 
women  to  *'  see  it  through.”  We  would  like  to  point 
out  that  the  subject  is  one  which,  although  suitably 
treated  with  a  view  to  the  particular  audience,  is  one 
of  the  greatest  importance  to  those  of  us  who  can 
scarcely  any  longer  come  under  the  juvenile” 
category.  Separated  (or  connected,  according  to  the 
point  of  view)  as  the  parts  of  the  British  Empire  are 
by  leagues  of  sea,  one  would  have  thought  that  the 
natural  development  of  aircraft  would  have  been 
along  the  lines  of  seaplanes  and  flying  boats  rather 
than  in  the  land  aeroplane  class.  Yet  this  has  not 
been  the  case,  possibly  because  it  is  so  very  much 
easier  to  produce  a  machine  which  will  get  off  com¬ 
fortably  from  a  specially  prepared  aerodrome  than  it 
is  to  produce  a  seaplane  or  flying  boat  that  will  get 
off  a  smooth  or  a  rough  sea  as  conditions  dictate. 
The  consequence  has  been  that  the  land  aeroplane 
has  been  developed  to  a  very  high  state  of  efficiency, 
while  its  opposite  number  for  use  over  the  sea  has 
been  mainly  confined  to  Naval  requirements. 

Realising  the  vital  importance  to  the  Empire  of 
developing  the  seaplane — and  incidentally  the  amphi¬ 
bian — it  is  a  little  strange  that  the  Air  Ministry,  or 
rather  the  Controller  of  Civil  Aviation,  has  not  up  to 
the  present  thought  it  worth  while  to  allocate  part  of 
the  Vote  for  Civil  Aviation  to  the  development  of  a 
regular  seaplane  service.  There  are  in  existence 
today  machines  which  would  certainly  be  able  to 
meet  the  modest  requirements  of  a  mail  service  even 
if,  through  lack  of  development,  we  have  not  yet 
arrived  at  a  satisfactory  solution  of  the  problem  of 
the  seaplane  passenger  machine.  There  is  some  talk 
of  a  service  between  London  and  one  of  the  Irish 
ports,  which  would  shorten  the  time  taken  by  mails 
to  America  by  at  least  one  day.  While  there  is  no 
reason  why  such  a  scheme  should  not  be  perfectly 
feasible,  there  arc  possibly  other  routes  which  would 
be  more  promising. 
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For  instance,  the  London  Brussels  and  London* 
Amsterdam  lines  form  the  direct  route  to  northern 
and  central  Europe,  and  they  might  very  well  be 
covered  with  seaplane  or  amphibian  services,  which 
would  be  able  to  follow  a  more  direct  route  than  that 
at  present  taken  by  the  land  machines,  and  would 
thus  be  able  to  effect  a  considerable  saving  in  time 
on  that  score  only  apart  from  doing  away  with  the 
tedious  journey  from  towns  to  land  aerodromes. 
Mights  carried  out  between  London  and  Paris  have 
shown  the  possibilities  of  using  the  rivers  in  the  centre 
of  towns  as  “  aerodromes,”  and  in  the  summer  at  any 
rate  such  services  should  be  capable  of  being  run  with 
good  regularity.  We  recommend  the  subject  to  the 
very  serious  consideration  ol  those  in  authority. 

<0*  -o*  <•> 

The  report  on  the  Health  of  die  Royal 
Air  Force  for  the  year  1920  recently 
1  e  '  published  by  command  of  the  Air 
Council  does  hot  include  statistics  relating  to  the 
Air  Force  in  India,  nor  those  relating  to  certain 
scattered  units  such  as  certain  detached  flights  in 
the  Middle  East,  drafts  on  board  ship,  tuid  the 
African  Aerial  Survey  Parties,  for  which  it  was 
found  impracticable  to  introduce  the  approved 
system  of  returns. 

*  The  Roval  Air  Force  system  of  medical  adminis¬ 
tration  is  based  on  the  principle  originally  instituted 
in  the  K.M.A.S.  Stations,  sick  quarters  being  organised 
to  provide  bed  accommodation  for  1  pet  cent  of  the 
station  personnel,  and  having  facilities  for  emergency 
treatment  of  serious  accidents  and  cases  requiring 
isolation.  They  are  not  intended  to  accommodate 
cases  requiring  hospital  treatment.  Illustrations  of 
the  value  of  this  sjstem,  the  report  states,  ait 
especially  shown  in  the  many  cases  of  sandfly  level 
and  malaria  treated  entirely  in  sick  quarters  at 
Baghdad  and  Constantinople  respectively  in  1920, 


No.  55  Squadron,  which  was  only  at  Constantinople 
during  July  and  August,  being  able  to  cope  not 
only  with  the  majority  of  its  sick  without  evacuation 
to  ‘hospital,  but  also  to  proceed  to  Mesopotamia 
practically  intact. 

The  report  shows  the  general  start  of  health  ol 
the  K  A.F.  to  be  good,  and  incidentally  it  indicates 
that  the  R.A.F.  is  not  nearly  such  a  dangerous 
career  as  might  be  imagined,  whether  iti  the  branches 
doing  actual  flying  or  those  working  on  the  grount 
in  various  capacities.  Thus  the  case  incidence  ‘>t 
flying  accidents  among  officers  and  cadets  was 
21  -o  per  1,000  of  strength,  and  the  death-rate  S  y. 
A  considerable  number  of  accidents  are  shown  to 
he  due  to  starting  engines  and  swinging  propellers, 
but,  as  the  report  states,  the  majority  of  these 
accidents  can  be  considered  as  preventable,  as  they 
are  usually  due  to  holding  the  starting  handle  with 
thumb  opposed  to  lingers,  in  the  case  oi  stai  ting 
engines.  Propeller  swinging  always  has  been  a 
dangerous  practice,  and  in  commercial  aviation  it  F 
rapidly  disappearing.  For  military  flying,  however, 
it  will  probably  survive  for  some  time,  at  any  rate 
for  the  smaller  types  of  engines.  It  is  not  without 
interest  to  find  that  the  number  of  accidents  due 
to  athletics  is  vastly  greater  than  that  due  to  flying, 
although  the  death-toll  of  flying  is  naturally  higher 
than  in  sports, 

It  is  stated  in  the  report  that,  alt  1  tough  of  a 
primitive  nature,  the  air  ambulance  has  had  an 
opportunity  of  proving  its  worth,  and  the  old 
blood  wagon,”  as  the  air  ambulance  fa  converted 

D.II.9  ”)  was  generally  called,  did  such  good  work 
as  to  call  forth  the  following  statement,  reprinted  in 
the  report  ;  “  Thus  the  aerial  ambulance  has  shown 
that,  especially  in  operations  over  country  where  other 
transport  is  so  tedious  and  trying,  the  a  emplane  is  a 
veritable  godsend  for  sick  and  wounded/' 

B  B 


AIR  PARCELS  POST 


The  Postmaster  -  General  states  that  parcels  arc  now 
accepted  on  behalf  of  the  British  air  transport  companies,  at 
sixteen  additional  Post  Offices  in  London,  and  in  twenty- 
two  additional  towns  in  the  provinces  for  Conveyance,  by 
aeroplane  and  delivery-  in  Paris  each  week-day.  The 
additional  London  offices  are  the  following  ; 

Hatton  Garden;  East  Strand;  Fend  lurch  Street  ;  Fins¬ 
bury  Park;  Kilburn;  Knightsbridge ;  I.cadenh  .ill  Street; 
Northern  District  Office ;  North-Western  District  Office; 
Peckham;  St.  James's  Street;  Shaftesbury  Avenue; 
Stratford;  Throgmorton  Avenue ;  Westbourne  Grove; 
Young  Street,  Kensington. 

The  provincial  towns  which  have  been  added  to  the  list 
of  accepting  centres  are  the  undermentioned 

Aberdeen ;  Blackburn;  Brighton;  Burnley;  Derby; 
Dover;  Dundee;  Halifax;  Huddersfield;  Hull;  Ipswich; 
Leicester;  Luton;  Newputt  (Mon.);  Norwich:  Notting¬ 
ham  J  Reading;  Rugby;  Southampton;  Walsall;  West 
Bromwich;  Wolverhampton, 

The  London  and  provincial  centres  which  already  partici¬ 
pate  in  the  arrangement  are  as  follows 

General  Post-  ( fffice,  E.C.  ;  1 .0111  bard  Street ;  Thrcadneed le 
Street;  Fleel  Street;  Western  Central  District  Office; 
High  Holborn  ;  Charing  Cross  ;  Parliament  Street  ;  Western 
District  Office;  lyi.  Oxford  Street;  148.  Regent  Street; 
^04,  Regent  Street;  South-Western  District  office;  South- 
Eastern  District  Office:  21,  Regent  Street  ;  Church  Place, 
Piccadilly ;  Spring  Street,  Paddington  ;  Croydon;  Birming¬ 
ham;  Bradford ;  Bristol  ;  Cardiff;  Coventry;  Edinburgh; 

a  a 

Abolition  of  Air  ‘‘Corridors  M 

The  regulations  which  have  hitherto  been  in  torce 
relating  to  the  ‘'corridors”  by  which  aircraft  might  enter 
and  leave  the  I  K.  have  now  been  abolished,  according  to  an 
Air  Ministry  “Notice  to  Airmen,”  which  states:  “The 
provisional  agreement  relating  to  aerial  communication 


Glasgow  ;  Leeds ;  Liverpool ;  Manchester ;  Newcastle-on- 
Tvnc  and  Sheffield. 

Parcels  mav  be  posted  in  t tic-  morning  at  Certain  London 
post  offices  for  dispatch  by  aeroplane  on  the  same  day 
\t  other  London  offices,  and  al  the  provincial  offices  parcels 
posted  in  the  afternoon  or  evening  will  be  forwarded  by  an  on 
the  following  day.  Enquiry  as  to  the  latest  time  of  porting 
should  be  made  at  atiy  accepting  Post  Office. 

The  aeroplanes  leave  Croydon  About  noon,  and  arc  due 
at  Le  Hour  get  (Paris)  about  2 1  hours  latei ,  >  he  parcels 

are  cleared  through  the  French  Customs  immediately  after 
arrival,  by  the  air  transport  companies  and  are  normally 
delivered  to  the  addressees  by  the  companies  on  the  day  of 
arrival,  subject  to  payment  ol  the  small  extra  c harge. 
usually  made  for  such  delivery.  i  he  saving  in  time  of 
transmission  afforded  by  the  use  of  the  air  service  and  by 
the  rapid  clearance  of  parcels  by*  the  French  customs  is 
considerable. 

The  rates  for  parcels  sent  by  air  service  are  as  follows  — 

1  p  to  1  lb.,  is,  (id.  ;  2  lb  ,  2s  3<L;  3  lb-  B  id. ;  4  Ur. 
4s. ;  3  lb.,  45.  <}d.  ;  b  lb.,  5.5.  <jd.  ;  7  lb.,  fid. ;  8  lb.,  js.  id. ; 
g  lb.,  8s.  id.  ;  10  lb..  * )s. ;  1 1  lb.,  qd. 

The  above  amounts  are  the  inland  parcel  post  rates,  plus 
an  air  conveyance  charge  of  <jd.  pet  lb. 

Further  particulars  of  the  conditions  of  the  service  may 
be  obtained  on  application  at  any  accepting  Post.  Office. 
The  names  of  the  accepting  offices  and  the  latest  times  of 
posting  in  any  of  the  provim  towns  mentioned  it  my  ht 
ascertained  lrotn  the  local  Head  Post  Office. 

B  B 

between  Great  Britain  and  France  (Article  1 2}  has  been 
amended  in  the  following  respect: — “  1  he  corridors  of  entry 
into  Great  Britain  have  been  abolished.  Aircraft  may  there¬ 
fore  cross  the  coast  ol  Great  Britain  at  any  point,  except  over 
a  prohibited  area  The  corridor  of  entry  into  France  from 
Great  Britain  extends  from  K  tuples  to  the  Belgian  frontier.'' 
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THE  NEW  FAIREY  LONG-DISTANCE  SEAPLANE 

Rolls-Royce  “  Eagle  ”  Engine 


In  our  last  issue  we  recorded  briefly  that  a  new  Fairey  seaplane 
had  succeeded  in  carrying  a  useful  load  of  over  3,000  lbs. 
with  one  Rolls-Royce  engine.  Taking  the  power  ol  the 
•  <  Ragle  ”  as  I75  h.p.,  the  useful  load  carried  was  over  8  Ibs.  h.p., 
which  is  an  extraordinarily  good  figure,  and  one  which, 
incidentally,  promises  well  for  the  future  of  commercial 
aviation,  in  war  type  of  machines  the  useful  load  was 
frequently  so  small  as  to  leave  no  margin,  but  as  we  get 
awav  from  the  war  type  and  learn  more  about  the  commercial 
type  the  increase  in  useful  load  per  horse-power  expended 
tends  to  show  that  it  is  only  a  matter  of  development  to 
reach  a  point  where  a  very  considerable  margin  of  useful 
load  exists,  which  can  be  used  for  carrying  passengers,  goods 
etc  Although  the  Fairey  seaplane  is  not  a  comnieicial 


The  overall  length  is  36  ft.  6  ins.,  as  compared  with  just  over 
36  ft.  for  the  “  C  IIID.”  Thus  the  length  lias  scarcely  been 
increased  at  all,  the  fuselage  being  practically  that  of  the 
standard  *'  HID.”  The  floats  are  somewhat  larger,  to 
support  the  extra  load,  but  otherwise  the  machine  is,  in  the 
main,  a  standard  fuselage  fitted  with  large  wings.  The 
Fairey  Patent  camber  gear  is,  of  course,  incorporated,  and 
this  probably  accounts  in  a  great  measure  for  the  fact  that 
the  machine  gets  oft  well  with  such  a  heavy  load. 

It  has  already  been  mentioned  that  we  are  not  at  liberty 
to  state  the  exact  purpose  for  which  the  machine  has  been 
built,  but  it  is  not  without  interest  to  note  that  the  machine 
was  sold  under  a  firm  guarantee  to  carry’  out  the  stipulated 
performance  within  four  months  from  the  date  of  the  order, 


THE  FAIREY  TONG- DISTANCE  SEAPLANE  :  Three-quarter  front  view  of  the  machine  on  the  slipway. 


type,  in  the  ordinary  sense  of  the  word,  it  will  be  useful 
to  regard  it  in  this  light,  specially  as  nothing  may  be  said 
about  the  purpose  for  which  the  machine  is  actually  intended. 

The  machine  is  well  shown  in  the  accompanying  photo¬ 
graphs.  In  its  general  lines  it  resembles  the  famous  C. Ill's,' 
although  naturally  its  proportions  are  quite  different.  The 
wings,  it  will  be  seen,  are  of  very  much  larger  span  than  those 
of  the  *  C.III,”  measuring  in  fact  62  ft.  from  tip  to  tip. 


so  that  it  had  to  be  designed,  built  and  tested  within  that 
period.  That  the  machine  not  only  reached,  but  actually 
slightly  surpassed,  the  calculated  performance  will  no 
come  as  a  surprise  to  those  who  know  the  Fairey  designing 
staff,  but  it  is  a  fine  achievement  nevertheless.  The  top 
speed  developed  was  95  m.p.h.,  with  a  power  loading  o  over 
19  lbs./h.p.  and  a  wing  loading  of  over  10  lbs./sq.  ft.  natur¬ 
ally  the  climb,  with  such  loadings,  was  not  spectacular,  but 
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ir  reached  350  ft.  miu.  in  the  earlier  stages,  which  is  certainly 
better  than  one  would  expect,  again  probably  due  to  the 
camber  gear.  The  landing  speed  was  42  knots,  which  would 
appear  to  give  a  very  high  lift  coefficient,  although  some  of  the 
lilt  at  large  angles  is,  of  course,  due  to  other  parts  than  the 
wings.  As  stated  last  week,  the  weight  of  the  machine 
empty  was  4,150  lbs.  and  the  useful  load  3,100  lbs.,  bringing 
the  total  loaded  weight  up  to  7,250  lbs.'  Probably  this  is 
the  greatest  weight  ever  lifted  by  a  single  Rolls-Royce  ••  Eagle  " 


with  their  paraphernalia,  there  would  still  be  close  on  one  ton 
available  load  left,  which  is  surely  approximating  to  a 
record  for  a  machine  fitted  with  an  engine  of  375  h.p,  only 
And  even  at  that,  the  maximum  speed  is  95  m.p.h.  with  full 
load.  This  would  appear  to  be  sufficient  for  work  on  most 
airways,”  although  running  the  engine  *'  all  out  "  normally 
would  not  tend  to  give  it  a  long  life.  By  slightly  reducing 
the  useful  load,  however,  the  engine  could  be  “  nursed  ” 
once  the  machine  was  off  the  ground,  and  its  life  correspond 
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It  is  interesting  to  speculate  on  the  possibilities  of  a  .si  mi  la 
machine,  intended-  for  commercial  work  and  fitted  with 

-onctw  ,Unlercawa^'  The  savin§  in  weight  would  be  ver 
conaderable  V  e  have  no  figures  relating  to  the  weight  of  th 

_ats,  but  let  us  assume  that  the  land  undercarriage  "would  b 
300  bs.  lighter  than  the  floats.  The  useful  load  would  thci 
come  3,400  lbs.,  which  could  be  divided  into  any  desirex 

E2F555  °j  fuel  and  load-  we  assume  fou 

nours  fuel,  the  remaining  available  load  would  be  approxi 

mately  2,500  lbs.  After  deducting  the  weight  of  crew 


ingly  inet eased.  Such  a  machine  should  prove  extremely 
useful,  for  instance  as  a  goods  carrier.  This  would  mean 
enlarging  the  justice  somewhat,  but  this  need  not  entail 
an  a  M  e,'V  ^Icat  1,lcrcase  in  structure  weight,  nor  in  resistance, 
Altogether  the  achievement  is  one  of  which  the  Fairev 
Aviation  Company  may  well  be  proud,  3nd  when,  in  the 
neat  future,  we  come  to  use  specialised  tvpes  instead  of 
general  utditv  ”  machines,  the  firm  should  be  in  a  position 
to  supply  extremely  economical  machines  somewhat  cf 
this  type. 
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Honours 

,1,  .  th®  London  Gazette  of  Jan.  13  the  Air  Ministry  announces 
hat  the  following  decorations  have  been  conferred  -by  the 
President  of  the  French  Republic  in  recognition  of  valuable 
services  rendered  during  the  War,  and  that  H.M.  the  King 
has  given  unrestricted  permission  to  the  officers  concerned  to 
wear  the  decorations  awarded  :  — 

Croix  de  Guerre 
Capt.  C.  A.  Taylor,  R.A.F, 

Lieut.  R.  J.  Rod  well,  RAF. 


S  0 

Aero  Club  of  France  President 

As  we  foreshadowed,  M  P.  E.  Flandin  was,  at  the  last 
meeting  of  the  Executive  Committee  of  the  Club  elected 
1  resident  in  place  of  M .  Michelin,  who  recently  resigned 
owing  to .  ill-health— not  fortunately  through  the  death  of  this 
f.0f't,P1atr,on  oi  sPhrt,  as  by  a  regrettable  slip  was  erroneously 
stated  last  week  M.  Flandin  headed  the  voting  list  with  24, 
and  from  his  past  official  connection  with  aviation  should 

prove  an  active  and  valuable  advocate  of  aeronautical 
progress, 
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THE  “BRISTOL”  10-SEATER 

400  H.P.  Bristol 

In  our  issue  of  July  7.  1921,  we  published  an  illuRtraled 
description  of  the  "  Bristol  "  10-scater  commercial  biplane 
in  its  original  form,  with  Napier  engine  and  a  four-wheeled 
undercarriage.  This  machine,  it  may  be  remembered  was 
designed  bv  Mi.  Rejd,  who  has  now  succeeded  Captain  F.  S. 
'Barnwell  as  chief  engineer  and  designer  of  the  '  Bristol  ” 
Aeroplane  Company.  Since  the  building  of  the  original 
machine  certain  modifications  have  been  made  to  component 
details,  such  as  the  undercarriage  As  it.  was  found  that, 
even  without  the  front  wheels,  the  machine  handled  remark¬ 
ably  well  cm  the  gconud,  It  was  decided  to  do  away  with  the 
extra  weight  erf  the  two  front  wheels,  which  were  consequently 
omitted.  The  machine  has  been  to  Martlesham  for  its 
type  tests,  and  lias  paid  several  flying  visits  to  the  Croydon 
aerodrome.  It  has  been  found  to  handle  very  well  both  on  Ihe 
ground  and  in  the  air,  and  it  is  expected  that  it  will  be  put 
into  actual  commercial  use  on  the  airways  m  the  coming: 
spring  and  summer.  f 

Lately  the  machine  has  been  re-dc signed  to  take  the 
Bristol  '•  Jupiter  *'  radial  air  cooled  engine.  The  result 
is  ihown  in  the  accompanying  photograph.  Jt  might  have 
been  thought  that  titling  a  radial  in  the  nose  of  the  machine., 
and  (he  absence  of  a  radiator  would  have  resulted  in  spoiling 
the  appearance  of  the  machine.  This,  however,  w  not  the 


COMMERCIAL  AEROPLANE 

“Jupiter”  Engine 

the  front,  wall  of  the  cabin  and  face  aft.  \  ninth  passcngei , 
or  a  mechanic,  can  be  earned  in  Ihe  seal  in  the  pilot’s  cockpit. 
Tile  chairs  are  designed  to  fold  up  when  not  in  use.  and 
should  it  he  desjted  for  a  single  journey  to  use  the  machine 
for  carrying  goods,  the  cabin  is  fairly  clear  when  the  seats 
are  folded.  When  the  seats  are  removed  from  the  cabin, 
a  space  for  cargo  is  left  measuring  10  ft  6  m.  in  length 
5  ft  9  in.  in  height  (in  the  centra),  and  4  ft.  in  width.  The 
cabin  is  lighted  by  windows  in  the  sides,  and  there  is  an 
emergency  exit  in  the  roof.  For  cold  weather  flying  the 
cabin  can  be  heated  by  means  of  hot  air  mufls  round  the 
long  exhaust  pipes.  Aft  of  Ihe  cockpit  there,  is  a  lavatory, 
and  in  front  of  the  cabin,  under  the  pilot's  cockpit,  is  a 
luggage  compartment  reached  through  a  trap  dooi  in  the 
floor  'this  luggage  compartment  measures  4  ft.  b  ins.  in 
length,  4  ft.  in  width,  and  2  ft.  <>  ins.  in  height. 

'I  he  pilot’s  cockpit  is  placed  between  the  engine  bulkhead 
ami  the  front  spar  of  the  upper  plane  From  this  position 
lui-  obtains  an  excellent  view  forward  and  downward  while, 
being  practically  on  a  level  with  the  top  plane,  he  can  also 
see  fairly  well  backwards.  A  wireless  telegraph  and  telephone 
installation  is  provided  for  in  the  cockpit,  and  this  is^ 'so 
placed  as  to  be  completely  accessible  to  the  engineer* or 
navigator. 


f  ill  BRISTOL  10-SKATFR,  WITH  “  JUPITER  ”  ENGINE  :  The  new  Bristol  standard  swivelling  mounting 
is  incorporated  in  this  machine,  and  greatly  facilitates  inspection  and  minor  adjustments. 


case,  as  may  be  seen  from  the  photograph.  The  manner  in 
which  Mr  Reid  has  mn  the  covering  from  the  comparatively 
small  diameter  at  the  front  into  the  large  section  of  the  cabin 
leaves  nothing  to  lie  desired  as  regards  appearance,  and  also 
from  the  point  of  view  of  resistance  the  fuselage  appears 
to  have  a  very  good  shape.  It  may  be  remembered  that  the 
"  Bristol  "  iirm  have  carried  out  extensive  experiments  on 
engine  mountings  and  failings,  and  the  present  mounting 
represents  the  form  found  by  experiment  to  be  most,  efficient. 
This  engine  mounting  was  described  and  illustrated  in  our 
issue  of  October  13,  jo>j.  and  little  need  therefore  be  Said 
about  it  here,  beyond  recalling  that  its  distinctive  feature  is 
that  it  is  swivelled  ov  iungpd  along  one  side  in  such  a  manner 
thai  by  undoing  a  few  bolts  the  whole  mounting  can  be 
swung  laterally  so  as  to  give  ready  access  to  the  rear  of  the 
engine  without  disturbing  the  petrol  leads,  which  are  so 
arranged  that  they  run  down  along  the  hinged  side  and  have 
sufficient  flexibility  to  allow  of  a  small  amount  of  twisting 
and  bending  without  requiring  to  be  disconnected.  The 
advantages  of  such  a  mounting  for  commercial  work  arc- 
obvious,  as  inspection  is  greatly  facilitated.  This  should 
result  in  increased  reliability,  a:-  it  is  well  known  that  a  part 
which  is  difficult  to  get  at  is  often  left  alone,  whereas  a  part 
that  can  be  readily  inspected  usually  receives  its  fair  share 
of  attention. 

Apart  from  the  alterations  necessitated  by  the  installation 
of  the  “  Jupiter  ”  engine,  the  10-seater  remains  practically 
the  same  as  before.  The  cabin  has  accommodation  for 
eight,  passengers,  of  whom  six  are  seated  in  upholstered  seats 
facing  forward,  the  other  two  occupying  a  cross-seat  along 


As  a  safety  precaution  against  fire,  there  is  a  steel  bulkhead 
aft  of  the  engine,  between  it  and  the  pilot's  cockpit,  and  all 
control  connections  pass  through  glands.  No  petrol  is 
carried  in  the  fuselage  aft  of  the  fireproof  bulkhead.  The 
petrol  system  consists  of  two  main  petrol  tanks  slung  under 
the  bottom  plane,  where  they  are  in  a  position  easy  of  access 
for  filling.  The  tanks  have  a  capacity  of  45  gallons  each, 
and  petrol  is  drawn  from  either  of  these  tanks  by  two  Vickers 
centrifugal  pumps  coupled  in  series,  and  delivered  through  a 
Vickers  hand  pump  to  the  carburettors,  any  surplus  being 
returned  through  a  io-gallon  gravity  tank  fitted  high  up 
on  the  fireproof  bulkhead.  Smith’s  capacity  gauges  for  both 
tanks  are  fitted  on  the  instrument  board. 

As  already  mentioned,  the  undercarriage  of  the  new 
machine  is  of  the  two  wheeled  type.  Rubber  rings  are  used 
for  suspension,  and  their  carriers  are  so  designed  that  the 
rings  can  be  easily  and  quickly  renewed.  An  oleo  damper 
gear  is  incorporated,  the  special  feature  of  which  is  the 
tapered  needle  valve  so  shaped  as  to  give  constant  oil  pressure- 
through  the  whole  stroke  of  the  plunger  (about  8  ins.). 

The  main  characteristics  of  the  “  Bristol  ”  ;o-seater  are  as 
follows  ;  Span,  57  ft,  6  in.  ;  length  o.a.,  40  ft.  6  ins.  :  height, 
tT  ft.  ;  weight  of  machine  empty,  4,000  lbs.  ;  go  gallons  ol‘ 
petrol  and  6  gallons  of  oil,  715  lbs.  ;  crew  (2),  320  lbs  . 
passengers  (8),  1,200  lbs.  ;  luggage,  350  lbs.  ;  wireless,  etc., 
(35  lbs,  :  total  loaded  weight,  0,650  lbs.  ;  wing  loading. 
0*3  Ibs./sq.  ft. ;  power  loading  (Bristol  "  Jupiter  "  at  400  h.p.), 
ro-6  lbs.  h.p,  ;  speed  at  ground  level,  112  m.p.li.  ;  speed 
at  5,000  ft.,  no  in.pB.  ]  climb  to  1,000  ft  ,  ij  minutes  to 
5,000  ft.,  13  minutes. 
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THE  HANDLEY  PAGE  W.8  B. 


Two  Rolls-Royce 

After  miming  the  Air  Ministry  Competition  at  Marllesham 
in  1920,  the  Handley  Page  W.8  remained,  for  various  reasons, 
idle  until  fairly  late  in  n>20,  at  any  rate  as  far  as  actual 
commercial  Hying  was  concerned.  When  it  was,  finally, 
put  on  the  London- Paris  route  it  soon  demonstrated  that  it 
was  capable  of  making  excellent  time  and  of  maintaining  a 
good  schedule,  due  to  the  ample  margin  of  power  which  the 
two  Napier  "  Lions  ”  provided.  Anyone  who  has  seen  the 
\\  .8  take  off  at  Croydon  must  have  realised  that  the  reserve 
power  was  more  than  ample,  the  machine  literally  bouncing 
into  the  air  after  an  exceedingly  short  run,  and  climbing  at  an 
angle  which  was  more  reminiscent  of  a  scout  than  of  the 
usual  commercial  passenger  carrier.  While,  however,  a  good 
margin  of  power  is  the  best  possible  manner  of  securing 
regularity  and  safety,  a  point  is  ultimately  reached  where 
economical  reasons  dictate  a  stop  For  instance,  although 
normally  running  the  engines  throttled  down  to  about  three- 
fourths  or  two- thirds  of  their  maximum  power  results  in 
increased  life  and  reliability,  the  efficiency  of  the  engines 
is  not  so  good,  owing  to  the  smaller  compression,  if  throttling 
is  carried  much  farther.  The  petrol  consumption  is  greater 
per  horse-power  developed,  although  smaller  per  engine,  and 
consequently  too  great  an  excess  of  power  results  in  a  certain 
amount  of  waste 

In  the  case  of  the  Handley  Page  W.8,  practical  experience 
bus  shown  that  not  only  is  the  excess  of  power  provided  by 
the  Napier  "  Lions'1  too  great,  but  that  the  speed  of  the 
machine  so  fitted  is  greater  than  is  necessary  for  the  work 
on  the  London-Paris  line  It  has,  therefore,  been  decided  to 
replace  the  present  engines  by  Rolls-Royce  “  Ragles  “  of 
about  360  h.p.  each,  which  will  still  give  a  sufficient  margin 
of  power  and  the  ie<]uisitc  speed,  while  giving  greater  economy 
in  running.  Several  of  the  new  machines,  which  will  l>e 
known  as  the  Handley  Page  W.8  B.  are  to  he  pul  on  the 
service  in  the  spring,  and  will  serve  as  a  happy  mean  between 
tlw  admittedly  too-slow  0-400’s  and  the  ton-fast  W  8 

In  order  to  obtain  actual  flying  data  of  performance  before 
installing  the  Rolls-Royce  engines,  an  interesting  experiment 
was  tried.  The  Napier  engines  were  fitted  with  Rolls-Royce 
propellers  and  the  "  Lions  ”  throttled  down  to  the  power 
of  the  ‘  Eagles."  In  this  way  actual  conditions  were  fairly 
represented,  and  the  tests  thus  carried  out  gave  a  very  good 
indication  of  the  performance  which  may  be  expected  from 
the  machine  in  its  new  form.  The  machine  was  loaded  up 
with  its  proper  quantity  of  petrol,  and  carried,  in  addition 
to  pilot  and  mechanic,  16  passengers.  The  machine  weighed, 
with  fuel  and  water,  9.672  lbs.  and  the  20  passengers  brought 


“Eagle”  Engines. 

the  weight  up  to  12,000  lbs.  On  a  basis  of  360  h.p.  per 
engine  this  gave  a  power  loading  of  ifv  7  lbs.  h  p.  With  this 
loading,  the  following  performance,  was  obtained 
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flic  lull  speed  was  103  m.p  h 

at  1,675  r.p.m. 

and  the  crui-ir 

speed  90  ra.p.li.  at  1,500  r.p.m. 

The  accompanying  general  arrangement  drawings,  which 
have  never  hitherto  been  published,  show  the  machine  as  it 
will  appeal  when  fitted  with  Rolls-Royce  engines.  Several 
modifications  will  at  once  be  noticed.  Thus  an  interesting 
innovation,  as  far  as  H.P.  machines  arc  concerned,  is 
found  in  the  placing  of  flic  petrol  tanks.  Instead  of  having 
the  tanks  in  the  engine  nacelles,  behind  the  engines,  they 
ore  placed,  in  the  VV.&B,  on  top  of  the  upper  plane.  One 
result  of  this  arrangement  is  a  greatly  simplified  petrol 
system.  Instead  of  gravity  tanks,  petrol  pumps,  etc  ,  with 
their  extensive  piping  and  joiul  there  is  a  single  pipe  leading 
direct  to  the  engine,  with  gravity  teed  from  each  main  tank. 
Each  tank  has  a  capacity  of  roo  gallons,  and  great  attention 
is  being  paid  to  such  few  joints  as  still  remain  in  the  petrol 
pipes.  These  joints,  we  understand,  are  to  be  metal  couplings 
of  the  Air  Ministry  type,  and  no  rubber  joints  will  be  cm 
ployed.  Each  tank  is  provided  with,  a  petrol  level  indicator 
of  the.  'Clift  pattern  Each  of  the  engines  provided 
with  an  ml  tank  of  6  ft  gallons  Capacity,  to  which  a  thermo  meter 
is  fitted. 

Generally  speaking,  the  mounting  of  the  engines  will  not 
bo  greatly  altered,  except  for  such  variations  in  dimensions 
as  are  necessitated  by  the  difference  in  si*e  of  the  two  types 
of  engine.  Also,  of  course,  with  the  transfer  of  the  petrol 
tanks  to  the  top  plane,  the  long  streamline  fairing  containing 
the  present  tanks  will  disappear,  and  we  understand  that 
it  is  not  intended  to  streamline  the  Rolls  engines,  experience 
until  the  type  0-400  machines  having  show'll  that  the  gam 
in  speed  resulting  from  such  streamlining  is  so  small  a i  to  be 
scarcely  worth  while,  especially  when  taking  into  consideration 
that  the  engines  are  very  much  more  accessible  when  left 
uncovered.  The  engine*-'  will  be  fitted  with  long  exhaust 
pipes  of  the  R.A.E.  pattern. 

Apart  from  the  alterations  indicated  above,  the  machines 
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will  remain  almost  identical  with  the  present  W  8  The 
large  cabin  will  have  accommodation  for  12  passengers,  and 
light  racks  will  lie  provided  for  liglii  luggage  For  heavier 
luggage  there  will  be  two  special  compartments,  one  between 
the  pilot’s  cockpit  and  the  cabin,  of  So  cu.  ft.  capacity,  and 
one  aft  of  the  cabin  of  70  cm  (t  rapacity  A  tip-up  seat  is 
placed  at  the  side  of  that  of  the  pilot  so  that,  if  desired,  a 
mechanic  <  an  be  carried  here. 

Needless  to  say,  the  machines  will  be  roust  meted  in 
accordance  with  all  the  usual  requirements  of  the  Air  Ministry, 
and  including  a  good  degree  of  positive  stability  in  all 
directions.  A  trimming  tail  is  fitted  so  that  the-  pilot  may 
adjust  the  machine  for  any  given  conditions  of  load  and  speed 
in  •order  that  the  machine  may  fly  horizontal ly  with  little 
iiTtention  from  the  pilot  except  for  corrections  of  course 

As  regards  equipment,  the  machine  will  be  provided  with 
the  olio  wing  instruments  Wireless  telegraphy  apparatus, 


2  air-speed  indicators,  2  altimeters,  clinometers,  2  revs 
indicator-,  2  radiator  thermometers,  2  oil  pressure  gauges, 
2  patrol  level  indicators,  2  oil  thermometers,  and  2  Pyrene  lire 
extinguishers  (one  in  cabin). 

The  weight  of  the  machine,  and  the  loads  carried  are  as 
follows  :  -Weight  empty  (with  water)  ;  7,700  lbs.  Pilot, 

160  lbs,  Petrol  for  s|  hours  (this  is  not  the  full  capacity 
of  the  tanks),  1,000  lbs.,  ro  gallons  of  oil  too  lbs,  12 
passengers  (at  1S0  lbs.),  2.160  lbs.  Cargo,  880  lbs.  Total 
loaded  weight,  12,000  lbs. 

The  performance  with  lull  load  will  be  approximately 
as  tallows:  Minimum  speed  neat  ground,  104  m.p.h.  ; 
maximum  speed  at  5,000  ft.,  roi  m.p.h.  ;  ground  rate  of 
climb,  550  ft.  per  minute  ;  service  celling,  10,000  It.  ;  lauding 
speed,  54  m.p.h. 

Several  of  the  W.8  B  type  of  machines  are  now  being 
built,  and  will  be  put  on  the  London -Paris  sei  vice  in  the  spring, 
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THE  LOSS  OF  “R.38.” 


The  Report  of  the  Admiralty. 


Ar  the  time  of  the  disaster  which  overtook  the  rigid  airship 
"  K  48  "  it  was  announced  that  the  Admiralty  would  investi¬ 
gate  the  history  of  the  design  and  earlier  stages  ol  construction, 
and  that  when  these  investigations  had  been  completed,  a 
report  would  be  issued  This  has  now  been  done  anti  the 
following  statement  issued  by  the  Secretary  of  the  Admiralty: 

A  full  investigation  has,  in  accordance  with  the  decision 
of  the  Board  of  Admiralty  at  the  time  of  the  loss  of  the  airship, 
been  held  into  the  history  of  the  design  and  of  the  initial 
stages  nf  her  construction  up  to  October  ipiy,  when  responsi¬ 
bility  for  the  design  and  construction  of  airships  was  trans¬ 
ferred  to  the  Air  Ministry.  The  investigation  was  presided 
over  b\  the  Controller  of  the  Navy  ( Rear- Admiral  F.  L 
l  ield,  C.B.,  C.M.G.),  who  was  assisted  by  Sir  Eustace  d'Kyn- 
c*  hi  rt ,  K  C  11,  RK.S,  Hi  rector  of  Naval  Construction,  and 
Sis  Charles  Walker,  KC.B.,  Deputy  Secretary  of  the 
Admiralty.  The  Committee,  after  careful  consideration  of 
all  official  records  dealing  with  the  design  and  construction 
H  '  R  38  '  up  to  the  date  mentioned,  and  after  taking 
verbal  evidence  in  amplification  of  them .  have  reported  to  the 
following  eft  is  t  "  : 

During  the  period  when  the  design  of  this  airship  was  in 
preparation  the  Director  of  Airship  Production  was  responsible 
for  the-  design  and  manufacture  of  airships.  I  lis  department 
comprised,  inter  alia,  sections  dealing  with  airship  design, 
machinery  design,  hydrogen,  chemical  laboratory  work,  and 
experimental  work  His  instructions  required  him  to  keep 
in  close  touch  an  design  matters  with  the  Superintendent 
of  Airships.  The  latter  was  responsible  for  the  formulation 
of  general  requirements  in  respect  of  the  equipment  and  fittings 
of  airships  and  for  the  final  trial  and  acceptance  of  airships 
from  the  point  of  view  of  utility  and  fighting  efficiency.  The 
general  requirements  for  new  airships,  i.e.,  the  performances 
Of  which  they  were  to  he  capable,  were  laid  down  by  the 
Naval  Staff,  the  Ail"  Division  of  which  acted  as  liaison  with 
the  Air  Ministry. 

’•During  the  summer  of  T9 18  the  design  and  performances 
of  British  rigid  airships  received  much  consideration.- 
Nos.  R. 33-37  '  were  then  the  latest  types  in  hand,  and  of 
these  R. 33-34  '  followed  the  German  '  L.33  ’  design  and 
R. 35-37  '  that  of  '  L.48.'  It  was  thought  that  the  stage 
had  been  reached  when  instead  of  copying  German  practice, 
with  the  consequent  lag  of  many  months,  a  design 
could  be  produced  to  meet  specific  British  requirements. 
The  requirements  for  such  a  vessel,  to  be  ready  for  service 
about  the  end  of  19m,  were  accordingly  drawn  up  by  the 
Naval  Staff.  These  were  for  evar  operations  in  particular 
areas  demanding  a  wide  radius  of  action  with  high  speed. 
It  was  found,  however,  that  to  meet  these  requirements  it 
would  he  necessary  to  design  a  very  large  ship  of  750  ft.  in 
length,  which  moreover,  could  not  be  built  in  the  existing 
constructional  sheds.  It  was  then  decided  that  the  require¬ 
ments  of  the  Naval  Staff  should  be  revised  so  as  to  fall  within 
the  limitations  imposed  by  the  existing  constructional  sheds. 

I  hesc  requirements  were  reconsidered  at  a  conference  of  the 
Director  of  Air  Division,  Director  of  Plans,  Superintendent 
ot  Airships,  and  Director  of  Airship  Production,  and  the 
conference  recommended  that  a  design  known  as  Design  A, 
which  would  meet  the  revised  requirements  and  the  con- 
truetional  limitations,  should  be  proceeded  with.  The 
Board  of  Admiralty  approved  on  September  30,  1918, 

that  tire  new  airships  1  R.  38-41  '  should  be  built  to  this 
design 

"  By  January  20,  1919,  about  too  girders  for  *  R.38  ’ 


were  made,  and  steady  progress  was  made  with  this  work 
until  towards  the  end  of  August,  1 919,  when  practically  all 
the  girders  for  the  main  structure  were  completed,  except 
those  required  for  the  extreme  fore  and  aft  portions  of  the  ship. 
The  erection  of  the  frames  was  started  about  this  time, 
and  the  first  two  frames  were  completed  on  October  21, 
i.e.y  a  day  before  the  transfer  was  made  to  the  Air  Ministry. 
The.  remaining  frames  were  completed  after  the  transfer  to 
the  Air  Ministry,  at  various  dates  up  to  November,  1920. 
There  had  been  a  continual  progressive  increase  in  the 
dimensions  of  rigid  airships  previously  designed.  Design  ’  A  ’ 
was  in  the  same  way  an  advance  on  its  predecessor,  and 
necessitated  fresh  calculations.  The  new  requirements 
did  not,  however,  involve  the  introduction  of  any  new  principle, 
and  on  that  account  the  design  cannot  be  considered  a  novel 
One.  In  its  preparation  the  Airship  Production  Department 
made  use  of  existing  information  obtained  from  British 
experience  and  the  experience  and  information  of  our  French 
and  Italian  allies,  and  of  such  information  in  regard  to 
German  designs  as  could  be  obtained  by  the  examination  of 
those  which  tell  into  our  hands,  and,  in  fact,  from  all  available 
sources  of  information.  From  the  structural  point  nf  view 
the  design  followed  closely  that  of  '  R.33  '  and  ‘  R.36,’  with 
minor  alterations  introduced  as  a  result  of  experience  and 
later  information.  No  undue  risk  was  taken  in  the  design, 
and  there  was  no  change  from  previous  practice  as  regards 
safety  which  experience  or  a  comparison  with  German  airships 
did  not  make  permissible. 

The  evidence  furnished  to  the  Committee  shows  that  no 
modifications  were  made  in  the  main  structure  of  R.38  J 
during  the  period  the  Admiralty  were  responsible  for  its 
construction,  and  that  although  additions  were  made  in 
weight,  there  was  nothing  in  these  which  would  affect  the 
structural  strength  of  the  ship.  Evidence  was  furnished 
also  that  no  important  alterations  were  made  in  design  after 
’  R.38  J  was  turned  over  to  the  Air  Ministry,  but  some  modifica¬ 
tions  were  made  as  a  result  of  experiments  to  the  fins  and 
cars  and  in  other  parts  of  the  vessel  for  lightness,  which 
would  not,  however,  affect  the  strength  of  the  structure 
With  regard  to  the  suggestion  made  by  the.  Court  of  Inquiry 
into  the  circumstances  of  the  loss  of  the  airship  that  the 
'  R.38  1  design  should  have  been  discussed  by  an  official  and 
competent  committee  before  actual  construction  was  com¬ 
menced,  there  was  at  the  time  no  body  in  existence  which 
could  have  been  called  in  to  advise  on  the  structural  design 
of  1  R.3S.'  Practically  all  the  expert  opinion  which  could 
have  been  of  any  assistance  was  already  engaged  upon  the 
work.  Had  therefore  any  special  committee  been  formed 
before  the  construction  of  '  R.38  ’  was  commenced  it  would 
necessarily  have  been  composed  mainly  of  these  Admiralty 
and  Air  Force  expert  officers. 

“  The  Director  of  Airship  Production  was  a  member  o  f  the 
Advisory  Committee  lor  Aeronautics,  and  other  Admiralty- 
officers  were  associated  with  the  sub-committees  appointed 
by  the  Advisory  Committee.  The  Airship  Production 
Department  was  in  constant  touch  with  the  National  Physical 
Laboratory,  and  received  much  information  from  the  experi¬ 
ments  carried  out  there,  and,  as  already  stated,  it  had  a  vailable 
the  results  of  French  and  ItaJian  experience  and  such  in¬ 
formation  as  was  available  regarding  German  ships.  The 
actual  flying  officers  responsible  for  taking  over  the  ship 
were  located  in  the  same  offices  as  the  design  staff,  so  as  to 
facilitate  the  closest  co-operation  between  the  designer 
and  user  of  the  ship." 
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THE  MUMMERT  “BABY  VAMP” 


SPORTPLANE 


In  our  issue  for  July  28  last,  brief  mention  was  made  of  a 
small  machine — which  was  erroneously  referred  to  as  the 
''Maumert”  instead  of  “Mummert" — tested  by  Bert 
Acosta,  and  we  now  give  illustrations  and  some  further 
particulars,  for  which  we  are  indebted  to  our  American 
contemporary  Aerial  Age,  of  this  interesting  little  machine. 
It  is  of  interest  to  note  that  on  the  same  day  as  Bert  Acosta 
tested  the  "  Baby,”  he  tried  out  the  Remington- Bumelli  30- 
passenger  'bus — described  in  Flight  for  July  28;  and  one 
of  the  accompanying  illustrations  showing  these  two  machines 
together  forms  an  amusing  comparison. 


bracing  system.  The  principal  characteristic  of  this  truss 
consists  in  the  elimination  of  the  usual  set  of  bracing  cables 
between  upper  and  lower  rear  spars  and  incidence  and  drift 
cables.  To  replace  these  there  is  but  a  pair  of  stream-line 
wires  running  from  the  fuselage  at  the  lower  front  spar 
attachment  to  the  upper  rear  spar  at  the  point  of  attachment 
of  the  interplane  strut.  These  wires  constitute  the  flying 
wires,  and  also  act  as  drift  wires.  There  is  but  a  single 
landing  wire  (stream  line!  on  each  side  of  the  fuselage  running 
from  the  lower  end  of  the  front  interplane  strut  to  the  top 
of  the  rear  fuselage- strut.  The  interplane  struts  arc  of 


THE  MUMMERT  “  BABY  VAMP  ”  SPORTPLANE  :  On  the  left,  a  three-quarter  front  view  from  above,  and 

on  the  right,  a  side  view. 


On  the  first  test  of  tire  “  Baby  ”  the  pilot  held  the  machine 
on  the  ground  for  an  initial  run  of  about  200  ft.  before  taking 
off,  but  as  soon  as  the  machine  got  into  the  air  it  was  observed 
to  be  flying  very  steadily  at  a  speed  even  greater  than  its 
theoretical  performances  indicated — 90  m.p.h,—  estimated  by 
observers  on  the  ground  at  about  1O0  m.p.h  Later  Acosta, 
made  an  “  Immelmann,”  which  manoeuvre,  as  well  as  many 
others,  the  little  machine  performed  in  line  style.  After 
fifteen  minutes  of  flying,  during  which  an  altitude  of  1,500  ft 
was  reached,  the  pilot  made  a  perfect  landing,  and  reported 
very  favourably  on  the  machine’s  behaviour.  He  stated  that 
it  had  “absolutely  no  ‘tricks,’  and  needed  very  few  minor 


stream-line  steel  tube,  of  N -formation,  and  two  single  stmts 
support  the  top  plane  at  the  centre  above  the  fuselage,  into 
which  they  are  built  and  form  a,  part  thereof. 

The  top  plane  is  built  in  one  continuous  panel,  with  a  cut¬ 
out  portion  at  the  trailing  edge  above  the  pilot's  cockpit. 
The  lower  plane  is  also  in  one  piece,  and  is  mounted  below 
the  fuselage.  The  wings  are  built  up  with  a  total  of  q  spars, 
not  including  the  leading  and  trailing  edges,  which  aie  of 
rectangular  section  J-in  wide  and  varying  in  depth  according 
to  their  location  in  the  wing  The  upper  rear  main  spar  and 
the  lower  front  twain  spar  arc  of  the  box  type.  Mahogany 
veneer,  -^,-in,  thick,  tacked  to  all  the  spars  and  edges  is 
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The  Mummert  “Baby  Vamp” 

S?  Sportplane:  A  contrast  in 
gg  sizes.  The  “  Baby,”  of  18  ft. 

^  span  and  25  h.p.  in  front  of 
the  Remington- Burnelli  30- 
passenger  twin-engine  bi- 
^  plane  of  74  ft.  span  and  800 
^  h.p.— both  of  which  were 

tested  the  same  day  by  Bert 
Acosta. 
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adjustments,1'  but,  as  to  be  expected  with  machines  fitted 
with  two-cylinder  opposed  engines,  there  was  a  certain 
amount  of  vibration,  though  this  was  by  no  means 
excessive. 

Many  new  features  of  design  and  construction  are  to  be 
found  in  various  parts  of  the  "  Baby,”  and,  apart  from  its 
extremely  diminutive  proportions,  perhaps  the  most  striking 
feature  is  the  extensive  use  of  veneer.  This  is  used  for  the 
entire  fuse,ege,  and  for  covering  the  main  planes  and  tail 
surfaces.  Besides  adding  to  the  rigidity  of  the  wing  con¬ 
struction,  this  employment  of  veneer  enables  the  correct 
shape  of  the  wing  section  (R.A.F.  15)  to  be  maintained  at  all 
times,  thereby  allowing  the  full  value  of  this  section  to  be 
obtained.  The  “  Clark  Truss  ”  is  used  for  the  intcrplane 


employed  for  the  entire  wing  covering,  Ailerons  are  fitted 
to  the  lower  plane  only,  and  these  extend  from  wing  tip  to 
fuselage,,  where  they  are  directly  connected  to  the  control 
stick.  They  are  set  into  the  wings  on  steel  tubes,  which  leave 
no  gap  between  the  surfaces  ;  and  as  the  inner  ends  are 
operated  by  a  small  lever  inside  the  fuselage,  there  are  no 
external  fittings  to  offer  resistance. 

The  fuselage  is  of  the  monocoquc  type,  built  to  stream-line 
shape  on  a  specially  constructed  form .  The  veneer  is  wrapped 
spirally  and  reinforced  internally  by  means  of  light  hoops, 
At  the  stem  the  fin  —which  is  in  upper  and  lower  sections — 
is  built  into  the  fuselage.  The  lower  part,  of  the  tin  carries  the 
tail  skid.  Stick  and  rudder-bar  control  of  the  usual  type 
is  fitted,  but  the  rudder  is  operated  by  cables  enclosed  in  the 
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fuselage  and  connected  to  projections  in  continuation  of  the 
'fuselage  stream-line ;  these  projections  (it  into  the  stem  after 
the  fashion  of  a  socket  and  are  "  airtight." 

A  dashboard  in  front  of  the  pilot,  carries  the  usual  instru¬ 
ments,  and  the  pilot's  seat  is  of  the  bucket  type,  furnied  from 
a  continuous  strip  of  aluminium.  A  V-type  landing  chassis 
is  fitted,  the  V’s  being  of  stream-line  dash.  The  wheels  are 
attached  with  the  usual  shock-absorber  sprung  axle. 

The  engine  is  an  air-cooled  twin  cylinder  opposed  Lawrence, 
developing  2.5  h.p.  at  1,800  r, p  m.  Provision  is  made  for 
carrying  12  gallons  of  petrol  and  two  gallons  of  oil. 

Mr.  11.  C.  Mummerf,  the  designer  of  the  ”  Baby,"  is 
associated  with  the  engineering  department  of  the  Curtiss 
Company’s  Garden  City  plant. 

E  E 

Cables  Break  Down  ;  Aeroplanes  Carry  On 

lx  the  Mediterranean  violent  storms  have  prevailed 
recently,  like  unto  those  raging  here;  with  the  result,  that 
cable  communication  broke  down  between  France  and 
Morocco,  touch  being  maintained  by  aeroplanes  only,  tor 
several  days.  From  Casablanca  boo  telegrams,  it  is  reported, 
were  delivered  by  aeroplane  the  following  day  at  Toulouse. 

Air  Mail  Stamp  issues 

Special  issues  for  .special  flights  appear  to  be  the 
system  employed  by  the  L/uguay  Post  Office  for  the  issue  of 
air  mail  stamps,  Some  little  time  buck,  that  country  over¬ 
printed  a  small  quantity  of  the  1900  25  c.  stamps,  with  the 
device  of  an  aeroplane  and  the  inscription  "  Correo  Aero  " 
in  black  These  were  apparently  used  on  some  special 
flight  (real  or  imaginary),  and  toe  hard  tu  get — and  expensive 
at  that  Now  a  second  issue  has,  we  understand,  been  put 
out,  this  time  the  overprint  being  in  red,  for  an  exhibition 
flight  that  was  made  between  Mercedes  (Soriano)  and  Rocha. 
\o  doubt  these,  also,  are  limited  except  as  regards  price. 
What  a  game  !  Some  countries  have  the  air  stamps, 
and  no  air  services,  whilst  ter  have  the  air  service,  but  no 
stamps  (  ! 

Burl  in-Moscow  by  Air 

From  Berlin  it  is  reported  that  the  Moscow  Soviet  has 
approved  a  draft  agreement  with  a  German  air  line  company 
lor  a  regular  service  of  postal  and  passenger  aeroplanes 
hotween  Moscow  and  Berlin  via  Kovno  and  Konigsberg.  it 
is  added  that  the  Lithuanian  and  Lettish  Governments 
have  given  their  assent  to  the  scheme. 

Proposed  Llsbon-Paris  Air  -Service 

Tut'  Comps  tibia  Portligucza  dc  Navegacao  Aeria,  it  is 
reported,  intends  to  open  a  regular  air  service  between  Lisbon 
and  Paris  shortly,  with  intermediary  landings  at  Castello- 
Brynco,  Valladolid  and  Bordeaux.  The  Portuguese  Govern¬ 
ment  has,  it  is  stated,  placed  the  main  aerodromes  and 
various  intermediary  landing  grounds  on  Portuguese  territory 
at  the  disposal  of  the  company  gTaris,  and  has  promised  that 
these  grounds  shall  pass  into  the  possession  of  the  company  in 
five  year-,’  tirm-  The  working  capital  of  the  undertaking 
.s  stated  to  be  two  million  escudos.  The  following  lines  are 
projected  Lisbon -Sines-Farn,  Lisbon-Panpilhusa-Opporto, 
Lisbon- Portalegre-Madrid, 

Air  Routes  in  Brazil 

1  hk  President  of  Brazil  has,  says  T he  7  imes  Rio  dc  Janeiro 
correspondent,  given  his  assent  to  an  Act  authorising  the 
expenditure  of  over  £235,006  for  the  establishment  of  two 
aerial  routes  between  the  capital  and  Porto  Alegre  (in  Rio 
Grande  Do  Sul)-  The  one  route,  which  is  for  hydroplanes, 
will  follow  the  coast,  wliile  the  other  will  be  inland,  following 
the  railways  where  possible. 

1  he  routes  are  to  he  inaugurated  before  the  opening  of  the 
(  entennial  Exhibition  next.  September.  Their  primary 
object  is  military  defence,  but  the  routes  may  be  used  for 
commerce,  with  the  Government’s  consent.  Wireless  tele¬ 
phone  and  telegraph  stations  with  a  range  of  300  miles  are 
in  be  established  at  convenient  points  at  a  minimum  distance 
of  1,90  miles  apart,  and  at  the  terminal  points  there  will  be 
powerful  plants  capable  of  direct  intercommunication. 
Modern  meteorological  stations  are  also  included  in  the 
scheme 

Canadian  Aerodrome  Facilities 

\Vl  have  received  from  the  Air  Board  of  Canada"  Notice 
to  Airmen  No.  3  of  1921,"  according  to  which  it  is  evident 
that  the  Canadian  Air  Board  is  anxious  to  assist  commercial 
aviation  companies  bv  placing  at  their  disposal  landing 
and  storage  facilities  for  aircraft  at  the  Air  Board  Stations 
throughout  the  Dominion.  The  charges  made  appear  to  be 
very  reasonable,  stores  being  available  at  ledger  prices  plus 
10  per  cent,  to  cover  freight  and  handling  charges,  services 
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The  principal  characteristics 
■m 
Chord 

Gap . 


Area  of  main  planes  (total) 
Area,  of  tail  plane  . . 

Area  of  elevators  . . 

Area  of  rudder 
Area  of  fins . . 

Weight  (empty) 

Weight  (fully  loaded) 
W'eight/.sq.  ft. 

Weight/h.p, 

Speed  range  (estimated)  .  . 

a  h 


of  the  "  Baby  ”  arc  : — 

. .  .  *  18  ft. 

•  •  • .  2  ft.  7$  ins. 

2  ft.  9  ins. 

. .  . ,  90  sq  ft. 

..  5  sq.ft. 

. .  4  sq.  ft. 

. .  . .  3  sq.  ft. 

..  ..  3sq.  ft. 

. .  350  lb. 

.  -  - .  590  lb. 

. .  . .  6*5  lb. 

..  23  •  6  lb. 

..  ..  43-90  m.p.h. 


of  mechanics  charged  by  the  hour  at  cost  accounting  charges, 
and  the  landing  and  taking  off  charges  being  as  follows  ;  - 
Lor  small  machines  50  cents,  for  medium  machines  i  dollar, 
ami  lor  large*  machines  2  dollars.  Open  ait  storage  is  charged 
for  at  the  following  rates  : — From  two  hours  up  to  eight 
hours  2j  cents  per  machine  of  any  size;  above  eight  horns, 
for  each  24  hours,  including  first  eight  hours,  i  dollar  per 
machine  of  any  size.  Charge  per  machine  of  any  size  per 
month  dollars.  Hangar  storage  is  correspondingly 

cheap,  the  fee  per  too  sq.  ft.  or  part  thereof  being  15  cents 
per  day  for  unheated  and  25  cents  per  day  for  heated  hangar 
storage,  the  corresponding  figures  for  monthly  storage  being 
3  dollars  and  5  dollars  respectively. 

The  Second  Peugeot  “  Avlette  ”  Prize 

Conditions  governing  the  second  prize  offered  by  M. 

I  eugeot  of  20,000  francs  for  a  "  flight  '  by  a  man-propelled 
machine  have  now  been  published.  The  new  prize  was 
ottered  immediately  after  the  first  prize  of  10,000  francs 
was  won  by  Gabriel  Poulain  on  his  Nieuport  aviette,  when 
in  a  '  flying  "  jump  he  covered  10  metres  both  ways. 

I  he  main  conditions  set  out  are  that  the  20,000  francs 
prize  goes  to  the  first  man  who  shall  cover  a  distance  of 
50  metres  (xtfy  ft.),  both  ways,  upon  any  form  of  machine 
propelled  entirely  by  muscular  effort.'  No  independent 
assistance,  force  or  power  may  be  employed  except  upon  the 
condition  that  any  instrument  of  propulsive  assistance  so 
used  must  be  carried  bv  the  competitor '  on  his  machine 
during  his  ”  flight.” 

Ihe  dates  for  making  attempts  in  1922  to  gain  the  prize 
are  April  23-30,  June  23-30,  July  24-31  and  September 
-3*30»  and  possibly  a  supplementary  date. 

The  number  of  tries  for  each  competitor  is  limited  to 
three,  but  the  judges  have  powers  to  permit,  in  their  dis¬ 
cretion.  extra  attempts. 

I 'p  to  20  minutes’  interval  is  allowed  before  the  return 
'flight''  in  the  opposite  direction  is  made-  In  case  no 
competitor  succeeds  in  fully  qualifying  for  the  prize,  but 
has  covered  the  50  metres  in  one  direction,  he  may  recom¬ 
mence  his  attempts  de  novo,  and  the  judges  may  permit  a 
restart  to  those  competitors  whom,  although  they  may  not 
have  covered  the  first  50  metres,  they  deem  worthy  of  another 
attempt. 

Entries  (fee  10  francs,  returnable  under  certain  conditions) 
must  be  made  at  least  ro  days  prior  to  any  of  the  Aviette 
weeks  above  to  the  Marion"  Peugeot,  80  rue  Danton,  a 
Leval lois-P erret  (Seine),  in  the  name  of  the  competitor, 
together  with  the  name  of  the  constructor  of  the  machine 
The  competition  is  international,  but  for  both  competitors 
and  machines  Germany,  Austria,  Turkey  and  Bulgaria  are 
barred  The  organising  committee  comprises:  MM  le 
colonel  Ferrus,  Emmanuel  Aim6,  Jacques  Balsam  Baudry, 
dc  Saunier,  Charles  Faroux,  Isaac  Kcechlin,  Chevalier  Rcrii 
dc  Knyff,  Lumet,  Paul  Pan  hard,  Frantz- Reich  el,  Paul 
Rousseau. 


Mr.  Ashbolt  and  an  Imperial  Airship  Service 

Mr.  Ashbolt,  Agent-General  for  Tasmania,  is,  if  anything, 
more  determined  than  ever  that  the  one  great  necessity  for 
Imperial  linking-up  is  by  means  of  an  Imperial  Airship 
Service.  Last  week  he  lectured  to  the  members  of  the  Victoria 
League,  when  Dame  Meriel  Talbot  presided.  His  delightful 
lecture,  illustrated  with  photographs,  was  greatly  appreciated, 
and  it  is  very  encouraging  to  learn  from  his  closing  remarks 
that  he  had  been  practically  promised  support  for  his  scheme, 
to  the  extent  of  four  million  pounds,  with  which  to  initiate  the 
commercial  airship  fleet  which  would  be  necessary  for  tho 
experimental  two  years’  period. 

An  “  R.38  * :  Memorial 

Hull  Corporation  Parks  Committee  is  consulting  the 
Air  Ministry  on  the  question  of  a  site  for  a  memorial  to 
the  men  w  ho  lost  tlieir  lives  in  the  "  R.38  "  disaster 


January  io,  1922 


Married 

Flight-Lieut.  Claujk  Hilton  Ki.nn,  K.A.F.,  was  married 
on  January-  4,  at.  St.  Mary  Abbots.  Kensington,  to  Mary 
Angel  Constance,  elder  daughter  of  Mrs.  J.  P.  Montgomery. 
of  Jesmoml,  Warsash.  Hampshire.  The  Rev.  11.  H.  1 
Viener,  C.B.E,  Chaplain-in-Chiet'  to  the  Royal  Air  Force, 
officiated. 

The  marriage  took  place  on  January  10,  at  Si  Man 
Abbots,  Kensington,  of  Lord  Gored.,  Under-Secretary  for 
Air,  of  11,  Catherine  Street,  Buckingham  Gate,  and  Elizabeth, 
daughter  of  Mr.  and  Mrs.  Alex.  N.  Radcuffe,  of  15,  Kens¬ 
ington  Square,  and  Bag  Park.  Widecombe-in-thc-Muor. 

Among  those  present  were  Air- Marshal  Sir  Hugh  and  Lady 
1  rend  1  aid,  and  Mr.  \\  .  F.  Nicholson  (representing  the  Air 
Council). 

To  be  Married 

A  marriage  is  arranged,  and  wilt  take  place  on  February  1, 
at  Farn borough,  between  Flying  Officer  B.  Caillard,  K  A  h  , 
youngest  son  of  Mr.  and  Mrs.  Esmond  Caillard,  of  Hove, 
Sussex,  and  Mary  LriTAN.  eldest  daughter  of  Mr.  and  Mrs. 
Morrat,  of  Cotswold.  1-arnborough  Park,  Hants, 

Ihe  engagement  is  announced  between  Lieut.  Edward 
Morton  Drummond.  Black  Watch,  attached  R  AF.,  eldest 
son  of  Mr.  and  Mrs.  Gerald  Drummond,  Dayfeside,  Woodford 
Essex,  and  Daphne  Eunice,  youngest  daughter  of  Mr  and  Mrs 
Wilfrid  Taylor,  12,  Mitre  Court  Chambers.  Temple,  and 
5-  Norfolk  Mansions,  Battersea  Park. 

Deaths 

Group-Captain  Alan  John  Lance  Scott,  C.B  ,  M.C., 
A.F.C.,  passed  away  on  January  16  in  a  nursing  home,  of 
double  pneumonia*  after  only  a  few  days’  illness.  The  funeral 
service  took  place  on  Wednesday  at  Broinpton  Cemetery,  with 
military  honours.  Captain  Scott  was  probably  one  of  the 
most  efficient  and  practical  officers  connected  with  the  Air 
Ministry.  He  was  aged  39,  and  was  the  son  of  the  late  Henry 


Alan  Scott,  of  Holbrook,  Horsham.  Educated  at  Merton 
College,  he  was,  as  undergraduate,  Master  of  the  University 
Dragliounds.  On  the  outbreak  of  war  lie  was  studying  for 
the  Bar,  and  was  an  officer  m  the  Sussex  Yeomanry.  He 
jollied  the  R.A.F.  early  111  the  War,  and  was  badly  injured 
in  an  aeroplane  accident  in  England,  but  eventually  Went 
to  Fiance  in  command  Of  a  squadron.  Major  Bishop,  Y.C., 
was  at  one  time  under  his  command.  In  1920  Captain  Scott 
wrote  the  history  of  bis  squadron  (the  60th).  When  the  War 
ended  he  was  ottered  a  permanent  commission  in  the  Air 
Force,  and  was  shortly  afterwards  appointed  Air  Secretary 
to  Mr.  Winston  Churchill,  retaining  that  position  under 
Captain  Guest,  and  holding  it  up  to  the  time  of  his  death. 
Although  not  in  the  lime  light  with  the  public.  Captain 
Scott  lias  probably  one  of  the  finest  war  records  to  bis  credit, 
flis  death  will  be  keenly  felt  in  the  Air  Ministry  and  with 
those  left  to  mourn  his  loss. 

1  he  death  of  Francis  Faunal l  Thurstan,  late  Flight- 
Coni  mamler,  K.N.,  is  announced  as  taking  place,  at  the  early 
age  iff  .pj.  on  January  7,  in  a  nursing  home  at  Bournemouth, 
as  the  result  ot  wai  service.  Commander  Thurstan  war- 
closely  associated  with  aviation,  having  been  with  the  Bristol 
Company  from  1910  to  1914.  When  War  broke  out  he 
joined  the  K  \  A.S.,  and  served  in  Paris,  Dunkerque,  New 
foundlaud,  etc.  After  the  War  lie  again  took  up  aviation 
work  for  a  short  period,  but  tuberculosis,  contracted  in  191k 
during  his  War  work,  speedily  closed  his  career  be  having  to 
enter  a  nursing  home,  where  he  failed  to  recover  Ho  b-aves 
a  widow  and  four  children. 

Items 

Lieut.  Clorman  who  lias  been  appointed  .Air  Attache  to 
tlie  Swedish  Legation,  has  arrived  111  London  and  entered 
upon  his  duties. 

General  Mitchell,  chief  of  the  American  Aviation  Corps, 
has  arrived  in  Rome,  and  will,  it  is  reporter!,  vi -it  the  Italian 
aeronautical  establishments. 
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(OFFICIAL 

Flection  of  Members. — The  following  Mem¬ 
bers  were  elected  at  a  meeting  of  the  Council 
held  on  Friday.  December  10  : — Associate 
Fellow,  O.  E.  Sim  mends,  B.  A  ;  Students, 
A.  O.  Adams,  F.  G.  Kay,  T  H.  Smith  ; 
Members,  V  S.  Gaunt,  D.  Woods  Mason, 
Capt.  F.  II.  Parkes-Warmington. 

Journal. — The  January  number  of  the 
Aeronautical  Journal,  which  is  now  available, 
price  2s.  Or/.,  contains  the  following  papers  :  “  Require¬ 

ments  and  Difficulties  of  Air  Transport,”  by  Col.  K.  Sea  tie; 
"  The  Present  State  of  Airship  Development,”  by  Major  G.  H. 
Scott, 

Lecture. — The  next  meeting  will  take  place  at  5,30  p.m. 
on  Thursday,  January  19,  at  the  Koval  Society  of -Arts, 
John  Street,  Adelphi,  when  Brig.-Gen. '  R.  K.  Bagnall  Wild 
C.M.G.,  C.B.E.,  will  read  a  paper  on  ”  Aeroplane  Installation.” 

The  lecture  by  Dr.  V.  E  Puffin  on  ”  Radiological  Examina¬ 
tion  of  Materials  ”  has  been  postponed  from  February  2 
to  March  16,  at  5.30  p.m.,  at  the  Royal  Society  of  Arts. 

Provincial  Lectures. —  In  addition  to  the  paper  read  on 
January  6,  by  Mr  H.  L.  Stevens,  Associate  Fellow,  before 
the  Coventry  Engineering  Society,  on  "  Research  on  Full- 
Scale  Aeroplanes,”  the  following  lectures  to  provincial 
engineering  Societies  have  been  arranged  February  23  at 
8  p.m.,  “  Airworthiness,”  by  Mr.  F.  \i.  Cowlin,  A.F.R.Ae.S., 
before  the  Leeds  Association  of  Engineers.  March  1.  “The 
Control  of  an  Aeroplane,”  by  Capt.  G.  T.  R.  Hill,  A.F.R.Ae.S., 
before  the  Nottingham  Society  of  Engineers. 

Students'  Meetings. — The  next  Students'  Discussion  Meeting 
wall  be  held  in  the  Society  Library  at  7  pm.,  on  Thursday. 
January  ?6,  when  Air.  Colin  Daniel  will  inaugurate  the 
discussion  with  a  paper  on  ”  Practical  Points  of  Fuselage 


Mr.  J.  D.  Frier,  Associate  Fellow ,  will  take 


NOTICES) 

Construction.” 
the  Chair 

S'tiHSs  (.u id .  1  CofW^r/j(i(ili. —  Details  have  been  r**Ceivcd 
th tough  the  Controller  of  Information,  Air  Ministry,  ot  a 
soaring  High!  competition  which  is  being  held  by  the-  Suisse- 
Centrale  Section  of  the  Swiss  Aero  Club  from' March  8  to 
March  1.5  at  Gs triad  (Bernese-Oberlund).  A  translation  of  the 
regulations  tan  be  inspected  at  the  Society’s  Offices,  and 
intending  participants  arc  asked  to  communicate  with  the 
Secretary.  A  course  of  instruction  in  practical  Soarin'" 
is  being  arranged  at  Gslaad  front  February  15  to  March  13 
in  connection  with  the  Competition. 

hr  Conference. —  I  he  following  Members  have  been  nomi¬ 
nated  to  represent  the  Society  at  the  Mr  Conference  to  be 
held  in  the  Guildhall,  London,  on  Monday  and  Tuesday, 
February  7  and  8;  Brig, -Gen.  R  tv.  Bagnall- Wild,  Dr.  i  . 
Bairstow,  Wing  -  Cmdr.  Cave-BfOwnc-Cave,  If.  Glaum  t, 
Major  F  M  Green,  Capt.  G.  de  Havilland.  Sqdr.-Ldr.  R.  AL 
Hill,  Prof.  B.  Mel v ill  Jones,  Major  D.  H.  Kennedy,  Major 
A.  R.  Low,  Lieut. -Col.  \Y.  Lockwood  Marsh,  A.  Ogilvie, 
l.ient. -Col.  M.  O  Gonnan,  Dr.  A.  J.  Sutton  Pippard,  A  Y'  Roe, 
Sir  R.  M.  Ruck,  Major  G  H  Scott,  R.  Y.  Southwell  H  1 
Stevens,  H.  T  Tizard,  Major  II.  E.  Wimperis.  R.  McKinilun 
Wood, 

Library.  I  he  following  books  have  been  received  and 
placed  m  the  Library  Bibliography  of  Aeronautics 
T909-  1916,  N.  A.L,  A  ,”  ”  The  Diesel  Engine  ”  by  G.  J.  Wells 
and  A.  J  Wallis  Taylor,  Howard  Lectures  oil  Aero  Engines, 
F..  L.  <  horlton,  Alloys  Research  Committee  Reports  Nos.  8, 
9.  11,  Institution  of  Mechanical  Engineers,  "Structural 
Analysis  and  Design  of  Airplanes/’  by  .Major  T.  H.  Bane. 

W.  LOCKWOOD  MARSH, 

Secretary 
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/  ondun  Gazette,  January  to,  1932 
Genera l  Duties  fitaxrh 

3 Hight-Lieut,  J.  K.  MtC'riiufk;,  O.U.E.,  M.C.,  i.-.  placid  on  hail-pay,  Scale  II, 
from' November  25,  192),  to  December  31,  1921,  inclusive.  (Since  resigned). 
Flight- Lieut.  H.  V.  German  is  placed  on  Jiali -pay,  .Scale  11  ;  December  27,  1921. 
Group  Capt.  J.  H.  W.  Broke,  C.M.G,,  D.S.O-,  A.F.C  ,  is  placed  on  there-tired 
list,  and  is  granted  tin:  lion.  rank  ol  Brig. -Gen.  ;  I  ebruary  29,  1920.  (Sub¬ 
stituted  for  Gazelles  March  '2,  1920,  and  March  12,  1920). 

Memoranda- 

Two  Cadets  are  granted  bon.  commits,  as  Sec.  Lieuts.,  with  effect  from  the 
dates  of  their  demobilisation. 

The  permission  granted  to  Sec.  Lieut.  E  L.  I  incb  to  retain  his  rank  is 
withdrawn,  on  bis  joining  the  Territorial  Army;  November  r,  3921. 

krraium. 

New  Year’s  Promotions,  Ftac.nr,  January  5,  1922,  page  12  For  Hugh 
Vernon  Champion  de  Crespigriy,  read  Hugh  Vivian  Champion  de  Crespigny  ; 
lor  Allen  Robert  Churchman,  read  Allan  Robert  Churchman. 

Lolulmt  Gazette,  January  13,  1923 
General  Putter,  Branch 

Plying  OUt .  H.  ti.  Crowe,  M.C.,  it  granted  a  permanent  commo.,  retaining 
bis  present  substantive  rank  and  -dry. ;  Nov.  17,  1921.  Flying  Oflr.  H  E. 
Kansou  is  granted  a  permanent  (.oitiucn  ,  retaining  his  present  substantive 
rank  and  seuy  ;  Dec  19,  19x9  (CaseHe,  Dec.  19,  1919,  appointing  him  to  a 
short  serv.  council.,  i*  cancelled), 

The  following  are  grant'll  short  serv.  com  inns,  as  Pilot  Gifts  on  probation, 
with  ehect  from,  And  with  senv,  of,  the  dates  indicated  — *H.  V.  Alder;  Dec.  31, 
19.11 .  A.  K  Ci owtiUS,  C.  F.  II.  Grace,  E.  Mailer,  *R.  L,  Palmer,  J.  S.  Phillips’ 
H.  J.  Wyke*.,  \V.  A,  C,  A  \  ears  ley ;  Dec.  29,  1921.  (•Denotes  previously 
served  in  K.A.F.) 


Plight -Lie  (it,  L.  II.  Slatter,  O.lLK.,  D.S.C.,  I>,1  C,,  is  placed  on  halt-nay. 
Scale  P,  from  March  ri  to  March  20  inclusive.  Flying  Oflr.  J.  11.  Jephsou 
resigns  his  permanent  mnunn.  and  Is  granted  rank  ot  Capt.;  Nov.  2,  193 1. 
Flying  Oflr.  E  G.  Gaff  resigns  his  permanent  commn.,  and  is  permitted  to 
retain  the  rank  of  Lieut.  ;  Jan.  7.  Flying  Oflr.  R.  F.  Wallas  tesigns  his 
short  service  commn.,  and  is  permitted  to  retain  the  rank  of  l.icnt.;  Jan.  tj. 
Flying  Offr.  I.,  G.  Sbipoott  is  placed  on  the  retd,  list  on  account  of  ill-health, 
and  is  permitted  to  retain  the  rank  of  Lieut. ;  Jan,  n. 

Stott's  Grunt  h 

Hying  Oflr.  L.  G.  Stevenson  is  granted  a  permanent  Coum'in.  retaining 
bis  preseut  substantive  rank  and  sen.  with  eilecl  irom  Sept,  is,  1919,  and  is 
transferred  to  the  Stores  Blanch,  with  effect  Irani  June  1 ;?,  1920.  Canute 
of  Sept.  12,  1919,  appointing  hito  to  a  short  service  com  inn.  is  cancelled. 

Flying  Offr.  F.  C.  W orton  is  placed  on  the  xetd.  list  on  account  oi  ili-heaJlh, 
abd  is  permitted  to  retain  the  rank  of  Lieut. ;  Jan.  ti. 

Medical  Service 

G.  Kinne-ar  is  granted  4.  short  service  commn.  as  a  Flylug  Oflr.,  with  oiled 
from  aud  with  sen.  of,  Dec.  19,  1921.  Flight  Lieut,  FL  W.  Uy.01  is  granted 
a  short  service  commil.,  ict.uniug  his  present  substantive  rank  aud  senv.  ; 
Jan.  j. 

Capt.  J.  S.  Spilth,  Army  Dental  Surgeon,  is  grauted  a  it-rnp.  commn.  as  a 
Tlight-Licut.  while  attached  for  duty  with  R.A.F.,  with  Gleet  train  Nov.  r, 
1921,  arid  with  seny.  oi  Jan.  27,  19:9.  He  will  continue  to  rcr.cjvc  emoluments 
lroru  Army  funds,  (Substituted  tor  Gazelle  Dec.  27,  1921.) 

Menwrandinn. 

Capt,  W.  R.  Baldwiu-YYnuman  relinquishes  his  temp,  commn.  on.  ceasing 
to  be  employed,  aud  is  permitted  to  retain  his  rank  ;  Jan.  1. 

Erratum. 

Gazette  of  Nov.  15,  1921,  page  9058,  for  L.  B.  J.  Burn-trad,  read  L.  B.  1. 
Bumstead. 


ROYAL  AIR  FORCE  INTELLIGENCE 


Appointments. — The  following  appointment*  in  the  Royal  Air  Force  are 

not  Died 

Eliot  Offuxrs  Cr.  A.  F.  Buc.luiall,  to  No,  5  Hying  'I  mining  School  (Inland 
Area1.  On  appointment  to  Bermauuut  Commiision,  30.12.  2i.  H.  J. 
W  ylies,  to  No.  5  Hying  Training  Sr  bool  (Inland  Area).  On  appointment  to 
short  service  commission  Ion  probation).  29.12.2 1.  A.  K.  Crowther,  to 
No.  3  Flying  1  raining  School  (Inland  Area).  On  appointment  to  short 
sm iec  camujlssinn  (ou  probation).  29.12. 21,  C,  F.  FI.  Grace,  to  No.  5 
Flying  Training  School  (Inland  Area).  On  appointment  to  short  service 
conuntedoo  (cm  probation).  29. 12. 21.  J  S  Phillips,  to  No.  3  Flying  Training 
School  (Inland  Area).  On  apnoln Uncut  to  short  service  commission  (on 
probation).  29.r2.21.  E.  Marlrr,  tn  No,  5  Flying  Trainiug  School  (Inland 
Area).  On  appointment  to  short  service  commission  (on  probation), 
29.12.21.  K.  F.  Palmer,  to  No.  2  Flying  Training  School  (Inland  Area), 
On  appointment  to  shot!  service  commission  (ou  probation),  -2g.12.21. 
\\.  A.  C.  A.  YcarsJey,  to  No.  2  r‘ lying  Training  School  (Inland  Area;.  On 
appuantsoent  to  short  service  commission  (on  probation).  29.12.21. 

Gnnp  Captain  \  J  Roche,  O.H.l  from  Headquarters,  Coastal  Area,  to 
K.A.F  Dcpfit  (Inland  Area).  (.Supernumerary.)  Whilst  attending  coarse 
ut  Royal  Army  Medical  College.  16.1.22. 

Ming  Commander,  F.  Rankun  O.B.l  ,  from  An  Ministry  (Directorate 
01  Operations  and  intelligence)  to  K.A.F.  Depot  (Inland  Area).  (Snpexy 
iiummaiy.j  6.1.22.  H  W  so.U,  JVf. LL.  B.A.,  to  Headquarters,  K.A.F'., 
Criuiwt'lf,  tur  duty  as  Principal  Medical  Officer  and  as  Officer  in  charge  ot 
K  \.F.  Hospital,  Crmv.!  II.  i.l.D.  C  E.  C.  Stanford,  T'.S.O. ,  Vt.B. ,  B.Sc. . 
troin  fm-prlnratt'  ol  Recruiting,  Coastal  Area,  to  Headquarters,  Coastal 
Area,  lot  temporary  duty  aa  f’rii.upai  Medical  Officer.  16.1.22. 

El  El 

*\ir-Commodore  Swann,  Director  of  Personnel 

It  is  notified,  by  the  Ait  Ministry,  that  Air-Commodore 
Oliver  Swann,  C.B.,  C.B.E.,  assumed  duty  as  Director  of 
Personnel  on  January  5,  i<}2  2,  in  succession  to  Vice-Admiral 
Sir  C.  F.  Lambert,  K.C.B,  who  recently  relinquished  this 
post 

R.A.F.  Memorial  Fund  Football  Week 

A  novel  scheme  has  been,  through  the  K.A.F'.  Sports 
Board,  adopted  by  the  Royal  Air  Force  this  year,  m  an  en¬ 
deavour  to  increase  the  receipts  of  the  R.A.F.  Memorial  Fund. 

By  the  generosity  of  Mr.  Alexander  Duekham,  the  fund  has 
recently  come  into  the  possession  of  a  large  house  and  grounds 
known  as  Vanbrugh  Castle,  near  Blackheath,  and  in  August 
last  a  home  lot  sons  of  deceased  airmen  was  opened  there. 
Sixteen  boys  were  taken  in  immediately,  -and  it  is  hoped  to 
increase  tins  number  to  the  lull  capacity  of  22  in  the  Spring, 
ike  boys  are  educated,  fed  and  clothed,  entirely  by  the  Fund, 
at  a  cost  of  about  £2,000  per  annum. 

lo  assist  in  this,  and  the  several  other  objects  of  the  Fund, 
the  Royal  -Air  Force  Football  Association  have  inaugurated 
0,1  "  R  A.F.  Memorial  Fund  Football  Week,”  lasting  from 
January  21  to  28.  During  this  period,  all  units  have  been 
asked  to  organise  football  matches,  and  to  devote  all  gate 
receipts  to  the  Fund,  to  make  collections  on  all  their  grounds, 
and  to  endeavour  to  raise  as  much  money  as  possible.  The 
proposal  has  been  received  with  enthusiasm,  and  it  is  hoped 
l<2  raise  a  not  inconsiderable  sum.  Diversions  in  the  way  of 
side. -shows,  and  comic  football  matches  are  also  being 
organised. 

it  is  hoped  that  the  public  will  give  their  generous  support 
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Squadroit  Leaders,—  A.  A.  B.  Thomson,  M.C.,  A.F.C. ,  (tom  Inter- Allied 
Aeronautical  Commission  of  Control  (Hungary),  to  K  A  I  Until,  Inland 
Area.  Attached  to  Air  Ministry  (Directorate  of  Operations  and  Intelligence) 
for  temporary  duty.  (Supernumerary.,  18,12.21,  T.  G.  HetlieiiuRion, 
C..B.E,,  from  Half-pay  list  10  Hand  quarters.  Middle  East  Area,  6.1.3a, 
V\ .  B.  Callaway,  A.F.C.,  from  R.  A.F.  Cadet  College  (Ground  Wing)  (Cramvcli) 
to  School  of  Naval  Co-operation  and  Aerial  Navigation  (Coastal  Uea). 

23.1.22.  K  S.  Maxwell,  MX.,  D.F.C.,  Irom  No.  53  Squadron  (Middle  Fast 
Area)  to  K.A.F.  Depbt  (inland  Area).  (Supernumerary.)  411.21, 

1  light  lieutenants, —  j  W.  Harper,  M.D.,  liorn  Research  Laboratory  and 
Medical  Officet-s’  School  of  Instruction  (Inland  Area)  to  No.  1  School  ol 
Technical  Training  (Boys)  (Halton),  lor  duty  as  Medical  Officer  at  Halton 
Hospital.  9.1.22.  K.  M.  Bankcs- Jones,  U‘Otu  No.  1  School  of  Technical 
Training  (Boys)  (Haltpu)  to  No.  7  t.roup  Headquarters  (Inland  Area). 

12.1.22.  A.  k.  Arnold,  D.S.C.,  D.F.C.,  lroru  Air  Ministry  (Directorate  of 

Operations  and  Intelligence)  to  R.A.F,  Dnpdt  ( Inland  Area).  (Supernumerary.) 
ro.z.32.  J.  H.  W.  Fitzgerald,  from  K.A.F.  D-p6t  (Inland  Area)  to  Central 
Flying  School  (Inland  Area).  9.11,33.  0.  VV.  Dc  Patron.  The  recent 

notification  wherein  tins  Officer  was  posted  from  Experimental  Section, 
Royal  Aircraft  Establishment,  lo  School  of  Army  Co-operation,  with  effect 
from  18,1.22,  is  hereby  cancelled.  C.  11.  B.  Jenrier-Parson,  from  Inspector 
ol  Recruiting  (Newcastle)  (Coastal  Area)  to  Seaplane  Training  School  (Coastal 
Area).  15.1.22  H.  G.  Hopcraft,  D.S.C.,  from  R  .A.F  Base,  Leuchars 
(205  S qua clron)  (Coastal  Area)  to  Seaplane  Training  School  (Coastal  Area). 

15.1.22.  C.  S.  Richardson,  MrB.E  ,  from  No.  4  Flying  Training  School 
(Middle  East  Area)  to  No.  6  Squadron  (Middle  East  Area).  19. 12.21. 
G.  Bowen,  from  No.  45  Squadron  (Middle  East  Area)  to  Iraq  Group  Head¬ 
quarters  (Middle  East  Area.  19.12. aj, 

El  E 

to  the  scheme,  to  enable  the  Fund  to  commemorate  the  splen¬ 
did  services  given  to  King  and  Country  in  the  Great  War, 
by  the  various  branches  of  the  flying  services  now  all  merged 
in  the  Royal  Air  Force. 

The  Memorial  Fund  Committee  require  /40 0,000  to  enable 
them  to  carry  out  their  original  schemes,  At  present,  a  little 
over  one-third  has  been  raised. 

Royal  Air  Force  Hockey 

The  results  of  the  first  round  of  the  R.A.F.  Intel -Unit 
Hockey  Competition  are  as  follows 
No.  1  District 

Gosport  4,  Calshot,  3. 

Winchester  7,  Upavon  o. 

Netheravon  1  r,  .Andover  o. 

Lee-on- Solent-  a  bye. 

No.  2  District 

Martlesham  w.o  ,  Bircham  Newton  si  r. 

Leuchars  w  o.,  Spittlcgate  scr. 

Cranwell  w.o..  Shot  wick  scr. 

No.  3  District, 

Halton  (E)  2,  Manston  o. 

Uxbridge  (FI.Q.)  1,  Grain  2. 

Flenlovv  3,  Ruislip  o. 

I  he  following  is  the  draw  for  the  second  round,  which  is 
to  be  played  off  by  January  23,  11/22  : — 

A  ct.  1  Jpisirict. — Gosport  v.  Winchester ;  Netheravon  iu 
Lee-on-Solent. 

No.  2  District. — J.cuchars  v.  Martlesham  ;  Cr  an  well-  a 
bye. 

No.  3  District r — Healow  v.  Halton  (E) ;  Gram — a  bye. 


January  iq,  1922 


THE  STUDENTS’  SECTION  OF  THE  ROYAL 
AERONAUTICAL  SOCIETY 

A  Promising  Branch  of  Interest  to  the  Younger 

Generation 

Since  their  inception  a  few  months  ago,  the  monthly 
discussion  meetings  of  the  Students'  Section  of  the  Royal 
Aeronautical  Society  have  gradually  become  very  popular, 
and  there  is  now  a  very  good  attendance  at  these  discussions. 
It  is  the  custom  to  limit  the  attendance  to  Students  of  the 
Society,  with  a  Member  in  the  chair.  Usually  a  Paper  is 
read,  and  the  rest  of  the  evening  is  spent  in  discussing  it. 
At  the  first  meeting,  which  was  held  on  October  13  last, 
a  paper  entitled  “  A  Comparison  of  Different  Types  of 
Aerofoils  ”  was  read  by  Mr.  T.  A.  Kirkup,  the  Chairman 
being  H.  B.  Irving  B.Sc.,  A.F.R.  Ae.S.,  of  the  N.P.L.  On 
November  10,  Mr.  W.  L.  Le  Page  read  a  paper  on  ”  The 
Soaring  Flight  Problem,”  when  Mr,  Handley  Page,  A.F.R.  Ae.S., 
was  in  the  chair.  The  next  meeting  will  be  held  on  January 
26,  when  Mr.  Colin  Daniel  will  read  a  Paper  on  “  Some 
Practical  Points  in  Fuselage  Construction.”  The  chair  will 
be  taken,  on  this  occasion,  by  Mr.  J.  D.  Frier,  A  R  C. Sc., 
A.F.R. Ae.S.  On  February’  23,  Mr.  G.  R.  Irvine  will  read 
a  Paper  entitled  ”  Some  Possible  Improvements  in  Aero 
Engine  Installation.” 

The  Committee  is,  at  present,  composed  as  follows — 
Stanley  H.  Evans,  Hon.  Sec.  (East  London  College),  L,  J. 
Jones  (N.P.l  )  and  W.  H.  Kossiter  (Northampton  Engineering 
College) . 

For  tire  information  of  those  of  our  readers  who  are  not 
already  acquainted  with  the  object  of  the.  Students’  Section 
of  the  R.Ae.S.,  we  might  point,  out  that  membership  is 
reserved  for  those  under  the  age  of  26  who  axe  receiving  a 
technical  training  such  as  will  fit  them  in  due  course  to  become 
Associate  Fellows  of  the  R.Ae.S.  There  is  no  entrance  fee, 
and  the  subscription  is  only  one  guinea.  Among  the  privileges 
enjoyed  by  students,  mention  may  be  made  of  the  fact  that 
students  are  entitled  to  attend  the  Society’s  lectures,  receive 
the  moot  lily  journal  free  of  charge,  and  borrow  booksjfrom 
the  Society’s  library.  Wc  can  thoroughly  recommend  young 
men  possessing  the  necessary  qualifications  to  join  this 
section  of  the  Royal  Aeronautical  Society,  and  the  subscription 
is  so  moderate  that  it  need  deter  no  one. 

m  m  m  m 

The  London  Aero-Models  Association 

The  Members'  exhibits  on  the  Association  stand  at  the 
Model  Engineer  Exhibition  has  caused  great  interest 
in  the  Association's  work.  Over  75  per  cent,  of  model 
aeroplanes  exhibited  were  made  by'  the  members  L.A  M.A, 

An  annual  general  meeting  will  be  held  on  Thursday, 
the  19th  of  January,  1922,  and  members  are  specially  requested 
to  be  present  at  the  election  of  officers  for  tlie  ensuing  12 
months. 

On  January  26  a  lecture  will  be  given  by  Mr.  F.  J.  Catum. 
His  subject  will  be  “  Model  Aeronautical  Research.” 

Membership  forms  can  be  had  from  the  lion.  Sec.,  Mr.  A.  E. 
Jones,  48,  Narcissus  Road.  West  Hampstead,  N.W.  6. 

"  The  Model  Engineer  "  Exhibition 

The  Model  Engineer  ”  Exhibition,  Which  was  held 
last  week  at  the  Royal  Horticultural  Flail,  Westminster, 
was  extremely  successful — from  the  technical  point  of  view, 
at  any  rate.  On  the  occasion  of  our  visit  we  were  particularly 
and  favourably  impressed  with  the  quality  of  the  models 
exhibited — especially'  some  of  the  competition  models. 
We  were  somewhat  disappointed,  however,  with  the  small 
part  played  by  model  aeroplanes  and  motor  boats,  the 
former  being — as  far  as  we  could  see — solely  represented 
by  a  small  exhibit  by  the  London  Aero  Models  Association. 
If  the  quantity  was  at  fault,  this  was  certainly'  not  the  case 
as  far  as  quality  was  concerned,  for  the  "  L.A.M.A.”  models 
left  little  to  be  desired  in  this  direction.  In  nearly  every 
case  these  models — which  were  actual  flyers — resembled  ”  the 
real  thing”  to  a  remarkable  degree,  and  the  "  flying  stick  ” 
element  was  entirely  absent,  or  almost  so. 

We  noticed  a  model  of  a  direct  lift  machine,  but  failed  to 
gather  anything  of  a  startling  nature  from  an  inspection  of 
same. 

Wireless  Telegraphy  was  well  represented  on  many  of  the 
stands,  and  it  is  gratifying  to  see  the  increased  interest  this 
important  and  fascinating  science  is  creating.  Model 
railways  and  locomotives,  however,  seemed  to  be  the  most 
popular — and  we  are  not  surprised,  for  it  was  with  the  greatest 
difficulty  that  we  coidd  tear  ourselves  away  from  the 
fascination  of  watching  a  beautifully-made  scale  model 
locomotive  of  no  more  than  2  ft.  or  so,  realistically  puffing 
up  and  down  the  track  with  two  28  lb.  weights  as  frejght  ! 


IMPORTS  AND  EXPORTS,  1920-1921 

Aeroplanes,  airships,  balloons  and  parts  thereof  (not  shown 
separately  before  1910).  For  19x0  and  19x1  figures  see 
■‘Flight”  for  January  25,  19x2;  for  1912  and  1913,  see 
"Flight”  for  January  17,  19145  for  1914,  see  "Flight” 
for  January  15,  1915]  for  19x5,  see  "Flight”  for  January  13, 
1916 j  for  1916,  see  "Flight”  for  January  11,  1917:  *or 
19x7,  see  "Flight”  for  January  24,  1918,*  for  1918,  see 
” Flight”  for  January  16,  1919;  for  19*9,  see  "Flight” 
for  January  22,  1920;  and  for  1920,  see  “Flight”  for 
January  13,  1921. 

Imports  Exports  Re-Exportation 


1920. 

1921. 

1920. 

1921. 

1920. 

1921. 

£ 

£ 

£ 

£ 

jC 

£ 

Jan.  ... 

2,323 

4.459 

32,752 

87,128 

697 

2,285 

Feb.  ... 

9.320 

2,379 

68,932 

59,829 

— 

19 

Mar.  ... 

2,092 

14 

67,600 

1 18,199 

— 

1,565 

April... 

5,918 

1,370 

148,484 

i38,983 

— 

450 

May ... 

761,425 

3,350 

237,627 

59,624 

400 

I,8i8 

June  .  . . 

491 

5,iSi 

3°°,5 72 

79,713 

61,150 

— 

July... 

51,020 

540 

286,646 

530,628 

— 

850 

August 

1 16 

343 

130,774 

m, 595 

2,544 

Sept. 

386 

620 

302,802 

145,755 

— 

— 

Oct.  ... 

445 

4,256 

106,954 

101,567 

9>3 

580 

Nov.... 

9 

5°4 

165,607 

144,073 

20 

Dec. ... 

2,805 

95o 

69,720 

116,430 

405 

2,120 

836,350 

23,966 

1,918,470 

1,693,524 

66,109 

9,717 

m 

m 

Aircraft  Company  Registrations 

From  the  summary  of  company  registrations  at  Somerset 
House  during  1921,  compiled  by  Messrs.  Jordan  and  Sons, 
Ltd.,  of  Chancery  Lane,  new  aircraft  concerns  do  not  loom 
very  largely  in  the  grand  total  of  99  million  pounds  odd 
(against  about  569  millions  in  1920  !).  The  numbers  recorded 
are  two  public  companies  with  £1,100  capital  and  nine  private 
companies  with  ^78,300  total  capital. 

m  ft  m  & 

AERONAUTICAL  PATENT  SPECIFICATIONS; 

Abbreviations  :  cyl.  ■=  cylinder  ;  I.C.  =  internal  combustion  ;  tn.  mature 
The  numbers  in  brackets  are  those  under  which  the  Specilic-mons  will 
be  printed  and  abridged,  etc. 

APPLIED  FOR  IN  1920 

Published  January  n,  19 ;; 

19,7^1.  C.  L.  Kee.  Laying  oi  submarine*  by  aircraft.  <147,7704 
25,633.  Albatros  Gks.  bur  Flugzkugunii  rni'. mjyr.041,  ^hr.-.k-absorber» 
for  aircraft.  (172,697.) 

26,36;.  R.  R.  Rkrd.  Captive  aeroplanes  tor  training  and  .icnuseineut 
purposes.  (172,732.) 

li  you  require  anything  pertaining  to  aviation,  study 
“Flight’s*'  Buyers’  Guide  and  Trade  Directory, 
which  appears  in  our  advertisement  pages  each 
week  (see  pages  iii  and  xiv}. 

NOTICE  TO  ADVERTISERS 
All  Advertisement  Copy  and  Blocks  must  be 
delivered  at  the  Offices  of  **  Flight,”  36,  Great 
Queen  Street,  Kingsway,  W.C.2,  not  later  than 
12.0 ’clock  on  Saturday  in  each  week  for  the  following 
week’s  issue. 

FLIGHT 

The  Aircraft  Engineer  and  Airships 
36,  GREAT  QUEEN  STREET,  KINGSWAY,  W.C.  2. 
Telegraphic  address  :  Truditur,  Westccnt,  London. 
Telephone  :  Gerrard  1828, 

SUBSCRIPTION  RATES 

”  Flight  ”  will  be  forwarded,  post  free,  at  the  following  rates  .  - — 
United  Kingdom  Ahroad*' 

s.  d.  s.  d, 

3  Months,  Post  Free...  77  3  Months,  Post  Free...  8  3 

D  , ,  *  •  •  1 5  2  P  r  I  I’  ...  1 6  6 

12  „  „  ...30  4  12  . 33  o 

These  rates  are  subject  to  any  alteration  found  necessary 
under  abnormal  conditions  and  to  increases  in  postage  rates. 
*  European  subscriptions  must  be  remitted  in  British  currency 
Cheques  and  Post  Office  Orders  should  be  made  payable  to  the 
Proprietors  of  "  Flight,”  36,  Great  Queen  Street,  Kingsway, 
W.C.  2,  and  crossed  London  County  and  Westminster  Bank, 
otherwise  no  responsibility  will  be  accepted . 

Should  any  difficulty  be  experienced  in  procuring  "  Flight  ” 
from  local  newsvendors,  intending  readers  can  obtain  each  issue: 
direct  fr^n  the  Publishing  Office,  by  forwarding  remittance  as 
above. 
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FLIGHT  BUYERS*  GUIDE  AND  TRADE  DIRECTORY-cofl*//w<?tf 


( Continued  front  p.  jcivJ 


LUBRICATING  01LS- 

Wukefield,  C.  C.,  &  Co,,  Ltd,,  Cheap-ride,  E.C.  a. 
Central  11  j6  (3  Hn«s) ;  "  Cheery,”  Cent.  London, 


MACHINING— 

Amott  &  Harrison,  Ltd.,  Hythe  Road,  Willesden 
Junction.  Willeaden  5397. 

Monk  Engineering  Co.,  Ltd.,  Coventry. 

Coventry  807;  "  Assistance,”  Coventry. 


MAGNETOS- 

British  Thomson -Houston  Co.,  Ltd.,  Lower  Ford 
Street,  Coventry. 

Telephone  378  :  “  Asteroidal,’*  Coventry. 


METALS  (Anti  Friction)— 

Hoyt  Metal  Co.,  Ltd.,  Deodar  Road,  Putney, 
S-W.  15.  Putney  1323. 


METAL  PARTS  AND  FITTINGS - 

Brown  Bros.,  Ltd.,  Great  Eastern  Street,  London, 
EC.  a. 

Grahame-  White  Company,  Ltd.,  Hendon,  N.W.  g. 

Kingsbury  120. 

London  Office:  t»,  Regent  Street,  Pall  Mall, 
S.W.  1,  Regent  2084, 

Monk  Engineering  Co.,  High  St.,  Coventry. 

Coventry  807 ;  “Assistance,”  Coventry. 
RaWiy,  Owen  &Co.,  Darlaston - 

Dailaston  87 ;  "Roofs,'  Darlaston. 


MISCELLANEOUS— 

British  Oxygen  Co.,  Ltd.  (Hydrogen  Gas), 
Klverton  St.,  Westminster,  S.W.  r, 

Victoria  4706  (2  lines),  6717  (2  lines). 


MODELS 

Jonas,  A.  E.,  Ltd.,  25,  K  vers  holt  Road,  Camden 
Town,  N.W.  *. 


MOTOR  CARS  AND  MOTOR  B  J CYCLES - 

Auto-Carriers  (191s)  Ltd.,  181-182  Hercules  Rd., 
Westminster  Bridge  Road,  London,  S.E.  1. 


NIGHT  LANDING  UGHTS- 

Allen-Liversidge,  Ltd. .amalgamated  with  Imperial 
Light,  Ltd.,  106,  Victoria  St.,  S.W,  t, 

Victoria  4155 ;  “  Aceterator,"  Sowest,  London. 


OFFICE  FURNITURE  AND  APPLIANCES- 

Edison  Swan  Electric  Co.,  Ltd.,  The-  Ponders 
End,  Middlesex. 


PARACHUTES  - 

E.  R.  Calthrop's  Aerial  Patents,  Ltd.,  423a, 
Edgware  Road,  London,  W.  ?, 

Paddington  6332, 


PETROL- 

Anglo-American  Oil  Co.,  Ltd.  (Pratt's),  Queen 
Anne's  Gate,  S.W.  x. 

Shell  Mex  Ltd. ,  Victory  House,  Kingsway,  W.C.  2. 
Holborn  2303.4  ;  "  Shelrine,"  Westcent,  London. 


PHOSPHOR  BRONZE  AND  GUNMETAL- 

Clifford,  Charles,  &  Son,  Ltd.,  Faxeley  Street 
Mills,  Birmingham. 

Central  3634(4  lines)  ; "Clifford,"  Birmingham. 
Keeling,  A.  D„  Ltd.,  Caroline  Street, 

Birmingham*, 

Central  440  (3  lines) ;  "Nickel"  Birmingham. 


PHOTOGRAPHIC  APPARATUS- 

Kodak,  Ltd.  (Wratten  Div.),  Kingsway,  W.C.  a. 


PROPELLERS- 

Falcon  Airscrew  Co.,  113,  Cottenham  Road, 
Holloway,  N.  19.  Hornsey  910  &  *472. 

Metal  Airscrew  Co.,  Ltd.,  Regent  House, 
Kingsway,  W.C.  2. 

Gerrard  5122 ;  "  Pliantnesi,”  Phone,  London. 


RADIATOR  TUBING— 

Sar.sum,  S.,  &  Co.,  Eagle  Tube  Works,  Wolver¬ 
hampton. 


RADIATORS  AND  RADIATOR  REPAIRS— 

Serck  Radiators,  Ltd.,  Warwick  Road,  Greet, 
Bimingham. 

Victoria  531  (3  lines) ;  “Nerleak,”  Birmingham. 


SCRAP  METALS- 

Keeling,  A.  D.,  Ltd.,  Caroline  St.,  Birmingham. 
Central  440  (3  lines);  “  Nickel,”  Birmingham. 


SHEET  METAL  WORK  STAMPINGS  AND 
PRESSINGS— 

Rubery,  Owen  &  Co.,  Darlaston. 

Darlaston  S7;  “  Roofs,”  Darlaston. 


SPARKING  PLUGS  - 

Lodge  Plugs,  Ltd.,  Rugby. 

Robinhood  Engineering  Works,  Ltd.,  The,  Painty 
Vale,  S.W.  15.  Putney  2132,  31,  j. 

“  Kaalgee,”  Phone,  Londoc. 


SPRAYING  PLANT- 

A«ograph  Co.,  Ltd.,  43,  Holborn  Viaduct, 

Holborn  2041  ;  "  Aerography,"  London. 
Midland  Fan  Co.,  Ltd.,  46,  Aston  Rd.,  Birmingham. 

Central  3463  ;  “  Blast,”  Birmingham. 


TAPES  AND  WEBBING— 

MacLennan,  John,  &  Co. ,1x5,  Newgate  St.,  E.C.  1. 

City  3115  ;  “  Vanduara,"  Cent.  London, 

TESTING— 

Tait-Cox  &  James, c/oS.  Heckstal!  Smith,  F.R.Ae.S., 
4,  Golden  Square,  W.  Gerrard  3489. 


TIMBER— 

Owen,  Joseph,  &  Son,  Boro  High  Street,  S.E. 

Hop  3811 ;  "  Bucheron,"  London. 


TUBES.  ALUMINIUM— 

British  Aluminium  Co.,  Ltd.,  The,  too,  Queen 
Victoria  St.,  London. 

City  2676 ;  "  Cryolite,”  Cent.  London. 


TYRES  AND  WHEELS— 

Palmer  Tyre,  Ltd.,  Shaftesbury  Avenue,  W.C.  s. 
Gerrard  1214;  “Tyrtcord,”  Westcent,  London. 


VARNISHES  AND  COLOURS - 

The  British  Emaiilite  Co.,  Ltd.,  Brentfield  Road 
Stonebridge  Park,  N.W.  10. 

Willesden  3346  and  2347; 
“  Ridleypren,"  London. 
Naylor  Bros.,  Ltd.,  Slough,  Bucks. 

Slougb  228  ;  “  Naylor,"  Slough. 


WELDINGS,  REPAIRS— 

Barimar,  Ltd,,  to,  Poland  St..  London,  W.  t. 

Gerrard  8173 ;  "  Bariquamar,”  Reg.  London. 


WIND  SHIELDS— 

Anster,  Limited,  133,  Long  Acre,  W.C.  2. 


WIRES  AND  CABLES  Aeroplane.)  - 

Bruntons,  Musselburgh. 

Bullivants,  Ltd.,  72.  Mark  Lane,  E.C.  3. 

Works:  Miilwall,  E.  14. 
Clifford  &  Sons,  Ltd.,  Birmingham. 


Manufacturer,  pHQSPHOR  BRONZE, 

GUN  METAL,  MANGANESE  BRONZE, 

BRASS  1  COPPER 

Tubes,  Sheets, 

Rods,  Wire  and 

CASTINGS. 

PHOSPHOR  TIN, 
PHOSPHOR  COPPER. 

CHARLES  CLIFFORD  &  SON,  LTD., 

BIRMINGHAM. 

1  ■  ■  1  . 


FOR  EVERYTHING  ELECTRICAL  IN  CONNECTION 


C.  A.  VANDERVELL  &  Co.,  Ltd.,  Acton,  London,  W.  3. 


ALUMINIUM  PISTONS 

—  AND  — 

STRUT-PACKING  PIECES 

To  A.I.D.  Requirements. 

The  LONDON  DIE  CASTING  FOUNDRY,  Ltd., 

Tremlett  Grove,  Junction  Road,  Holloway,  N.  19. 
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DIARY  OF  FORTHCOMING  EVENTS 

Club  Secretaries  and  others  desirous  of  announcing  the  dates 
of  important  fixtures  are  invited  to  send  particulars  for 
inclusion  in  the  following  list : 

1922. 

Jan.  26  ....  Lecture,  “Some  Practical  Points  in  Fuselage 
Construction,”  by  Colin  Daniel,  before 
Students’  Section,  R.Ae.S. 

Feb.  2  Lecture,  “Radiological  Research,”  by  Dr. 

V.  E.  Pullin,  before  R.Ae.S. 

Feb.  7  &  8  Second  Air  Conference  at  Guildhall 

Feb.  16  Lecture,  "  Methods  of  Instruction  in  Aeroplane 
Flying,”  by  Sq.-Leader  Portal,  before  R.Ae.S. 
Feb.  23  Lecture  “  Some  possible  Improvements  in  Aero 
Engine  Installation.”  b.v  G.  R.  Irvine,  before 
Students'  Section  R.Ae.S. 

Mar.  2.  Lecture,  “Testing  Aircraft  to  Destruction,”  by 

W.  D.  Douglas,  before  R.Ae.S. 

/  Mar.  26 

April  2  Nice  Meeting 

Mar.  SO  Lecture,  “The  Design  of  a  Commercial  Aero¬ 
plane,''  by  Capt.  de  Havilland,  before 
R.Ae.S. 

July  6-20  French  Gliding  Competition 

Aug,  6  Gonlon-Bennett  Balloon  Race,  Geneva 

SepL  Tyrrhenian  Cnp,  Italy 

Sept.  Italian  Grand  Prix 


EDITORIAL  COMMENT 


ROM  a  brief  article  the  other  day  in 
the  Evening  Standard,  following  the 
reported  Washington  resolution  for 
barring  the  use  of  poisonous  gases 
in  warfare,  Sir  William  Robertson's 
views  would  appear  to  regard  such 
pious  resolves  as  merely  sops  to 
placate  the  idealists  who  still  be¬ 


lieve  in  the  possibility  of  bringing  into  being 
a  real  League  of  Nations  which  can  for  .all  time 
Field-  abolish  war.  When  human  nature 
Marshal  h35  t>een  completely  revolutionised—  a 
Sir  William  few  thousand  million  years  hence — such 
Robertson’s  a  much-wished-for  bond  of  perfection 
Poison  Gas  may  materialise.  In  the  meantime, 
and  Aircraft  what  concerns  most  over-taxed  crawlers 
upon  this  sphere  is  what  may  reasonably 
happen  in  the  next  couple,  of  decades.  Washington 
Conference  resolutions  notwithstanding,  there  is  no 
use  shirking  the  question,  and  therefore  it  is  re¬ 
freshing  to  find  Sir  William  Robertson  ignoring  the 
likelihood  of  any  beneficial  results  from  these  political 
formulae.  He  just  plunges  straight  into  realities  and 
discusses  what  developments  of  poison  gases,  com¬ 
bined  with  aircraft,  amongst  other  means,  as  dis¬ 
tributors  thereof,  really  give  promise  of  in  the  next 
little  scrap  which  all  wise  folk  agree  we  should  be 
prepared  to  deal  with  "  peacefully  "  when  it  comes 
our  way. 


Rifles,  guns,  and  men  are  all  very  well,  and  without 
question  useful  in  their  way,  but  what  Sir  William 
states  is  "we  need  to  realise  that,  with  the 
exception  of  the  aeroplane,  the  introduction  of 
poisonous  gases  has  worked  a  greater  revolution  in 
the  conduct  of  warlike  operations  than  has  any  other 
invention  since  the  advent  of  gunpowder,  and  that 
chemical  warfare  has  become  an  important  arm  of 
the  fighting  services.  .  .  .  Again,  obstacles,  both 

natural  and  artificial,  have  always  constituted  in  the 
hands  of  a  skilful  commander  one  of  the  most  useful 
aids  both  to  the  attack  and  defence.  .  .  .  There 

were  some  examples  of  these  gas  obstacles  on  the 
West  Front  in  1918.'’ 

The  use  of  chemical  compounds  in  aeroplane 
bombs  also  opens  up  a  wide  field  of  action.  As 
everybody  knows  who  went  through  air-raids  in 
London,  Sir  William  points  out,  the  ordinary  explosive 
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bomb  rarely  does  serious  damage.  Important,  ob¬ 
jective^  are  easily  missed,  and  within  a  short  time 
after  the  departure  of  the.  hostile  machines  every¬ 
thing  resumes  its  normal  course, 

•!  But  if  bombs  containing  a  really  harmful 
chemical  substance  were  used — even  such  substances 
as  are  known  today  the  whole  life  and  business  of 
the  raided  city  might  be  dislocated  for  a  week  or 
more,  and  all  the  inhabitants  be  driven  from  their 
homes.  Much  the  same  remarks  apply  to  air  attacks 
on  strategic  points  m  real  of  the  held  armies,  such 
as  great  railway  centres.  During  the  last  War  these 
had  sometimes  to  be  kept  almost  constantly  under 
attack,  and  it  was  seldom  that  any  lasting  damage 
was  done.  By  the  use  of  the  right  sort  of  poisonous 
gas  the  whole  locality  could  be  made  impossible  lor 
days,  thus  conferring  the  further  advantage  ol 
economy  in  aircraft  material  and  men." 

In  conclusion  Sir  William,  after  pointing  out  that 
"  prohibition  ”  is  meaningless  unless  steps  can  and 
are  taken  to  enforce  the  edict,  suggests  that  the  only 
way  to  give  effect  to  the  pious  decisions  is  to  reduce 
and.  restrict  the  chemical  factories  to  the  peace-time 
requirements  of  the  respective  countries,  plus  a 
margin  for  world  trading.  '*  Ibis  is  a  tremendous 
proposition,”  Sir  William  concludes,  and  he  says, 
”  I  shall  say  nothing  as  to  its  feasibility  The 
point  I  desire  to  make  is  that  unless  and  until  some 
control  is  exercised  over  the  activities  of  these 
factories-  which  are  simply  arsenals  in  disguise- 
prohibitions,  resolutions,  and  similar  pious  aspirations 
for  abolishing  chemical  warfare  will  be  not  only 
futile  but  dangerous,  in  that  they  will  lull  the  nation 
into  a  feeling  of  security  for  which  there  is  no 
sufficient  justification.” 

Cranks  and  others  who  would  again  **  trust 
Germany”  should  take  these  well-thought  arguments 
to  heart. 


Elsewhere  in  this  issue  will  be  found 
JUt*  particulars  of  the  papers  to  be  read  at 
Conference  the  Second  Air  Conference,  which  is  to 
be  held  at  the  Guildhall  on  February  7 
and -8  next.  The  list  is  not  a  long  one,  consisting  of 
five  papers  only,  but  this  is  evidently  due  to  the 
arrange  me  nr  that  lias  been  decided  upon  of  devoting 
the  whole  of  the  first  day  to  the  reading  of  papers, 
and  tipi  second  day  to  discussion  of  them.  While 
Civil  Aviation  cannot  well  be  dealt  with  at  all  ade¬ 
quately  in  five  papers,  this  year's  arrangement  has, 
at  least,  the  advantage  that  it  sets  aside  as  much  time 
for  the  discussion  of  the  papers  as  it  does  for  the 
reading  of  the  papers  themselves.  At  the  first  Air 
Conference,  it  may  lx1  remembered,  time  was  sadly 
lacking  in  which  to  discuss  the  various  papers,  and 
as  frequently  the  discussions  prove  at  least  as  valu¬ 
able  as  the  lectures,  it  is  all  to  the  good  that  ample 
time  should  be  devoted  to  them  We  could  have 
wished,  however,  to  see  the  Air  Conference  extended 
over  a  longer  period,  so  that  the  vast  subject  might 
have  been  dealt  with  more  adequately  than  is  pos¬ 
sible  in  five  papers,  no  matter  how  good  individually. 

Another  respect  in  which  wer  think  that  not  all  has 
been  done  that  might  have  been  dope  to  render  the 
Second  Air  Conference  more  valuable  is  that  it  should, 
we  think,  have  been  made  international.  Commercial 
aviation  must,  in  the  very  nature  of  things,  become 
mainly  International  in  character,  and  consequently 
the  problems  connected  with  it  should  be,  as  far  as 
possible,  discussed  Internationally.  There  is  already 


an  excellent  precedent  in  the  First  International  Ah 
Congress,  which  was  field  in  Paris  concurrently  with 
the  Paris  Aero  Show  at  (lie  Grand  Palais  This 
Congress  was  open  to  the  world,  and  anyone  was  free 
to  send  in  communications  under  suitably  classified 
heads.  We  have  pist  received  the  official  account  of 
this  Congress,  and  there  can  be  no  doubt  that  it  has 
brought  in  a  surprisingly  fine  collection  of  contri¬ 
butions,  some  on  technical,  some  on  operational,  and 
some  011  financial  subjects.  The  range  is  wide,  and 
an  extraordinary  variety  of  data,  facts  and  opinions 
are  contained  in  t ho  official  volumes.  This  country 
is  very  well  represented  by  contributions  from  many 
well-known  men  in  the  aircraft  industry,  some  of 
which  we  have  already  published,  and  others  of 
which  wc  hope  to  publish  shortly.  The  ventilation 
of  views  which  such  an  International  Congress  affords 
cannot  but  be  to  the  ultimate  good  of  aviation  in 
general. 

Compared  with  the  French  (  ongress.  our  Air 
Conference  cannot  be  expected  to  attain  the  world¬ 
wide  interest  which  the  subject  meiits.  "Nevertheless, 
it  can  scarcely  fail  to  do  a  certain  amount  of  good, 
having  in  mind  the  publicity  which  will  he  given  to 
it  in  the  Press,  and  which,  it  is  to  be  hoped,  will 
once  more  call  the  attention  of  the  public  to  the 
vital  importance  to  the  nation  of  fostering  Civil 
Aviation.  For  the  moment  we  leave  the  mattei  ai 
that. 


The 
Importance 
of  Research 


It  is,  we  think,  a  very  fimel}  warning 
which  the  Royal  Aeronautical  Society 
is  sounding  in  the  communication  which 
a  deputation  of  the  Society  presented  to 
the  Secretary  of  State  for  Air.  In  the  Surry  for  tests 
on  wing  sections,  fuselages,  etc.,  one  is  apt  to  lose 
sight  of  the  far  greater  problems  which  still  await 
solution,  problems  which  affect  fundamental  prin¬ 
ciples  rather  than  relatively  slight  differences  in  effi 
ciericy  of  components  of  aircraft.  It  was  research 
which  enabled  the  performance  prediction  of  an  aero¬ 
plane  to  fee  reduced  to  simple  curves  of  speeds  and 
climb  agaiust  a  base  of  power  loading  and  wing 
loading.  These  curves,  it  is  true,  are  approximations 
only,  and  designers  who  have  had  experience  of  a 
certain  type  of  machine  will  be  able  to  make  a  some¬ 
what  closer  prediction.  The  curves  arc.  however,  of 
the  greatest  value  iu  enabling  one  to  make  a  rapid 
estimate  of  the  performance  of  any  machine,  pro¬ 
vided  the  power  of  the  engine,  the  weight  of  the 
machine,  and  the  area  of  its  wing  surface  are  known. 
Incidentally,  not  the  least  valuable  feature  of  this 
curve  is  that  it  has  been  found  to  give  equally  close 
approximations  for  the  smallest  and  for  the  largest 


machine. 

To  take  another  problem  which  is.  perhaps,  of  even 
greater  importance  than  that  of  performance-  the 
question  of  stability,  Already  much  work  has  been 
done  on  the  determination  of  rotary  derivatives,  but 
the  subject  is  one  of  enormous  complexity  Vet  we 
have  the  assurance  of  one  of  our  best  known  aero 
dynamic  experts  that  there  is  every  reason  to  hope 
that,  by  close  and  extensive  study,  it  will  be  possible 
to  reduce  stability  questions  to  an  equally  simple 
curve  or  set  of  curves.  But  to  attain  this  end  a  great 
deal  of  pure  research  work  will  have  to  be  done,  for 
which  there  will  obviously  not  be  the  time  and  money 
if  the  N.P.L.  and  R.A  E.  are  starved  for  funds  or 
reduced  to  a  mere  nucleus. 

Wc  have  mentioned  the  case  of  stability  as  one 
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example  only.  One  could  continue  enumerating 
problems  which  call  for  pure  research,  but  the  stability 
problem  gives,  perhaps,  the  clearest  picture  of  the 
sort  of  research  work  which  is  in  danger  of  being 
swamped  by  other  work  of  a  less  fundamental, 
although  more  immediately  promising,  nature.  We 
can  heartily  endorse  the  views  expressed  by  the 
R.Ae.S.  regarding  the  need  for  safeguarding  research, 
and  trust  that  the  present  need  for  economy,  urgent 
though  it  be,  will  not  be  allowed  to  cause  us  to  lose 
sight  of  the  ultimate  gains  which  knowledge  attained 
by  research  alone  can  ensure. 

Some  two  years  of  practical  commercial 
instruction  aviation  have  demonstrated  that  about 

seven  out  of  eight  forced  landings  arc 
due  to  breakdown  not  of  the  engine  itself  but  to  some 
part  of  the  engine  installation.  1  his  is  proof,  if  such 
were  needed,  that  the  question  of  engine  installation 
is  one  of  the  very  greatest  importance.  It  was  there¬ 
fore  with  considerable  satisfaction  that  we  heard  the 
new  Director  of  Research,  Brig. -Gen.  Bagnall-Wild. 
take  this  subject  for  his  text  in  one  of  the  most 
valuable  contributions  which  has  been  made  to  the 
Royal  Aeronautical  Society  for  some  time.  I  he 
•General  realises  to  the  full  the  vital  necessity  of 
paying  the  closest  attention  to  the  question  of  engine 
installation  if  that  regularity  and  safety  is  to  be 
attained  upon  which  the  success  oi  commercial  avia¬ 
tion  will  depend.  A  resume  of  the  paper  is  published 
-on  another  page  of  this  issue  of  Flight,  from  which 
the  main  points  in  the  lecture  will  emerge.  We 
Avould,  however,  call  attention  here  to  one  01  two 
items  in  the  paper  which  appear  to  us  to  call  for 
special  attention. 

The  Director  of  Research  in  his  paper  admits  that 
he  sometimes  wonders  whether  designers  really 
realise  and  fully  appreciate  the  simplicity  and  other 
advantages  of  direct  gravity  feed  from  the  main  petrol 
tanks  to  the  engine.  Judging  from  the  number  of 
machines  still  flying  in  which  one  finds  a  superfluity 
of  pumps,  windmills,  gravity  tanks,  piping,  joints, 
etc.,  we  should  say  that  the  majority  of  designers  do 
not  yet  quite  realise,  what  a  simple  gravity  system 
will  do  in  the  matter  of  simplification  and,  incidentally  , 
weight  reduction.  It  is  true  that  of  late  there  has 
been  noticeable  a  tendency  towards  gravity  feed,  but 
still  one  finds  new  machines  coming  along  in  which 
this  feature-  is  not  incorporated.  There  are  very  few 


designs  in  which  it  would  not  be  possible,  by  a  slight 
sacrifice  of  appearance,  and  possibly  a  certain  amount 
of  loss  111  aerodynamic  efficiency,  to  employ  direct 
gravity  feed.  The  18  inches  of  “  head,”  which  is  the 
minimum  at  which  the  majority  of  carburet tois  will 
function,  should  be  fairly  easily  attainable  without 
necessitating  other  alterations  than  the  placing  of 
two  petrol  tanks  (so  as  to  avoid  getting  a  tank  imme¬ 
diately  above  the  fuselage)  oil  top  of  the  top  plane 
over  the  first  pair  of  interplane  struts  of  a  biplane. 
This  arrangement  has  been  in  use  on  a  Spad-Herbe 
mont  type  for  a  year  or  more  with,  so  far  as  we  are 
aware,  excellent  results.  From  the  way  in  which  this 
type  of  machine  handles,  it  does  not  appear  that  the 
increase  in  moment  of  inertia  due  to  this  placing  of 
the  tanks  in  any  way  interferes  with  manoeuvrability. 
Certain  machines  have  the  tanks  slung  under  the 
bottom  plane.  This  arrangement,  while  being  as  sale 
from  fire,  and  offering  greater  facility  for  hand-filling 
of  the  tanks,  still  necessitates  the  use  of  pumps,  and 
as  bulk  storage  of  petrol  is  now  the  accepted  method, 
the  question  of  filling  should  not.  be  allowed  to  prevent 
the  high  placing  of  the  tanks. 

Intimately  connected  with  the  question  of  engine 
installation  is  that  of  easy  interchangeability.  Ahno.-t 
t lie  only  type  of  engine  which  was  readily  accessible 
and  quickly  changed  m  the  earlier  days  of  flying  was 
the  rotary,  mounted  on  a  front  plate  and  having  a 
second  support  somewhere  on  the  fixed  shaft.  When 
the  rotary  type  began  to  be  supplanted,  the  water- 
cooled  type  was  installed  with  but  little  regard  to 
accessibility,  and  unfortunately  this  leature  ol  the 
installation  appears  to  have  remained  with  u>  right 
up  to  the  present  time.  A  few  attempts  have  been 
made  to  render  the  engine  more  accessible  in  the 
latest  types  of  commercial  machines,  but  with  one  or 
two  exceptions  we  are,  it  is  to  be  feared,  still  a  long 
way  from  Gen.  Bagnall-W  ild's  ideal  of  an  engine 
which  can  be  changed  for  a  fresh  one  in  about  two 
hours.  Yet  there  does  not  appear  to  be  any  very 
great  difficulty  in  attaining  this  ideal  In  fact, 
although  we  can  scarcely  agree  with  Gen.  Brancket 
that,  it  should  be  possible  so  to  design  the  engine 
mounting  that,  the  engine  could  be  changed  in  ten 
minutes,  we  think  that  the  Director  of  Research  was 
very  moderate  in  his  suggestion  of  a  two  hours, 
change.  His  ideal  of  being  able  to  change  the  engine 
much  as  a  railway  locomotive  is  now  changed  is 


thoroughly  sound,  and  is  one  which  merits  the  very 
closest  attention  ori  the  part  of  designers. 
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THE  LONDON-CONTINENTAL  SERVICES 

FLIGHTS  BETWEEN  JANUARY  15  AND  JANUARY  22,  INCLUSIVE 


Routet 

No.  of  flights* 

No.  of  passengers 

No.  of 
flights 
carrying 

No.  of  journeys 
completed  | 

Average  flying 
time 

Fastest  time  made  by 

Type  and  (in  brackets) 
Number  of  each  type  flying 

Mails 

Goods 

h.  m. 

Croydon-Paris  ... 

7 

7 

2 

4 

7 

2  4r 

D.H.  18  G-EAKO  (2b.  li  ra.) 

D.H.  18(1),  G.  (2),  Sp.  (.3),  V.(|), 

Paris-Croydon  ...  ... 

9 

15 

3 

6 

5 

3  33 

Spad  V  At  ME  (2h  14m.) 

B.  (1),  D.H.  I*  (2),  G.  (2),  Sp.  (4). 

Totals  for  week 

xfj 

22 

5 

10 

12 

*  Not  including  “  private”  flights.  t  Including  certain  journeys  when  stops  were  made  en  route. 

J  Including  certain  diverted  journeys. 

Av.  =  Avro.  B.  =  Breguet.  Br.  =  Bristol.  Bt.  =  B.A.T.  D.IL4  =  De  Havilland  4,  D.II.9  (etc.). 

F  =  Fokker.  Fa.  =  Fartnan  F.5a  G.  =  Goliath  Farman.  H.P.  =  Handley  Page.  M.  =  Martinayde.  N.  Nieuport 
P  «  Potez,  R.  =  Rumpler.  Sa.  =  Satmson.  Se.  —  S.E.5.  Sp.  =  Spad.  V.  =  Vickers  Vimy.  W.  -  Westland. 
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SEMI-RIGID  v.  RIGID  AIRSHIPS* 


By  UMBERTO  NOBILE,  Director  of  the  Italian  Government  Airship  Factory 


The  general  arrangement  of  the  Italian  semi-rigid  airship  *•  Roma,”  which  has  been  bought  by  the  U.S.  Govern- 
'  ,,  !e  envelope,  which  resembles  somewhat  the  Astra-Torres  type  in  cross-section,  except  that  it  has  four 

by  diaphragms  lnto  twelve  compartments,  and  is  attached  to  an  articulated  metal  backbone, 
capacity,  1,200,000  cu.  ft.  ;  length,  412  ft.  ;  max.  diam.,  82  ft. ;  disposable  lift,  16  tons  ;  sLx  400  h.p.  Ansaldo 

engines,  separate  propellers  ;  speed,  68  m.p.h.  ;  range,  5,300  miles. 


•  From  an  article  published  in  Giomale  del  Genio  Civile. 
t  The  Italian  Airship  Factory  have  just  completed  one  "  M  "  type  airship 
or  Oreat  Britain,  and  two  ",0  ”  types,  oue  lor  the  U.S. A.,  and  one  for  the 
Argentine.  Another  '*  O  "  type  is  being  built  for  Spain.  This  type  of  3hip, 
derived  from  the  “  P  "  type  (Crocco-Ricealdoiii),  may  be  considered  as  the 
most  successful  of  Italian  small  capacity  airships:  it  was  designed  by 
Engineers  Pesce  and  Nobile. 


The  “Roma”  (U.S.  Army)  Italian  semi-rigid  airship 

in  flight. 


THEJtH  exist  today  two  types  of  airships  which  are  contending 
for  supremacy  ;  the  semi-rigid  Italian  type,  and  the  rigid 
Gel  man  or  Zeppelin  type  The  former  may  be  divided 
'into  two  sub  types  :  one  having  an  articulated  longitudinal 
keel  or  backbone,  the  other  a  rigid  one. 

While  for  small  volumes  the  superiority  of  the  articulated 
keel  type  is  generally  recognised — and  proved  by  the  numerous 
requests  from  foreign  Governments  for  trial  airships  of  this 
type  f-  many  experts  maintain  that,  even  lor  the  larger 
airships,  the  Italian  semi-rigid  type  can  .successfully  compete 
with  the  rigid  or  Zeppelin  type.  Though  there  may  be  doubt 
concerning  the  articulated  type,  there  can  be  none  whatever 
as  regards  the  rigid  girder  type,  as  shown  by  the  brilliant 
success  experienced  with  our  lirst  model  “T“  airship,  the 

Roma" — the  general  arrangement  of  which  is  shown  in 
the  accompanying  diagrams.  We  are  convinced  that  to 
whatever  dimensions  our  “  T  ’’  type  may  be  increased — 
within  piractical  limits — we  shall  always  find  that  the  par¬ 
ticular  characteristics  which  constitute  its  fundamentally 
good  qualities  are  not  only  preserved,  but  even  accentuated. 
Of  course,  I  do  not  say  that  great  increase  in  capacity  can 
be  made  without  giving  rise  to  difficulties.  When  the  volume 
exceeds  3,500,000  cubic  ft.,  the  problems  of  construction 
and  assemblage  take  on  a  certain  importance,  but  though 
these  problems  may  be  difficult  of  solution,  they  are  never 
such  as  to  lead  to  unfavourable  conditions. 

We  consider  that  the  essential  reason  why  our  type  is 
superior  to  the  rigid  Zeppelin  lies  in  the  conception  of  the 
rigidity  itself.  In  the  latter  type,  the  whole  of  the  external 
surface  is  made  rigid,  even  where  the  natural  pressure  of 
the  gas  is  sufficient  to  preserve  the  shape.  In  the  Italian 
semi-rigid,  only  those  parts  are  made  rigid  which  really 
require  it,  thus  greatly  simplifying  construction  and  assem¬ 
bling,  which  more  than  compensates  for  the  slight  disadvan¬ 
tages  of  a  less  penetrating  form.  Moreover,  as  regards  the 
preservation  of  the  form,  the  rigid  type  does  not  appear  to 
have  much  advantage  over  the  Italian  semi-rigid,  since, 
with  the  rigid  bow  of  the  “T  ”  type,  the  excess  pressure  of 
the  gas  in  the  envelope  can  be  maintained  relatively  low, 
without  fear  of  any  inconvenience  arising  either  during 
navigation  or  during  mooring  operations. 

I  he  superiority  of  the  Italian  conception  appears,  however, 
nor  merely  in  simpler  construction,  but  also  and  more 
especially  in  greater  strength.  This  is  evident  when  we 
compare  the  huge,  delicate  arrangement  formed  by  the 
metallic  framework  of  the  Zeppelins  with  the  strong,  elastic 


backbone  formed  by  the  longitudinal  girder  of  the  Italian 
typer  This  backbone  is  strong  because  its  parts,  being 
relatively  small  and  exposed  to  great  forces,  have  a  resistance 
which  we  seek  in  vain  in  the  framework  of  the  Zeppelin. 
It  is  elastic,  because  its  articulated  joints — the  peculiar 
characteristic  of  our  longitudinal  girder-  give  it  an  elasticity 
which  enables  the  airship  to  withstand  shocks  and  bumps, 
while  the  Zeppelin,  as  experience  has  proved,  cannot  support 
such  shocks  without  serious  damage. 
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In  addition  to  these  two  most  important  advantages  ct 
the  Italian  type  over  the  Zeppelin  type,  may  be  mentioned 
the  following  ; — 

1.  Rapidity  and  certainty  in  designing. 

2.  Rapidity  of  construction  and  utilisation  of  materials  of 
current  use  and  constant  characteristics. 

3.  Great  rapidity  and  simplicity  oi  mounting. 

4.  Possibility  of  quickly  dissembling  the  airship  for  storage 
or  transport.  A  Zeppelin  cannot  be  taken  apart. 

5.  Possibility  in  the  future  of  assembling  the  airship  out 

in  the  open.  In  fact,  the  assembling  of  the  longitudinal 
keel,  complete  with  all  its  accessories,  comprising  the 
stiffening  of  the  bow,  the  power  plant,  rudders,  etc.,  can  be 
done  without  inconvenience  in  the  open  air,  if  protected 
from  the  weather  by  a  temporary  covering  of  limited  dimen¬ 
sions.  When  the  rigid  keel  is  assembled,  wc  can,  given 
favourable  weather  conditions,  proceed  immediately  with 
the  inflation  of  the  envelope,  and  to  it-'  connection  to  the 
backbone.  After  this,  the  airship  may  be  ready  in  a  tew 
days,  if  not  to  fly,  at  least  to  be  moored,  so  that  the  final 
adjustments  may  be  made  without  danger.  . 

6.  Great  facilities  of  inspection  and  repairing  of  single 
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*' R.38  ”  Disaster  Inquiries 

Now  the  Admiralty  have  had  their  say  in  regard  to  this 
great  calamity,  it  should  be  of  more  than  ordinary  interest 
to  receive  the  report  on  the  subject  of  the  Aeronautical 
Research  Committee,  who  have  been  making  careful  inves¬ 
tigation  into  the  disaster  and  its  cause. 

Morocco  Air  Post  Charges  Reduced 

The  Postmaster-General  announces  that  the  special 
air  mail  fee  which  is  payable  in  addition  to  the  ordinary 
foreign  postage  rate  on  packet^  posted  in  this  country  foi 
Morocco  and  directed  to  be  forwarded  by  the  French  Air 
Mail  Service  from  Toulouse  to  Casablanca  is  now  reduced. 
The  new  rates  will  be  as  follows : — 

3c?.  up  to  £  oz.  ;  6 d.  up  to  3J  oz.  ;  3 d.  for  each  additional 

"Postal  packets  by  the  Toulouse-Carsablanca  Air  Mail 
service  will  also  in  future  be  subject  only  to  the  same  con¬ 
ditions  regarding  maximum  weight  and  dimensions  as  those 
forwarded  all  the  way  by  the  ordinary  route. 

Packets  may  be  posted  up  to  6.30  a.tn.  (printed  papers 
6  a.m.)  at  the  General  Post  Office,  London,  on  Monday, 
Tuesday,  Thursday  and  Saturday,  to  connect  with  the  air 
mails  for  Morocco  which  leave  Toulouse  on  Tuesday,  Wednes¬ 
day,  Friday  and  Sunday  respectively.  The  mails  are  due 
to  reach  Casablanca  on  the  following  day  in  each  instance. 
The  public,  both  in  London  and  the  provinces,  are  advised 
to  send  their  postal  packets  by  the  air  roiyte  on  any  day  of 
the  week,  as  in  the  normal  course  transmission  will  be  greatly 
accelerated. 

Flying  the  Desert 

A  VERY  human  story  of  flying  the  Desert  en  route  from 
Cairo  to  Baghdad  appeared  recently  in  7  he  1  imes  from  a 
Special  Correspondent.  The  methods  employed  from  start 
to  finish  are  detailed  and  the  flight  over  the  Desert  itself  is 
well  described  as  follows 

■'*  The  flight  from  Amman  onwards  is  across  the  Arabian 
Desert  to  Ramadi,  a  distance  of  about  600  miles.  Except 

E  E 


metallic  parts.  This  considerable  advantage  arises  im 
mediately  from  the  fact  that  the  rigid  part  occupies  only 
a  small  space,  and  also  that  the  various  parts  are  articu¬ 
lated  together,  so  that  a  damaged  part  can  easily  be 
changed. 

7.  Lower  cost  of  construction  and  assembling. 

This  advantage,  however,  must  be  set  off  against  the  cost 
of  operation.  As  a.  matter  of  fact,  in.  the  Italian  type,  when 
from  any  cause  the  gas  bag  becomes  inefficient,  it  must 
be  entirely  renewed.  It  is  certain  that  to  change  one  of  the 
gas  compartments  of  the  Zeppelin  is  a  much  less  costly 
operation,  but,  on  the  other  hand,  when  we  consider  that  the 
maintenance  cost  of  the  rigid  portions  is  much  less  in  the 
Italian  type,  wc  come  to  the  conclusion  that,  on  the.  whole, 
the  upkeep  of  a.  Zeppelin  is  more  costly  than  the  upkeep  of  an 
Italian  semi-rigid. 

In  summing-up  all  the  advantages  ol  an  Italian  sum- 
rigid  over  a  Zeppelin,  we  must,  however,  admit  that  in  one 
point  the  latter  is  superior,  i.e,,  in  the  coefficient  of  head 
resistance.  But  wc  arc  convinced  tljat  this  inferiority  will 
soon  be  eliminated  by  successive  improvements  in  the  Italian 
semi-rigid  type  airships. 

0  0 

here  and  there,  there  are  tew  physical  features  which  would 
be  of  much  assistance  to  a  pilot  in  finding  UL  way  ;  and 
although  it  would  be  possible  to  fly  on  a  compass  course 
until  the  River  Euphrates  was  reached,  it  would  be  very 
difficult  to  find  where  a  machine  would  land  on  account  of 
engine  trouble.  In  order  to  overcome  these  ditto  ulties,  a 
track  has  been  made  by  a  number  of  motor  lorries  following 
each  other  across  the  desert, 

"  The  desert  is  not  pure  sand,  but  sufficiently  loamy  to 
adhere  when  squeezed  in  the  hand,  and  camel  scrub  and 
other  vegetation  spring  up  after  the  rains,  which  come  between 
November  and  April  The  general  level  varies  from  about 
1,500  to  3,000  ft.  above  sea  level,  with  considerable  local 
undulations,  watercourses,  mud  flats  and  rock  outcrops,  so 
that  the  car  track  is  by  no  means  a  straight  am  but  winds 
about,  choosing  the  easiest  path.  Large  arrows  have  been 
made  in  the  soil  to  indicate  to  the  airman  a  coming  change 
of  direction  Twenty  suitable  areas  tor  a  landing  have  been 
marked  with  large  circles  in  the  course  of  tin-  60©  miles. 
Some  of  these  landing-grounds  are  of  a  gravelly  nature  arid 
some  are  mud  flats.  The  track  clbes  not  get  covered  up,  as 
it  probably  would  in  sand,  and  although  if  is  difficult  to  pick 
up  in  places,  it  is,  generally  speaking,  fairly  easy  to  follow  , 
and,  so  far,  does  not  seem  to  be  affected  much  by  the  limited 
amount  of  rain  which  falls  in  these  parts. 

Due  to  certain  misadventures,  the  party  war-  three-  days 
on  the  journey,  although  the  time  in  the  air  was  only  id 
hours,  and  in  the  summer  there  is  no  difficulty  in  going  from 
Cairo  to  Baghdad  in  the  day.  To  reach  Baghdad,  except  by 
air,  would  entail  going  to  Port  Said,  catching  a  steamer  to 
Basra  on  the  Persian  Gulf,  by  way  of  Bombay  and  Karachi, 
and  from  there  by  train — a  journey  ol  about  30  hours— -to 
Baghdad  This  route  would  probably  take  a  month,  and 
this  short  description  of  the, new  air  mail  route  to  Baghdad 
is  an  illustration  of  the  great  saving  of  time  in  the  new  method 
of  travel.  An  additional  advantage  is  the  feeling  of  freshness 
on  landing  as  compared  with  the  effects  of  a  railway  journey 
of  similar  length,  an  important  matter  to  business  men.'’ 

0  0 


ROYAL  AVIATION  ENTHUSIASTS  :  For  a  considerable  time  the  King  of  the  Belgians  has  done  a  great  deal 
to  encourage  aviation  by  using  his  aeroplane  for  travelling.  Now'  the  Queen  of  Belgium  is  preparing  to  do  the 
same  bv  accepting  from  the  Aircraft  Disposal  Co.,  Ltd.,  a  **  Bristol  Fighter.”  similar  to  that  used  so  extensively 
by  the  King.  Our  photographs  show  the  two  machines,  the  one  on  the  left  being  that  presented  to  the  Queen. 
It"  is  finished  in  aluminium  throughout,  which  makes  it  look  very  light  and  graceful.  The  .machine  was  flown 
from  Croydon  to  King  Albert’s  private  aerodrome  at -Brussels  by  Capt.  Muir,  and  Col.  Darby,  General  Manager 
of  the  A.D.C.,  made  the  trip  as  passenger  in  order  to  make  formal  presentation  to  Her  Majesty. 
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AN  AIRCRAFT  DISPOSAL  CONVERSION 


Or  softie  it  is  considered  ncces«ar>  only  to  remove  the  gun- 
ring  or  bomb  rack,  and  put  in  a  passenger’s  seat,  to  convert 
a  military  machine  into  a  commercial  one.  As  a  matter  of 
fact,  it  would  seem  that  a  considerable  amount  of  work  has 
to  be  clone  on  such  a  machine  before  it  can  be  really  suitable 
for  any  particular  form  of  commercial  work.  Such  was  the 
impression  we  gained,  however,  as  the  result  of  a  visit  to 
the  Aircraft  Disposal  Co.’s  Works  at  Waddon  last  week, 
for  the  purpose  of  inspecting  two  machines  that  have  just 
been  turned  out  for  a  Swiss  company  The  bitter,  which 
makes  a  special  feature  of  aerial  tours  over  the  Alps,  has 
already  had  other  machines  from  the  A. DC  ...  and  it  is  owing 
to  the  successful  results  obtained  with  these  that  the 


facility  and  comfort.  It  may  be  mentioned  in  passing  that 
the  view  obtained  by  the  passengers  is  excellent,  but  wo 
should  think  that  flying  in  bumpy  weather — as  probably 
exists  over  the  Alps — being  seated  so  far  back,  may  call 
for  a  certain  amount  of  “  airworthyness  ”  on  the  part  of 
the  passengers. 

In  front  of  the  pilot's  cockpit  are  two  freight  holds,  with 
hinged  hatchways  in  the  turtle  deck,  whilst  under  these  is 
another  compartment  for  passengers’  luggage.  This  latter 
consists  of  a  very  neat,  arrangement,  in  which  by  means  of  a 
quick-release  arrangement  a  door  opens  in  the  bottom  of  the 
fuselage  and  a  large  "  box  ”  slides  down  below  the  latter, 
permitting  I  he  luggage  to  be  stowed  awav  with  ease. 


AN  AIRCRA1  I  DISPOSAL  D.H.  9  CONVERTED  FOR  ALPINE  TOLTRS  :  (1)  The  passengers’  automatic 

luggage  “lift.  ’  12)  The  hinged  canopy  over  the  passengers’  cockpit,  giving  easy  access.  (3)  The  complete 
(3-seater)  machine.  (4)  The  240  h.p.  Siddeley  "Puma.”  [5)  The  pilot’s  cockpit  and  the  two  freight  holds. 


’planes  under  review  were  ordered  specially  for  Alpine 
work. 

As  may  be  seen  from  the  accompanying  illustrations  of 
one  of  these  models,  it  consists  of  a  modified  D-H.q  having 
a  240  h.p.  Siddeley  "  Puma  "  engine,  and  converted  into  a 
thrcc-seater.  Where  the  gun-ring  used  to  be  in  the  original 
type  there  is  now  a  double  cockpit  for  the  tw'o  passengers, 
who  are  seated  in  tandem.  The  installation  of  this  cockpit, 
as  well  as  the  other  modifications,  have  been  carried  out 
exceptionally  well,  and  with  considerable  attention  to  detail. 
For  instance,  the  portion  of  the  turtle  deck  around  the  double 
cockpit  is  hinged — as  shown  in  the  illustration — so  that  the 
passengers  are  able  to  take  their  places  with  the  greatest 
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Swedish  Aviatrice  Killed 

Fuom  Stockholm  it  is  reported  that  Sweden’s  only 
woman  aviator.  Miss  Elsa  Andersson,  was  killed  at  Askersund 


In  place  of  the  hinged  canopy  over  the  passengers'  cockpits, 
a  complete  covering,  with  windows,  may  be  fitted,  converting 
the  machine  into  a  limousine. 

Both  these  machines  were  to  have  been  delivered  by  air 
to  Debendorf,  near  Zurich,  last  week,  hut  the  exceptionally 
bad  weather  necessitated  a  postponement  until  this  week. 
The  machine  illustrated,  however,  was  taken  out  for  a  trial 
flight  last  Thursday  by  Mr.  Muir,  which  we  had  the  pleasure 
of  witnessing.  In  spite  of  the  atrociously  bad  weather- — 
wind  and  rain  ad  lib. — the  machine  put  up  a  very  fine  per¬ 
formance.  The  approximate  speed  of  these  ’buses  at  4,000  ft. 
is  115  m.p.h.  with  full  load,  and  the  climb  is  said  to  be 
xo.ooo  ft.  in  20  minutes. 

0  0 

on  January  2 2  while  making  a  parachute  descent  from  an 
aeroplane  from  a  height  of  about  2,000  ft.  No  details 
relating  to  the  cause  of  the  accident  are  available. 
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AERIAL  LIGHTHOUSES 


1 ,000,000,000- 

Wk  ore  able  this  week  to  give  some  brief  particulars  of  the 
interesting  aerial  lighthouse  that  is  being  erected  at  Dijou  in 
order  to  provide  a  suitable  guiding  light  for  the  aerial  routes 
between  Paris  and  Algiers,  Italy  and  Switzerland.  This 
light,  which  is  the  largest  and  most,  powerful  one  in  existence, 
was  made  by  the  famous  French  optical  firm  of  Hat  bier, 
Bernard  and  Turcunc  of  Paris,  whose  British  representative 
is  Major  J  V.  Ashley  Waller  of  Audrey  House,  lily  Place, 
London,  EX'.  1. 

The  range  of  this  light  in  normal  northern  weather  conditions 
will  be  about  63  miles,  and  in  clear  weather  will  be  not  less 
than  130,  and  more  probably  about  200  miles  at  a  height 
of  b,Ooo  ft  or  thereabouts.  The  source  of  illumination 
is  from  powerful  electric  arcs,  automatically  adjusted  and 
formed  between  horizontal  carbons,  which  are  surrounded 
by  eight  lenses,  each  composed  of  seven  dioptric  (refracting) 
and  ten  cat-ydioptric  (refracting  and  reflecting)  parts.  1  hesc 
lenses  are  so  arranged  that  they  divide  into  two  groups  of 
four,  the  axes  of  the  two  groups  being  opposed,  and  the 
beams  from  each  group  converge  to  form  one  large  beam. 
This  arrangement  of  lenses  will  be  seen  from  the  accompanying 
diagram  A  special  point  to  be  noted  is  tbat  the  lenses 
are  split  vertically  at  the  centre.  This  splitting  is  a  patented 


,p.  Lighthouse 

This  particular  light  is  intended  fot  the  present  to  g'"' 
flashes  at  regular  intervals,  but,  as  it  might  be  neeessai  s  »«> 
change  this  later  on  and  to  provide  intermittent  flashing 
of  irregular  periods,  cams  have  been  fit  led  which  can  be 
brought  into  piny  at  any  tinir  to  vary  the*  length  of  thr.  i 
and  the  intervals  between  Hashes.  The  electric  arc  has  been 
selected  by  the  French  Government  for  this  Bijou  light,  as 
the  necessary  current  is  available  in  this  rase,  but  filament 
lamps  could  equally  well  have  been  fitted,  with  a  considerable 
reduction  in  current  consumption  for  the  same  intensity  of 
light.  ,  , 

Powerful  as  this  light  is,  wo  understand  that  the  runkei s 
have  full  designs  prepared  lot  lights  of  even  greater  range, 
such  as  would  be  necessary  for  lighting  desert  routes  when  the 
number  of  lights  employed  should  be  kept  down  to  a  minimum. 
W  here  electric  current  is  not  available,  as  in  the  above  case 
or  Central  Africa,  etc.,  either  acetylene  gas  or  paraffin  vapour 
would  form  the  source  of  illumination,  whilst  automatic 
devices  would  be  fitted  which  enable  the  lights  to  opeiate 
unattended  over  periods  of  many  months. 

This  automatic  device,  which  is  fitted  on  many  marine 
lights  erected  all  over  the  world  by  Messrs.  BarhieT  Bernanl 
and  Turemie,  automatically  lights  and  extinguishes  the  lamp  at 


The  Barbier,  Bernard  and  Turenne  Portable  Flashing  Aerial  Beacon  (4th  Order). 


device  of  the  designers  to  enable  the  beam  of  light  to  take  a 
greater  speed  vertically'  than  horizontally,  in  order  that  the 
light  may  be  visible  outside  and  above  the  main  beam.  The 
arcs  and  lenses  are  carried  on  two  platforms,  two  lenses  of  each 
group  being  on  the  top  platform  and  the  remaining  pairs 
on  the  second.  Below  these  platforms  is  a  third,  carrying 
a  set  of  stand-by  lamps,  together  with  the  necessary  apparatus 
for  bringing  these  into  action  and  focus  when  required. 

All  three  platforms  are  connected,  and,  together  with  all 
the  mechanism,  revolve  on  a  vertical  shaft  to  which  they 
are  keyed.  This  shaft  is  mounted  on  ball  bearings  and 
stepped  in  a  cast-iron  socket  which  rests  on  a  concrete  base. 
An  electric  motor  with  reduction  gear  is  fitted  under  the 
lower  platform  and  serves  to  revolve  the  whole. 

Surrounding  all  the  above  is  an  18-ft.  diameter  “  house/’ 
the  upper  portion,  opposite  the  lights,  consisting  of  a  double 
tier  ventilated  lantern  ;  inner  and  outer  galleries,  with 
ladders,  are  provided  for  the  crew.  AH  the  controls  are 
fitted  on  the  lower  platform,  whence  every  lamp  can  be 
inspected  by  means  of  special  reflecting  prisms,  and  its  focus 
adjusted. 


any  predetermined  times,  and  is  operated  by  the  combined 
action  of  a  clockwork  motor  and  the  flow  of  gas  leading 
to  the  bye-pass— or  an  electrical  device  where  electric  light 
is  employed. 

The  whole  gear  is  extremely  ingenious,  but  lack  of  space  w  ill 
not,  at  present,  permit  a  full  description  here.  Briefly, 
however,  it  is  composed  of  a  clockwork  movement  with 
anchor  release  carrying  a  timing-box  and  timing  disc  divided 
into  24  hours,  the  last  making  one  revolution  per  day.  1  he 
timing  disc  carries  two  circular  slots  which  engage  two  levers 
suitably  disposed  w'hich  open  and  close  a  valve  controlling 
the  gas  supply.  Winding  of  the  spring  is  effected  by  a 
gas  motor  driven  by'  the  gas  leading  to  the  bye -pass  and 
working  a  ratchet  driving  the  drum  containing  the  spring. 
A  gas  pocket  regulates  the  pressure  and  feed  to  the  bye-pass. 

Gas  from  the  main  supply  enters  a  valve  leading  to  the 
burners,  thence  to  the  gas  motor.  The  latter  consists  of  a 
box  containing  a  membrane,  which  is  raised  by  the  pressure 
of  the  gas,  and  in  so  doing  operates  a  ratchet  gear,  which 
in  turn  winds  the  spring  drum — a  friction  slipping  device 
t  being,  of  course,  provided. 
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From  the  motor  the  gas  passes  to  the  gas  pocket  which, 
through  the  medium  of  an  arrangement  of  membranes  and 
springs,  feeds  the  bye-pass  with  a  constant  supply  of  gas. 
The  opening  and  shutting  of  the  valve  is  effected  by  the 
movement  of  adjustable  keys  fitted  on  the  timing  disc  between 
the  arms  of  the  lever  which  controls  the  valve- -the  timing 
disc  being,  of  course,  driven  by  the  clockwork  motor, 

During  the  Great  War  Messrs.  Barbier,  Bernard  and 
Turennc  carried  out  a  considerable  amount  ol  work  in  con¬ 
nection  with  aerial  guiding,  landing  and  other  lights,  and  as  a 
result,  of  the  experience  thus  gained  have  produced  a  number 
of  standard  patterns  of  aerial  beacons,  etc.  Amongst  these 
brief  mention  may  be  made  of  two,  one  a  special  medium- 
range  flashing  light  of  the  fifth  order,  and  the  other  a  portable 
flashing  light  of  the  fourth  order,  which  is  shown  in  the 
accompan yi ng  ill u stration . 

The  former  light  has  an  optic  composed  of  five  annular 
panels,  disposed  in  pentagon,  which  permits  the  following 
signals  being  given  ;  (a)  1  flash,  ( b )  1  group  of  2  flashes, 
(c)  1  group  of  3  flashes,  ( d )  x  flash  followed  by  a  2-flash  group, 
(e)  1  group  of  4  flashes.  For  these  different  combinations 


The  Barbier,  Bernard  and  Turenne  One-Thousand 
Million  Candle-power  Lighthouse.  A  general  view 
of  the  complete  lighthouse,  which  is  being  erected  at 
Dijon,  showing  its  huge  proportions. 

metal  panels  are  employed  to  mask  the  appropriate  lenses. 
Each  annular  panel  is  composed  of  three  dioptric,  five  upper 
catadioptric  and  three  lower  catadioptric  rings.  The  optic  is 
arranged  to  give  a  beam  of  light  whose  axis,  allowing  for 
atmospheric  refraction,  at  the  limit  of  range  crosses  the 
13,000  ft.  altitude,  and  in  order  to  give  visibility  right  up 


Elevation  and  plan,  diagrammatic,  of  the  Dijon  light, 
showing  the  arrangement  of  the  eight  lenses  and  arcs 
into  two  groups,  on  two  revolving  platforms.  The 
beams  from  1  and  3  on  the  upper  platform  converge 
with  those  from  5  and  7  on  the  lower  platform  and 
form  one  large  beam.  In  a  similar  way  the  beams 
from  2  and  4  (top)  converge  with  the  beams  from  6  and 
8  (lower)  and  form  one  beam,  but  opposed  to  the  first. 
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to  the  Zenith,  the  panels  are  split  on  their  middle  vertical  line 
as  previously  described. 

The  source  of  light  may  be  either  electric  or  acetylene,  of 
an  adaption  to  take  either  at  will  It  electric,  0  3  ooo-c.p. 
metal  filament  lamp  is  used,  absorbing  13  amps,  at  no  volts. 
For  acetylene,  either  a  12  burner  naked  flame  light  (.300 
litres  1 1  r.)  may  be  used  or  an  incandescent  burner.  I  he 
support  tor  the  burner  is  adjustable  for  focussing,  and  a 
sight  tube  enables  the  latter  to  be  accomplished  whilst,  the 
light  is  burning.  Rotation  is  effected  in  three  different 
ways:  (r)  If  electrically  lit,  bv  an  electric  motor  coupled 
direct  to  a  reduction  gear,  all  on  one  base  plate,  (2)  If  lit 
by  acetylene,  by  weights  and  gearing.  (3)  ^  f°r  alternate 
lighting,  fho  base  of  the  light  takes  both  electric  motor  and 
weights,  a  clutch  system  being  fitted  to  transfer  from  one  to 
the  other.  The  optic,  its  base  and  the  totaling  gear  are  all 
enclosed  in  a  lantern  having  a  metal  lower  part  with  doors  for 
access  to  the  gear  ,  the  top  is  fitted  with  glass  and  is  ventilated. 

The  fourth  order  light  is  especially  suitable  for  military 
work,  or  for  marking  out  temporary  air  routes  It  consists 
of  a  tripod  supporting  a  mounting  in  which  is  fitted  a  clock¬ 
work  rotating  device  (or  gas  motor  or  electric  motor),  lhe 
upper  part  of  this  mounting  also  carries,  on  a  circular  plate, 
the  valve  and  adjustable  holder  lor  the  burners  (12-burner, 
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30  litre/  hr.  tvpe).  Covering  the  whole  mounting  is  a  hexa¬ 
gonal  plate  on  which  is  fitted  the  lens,  composed  of  1  1  dioptric 
elements,  enclosed  by  a  hexagonal  lantern  On  the  top  o! 
the  latter  is  another  hexagonal  plate  carrying  a  second  and 
similar  burner  surrounded  by  a  half-lens  composed  of  t» 
dioptric  dements,  all  enclosed  in  a  cone-shaped  lantern. 

The  rotating  device  cat  lies  a  cam  which  controls  by  a 
lever  the  cock  on  the  valve,  so  as  to  give  instantaneous  closing 
and  opening,  thus  producing  successive  periods  of  illumination 
and  extinction — according  to  the  type  of  cam  tilted— of 
both  burners  simultaneously.  Two  bye-passes  of  a  special 
type  are  fitted  to  each  burner,  giving  instantaneous  re 
lighting  of  the  burners.  The  clockwork  device  is  very 
strong,  and  is  powerful  enough  to  actuate.'  the  light  all  night 
without  rewinding.  A  movable  stand  at  the  side  ot  the 
tripod  carries  two  or  more  bottles  of  dissolved  acetylene 
(4,00a  litres  each)  for  supplying  the  buitmrs, 

As  previously  noted  the  clockwork  device  can  be  replaced 
by  a  gas  motor  or  by  an  electric  motor  (when  electrically  lit). 
These  motors  carry  the  cam,  and  their  installation  eliminates 
the  neceasitv  of  daily  winding  the  clockwork.  The  automatic 
lighting  and  extinguishing  device,  previously  described, 
may  also  be  fitted.  The  total  weight  of  this  light,  without 
the  gas  bottles,  is  about  825  lbs. 
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NOTICES  TO  AIRMEN 


Great  Britain  and  France  :  Aerial  Corridors 

The  provisional  agreement  relating  to  aerial  communica¬ 
tion  between  Great  Britain  and  France  (Article  ti)  has 
been  amended  in  the  following  respect  : — 

The  corridors  of  entry  into  Great  Britain  have  been 
abolished.  Aircraft  may  therefore  cross  the  coast  of  Great 
Britain  at  any  point,  except  over  a  prohibited  area. 

The  corridor  of  entry  into  France  from  Great  Britain 
extends  from  Etaples  to  the  Belgian  frontier  (tide  Notice 
to  Airmen  No.  36  of  1921). 

(No.  6  of  1922.) 

Belgium  :  Erection  of  Wireless  Mast  at  Haren 

1.  A  wireless  mast,  28  metres  (92  ft.)  high,  has  been  erected 
near  the  aerodrome  control  office  on  the  western  side  of 
llaren  aerodrome.  Tire  mast  is  marked  by  day  by  three 
red  dags,  and  at  night  by  three  red  lights. 

(No.  7  of  1922.) 

France  :  Emergency  Landing  Grounds,  Lighthouses, 
Etc. 

Previous  Notices  to  Airmen  relating  to  Frapcc  have 
been  amplified  and  amended  in  regard  to  emergency  landing 
grounds  at  (a)  Bcrck-sur-Mer,  (fc)  Poix,  (c)  St.  Quentin, 
(d)  Beauvais. 

2.  May  king  of  Landing  Grounds. 

The  iollowung  system  of  marking  the  boundaries  of  the 
landing  grounds  of  Befck-sur-Mer,  Poix  and  Si.  Quentin  has 
been  adopted  : — 

Horizontal  and  vertical  iron  plates,  painted  white,  arc 
mounted  on  posts  1  metre  in  height  at  intervals  of  50  metres 
round  the  edge  of  the  landing  ground. 
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Sir  Ross  Smith’s  New  Adventure 

It  is  now  some  time  ago  that  the  first  rumours  were 
heard  of  a  proposed  flight  around  the  world  by  Sir  Rems  and 
Sir  Keith  Smith.  It  appears  that  plans  are  now'  fairly 
advanced  and  that  there  is  a  possibility  of  the  flight  starting 
within  the  next  three  01  four  months.  We  understand  that 
Sit  Ross  intends  to  use  a  Vickers  "  Viking ”  amphibian, 
and  after  hearing  his  lecture  on  the  flight  to  Australia  and 
seeing  the  films,  one  feels  convinced  that  the  amphibian  type 
of  machine  is  the  right  one  for  the  purpose,  ft  is  true  that 
the  land  gear  weighs  a  good  deal,  but  on  the  other  hand  such 
a  machine  is  nnt  so  restricted  to  long  stages  between  aero¬ 
dromes  as  is  the  ordinary  land  machine.  The  route  to  be 
followed  has  not  been  definitely  decided  upon,  but  it  wall 
probably  be  the  eastern  one — i.e.,  London  to  Cairo  and 
Baghdad,  via  France,  Italy,  etc.,  arid  thence  to  India.  China, 
Japan,  Alaska,  Canada,  Newfoundland,  Azores,  and  home. 
The  most  difficult  part  of  the  route  will,  of  course,  be  the 
Atlantic  crossing,  but  if  the  route  be  laid  over  the  Azores 
the  distances  should  be  w  ithin  tire  capacity  of  the  "  Viking.” 

Diesel  Engines  for  Aircraft 

According  to  the  Aviation  Correspondent  of  the  Daily 
Telegraph,  there  is  reason  to  believe  that  the  Diesel  type  of 


In  order  to  indicate  the  1  otmdary  of  the  ground  when  it  is 
covered  with  snow,  the  following  additional  markings  are 
used  t— At  each  of  the  principal  corners  of  the  landing  ground 
vertical  panels,  painted  with  alternate  black  and  white 
horizontal  bands,  arc  placed  on  posts  3  metres  (0  ft.  10  ins.)  in 
height. 

Caution.  The  height  of  some  of  these  markings  necessitate, -- 
care  in  their  avoidance  Pilots  arc  also  warned  that  the 
circles  and  names  mentioned  above  arc  constructed  ot  con¬ 
crete,  and  although  all  possible  care  has  been  taken  to  make 
them  level  with  the  surface  of  the  aerodrome,  it  is  inadvisable 
to  taxi  over  them  at  any  considerable  speed. 

3.  Aerial  Lighthouses . 

3 ,  Customs  Regulations. 

(For  details  application  should  he  made  to  the  Air  Ministry 
lor  No.  8  Notice  Of  I922.I 

Wireless  Telegraphy  Stations  in  Operation  in  Connec¬ 
tion  with  Civil  Air  Routes 

A  new  Notice  to  Airmen  (No.  9  of  1922)  obtainable  born 
the  Air  Ministry,  is  substituted  for  No.  61  of  1921  in  regard 
to  the  wireless  stations  operating  in  connection  with  civil 
air  routes,  which  are  classified  as  follows  Class  "A 
Stations  directly  concerned  wit li  flying  operations,  whose 
routine  is  primarily  intended  for  aircraft  rCtess  B 
Stations  indirectly  concerned  with  flying  operations,  whose 
routine  is  not  primarily  intended  for  aircraft. 

These  are  classified  for:  I.  British  Isles;  11,  Belgium; 
111,  France;  IV,  Holland ;  V.  Other  countries. 

Tins  Notice  cancels  Notices  to  Airmen  Nos  fit  77  and  91 
of  Jpzt. 

(No.  9  of  1922.) 
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engine  will  soon  be  a  practical  proposition  lot  u-e  on  aircraft. 
Wc  wish  we  could  share  his  optimism.  Although  the  type 
will  probably  be  modified  to  suit  aircraft  conditions  some 
day,  we  have  no  great  hopes  of  this  happening  in  the  im mediate 
future.  At  the  Paris  Aero  Show  was  exhibited  a  radial 
engine  which  was  said  to  be  designed  for  operation  on  the, 
Diesel  principle.  In  view  of  the  high  compress  ion  a  reached, 
however,  it  appeared  distinctly  on  the  light  side,  and  although 
it.  represents  an  attempt  at  solving  the  problem,  we  should 
not  think  that  success  is  yet  within  sight. 

Washington  Naval  Treaty  and  Aircraft  Carriers 

It  looks  as  if  the  Naval  Treaty  for  limiting  armaments 
arranged  at  the  Washington  Conference  is  now  likely  to  go 
through  The  Article  (9)  dealing  with  aircraft  carriers  now 
reads  as  follows  - 

"  No  aircraft  earner  exceeding  the  27,000-ton  standard 
shall  be  acquired  or  constructed,  it  is  provided,  however, 
that  any  ol  the  contracting  Power*  may,  without  increasing 
its  tonnage  of  aircraft  carriers,  build  not  more  t  han  two  aircraft 
caniers  each  of  a  tonnage  of  not  more  than  33,000.  and  in 
order  to  effect  economy  any  of  the  contracting  Powers  may 
use  for  this  purpose  any  two  of  their  ships,  whether  already 
constructed  or  in  the  course  of  construction,  which  would 
otherwise  be  scrapped  under  the  Treaty.” 
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THE  IMPORTANCE  OF  RESEARCH  IN  AERONAUTICS 


Tm.  following  is  an  epitome  of  the  views  of  the  Council  of 
the  Royal  Aeronautical  Society  on  the  need  for  better  safe¬ 
guards  to  prevent  the  submerging  of  applied  scientific  research 
in  aeronautics  by  technical  experimental  work  These  views 
were  laid  before  the  Secretary  of  State  for  Air  at  a  recent 
interview  by  a  deputation  of  the  Council  of  the  Royal  Aero¬ 
nautical  Society,  consisting  of  Lieut. -Col.  M.  O'Gorman, 

C  B,  (Chairman),  Prof,  L.  Bairstow,  C.B.E.,  F  R.S.,  Sir 
.Mackenzie  Chalmers,  K.C.B.,  C.S.I.,  Prof.  B,  Melvill  Jones, 
A.F.C.,  Lieut. -Col  Alec  Ogilvie,  C.B.E. 

The  Council  of  the  Royal  Aeronautical  Society  asks  to  be 
allowed  to  put.  before  the  Air  Minister  in  person  certain  views 
which  have  been  borne  in  upon  them  in  relation  to  applied 
scientific  research  in  aeronautics.  They  would  first  desire 
to  lay  before  the  Minister  the  standing  of  the  Royal  \ero- 
uautical  Society  and  its  quality  to  approach  him  on  technical 
matters. 

Four  bodies  represent  British  Aeronautical  activity,  arid 
these  bodies  respect  each  other's  domains  and  are  connected 
by  agreements  and  joint  committees  ;  they  art 

"(d)  The  Royal  Aero  Club,  concerned  with  the  control  of 
races,  competitions  and  touring,  the  international  sporting 
and  touring  rules  and  triptyques.  (6)  The  Air  League  of 
the  British  Empire,  concerned  with  propaganda,  mainly  in 
the  interests  of  aerial  defence,  (c)  The  Royal  Aeronautical 
Society,  whose  province  is  the  spread  of  the  study  of  aero¬ 
nautical  technics,  both  in  theory  and  practice,  including 
those  branches  of  physics,  chemistry,  etc.,  which  relate  to 
the  aeronautics — as  well  as  scientific  research  and  publications 
therewith  This  Society  is  officially  represented  oil  the 
Aeronautical  Research  Committee  of  the  Air  Council,  (d)  The 
Society  of  British  Aircraft  Constructors,  the  organised  body 
ol  British  aircraft  constructional  firms  The  technical  staff 
of  the  last  are,  in  significant  numbers,  members  of  the  Royal 
Aeronautical  Society. 

Applied  scientific  research  has  in  England,  for  one  reason 
or  another,  suffered  from  serious  and  increasing  disabilities 
since  the  earliest  flight.  These  disabilities  arose  from  many 
causes,  but  notably  from  the  fact  that,  though  research  has 
forced  itself  into  public  recognition  as  fundamental  to  any 
technical  advancement,  when  it  comes  to  the  detailed  alloca¬ 
tion  of  time  and  work  this  recognition  becomes  blurred  by 
reason  of  other  factors,  technical,  administrative  and  finan¬ 
cial,  which  tend  to  obscure  its  fundamental  importance  and 
crowd  it  out  of  existence.  The  occasional  and  (we  venture  to 
suggest;  incorrect  usage  of  the  term  “  research  "  as  a  compre¬ 
hensive  name  tor  all  and  any  experimentation  in  aeronautical 
technics  has  led  to  its  use  to  cover  matters  other  than  the 
true  "  applied  scientific  research  ”  to  which  it  is  the  object 
of  the  Royal  Aeronautical  Society  to  draw  the  Air  Minister's 
attention. 

"  Aeronautical  technics  ”  (or  research  so-called)  embraces 
many  subheads,  thus  :  not  only  (r)  applied  scientific  research 
(properly  so  called),  whether  theoretical,  model  or  full-scale 
work  and  referred  to  hereafter  for  brevity  as  “research/' 
but  also  (2)  ad  hoc  experimentation  and  calculation  on 
specific  appliances,  or  proposals  not  forming  part  of  an 
organised  series  ;  (3)  experimentation  to  develop  acceptable 
devices  into  standard  useful  appliances  ;  (4)  the  improve¬ 

ment  of  such  devices  in  accordance  with  the  demands  arising 
from  use  and  the  introduction  of  modifications  specified  for 
service  reasons  ;  (5)  tests  of  performances  of  normal  purchases 
for  service. 

This  list  may  be  extended  (the  above  subheads  are  intended 
to  he  illustrative  and  not  inclusive). 

In  a  number  of  cases  there  is  no  confusion  between  what 
falls  under  one  or  another  of  these  subheads  ;  but  there  are 
limiting  cases,  when  a  form  of  words  intended  to  lay  down 
what  is  and  what  is  not  applied  scientific  research  would 
lead  to  discrimina  ting  wrongly  between  “  research  “  and 
other  subheads.  The  desire  of  the  Royal  Aeronautical 
Society  is  to  ensure,  if  possible,  the  continued  and  urgent 
prosecution  of  *'  research  ’’  as  above  defined.  This  is  the 
Society's  main  plea. 

As  regards  method,  the  Society  hopes  to  give  point  to  the 
above  request  by  certain  suggestions  for  the  consideration 
of  the  Air  Minister. 

If  the  question  of  an  organisation  to  deal  with  the  matter 
be  now  considered,  we  find  that  on  the  one  hand  all  the 
heterogeneous  activities  above  enumerated  as  aeronautical 
technics,  which  often  have  little  in  common  except  the  fact 
that  they  arc  susceptible  of  being  called  “  technical/'  might 
be  ascribed,  as  and  when  they  arise,  to  the  same  chiefs,  the 
same  subsection  of  the  money  vote,  dealt  with  by  the  same 
staff  and  in  the  same  establishments  ;  or  on  the  other  hand, 

55 


if  one  of  them  appeared  to  be  of  basic  importance  it  might 
be  specifically  protected  from  encroachments. 

These  encroachments  are  natural,  arc  known  to  occur  in 
technical  organisation-  having  this  diversity  of  interests, 
and. arc  easily  explained  ;  none  the  less,  they  arc  difficult  to 
guard  against.  They  have  been  observed  both  in  this  country 
and  abroad  where  for  any  reason  ad  hoc  experimentation  aiul 
applied  research  are  in  juxtaposition — which  implies  compe¬ 
tition  lot  the  use  of  tin  time  and  services  of  the  same  staff. 
Thus,  each  ad  hoc  experiment  which  presents  itself  as  desirable 
— -and  such  always  looks  desirable  or  it  would  not  be  touched 
(for  example,  the  verification  of  some  particular  wing  shape 
or  wing  thickness,  put  forward  L>v  an  enthusiast  or  maker 
as  having  exceptional  merits) — appears  to  call  for  prompt 
attention  ;  it  seems  to  offer  a  royal  road  to  results.  The 
experiment  would  appear  to  be  one.  of  which  the  end  can  be 
foreseen  and  the  amount  of  expenditure  estimated  ;  while 
the  answer  which  the  experiment  affords  will  apparently  be 
either  positive  or  negative,  but  in  either  case  useful. 

to  contrast,  “research  ’’  (for  exam  [he,  the  investigation  of 
aircraft  control  at  low  speeds,  of  pressure  distribution  on 
wings,  or  of  the  twist  and  vibration  of  airscrew  blades  in 
flight,  or  the  control  of  aircraft  from  the  ground  at  night 
or  in  fog)  is  rarely  backed  by  the  pressure  of  an  enthusiast 
who  wants  the  advantages  of  his  specific  device,  nor  is  it 
clear  how  long  such  an  investigation  will  have  to  be  prose¬ 
cuted  ;  still  less  what  important  side  issues  will  have  to  be 
explored  before  its  harvest  of  results  can  be  expressed  in 
terms  of  actual  aircraft. 

The  administrative  head  thus  finds  himself  confronted  on 
the  one  band  (n)  by  a  number  of  requests  for  research  of 
which  he  cannot  foresee  either  the  exact  end,  the  total  cost 
or  the  exact  resulting  advantage,  and  [b)  with  demands  tor 
the  verification  of  the  alluring  claims  of  some  particular 
device ;  while,  and  in  addition  to  the  above  conflicting 
demands  for  technical  attention,  there  are  (c)  the  Service 
demands  for  introducing  improvements  m  existing,  and  stan¬ 
dardisation  of  proposed,  technical  appliances  and  other 
kindred  matters.  The  plea  of  the  Council  of  the  R.Ae.S. 
is  that,  particularly  in  a  time  such  as  the  present  of  reduced 
expenditure,  the  position  of  “  research  ”  as  above  defined 
shall  be  specifically  safeguarded  in  some  manner.  Throughout 
the  War  it  was  openly  urged  that  ad  hoc  experiments  must 
take  precedence  of  research,  and  there  is  no  doubt  but  that 
they  did  so — an  attitude  with  which  the  Royal  Aeronautical 
Society  is  in  full  harmony.  Prior  to  the  War  much  the  same 
result  was  to  be  observed,  for  reasons  which  need  not  be 
entered  upon  at  the  present  time.  In  the  post-War  period 
analogous  troubles  are  liable  to  arise.  The  Royal  Aero¬ 
nautical  Society  urges  upon  the  Air  Minister  that  research  is 
the  fertiliser  at  the  root  of  the  tree  of  progress  ;  without  it 
the  tree  will  not  only  fail  to  grow,  it  will  die,  and  all  that  will 
then  be  available  is  tile  standing  wood. 

Suggested  Scheme. — The  constructive  suggestion  which  this 
Society  puts  forward  to  give  point  and  practicality  to  its 
proposal  for  the  safeguarding  of  “  research  ’’  in  aeronautics, 
which  is  its  main  theme,  is  that  a  precedent  found  in  the 
organisation  of  the  Admiralty  be  followed  in  its  general  outline 
by  the  appointment  of  an  individual  of  high  scientific  quali¬ 
fications  whose  specific  duty  will  be  the  safeguarding  of 
“  research/’  keeping  it  in  touch  with  the  scientific  work  of 
the  country  and  with  the  problems  of  civil  and  military 
aircraft.  Those  characteristics  of  the  office  in  question  to 
which  wre  wish  to  draw  attention  are  as  follows: — (1)  That 
a  grant  of  money  be  specifically  allotted  to  research,  as  above 
defined.  (2)  That  the  individual  holding  this  office  shall  have 
access  to  the  Members  of  the  Air  Council.  (3)  That  he  have 
access  to  private  advice,  and  have  money  specifically  available 
to  him  for  the  purpose  of  paying  for  such  advice.  (4)  That 
there  be  an  advisory  Committee  external  to  the  Air  Ministry, 
consisting  of  scientific  men.  This  Committee  to  have  no 
executive  powers  and  be  solely  advisory.  (5)  That  this 
Committee  should  supervise  and  publish  such  matters  relating 
to  research  as  are  deemed  to  be  publishable  in  the  public 
interest. 

In  addition  to  the  above,  the  Council  of  the  Royal  Aero¬ 
nautical  Society  trust  that  support  will  be  continued  to  the 
movement  for  giving  scientific  training  to  selected  officers  of 
the  Royal  Air  Force,  so  that  highly  experienced  pilots  shall 
be  able  to  suggest  and  intelligently  take  part  in  research 
work  —to  which  such  assistance  will  be  invaluable. 

In  conclusion  the  Royal  Aeronautical  Society  points  out 
that  any  retrenchments  of  administrative  staff  or  expenditure 
in  construction  form  strong  reasons  for  safeguarding  that 
least  expensive  and  most  fruitful  form  of  activity — research. 
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ENGINE  INSTALLATION 


By  Brigadier-General  R.  K.  BAGNALL-WILD 


Apart  from  the  question  of  the  aero  engine  itself,  that  of  its 
installation  is,  perhaps,  one  of  the  most  vital  to  the  sound  and 
efficient  development  of  commercial  aviation.  That  the 
importance  of  the  question  is  appreciated  was  evidenced  by 
the  good  attendance  to  the  extremely  informative  paper 
read  by  Brig. -Gen.  Bagnall  Wild,  Director  of  Research,  before 
the  Royal  Aeronautical  Society  on  January  ty.  The  follow¬ 
ing  resume  gives  the  main  points  raised  by  the  D.  of  K.. 
but  we  would  recommend  all  who  can  possibly  do  so  to  obtain 
the  copy  of  the  Society’s  Journal,  in  which  the  paper  will 
be  published  in  full. 

la  his  introductory  remarks  the  lecturer  pointed  out  that, 
compared  with  the  development  of  aircraft,  structures  and 
aero  engines  themselves,  that  of  installation  has  shown  little 
progress,  and  that  today  the  installation  of  the  engine  in  a 
machine  presents  a  wide  field  for  sound  engineering  design 
and  improvement.  He  stated  that  statistics,  taken  over  a 
considerable  period,  have  shown  that  of  the  forced  landings 
resulting  from  engine  stoppage,  seven  out  of  eight  are  due  to 
some  trivial  breakdown  in  the  installation.  This  in  itself  is 
ample  proof  that  there  is  room  for  improvement  in  engine 
installation  and  that  the  lecturer's  first  remarks  are  justified. 
The  lecturer  then  proceeded  to  state,  in  a  few  general  remarks, 
the  obstacles  which  in  the  past  have  militated  against  sound 
installations. 

In  the  early  days,  he  said,  the  engines  themselves  were 
utterly  unreliable,  and  there  was  then  no  incentive  to  provide 
sound  installation  systems.  Throughout  the  greater  part 
of  the  War  it  was  usually  found  that  the  engines  for  certain 
types  of  machines  were  many  months  late  in  delivery,  and 
that  consequently  it  wms  often  necessary  to  put  in  some  other 
type  of  engine,  intended  probably  for  a  totally  different 
design  of  machine.  A  third  factor  was  the  universal  lack  of 
co-operation  between  the  engine  designer  and  the  aeroplane 
designer.  Each  worked  towards  efficiency  in  his  own  design, 
while  overlooking  the  fact  that  unless  the  one  provided  the 
optimum  conditions  for  the  other  the  efficiency  of  the  aircraft 
as  a  whole  must  be  reduced  and  the  value  of  the  work  of  both 
designers  correspondingly  depreciated. 

As  an  instance  of  this  lack  of  co-operation  the  General 
cited  the  case  of  air  intakes  for  the  carburettor.  With  one 
or  two  exceptions,  he  said,  engines  now  actually  in  use  are 
sent  out  without  these  parts,  although  the  form  of  air  intakes 
must  necessarily  have  considerable  effect  on  carburation  and 
general  efficiency.  The  aircraft  designer  puts  on  intakes  to 
suit  his  design,  often  having  the  appearance  of  having  been 
put  on  as  an  afterthought — as  a  necessary  but  unimportant 
evil.  While  this  state  of  things  may  not  be  readily  remedied 
in  existing  types  of  engines,  the  lecturer  thought  that  there 
is  no  obvious  reason  why  in  future  designs  standard  air  intakes 
should  not  be  provided  by  the  engine-maker.  The  aeroplane 
designer  would  then  naturally  provide  for  that  particular 
form  of  air  intake,  just  as  he  now  does  for  overall  dimensions 
of  tlie  engine  itself  and  its  bearer  feet. 

The  lecturer  then  stated  that  recently  considerable  improve¬ 
ment  has  been  effected,  owing  chiefly  to  civil  aviation  bringing 
aircraft  and  engine  designers  in  closer  contact,  and  proceeded 
to  consider  what  are  the  principal  features  required  for  the 
evolution  of  a  sound  installation.  The  desiderata  he  enume¬ 
rated  as  follows  : — 

“  (a)  Reliability  and  simplicity  of  arrangement  of  petrol, 
water  and  oil  systems  to  ensure  maximum  engine  efficiency 

“  ( b )  Every  possible  safeguard  to  be  taken  against  fire 
risks. 

“  (c)  A  high  factor  of  safety  in  the  .mounting  of  the  engine 
itself,  together  with  all  accessories  and  attachments  required 
for  its  working,  not  only  as  regards  initial  soundness,  but  also 
in  the  individual  capacity  of  the  component  details  for  long 
service. 

“  (d)  Ready  accessibility  of  the  complete  engine  and  instal¬ 
lation,  particularly  for  those  parts  which  require  frequent 
inspection,  such  as  carburettors,  magnetos,  petrol  pumps, 
petrol  and  oil  cocks,  filters,  controls,  etc. 

"  ( e )  The  arrangement  of  the  installation  to  be  such  that 
an  absolute  minimum  of  disconnection  and  displacement  is 
entailed  in  the  removal  of  the  engine.  It  should  be  possible 
to  remove  an  engine  for  overhaul  and  to  replace  it  with  a 
serviceable  unit  in,  say,  not  more  than  two  hours.  Indeed, 
I  look  forward  to  the  attainment  of  something  approaching 
the  replacement  of  a  locomotive  as  now  effected  on  long¬ 
distance  '  through  ’  train  services,  so  that  the  aerial  passengers 
or  cargo  can  proceed  almost  without  interruption  over 
considerable  distances. 


“  (f)  Arrangements  for  engine  starting  to  be  of  a  simple 
and  reliable  character." 

Having  defined  the  objects  to  be  sought  for,  the  lecturer 
proceeded  to  consider  each  in  detail,  and  by  applying  the 
results  arrived  at  the  fundamentals  of  installation.  As 
regards  petrol  systems,  he  outlined  the  four  distinct  methods 
which  have  been  applied  so  far.  These  were  :  gravity  Iced 
from  main  tanks,  air-driven  petrol  pumps  pumping  direct 
or  via  a  gravity  tank  from  the  main  tanks  to  the  engine, 
air  pressure  raised  in  tire  main  tanks  by  air  pumps,  petrol 
being  forced  from  the  main  tanks  to  the  engine  direct  or  via 
a  gravity  tank,  and  finally,  vacuum  apparatus  to  raise  petrol 
from  the  main  tank  to  a  gravity  tank  and  thence  to  the. 
engine. 

The  advantages  of  the  direct  gravity  feed  from  the  main 
tanks  are  so  considerable  that  we  quote  General  Bagnall-Wild 
verbatim  on  this  subject.  “  It  will  be  agreed,"  he  said, 
“  that  for  reliability"  and  simplicity  gravity  feed  is  the  ideal, 
but  so  far  the  difficulties,  from  the  aerodynamic  point  of 
view,  in  the  situation  respectively  of  the  engine  and  fuel 
tanks  to  utilise  gravity  feed  have  been  considered  too  great. 
I  sometimes  woiider  if  the  simplicity"  and  efficiency  of  gravity 
petrol  feed  have  been  sufficiently  realised  by  aircraft  designers, 
and  w'hether  a  satisfactory  design  could  not  be  evolved  if  the 
provision  of  gravity"  feed  were  made  a  condition  of  acceptance 
of  the  aircraft.  Indeed,  in  view"  of  the  comparative  unrelia¬ 
bility  and  complexity  of  other  systems,  it  may  eventually 
be  found  necessary  byr  civil  companies  to  specify  gravity 
petrol  systems  even  at  a  slight  expense  of  aerodynamical 
efficiency.  A  very  deep  fuselage  wuth  the  engine  placed  low 
in  the  front  and  the  petrol  carried  as  far  back  as  possible 
and  at  the  side  or  the  top  of  fuselage  should  readily  lend  itself 
to  the  system,  since  most  carburettors  will  function  at  a 
minimum  head  of  18  in." 

The  General  then  outlined  the  drawbacks  to  the  various 
systems  of  non-gravity  fuel  supplies.  Air-pressure  systems 
were  abandoned  for  service  aircraft  owing  to  their  extreme 
vulnerability".  The  earlier  pump  systems,  with  slow-running 
windmill-driven  plunger  pumps,  necessitated  the  use  of  a 
gravity  tank  owing  to  the  intermittent  delivery.  High-speed 
windmill-driven  centrifugal  pumps  were  next  introduced. 
Regarding  these  the  lecturer  stated  that,  as  their  average 
speed  is  3,500  r.p.m.,  mechanical  failure  is,  unfortunately, 
still  too  frequent.  To  guard  against  this  two  pumps  are 
usually7  fitted,  which  means  adding  enormously  to  the  com¬ 
plexity  and  wfeight  of  the  system,  especially  in  multi-engined 
machines. 

Turning  his  attention  to  the  question  of  petrol  pipe  lines, 
the  lecturer  pointed  out  the  well-known  troubles  which  are 
likely  to  occur,  such  as  the  deterioration  of  rubber  joints, 
and  the  liability  to  breakage  of  rigid  attachments  when  the 
usual  union  nut  and  nipple  form  of  joint  is  employed.  He 
called  attention  to  two  methods  of  eliminating  the  trouble. 
One  is  the.  Blaisdell  Petroflex  tubing,  which  has  already  been 
described  in  Flight,  and  the  other  is  a  new  rigid  metal  joint 
which  eliminates  the  use  of  a  nipple  and  avoids  a  brazing 
operation.  After  the  nuts  and  collars  are  placed  on  the  pipe 
the  latter  is  expanded  by  a  special  tool.  It  is  necessary 
to  anneal  the  pipe  before  expanding,  and  it  is  advisable  to 
anneal  again  after  the  operation.  It  is  also  important  that 
the  two  ends  of  the  joint  are  set  in  correct  alignment  before 
tightening  up.  "  So  far,"  the  lecturer  said,  "  this  type  of 
joint  has  stood  up  very  successfully  during  tests.  One 
machine  to  which  it  was  fitted  throughout  was  badly  crashed, 
but  the  joints  remained  intact  and  did  not  leak.  Further 
tests  arc  being  conducted  with  promising  results.” 

Regarding  the  difficulties  of  getting  a  satisfactory"  petrol 
cock,  the  lecturer  stated  that  Messrs.  Vickers  have  designed 
a  cock  vrith  a  phosphor-bronze  body  and  plug  of  stainless 
steel,  hardened  and  ground  to  a  very  fine  surface,  which  in 
conjunction  with  the  hardness  of  the  plug  reduces  the  abrasive 
effect  wffien  the  cock  is  operated.  A  spiral  spring-loaded 
packing  gland  prevents  leaks  and  ensures  smooth  and  easy' 
operation.  Numbers  of  these  cocks,  he  stated,  are  in  satis¬ 
factory  use  on  service  and  civil  machines  today. 

In  dealing  with  the  question  of  engine  mounting,  the 
lecturer  stated  that  the  engine  bearers,  and  in  fact  the  whole 
mounting,  should  preferably  be  made  of  metal  (steel),  which 
overcomes  the  difficulties  arising  from  shrinkage  and  deterio¬ 
ration  that  takes  place  in  wood,  and  has  the  further  advantage 
of  reducing  fire  danger.  Regarding  the  special  type  of 
mounting  designed  for  tlie  Rolls-Royce  "  Condor  ”  engine, 
the  General  said  : — 
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“Messrs.  Rolls-Royce  have  introduced  into  the  r Condor  ' 
engine  an  interesting  development  comprising  a  bush  which 
serves  as  a  sort  of  universal  joint.  This  bush,  which  is  first 
fitted  to  the  engine  bearer  tubes,  has  a  spherical  portion  over 
which  the  actual  engine  feet  are  bolted  A  close  working  fit 
obtains  between  the  bush  and  the  engine  foot,  so  that  should 
the  bearers  for  any  reason  be  thrown  out  of  alignment  or 
distorted  temporarily  by  landing  shocks,  etc.,  the  undue 
stressing  of  the  crankcase  which  would  occur  if  the  feet  were 
rigidly  fixed,  is  obviated.  Another  feature  of  the  same 
system  is  that  provision  is  made  for  any  longitudinal  expan¬ 
sion  of  the  crankcase  by  leaving  the  two  bushes  for  the  rear 
engine  feet  free  to  slide  along  the  bearer  tube,  while  the 
two  front  bushes  remain  fixed  to  the  bearers.” 

The  lecturer  expressed  the  opinion  that  there  is  an  inex¬ 
plicable  lack  of  uniformity  in  the  types  of  engine  controls. 
Positive-acting  rod  types  are  the  most  satisfactory,  especially 
when  the  details  are  well  designed  and  made.  Controls 
should  all  be  marked  clearly  to  indicate  their  purpose  and 
direction  of  operation.  Even  then  the  different  levers  should 
be  quite  distinctive  either  by  position  or  shape. 

Oil  systems  are  usually  of  a  simple  character,  and  the 
lecturer  confined  himself  to  calling  attention  to  the  impor¬ 
tance  of  fixing  the  oil  tank  above  the  pump  to  guard  against 
failure  due  to  suction  leaks. 

The  question  of  water-cooling  systems  is  one  of  very 
great  importance,  and  was  dealt  with  at  considerable  length 
by  the  lecturer.  After  pointing  out  the  difficulty  of  deter¬ 
mining  originally  the  size  of  radiator  for  any  particular 
machine,  owing  to  the  many  variables  encountered,  General 
Bagnall-Wild  gave  the  following  table,  based  upon  numerous 
tests  carried  out  The  atmospheric  temperature  is  taken 
to  be  that  of  the  average  English  summer  conditions,  i.e,, 
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Cowling  is. 

the  General 

stated,  a  much 

more  difficult 

matter.  With  an  air  speed  of  00  m.p.h.  and  the  engine 
full v  exposed,  between  44  and  35  per  cent  of  the  water-jacket 
heat  can  be  dissipated  by  the  engine  itself.  For  efficient 
cooling  il  has  been  found  that  the  exposed  engine  would 
require  a  rate  of  water  circulation  per  100  h  p.  of  11  gallons 
per  minute,  while  the. cowled  engine  would  require  22  gallons 
per  minute.  As  engine  water  pumps  cannot,  of  course,  be 
designed  to  meet  both  of  these  conditions,  a  minimum  of 
15  gallons  per  minute  is  now  specified  for  service  aircraft. 

While  dealing  with  the  question  of  petrol  systems  and 
tank  disposition,  the  lecturer  mentioned  how  these  may  affect 
the  problem  of  fire  risk.  There  are.  however,  other  safe¬ 
guards  against  fire  which  were  indicated  at  some  length.  This 
important  subject  has  been  dealt  with  by  the  Fire  Preventions 
Committee,  and  a  summary  of  the  recommendations  made 
by  this  committee,  which  were  recently  published  and  endorsed 
by  the  Air  Ministry,  was  given  by  the  lecturer.  They  are 
now  made  a  condition  in  all  new  service  aircraft. 

One  very  important  item  in  the  running  of  commercial 
aircraft  is  the  accessibility  of  its  engine  for  inspection  and 
adjustment.  This  subject  was  very  ably  handled  by  the 
lecturer,  who  called  attention  to  a  number  of  details  which 
affect  the  accessibility  of  an  engine  and  the  ease  with  which 
it  can  be  “  got  at."  He  also  suggested  that  in  multi-engined 
machines  it  would  be  advisable  if  the  designer  gave  the 
matter  of  easy  removal  careful  consideration.  It  might  be 
possihle,  he  said,  so  to  arrange  the  design  that,  with  suitable 
ground  equipment,  the  engine  could  be  drawn  along  its 
bearers  on  to  the  ground  apparatus  sufficiently  far  to  enable 
it  to  b  ■  picked  up  by  a  lifting  gear.  We  believe  that,  as 
a  matter  of  fact,  some  such  system  is  already  adopted  by 
Vickers  for  use  with  the  "  Vimys  ”  at  their  Weybridge  works. 

In  conclusion,  Gen.  Bagnall-Wild  turned  his  attention  to 
the  question  of  engine  starting  and  ignition  systems.  He 
dealt  with  the  various  forms  of  starting  gear  now  in  use, 
and  concluded  by  saying  : — 

It  is  mv  view  that  in  future  we  must  concentrate  on  the 

<$>  <$> 

Retailers  and  Commercial  Aviation 

It  should  be  helpful  that  the  Incorpoi'ated  Association 
of  Retail  Distributors  are  interested  in  the  Air  Conference 
next  month.  At  a  meeting  last  week  the  Council  appointed 


auxiliary  engine,  starter,  with  which  promising  results  are 
already  in  sight.  Briefly,  the  system  now  in  use  consists  of 
a  small  air-cooled  two-cylinder  unit,  one  cylinder  serving 
only  as  a  pump  and  connected  by  a  distributor  valve  to  each 
of  the  main  engine  cylinders  in  turn.  The  pressure  developed 
is  sufficient  within  a  few  seconds  to  start  up  the  auxiliary 
engine  and  to  turn  the  main  engine,  filling  the  cylinders  at 
the  same  time  with  a  suitable  explosive  mixture,  the  auxiliary 
engine  pumping  cylinder  being  fed  from  the  small  engine 
carburettor.’' 

The  Discussion 

The  Chairman,  Col.  O’Gorman,  then  called  upon  Mr. 
Handley  Page  to  open  the  discussion.  This  Mr.  Handley 
Page  did  by  first  thanking  Gen,  Bagnall-Wild  for  a  very  solid 
contribution  to  aeronautical  science  by  hi.s  valuable  paper. 
Regarding  the  question  of  co-operation  between  engine 
designers  and  aircraft  designers,  he  pointed  out  that  during 
the  War  this  was  a  matter  of  some  difficulty,  not  to  say 
impossibility.  To  take  one  example,  his  own  firm  was 
developing  the  large  twin-engined  machine,  while  Rolls- 
Royces  were  developing  their  engine,  with  which  the  H.P. 
machine  was  to  be  fitted.  Yet  so  secret  was  the  work  of 
each  considered  that  they  were  absolutely  forbidden  to 
communicate  with  Rolls-Royces  at  all.  Even  now  it  was  a 
matter  of  some  difficulty  to  attain  the  necessary  co-operation. 
Personally  he  considered  the  engine  the  bugbear  of  aircraft 
design.  What  he  would  like  to  see,  in  order  to  render  possible 
direct-gravity  petrol  feed,  was  an  engine  running  with  its 
cylinders  turned  downwards  instead  of  upwards,  which 
would  bring  the  carburettor  low  down  and  also  have  other 
advantages.  He  thought  that  the  ideal  for  multi-engined 
machines  would  be  air-cooled  engines  with  gravity  feed 

Capt.  Wilkinson  said  that  as  Mr.  Handley  Page  had  stated 
that  he  considered  the  engine  the  bugbear  of  the  aircraft 
designer,  he  (Capt.  Wilkinson)  would  say  that  he  considered 
the  aeroplane  the  bugbear  of  the  engine  designer.  He  -would 
suggest  that  a  great  deal  might  be  done  if  aircraft  designers 
would  get  together  and  agree  upon  a  few  simple  standard 
mountings  and  attachments,  and  thought  that  it  should  be 
possible  to  standardise,  say,  three  different  mountings  for 
each  type  of  engine,  so  as  to  suit  all  types  of  machines. 

Gen.  Sir  Sett  on  Brancker  said  that  first  of  all  he  would 
like  to  congratulate  the  Air  Ministry  on  their  choice  of  a 
new  D.  of  R.  (Gen.  Bagnall-Wild),  and  then  stated  that 
personally  he  was  all  for  the  air-cooled  engine.  It  seemed  to 
him  stupid  to  carry  gallons  of  water  about  which  was  always 
either  freezing  or  boiling  when  you  did  not  want  it  to.  and 
which  meant  extra  complication,  when  already  there  was 
all  around  you  an  excellent  medium  for  cooling  in  the  simplest 
possible  manner.  He  called  attention  to  the  fact  that  of 
the  engines  used  in  the  East  during  the  War,  the  one  which 
always  seemed  happy  and  never  gave  any  trouble  due  to 
cooling  problems  was  the  old  air-cooled  R.A.F.  4A.  With 
regard  to  the  lecturer's  suggestion  that  it  should  be  possible 
to  change  the  engine  in  a  very  short  time  and  so  avoid  trans¬ 
ferring  the  cargo  or  passengers  to  another  machine  during 
a  long  voyage,  he  thought  this  was  a  most  excellent  idea  and 
quite  an  original  one,  as  far  as  he  was  aware.  He  did  not 
see  why.  if  designers  applied  themselves  to  the  problem, 
it  should  not  be  possible  to  change  an  engine  for  a  fresh  one 
in  about  10  minutes.  As  regards  commercial  machines,  he 
would  plead  for  simplicity  and  strength,  even  at  the  expense 
of  a  certain  amount  of  weight. 

Wing-Comdr.  Briggs  also  pleaded  for  close  co-operation 
between  engine  and  aircraft  designers,  and  said  that  he  had 
found  that  exhaust  manifolds  were  a  source  of  trouble. 

Maj.  Hecksta  11  -Smith  thought  it  would  be  very  helpful 
to  people  who,  like  himself,  did  not  have  ready  access  to 
such  statistics,  if  tables  of  accidents  and  their  causes  were 
made  available. 

Maj.  Wimperis  said  he  would  like  to  pay  a  tribute  to  the 
work  done  by  the  late  Maj.  Norman  in  experimenting  with 
fire  prevention.  This  work  had  been  of  an  extremely  hazard¬ 
ous  nature,  and  no  one  could  realise  the  value  of  the  work 
done,  and  the  courage  and  determination  necessary  for  carry¬ 
ing  it  out.  He  called  attention  to  a  statement  in  the  lecturer’s 
paper  which  mentioned  the  placing  of  the  petrol  tank  as 
far  aft  as  possible  This  placing  would,  he  thought,  tend 
to  prevent  the  necessary  minimum  head  of  18  in.  from  being 
maintained  during  a  steep  climb,  He  also  stated  that  it 
had  been  found  that  in  certain  cases,  if  the  hand-starter 
magneto  was  near  the  compass,  the  latter  was  upset. 

<*>  <8> 

Mr.  T.  Ernest  Jackson,  secretary,  to  reprc-sent  the  Association 
at  the  Conference,  who  will  report  upon  the  position  of  civil 
aviation  and  the  transport  of  merchandise  by  air,  as  he  may 
view  it  after  the  two  days’  sitting  at  the  Guildhall. 
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LONDON  TERMINAL  AERODROME 


Monday,  January  23 

Preparations  for  renewed  activity  on  the  "  airways  ” — to 
follow  the  bad  weather  of  the  purely  winter  season—  are 
already  in  evidence.  The  Air  Ministry,  one  may  mention, 
are  erecting  four  new  canvas  hangars  to  alleviate  the  aero¬ 
drome’s  own  particular  “  housing  problem.”  These  are  being 
put  up  on  the  edge  of  the  'drome  just  below  the  public 
enclosure  ;  and  they  will  thus  obviate  any  need  to  “  taxy  ” 
machines  right  round  to  the  other  side  of  Plough  Lane,  as  is 
done  at  present.  This  will  be  a  great  advantage  when  ’planes 
requite  merely  to  be  re-fuelled  and  looked  over  before  being 
turned  round  and  sent  back  to  Paris.  The  want  of  some 
such  facility  was,  in  fact,  felt  as  far  back  as  the  summer  of 
1920.  In  the  case  of  big  repairs,  or  when  machines  are  to 
bo  “  garaged  ”  for  a  day  or  so,  they  w  ill  of  course  continue 
to  be  “  taxied  ”  round  to  the  main  sheds. 

The  Instone  people  are  now  enlarging  their  main  offices, 
in  addition  to  building  the  new  parcels'  office.  There  are 
reports  of  big  summer  developments  in  connection  with  this 
air-line.  They  intend,  as  has  been  reported,  to  run  goods’ 
machines,  and  these  are  being  built  specially  for  this  one 
purpose  of  transporting  urgent  merchandise.  Such  a  step  is 
obviously  in  the  right  direction.  Hitherto  only  “  general- 
purpose  ”  machines,  their  main  equipment  being  for  pas¬ 
sengers,  have  been  seen  on  the  ‘‘  airways.” 

1  understand  that  Instones’  are  now  engaging  new  pilots 
in  view  of  their  summer  campaign.  There  looks  already  like 
being  keen  competition  this  year  for  the  service  of  pilots 
who  are  familiar  with  the  London-Paris  air  route. 

The  Instone  air-line  uniforms  have  now  received  an  addition 
in  the  shape  of  gold  braid  on  the  sleeves  of  the  tunic,  and  on 
the  shoulders  ol  the  greatcoat.  These  are  markings  to  indi¬ 
cate  the  duties  of  the  wearers,  and  to  distinguish  commodore 
and  pilots  from  the  purely  ground  staff. 

A  New  and  Improved  Marconi- ’plane 
The  Marconi  Company’s  new  ”  Avro  ”  was  taken  over  on 
behalf  of  that  company  by  Mr.  Shaw  during  the  week.  The 
Surrey  Flying  Services,  who  have  erected  the  machine,  and 
converted  it,  appear  to  have  put  some  good  work  into  the 
job,  and,  as  it  has  been  done  on  the  aerodrome,  Mr  Shaw 
has  been  able  to  watch  progress  and  have  small  modifications 
incorporated  to  suit  his  own  convenience. 

Instead  of  being  fitted  with  a  trailing  aerial,  the  machine 
lias  a  fixed  aerial  strung  round  it  from  wings  to  tail ;  while, 
in  addition,  all  the  plugs  and  leads  from  the  magneto  are 
covered  by  copper  shields  so  as  to  minimise  that  interference 
from  the  ignition  system  which  sometimes  has  a  marked 
effect  on  wireless  telephones  in  aeroplanes. 

<5>  <S> 

THE  COST  OF  RUNNING 


The  Surrey  Flying  Services  have  nearly  completed  a  second 
Avro  which  is,  1  understand,  being  built  for  a  private  owner 
whoa®  name,  when  it  is  divulged,  will  be  well  known. 

Weather  has  again  dislocated  the  "  airway  ”  service.  The 
standard  of  flying  from  the  point  of  getting  through  when 
conditions  are  bad  has  deteiioratcd  to  a  marked  extent,  and 
pilots  are  the  first  to  admit  it.  It  is  probable  that  this  state 
of  affairs  is  due  to  a  large  extent  to  a  desire  to  husband 
machines  when  there  arc  not  loads  for  them  :  whereas  in  the 
earlier,  demonstration  phase  the  object  was  not  so  much  to 
get  full  paying  loads  as  to  prove  that  an  aeroplane  service 
could  be  run  in  all  but  the  very  worst  of  weather. 

Mr.  Macintosh,  who  was  injured  in  the  foot  when  his 
0-400  crashed  the  other  day  in  a  fog  near  Le  Bourgct,  was 
down  at  the  aerodrome  during  the  week.  He  manages  to 
hobble  about  fairly  well  on  crutches,  and  tells  me  that  an 
”  X  ”-ray  examination  showed  no  bones  to  be  broken.  The 
muscles  and  tendons  of  his  leg  were,  however,  badlv  wrenched, 
and  it  will  be  some  time  before  he  is  able  to  fly  again. 

The  peculiar  feature  of  the  accident  in  which  Mr  Macintosh 
was  hurt  was  that,  though  the  Handley  Page  stopped  dead 
on  landing,  and  lurched  forward  on  its  nose,  the  actual  injury 
was  caused  by  great  lumps  of  frozen  earth  being  forced  up 
through  the  floor,  the  nose  of  the  machine  itself  being  practi¬ 
cally  uninjured. 

An  Interesting  Rolls-Royce  Rumour 

There  arc  reports  on  the  aerodrome  that  Rolls-Royce  have 
produced  a  very  successful  modification  of  the  Eagle  "  H,”- 
and  that  it  is  to  be  known  as  the  Eagle  "  o  ' '  hi  this  modified 
engine  the  epicyclic  gear  has,  it  is  said,  been  replaced  by  a 
simpler  arrangement  ;  and,  if  rumour  is  to  be  credited,  tests 
have  produced  already  some  very  satisfactory  results. 

There  was  news  from  Mr.  Alan  |.  Cobbam,  the  ”  air-taxi 
man,”  during  the  week.  He  is  at  present,  it  may  be  remem¬ 
bered,  on  a  10,000  miles'  tour  of  Europe  and  Northern  Africa, 
and  it  is  now  learned  that  he  has  flown  with  his  passenger 
across  the  Atlas  Mountains  in  Morocco.  This  is  the  first 
time  a  British  ”  taxy  plane  ”  has  made,  a  tout  of  Morocco, 
and  it  is  understood  that  the  French  authorities  in  that 
country  have  been  much  impressed  by  the  capabilities  of 
the  D.H.  9c  and  its  pilot. 

Captain  Leverton  is  back  from  a  tour  of  continental  air- 
stations,  having  visited  Amsterdam,  Rotterdam.  Brussels, 
and  I.e  Bourgct.  He  maintains  that  Croydon  is  the  best 
of  the  lot,  and  that  wc  have  little  to  learn  from  those  on  the 
other  side  of  the  Channel  in  the  matter  of  organising  an  air 
station.  The  boot,  in  fact,  seems  to  be  on  the  other  leg 

❖  <S> 

A  FLYING  BOAT  SERVICE 


In  the  course,  of  an  address  before  the  Metropolitan 
Section,  Society  of  Automotive  Engineers,  New  York,  recently, 
C.  F.  Redden — President,  Aeromarine  Airways,  Inc. — gave 
some  interesting  figures  relating  to  the  operating  costs  based 
on  the  actual  operation  of  several  converted  Navy  flying- 
boats  equipped  with  both  single  and  twin  engines.  These 
figures,  which  we  give  herewith,  include  everything  but 
administrative  overhead  and  advertising,  and  show  the  actual 
operating  costs  and  the  possible  profits,  operating  to  a 
capacity  of  four  hours  per  day. 

Cost  of  Operating  an  II.S.2  L.  Six-Passenger  Aeromarine 
Navy  Flying  Boat  with  Liberty  Motor. 

Forty-five  weeks  per  year,  four  flying  hours  per  day,  five 
days  per  week.  Valuation,  $7,500  ;  life  of  motor,  800  hours  ; 
life  of  boat,  3  years  ;  insurance,  32  per  cent.  ;  interest, 
7  per  cent.  ;  petrol  consumption  for  Liberty  motor,  cruising 
speed,  27  galls,  per  hour  (at  25  cents  per  gall.)  •,  oil  con¬ 
sumption,  cruising  speed,  ii  gall,  per  hour  (at  80  cents 
per  gall.)  ;  pilot,  $50  per  week  ;  mechanic,  $35  per  week. 
Cost  per  flying  hour,  including  pilot,  mechanic,  fuel,  main¬ 
tenance,  depreciation,  insurance  and  interest,  $29.98. 


Income — 

Figuring  five  passengers  per  load  at 
$10  per  passenger 
Four  flights  of  10  minutes  each  . . 
Four  hours  per  day. . 

Five  days  per  week — 20  flying  hours 


$ 

50*00 

200*00  per  hour 
800  •  00  ,,  day 
4,000*00  ,,  week 


Total  Income — 

Figuring  five  passengers  per  load  . .  4,000*  00  ,,  „ 

Total  cost  ..  . ,  ..  ..  599 ‘72 

This  allows  liberally  for  administrative  expense,  adver¬ 
tising  and  dividends — $3,400*28. 

Cost  of  Operating  an  F. 5  L.  11-Passenger  Aeromarine  Navy 
Flying  Cruiser  'with  Twin  Liberty  Motors. 

Forty-five  weeks  per  year,  four  flying  hours  per  day. 


five,  days  per  week.  Valuation,  $30,000  ;  lift  of  motors, 
800  hours  each  ;  life  of  boat,  3  years  ;  insurance,  32  per  cent.  ; 
interest,  7  per  cent.  ;  petrol  consumption  for  Liberty  motor, 
cruising  speed,  27  galls,  per  hour  (at  25  cents  per  gall.)  ;  oil 
consumption,  cruising  speed,  rj  gall,  per  hour  (at  80  cents 
per  gall.)  ;  pilot,  $75  per  week  ;  mechanic,  $45  ;  bowman. 
$30.  Cost  per  flying  hour,  including  pilot,  mechanic  and 
bowman,  fuel,  maintenance,  depreciation,  insurance  and 
interest,  $71*  12. 

Income  (based  on  prevailing  charges — either  $40  per  flying, 
hour  or  $10  per  10-nuuute  sightseeing  flight)  — 


Figuring  nine  passengers  per  load 
at  $10  pci*  passenger  for  10-minute 
flights  , ,  . .  . .  ,  . 

Four  flights  of  10  minutes  each  . . 

Four  hours  per  day. . 

Five  days  per  week-  20  flying  hours 

Figuring  five  passengers  per  load  at 
§io  per  passenger  for  10-minute 
flight 

Four  flights  of  10  minutes  each  .. 

Four  hours  per  day. .  , . 

Five  days  per  week — 20  flying  hours 

Total  Income • — 

Figuring  nine  passengers  per  load. . 

Total  cost 


$ 

90  *  00 

3ho*oo  per  hour 
1,440*00  ,,  day 
7,200-00  ,,  week. 


50-00 

200*00  per  hour 
800 • 00  , ,  day 
4,000-00  ,,  week 

7,200-00 
1 ,420-00 


Balance  **  *5  -779-42 

Figuring  five  passengers  per  load  ;  4,000*00 

Total  cost  ..  .,  ..  ,,  1,420-00 


Balance  ..  ..  .,  $2,579*42 

These  balances  allow  liberally  for  administrative  expense,, 
advertising  and  dividends. 
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AIR.  FORCE 


lain  dun  Gazette,  January  17,  1922 

.4 ir-Coumi* «!<.*!'*:  O.  Swann,  ('.IF,  C.R.ii  is  nppt.  DlcoUir  <»l  ficrsomie]. 
Air  Ministry;  Jan  5 

tientrUl  thitu:  lira nch 

'Ayiiift  O/l  r.  G.  VI.  llrycr,  A.F.C.,  is  granted  a  |>rnn  com  inn.  in  rank  stated, 
retaining  hi;  present  M'ny.  ;  Oi  l.  24,  toti?.  {Gazette  Orl .  24,  1919,  apply. 
Iiim  to  a  slioif  -.tv Ice  I’Onuun.  is  canc-cllea.) 

the  following  arc  granted  short  servile  1  onnnn;.  in  ranks  stated,  with 
elTer.l  lroiil,  ami  with  sfn\  ol,  the  dates  indicated  • 
twuAg  Gifts.  J.  F  U.  Hyson  .  Jap.  7  It.  I’  Jones  ;  Jan.  4.  L.  de  C 
S  levelling,  h.S.(  .  ,  fan.  <>. 

Pilot  Olli  on  Probuiim,  L.  \  I.,  Grinin  ;  Jan,  ?. 

sqdrn.  Lrlr.  G  VV.  scar  ft,  in  placed  on  mid.  list  and  is  permitled 

tu  retain  rank  of  Mai  IRK  ji.  r<j>r. 

iVufsujtg  Servin' 

I  lie  /oltnvring  ladies  are  confirmed  in  their  appts.  a-  .staff  V arses,  with 
eitV-t  front  dates  indicated  Miss  D.  II  Kiel.-  ;  Jin.  27,  ig.’i  Miss  L.  E. 
I  avlof  ;  Jane  15,  iosi  Miss  A.  M.  Cjjkyrove  ;  Jane  45,  te».!t.  Mrs.  I..  1. 

0  0 


Mackenzie,  July  j  .in.  i  I  lit'  fellow  11  ij;  Sturt  Nlt>r-.  in  he  Sisters  (Jaii.  r)  : 

M.  li.  C'linuinyham,  M.  I-:  sears. 

Memoranda 

Lieut,  E.  Mattey  relinquishes  his  temp,  oointi) ij  an  ceasing  to  lie  empld.. 
and  is  permitted  to  retain  his  rank  ,  Jan.  t.  Ml)  K  I  .  Buist,  K.A.K.O., 
late  Highland  L.I.,  Is  granted  rank  ol  Lieut  .  Col.  K.A  I  ..  on  retirement 
Iroin  Army.  Limit,  (actg  Gant .)  t  l  Roberts  is  iro inferred  to  uuempld. 
list,  Feb.  2,  1919.  (Gazette*  |uly  22,  tgtg,  April  27,  taro,  and  May  fi,  tqso. 
arc  cancelled)  (since  relinquished). 

1  •mtlan  Gazette,  January  ?o,  1922 
General  Dalit*  Branch 

Observer  Odt.  11.  Smith,  D.F.C.,  is  removed  from  the  K.A.F,  ;  Jan.  21. 
Sqdn.  Leader  Tr  G.  HetlierJtrgtiai,  t.  B .  1. ,  is  restore  si  to  fall  pay  from  half-pay  ; 
Jan.  fi. 

.1/  enmrur.da 

1  wo  cadet-,  are  granted  bony,  commas,  a-  Sol.  Lieu  Is  ,  with  effect  from 
the  dates  of  then  demobilisation. 

Sec.  Lieut.  J,  Miller  relinquishes  las  temp,  commit,  ott  reastrtit  to  he 
employed,  and  is  permitted  to  retain  his  rank  ;  March  :z,  1919. 

0  0 


Married 


Mr.  JAMES  Kidd,  late  10th  Hussars  and  R.A.F.,  of  Papilla, 
Queensland,  was  married  on  January  10.  in  the  Cathedral. 
Sydney,  K.S.W.,  to  Miss  Mary  Martin,  only  daughter  of 
Mi  anti  Mrs.  W.  F'.  Martin,  of  Collet  on.  Chulmleigh,  Devon. 

Group-Cap*-  C.  L.  N.  Xewall,  C.M.G..  C.B.F..,  A.M., 
RAF.,  was  married  on  January  18,  at  St.  George's,  Prince's 
Row,  to  Mrs.  M,  M.  D.  Weddell,  Flight  Lieut,  R.  Atlden- 
hrooke- Front .  O.B.E.,  M.C..  Royal  Air  Fircr,  was  bert  man. 

To  be  Married 

An  engagement  is  announced  lie  tween  Lord  C  a  reeky. 
who  is  at  present  in  British  East  Africa,  and  .Miss  Anderson, 
0/  The  Lodge,  Riverdale,  Nairobi.  Lord  Carberv,  who  was 
bom  in  1892,  succeeded  to  the  title  in  lSqS,  and  served  in 
the  K  X.A.S.  during  the  War.  Lord  Carbery  \s  seat  is  at 
Castle  Freke,  Glonakiity,  Co.  Cork,  but  he  has  lived  a  great 
deal  in  Part- 

A  marriage  has  been  arranged  between  Mr.  R.  I..  Barbour, 
D*FC.,  K.A.F  ,  eldest  son  of  Mr.  and  Mrs,  R.  I..  Bar  bout,. 
Cape  Town  South  Africa,  and  Edinburgh,  and  Anna,  the 
only  daughter  of  Ueut, -Col  J.  D  MacKay,  D.S.O.,  late  of 
the  Hampshire  JRegt.  and  Sea  forth  Highlanders,  and  Mrs 
MacKay.  of  The  Rowans.  Ashvalc.  Surrey. 

Killed 

Flight-Lieut  Alrert  Groundes  Peace,  A.F.C.,  No.  8 
Sijtln  K.A.F.,  husband  of  Dorothy  Helen  Peace,  of  Salisbury, 
"'as  killed  in  a  collision  during  formation  flying  on  January  13 
at  lUnaidi,  Mesopotamia. 

0  0 

The  Airship  Officers  Club 

I  ue  next  Dinner  of  tbe  A.O  C,  will  be  held  on  Wednesday, 
February  8.  This  date  has  been  selected  to  suit  officers 
interested  in  the  Air  Conference.  Rear-Admiral  Murray 
Sucter,  M.P.,  has  consented  to  preside.  It  is  hoped  that 
as  many  officers  as  possible  will  be  able  to  attend. 

The  airship  situation  is  now  most  interesting,  and  it  is 
hoped  that  the  Imperial  .Airship  Service  will  be  started  in  the 
course  of  the  present  year,  and  that  the  Airship  Officers  Club 
will  then  be  able  to  enroil  new  members  both  at  home  and 
abroad  to  fill  the  places  of  those  who  have  dropped  out. 

The  Annual  General  Meeting  will  take  place  before  the 
dinner. 

Further  particulars  as  to  time  and  place  wall  be  published 
in  Flight  and  Morning  Post  on  February  1.  The  cost  of 
tbe  dinner  (exclusive  of  wine)  and  subscription  will  he  /i. 
Extra  tickets  12 j.  6 d. 

Applications  and  communications  should  be  addressed 
to  Major  G.  F  Herron  (Hon.  Sec.),  at  the  Junior  Naval 
and  Military  Club,  Piccadilly,  W, 

F.x-R.N.A.S.  Officers  in  Canada 

I  hk  third  reunion  of  ex  R.N.A.S  officers  in  Canada  was 
belt)  at  the  Kitz-Carlton  Hotel,  Montreal,  On  December  to, 
ami  look  the  form  of  a  banquet. 


Ca.pt.  F.  T.  Williams,  M.C.,  R.A.F.,  died  in  the  Connaught 
Military  Hospital,  Faroborough,  on  January  18  from  injuries 
received  on  January  10  from  a  crash  at  Karnborough.  .At  the 
time  Capt.  Williams  was  flying  a  small  BAT.  ’plane  When 
over  some  huts  adjoining  the  Connaught  Hospital  the  engine 
appeared  to  stop,  and  the  'plane  fell  almost  perpendicularly, 
crashing  with  the  pilot  through  the  roof  of  a  hut.  Capt. 
Williams  was  one  of  the  best-known  sportsmen  in  the  garrison, 
and  played  cricket  for  Aldershot  Command  and  for  the  Army. 

Item 

It  is  with  regret  that  we  hav  e  to  record  the  death  under 
somewhat  tragic  and  pathetic  circumstances,  of  an  old 
Mendonian  friend  in  Michael  Geoffrey  Smiles,  who  was  killed 
cm  Wednesday,  the  18th  ittsL,  by  a  fill!  from  a  window  of  his 
house  at  Kdgware,  Mr.  Smiles,  it  appears,  was  suffering 
from  a  serious  nervous  breakdown,  brought  about  by  the 
failure  of  his  business — which  was,  we  believe,  connected  with 
a  chocolate  factory — and  was,  it  seems,  so  greatly  depressed 
in  consequence  that  he  jumped  from  his  window  in  the 
absence  of  the  nurse  attending  him. 

Smiles  was  an  exceptionally  skilful  and  daring  pilot,  and 
during  the  War,  as  chief  pilot  to  the  London  and  Provincial 
Flying  School,  was  responsible  for  turning  out  very  many 
tirst  class  pilots.  .-As  an  instructor  he  was  one  of  the  best, 
for  he  had  that  rare  gift  of  being  able  not  only  to  impart 
his  knowledge  to  Ilia  pupil  to  the  best  advantage,  hut  of 
understanding  the  individuality  of  each  pupil  and  winning 
liis  absolute  confidence  In  x<jt6  he  put  up  a  looping  record 
-wath  the  representative  of  Flight  as  passenger  of  22 
consecutive  loops,  on  the  L.  and  P.  tractor  biplane.  To  his 
widow,  the  daughter  of  his  former  partner,  W.  T.  Warren, 
we  offer  our  s  interest  sympathies  in  her  bereavement. 

0  0 

Wind-Comdr.  l.eckie,  D.S.O.,  D.S.C.,  D.F.C.,  Canadian 
Air  Force,  presided,  the  following  officers  being  present  : 

Wing-Canid  rs.  J.  [  Gordon.  Robert  l.eckie,  Ronald 
Redpath. 

Sqdn.-Ldrs.  Basil  Hobbs,  C.  MacLaurin.  A.  B  Shearer, 
W.  C.  Power,  L,  S.  Breadner,  )  A.  Glenn. 

Flight- Lieu ts.  Geo.  R.  Hodgson,  Fred  Fraser,  W.  R.  Kenny, 
Hugh  Peck,  York  "Wilks,  Gordon  Harrow  er,  Frank  S.  McGill, 
A.  T.  Whealv.  Philip  Fisher,  E.  C.  Stoneman,  “  Gus  "Edwards, 
.Vlarcil  Dubuc,  "  Curley  "  Boswell,  Barkley  Drummond. 
Bainbridge  Flail,  Moatyn  Lewis,  W  A.  Curtis,  R  Keirstead, 
Allan  Wilson,  A  Partridge,  Ross  Johnson,  '  Bunny  ”  Lmery, 
Norman  .Scott,  J.  G  P.  Cleland. 

These  first  gatherings  have  proved  such  a  success  that  it 
has  been  decided  that  the  re  union  should  be  held  annually 
at  a  definite  time,  and  place  jo  be  fixed  hereafter  (the  next, 
probably  in  the  autumn  or  early  winter  of  1922,  Somewhere 
in  Eastern  Canada,  possibly  Montreal),  and  Flight-Lieut- 
H.  Edwards,  who  .sends  us  particulars  of  this  gathering, 
would  be  glad  to  receive  the  names  and  addresses  of  any 
ex-R.N.A.S.  officers  who  would  care  to  be  present  should 
they  find  themselves  in  Canada  about  that  time 
Announcements  will  be  sent  in  good  time,  and  those 
interested  should  address  Flight- Lieut,  Edwards  at  The  Air 
Board  (H.Q.  Canadian  Air  Force),  Ottawa,  Canada. 
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CORRESPONDENCE 


[The  Editor  does  not  hold  himself  responsible  for  opinions 
expressed  by  correspondents.  The  names  and  addresses  oj 
the  writers,  not  necessarily  for  publication ,  must  in  all  cases 

accompany  letters  intended  for  insertion  in  these  columns  '] 

THE  **R38”  REPORT 

[2051]  The  report  of  the  Admit  ally  Committee trf  Enquiry 
on  the  history  of  the  design  of  the  “  K.3H  calls  for  Comment 
in  certain  respects 

While  it  is  true  as  stated  by  the  Admiralty  that  all  the 
experts  who  could  have  usefully  served  on  any  Special  Com¬ 
mittee  called  in  to  advise  on  the  structural  design  of  "  R.38  " 
were  already  serving  in  either  the  department  of  Airship 
Production,  or  iu  that  of  the  Superintendent  of  Airships,  it 
should  be  pointed  out  that  the  oilmens  serving  in  the  latter 
department,  were  debat  t  ed  by  instructions  laid  down  in 
Admiralty  Memoranda  from  expressing  opinion  on  any 
matters  except  those  regarding  the  equipment,  i.e.  fittings, 
of  the  airship  as  they  affected  her  fighting  and  flying 
efficiency. 

They  were  not,  in  fact,  in  a  position  to  express  an  opinion 
on  her  structural  strength,  as  they  had  no  access  to  any  of 
the  figures,  or  technical  data,  necessary  for  doing  .so  The 
fact  that  one  of  the  officers  who  was  in  1918  serving  in  the 
Superintendent  of  Airships  Department  expressed  grave 
doubts  as  to  "  R.38S  ”  strength  up  to  embarking  in  her 
on  her  last  flight,  from  mere  observation  erf  her  behaviour 
in  previous  flights,  shows  that  the  formation  of  such  a  coni 
mittee  might  have  been  of  value.  The  statement  that  the 
sliip  contained  no  novel  principles  in  design  can  hardly 
be  considered  quite  correct,  in  view  of  the  fact  that  a  quadri¬ 
lateral  keel  was  substituted  lor  the  previously  universal 
triangular  one,  that  the  ‘'.start up  ”  wires  were  omitted  in 
spite  of  the  employment  of  15  metre  spaces  between  the 
frames,  and  that  an  entirely  new  method  of  transmitting 
the  lift,  of  the  gas  to  the  framework  was  embodied. 

Furthermore,  although  it  is  true,  as  stated  by  the 
Admiralty,  that  the  modifications  made  to  her  fins  and 
rudders  would  not  affect  the  strength  of  the  hull,  they  did 
however  have  an  indirect  effect  by  increasing  the  forces  on  the 
hull  when  turning.  In  man}?  quarters  it  has  been  stated 
that  the  disaster  was  partly  due  to  the  fact  that  “  K.38" 
was  designed  to  go  to  great  heights  (ji.ooo  ft.).  Thi-  is 
doubtful,  considering  the  fad  that,  the  German  "L.71,' 
although  of  smaller  volume  than  "  R.3S,"  was  designed  to  go 
higher,  and  bad  actually  done.  so. 

“  Enskik. 

m  m  *  m 


A  SHORT  COURSE  IN  ELEMENTARY 
METEOROLOGY.  * 

An  extremely  instructive,  and  we  should  imagine  very  useful, 
work  by  W.  II.  Pick,  Lj.Sc.,  under  the  above  title  has  just 
been  issued  bv  the  Air  Ministry  (Meteorological  Office).  As 
pointed  out  in  the  preface  by  G.  C.  Simpson  (Director, 
Meteorological  Office),  this  hook  is  remarkable  in  that  it  i> 
the  first  elementary  textbook  on  meteorology  to  be  written 
by  a  British  teacher  of  this  subjec  t.  This  no  doubt  explains 
the  remarkable  lucidity  with  which  the  author  has  treated 
his  subject,  fee  only  one  possessing  thai  rare  gift,  tlie  power 
of  imparting  his  knowledge  to  others,  could  have  presented 
the  alpha  and  omega  of  such  a  technical  mailer  us  meteorology 
so  efficiently  within  1 1 S  pages. 

With  most  of  the  "  elemental*}  ”  textbooks  on  meteorology 
we  have  seen,  it  must  be  admitted  that  before  we  were  half¬ 
way  through  them  we  cither  started  ”  skipping  ”  or  quitted 
altogether  with  the  excuse  that  life  is  not  long  enough  to 
tackle  such  an  intricate  subject.  With  this  book,  however, 
we  were  able  to  read  from  covet  to  cover,  and,  what  is  more, 
understand  what  we  read,  and  obtained  an  appreciable  amount 
of  knowledge  of  this  most  fascinating  science. 

The  book  is  divided  uU'O  three  purls  :  Part  1,  General 
Meteorology,  dealing  with  winds,  trade  winds,  monsoons 
etc.,  temperature,  water-vapour  in  the  atmosphere,  fog  and 
mist  (a  very  interesting  chapter),  clouds  and  weather.  Part 
II,  Synoptic.  Meteorology  :  dealing  with  pressure  *und  it' 
measurement,  t be  making  of  synoptic  charts  and  some  lessons 
derived  from  them,  types  of  pressure  distribution,  special 
phenomena,  forecasting  and  weather-lore.  Part  111,  The 
Upper  Air:  the  variation  of  wind  with  altitude,  the  tropn 
sphere  and  stratosphere,  pressure,  density  and  humidity  in 
the  upper  air.  etc.  etc. 

*  Published  bj  II. M.  Stationery  0/j,. ,  )ni|x-ria]  House,  k*R£-«a<.' . 
London.  Price  7/6  net, 


The  London  Aero- Models  Association 

Thi:  report  nf  the  annual  general  meeting  will  be  pub 
lished  next  week.  A  valuable  Unp  has  been  jue-ented  by 
Mr.  E.  Kell}'  to  the  Association,  to  be  competed  for  by 
compressed  air  driven  machines  Mr.  b  J.  Tamm  e-  giving 
a  lecture  on  January  2 (i  at  7. .50  p  in.,  taking  tor  In-  subject 
Model  Aeronautical  Research.'’ 

February  2,  General  Purposes  Committee  Meeting  will  be 
held  Meetings  held  every  Tbursdai  at  7. to  p.m.  at  no, 
Great  Windmill  Street.  Piccadilly,  W.  r.  Hon.  See,,  Mr 
\.  It.  Jones.  ,|-8\  Xan  is-ms  Road  \Vc.s*.  Hampstead,  London, 
VW  b 

»  m  m  * 


PUBLICATIONS  RECEIVED 

Willing's  Press  Guide.  1922.  James  Willing,  Ltd  .  30, 
King  Street,  Covent  Garden,  London,  W  C .  j  Price  is.  «W. 
net . 

"Germ  Process”  Alotoils.  Henry  Wells  Oil  Co,,  it, 
Jlaymarkci,  S.W.  j. 

Scientific  Papers  of  the  U.S.  Bureau  of  Standard:  •  -Vo.  .p:j 
Operation  oj  thi  .Modulator  Tube  in  Radio  Telephone  Set'  By 
K.  S.  Purington.  Washington.  U.S,  Government  Printing 
Office  Price,  10  cents. 

First  Aid  X  Bay  of  the  Arteries.  By  H.  C.  Orrin.  London  : 
Bail  lie  re,  Tindall  and  Cox,  8,  Henrietta  Street  W.C  2. 
Price  is.  t>d,  net. 

Technical  Note  No.  79.  Effect  of  1  e.rofod  A  f  ieri  Patio 
on  the  Slope  of  Ike  Lift  Cm  * .  By  Waiter  S.  Diehl.  National 
Advisory  Committee  for  Aeronautics,  Navy  Building. 
Washington.  D.C..  U.S. A. 


&  m  ..  ft  m 


aeronautical  patent  specifications 


ryl.  *-  cylinder'  J.C.  **  internal  couilmstiou  -  m.  -  inoiur- 
The  number;  In  brackets  arc  those  under  which  the-  Sped Uc.« ivns  will 
be  printed  ant)  abridged,  «'tc. 
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MHAirti.  Flying  tnachluw.  (172,74*^.1 
T,  SvAii  and  C.  TURgeots  CanmWlor  cord  col  inr  alru*j  it  engines. 

30.030.  IL  A.  Dvncax.  Moral  struts.  (173,826.) 


APPLIED  FOR  IN  1921 

Published  January  12,  ton 
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If  you  require  anything  pertaining  lo  aviation,  study 
“  Flight’s  "  Buyer* *  Guide  and  Trade  Directory, 
which  appears  in  our  advertisement  pages  each 
week  (see  pages  iii  and  rcii). 


NOTICE  TO  ADVERTISERS 
All  Advertisement  Copy  and  Blocks  must  be 
delivered  at  the  Offices  of  “Flight/'  36,  Great 
Queen  Street,  Kingsway,  W.C.  2,  not  later  than 
12  o’clock  on  Saturday  in  each  week  (ur  the  following 
week's  issue. 


F  L  I  ( j  M  T 

The  Aircraft  Engineer  and  Airships 
3b,  GREAT  QUEEN  STREET,  KINGS  WAY,  W.C.  2. 

Telegraphic  address  :  Truditur,  Westcon t,  London. 

Telephone:  Gerrard  1828. 

SUBSCRIPTION  RATES 

"  Flight  "  will  be  forwarded,  post  free ,  at  the  following  talc-  — 
United  Kingdom  Abroad* 

-s.  d.  s.  d. 

3  Months,  Post  Free,,,  77  3  Months,  Post  Free...  8  3 

6  11  ,»  ...15  2  b  «,  u  —  id  6 

12  »•  »*  •••JO  4  i-  *i  •••JJ  D 

Those  rates  arc  subject  to  any  alteration  found  necessary 
under  abnormal  conditions  and  to  increases  in  postage  rates 

*  Eumpraii  subset rou.tr  be  temiiml  in  tirilizk  cutrenry 

Cheques  and  Post  Office  Orders  should  be  made  payable  10  the 
Proprietors  of  *'  Flight,"  3b.  Great  Queen  Street,  King?. wav 
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EDITORIAL  COMMEHT 

(N  our  notes  on  the  engines  at  the  Paris 
Aero  Show  will  lie  found  a  description 
of  a  new  type  of  engine,  new  at  least 
as  far  as  aircraft  is  concerned,  operating 
on  the  Diesel  principle.  In  view  of 
the  attention  given  nowadays  to  the 
possibilities  of  using  engines  of  this 
type  for  aircraft,  more  than  ordinary 
interest  attaches  to  this  engine — the  Garuffa-Gargiulo. 
even  it,  as  the  writer  points  out,  the  design  is  still  to 
be  considered  an  experimental  one.  The 
figures  given  of  weight/horse  power  ratio 
are  so  low  (about  1  f  lbs.  per  horse  power) 
that  one  inclines  to  be  doubtful  as 
to  the  margin  of  strength  for  an  engine 
using  such  high  compression.  However,  even  if  it  be 
found  necessary'  to  add  another  pound  per  horse 
power  to  the  weight  in  order  to  make  the  engine 
reliable,  the  type  should  not  be  too  heavy  for  use  on 
aeroplanes,  especially  in  view  of  the  very  good  fuel 
economy  winch  is  usually  associated  with  engines 
operating  on  the  Diesel  principle.  Experiments  are 
also  being  made  in  this  country  on  the  tj'pe,  while  in 
Germany,  the  land  of  origin  of  the  Diesel  cycle, 
designs  have  been  got  out  and,  we  believe,  experi¬ 
mental  engines  built  by  Professor  Junkers.  There 
can,  therefore,  be  no  doubt  that  the  question  is  being 
very  seriously  considered,  and  it  will  be  interesting  to 
see  which  country  will  be  the  first  to  get  an  engine 
of  this  type  into  the  air.  Needless  to  say,  the 
requirements  are  very  different  from  those  obtaining 
in  ground  installations,  and  the  chief  problem  so  far 
has  been  that  of  weight.  In  the  Garuffa  engine,  as 
\ye  have  already  said,  the  weight  is,  if  anything, 
lighter  than  that  of  the  petrol  engine,  but  this  is  an 
ideal  which  may  not  be’ attained  in  practice  for  a 
considerable  time.  Nevertheless,  the  type  has  un¬ 
doubtedly  possibilities,  and  success  may  very  well  be 
considerably  nearer  at  hand  than  most  people  imagine. 

It  might  be  asked,  what  are  the  advantages 
expected  from  this  type  of  engine.  In  the  first  place, 
the  type  need  have  no  valves,  in  the  ordinary  sense  of 
the  word,  and  no  electric  ignition,  relying  on  the 
compression  temperature  for  the  ignition  of  the  fuel, 
which  is  not  injected  until  the  piston  has  almost 
reached  the  top  of  its  stroke.  The  fuel  used  is  heavier 
and  less  inflammable  than  petrol,  which  should  add 
to  the  security  from  danger  of  fire.  Also  the  heavy 
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oil  used  is  considerably  cheaper  than  petrol.  The 
fuel  consumption  per  horse  power  developed  is  low, 
so  that  for  flights  of  long  duration  the  engine  can  be 
somewhat  heavier  than  the  petrol  engine  and  still 
leave  as  great  a  margin  for  useful  load.  Another 
advantage  is  that,  as  the  air  is  forced  to  the  cylinders 
under  pressure,  the  blowers  can  be  so  arranged  as  to 
have,  as  in  the  Garuffa,  a  two-speed  gear,  which 
allows  of  developing  maximum  power  for  getting  off 
the  ground,  and  for  flying  at  great  altitudes. 

Against  these  advantages  must  be  placed  several 
drawbacks.  For  instance,  there  is  the  question  of 
weight.  This,  however,  it  appears  is  not  so  serious 
as  generally  thought,  and  may  possibly  be  overcome 
to  a  great  extent.  Then  there  is  the  problem  of  fuel 
pumps.  We  have  heard  from  the  Director  of 
Research  recently  that  petrol  pumps  as  used  for 
transferring  petrol  from  one  tank  to  another  are  still 
liable  to  give  trouble,  and  possibly  the  fuel  feed 
pumps  of  a  Diesel  type  of  engine  would  be  subject  to 
the  same  difficulties.  Finally,  in  addition  to  the 
question  of  adequate  cooling,  the  needle  valves  which 
admit  the  fuel,  under  a  pressure  which  must  neces¬ 
sarily  be  greater  than  the  compression  pressure  in  the 
cylinder,  may  prove  a  source  of  trouble  as  regards 
the  proper  amount  of  fuel  admitted  to  each  cylinder. 
If  the  fuel  is  unevenly  admitted,  the  smoothness  of 
running  will  be  affected.  However,  the  difficulties 
do  not  appear  insuperable,  and  it  is  gratifying  to 
know  that  the  problems  are  being  attacked  vigorously. 


The  Really 
Large 
Machine 
of  the 
Future 


If  we  look  back  through  the  history  of 
the  development  of  the  ship,  we  find 
that  the  general  tendency,  for  craft 
intended  for  long-distance  work  at  any 
rate,  has  been  towards  a  constant 
increase  in  size.  There  came  a  time 
when  it  was  thought  that  the  limit  had  been  reached, 
but  this  does  not  appear  to  be  the  case,  and  the 
development  goes  on,  although  more  slowly.  It  may 
be  admitted  that,  so  far  as  can  nowr  be  seen,  there  is 
little  more  to  be  gained  in  speed  by  surface  craft,  and 
it  will  be  to  aircraft  that  future  generations  will  look 
for  high  speed  of  travel.  It  may  not,  therefore,  be 
without  interest  to  attempt  to.  form  a  picture  of  the 
manner  in  which  aircraft,  and  especially  heavier-than- 
air  craft,  may  be  expected  to  develop.  Here,  as  in 
the  case  of  the  ship,  it  is  fairly  certain  that  for  long¬ 
distance  work  the  tendency  will  be  towards  greatly 
increased  size. 

If  we  imagine  a  machine  of  about  50  tons  total 
weight  (and  such  a  design  has  already  been  got  out  in 
Germany  by  Professor  Junkers),  with  a  thick,  high- 
lift  wing  section,  and  assume  a  wing  loading  of  10 
lbs/sq.  ft.,  we  arrive  at  a  wing  area  of  about  11,000 
sq.  ft.  This  high-lift  wing  will  have  a  maximum 
thickness  of  about  18  per  cent,  of  the  chord.  If, 
now,  we  assume  a  maximum  chord  of  about  40  ft.  in 
the  centre,  we  arrive  nt  a  wing  depth  of  about  7  ft. 
This  means  that  there  will  be  sufficient  depth  to  place 
the  engines,  passenger  cabins,  tanks,  etc.,  inside  the 
wings,  and  it  would  therefore  appear  that  it  might  be 
possible  to  suppress  the  f  uselage  altogether,  or  at  any 
rate  to  reduce  it  to  a  couple  of  enclosed  girders  carry¬ 
ing  the  tail.  If  we  imagine  a  folding  undercarriage 
which  disappears  into  the  wings  during  flight,  we 
arrive  at  the  conclusion  that  the  L/D  of  the  whole 
machine  might  be  as  high  as  15  or  so.  As  that  of 
the  average  machine  of  today  is  only  about  7  or  8, 
the  gain  in  efficiency  would  be  very  great  indeed, 
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reducing  the  power  required  by  between  one-half  and 
one-third.  The  effect  of  this  on  the  cost  of  air  trans¬ 
port  would  be  considerable,  and  the  whole  subject  of 
the  “  giant  "  is  one  of  extreme  fascination.  Its  day 
is  not  yet,  but  it  is  coming. 

It  might  have  been  thought  that,  with 
Afo^r ^the'  ^ie  relatively  few  machines  now  being 
S  B  A  c.  built,  there  would  be  no  difficulty  about 

procuring  timber  of  the  very  highest 
quality.  Yet  this  does  not,  from  what  we  gather, 
appear  to  be  the  case.  Wherever  we  go  we  are  met 
with  a  general  complaint  regarding  the  practical 
impossibility  of  procuring  good  silver  spruce.  Even 
with  the  most  careful  selection  of  the  planks  there  is 
a  tremendous  waste — on  an  average  50  or  bo.per  cent., 
and  sometimes  more.  This  means  that  not  only  is 
there  the  difficulty  of  making  spars  which  are  up  to 
the  standard  required,  but  the  expense  is  quite  dispro¬ 
portionate.  One  is  at  a  loss  to  account  for  this  state 
of  affairs.  The  slopes  of  the  Pacific  coast  are  surely 
not  stripped  of  all  the  good  silver  spruce  trees  ? 
That  seems  impossible.  The  explanation,  it  is  alleged, 
is  that  the  timber  merchants  have  large  stocks  of 
timber  still  left  over  from  the  War,  and  this  not  of  a 
very  good  quality,  and  refuse  to  import  any  more 
until  present  stocks  are  used  up. 

If  this  explanation  is  the  right  one,  it  points  to  a 
serious  state  of  affairs,  and  it  appears  to  us  to  be 
eminently  a  matter  for  the  Society  of  British  Aircraft 
Constructors  to  take  up.  If  the  timber  merchants 
really  do  take  this  attitude,  there  would  appear  to  be 
nothing  for  it  but  for  the  S.B.A.C.  to  charter  their 
own  vessels  and  to  import  the  timber  direct. 

Following  the  Government  decision  to 
for  Sale  scrap  the  lot,  the  various  airship 

stations  are  gradually  being  entirely 
evacuated,  or  the  personnel  reduced  to  care  and 
maintenance  parties.  Among  the  latest  airship 
stations,  although  described  by  the  Disposal  Board 
as  a  Kite  Balloon  Station,  to  be  advertised  for  sale, 
is  Kingsnorth,  near  Chatham.  This  station  com¬ 
prises  about  600  acres,  and  already  has  a  number  of 
buildings  and  one  large  airship  shed.  In  view  of  it> 
location,  and  with  the  existing  facilities  of  railway 
connection  to  Sharnall  Street  Station  on  the  S.E.  & 
C  R.  and  its  jetty  on  the  Medway,  it  would  appear 
that  Kingsnorth  is  admirably  suited  as  a  terminus 
for  airship  services  when  and  if  such  are  started. 
It  therefore  appears  a  somewhat  doubtful  policy  on 
the  part  of  the  Government  to  offer  this  site  for  sale 
just  now,  as  it  could  quickly  and  with  but  small 
outlay  be  got  ready  for  serving  as  the  London  “  port  ” 
for  airship  services.  The  erection  of  a  mooring  mast 
and  a  few  other  additions  to  the  existing  equipment 
would  be  all  that  was  required,  the  ships,  of  course, 
going  to  a  suitable  base,  such  as  Pulham,  for  repairs 
and  overhaul,  much  as  a  steamer  now  goes  into  dry 
dock.  Kingsnorth  would  appear  to  be  much  more 
suited  for  the  purpose  than  is,  for  instance,  Croydon 
aerodrome,  and  we  would  urge  upon  those  in  authority 
to  consider  the  advisability  of  retaining  Kingsnorth 
for  a  time  at  an}'  rate,  so  that  if,  as  does  not  seem 
improbable,  airships  are  to  be.  given  a  chance,  the 
station  is  available  as  a  small  beginning  during  the 
experimental  stages.  Later,  if  it  be  found  that  the 
services  grow  to  such  an  extent  as  to  require  other 
arraqgements,  the  authorities  would  be  no  worse  off 
through  having  retained  the  station. 
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ENGINES  AT  THE 

Seme  Kovel  Features, 

Jr  there  was  little  to  be  seen  at  the  Paris  Aero  Show  in  the 
matter  of  new  types  of  machines,  there  was  •’still  less  as 
regards  new  types  of  engines.  This  is,  perhaps,  not  to  be 
wondered  at,  as  it  costs  infinitely  more  and  takes  very  much 
longer  to  develop  a  newr  type  of  engine  than  it  does  to  produce 
and  perfect  a  new  aeroplane.  One  had,  however,  hoped 
that  more  progress  would  have  been  made  than  was  the 
case,  and  possibly  the  million  francs  prize  may  be  instru¬ 
mental  in  arousing  engine  designers  to  greater  effort,  Not 
but  what  the  engine  section  was  a  very  representative  one, 
and  vastly  greater  than  we  could  have  mustered  in  this 
country.  But  the  majority  of  the  engines  were  of  types 
that  are  already  well  known  and  have,  for  the  most  part, 
been  in  service  for  years.  A  few  notable  exceptions  there 
were,  and  one  or  two  designers  had  attempted  to  break 
away  from  usual  practice  and  to  strike  out  along  entirely 
new  lines.  Generally,  however,  one  found  the  usual  collection 
of  rotaries,  radials,  verticals,  Vees,  “  Broad  Arrows  ”  and 
X's,  with  here  and  there  a  new’  feature  for  the  engine  in 
question,  although  not  new  in  itself. 

Anzani  was  showing  the  usual  series  of  air-cooled  engines, 
but  one  missed  the  radial  water-cooled  20-cyl.  engine 
exhibited  at  the  1919  Show.  Whether  or  not  this  engine 
has  proved  a  success  we  cannot  say,  but  so  far  as  we  are 
aware  the  engine  has  not  been  used  on  actual  machines. 
As  regards  the  air-cooled  Anzanis,  these  included  all  the 
well-known  types  and  appeared  to  have  undergone  no 
changes,  with  the  exception  that  the  lower-powered  types, 
which  formerly  had  automatic  inlet  valves,  are  now  provided 
with  mechanically-operated  inlets  as  well  as  exhausts.  This 
should  have  a  considerable  effect  on  the  power  output,  as 
well  as  on  the  possibility  of  running  them  throttled  down. 
It  may  be  recalled  that  the  Austin  “  Whippet  ”  was  fitted 
with  a  40  h.p.  Anzani  on  which  the  Austin  firm  had  incor¬ 
porated  the  mechanically-operated  inlet  valves.  It  was,  we 
believe,  found  that  this  resulted  in  considerable  improvement 
in  the  running  of  the  engine. 

In  addition  to  the  various  aeroplanes  exhibited,  Louis 
Breguet  exhibited  the  usual  Breguet-Bugatti  "  Bi-Moteurs,” 
which  are,  as  regards  the  450  CV,  two  vertical  in-line  engines 
placed  side  by  side.  The  900  CV  consists  of  two  of  these 
groups  placed  end  to  end,  driving  a  common  propeller  shaft 


The  Breguet-Bugatti  CV.450  consists  virtually  of  two 
vertical  engines  placed  side  by  side  and  driving  a 
common  propeller. 
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via  a  series  of  automatic  clutches.  With  the  exception  of 
being  fitted  in  Show'  aeroplanes,  we  are  not  aware  that  the 
Breguet-Bugatti  engines  have  been  used  to  any  extent  on 
actual  aeroplanes.  It  is  somewhat  curious  that  two  of  the 
French  constructors  who  also  make  engines  have  up  till 
now  always  fitted  engines  manufactured  by  another  firm. 
Possibly  in  the  future  we  may  see  Farman  aeroplanes  with 
Farman  engines  and  Breguet  machines  with  Breguet-Bugatti 
engines.  It  would  inspire  more  confidence  in  the  engines  in 
question,  unless,  like  Mr.  Ford,  it  is  a  question  of  the  demand 
being  so  great  that  the  proprietary  article  is  not  available, 
and  so  they  have  to  use  *'  the  next  best  thing.” 

Among  discerning  visitors  to  the  Show  the  Bristol 
”  Jupiter  "  caused  a  very  good  impression  owing  to  its 
excellent  power-weight  ratio,  and  because  of  its  recent 
successful  passing  of  the  Air  Ministry  type  test.  To  the 
ordinary  public,  however,  the  engine  probably  looked  much 
like  any  other  radial,  and  unless  one  knows  what  the  A.M. 
type  test  means,  the  fact  of  passing  it  cannot  be  properly 
appreciated.  The  "  Jupiter”  has  already  been  described  in 
our  columns,  and  we  do  not  therefore  propose  to  describe 
it  in  detail  here.  It  is  of  interest  to  mention,  however,  that 
the  engine  is  in  all  probability  being  fitted  to  several  types 
of  commercial  aeroplanes  during  the  coming  spring,  so  that 
it  should  soon  have  an  opportunity  of  proving  itself  under 
actual  working  conditions.  The  standard  swivelling  mount 
with  which  the  “  Jupiter  ”  is  provided  should  be  a  great 
point  in  its  favour,  apart  from  the  excellence  of  the  engine 
itself,  as  it  enables  the  engineers  to  get  at  the  back  of  the 
engine  very  easily  for  inspection  and  adjustment  of  magnetos, 
etc.  Even  with  the  additional  weight  of  the  new  Bristol 
gas  starter,  the  "  Jupiter  ”  is  so  light  per  horse-power  that, 
counting  the  weight  of  the  starter  in  with  that  of  the ’engine 
as  a  complete  unit,  it  compares  favourably  with  other  engines. 
The  absence  of  a  radiator,  with  piping  and  joints,  should  be 
another  point  in  its  favour  for  commercial  work. 

The  Darracq  firm  exhibited  a  very  complete  set  of  Darracq- 
Coatalen  engines,  ranging  in  power  from  a  little  over  100  h.p. 
to  the  800  h.p,  of  the  “  Sikh.”  As,  however,  these  engines 
are  identical  with  Sunbeam-Coatalens,  they  are  already  well 
known  to  Flight  readers,  and  it  becomes  unnecessary  to 
do  more  than  record  their  presence  at  the  Show. 

Although  merely  a  side  show  on  the  huge  Farman  stand, 
and  quite  obscured  in  the  shadows  under  the  wings  of  the 
large  four-engined  “  B.N.4,”  one  might  find,  if  one  looked 
carefully,  two  examples  of  Farman  engines.  It  may  be 
remembered  that  at  the  1919  Show  Farman  exhibited,  for 
the  first  time,  engines  of  his  own  make.  That  he  has  not, 
up  to  the  present,  installed  them  in  his  machines  may  be 
explained  by  the  fact  that  it  necessarily  takes  very  much 
longer  to  develop  an  engine  than  it  does  to  perfect  a  new 
aeroplane  type.  It  was  stated  on  a  large  placard  on  the 
stand,  however,  that  one  of  the  Farman  engines  was  at 
the  time  undergoing  its  tests  at  the  Section  Technique,  and 
presumably  the  engines  are  therefore  now  at  a  stage  of 
development  where  one  may  expect  them  to  be  practical 
propositions. 

The  three  types  of  engines  listed  by  the  Farman  firm  are 
very  similar  in  general  lay-out,  although  differing  in  number 
and  arrangement  of  cylinders.  They  are  rated  as  follows  : 
160-200  h.p.,  380-400  h.p.,  550-600  h.p.  The  smallest  is  a 
Vee  type  with  eight  cylinders.  The  medium-power  engine 
is  a  twelve-cylindered  Vee,  and  the  high -power  one  has 
iS  cylinders  arranged  in  a  "  broad  arrow  ”  or  W  formation. 
Apart  from  these  differences,  and  minor  ones  of  bore  and 
stroke,  the  three  are  of  similar  general  detail  design.  The 
bores  and  strokes  are  no  by  160,  120  by  160  and  120  by  1S0 
respectively. 

The  cylinders,  which  are  of  steel,  are  arranged  in  pairs, 
each  pair  being  enclosed  in  sheet-steel  water  jackets  welded 
on.  The  crankshaft  is  carried  in  large  bearings  in  the 
aluminium  crank-case,  and  the  connecting  rods,  of  special 
steel,  carry  aluminium  pistons  fitted  with  four  piston  rings. 
The  valves  are  placed  in  the  head  of  the  cylinders,  and  are 
actuated  by  push  rods  and  rockers  from  the  camshaft, 
which  is  placed  in  the  angle  between  the  cylinders.  The 
valve  rockers,  valve  stem  and  top  of  push  rods  are  covered  in 
by  flat  square  aluminium  covers,  which  help  to  give  the 
engine  its  neat  appearance. 

The  crankshaft  carries  on  its  forward  end  a  plate  to  which 
can  be  jolted  the  propeller  shaft  for  direct  drive,  or,  if  a 
reduction  gear  is  required,  this  is  also  quickly  attached  to 
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the  plate.  It  is  stated  that  the  change  from  direct  drive 
to  redaction  gear  can  be  very  quickly  effected. 

The  carburettors  are  mounted  on  the  outside,  and  pro¬ 
vision  has  been  made  for  heating  by  the  air  having  passed 
across  the  oil  in  the  sump  and  by  circulating  hot  water 


On  the  Gnome  and  Rhone  Stand  there  was  the  usual 
array  of  types.  That  is  to  say,  the  whole  series  of  Rhones 
was  exhibited,  although  there  was  not,  so  far  as  we  could 
see,  a  single  Gnome.  Perhaps  the  Rhone  which  attracted 
greatest  attention  was  the  little  9-cyl.  60  h.p.  engine.  This 


TWO  OF  THE  FARMAN  ENGINES  :  On  the  left  the  200  h.p.  type,  and  on  the  right  the  400  h.p.  engine. 


around  the  induction  pipes.  An  altitude  adjustment  is 
provided. 

Dual  ignition  is  provided.  This  does  not,  as  usual,  consist 
of  two  magnetos  and  two  plugs  per  cylinder,  but  of  one 
magneto  and  one  distributor  for  accumulator  ignition.  A 
short  transverse  shaft  on  the  front  end  of  the  engine,  driven 
from  the  camshaft,  engages  at  one  end  with  the  magneto 
drive  and  at  the  other  with  the  distributor.  The  two  systems 
are  therefore  entirely  independent,  although  synchronised  by 
the  common  shaft. 

As  already  mentioned,  all  three  types  are  water  cooled, 
and  circulation  of  the  water  is  effected  by  a  centrifugal 
pump,  which  has  an  arrangement  for  varying  the  amount  of 
water  that  is  passed  through  the  radiator.  Pipe  unions  are 
provided  for  the  attachment  of  pipes  for  heating  the  cabin 
should  it  be  desired  to  do  so. 

The  electrical  equipment  is  very  complete,  and  includes  a 
dynamo  mounted  on  the  rear  end  of  the  engine.  This 
dynamo  can  be  used  for  charging  the  accumulators  and  for 
starting  the  engine.  The  accumulators  are  of  sufficient 
capacity  to  furnish  the  current  necessary  for  starting  the 
engine,  for  lighting  up  the  machine,  for  ignition,  and  for 
wireless.  For  use  when-  no  accumulators  are  carried  there 
is  the  “  cartridge  starter,  originated  and,  we  believe, 
patented  by  Farmans.  By  the  use  of  this  it  is  said  to  be  very 


engine  was  also  shown  in  1919.  but  we  understand  that  the 
first  of  the  type  did  not  give  very  satisfactory  results,  and 
that  the  present  engine,  although  to  outward  appearances 
similar  to  that  of  1919,  has  been  very  greatly  improved. 
It  is  certainly  a  very  neat-looking  engine,  and  with  nine 
cylinders  for  this  lowr  power  should  run,  as  someone  put  it, 
“  like  a  sewing  machine.”  This  fact,  combined  with  light 
weight,  might  overcome  the  prejudice  against  rotary  engines 
and  make  this  type  suitable  for  use  in  small  single-seater 
and  two-seater  machines.  The  delicacy  of  the  engine  and 
the  necessity  of  having  all  parts  most  carefully  balanced 
would,  however,  be  against  it  for  use  by  any  but  fairly 
experienced  engineers. 

As  usual,  Hispano-Suiza  engines  were  greatly  m  evidence, 
but  as  all  the  types  are  already  well  known  to  readers  of 
this  journal,  and  there  was  not,  as  far  as  we  could  discover, 
any  new, type  shown,  we  do  not  propose  to  do  moie  than 
mention  their  presence.  The  300  h.p.  is,  perhaps,  the  most 
popular  type,  and  has  to  its  credit  all  the  fast  flights  of  the 
last  few  years,  made  on  French  machines. 

Lorraine-Dietrich  et  Cie.  exhibited  their  usual  types, 
ranging  from  the  12-cyl.  400  h.p.  W  or  broad  arrow' 
type  to  the  1,000  h.p.  24-cyl.  engine  of  the  same  type. 

Of  the  engines  exhibited  by  Panhard-Levassor,  perhaps 
the  most  interesting  was  the  type  V  12  M,  which  is  sur~ 
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H  The  Peugeot  1922  model  will  be 

of  the  ‘‘flat  X  ”  type,  and  of 
450  h  .p .  The  photograph  shows 
®  the  dummy  engine  exhibited. 

H 


easy  to  start  the  engine,  and  a  starting  handle  is  provided 
for  hand  starting,  so  that  the  starting  problem  appears  to 
have  received  due  consideration  by  the  designer. 

We  might  add  that  provision  has  been  made  for  the 
attachment  of  a  turbo-compressor  for  use  at  great  altitudes. 


comprimd  et  sous-alimente — in  other  words,  a  high-compression 
engine  in  which  automatic  regulators  prevent  a  full  charge 
being  drawn  in  until  a  certain  altitude  is  reached.  No 
details  of  the  automatic  regulators  are  available,  but  it  is 
stated  that  provision  is  made  for  enabling  the  pilot  to  throw 
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them  out  of  action  i nY  emergency .  The  engine  is  of  the 
Vee  type,  with  12  steel  cylinders  having  water  jackets  of 
sheet  steel  welded  on.  The  overhead  camshafts  are  neatly 
enclosed  with  their  rockers  in  aluminium  casings.  There 
are  four  valves  per  cylinder,  two  inlets  on  the  outside  and 
two  exhausts  on  the  inside.  The  bore  and  stroke  are  165 
and  170  respectively,  and  the  engine  is  rated  at  500  h.p. 
No  data  are  available  relating  to- compression  ratio,  number 
of  revolutions,  etc.,  but  probably  the  rated  power  is  approxi¬ 
mately  attained  at  the  altitude  at  which  full  power  is 
developed. 

In  addition  to  their  well-known  type  L  41  600  h.p.  12-cyl. 
Vee  type,  the  Peugeot  firm  exhibited  the  500  h.p.  type  16  X, 
which  is  now  no  longer,  we  understand,  to  be  manufactured, 
and  a  wooden  dummy  of  its  successor,  the  type  16  MX, 
which  is,  as  will  be  seen  from  the  accompanying  photograph, 
of  very  unusual  design.  Although  the  dummy  was  extra¬ 
ordinarily  well  made,  and  gave  an  excellent  idea  of  the 
general  appearance  of  the  type,  it  did  not,  of  course,  convey 
a  great  deal  of  information  relating  to  the  internal  economy. 
As  the  photograph  will  show,  the  type  16  MX  has  its  four 
rows  of  cylinders  arranged  in  the  shape  of  an  X  lying  on 
its  side,  That  is  to  say7,  there  is  an  angle  of  450  between 
the  cylinder  blocks  of  top  and  bottom  rows,  while  the  upper 
and  lower  angles  are  135°  each. 

It  is  understood  that  the  engine  will  be  rated  at  450  h.p. 
(120  by  130  bore  and  stroke),  and  will  be  of  the  high- 
compression  type.  Also  that  a  reduction  gear  will  enable 
the  airscrew  to  be  run  at  1,000  to  1,200  r.p.m.  But  beyond 
these  facts  no  information  as  regards  details  is  available. 

The  Renault  engines  are  already  well  known  to  our 
readers,  and  it  will  suffice  to  mention  that  the  types  on 
which  this  firm  is  now  concentrating  are  the  300  h.p.,  the 
450  h.p.  and  the  550  h.p.  A  400  h.p.  geared-down  engine 
was  also  shown.  The  weights  and  powers  of  the  three 
types  are  as  follows  :  320  h.p.  at  r,6oo  r.p.m.  380  kgs., 

460  h.p.  at  1,600  r.p.m.  430  kgs.,  575  h.p.  at  1,600  r.p.m. 
650  kgs.  The  consunption  per  h.p.  is  the  same  in  the  three 
types,  i.e.,  260  grammes  of  petrol  and  23  grammes  of  oil 
per  h.p. /hour. 

Among  the  sturdiest  and  most  successful  French  engines 
for  civil  aviation  are  the  Sahnson,  System  Canton  brine, 
radials,  of  which  several  types  are  produced,  some  being 
air-cooled  and  some  water-cooled.  The  best  known  is, 
perhaps,  the  type  9 — 300  h.p.  which  has  been  used  extensively 
in  the  Farman  “Goliaths”  and  Spad-Herbemonts  on  the 
London -Pans  air  route.  The  types  are  all  well  known, 
and  it  is  unnecessary  to  refer  to  them  in  detail. 

The  Novelties 

Although  among  the  old-established  engine  firms  one 
failed  to  discover  any  radically  new  types,  the  same  could 


attendant  on  the  stand  seemed  to  know  less  about  the  engine 
than  many  of  the  visitors  after  a  brief  inspection,  and  as 
for  taking  photographs,  our  photographer  was  nearly  lynched 
when  he  was  discovered  pointing  his  camera  towards  the 
stand.  An  external  examination  of  the  engine 
that  it  iv as  a  two-stroke,  with  the  cylinder  head  dished  1 
or  cupped,  and  having  exhaust  ports  in  this  cupped  head 
The  inference,  therefore,  was  that  the  engine  had  some 
form  of  sleeve  valve  inside,  but  actual  details  could  not  be 
discovered.  Now,  however,  by  the  courtesy  of  our  con¬ 
temporary,  L'Air,  we  are  able  to  publish  a  diagrammatic 
representation  of  the  principles  upon  which  the  engin 
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Diagrammatic  representation  of  the  Petit  two-stroke 

rotary  engine. 


This  two-stroke  rotary7  engine  is,  one  gathers,  designed 
by  Monsieur  Paul  Petit,  and  the  objects  which  he  has 
attempted  to  attain  are  suppression  of  valves  and  valve 
mechanism,  and  light  weight.  From  the  diagram  it  will 
be  seen  that  the  sleeve  valve  is  in  reality  formed  by  tne 
skirt  of  the  piston,  which  is  turned  around  the  opposite- 
way  to  normal  practice,  i.e,,  it  has  its  skirt  pointing  out 
ward®  towards  the  cylinder  head  instead  of  inwards.  1  be 
action  of  the  engine  is  very-  simple.  As  shown  in  the  diagi  am. 
the  charge  is  ready  to  be  fired  by'  the  plug  w  hich  is  opposi  ' 
one  of  the  openings  in  the  skirt  of  the  piston.  I  he  engine 
rotates  and  the  piston  descends  until  the  top  of  its  skirt 
clears  the  edge  of  the  cupped  cylinder  head,  rhe  burnt 


THE  9-CYL.  60  H.P.  LE  RHONE, 
TYPE  “  Z9.” 


not  be  said  regarding  two  firms  whose  names  are  unknown 
in  the  industry.  One  of  these  was  Moreux  et  Cie.,  whose 
ordinary  business  one  gathered  to  be  furniture  making. 
On  their  stand,  however,  wras  a  small  two-stroke  rotary, 
about  which  ^nobody  appeared  to  know  anything.  The 


THE  9-CYL.  TWO-STROKE,  HEAVY-OIL 
GARUFFA  ENGINE 


gases  then  rush  up  through  the  annular  space  and  out  through 
the  openings  near  the  top  of  the  cylinder,  centrifugal  force 
assisting  them  to  escape.  When  the  piston  is  neai  the 
inner  end  of  its  stroke,  the  openings  just  above  the  crown 
coincide  with  similar  openings  near  the  lower  end  of  the 
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cylinder  and  a  fresh  charge  may  be  flung  into  the  combustion 
chamber.  We  say  may,  as  there  will  be  a  small  tendency 
to  do  so  on  account  of  centrifugal  force  and  also  to  fill  the 
partial  vacuum  which  the  exhaust  gases  may  have  created 
in  rushing  out.  The  designer,  however,  does  not  apparently 
rely  on  centrifugal  force  alone,  as  it  is  stated  that  a  turbine 
or  blower  may  be  employed  for  maintaining  a  certain  pressure 
in  the  crankcase.  If  it  be  found  that  it  is  dangerous  to 
compress  an  explosive  mixture  in  the  crankcase  the  designer 
has  provided  for  compressing  air  only,  and  admitting  the 
luel  by  way  of  a  pipe  on  the  front  of  the  sylinder,  somewhat 
on  the  Diesel  principle.  I  his  will  probably  be  found  neces¬ 
sary,  as  it  seems  to  us  that  there  is  considerable  risk  of 
getting  the  burning  mixture  blowing  past  the  relatively 
shallow  piston  crown  and  into  the  crankcase.  The  chief 
advantage  of  the  design,  to  our  way  of  thinking,  lies  in  the 
placing  of  the  exhaust  ports  near  the  top  of  the  cylinders, 
where  centrifugal  force  will  assist  instead  of  opposing  the 
discharge  of  the  gases.  This  arrangement  should  give  better 
scavenging  and  consequently  better  efficiency  than  in  the 
ordinary  design  of  two-stroke.  If  it  were  not  for  this  fact 
one  would  like  to  see  the  engine  built  as  a  radial  instead  of 
rotary. 

Of  engines  of  novel  design,  perhaps  the  most  interesting 
at  the  Salon  was  the  Garuffa-Gargiulo,  which  was  stated  to 
work  somewhat  on  the  Diesel  principle,  and  which,  in  spite 
of  this  fact,  was  claimed  to  work  out  at  about  800  grammes 


In  a  descriptive  booklet  dealing  with  the  Garuffa  engines 
it  is  claimed  that  the  most  frequent  causes  of  engine  failure 
are  due  to  (1)  the  ignition,  (2)  the  valves,  and  (3)  the  car¬ 
burettors.  Consequently,  these  have  all  been  abandoned  in 
the  Garuffa  engine,  with  the  exception  of  the  ignition  system, 
which,  is  used  for  starting  only. 

Briefly  the.  operation  of  the  Garuffa  engine  is  as  follows  : 
The  two-stroke  cycle  is  employed,  and  air  only  is  com¬ 
pressed  b}'  the  pistons,  the  fuel  not  being  injected .  until 
just  before  the  piston  reaches  the  top  of  its  stroke.'  The 
pressure  necessary  to  force  air  to  the  cylinders  is  provided 
by  the  double  blower  W,  the  shaft  of  which,  although  in 
line  with  the  crankshaft  of  the  engine,  does  not  revolve, 
the  air  being  compressed  by  rotating  the  blades  around  the 
fixed  shaft.  A  two-speed  gear  (p{  p2  p.t)  is  provided  for 
the  blower,  so  that  for  taking  off  or  for  flying  at  great 
heights  the  maximum  compression  can  be  used,  while  the 
lower  gear  is  used  for  normal  power.  A  rotary  distributor,  D, 
conducts  the  air  through  the  induction  pipes  D,  to  the 
inlet  ports  a  of  all  the  cydinders  in  turn.  The  exhaust  ports 
are  on  the  front  of  the  cylinders,  opposite  the  inlet  ports.  As 
the  exhaust  gases  rush  out  through  the  exhaust  ports  fresh 
air  is  admitted,  and  it  is  claimed  that  by  suitably  shaping 
and  placing  the  inlet  ports  the  cylinders  are  completely 
swept  free  from  any  residue  of  burnt  gases.  Furthermore, 
it  will  be  seen  that  as  pure  air  only,  and  not  a  combustible 
mixture,  is  admitted,  the  inlet  ports  can  be  placed,  if  desired, 


C;AIUFFA-CARGItLO  HIGH- COMPRESSION  ENGINE:  This  engine  works  on  the  Diesel  principle, 
air  only  being  compressed  in  the  cylinders,  and  the  fuel  admitted  when  the  piston  is  near  the  top  of  its  stroke. 


0$  lbs.)  per  h.p.  This  is  so  much  below  the  figures  usually 
associated  with  heavy-oilTiigh-compression  engines  that  one 
telt  somewhat  sceptical  until  it  was  pointed  out  that  heavy’ 
oil,  in  this  instance,  meant  fairly  heavy  oil  such  as  naphtha, 
and  not  the  heavier  oils  used  in  the  Diesel  engines  proper. 
Even  so,  the  figure  for  weight  appears  optimistic,  and  as 
several  of  the  external  engine  parts  appeared  distinctly’  on 
the  light  side,  one  fears  that  the  rest  of  the  engine  may’ 
suffer  from  the  same  reduction  of  material.  However,  that 
does  not  in  itself  detract  greatly’  from  the  interest  of  the 
design,  as  there  is  a  very’  large  margin  of  weight  left  before 
the  engine  becomes  too  heavy  for  aircraft  work.  The  engine 
was  shown  on  the  stand  of  Vaugean  and  Gargiulo,  with  a 
model  of  an  airship  of  novel  type,  relying  for  its  lift  on 
rarefied  air  instead  of  gas  in  the  envelope.  This  airship — 
a  sort  of  glorified  vacuum  flask — necessitated  the  use  of 
blowers  or  turbines  for  exhausting  the  air  from  its  balloonettes, 
and  the  Garuffa  engine  was  thus  provided.  It  is  to  be 
feared  that  visitors,  seeing  the  airship  model,  may’  have- 
gone  away  with  the  impression  that  the  engine  was  as  much 
of  a  freak  as  was  the  airship  model.  This,  however,  does 
not  appear  to  be  the  case,  and  as  the  Diesel  type  of  aero 
engine  is  in  the  air  (not  literally’,  unfortunately)  at  the 
moment,  we  will  give  a  description  of  the  Garuffa-Gargiulo 
engine.  Before  doing  so,  it  should  be  pointed  out  that  the 
system  employed  is  claimed  to  be  also  applicable  to  engines 
of  the  vertical  and  Vee  types,  although  the  designer  con¬ 
siders  the  radial  particularlv  suitable  owing  to  its  light 
weight. 


slightly  above  the  exhaust  ports  so  long  as  the  pressure  of 
the  incoming  air  exceeds  that  of  the  charge  at  the  time  the 
port  is  opened.  In  this  manner,  it  is  claimed,  not  only  is 
the  scavenging  complete,  but  the  pressure  of  the  air  is 
slightly’  above  atmospheric  when  both  valves  are  closed. 

The  fuel,  as  already  stated,  is  not  admitted  to  the  cylinders 
until  the  piston  has  almost  reached  the  top  of  its  stroke. 
It  then  enters  the  cylinders  through  atomisers  q,  and  it  is 
stated  that  the  combustion  is  of  a  double  nature,  the  first 
instant  being  in  the  nature  of  an  explosion,  while  the  latter 
part,  until  the  fuel  supply  is  cut  off,  is  by’  way’  of  being  a 
steady  burning.  As  regards  the  supply  of  the  fuel,  this  is 
provided  by  a  pump  connected  to  the  main  gear  wheel  F. 
The  pump  is  Of  the  plunger  ty’pe  and  delivers  the  luel  under 
a  pressure  of  approximately  30  atmospheres  to  a  reservoir 
or  dash-pot,  H,  in  which  the  fuel  is  allowed  to  rise  to  a 
certain  height,  the  remainder  of  the  space  in  the  top  of 
the  dash-pot  being  filled  with  air  or  inert  gas  under,  of  course, 
the  same  pressure.  The  fuel  is  conducted  from  the  reservoir 
to  a  tubular  ring  having  branch  pipes  leading  to  each  of  the 
atomisers,  and  there  is  thus  a  constant  pressure  in  this  ring 
and  in  the  atomisers  behind  the  needle  valves.  The  opening 
of  the  needle  valves  of  the  atomisers  is  effected  by  a  cam 
mounted  off  and  turning  with  the  crankshaft.  This  cam,  K, 
is  so  mounted  that  by  means  of  a  lever  it  can  be  moved 
along  parallel  with  the  crankshaft,  and  as  the  face  of  the 
cam  is  bevelled  it  opens  the  needle  valves  to  a  greater  or 
smaller  extent,  thus  controlling  the  amount  of  fuel  admitted . 
to  the  cylinders  and  consequently  the  power  developed  by’ 
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the  engine.  The  valves  are,  of  course,  operated  by  the 
push  rods  and  cranks  q'  and  q" . 

So  far  the  question  of  running  on  heavy  oil  only  has  been 
considered.  For  starting,  however,  some  other  method  is 
obviously  necessary.  This  part  of  the  outfit  is  not  shown 
in  detail  in  the  illustrations,  but  briefly  it  is  to  consist  of 
injecting,  by  means  of  a  hand  pump,  for  instance,  a  lighter 
fuel  such  as  petrol  into  the  circular  tube  5,  and  then,  when 
the  engine  is  started,  by  hand  or  other  means,  the  magneto 
ignites  the  charge  and  the  engine  starts  like  any  other  petrol 
engine.  As  the  normal  compression  of  the  engine  would  be 
far  too  great  to  allow  of  starting  in  this  manner,  half-com¬ 
pression  valves  are  provided  some  distance  above  the  inlet 
ports.  These  valves,  L,  are  all  opened  together  by  a  lever, 
and  as  the  piston  ascends  the  air  is  expelled  through  the 
valves  until  the  piston  has  reached  the  desired  position, 
when  the  valves  are  closed  and  compression  begins  at  this 
point.  When  the  engine  has  been  running  on  petrol  for  a 
short  time  the  half-compression  valves  are  closed,  the  petrol 
is^t urned  off  and  the  heavy  oil  from  the  reservoir  H  turned 
on,  when  the  engine  begins  to  function  normally. 


From  the  top  of  the  dash-pot  a  tube  leads  to  the  head  of 
one  of  the  cylinders.  An  automatic  valve  (opening  out¬ 
wards)  is  placed  in  the  head  of  this  cylinder,  and,  being  so 
adjusted  that  it  opens  at  a  high  pressure  (approximately 
the  explosion  pressure  in  the  cylinder),  it  ensures  that  if 
the  pressure  in  the  dash-pot  falls  below  a  certain  minimum, 
burnt  gases  are  forced  from  the  cylinder  into  the  top  of  the 
dash-pot  above  the  fuel,  thus  helping  to  maintain  a  constant 
pressure  there.  From  the  lower  part  of  the  dash-pot  one 
tube  runs  to  the  circular  fuel  distribution  tube  5,  and  another, 
having  a  spring-loaded  automatic  valve,  runs  to  the  fuel 
tank,  so  that  in  case  of  excessive  pressure  in  the  dash-pot  the 
fuel  is  allowed  to  overflow  through  this  pipe  back  into  the 
tank. 

For  the  rest  the  engine  is  of  fairly  orthodox  design,  and 
does  not  require  any  detailed  description,  especially  as  it  is 
still  to  be  regarded  as  experimental  and  therefore  subject  to 
alterations.  Sufficient  has,  we  think,  been  said  to  indicate 
the  general  principles  upon  which  the  Garuffa  engine  works. 
Only  the  future  can  show  whether  the  theories  which  it 
represents  will  be  successful  in  practice. 
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COMMITTEE  MEETING 

A  Meeting  of  the  Committee  was  held  on  Wednesday, 
January  25,  1922,  when  there  were  present : — Brig.-Gen. 
Sir  Capel  Holden,  Iv.C.B.,  F.R.S.,  in  the  Chair,  Major-Gen. 
Sir  Sefton  Brancker,  K.C.B.,  Mr.  Ernest  C.  Bucknall,  Col.  F. 
Lindsay  Lloyd,  C.M.G.,  C.B.E.,  Lieut. -Col.  M.  O’Gorman, 
C.B.,  and  the  Secretary. 

Election  of  Members. — -The  following  new  Members 
were  elected  : — 

Geoffrey  Dorman. 

John  S.  Charlton. 

John  Herbert  James, 

Alfred  George  Lamplugh. 

Hugo  Nemo  Pantolini. 

Nevill  Vintcent. 

Meeting  of  the  Committee  of  the  F6d6ration  A6ro- 
nautique  Internationale,  Paris,  January  9,  1922. — 

Countries  represented  :  France,  Great  Britain,  Holland, 
Italy,  Spain,  Switzerland,  United  States.  Lieut-Col.  O'Gor¬ 
man  presented  a  report  of  the  Meeting  of  the  Committee  of 
the  F.A.I.  held  in  Paris  on  January  9,  1922. 

The  principal  items  in  the  report  were  : — 

Schneider  Race,  1922 

It  was  decided  to  adhere  to  the  same  regulations  as  last 
year.  The  date  was  fixed  for  the  last  fortnight  in  August, 
and  the  contest  would  be  held  at  Naples. 

Gordon  Bennett  Balloon  Race,  1922 

It  was  decided  to  hold  the  Race  at  Geneva  on  Sunday, 
August  6,  1932. 

Tryptique. 

lhe  proposal  of  the  Royal  Aero  Club  to  introduce  the 
Tryptique  for  Sporting  and  Touring  machines  entering 
foreign  countries  was  considered.  The  Aero  Club  de  France 
had  already  approached  the  French  Customs  Authorities  on 
the  subject,  and  reported  that  the  Director  of  Customs  in 
France  had  expressed  willingness  to  accept  the  guarantee 
of  the  Aero  Club  de  France  in  relation  to  the  Customs.  The 
draft  form  of  Tryptique  prepared  by  the  Aero  Club  de  France 
was  to  be  sent  to  the  Clubs  of  the  Federation  for  their 
approval. 

Introduction  of  Slow  Speed  Tests 

1  he  Royal  Aero  Club  asked  for  the  introduction  of  Slow 
Speed  Tests  in  International  Speed  Races.  This  was  agreed 
to,  and  the  Clubs  were  requested  to  send  in  suggestions  for 
the  carrying  out  of  these  tests  for  the  consideration  of  the 
F.A.I.  at  its  meeting  in  Rome. 

1  he  other  subjects  under  consideration  were  International 
Maps,  Permanent  Commissions,  and  Records. 

lhe  report  was  adopted,  and  a  unanimous  vote  of  thanks 
was  passed  to  Lieut. -Col.  O’Gorman  for  attending  the 
Meeting  on  behalf  of  the  Club. 

Joint  Standing  Committee  of  the  S.B.A.C.  and  R.Ae.C. 
— -lhe  report  of  the  Meeting  of  the  Joint  Standing  Committee 
of  the  S.B.A.C.  and  R.Ae.C.,  held  on  January  5.  1922,  was 
received. 


Racing  Committee. — The  report  of  the  Meeting  of  the 
Racing  Committee  held  on  January  24,  1922,  was  received. 

Annual  General  Meeting. — It  was  decided  to  hold  the 
Annual  General  Meeting  on  Wednesday,  March  29,  1922. 

Portraits  of  the  late  Mr.  H.  G.  Hawker  and  Lieut.- 
Com.  K,  Mackenzie  Grieve. — A  unanimous  vote  of  thanks 
was  passed  to  the  Directors  of  Messrs.  Rolls-Royce,  Ltd., 
for  presenting  to  the  Club  portraits  of  the  late  Mr.  H.  G. 
Hawker  and  Lieut. -Com.  K.  Mackenzie  Grieve,  painted  by 
Mr.  Ambrose  McEvoy. 

These  portraits  are  now  hanging  in  the  Club. 

Aviator ’s  Certificate. — The  following  Aviator’s  Certificate 
was  granted  : — 

7920.  Walter  Henry  Westgate.  December  9,  1918. 


RACING  COMMITTEE 

A  Meeting  of  the  Racing  Committee  was  held  on  Tuesday, 
January  24,  1922,  when  there  were  present  : — Major-General 
Sir  Sefton  Brancker,  K.C.B.,  in  the  Chair,  Brig.-Gen.  Sir 
Capel  Holden,  K.C.B.,  F.R.S.,  Col.  F.  Lindsay  Lloyd,  C.M.G., 
C.B.E.,  Lieut. -Col.  F.  K.  McClean,  and  the  Secretary. 

The  Committee  decided,  subject  to  the  consent  of  the  Air 
Council,  to  hold  Aviation  Race  Meetings  at  Waddon  Aero 
drome,  Croydon,  on  the  following  dates  : — 

Easter  Monday  . .  . .  April  17,  1922. 

Whit  Monday  . .  . .  June  5,  1922. 

August  Bank  Holiday  . .  August  7,  1922. 

A  further  Race  Meeting  will  be  held  in  September  or 
October,  and  will  be  announced  later. 

The  Race  Meeting  on  Easter  Monday  will  be  similar  to 
the  First  Croydon  Meeting  in  September  last,  and'particulars 
will  be  available  shortly. 


JACQUES  SCHNEIDER  CUP 
Special  Regulations  for  1922.  (Translated  from  the 

French.) 

1.  Clubs  entering  machines  must  deposit  in  addition  to  the 
entry  fee  laid  dowm  in  the  General  Regulations,  a  sum  of 
5,000  francs  for  each  machine,  as  a  guarantee  of  its  being 
present  for  the  Contest. 

This  sum  will  be  returned  in  respect  of  each  machine  that 
is  present. 

Water- Tightness  and  Navigability  Tests 

2.  Water-Tightness  Test. — The  Contest  will  begin  with  a 
test  of  the  water-tightness  of  the  floats,  which  will  precede 
the  Navigability  Test. 

For  this  test,  the  machine  must  be  afloat  for  six  hours, 
and  during  this  time  the  floats  must  remain  water-tight. 

The  machines  must  be  in  flying  order,  with  or  without  the 
crew,  and  ready  to  start. 

3.  Navigability  Test. — The  Navigability  Test  will  follow 
the  Water-Tightness  Test.  It  will  take  place  lor  all  competi¬ 
tors  on  the  same  day  or  during  the  two  days  preceding  the 
Contest  for  the  Cup,  in  the.  order  drawn  by  lot. 
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The  Commissaires  Sportifs  may  allow  competitors  who 
have  not  passed  the  Navigability  Test  to  make  a  second  and 
nnal  attempt  immediately, 

4.  Each  machine,  in  flying  order,  will  cover  in  a  closed 
circuit  over  the  sea  a  distance  of  5  to  10  sea  miles.  The 
exact  distance  wall  be  fixed  by  the  Commissaires  Sportifs. 

After  taxying  oyer  the  starting  line,  the  machine  must 
rise  and  continue  the  course  in  flight ;  during  this  flight  the 
machine  must  be  taxied  over  two  distances  of  h  mile,  the 
limits  of  which  will  be  indicated  by  two  buoys  ;  it  must  then 
rise  and  complete  the  circuit,  alighting  again  before  the 
starting  line,  and  taxying  over. 

Machines  taking  part  in  the  Speed  Contest  must  be  in  the 
same  condition  as  for  the  Navigability  Test. 

Machines  must  not  undergo  any  modification  between  the 
Ts  avigabihty  Test  and  the  completion  of  the  Contest.  Machines 
will  he  stamped  to  ensure  this. 

In  the  event  of  damage  during  the  latter  test,  the- necessary 
repans  may  be  carried  out  at  sea,  but  these  must  not  alter 
the  original  condition  in  which  the  machine  was  presented. 

Speed  Test 

lhe  Jacques  Schneider  Cup  in  1922  will  be  contested  over 
a  distance  of  200  sea  miles. 

The  Contest  will  take  place  between  June  15  and  Sep¬ 
tember  30.  J  F 


The  order  of  starting  will  be  drawn  by  lot 

Starts  will  be  made  at  intervals  fixed 'by  the  Commissaires. 
lie  Contest  will  take  place  over  the  sea  in  a  closed  circuit 
of  at  least  5  sea  miles. 

The  course  may,  if  necessary,  be  taken  over  the  coast, 
the  controls  being  on  land,  care  being  taken  to  avoid  all 
arrangements  likely  to  impede  the  competitors. 

Migh tings  aie  allowed.  The  start  and  finish  will  be  in 
flight. 

T  he  Contest  will  close  at  the  time  fixed  by  the  Commissaires 
Sportifs. 


Place  of  Contest.— The  Aero  Club  of  Italy,  the  present 
holders  of  the  Cup,  have  decided  to  hold  the  Race  at  Naples 
in  the  last  fortnight  of  August. 

Date  of  Entry.  The  final  date  of  receiving  entries  is 
Saturday,  February  25,  1922.  Entries  should  be  made  to 
the  Royal  Aero  Club,  3,  Clifford  Street,  London,  W.  1, 
accompanied  by  a  remittance  of  f\o  to  cover  the  entry  fee. 


GORDON  BENNETT  BALLOON  RACE 

the  Aero  Club  of  Switzerland,  the  present  holders  of  the 
Cup,  have  decided  to  hold  the  Gordon  Bennett  Balloon  Race 
at  Geneva  on  Sunday,  August  6,  1922. 

Gas  will  be  supplied  free  of  charge  by  the  Town  of  Geneva. 

The  final  date  for  receiving  entries  is  Saturday,  February  25, 
1922  Entries  should  be  made  to  the  Royal'  Aero  Club,  3, 
Clifford  Street,  London,  \V-  1,  accompanied  by  a  remittance 
of  fio  to  cover  the  entry  fee. 
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Duration  of  flight,  26  hrs.  19  mins.  35  secs. 

Distance  (Returning  to  point  of  Departure  Without  Alighting) 
ranee.  Pilots. — Lucien  Boussoutrot  and  Jean  Bernard. 
a  e.  June  3  and  4,  1920.  Machine. — Farman  Goliath. 
Motor. — Two  Salmson  260  h.p, 

1,915 ’2  kiloms.  (1,190  miles). 


A  Ititude 

America.  Pilot , — Major  Rudolph  W.  Schroeder.  Date. — 

February,  27th,  1920.  Machine. — Lepere.  Motor. — Liberty 
400  h.p.  J 

10,093  metres  (33,1x4  ft.). 

Speed  over  a  Distance  of  100  Kiloms. 

Pilot. — Brack  Papa.  Date. — October  1,  1921. 

Machine. — Fiat.  Motor. — Fiat  700  h.p.  Time. — 20  mins. 
5 1  secs. 

298-66  kiloms.  per  hour  (185-58  m.p.h.). 

Speed  over  a  Distance  of  200  Kiloms. 

1  ,^  r,anCe"  Pilot. — Georges  Kirsch.  Date. — October  1,  1921. 
Machine.  Nieuport-Delage.  Motor. — Hispano— Suiza  300  b.p. 
Time. — 42  mins.  39?  secs. 

281.272  kiloms.  per  hour  (174.77  m.p.h,). 

Speed  over  a  Distance  of  1,000  Kiloms. 

France.  Pilot. — Lucien  Boussoutrot  and  Jean  Bernard 
Date.  June  3  and  4,  1920.  Machine. — Farman  Goliath. 
Motor.  Two  Salmson  260  h.p.  Time. — 10  hrs.  19  mins. 
46  secs. 

96.81  kiloms.  per  hour  (60.155  m.p.h.). 

Speed  over  a  Distance  of  r,5oo  Kiloms. 

France. — Pilot. — Lucien  Boussoutrot  and  Jean  Bernard. 
Date.  June  3  and  4,  1920.  Machine. — Farman  Goliath. 
Motor ,  Two  Salmson  260  h.p.  Time. — 16  hrs.  42  mins. 

8  secs. 

89.S08  kiloms.  per  hour  (55.804  m.p.h.). 

Greatest  Speed  over  a  Distance  of  One  Kilom. 

France. — Pilot. — Sadi  Lecointe.  Date. — September  26, 
1921,  Machine. — Nieuport-Delage.  Motor. — Hispano-Suiza 
3°°  h.p. 

330.375  kiloms.  per  hour  (205.223  m.p.h,). 

Useful  Load  Transported  ( Altitude ) 

France. — Pilot. — Thierry.  Date. — October  10,  1920. 

Machine. — Breguet. 

Useful  load  250  kilogs.  (551  lbs.). 

Altitude  6,965  metres  (22,851  ft.). 

Useful  Load  Transported  ( Altitude ) 

England Pilot. — Capt.  C.  T.  R.  Hill.  Date.— May  4, 
1920.  Machine. — Handley  Page.  Motor. — Two  Napier 

“  Lion  "  450  h.p.  V 

Useful  load,  1,674  Eilogs.  (3,691  lbs.). 

Altitude,  4,267  metres  (13,999  ft.). 


WORLD’S  AVIATION  RECORDS,  UP  TO 
DECEMBER  31,  1921. 

Issued  by  the  Royal  Aero  Club  as  representing  the  British 
Empire  on  the  Federation  Aeronautique  Internationale. 

Duration 

America. — Pilots. — E.  Stinson  and  L.  Bertaud.  Date. — 
December  29  and  30,  1921.  Machine. — “  J.L.6 "  Mono¬ 
plane.  Motor.- — B.  M.  E.  185  h.p. 


Useful  Load  Transported  ( Duration ) 

England.— Pilot.— Capt.  C.  T.  R.  Hill.  Date.— May  4, 
1920.  Machine. — Handley  Page.  Motor. — -Two  Napier 
"  Lion  "  450  h.p. 

Useful  load,  1,674  kilogs.  (3,691  lbs.). 

Duration,  j  hr.  20  mins. 

Offices:  THE  ROYAL  AERO  CLUB, 

3,  CLIFFORD  STREET,  LONDON,  W.  1. 

H.  E.  PERRIN,  Secretary, 


THE  SECOND  AIR  CONFERENCE,  1922 

List  of  Lecturers  and  Papers 


As  announced  in  Flight  some  weeks  ago,  the  Second  Air 
Conference,  called  by  the  Air  Council,  will  be  held  at  the 
Guildhall  on  February  7  and  8  next.  The  morning  session 
of  the  first  day  will  be  devoted  to  papers  on  civil  aviation, 
and  the  afternoon  session  to  papers  of  a  technical  nature. 
On  February  6  those  attending  the  Air  Conference  will  be 
able  to  visit  Waddon  aerodrome  by  special  train  leaving 
Victoria  at  9.55  a.m.  and  returning  at  1  p.m.  Facilities 
will  be  given  for  inspecting  the  working  of  civil  air  traffic, 
including  wireless,  meteorological,  signal  and  Customs  services. 

On  the  first  dav  of  the  Air  Conference  at  the  Guildhall 
(February  7)  the  Rt.  Hon.  Capt.  F.  E.  Guest,  C.B.E.,  D.S.O., 
M.P.,  Secretary  of  State  for  Air,  will  take  the  chair  during 
the  morning  session,  and  the  Rt.  Hon.  Lord  Weir  of  Eastwood 
will  be  chairman  during  the  afternoon  session.  The  first 
paper  will  be  read  (at  10.30  a.m.)  by  the  Rt,  Hon.  Lord 
Gorell,  C.B.E.,  M.C.,  Under-Sccretary  of  State  for  Air,  and 
will  be  entitled  "  Civil  Aviation.”  This  will  be  followed  by 
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“  Aerial  Transport  of  Today  and  Tomorrow,”  by  Lieut, -Col. 
W.  A.  Bristow,  M.I.E.E.,  M.I.A.E.,  F.R.Ae.S. 

During  the  afternoon  session,  which  will  start  at  2,45  p.m,, 
Maj.  F.  M.  Green,  O.B.E.,  M.I.C.E.,  F.R.Ae.S.,  will  read  a 
paper  on  “  Research  Work  from  the  Designer’s,  Constructor's 
and  User’s  Point  of  View.”  The  Director  of  Research, 
Brig.-Gen.  R.  K.  BaghaU-Wild,  C.M.G.,  C.B.E.,  F.R.Ae.S., 
will  read  a  paper  entitled  "  The  Progress  of  Research,  ” 
and  the  afternoon  session  of  the  first  day  will  conclude  with 
a  paper  on  “Airships  ”  by  Maj.  G.  H.  Scott,  C.B.E.,  A.F.C., 
A.M.I.M.E. 

1  he  second  day  (February  8)  of  the  Air  Conference  will  be 
devoted  to  a  discussion  of  the  papers  read  on  the  previous 
day.  Capt.  Guest  mil  be  in  the  chair  during  the  morning 
session,  when  the  papers  on  civil  aviation  w-ill  be  discussed, 
commencing  10.30  a.m.  Lord  Weir  of  Eastwood  will  be 
chairman  during  the  afternoon’s  discussion,  commencing  at 
2.45  p  m.,  of  the  technical  papers. 
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AERODYNAMICAL  REPORT  AND  TESTS  ON  THE 
EGGLESTON  AIR-CELL  GIANT  BIPLANE* 


This  test  was  carried  out  on  October  12  and  13,  1921,  in  the 
Curtiss  7-ft.  wind  tunnel,  and  was  conducted  by  the  Cox* 
Klemin  Aircraft  Corp.,  College  Point,  Long  Island,  N.Y., 
Consulting  and  Designing  Engineers.  The  test  followed 
standard  methods,  and  was  carried  out  on  a  model  of  scale 
1  to  72  (1  in.  =  6  ft.)  at  a  wind  speed  of  30  m.p.h.  The 
stabiliser  was  set  at  3  to  tlve  wing  chord.  The  tests  included  : 
(1)  Lift,  drift  and  pitching  moment,  with  the  Eggleston  Air 
Cells  in  position  ;  (2)  Lift  and  drift,  with  the  Eggleston  Air 
Cells  replaced  by  standard  type  streamline  struts. 

Stability. — In  the  vector  diagram  (Fig.  1)  the  results  of  the 
pitching  moment  tests  arc  shown.  This  vector  diagram 
indicates  that,  with  the  stabiliser  at  30  to  the  wing  chord, 
a  very  large  degree  of  stability  is  secured.  The  vectors  are 
well  separated.  Balance  at  cruising  speed  is  secured  if  the 
load  is  arranged  to  bring  the  centre  of  gravity  three-tenths 
of  the  chord  length  aft  of  the  leading  edge.  The  position 
of  the  vectors  is  such  that,  if  the  aeroplane  tends  to  dive 
down,  the  aerodynamical  forces  will  return  it  to  its  normal 
flight  attitude.  If  the  aeroplane  tends  to  stall  or  go  up  by 


•2.  The  maximum  Lift/Drag  ratio  of  the  plane,  which  is  a 
very  fair  measure  of  efficiency,  is  increased  from  6 •  66  to  6-86, 
and  the  Lift /Drag  at  almost  all  angles  is  increased. 

3.  The  general  efficiency  of  the  plane  is  high,  particularly 
for  a  plane  having  two  engine  nacelles  on  either  side,  and  short 
spans,  with  a  larger  number  of  interplane  supports 

Landing  Speed. — (a)  With  Eggleston  Air  Cells  (eight  in 
number).  The  maximum  lift  force  on  the  model  with  the 


Fig.  1.  Vector  diagram  for  the  Eggleston  Air-Cell 

biplane  test. 


Fig.  2.  Lift  and  Lift  Drag  curves  for  the  Eggleston 
Air-Cell  Biplane. 


the  nose,  the  aerodynamical  forces  will  return  it  to  its  normal 
flight  attitude  The  longitudinal  stability  of  the  plane  may 
be,  therefore,  regarded  as  perfectly  satisfactory. 

Results  of  Test  for  Lift  and  Drag. — The  results  of  the  test 
for  lift  and  drag,  with  and  without  the  Air  Cells,  are  plotted  in 
Fig.  2.  These  indicate  that  by  replacing  struts  of  standard 
form  disposed  in  tire  manner  of  a  Warren  truss  by  the  Eggles¬ 
ton  Air  Cell  : 

x.  The  maximum  lift  is  increased  from  6-25  to  7-07  lbs. 
on  the  model,  or  approximately  13  per  cent. 

*  A  erial  A  ge,  U.S.A. 


Eggleston  Air  Cells  in  position  is  7*07  lbs,  The  landing 
speed  is,  therefore,  given  by  the  formula  :  — 

(“J  7,07  =  1I3»000 


x 


30  /  113,000 

.  /  — - - =-52-7  m.p.h. 

72  V  7-07  °  F 


This  is  not  allowing  for  scale  eficct.  With  scale  effect 
and  skilful  piloting,  it  may  be  expected  tlxat  the  ship  should 
land  not  much  over  45  m.p.h. 

(b)  Without  Eggleston  Air  Cells. — The  maximum  lift  on 
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THE  EGGLESTON  AIR-CELL  BIPLANE  ;  Three-quarter  rear  aud  front  views  of  the  scale  model. 
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1 1te  model,  without  the  higgles  ton  Air  Cells  is  6*  3  lbs.,  o  that 
the  landing  speed  is  56  m.p.h.  From  the  point  ol  view  of 
carrying  n  heavy  load  for  a  given  wing  area,  ihe  Eggleston 
\ir  Cells  give  a  decided  advantage. 

The  designer  of  the  plane.  Col.  Thomas  !..  Eggleston, 
states  that  a  larger  number  of  cells,  namely,  1 2,  were  originally 
to  be  used  in  this  plane.  It  is  not  improbable  that  < his  would 
further  increase  the  lift  and  diminish  the  landing  speed. 

Maximum  Speed. — The  following  calculations  are  based  on 
the  wind  tunnel  results  for  scale  effect : 


Thrust  at  90  m.p.h. 


6,000  x  0*78 

90 


X  375  -=  J9o°«  lbs- 


assuming  propeller  efficiency  of  78  per  cent. 

LiftlDrag  ratio  of  aeroplane  at  90  m.p.h.  is  5-1  x  114, 
taking  the  scale  correction  as  14  per  cent. 


Drag  of  aeroplane  at  90  m.p.h. 


1 13. 000 
5' 1  X  m,( 


19,400  lbs., 


which  is  a  trifle  less  than  the  thrust,  and  shows  that  the  full 
speed  will  be  90  m.p.h.,  with  full  load. 

Climb. — The  best  climbing  speed  is  63  m  p.h. ;  at  this  speed, 
the  Lift/Drag  ratio  of  the  aeroplane  (with  scale  correction 
of  14  per  cent.)  is  7*84.  Therefore,  the  drag  is  14,400,  and 


the  expenditure  of 


14,400  x  63 
375 


=  2,420  h.p.  is  required  to 


overcome  this  drag. 

The  total  power  available  is  3,900  h.p.,  and  the  difference  or 
excess  of  power  of  1,480  h.p.,  which  may  be  used  in  causing 
the  aeroplane  to  climb.  The  rate*  of  climb  will  be 

X  33’°o°  _  ft  per  minute.  At  6,500  ft.  elevation, 
113,000 


the  rate  of  climb  will  be  100  ft.  per  minute. 

Range. — The  maximum  range  is  attained  at  an  average 
speed  of  65  m.p.h.  The  power  required  from  the  motors  is 


113,000  X  63 
7-4  X  375  X  0  75 


=  .F53°  h.p. 


The  fuel  consumption  of  the  motors  will  be  1,800  lbs.  per 
hour.  With  a  fuel  load  of  28,800  lbs,,  the  range  will  be: — 


28,800 

— s —  X  65  1.040  miles, 

i,  $00  J  * 

Useful  Load  and  Pay  Load. — The  preliminary  weight  esti¬ 
mate — which  should  be  later  checked  by  stress  analysis  and 
weight  estimates — indicates  a  useful  load  of  47.800  lbs.  If  a 
fuel  load  of  28.000  lbs.  is  carried,  a  pay  load  of  19.000  lbs. 
will  be  left  over,  ur  the  equivalent  of  100  passengers,  with 
allowance  for  their  baggage. 

General  Conclusions. — 'Die  general  conclusions  to  be  drawn 
from  the  test  and  general  consideration  of  the  plane  are  : — 

t.  Perfect  longitudinal  stability  is  secured. 

2.  The  Eggleston  Air  Cells  improve  the  lift  of  a  biplane. 

3.  The  Eggleston  Air  Cells  improve  the  efficiency  of  a 
biplane  as  compared  with  a  Warren  truss  strut  bracing  of  the 
usual  type. 

4.  With  the  employment  of  the  Air  Celts  the  number  of 
interplane  struts  cun  be  increased.  This  has  the  effect  of 
decreasing  the  structural  weight,  since  short  spans  thus 
become  possible.  With  ordinary  construction,  short  unsup¬ 
ported  spans  increase  the  aerodynamic  resistance.  In  the 
Eggleston  Air  Cells,  the  extra  aerodynamic  resistance  would 
be  compensated  for  by  the  extra  lift.  There  is,  therefore, 
a  possibility  of  keeping  down  wi ng  weight  for  large  spans. 

5.  If  the  structural  weight  estimated  above  can  be  met, 

the  machine  should  have  a  maximum  speed  of  90  m.p.h., 
a  climb  Of  430  ft.  per  minute,  a  landing  speed  of  45  m.p.h., 
a  useful  load  of  47.800  lbs.,  aud  a  cruising  range  of  1,040  miles. 
The  consideration  of  paragraph  4  would  indicate  that  the 
structural  weight  of  the  wings  can  be  kept  dowu^The 
stability  is  good.  *3 


<•>  <s> 


Aerial  Service  for  Queensland 

Many  of  the  railways  of  Queensland)  lead  toY'  dead 
ends,"  which  are  but  imperfectly  linked-up,  if  at  all,  by  road 
traction.  But  that,  according  to  the  North  Queensland 
Register,  will  soon  lie  altered  by  the  Queensland  and  Northern 
Territory  Aerial  Service,  Ltd.  The  ultimate  idea  is  to 
establish  an  aerial  service  from  either  Bourke  or  Mungindi, 
in  New  South  Wales,  to  Darwin,  in  the  Northern  Territory, 
linking  up  with  the  heads  of  the  Queensland  railways  at 
Charlcville,  Blackball,  Longreach,  Winton,  and  Cloncnrry ; 
but  the  immediate  object  is  to  get  the  company  floated  so  as 
to  tender  for  an  aerial  mail  from  Charleville  to  Cloncurry, 
which  is  to  be  subsidised  by  the  Commonwealth  Government. 
The  subsidy  will  pay  for  the  running  cost  of  Ihe  service, 
provision  having  to  be  made  for  carrying  100  lb.  of  mail 
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6.  The  fuel  load  allowed  for  gives  the  machine  a  cruising 
range  of  over  t.ooo  miles,  which  is  more  than  ample  for  any 
overland  travelling  ;  with  a  pay  load  of  19,000  lbs.,  the 
machine  should  be  a  most  practical  aeroplane  of  undoubted 
possibilities  in  commercial  transportation. 


Eggleston  Model  Test  with  Cells 


Curtiss  7-ft.  Tunnel 

October  12, 

1921 
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Main  Dimensions  and  Characteristics 


Span  of  upper  wing 
Span  of  lower  wing 
Chord  of  both  wings 
Gap 

Length  over  all 
Total  wing  area 
Gross  weight— loaded 
Total  power  (8  750  h.p.  * 
Wing  loading 
Power  loading 


W  ”  motors) 


*55  «. 

2*3  ft 
25  ft. 

25  ft. 

137  ft. 

11,200  sq,  ft. 
113,000  lbs. 

6,000  li  p. 

10 •  1  lbs.  per  sq.  ft. 
18.8  lbs.  per  h.p. 


First  Rough  Weight  Estimate 
Structural  weight — 37-4  per  cent. 


Power  plant 
Useful  load 


42,200  lbs. 
1 13,000  lbs. 
23,000  lbs. 
47,Soo  lbs. 
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matter.  On  this  Charleville-Cloncurry  service,  representing 
a  distance  of  570  miles,  the.  estimated  revenue  from  subsidy 
and  passengers'  fares  is  £20,700  a  year,  while  the  expenditure, 
including  depreciation,  is  estimated  at  £12,175,  leaving  a 
balance  of  profit  of  £8,500. 


Portuguese  Award  for  Two  British  Seamen 

The  Portuguese  Government  Gazette  contains  a  decree, 
signed  by  the  President  of  the  Republic  and  the  Minister  for 
Marine,  awarding  a  silver  medal  for  courage  and  humanity 
to  Frank  Ellis  and  Charles  St  Clair,  master  and  first  mate 
respectively  of  the  British  steamer  “Gambia  River,”  for 
saving  the  lives  of  Captain  Brito  Pais  and  Lieutenant  Jose 
Beiros  when  their  aeroplane  fell  into  the  sea  near  Madeira 
on  October  18,  1920. 
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THE  GALE 

Our  readers  must  not,  as  we  did  at  first,  jump  to  the  con¬ 
clusion  that  the  Gale  Indicator  is  an  instrument  for  measuring 
the  strength  of  the  wind.  As  a  matter  of  fact,  it  is  an  instru¬ 
ment  for  producing  indicator  diagrams  of  high-speed  engines, 
and  is  the  patented  invention  of  Mr.  C.  H.  Gale,  whilst 
Messrs.  The  British  Oil  and  Turpentine  Corporation,  Ltd., 
of  55,  Chancery  Lane,  London,  W.C.,  are  the  sole  conces¬ 
sionaires  for  this  instrument. 

It  is,  of  course,  well  known  that  considerable  difficulty  has 
been  experienced  in  obtaining  a  reliable  engine  indicator  for 
showing  exactly  what  is  happening  within  a  high  speed  engine, 
such  as  an  internal  combustion  motor — or  even  certain  high¬ 
speed  steam  engines,  as  the  ordinary  indicator  is  practically 
useless  for  speeds  of  over  800-900  r.p.m.  Most  of  the  high¬ 
speed  engine  indicators  in  use  are,  at  best,  what  might  be 
termed  ‘  Laboratory  ”  instruments,  and  have  more  or  less 
delicate  mechanism  and  many  rapidly  moving  parts  likely 
to  give  trouble.  The  Gale  Indicator,  however,  is  simplicity 
itself,  with  but  few  moving  parts,  and  is  capable  of  drawing 
a  diagram  irrespective  of  the  speed.  Furthermore,  it  can 
be  operated  from  the  seat  of  the  motor-car,  motor-cycle,  or 
aeroplane,  as  the  case  may  be,  during  actual  progress  by  road 
or  air. 

From  the  accompanying  illustration  it  will  be  seen  that 
the  main  body  of  the  Gale  Indicator  contains  two  valves, 
one  within  the  other.  The  inner  valve  is  rotated  by  the 
engine,  and  is  the  only  rapidly  moving  part  of  the  instrument. 
In  this  valve  is  a  small  port  which  is  always  in  communication 
with  the  engine  cylindef,  via  a  passage  leading  from  the  port 
to  one  end  of  the  valve,  thence  by  way  of  the  connection  to 
the  engine  cylinder  in  the  body  of  the  instrument.  The 
outer  valve,  which  embraces  the  inner  valye,  also  contains 
a  small  port,  which  is  in  constant  connection  with  the  indicator 
cylinder  by  virtue  of  the  annular  groove  formed  on  the  outer 
wall  of  the  valve,  as  shown.  Thus  it  will  be  seen  that  when 
the  inner  valve  is  rotated,  its  port  will  coincide*  with  the 
port  of  the  outer  valve  during  a  very  small  period  of  each 
stroke  of  the  engine,  and  at  this  particular  moment  the 
pressure  in  the  engine  cylinder  will  be  communicated,  through 
the  ports,  to  the  piston  in  the  indicator  cylinder,  thereby 
causing  the  pencil — which  is  connected  up  with  the  piston  - 
to  record  on  the  drum  the  pressure  at  that  particular  point 
in  the  engine  stroke, 

The  outer  valve  can  also  be  rotated  by  means  of  a  crank, 
which  may  be  turned  by  hand  at  any  convenient  speed,  and 
which  is  connected  by  a  cord  to  the  recording  drum  to’  give 
the  latter  the  necessary  movement.  On  rotating  the  outer 
valve  a  short  distance  in  the  same  direction  as  the  inner 
valve,  the  ports  will  coincide  at  a  later  period  of  the  stroke 
of  the  engine,  and  the  pencil  will  record  the  pressure  existing 
in  the  cylinder  during  that  period.  Thus,  as  the  handle  is 
slowly  turned  the  pressures  at  different  periods  of  the  stroke 
are  successively  recorded  until  the  diagram  is  complete. 

In  the  case  of  four-stroke  engines,  the  inner  valve  is  driven 
off  the  half  time  shaft,  and  the  outer  valve  handle  is  geared  to 
the  recording  drum  by  a  two-to-one  gearing,  giving  a  double 
reciprocating  motion  to  the  drum  to  one  revolution  of  the 
outer  valve.  The  diagram  thus  extends  over  two  revolutions 
of  the  engine. 

In  conclusion,  the  advantages  of  the  Gale  Indicator  may 
be  summarised  as  follows  (1)  It  is  capable  of  giving  a 
correct  diagram  of  an  engine  running  at  the  highest  speed  • 
(2)  one  diagram  only  may  be  taken  on  the  recording  card, 
and  thus  the  difficulty  of  picking  out  a  correct  diagram  from 
a  multiplicity  of  superimposed  records  is  obviated  ;  (3)  the 
recording  drum  being  normally  stationary  the  paper  may  be 

<$>  <s> 

R.I.B.A.  Grissell  Prize 

It  is  announced  by  the  Royal  Institute  of  British 
Architects  in  connection  with  their  annual  award  of  prizes 
and  studentships  that  the  Grissell  Gold  Medal  and  /50  for 
Construction  has  not  been  awarded.  The  subject  was  "  A 
Mooring  Mast  for  an  Airship.”  The  Air  Ministry,  it  is  stated, 
have  shown  interest  in  this  competition,  and  Major  G.  h! 
Scott  was  detailed  to  assist  the  jury  in  assessing  the  award 
Some  interesting  designs  were  submitted,  but  it  was  decided 
not  to  award  the  prize.  It  was  found  that  a  competitor  who 
had  a  grasp  of  his  subject  from  an  architectural  point  of 
view  had  failed  to  satisfy  the  demands  of  modem  aviation 
and  vice  versa.  * 

R.A.F.  Memorial  Orphanage 

At  Maze  Hill,  Blackheath,  on  January  26,  the  Vanbrugh 
Castle  School  was  opened  by  Lady  Trenchard  for  the  orphan 
sons  of  airmen.  This  orphanage  is  the  first  of  the  good  works 


INDICATOR 

changed  without  disconnecting  any  part  of  the  indicator 
from  the  engine  ;  (4)  rapidly  reciprocating  parts  are  entirely 
superseded  ;  (5)  th&  rotating  valves  being  subject  to  end 

pressure  only,  run  with  the  minimum  of  friction  and  wear  ; 
(6)  the  recording  apparatus  having  a  slow  motion  only,  no 
parallel  motion  with  its  loose  joints  is  necessary  ;  (7)  the 

spring  having  the  full  amplitude  of  movement  of  the  vertical 
ordinate  of  the  diagram  is  easy  to  calibrate.  In  fact  the 
spring  having  about  six  times  the  amplitude  of  the  ordinary 
indicator  spring,  and  the  usual  parallel  motion,  multiplying 
the  motion  by  six,  being  absent,  the  errors  of  the  calibration 
of  the  spring  are  reduced  to  1/36. 


Diagrammatic  sketch  of  the  Gale  Indicator  for  High¬ 
speed  Engines. 


We  understand  from  The  British  Oil  and  Turpentine 
Corporation,  Ltd. — who,  by  the  way,  are  the  makers  of  the 
well-known  “  Speedwell  ”  Oils— that  the  Gale  Indicator  will 
be  placed  on  the  market  in  about  six  weeks’  time,  and  that  a 
test  is  to  be  carried  out  shortly  with  one  of  these  instruments 
on  a  very  high-speed  motor-cycle  engine. 

<5>  <$> 

of  this  type  for  which,  amongst  other  objects,  the  R.A'l7. 
Memorial  Fund  was  started. 

Air  Vice-Marshal  Sir  John  Salmond,  who  received  Air- 
Marshal  Sir  Hugh  Trenchard  and  Lady  Trenchard,  explained 
that  the  building  was  the  gift  of  Mr.  and  Mrs.  Duckham  to 
the  Royal  Air  Force,  and  that  it  had  been  subsidised  by  the 
Royal  Air  borce  Memorial  Fund.  At  present  the  school 
held  16  boys,  but  it  was  hoped  to  add  extensively  to  the 
present  building,  which  might  come  to  be  regarded  in  the 
future  as  the  cradle  of  an  aerial  race.  Any  boy  who  exhibited 
an  instinct  for  flying  would  be  trained  with  a  view  to  entering 
the  Air  Force. 

Lady  Irenchard  declared  the  school  open,  and  speeches 
were  made  by  Sir  Hugh  Trenchard  and  Lord  Hugh  Cecil 
(Chairman  of  the  Executive  Committee),  the  latter  of  whom 
spoke  warmly  of  the  gallantry  of  British  airmen  in  the 
War. 
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THE  “ J.L.-12”  ATTACK  ’PLANE 


An  1  all-metal,  aimouicd  attack  monoplane  has  just  been 
built  in  America  by  the  J.L.  (John  Larsen)  Aircraft  Corp., 
of  New  York.  This  machine  is  known  as  the  "  J.L.-12,” 
and,  as  will  be  seen  from  the  accompanying  illustration, 
bears  a  stiong  resemblance  to  the  Junker  all-metal  mono¬ 
plane,  It  is  leported  that  a  "  J.L.-12  ”  made  a  remarkable 
flight  on  October  21  last,  when,  piloted  by  Capt.  B,  H, 
Pearson,  it  left  the  J.L.  aerodrome  at  Central  Park,  Long 
Island,  at  9.15  a.m.,  and  flying  against  a  60  m.p.h.  head¬ 
wind  at  2,500  ft. ,  arrived  at  Washington  at  ir.45  a.m.,  thus 
covering  the  distance  of  about  200  miles  in  2  k  hours,  or  at  a 
speed  of  80  m.p.h. 

I  he  principal  feature  of  the  "  J.L. -12  "  consists  of  its 
ai  ro ament  of  30  Thompson  machine  guns.  These  are  arranged 
in  a  main  battery  of  28  guns  in  two  sections.  The  first 
section  is  of  12  guns,  located  directly  behind  the  pilot's 
seat,  and  the  second,  of  16  guns,  is  mounted  at  the  rear, 
hiring  is  operated  by  three  levers,  one  firing  the  12-battery 
the  other  firing  the  16-battery,  whilst  the  third  lever  puts 
all  28  guns  into  action.  The  two  remaining  guns  are  operated 
independently  by  the  pilot,  or  gunner,  from  the  cockpit. 

the  main  battery  is  located  in  the  floor  of  the  fuselage, 
the  first  section  of  12  being  set  at  a  slight  forward  angle, 
and  six  of  the  second  section  fire  directly  dowmwards,  the 
remainder  being  trained  slightly  aft.  The  circular  drums 
for  the  guns  contain  100  cartridges,  and  the  ammunition 
equipment  for  the  machine  in  battle  trim  consists  of  three 
drums  for  each  of  the  thirty  guns.  The  replacement  of 
fresh  magazines  for  all  the  guns  requires  only  four  minutes. 

It  is  claimed  that  by  operating  the  ailerons  so  as  to  rock 
the  machine  laterally,  an  effective  side  rake  fire  is  obtained. 
The  proposed  functions  of  the  "  J.L.-12  "  are  to  provide  a 
machine  having  high  speed,  quick  climb  and  controllability, 
which  can  be  used  against  infantry,  convoys,  etc.  It  will 
dive  down  on  the  enemy,  and  flying  low  over  him.  open  fire 
and  then  climb  rapidly  to  a  safer  altitude  in  order  to  give  the 
gunner  an  opportunity  to  renew'  the  magazines  before  another 
similar  attack. 

As  regards  the  construction  of  the  machine,  this  is,  we 
believe,  a  modification  of  the  Junker,  already  described  in 
Flight.  American-made  aluminium  alloy  is  employed  in 
its  construction,  the  metal  sheets  being  Tg?TiT  of  an  inch  thick. 
The  armour,  presumably  on  the  low'er  portion  of  the  fuselage, 
is  in.  armour-plate.  The  machine  is  braced  throughout 
with  steel. 


In  discussing  the  machine  Mr.  Larsen  stated  that  «  It  has 
been  put  through  the  most  severe  tests  already,  and  the 
living  and  the  battery  performance  have  been  perfect. 

“  One  marked  feature  of  the  machine  is  its  climbing  ability. 

Hirmg  a  recent  test  it  climbed  the  first  1,000  feet  in  forty-five 
seconds,  and  rose  to  10,000  feet  in  less  than  twelve  minutes. 
It  is  as  fast  as  a  scout  'plane,  and  has  high  qualities  of 
manoeuvring  at  speed.” 

It  was  a  similar  but  smaller  machine  to  the  J.L.-12 — the 
J.L.-6 — that  created  an  endurance  record  (26  hrs.  19  mins 
35  secs.)  recently. 


The  principal  characteristics  of  the 

Span . 

Over-all  length 
Engine 

Weight  (empty) 

Weight  (fully  loaded) 

Weight  of  armour, 
armament  and  maga¬ 
zines 

Weight  of  fuel  (5  hrs.) 

Weight  of  pilot  and 


J.L.-12 

49  ft- 
32  ft. 

400  h.p.  Libert}' 
2,900  lbs. 

5  000  lbs. 


3,848  lbs. 
800  lbs. 


are 


Speed  range  . . 
Climb  . . 

.Range  of  actiou 


352  lbs. 

55-145  m.p.h. 

1,000  ft. /45  s.,  1 0,000  ft.  /r  1  mins. 
400  miles. 


J  £  -12  ”  all-metal  ATTACK  MONO¬ 
PLANE  :  Three  detail  views.  1.  Looking  aft  below 
fuselage,  showing  gun-posts.  2.  Interior  view  looking 
forward,  showing  a  battery  of  12  guns.  3.  Interior 
view  looking  aft,  showing  the  rear  battery. 
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LONDON  TERMINAL  AERODROME 


Monday  evening,  January  30. 

This  has  been  one  of  the  worst  weeks  from  a  weather  point 
of  view  for  some  time.  Up  to  Saturday  no  machine  had  got 
through  in  either  direction  ;  in  fact  very  little  flying  was 
attempted.  The  w  eather  has  been  extremely  bad  in  northern 
France,  the  district  round  Beauvais,  in  particular,  having 
been  very  thick  throughout  the  week. 

On  Saturday,  however,  the  weather  was  much  brighter, 
and  quite  an  array  of  machines  left  for  both  Paris  and 
Brussels.  The  activity  was,  indeed,  almost  as  great  as  in  the 
summertime.  There  were  a  number  of  passengers  ;  in  fact 
such  bookings  have  made  a  sudden  spurt,  and  are  now  quite 
good.  On  Sunday,  for  instance,  the  Instone  Air  Line  had  a 
full  load  for  the  D.H.18  to  Paris,  and  only  one  short  of  a  full 
load  on  the  trip  from  Paris  to  London. 

Four  crates  of  live  chickens,  which  had  made  the  journey 
from  Yorkshire  to  Croydon  by  train,  were  included  ’’n  the 
cargo  of  the  Handley  Page,  wh’le  the  Instone  machine  from 
Paris,  the  “  City  of  London,”  carried  a  large  consignment  of 
French  wines. 

The  new  Marconi  Renault-Avro  is  now  fully  equipped 
with  its  wireless  gear,  and  has  already  made  several  experi¬ 
mental  wireless  flights.  Mr.  Shaw  is  very  pleased  with  the 
machine.  It  is  an  endless  source  of  amusement  to  the 
personnel  of  the  aerodrome,  by  the  way,  to  see  Mr.  Shaw — 
who  is  one  of  the  best  pilots  the  '*  airway  ”  has  yet  seen — 
floating  about  in  the  atmosphere,  piloting  a  machine  wrhich 
is  a  cross  between  an  Avro  and  a  D.H.6, 

The  Lighting  of  the  Airway 

Mr.  Leysmith  is  back  on  the  aerodrome  running  over  his 
searchlights,  but  tells  me  that  he  is  returning  to  Lympne  to 
continue  the  work  of  illuminating  that  aerodrome  in  about 
a  week.  There  appears  to  be  a  peculiar  fascination  about 
Lympne  which  attracts  all  who  have  had  occasion  to  visit 
the  place.  Once  anyone  gets  down  there  for  a  short  time  it 
is  difficult  to  induce  him  to  leave.  Mr.  Leysmith  says  ”  it 
grows  on  you  ”  during  the  second  week,  Perhaps  the 
welcome  extended  by  Messrs.  Davies  and  Deacon  has  some¬ 
thing  to  do  with  it. 

The  lighthouse  ceased  to  function  on  Friday  and  is  already 
being  dismantled  prior  to  being  removed  to  Titsey  Hill. 
In  anticipation  of  extra  demands  upon  it,  the  "  cone-light  ” 
is  being  overhauled,  and  the  outside  paint  is  having  a  good 
wash. 

Saturday  was  a  day  full  of  incident.  The  sudden  clearance 
of  the  weather,  after  a  week  of  fog  and  gloom,  evidently 
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attracted  people,  to  the  aerodrome.  Mr,  Larry  Carter,  who 
has  completed  his  contract  in  connection  with  the  delivery 
of  Bristols  to  Spain,  was  back  on  the  aerodrome,  looking 
hopefully  around  for  other  fields  to  conquer. 

Mr.  Heme  is  also  back  from  the  land  of  bull-fights,  and 
flew  off  to  Brussels  in  one  of  the  Disposal  Company’s 
machines, 

An  Aerial  Chapter  of  Accidents 

No  fewer  than  six  machines  started  out  from  the  Disposal 
Company’s  factory  for  Brussels,  and  out  of  these  six,  four 
came  to  grief.  Mr.  Forestier-Walker  had  barely  risen  from 
the  aerodrome  when  his  engine  cut  out,  and  his  machine 
crashed  on  its  nose  perilously  near  the  corrugated  iron  fence 
which  the  powers-that-be  have  erected  —  so  some  pilots 
say — in  order  to  make  things  more  difficult.  His  machine 
was  a  total  wreck,  but  Mr.  Forestier-Walker  escaped  injury. 

Mr.  Haynes,  who  was,  it  will  be  remembered,  at  one  time 
pilot  for  the  Leatherhead  Aviation  Services,  got  as  far  as 
Lympne  with  his  machine,  and  then  news  arrived  that  he 
was  unable  to  proceed  owing  to  a  broken  propeller.  How 
this  came  about  is  not  as  yet  known. 

Two  other  machines,  flown  by  Messrs.  Stocken  and  Elton, 
were  reported  to  have  crashed  in  France  or  Belgium,  but  full 
details  are  not  as  yet  available.  The  remaining  two — one 
piloted  by  Mr.  Herne  and  the  other  by  Captain  Muir — 
were  compelled  to  descend  before  reaching  their  destination, 
probably  on  account  of  weather.  The  machine  which 
Captain  Muir  was  piloting  was  the  one  presented  by  the 
Aircraft  Disposal  Company  to  the  Queen  of  the  Belgians. 

The  four  new  hangars  being  erected  near  the  public  en¬ 
closures  are  rapidly  approaching  completion,  workmen  being 
engaged  this  morning  in  putting  on  the  canvas  covers.  They 
are  to  be  provided  with  concrete  floors  ;  w'hich  will  be  a 
great  improvement  on  the  old  hangars,  simply  erected  on 
virgin  soil.  Enlargements  are  also  being  made  to  the  en¬ 
closure  which  contains  the  various  notice  boards  and  the 
traffic-movement  board.  It  is  probable  that  some  new 
boards,  including  the  large  weather-map,  will  be  erected 
there  shortly. 

Arrangements  are  in  being  for  a  race  between  M.  Sadi 
Lecointe,  piloting  his  Nieuport-Delage,  and  Mr.  J.  James  on 
the  Napier-engined  Gloucestershire  Mars,  to  take  place 
on  Easter  Monday.  M.  Lecointe  is  expected  at  the  aero¬ 
drome  shortly  to  decide  whether  it  is  big  enough  to  land  his 
machine  in.  If  his  decision  is  satisfactory  there  is  little 
doubt  but  that  the  race  will  take  place. 

0  0 


ROYAL  AERONAUTICAL  SOCIETY 


Lectures. — Dr.  Pullin’s  lecture  having  been 
postponed  from  February  2  to  March  16,  the 
next  meeting  will  take  place  on  February  16 
at  5.30  p.m.  at  the  Royal  Society  of  Arts, 
when  Sqdn.-Ldr.  C.  F.  Portal  will  read  a 
paper  on  “  Methods  of  Instruction  in  Aero¬ 
plane  Flying.” 

Examinations. — It  would  greatly  assist  the 
Council  in  making  the  necessary  arrange¬ 
ments  if  intending  candidates  for  the  Society’s 

0  0 

PERSONALS 

Married 

John  Mecredy  McAlery,  R.A.F.,  only  son  of  the  late 
Rev.  John  McAlery,  co.  Antrim,  and  Mrs.  J.  O.  Campbell, 
Moyallon,  Annadale,  Belfast,  was  married  on  January  27,  at 
St.  George's  Registry  Office,  to  Cecily  Mary,  elder  daughter 
of  Mr.  and  Mrs.  Scott-Holmes,  of  Norwich,  and  grand¬ 
daughter  of  the  late  Major  H.  T.  Holmes,  of  Wacton  House, 
Norfolk. 

The  marriage  took  place  on  December  21,  1921,  at  Christ 
Church,  Cawnpore,  India,  of  Flight-Lieut.  Frederick  James 
Watts,  31st  Squadron,  R.A.F.,  eldest  son  of  Mr.  and  Mrs. 
F.  Watts,  Wanstead,  Essex,  to  Miss  Edith  Vernon,  B.Sc., 
elder  daughter  of  Mr.  and  Mrs.  W.  Vernon,  of  “  Chorley 
Wood,”  Cawnpore,  and  “  Pahargarh,”  Matley,  Cheshire. 

To  be  Married 

The  engagement  is  announced  between  Flight-Lieut.  R.  E. 
Nicole,  R.A.F.,  youngest  son  of  the  Rev.  C.  A.  S.  and 
Mrs.  Nicoll,  of  St.  Leonards-on-Sea,  and  Dulcie,  daughter 
of  Colonel  F.  G.  Langham,  C.M.G.,  and  Mrs.  Langham,  of 
Hastings. 

Death 

Cyril  Fenton,  late  Lieut.,  R.F.C.,  eldest  son  of  George 
Fenton,  of  Carlton.  Victoria,  died  on  January  21  of  a  malady 
contracted  while  a  prisoner  of  war  in  Germany. 


Associate  Fellowship  examinations  to  be  held  in  April  next 
would  send  in  their  names  provisionally  as  early  as  possible. 

Library. — The  following  books  have  been  received  and 
placed  in  the  Library  :  ”  Structural  Analysis  and  Design  of 
Airplanes,”  by  Maj.  T.  H.  Bane  ;  “  Five  Years  in  the  Royal 
Flying  Corps,”  by  Maj.  J.  T.  B.  McCudden  ;  “  The  Red 
Air  Fighter,”  by  M.  Freiherrn  von  Richthoven. 

W.  LOCKWOOD  MARSH, 

Secretary 

0  0 

“ R.38”  MEMORIAL  RESEARCH  FUND 

Third  List  of  Donations  received,  January  27,  1922. — Lord 
Invernairn,  £105  ;  Viscount  Cowdray,  £52  10s,  ;  12th 

Squadron,  Royal  Air  Force,  Germany,  ^43  7 s.  3 d.  ;  Pro¬ 
prietors  of  the  Daily  Telegraph,  £25  ;  Sir  John  Hunter,  £20  ; 
Sir  J.  Maclay,  £10  10s.  ;  Lord  Glentanar,  £10  ;  V.  Stefanson, 
f\o  ;  Griffith  Brewer,  £10  ;  2nd  Squadron,  Royal  Air  Force, 
Fermoy,  £9  ;  47th  Squadron,  Royal  Air  Force,  Hewlan, 
Egypt,  £7  ns.  jd.  ;  Sir  Mortimer  Singer,  £5  ;  Flight-Lieut. 
A.  S.  Booth,  £5  ;  Mrs.  Lockwood  Marsh,  £$  ;  Anon.,  ^3  ; 
IT.  B.  Wyn-Evans,  A.  H.  Ashbolt,  A.  P.  Cole,  Mrs.  N.  G.  H. 
Hodgson,  G.  Reid,  S.  Payne,  A.  E.  L.  Chorlton,  Squadron- 
Leader  D.  Harries,  Maj. -Gen.  W.  Gwatkin,  Canadian  Air 
Force,  £2  2 s.  each;  Anon.,  £2;  Flying  Officer  J.  S,  G. 
Wrathall,  £1  10s.  ;  Flight-Lieut.  H.  C.  Irwin,  Rev.  Basil 
Phillips,  E.  H.  Lewitt,  Maj.  C-.  F.  Abell,  Col.  Ivan  Davson, 
£1  is.  each  ;  Flight-Lieut.  J.  Barron,  £1  ;  Maj.  G.  H.  Abell 
(second  donation),  10s.  6 d.  ;  A.  E.  Marsland,  10s.  6 d.  ; 
Capt.  J.  B.  Walker,  5s.  Previous  lists  published,  /851  3 s. 
Total,  £1,200  os.  10 d.  ^ 

The  Council  of  the  Royal  Aeronautical  Society  have 
appointed  a  committee  consisting  of  Prof.  L.  Bairstow, 
Wing-Cmdr.  "jT.  R.  Cave-Browne-Cave,  Maj.  R.  V.  Southwell 
and  Maj.  H.  *E.  Wimperis  to  consider  the  administration  of 
the  fund. 
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London  Gazette,  January  24,  1923 


London  Gazette,  January  27,  1922 


General  Duties  Branch 

The  following  Fit.  Cadets  having  successfully  passed  out  of  R.A.F.  (Cadet) 
College,  are  granted  perm,  commns.  as  Fit.  Offrs.,  effect  from  Dec.  20  :  G.  H. 
Mills,  J.  B.  Barrett,  R.  N.  Waite,  W.  J.  M.  Akerman,  A.  P.  Revington,  N.  C. 
Hayter-Hames,  M.  B.  Mackay,  R.  D.  Whelan,  R.  A.  R.  Mangles,  J.  R.  Brown, 
G.  C.  B.  Bernard-Smith,  F.  C.  T.  Rowe,  D.  W.  F.  Bonham  Carter,  F,  G.  S. 
Mitchell,  W.  A.  D.  Brook,  C.  W,  Gore,  R.  A.  B.  Stone,  C.  L.  Falconer,  G. 
Combe,  T.  J.  Desmond,  G.  W.  Gay,  E.  V.  S.  Lacey,  C.  M.  O.  O.  Springfield, 

C.  J,  Stone,  R.  W.  Poutifex,  M.  H.  Garnons- Williams,  J.  G.  Hawtrey. 

Lieut.  F.  J.  C.  Rybot,  R.G.A.,  is  granted  a  tempy.  commn.  as  a  Flving  Offr., 
on  seconding  for  four  years’  duty  with  the  R.A.F.  ;  Jan.  9,  Flying  Offr.  L.  C. 
Pharoab-Band  resigns  his  short  service  commn.,  and  is  permitted  to  retain 
rank  of  Lieut. ;  Jan.  25. 

Memoranda 

Sec.  Lieut.  C.  R.  Southey  to  be  Lieut.  (Ad.) ;  March  5,  1919.  Lieut.  C.  R. 
Southey  is  transfd.  to  the  Unemployed  List ;  May  26,  1919  (substituted  for 
Gazette,  July  18,  1919). 


General  Duties  Branch 

The  folig.  Pilot  Officers,  on  probation,  are  confirmed  in  rank  : — P.  W, 
Adams,  E.  B.  Addison,  I.  P.  Anderson,  E.  J.  Dashwood,  A.  D.  Drysdale, 
A.  M.  Glover,  A.  L.  Harris,  G.  P.  F.  Hill,  E.  C.  N.  Jeffries,  L.  G.  A.  Kirchener, 
R.  P.  MollaXd,  G.  C.  Sclater,  J.  A,  R.  Stevenson;  Dec.  28,  1921.  S.  H. 
Cooper,  C.  Douglas,  B.  J.  O’Connor  Hanstoek,  R.  C.  Wansbrough  ;  Jan.  4. 
T.  J.  Shaw  ;  Jan.  5.  fo.  R.  Sharman,  M.C.  ;  Jan.  7.  F.  G.  Whitmore ; 
Jan.  8. 

The  folig.  are  placed  on  half-pay  Scale  B  : — Flying  Offr.  C.  C.  Bazell  ; 
Jan.  24.  Observer  Offr.  L.  T.  Kerry  ;  Jan,  25, 


M  cmorandum 

The  notification  in  the  Gazette  of  March  25,  1919,  concerning  Sec.  Lieut. 
J.  Miller,  is  cancelled. 

Erratum 

Gazette  of  March  22,  1921,  for  D.  MacLaren,  read  D.  Maclaren. 


ROYAL  AIR  FORCE  INTELLIGENCE 


Appointments. — The  following  appointments  in  the  Royal  Air  Force  are 
notified 

Group  Captains.— A  M.  Longmore,  D.S.O.,  to  R.A.F.  Depfit  (Inland  Area). 
(Supernumerary.)  Whilst  attending  Army  Staff  College,  Camberley.  23.1.22. 
J.  G.  Hearson,  C.B.,  D.S.O.,  from  R.A.F.  Depdt  (Inland  Area)  to  British 
Delegation,  Paris.  As  British  Air  Representative,  vice  Group  Captain  P.  R.  C. 
Groves,  C.B.,  C.M.G.,  D.S..0  3.2.22. 

Wing  Commanders  — L.  A.  Pattinson,  D.S.O.,  M.C.,  D.F.C.,  to  R.A.F. 
Depdt  (Inland  4r-a).  (Supernumerary.)  Whilst  attending  Army  Staff 
College,  Camber'.!  y,  ■'u  ceasing  to  be  attached  to  School  of  Army  Co-operation. 
23.1.22.  G.  B.  TJysics,  D.S.O.,  from  R.A.F.  Depdt  (Inland  Area)  to  Royal 
Aircraft  Establishment,  S.  Farnborough.  For  Experimental  duties.  19. 1.22, 
F,  H.  Kirby,  V.C.,  O.B.E.,  D.C.M.,  from  Headquarters,  Inland  Area,  to  No.  4 
Stores  Depdt.  Attached  for  course  of  instruction.  28.1.22.  A.  D.  Cunning¬ 
ham,  C.B.E.,  from  R.A.F.  Depdt  (Inland  Area)  to  Iraq  Group  Headquarters 
(Middle  East  Area).  For  Personnel  Staff  duties  at  Area  Headquarters  (on 
formation).  19. 1.22. 

Squadron  Leaders. — A.  A.  B.  Thomson,  M.C.,  A.F.C.,  from  R.A.F.  Depdt 
(Inland  Area).  To  command  No.  39  Squadron  (Inland  Area).  18.1.22. 
T.  S.  Imney,  from  No.  30  Squadron  (Inland  Area)  to. R.A.F.,  Depdt  (Inland 
Area).  (Supernumerary.)  21,1.22,  J.  T,  Whittaker,  M.C.  from  Inter- 
Allied  Aeronautical  Commission  of  Control  (Germany).  To  command  No.  100 
Squadron  (No.  n  (Irish)  Wing).  1.2.22.  B.  E.  Srnythies,  D.F.C.,  from 
R.A.F.  Depdt  (Inland  Area).  To  command  No.  3  Flying  Training  School  (In¬ 
land  Area).  28.1.22.  W.  B.  Cushion,  from  Inland  Area  Aircraft  Depdt 
(Inland  Area)  to  No.  29  Group  Headquarters  (Coastal  Area).  23.1.22. 
w.  W.  Shorten,  F.R.C.S.  (E.),  from  Central  Medical  Board  (Inland  Area) 
to  No.  x  School  of  Technical  Training  (Boys)  (Halton).  Fori'duty  as  Medical 
Officer  at  R.A.F.  Hospital,  Halton.'  16.1,22.  F.  A.  Baldwin,  from  Air 
Ministry  (Directorate  of  Equipment)  to  Iraq  Group  Heacfquarters  (Middle 
East  Area).  For  Stores  duties  at  Aircraft  Depdt  (on  formation).  19.1.22. 
A.  J.  Currie,  from  Record  Office  (Inland  Area)  to  No.  216  Squadron  (Middle 
East  Area).  (Supernumerary.)  12.1.22. 

Flight  Lieutenants. —  R.  B.  Munday,  D.S.C.,  from  Inter-Allied  Aeronautical 
Commission  of  Control  (Germany)  to  R.A.F.  Depdt  (Inland  Area).  (Super¬ 
numerary.)  16.1.22.  W.  L.  Shaw,  M.B.E.,  from  School  of  Army  Co¬ 
operation  (Ihland  Area)  to  Inland  Area  Aircraft  Depdt  (Inland  Area).  16.2.22. 
E.  Drudge,  M. B.E.,  from  Instrument  Design  Establishment  (Inland  Area)  to 
Half-pay  List,  pending  embarkation  overseas.  31.1.22.  R.  J.  O.  Compston, 

D.S.C.,  D.F.C. ,  to  R.A.F.  Depdt  (Inland  Area).  (Supernumerary.)  29.1x.2x. 
H.  S.  C.  Starkey,  O.B.E.,  M.D.,  M.A.,  from  Research  Laboratory  and  Medical 
Officers'  School  of  Instruction  (Inland  Area)  to  Central  Medical  Board  (Inland 

SI  SI 

R.A.F.  Commissions 

It  is  announced  in  the  London  Gazette  of  January  24 
that  the  following  Flight  Cadets,  having  successfully  passed 
out  of  the  R.A.F.  (Cadet)  College,  are  granted  permanent 
commissions  as  Pilot  Officers,  with  effect  from  December  20, 


G.  H.  Mills. 

J.  B.  Barrett. 

R.  N.  Waite. 

W.  J.  M.  Akerman. 

A.  P.  Revington. 

N.  C.  Hayter-Hames. 

M.  B.  Mackay. 

R.  D.  Whelan. 

R.  A.  R.  Mangles. 

J.  R.  Brown. 

G.  C.  B.  Bernard-Smith. 
F.  C.  T.  Rowe. 

D.  W.  F.  Bonham  Carter. 


F.  G.  S.  Mitchell. 

W.  A.  D.  Brook. 

C.  W.  Gore. 

R.  A.  B.  Stone. 

C.  L.  Falconer. 

G.  Combe. 

T.  J.  Desmond. 

G.  W.  Gay. 

E.  V.  S.  Lacey. 

C.  M.  O.  O.  Springfield. 
C.  J.  Stone. 

R.  W.  Pontifex. 

M.  H.  Garnons-Williams. 
J.  G.  Hawtrey. 


R.A.F.  in  the  Mediterranean 

Fleet  orders  state  that  the  new  system  of  pay  accounting 
to  be  introduced  in  the  Mediterranean  group  of  the  Royal  Air 
Force  on  April  r  next  will  be  extended  to  include  officers  of 
the  Royal  Air  Force  borne  on  H.M.  ships  in  the  Mediterranean 
as  from  that  date.  All  R.A.F.  officers  and  men  serving 
in  these  ships  will  be  borne  for  pay  on  the  ledgers  of  the  R.A.F. 
Accountant  Officer,  Malta. 


R.A.F.  Sports  Board 

Fixture  List  for  February,  1922. — February  4,  Rugby, 


Area).  16.1.22.  A.  S.  Maskell,  to  R.A.F.  Recruiting  Depdt,  Portsmouth, 
on  completion  of  duty  at  R.A.F.  Recruiting  Depdt,  Plymouth.  18.1.22. 

D.  Cloete,  M.C.,  A.F.C.,  from  Half-pay  List  to  South  African  Air  Force. 
(Oh  secondment.)  21. 7.21,  C.  R.  Cox,  A.F.C.,  from  No.  5  Squadron  (India) 
to  R.A.F.  Depdt  (Inland  Area).  (Supernumerary.)  27.x2.21.  R.  B. 
Munday,  D.S.C.,  from  R.A.F.  Depdt  (Inland  Area)  to’Headquarters,  Coastal 
Area.  1.2.22.  A.  J.  Briddon,  from  Egyptian  Group  Headquarters  (Middle 
East  Area)  to  R.A.F.  Depot  JInland  Area).  (Supernumerary.)  g.1.22. 
F.  Tedman,  M.B.E.,  from  Aircraft  Depdt,  Egypt  (Middle  East  Area)  to  R.A.F. 
Depdt  JInland  Area).  (Supernumerary.)  9.1.22.  J.  L.  L,  Dufies,  from 
Headquarters,  Middle  East  Area,  to  R.A.F.  Depdt  (Inland  Area).  (Super¬ 
numerary.)  9.1.22.  A.  C.  Randall,  D.F.C.,  from  R.A.F.  Base,  Gosport 
(No.  2x0  Squadron)  (Coastal  Area)  to  No.  203  Squadron  (Coastal  Area). 
jo.t.22.  F.  W.  Walker,  D.S.C.,  A.F.C.,  from  R.A.F.  Base,  Gosport  (No.  210 
Squadron)  (Coastal  Area)  to  School  of  Naval  Co-operation  and  Aerial  Naviga¬ 
tion  (Coastal  Area).  30.1.22,  F,  G.  M.  Williams,  from  R.A.F.  Depdt  (Inland 
Area)  to  No.  4  Stores  Depdt.  For  course  of  instruction.  28.1.22.  V.  J.  B. 
Jacobs,  from  Headquarters,  Coastal  Area,  to.  No.  4  Stores  Depdt.  For 
course  of  instruction.  28.1.22.  F.  J.  Cooke,  from  No.  1  Stores  Depdt  to 
No.  4  Stores  Depdt.  For  course  of  instruction,  on  ceasing  to  he  attached  to 
Port  Detachment.  28.1.22.  T.  E.  Drowley,  from  Air  Ministry  (Directorate 
of  Equipment)  to  No.  4  Stores  Depdt.  For  course  of  instruction.  28.1.22. 

E.  W.  Crosbie,  from  School  of  Technical  Training  (men)  (Inland  Area)  to 
No.  4  Stores  Depdt.  For  course  of  instruction.  28.1.22.  C.  R.  Richardson, 
from  No.  6  Flying  Training  School  (Inland  Area)  to  No.  70  Squadron  (Middle 
East  Area).  19. 1.22.  T.  G.  Skeats,  from  R.A.F.  Depdt  (Inland  Area)  to 
Iraq  Group  Headquarters  (Middle  East  Area).  On  ceasing  to  be  attached  to 
Air  Ministry  (Directorate  of  Equipment).  19. 1.22,  J.  W.  Woodhouse, 
D.S.O.,  M.C.,  from  R.A.F.  Depdt  (Inland  Area)  to  No.  1  Flying  Training 
School  (Inland  Area).  1.2.22  J.  S.  T.  Fall,  D.S.C.,  A.F.C.,  from  No.  203 
Squadron  (Coastal  Area)  to  Marine  and  Armament  Experimental  Establish¬ 
ment  (Coastal  Area).  (Supernumerary.)  For  training  as  Experimental 
Pilot.  7.2.2^.  T.  P.  Y.  Moore,  from  School  of  Naval  Co-operation  and 
Aerial  Navigation  (Coastal  Area)  to  No.  216  Squadron  (Middle  East  Area). 
(Supernumerary.)  21. 1.22.  A.  R.  Mackenzie,  from  No.  x  School  of  Technical 
Training  (Boys)  (Halton)  to  No.  216  Squadron  (Middle  East  Area).  (Super¬ 
numerary.)  21. 1. 22.  J.  E.  M.  Atherley,  from  No.  1  Wing  Headquarters 
(India)  to  R.A.F.  Depdt  (Inland  Area).  To  join  24.3.22.  (Supernumerary.) 
28.12.21.  A.  S.  Goodwin,  from  Headquarters  R.A.F.,  India,  fo  R.A.F.  Depdt 
(Inland  Area).  (Supernumerary.)  28.12.21.  E.  N.  H.  Gray,  D.P.  H.,  from 
Headquarters,  R.A.F.,  India,  to  No.  27  Squadron  (India).  For  duty  as 
Medical  Officer.  2.1.22. 

H  H 

R.A.F.  v.  Royal  Navy  at  Queen's  Club  (R.A.F.  Rugby 
Union  General  Meeting  at  1  p.m.).  February  10,  Fencing, 
R.A.F.  v.  Birmingham  Athletic  Club  at  Uxbridge.  February 
10,  Association,  Semi-Finals,  Cup  Competition  at  Uxbridge. 
February  15,  Fencing,  R.A.F.  v.  Cambridge  University  at 
Cambridge.  February  15,  Association,  Final,  Cup  Com¬ 
petition  at  Uxbridge.  February  iS,  Rugby,  R.A.F.  v. 
United  Services,  Devonport,  at  Devonport.  February  22, 
Hockey,  R.A.F.  v.  Army  at  Aldershot.  February  22  and  23, 
Boxing,  Team  Boxing  Championships  at  Cranwell.  February 
27,  Hockey,  R.A.F.  v.  Cambridge  at  Cambridge. 

R.A.F.  Team  Boxing  Championships. — The  Annual  Team 
Boxing  Championships  of  the  Royal  Air  Force  are  being  held 
this  year  at  Cranwell  on  February  22  and  23.  This  is 
actually  the  first  time  the  Team  Championships  have  been 
held,  as  the  meeting  arranged  last  year  had  to  be  cancelled 
at  tire  last  minute  owing  to  industrial  trouble. 

The  Air  Force  at  home  has  been  split  up  into  “  Groups  ” 
for  purposes  of  entering  teams,  and  each  group  may  enter  a 
team  of  officers  and  a  team  of  airmen,  each  team  entering 
one  competitor  in  each  weight. 

Boxing  is  becoming  increasingly  popular  in  the  Air  Force, 
particularly  among  the  airmen,  and  all  the  competitions  are 
well  supported. 

With  the  approach  of  the  Imperial  Services  Boxing  meeting 
at  Halton  Camp,  a  careful  watch  is  being  kept  for  any  new 
talent,  as  the  Air  Force  has  recently  lost  the  services  of 
Flight  Lieut.  P.  W.  Smith,  who  won  the  Light  Weights 
(Officers)  at  the  I.S.B.A.  Meeting  in  1920  and  1921,  and  also  of 
A/C.  Mills,  who  won  the  Lightweights  (Other  Ranks)  in  1921 
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MARTLESHAM  HEATH  RE-UNION  DINNER. 

Martlesham’s  second  annual  re-union  dinner  was  held 
on  January  20  at  the  Caffi  Royal,  Regent  Street,  Brig. -Gen. 
R.  K.  Bagnall-Wild,  C.M.G.,  C.B.E.  (Director  of  Research), 
presiding. 

After  the  Chairman  had  proposed  the  King  and  the  Royal 
Air  Force,  Maj.  Barlow  proposed  “  Past  Members,”  to 
which  Maj.  Geddes  briefly  replied.  Squadron-Leader  Vernon 
Brown  then  proposed  “  Present  Members,”  to  which  Squadron- 
Leader  Maund  replied. 

Maj.  R.  H.  Mayo,  who  had  come  over  from  Paris  for  the 
dinner,  proposed  “  The  Director  of  Research,”  and  in  his 
speech  compared  the  British  and  French  methods  of  testing, 


The  Martlesham  Heath  Dinner  Menu. 

arid  pointed  out  that  any  Martlesham  figures  which  get 
to  France  are  always  accepted.  Gen.  Bagnall-Wild,  in  his 
reply,  spoke  hopefully  of  the  future  as  regards  experimental 
and  research  work,  and  finished  his  speech  with  some  inter¬ 
esting  and  amusing  stories. 

The  rest  of  the  evening  was  taken  up  with  a  short  musical 
programme,  the  two  artists  being  Squadron-Leader  Vernon 
Brown,  who  sang,  and  Flying  Officer  Wallwork,  who  played 
some  lively  tunes  and  popular  choruses. 

It  was  agreed,  at  the  close  of  the  evening,  that  the  dinner 
was  a  great  success,  more  so  even  than  the  first.  Therefore 
it  is  hoped  that  the  third  dinner,  which  will  be  held  in 
January,  1923,  and  subsequent  re-unions,  will  be  so  supported 
that  each  will  make  a  record  advance  in  enjoyment  upon 
the  last. 

Airship  Officers’  Club  Dinner 

This  re-union  dinner  in  February  will  be  held  at  the 
Connaught  Rooms  at  7.45  p.m,  Mr.  Ashbolt,  Agent-General 
for  Tasmania,  is  amongst  others  who  will  be  present. 

«  »  X  X 

PUBLICATIONS  RECEIVED 

Rendiconti  dell’  Istituto  Sperimentale  AeronaiUico .  Series  2 a, 
No.  4.  “ Rendiconti  ”  Libreria  di  Scienze  e  Letter e,  Piazza 

Madama  19-20,  Rome,  Italy.  Price  L.15. 

Rapports,  Prermer-Congres  International  de  la  Navigation 
Adrienne,  Paris,  15-25  Novembre,  1921.  Vols.  I  and  II.  Ed. 
Blondel  la  Rougery,  7,  Rue  Saint-Lazare,  Paris. 

Lexique  Technique  Anglais-Frartfais.  By  G.  Malgorn. 
Paris  :  Gauthier-Villars  et  Cie.,  55,  Quai  des  Grands- Augustins. 
Price  10  francs. 


The  London  Aero  Models  Association 

Annual  general  meeting  held  on  January  19,  1922. 
The  following  members  were  elected  to  office  for  the  ensuing 
12  months:  Vice-President,  Mr.  C.  J.  Lane;  Chairman  and 
Hon.  Secretary,  Mr.  A.  E.  Jones  ;  Treasurer,  Mr.  E.  Cole¬ 
man  ;  Technical  Secretary,  Mr.  A.  B.  Clark ;  Assistant 
Secretaries,  (1)  Mr.  A.  Rippon,  (2)  Mr.  H.  Best,  and  (3)  Mr.  L. 
Hatfull.  Auditors,  Mr.  F.  de  P.  Green  and  Mr.  W.  G. 
Evans. 

Grand  Committee  ;  Mr.  F.  J.  Camin,  Mr.  F.  de  P.  Green, 
and  Mr.  C.  J.  Lane. 

General  Purposes  Committee :  Messrs.  G.  A.  Brown, 
C.  J.  Burchell,  L.  Grey,  G.  Hayden,  F.  Kelly,  M.  Levy, 
J.  Louch,  F.  Plummer,  D.  A.  Paveley,  H.  Waghorn,  C.  H. 
Whelpton,  A.  Wilson. 

Revision  of  general  rules  :  a  copy  will  be  sent  to  all 
members  in  due  course. 

January  26  Mr.  F.  J.  Cainm  gave  the  first  part  of  his 
lecture  on  Model  Aeronautical  Research,  which  was  very 
much  appreciated  by  all  present.  The  lecture  will  be  con¬ 
tinued  on  Thursday,  February  16,  1922. 

Thursday,  February  2,  a  General  Purposes  Committee 
Meeting  will  be  held.  The  agenda  will  be  Status  of  Country 
Members. 

On  February  9,  1922,  a  Smoker  will  be  held. 

Meetings  are  held  at  20,  Great  Windmill  Street,  Picca¬ 
dilly,  W.  1,  at  7.30  p.m.  every  Thursday.  Hon.  Secretary, 
Mr.  A.  E.  Jones,  48,  Narcissus  Road,  West  Hampstead, 
London,  N.W.  6. 

m  m  m  m 

SIDE-WIND 

With  regard  to  the  very  pretty  aeroplane  presented  to  the 
Queen  of  Belgium  by  the  Aircraft  Disposal  Co.,  it  is 
interesting  to  learn  that  this  machine  was  doped  with 
litanine  and  finished  in  the  Titanine  aluminium  doping 
scheme. 

»  m  m  m 

AERONAUTICAL  PATENT  SPECIFICATIONS 

Abbreviations  :  cyl.  =  cylinder  ;  I.C.  ■=  internal  combustion  ;  m.  =  motors 
The  numbers  in  brackets  are  those  under  which  the  Specifications  will 
be  printed  and  abridged,  etc. 

APPLIED  FOR  IN  1920 

Published  January  19,  1922 
17,313-  A.  A.  Holle.  Screw  propellers.  (172,997.) 

26,506.  A.  T.  Vance  and  F.  J.  Abbott.  Automatic  stabilisers.  (173,040.) 
Published  January  26,  1922 

27,059.  P.  G.  Cambray.  Inclinometers,  etc.  (173,298.) 

27,229.  R,  L.  Howard-Flanders  and  Bristol  Aeroplane  Co.,  Ltd.  Crank¬ 
shafts,  etc.  (173,304.) 

28,896.  C.  Brediceanu.  Helicopters.  (154.180.) 

26,660.  C.  Martens.  Rotary  engines.  (152,675.) 

If  you  require  anything  pertaining  to  aviation,  study 
“Flight’s”  Buyers’  Guide  and  Trade  Directory, 
which  appears  in  our  advertisement  pages  each 
week  (see  pages  iii  and  xii). 

NOTICE  TO  ADVERTISERS 
All  Advertisement  Copy  and  Blocks  must  be 
delivered  at  the  Offices  of  “Flight,”  36,  Great 
Queen  Street,  Kingsway,  W.C.  2,  not  later  than 
12  o’clock  on  Saturday  in  each  week  for  the  following 
week ’s  issue. 


FLIGHT 

The  Aircraft  Engineer  and  Airships 
36,  GREAT  QUEEN  STREET.  KINGSWAY,  W.C.  2. 
Telegraphic  address  :  Truditur,  Westcent,  London. 
Telephone  :  Gerrard  1828. 

SUBSCRIPTION  RATES 

”  Flight  ”  will  be  forwarded,  post  free,  at  the  following  rates  : — 
United  Kingdom  Abroad* 

s.  d.  s.  d. 

3  Months,  Post  Free...  77  3  Months,  Post  Free...  8  3 

6  „  „  ...15  26,,  „  ...16  6 

^7  a  a  •••3®  4  ^  »»  >»  ***33  ® 

These  rates  are  subject  to  any  alteration  found  necessary 
under  abnormal  conditions  and  to  increases  in  postage  rates. 

*  European  subscriptions  must  be  remitted  in  British  currency 
Cheques  and  Post  Office  Orders  should  be  made  payable  to  the 
Proprietors  of  ”  Flight,”  36,  Great  Queen  Street,  Kingsway, 
W.C,  2,  and  crossed  London  County  and  Westminster  Bank, 
otherwise  no  responsibility  will  be  accepted. 
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FLIGHT  BUYERS’  GUIDE  AND  TRADE  DIRECTORY-oo**/™*/ 


(Ccntinutd  /rent  p.  xii.J 


lubricating  oils- 

Wakefield,  C-  C..  &  Co..  Ltd.,  Cbeapside,  E.(  .  a. 
Central  1156(3  lines);  “Cheery,1  Cent.  London. 


PARACHUTES - 

E.  R.  Calthrop  .V-rial  Patents,  Ltd.,  4:3a. 
Edgware  Road,  London,  W.  a. 

Paddington  6s 32. 


SPARKING  PLUGS- 

l.odgc  Plugs,  Ltd..  Rugby. 

Kobinhood  Engineering  Works,  Ltd.,  The,  Putney 
Vale,  S.W.  15.  Putney  2133,  3133. 

“  Kaalgee,1'  Phone,  London. 


machining 

Arnott  ft  Harrison,  Ltd.,  Hytbe  Road.  Willesden 
Junction.  Willesden  2297. 

Monk  Engineering  Co.  Ltd.,  Coventry. 

Coventry  807  ;  “Assistance,  Coventry. 


magnetos-  _ 

British  Thomson- Houston  Co..  Ltd..  Lower  Ford 
Street,  Coventry.  • 

Telephone  S78  t  “  Asteroidai.  Coventry. 


META1S  (Anti-Friction) 

Hoyt  Metal  Co.,  Ltd.,  Deodar  Road,  Putney, 
S.W.  >5-  Putney  1333. 


PETROL- 

Anglo-A merkan  Oil  Co.,  Ltd.  (Pratts),  Queen 
Anne's  Gate,  S.W.  r, 

Shell-Mere  Ltd..  Shell  Corner,  Kingsway.  W.C.  2. 
Holhorn  2303-4  ;  “  Shelzine.'"  W esteem,  London. 


PHOSPHOR  BRONZE  AND  GUNMETAL- 

Clifford,  Chailcs,  &  Son,  Ltd.,  Fazeley  Street 
Mills.  Birmingham. 

Central  3634  (4  lines) ;  “  Clifford.”  Birmingham, 
Keeling,  A,  D.,  Ltd.,  Caroline  Street. 
Birmingham. 

Central  440(3  lines);  “  Nickel,  Birmingham. 


SPRAYING  PLANT 

Aerograph  Co..  Ltd.,  4?.  Holhorn  Maduct, 
E.C.  r. 

Holhorn  204 1 ;  “Aerography,  '  London. 
Midland  Fan  Co..  Ltd.,  46, Aston  RcL, Birmingham. 

Central  3463;  “Blast,"  Birmingham. 


TAPES  AND  WEBBING— 

MacLennan.  John,  ft  Co,,  tis,  Newgate  St,,  E.C.t. 

City  3115;  “  Vanduara,'1  Cent.  London. 

TESTING— 

Tait-Cox ft  James,  c  'oS  Hecks'.all Smith, F.R.Ae.S., 
4,  Golden  Square.  W.  Gerrard  3489. 


METAL  PARTS  AND  FITTINGS— 

Brown  Bros.,  Ltd..  Great  Eastern  Street,  London, 
E.C. 

Grahame- White  Company,  Ltd.,  Hendon,  N.W.  9. 

Kingsbury  rso. 

Loudon  Office:  js.  Regent  Street,  Pall  Mall, 
S-W.  1.  Regent  0004. 

Monk  Engineering  Co.,  High  St.,  Coventry. 

Coventry  S07  ;  “  Assistance.  Coventry. 
Kiibery,  Owen  ft  Co.,  Darlaston.’ 

D  itlaston  87  :  “  Roofs,  Darlaston. 


MISCELLANEOUS - 

British  Oxygen  Co.,  Ltd.  (Hydrogen  Gas), 
Riverton  St..  Westminster,  S.W.  j. 

Victoria  47  'f>  (»  lines),  6717  (i  lines). 


MODELS— 

Jones.  A.  L  .  Ltd.,  Evcrsholt  Road,  Camden 
Town,  N.w.  ;. 


MOTOR  CARS  AND  MOTOR  BICYCLES  - 

Auto-Carrier'  (tqt:).  Ltd.,  tfn.Sr,  Hercules  Rd..  1 
Westminster  Bridge  Road,  London.  S.E.  t. 


NIGHT  LANDING  LIGHTS- 1 

ARen-Liversidge.  Ltd., amalgamated  with  I mperial 
Light.  Ltd..  106,  Victoria  St..  S.W.  j.  | 

Victoria  4135  ;  “  Acetcrator,  Sowest,  I.ondon. 


OFFICE  FURNITURE  AND  APPLIANCES— 

Edison  Swar  Electric  Cc.,  Ltd.,  The,  Ponders 
End,  Middlesex. 


PHOTOGRAPHIC  APPARATUS- 

Kodak.  Ltd.  (Written  Div.),  Kingsway,  W.C.  3. 


PROPELLERS- 

Falo  n  Airscrew  Co.,  113.  Cottcnham  R  ad. 

Holloway,  N.  15.  Hornsey  910  &  2472. 

Metal  Ai-screw  Co.,  Ltd..  Regent  House. 
Kingsway.  W.C.  2.  h  "  ’ 

Gerrard  5)22  ;  “  Pliantrjese,’  Phone,  London. 


RADIATOR  TUBING— 

Sansum.  S..  &  Co..  Eagle  Tube  W  ake.  Wolver¬ 
hampton. 


RADIATORS  AND  RADIATOR  REPAIRS 

Serck  Radiators,  Ltd.t  WarwLk  Road,  Greet. 
Birmingham. 

Victoria  531(3  line-);  “Nerleak  Birmingham. 


SCRAP  METALS- 

Kteling.  A.  I Ltd..  Caroline  St.,  Birmingham. 
Central  440  (3  line');  “  Niclfct."  Birmingham- 


SHEET  METAL  WORK  STAMPINGS  AND 
PRESSINGS 

Ruben  ,  Owen  ft  Co..  Darlaston. 

Darlaston  £7;  “  Roofs,  Darlaston. 


TIMBER— 

Owen.  Joseph,  ft  Son,  Boro'  High  Street,  S.E. 

Hop  ,61 1 ",  *•  Bucheron,"  London. 


TUBES,  ALUMINIUM - 

British  Aluminium  Co..  Ltd.,  The,  tog,  Queen 
Victoria  St.,  London. 

^City  2676;  “Cryolite,"  Cent.  London. 


TYRES  AND  WHEELS - 

Palmer  Tyre,  Ltd.,  Shaftesbury  Avenue,  W.C.  2. 
<  ierrard  t2t4 ;  “Tyricord.  Westcent,  London. 

VARNISHES  AND  COLOURS- 

l'he  British  Kmarllite  Co.,  Ltd..  Brentfield  Road, 
Stonehridge  Park,  N.W.  10. 

\\  illesden  2346  and  2347  ; 
“  Ridle.vpreti,"  London. 
Naylor  Bros .  Ltd.,  Slough.  Bucks. 

Slough  228;  “  Naylor,"  Slough. 


WELDINGS.  REPAIRS— 

Barimar,  Ltd.,  10,  Poland  St.,  London,  W.  1, 

Gerrard  8173;  “  Bariquamar,”  Keg,  London. 


WIND  SHIELDS— 

A tister.  Limited,  133,  Long  Avre,  W.C.  2. 


WIRES  AND  CABLES  (Aeroplanes)- 

Bruntons,  .Musselburgh. 

Bullivants,  Ltd.,  72,  Mark  Lane.  E.C.  3. 

Works:  Millwall,  E.  14, 
Clifford  &  Sons,  Ltd.,  Birmingham. 


Manufacturers  p|JQ§p|fQ|{  fiRONZE, 

GUN  METAL,  MANGANESE  BRONZE, 

■■■  BRASS  i  COPPER 

Tubes,  Sheets, 

Rods,  Wire  and 

CASTINGS. 

PHOSPHOR  TIN, 
PHOSPHOR  COPPER. 

CHARLES  CLIFFORD  &  SON,  LTD., 

BIRMINGHAM. 


RING  UP  CHISWICK  2000  (10  line*) 

For  everything  Electrical  in  connection  with  Aircraft. 

C.  A.  VANDERVELL  &  Co..  Ltd., 

Acton  -  -  London,  W.  3. 


ALUMINIUM  PISTONS 

—  AND  — 

STRUT-PACKING  PIECES 

To  A.I.D.  Requirement*. 

The  LONDON  DIE  CASTING  FOUNDRY,  Ltd., 

Tremlett  Grove,  Junction  Road,  Holloway,  N.  1 9. 

’Phone— Hornsey  1580.  Tube  Station— Highgatb. 

-  ~ 


When  communicating  with  advertisers,  mention  of  **  Flight  ”  will  ensure  special  attention. 
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The  first  circular  mile  flown  in  Great  Britain  was  with  a  Green  Engine. 

Q  1919  A  long  list  of  record  flights. 

One  35  h.p.  Green-Avro-Baby  competed  and  won  the  Aerial  Derby  Handicap. 

Two  35  h.p.  Green-Avro-Babys  competed  with  14  other  Competitors  and 
won  1st  and  2nd  prizes  in  the  Aerial  Derby  Handicap. 

Green-Avro-Baby  flies  to  Rome  and  back,  including  a  non-stop  flight  from 
Croydon  to  Turin. 

Green-Avro-Baby  flies  from  Sydney  to  Bundaberg,  non-stop  flight,  nearly 
800  miles  in  9  hours. 
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The  Pioneer  in  1909 
Still  going  strong  in  1921 


GREEN  ENGINE  Co.,  Ltd 
166,  Piccadilly,  W.  1. 


fGerrard  8165. 

L  Richmond  1293- 

Airengine,  London 


Telephones 
Telegrams  : 
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TEN-SEATER 

Commercial  Biplane. 

The  most  economical  aeroplane  for 
transport  purposes. 

* 

In  addition  to  the  load  of  ten  persons  com¬ 
prising  the  passengers  and  crew,  a  large  luggage 
compartment  is  provided  for  an  additional  load 
of  350  lbs.  of  baggage  or  mails,  while  the  roomy 
and  well-ventilated  saloon  forms  the  most  com¬ 
fortable  accommodation  available  for  the  aerial 
passenger.  As  a  power  unit,  either  the  400  h.p. 
“Bristol  ”  Jupiter  Radial  Air-cooled  Engine — the 
lightest^ roved  aero  engine  of  its  power  in  the  . 

*  :  #  *  f  i  •  «.  -  *  \ 

THE%L’^TOL  AEROPLANE  CO.,  I  LTD.  \ 

Designers  and  Conslruciors  of  Aircraft  and  Aero  Engines. 

FILTON  -  BRISTOL. 

Telegrams.- —  Telephone  r—  , 

“Aviation,  Bristol.  3906  Bristol. 


THE 


world  or  the  450  h.p.  Napier  “Lion  Engine 
can  be  fitted.  When  the  first  of  these  engines 
is  used,  it  is  mounted  on  a  readily  removable 
swinging  mounting,  which  gives  ready  access  to 
the  back  of  the  engine,  and  dispenses  with  the 
necessity  for  removing  cowling  during  adjust¬ 
ments  or  repairs. 
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'TITANI1VE  DOPE 
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THE  ORIGINAL  NON-POISONOUS 


-  FLAME  RESISTING 


OFFICIAL  ORGAN  OF  THE  ROYAL  AERO  CLUB  OF  THE  UNITED  KINGDOM. 


So.  63$.  (No.  6.  Vo  1.  xiv.)  "•cSf.’BSKt*"  FEBRUARY  9,  1922! 


Sixpence  Weekly. 


EMAILLITE 

AEROPLANE  DOPING  SCHEME  “X,”  ALUMINIUM  FINISH 


AERIAL  DERBY  -  1921  -  MARS  I. 

THE  BRITISH  EMAILLITE  CO.,  LTD.,  Brentfield  Road,  Stonebridgc  Park,  N.W.  10. 

Plofiti  WILLESDEN  2346/7.  Wire:  RIDLEYPREN.  LONDON. 


AVIATION  INSURANCE 


Go  to  the  most  experienced  Aviation  brokers : 

Bray,  Gibb  fi?  Co.,  Ltd.,  166,  Piccadilly, W.  1 . 


NOTE . — Personal  Occident  Policies  for  the  Royal  Air  Force  at  Special  Rates . 

Quotations  now  available  for  insurance  of  machines  hired  from  the  Air  Ministry  for  any  purpose. 
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It  is  a  remarkable  tribute  to  the 
efficiency  of  K.L.G.  Plugs  that  they 
should  have  been  used  in  the  engines  of 
every  machine  which  competed  in  the 
recent  Aerial  Derby. 
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WESTLAND 


The  world  over  it  is  known  for  the  super  Aircraft  designed  and  constructed 


quc  represents  los  super 


Westland  Limousines  for  Business  and  Pleasure. 


wILf*!.  restricted  ?<?  ^nd  and  water,  the  interests 

identical.  There  were  maritime  nations  and  those  who  knew 
geographical  restrictions  or 
Westland  Limousines 


water,  the  interests  of  the  various 

„  .  -  ~  - '  nothing  of  the 

national  prejudice,  and  the  opportunity  to  pos 
is  open  to  all. 

L0IH?SU!LleS  ™Qyens  de  .'ocomotion  etaient  limites  aux  voyages  par  terre  e 
d  ffdrentes  nations  n  etaient  pas  toujouts  identiques.  II  y  avait  des  nat 
que  celles  qui  ne  conna.ssaient  rien  de  la  mer.  L'air  est  libre  de  resi 
o ffe r t n a  i 0 11  a ux’  et  1  opportunity  de  posseder  et  de  servir  d’une  bell 

CUAl^Di?,los  medics  de  locomocion  estaban  Hmitados  a  los  viajes  por  tierra  y 
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oportunidad  de  poseer  y  de  usar  una  hermosa  Limousine  Westland  se  p^eser 

-  ^ervil\e  Department  is  Notre  Departement  Technique  Nuest 

snonLnrA  ^°U‘  ^fon,e'  est  ^  vous  donner  son  avis,  esta 

nnnrinaM  inVned  m  a,,y  of  the  et  nous  invitons  a  correspondre  sus  c 

principal  languages.  avec  nous  dans  *  ,  *  J 


FETTERS  LIMITED, 

Westland  Aircraft  Works,  Yeovil,  Somerset 


Telephone 
141  Yeovil 


Telegrams 
"  Aircraft, 
Yeovil." 


When  communicating  with  advertisers,  mention  of  ••Flight"  wilt  ensure  special  attention 

»  \ 

i  j  *  *  • 

; 

I  •  'W  I  I 


Flight,  February  9,  1922 


No.  685. 


First  Aero  Weekly  in  the  World. 

Founder  and  Editor  :  STANLEY  SPOONER 
A  Journal  devoted  to  the  Interests,  Practice,  and  Progress  of  Aerial  Locomotion  and  Transport 
OFFICIAL  ORGAN  OF  THE  ROYAL  AERO  CLUB  OF  THE  UNITED  KINGDOM 

**■  *•  Vo‘-  xn’-’  February  9.  1922  Fg&Stt?- 


Flight, 

The  Aircraft  Engineer  and  Airships 

Editorial  Offices :  36,  GREAT  QUEEN  STREET,  KINGSWAY,  W.C.  2 

Telegrams  :  Truditur,  Westcent,  London.  Telephone  :  Gorrard  1828 

Annual  Subscription  Rates,  Post  Free  : 

United  Kingdom  ..  305.41!.  Abroad  ..  ..  33 g.od* 

1  bese  rates  axe  subject  to  any  alteration  found  necessary  under  abnormal 
conditions  and  to  increases  in  postage  rates 
•  European  subscriptions  must  be  remitted  in  British  currency 

CONTENTS 


Editorial  Comment  page 

The  .Air  Conference  ..  . .  7- 

Lord  Gorell  on  Civil  Aviation .  77 

What  of  the  Sea  ?  ..  ..  ..  ..  ..  8d 

Phc  Civil  Aviation  Advisory  Board  . .  . .  . .  >t  if 

Air  Conference:  Viajt  to  Waddon .  . .  gr 

Paper  by  Lord  Gorell  . .  , .  . .  , ,  . .  _  _  _  _ 

Notices  to  Airmen  . .  .  \\  86 

Gloucestershire  Goods -Type  Aeroplane  ..  ..  ..  ..  87 

London  Terminal  Aerodrome  . ,  ..  ..  ti  gg 

Hie  Ernou!  Commercial  Monoplane  ..  , ,  ..  89 

Canada  and  Aerial  Forest  Patrols  . .  . .  . .  . .  ,  . .  00 


FbeUse  of  Light  as  an  Aid  to  Aerial  Navigation;  By  Lieut. -Col. 
L.  P.  Blandy  . .  . .  . , 

London-Continental  Services 

Personals  . .  . .  . .  ,,  tm 

Airship  Conference  ..  ,,  ..  .. 

Institution  of  Aeronautical  Engineers  ,.  ..  .. 

Royal  Air  Force. .  .. 

London  Aero-Models  Association  . .  . ,  . 


EDITORIAL  COMMENT 

WING  to  the  fact  that  these  comments 
are  being  written  on  the  first  day  of 
the  Air  Conference,  the  interesting 
remarks  which  will  no  doubt  be  made 
during  the  discussions  taking  place  on 
the  second  day  cannot  be  included  in 
this  week’s  issue  of  Flight.  As  the 
discussion  of  papers  is  often  more  in¬ 
teresting  and  instructive  than  the  paper  itself,  this  is 
unfortunate  but  unavoidable.  Next  week  we  hope  to 
deal  with  more  of  the  papers,  and  also 
Conference  tbe  discussions  following  them  and 

the  reading  of  the  paper  on  “  Civil 
Aviation  ”  by  Lord  Gorell,  Under-Secretary  of  State 
for  Air,  a  resume  of  wrhich  is  published  elsewhere  in 
this  issue  of  Flight. 

As  regards  the  Conference  itself,  it  is  too  early  yet 
to  express  an  opinion  on  whether  or  not  it  has  proved 
a  success,  and  likely  to  attain  the  object  for  which 


it  has  been  called,  which  is,  presumably,  to  afford  an 
opportunity  for  bringing  together  those  who  are 
interested  in  the  art  and  science  of  aviation,  and 
those  to  whom  we  must  look  for  that  general  utilisa¬ 
tion  of  flying  which  alone  can  establish  that  prosperous 
aircraft  industry  which  is  an  essential  to  the  future 
safety  of  the  Empire.  The  discussions  will  no  doubt 
go  a  long  way  towards  establishing  whether  or  not 
this  aim  has  been  attained.  In  the  meantine,  one 
judges  from  the  attendance  at  Waddon  aerodrome 
on  Monday  and  at  the  Guildhall  on  Tuesday  that 
considerably  greater  interest  is  being  taken  in  the 
Conference  this  year  than  was  the  case  in  1920. 
Represent atives  of  a  number  of  foreign  powers  were 
seen  at  Croydon  and  also  at  the  Guildhall,  and 
especially  was  Japan  well  represented.  In  view  of  the 
fact  that  the  Air  Conference  is  not,  unfortunately 
we  think,  of  an  international  character,  this  is  all  to 
the  good,  and  is  an  indication  that  these  conferences, 
which  are  looked  upon  as  mere  "  stunts  ”  in  several 
quarters,  are  regarded  by  a  good  many  foreign  nations, 
at  any  rate,  as  something  more,  and  something  from 
which  valuable  information  may  be  gathered.  Next 
year  it  is  to  be  hoped  that  it  will  be.  found  possible 
to  make  the  Air  Conference  international,  so  as  to 
afford  an  opportunity  of  discussing  in  public  a  matter 
which  is  of  the  very  greatest  importance  to  all 
civilised  nations,  and  which  must  of  necessity  be 
greatly  of  an  international  character,  the  more,  so  as 
air  traffic  increases  and  more  and  more  countries  are 
linked  togther  by  the  airways. 

T  _  „  The  paper  on  “  Civil  Aviation  ,J  read 

on  civ  if  by  L°nl  Gorell,  Under-Secretary  of 
Aviation  State  for  Air,  had  been  looked  forward 
to  with  a  considerable  amount  of 
expectancy,  as  it  was  generally  supposed  that  the 
paper  would  contain  an  explanation  and  defence  of 
the  past  policy  of  the  Government,  and  an  indication 
of  future  developments.  To  a  certain  extent  these 
anticipations  proved  correct,  as  will  be  gathered  by 
a  perusal  of  the  resume  of  the  Under-Secretary’s 
paper  published  elsew'here  in  this  issue.  However, 
there  was  probably  less  of  apology  in  it  than  many 
had  expected,  and  the  noble  Lord  stated — in  quite 
a  dignified  and  statesmanlike  way,  we  think — the 
reasons  which  have  led  to  the  policy  adopted  and 
those  which  have  caused  so  many  of  the  suggested 
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schemes  to  be  abandoned.  On  the  whole  we  do  not 
think  there  is  a  great  deal  wherewith  to  find  fault. 
If  the  country  is  unwilling  to  spend  more  money  on 
the  development  of  an  industry  upon  which  vastly 
more  depends  than  is  dreamt  of  by  the  vast  majority  of 
the  general  public,  well  it  cannot  expect  to  see  very 
rapid  progress  being  made.  In  the  meantine,  how¬ 
ever,  other  countries  are  'taking  a  different  view  of 
the  matter,  and,  although  there  is  a  great  deal  in 
Lord  Gorell’s  contention  that  what  suits,  for  instance 
France,  would  not  necessarily  suit  us,  we  cannot  help 
thinking  that  a  great  deal  more  might  have  been 
done  than  has  been  done  to  render  assistance  to  civil 
aviation.  Presently  we  will  indicate  one  way  in 
which  Government  action  could  assist,  without  en¬ 
tailing  any,  or  at  any  rate  but  a  very  minute,  sac.i  ifice 
on  the  part  of  the  taxpayer.  In  the  meanwhile, 
there  are  one  or  two  points  in  the  Under-Secretary  s 
paper  which  call,  we  think,  for  comment. 

For  instance,  Lord  Gorell  expresses  the  opinion 
that  "  in  the  future  the  main  air  lines  of  the  British 
Empire  will  be  primarily  airship  lines  with  branch 

aeroplane  lines  running  off  from  them.’  With  whose 

airships  are  these  lines  to  be  operated  ?  Surely  we 
do  not  contemplate  the  acquisition  of  flying  stock 
from  our  late  enemies,  while  our  own  technical 
staffs  are  being  allowed  to  disperse  and  the  few  existing 
ships  allowed  to  “  rot  ”  in  their  sheds  ?  It  is  true  that 
Lord  Gorell  followed  up  the  expression  of  his  hopes 
for  future  airship  lines  by  stating  that  suspension 
of  activities,  being  based  solely  upon  financial  con¬ 
siderations  at  the  present  time,  can  have  no  finality 
about  it.”  If  Lord  Gorell,  and  the  Government 
which  he  represents,  does  not  make  up  his  mind  very 
soon,  we  venture  to  say  that  there  will  be  finality 
about  it,  for  the  simple  reason  that  we  shall  neither 
have  the  technical  staff  nor  the  requisite  works  for 
the  production  of  anything  larger  than  a  kite 
balloon. 

Lord  Gorell  complains  of  the  relatively  small 
interest  taken  by  the  general  public  in  air  mails.  \V  e 
would  respectfullv  point  out  that  this  lack  of  interest 
although  admittedly  to  a  certain  extent  due  to  the 
present  inability  of  aeroplanes  to  make  regular  night 
flights,  is  to  a  far  greater  extent  due  to  the  indifferent 
way  in  which  the  majority  of  post  offices  deal  with 
the  question  of  air  mails.  Not  only  do  the  majority 
of  the  officials  know  precious  little  about  times  of 
posting,  fees,  saving  in  time,  etc.,  but  as  often  as 
not  the  little  blue  labels  are  out  of  stock,  or  someone 
has  mislaid  them,  or  some  other  equally  futile 
excuse  for  indolence.  Furthermore,  the  inconspicu¬ 
ous  notices  put  up  in  post  offices  are  certainly  not 
calculated  to  attract  a  great  deal  of  attention.  Some¬ 
thing  of  a  much  more  striking  nature  is  required  if 
public  attention  is  to  be  called  to  the  use  of  the  air 
mail.  During  the  War  the  Government  made  good 
use  of  advertising  in  its  various  forms,  and  if  the 
G.P.O.  is  so  anxious  to  help  as  Lord  Gorell  would 
have  us  believe,  it  might  prove  a  good  business 
investment  to  spend  a  little  more  on  advertising  the 
air  mail. 

We  might  also  add  that  the  relative  failure  of  the 
air  mail  on  the  London-Paris  route  is  in  a  great 
measure  due  to  the  fact  that  the  terminal  arrange¬ 
ments  for  dealing  with  the  mail  are  too  prehistoric 
compared  with  the  aeroplanes  themselves.  It  is 
of  little  use  hurrying  mails  across  from  Croydon  to 
Le  Bourget  in  a  couple  of  hours  if  three  or  four 


hours  are  wasted  at  each  end  in  getting  the  mails  to 
arid  from  the  aerodrome  and  distributed. 

That,  under  these  conditions,  the  public  response 
has  been  small  is  scarcely  to  be  wondered  at,  but  the 
fault  does  not  lie  with  aviation.  The  teiminal 
arrangements  could  be  improved  to  such  an  extent 
that,  even  without  flying  at  night,  the  use  of  air 
mails  to  Paris  would  be  well  worth  while.  Lord 
Gorell  further  says  that  if  aviation  can  prove  capable 
of  carrying  mails  as  reliably,  as  cheaply  and  fastei 
than  existing  methods,  then  the  G.P.O.  would  use 
the  air  mail.  And  small  thanks  to  it.  So  would 
anyone  but  an  imbecile.  The  trouble  has  been  all 
the  time  that  the  whole  thing  has  been  run  on  such 
an  absurdly  small  scale  that  it  was  impossible  to 
make  it  cheap.  Only  by  running  air  services  on  a 
large  scale  could  they  be  made  to  pay,  and  that  scale 
has  not  yet  been  attained,  nor,  it  seems,  is  it  likely 
to  be,  if  we  depend  upon  the  Government  to  see 
to  it. 

In  spite  of  the  fact  that  it  was  suggested  over  and 
over  again  in  the  past,  and  very  specifically  by  Mr. 
Holt  Thomas  more  than  two  years  ago,  nothing  has 
been  done  vet,  and  we  could  have  wished  that  Lord 
Gorell  would  have  quoted  Holt  Thomas  on  this 
subject  as  he  has  quoted  him  towards  the  end  of  his 
paper.  We  are  referring  to  the  resolution  passed  at 
the  previous  Air  Conference  to  send  all  fiist-class 
mail  by  air.  This  was  proposed  by  Mr.  Holt  1  homas, 
and  the  resolution  was  passed  unanimously.  There 
is  not  the  slightest  doubt  that  if  this  were  done 
mails  could  be  carried  at  rates  very  little,  if  an}', 
higher  than  existing  ones.  It  would  thus  not  impose 
any  hardships  upon  the  users  of  the  air  mail,  and 
in  any  case,  with  proper  terminal  arrangements,  the 
saving  in  time  which  could  be  effected  would  not 
make  it  a  great  hardship  on  users  of  the  air  mail  to 
pay  a  little  higher  for  the  privilege  of  the  improved 
communications.  If  night  flying  were  rendeied 
possible — as  Lord  Gorell  seems  to  think  this  essen¬ 
tial — the  position  would  be  even  more  in  favour  of 
air  mails,  and,  with  all  due  respect,  we  would  humbly 
point  out  that  night  air  mails  have  been  perfectly 
possible  for  the  last  three  years.  It  would  only 
require  a  few  small  non-rigid  or  semi-rigid  airships 
to  maintain  a  regular  night  service  between  London 
and  Paris.  With  the  wireless  and  meteorological 
facilities  now  available,  this  would  entail  no  difficul¬ 
ties,  and  as  Lord  Gorell  has  expressly  stated  that 
he  believes  one  type  of  aircraft  to  be  complementary 
to  the  other,  he  has  here  an  opportunity  of  demon¬ 
strating  the  courage  of  his  convictions. 

If  all  first-class  mail  matter  to  France  and  the 
East  were  compulsorily  sent  by  air  mail,  aeroplanes 
being  used  for  the  day  mails  and  small  airships  foi 
the  night  mails,  the  safety  and  regularity  of  running 
should  be  sufficient  to  satisfy  even  the  G.P.O.,  and 
would  have  the  advantages  of  assisting  civil  aviation, 
and  through  that  the  Empire  generally,  very  materially, 
and  at  the  same  time  need  not  entail  any  great 
expenditure  of  money  over  and  above  what  is  already 
being  spent.  A  minor  re-adjustment  of  the  sub¬ 
sidies  might  be  necessary,  but,  practically  speaking, 
that  would  be  all. 

These  comments  more  or  less  apply  also  to  Lord 
Gor ell’s  statement  that  we  must  concentrate  on  the 
Channel  services,  and  must  learn  how  to  make  one 
service,  a  commercial  service,  a  success.  If  the  mails 
were  sent  b£  air  as  a  matter  of  course,  this  would 
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FRn\f  THF  ATR  CONFERENCE  VISIT  TO  WADDON  :  The  upper  picture  shows  visitors  inspecting  the 
ra^^ies^Mtaed^ipon^thea^oiSome .  The  lower  photograph  gives  a  good  idea of  the -dUffljj-t  gg- 
on  view.  Vickers  “  Vimys,”  “  D.H. ”  monoplane,  and  several  types  of  D.H.  WP1"1®*'  B/f°Una  rw  of 
Farman  Goliaths,  etc.  Fig.  2  shows  the  gun  used  for  firing  signals  into  tha  air,  and  in  Fig.  3  is 

flares  of  the  type  used  for  assisting  pilots  to  land  at  night. 
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mean  a  certain  fairly  fixed  income  for  the  companies 
operating,  and  would  go  a  long  way  towards  minimis¬ 
ing  the  losses  which  are  now  incurred  owing  to  the 
failure  of  the  Government  to  guarantee  a  certain 

°,  “Which  has  resulted  in  the  necessity  for  heavy 
subsidies. 


What  of  ^*th  regard  to  Lord  Gorell's  views  upon 
the  Sea?  imperial  air  services,  and  his  opinion 
,  diat  is  best  to  Jet  these  be  established 

t>v  the  K.A.F.  for  linking  up  its  various  centres,  we 
are  not  inclined  to  quarrel  with  this.  As  things  are 
fu  is  probably  the  best  policy,  and,  as 

the  Under-Secretary  stated,  the  time  may ‘be  nearer 
nan  one  is  inclined  to  think  when  the  establishment 
ot  Imperial  air  services,  with  aerodromes  adjoining 
or  forming  part  of,  R.A.F.  stations  will  enable  such 
sei  vices  to  be  operated  with  some  prospect  of  com¬ 
mercial  success.  We  should  like  to  point  out,  how¬ 
ever,  that  this  day  might  be  brought  appreciably 
nearer  if  we  paid  more  attention  to  the  aircraft  which 
should  be  to  us,  as  essentially  a  maritime  nation,  the 
most  natural,  indeed  the  most  obvious,  type  of  aircraft 
of  all,  i.e.,  the  seaplane  with  its  latest"  development 
the  amphibian.  By  utilising  seaplanes  Imperial  air 
services  could  be,  in  many  instances,  established  with 
a  v  ery  small  outlay  of  money,  as  no  prepared  aero¬ 
dromes  are  required,  and  floating  repair  and  fuel 
uepots  could  be  established  and  maintained  at 
relatively  low  cost.  If  the  country  cannot,  or  is 
unwilling  to,  find  the  money  for  Imperial  airship 
services,  we  would  urge  that  the  possibility  of  em- 
ploymg  seaplanes  in  conjunction,  possibly,  with 
pasting  routes  now  covered  fairly  regularly  by  the 
K.A.F.  be  given  full  consideration. 

.  Tiie  seaplane  offers  many  advantages  over  the  land 
type  of  machine  111  many  respects,  although  it  may  be 
admitted  to  be  inferior  in  certain  others.  For 
instance,  it  does  not,  as  we  have  already  mentioned 
require  specially  prepared  aerodromes  costing  a  lot 
of  money  to  establish  and  maintain.  The  problems 
of  flying  at  night  or  in  a  fog  are  far  less  serious  where 
the  seaplane  is  concerned  than  they  are  to  land 
machines.  It  is  quite  a  simple  matter  to  provide 
instruments  which  will  indicate  to  the  pilot  of  a 
seaplane  when  he  is  30  or  40  feet  above  the  sea,  and 
as  he  has  only  altitude  and  wind  direction  to  worry 
about— and  is  not  faced  with  the  further  problem  of 
finding  a  comparatively  small  piece  of  specially 
prepared  ground  on  which  to  land— his  problems  are 
greatly  simplified. 

It  is  generally  alleged  that  the  seaplane,  and  bv 
this  we  mean  both  twin-float  machines  and  flying 
boats,  is  inferior  to  the  aeroplane  in  speed  and  load 
carrying  capacity.  If  we  compare  the  two  for  any 
given  route,  there  may  be  a  certain  amount  of  truth 
m  this  allegation,  although  not,  we  are  certain 
nearly  as  much  as  generally  imagined.  But  it  should 
be  borne  m  mind,  and  this  fact  is,  we  fear,  universally 
overlooked  by  the  advocates  of  the  aeroplane  as 
against  the  seaplane,  that  whereas  the  aeroplane  has 
to  compete  against  fast  trains  and,  possibly,  motor 

beat  th?nSP01t’ath?  S6aplane  has  nothing  worse  to 
52* Hh  *  a  Speed  °f)  say’  20  m  p  h-  Thus  if  a  seaplane 

niitfnn7f  P'h'  .CrU/Smg  Speed  k  is  in  an  excellent 
Spi  n  t0  c°n}peteJfor  sPeed  with  any  surface  craft, 

lowUtn^USefUl-  °5d  £anthen'  owin£  to  the  relatively 
low  speed  required,  be  increased  to  exceed  that  of 


the  aeroplane  of  the  same  power.  Thus  the  main 
indeed  the  only,  objection  raised  against  the  seaplane 
falls  to  the  ground,  and  we  frankly  confess  that  we 
are  very  greatly  disappointed  at  the  way  in  which  the 
seaplane  has  been  practically  ignored  at  the  Air 
Conference.  Not  a  word  is  mentioned  about  it  in 
Lord  Gorell  s  paper,  and  it  remains  to  be  seen  whether 
this  subject  is  brought  up  during  the  discussions. 
We  sincerely  hope  it  is.  The  valuable  pioneer  work 
done  by  such  Arms  as  Shorts,  Supermarines,  Avros, 
mireys,  Vickers,  etc.,  surely  merits  some  mention’ 
Lven  apart  from  commercial  air  lines,  the  seaplane  is 
capable  of  very  great  services.  This  statement  is  not 
based  upon  conjecture,  but  on  accomplished  facts, 
hoi  assisting  out  fisheries,  for  sealing,  whaling,  etc.,  for 

Inlfr  P-kV°i  an,d  ,for  surve-vin£  tracts  or  otherwise 
^  accessible  land  the  seaplane  can  do  and  has  done 
extremely  valuable  work,  and  it  has  done  it  in 
districts  where  the  aeroplane  would  have  been  useless 
owing  to  the  absence  of  suitable  landing  grounds, 
YVhy,  at  a  conference  which  is  generally  supposed  to 

fa-Jeen+  Ca  eC  t0  bnng  thc  various  business 
nterests  into  contact  with  the  aviation  industry  and 

ntW1? h  thT  thf  advantages  which  aviation  can 
cffer  them  lias  the  seaplane  been  left  so  severely 

alone  ?  We  hope  that  it  is  merely  due  to  an  over- 

VT?ht  ,and,  UOt  any  fuilure.on  the  part  of  the  Air 
Mimstiy  to  realise  its  possibilities. 


The  r  ivii  Lorll  A'orell  s  announcement  of  the 
Aviation  of  a  body  to  be  known  as 

Advisory  .  Uivil  Aviation  Advisory  Board,  and 
Board  including  representatives  of  the  Air 
..  Ministry,  the  Controller  of  Civil  Avia- 

1011,  the  D.  of  R  theG.P.O..  the  Associated  Chambers 
”,  cmnu  rce,  Lloyd’s,  the  Royal  Aeronautical  Society, 
the  Air  League,  the  Royal  Aero  Club,  and  the  S.B.A.C. 
will  we  ted  sure,  cause  immense  satisfaction  Tin- 
greatest  difficulty  at  the  present  time  is  not  so  much 
one  of  technical  problems  as  it  is  one  of  bringing 
together  the  various  institutions  upon  whose  colla¬ 
boration  the  rate  of  progress  will  mainly  depend.  If 
pi  open}*  administered  such  a  body  as  the  new  C.A.A  B 
cannot  fail  to  be  of  the  greatest  assistance  to  the 
industry,  and,  we  think,  through  that  to  the  country 
and  Empire  m  general.  We  recommend  to  the 
*  A  ,  111  dealing  with  the  first  subject  to  be 

referred  to  them,  to  give  due  consideration  to  our 
remarks  1  elating  to  the  sending  of  all  first-class  mails 

J,.a]r'  and  the  Use  of  airships  and  seaplanes  in 
addition  to  that  of  aeroplanes. 

Finally  the  opening  pessimistic  views  of  Capt. 
Guest  at  the  Conference,  as  to  home  and  European 
aenal  loutes.  are  not  very  re-assuring  as  to  his  being 
ftbe  ??ht  ™an  lrJ  ri£ht  Place  as  Secretary  of  State 

nriA  al  -b0UghfhiS  °Pt,mism  upon  the  possibilities 
and  necessities  of  Imperial  air  communications  in  a 
measure  redeems  the  value  of  his  opinions.  But 
for  the  sake  of  our  industry  and  aircraft  generally 
there  is  one  fact  m  the  position  which  he  and  a  good 
many  are  inclined  to  either  ignore  or  wilfully  to 

^  that  tbe  pace  in  aviation  progress 
will  not  be  confined  to  the  pace  set  by  our  “  ostriches  J 
—our  pace,  presently,  will  have  to  be  a  bit  better  than 
that  of  some  very  lively  nations  who  have  very  firm 
and  advanced  ideas  of  the  future  of  aircraft.  ‘  And 
tnank  God  for  it  ! 
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THE  AIR  CONFERENCE 


VISIT  TO  WADDON 


Either  the  Air  Council  is  especially  favoured  by  Aeolus,  or 
the  Air  Ministry  Meteorological  Service  is  better  than  generally 
thought.  When  visitors  to  the  Air  Conference  made  a  tour 
of  inspection  of  the  London  Terminal  Aerodrome  at  Waddon 
on  Monday,  February  6,  the  weather  was  far  and  away  better 
than  one  had  any  right  to  expect  at  this  time  of  the  year, 
There  was,  practically  no  wind,  and  what  little,  there  was 
enabled  the  machines  to  take  off  and  alight  along  the  aero¬ 
drome  instead  of  across  it.  There  was  blue  sky  and  bright 


the  visitors  were  met  by  Sir  Frederick  Sykes,  C.G.C.A.,  and 
General  Festing,  who  informed  them  that  this  was  the  site 
on  which,  in  the  future,  the  machines  would  be  stored,  and 
the  various  offices  situated,  and  that  the  buildings  over  by 
Plough  Lane  were  temporary  only.  The  party  then  divided 
into  smaller  groups,  each  under  a  guide,  who  conducted  them 
over  the  aerodrome,  and  explained  the  various  organisations, 
services,  etc.  A  number  of  machines  were  drawn  up  for 
inspection,  among  which  were  some  of  the  latest  types  such 


The  Bristol  10-Seater.  Inset,  the  machine  in  flight. 


sunshine  throughout  the  time  of  the  visit,  and  altogether 
it  would  have  been  impossible  to  improve  upon  Nature’s 
side  of  the  ground  organisation. 

The  visitors  left  Victoria  by  special  train  at  10  a  m.,  and, 
instead  of  being  ferried  across  from  Waddon  station  to  the 
aerodrome  in  motor  vehicles,  the  train  was  run  into  the  Air¬ 
craft  Disposal  Co.'s  siding  on  the  eastern  side  of  the  aerodrome. 
As  this  is  the  ultimate  site  for  the  aerodrome  establishment, 
it  served  to  give  the  visitors  some  idea  of  the  future  aspect 
of  London’s  terminal  aerodrome.  By  the  time  this  comes 
into  being,  one  hopes  the  raihvay  track  will  be  run  a  little 
more  direct,  and  not  necessitate  going  a  long  way  past  Waddon 
station,  and  then  coming  back  again,  as  it  does  at  present. 

Passing  through  a  part  of  the  large  A.D.C.  establishment, 


as  the  de  Havilland  monoplane,  type  29,  the  Bristol  Ten, 
seater,  etc.,  while,  by  way  of  showing  a  racing  aeroplane- 
the  Gloucestershire  Aircraft  Co.’s  "  Mars  I  ”  was  also  o* 
view.  There  was  a  very  good  representation  of  older  types, 
which,  after  all,  are  the  machines  that  have  done  the  pioneer 
work  up  till  now,  even  if  they  will,  most  of  them,  be  super¬ 
seded  for  more  modern  ones  in  the  spring. 

In  addition  to  "  D.H.i&'s,”  Vickers  “  Vimys  ”  and 
"  Vikings,”  "  D.H.gc’s  ”  and  ”  D.H.4C.'s,”  there  were 
Handley  Page  "  0/400's,”  Goliaths,  Spads,  and  Westlands. 
Other  machines,  some  belonging  to  the  A.D.C.,  were  flying 
overhead,  and  altogether  the  scene  was  one  of  unwonted 
activity  for  this  time  of  year. 

A  number  of  passengers  were  taken  up,  the  demand  being 


The  Handley  Page  0-400  (2-400  “  Jupiters  ”).  Inset,  in  flight. 
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D  2 


An  Avro  Biplane  fitted  with  Armstrong-Siddeley 

radial  engine. 


especially  brisk  for  the  Bristol  Ten-seater,  whose  very’ com¬ 
fortably  appointed  cabin  appeared  to  be  a  great  attraction. 
Uhe  machine  certainly  flies  very  well,  getting  off  quickly 
and  landing  very  smoothly.  The  Vickers  “  Vimvs  ”  belonging 
to  the  Instone  Air  Line  did  a  lot  of  (flying  also  with  full 
loads,  and,  as  usual,  were  extremely  well  handled  by  their 
pilots,  doing  banked  turns  at  very  steep  angles,  steep  climbs, 
and  other  evolutions.  The  manner  in  which  they  wrere 
landed  by  their  pilots,  without  a  trace  of  a  jolt,  was  the  subject 
of  appreciative  comment  by  many  visitors. 

A  Handley  Page  “0/400,”  fitted  with  two  Bristol  “  Jupi- 
tci  engines,  showed  a  most  remarkable  improvement  in 
performance,  getting  off  quite  rapidly,  and  altogether  handling 
much  more  lively  than  before  the  “  Jupiters  ”  were  installed. 

e  understand  that,  in  its  new  form,  the  machine  carries  900  lbs. 
more  load,,  besides  being  a  good  deal  faster,  so  that  the 

Jupiters  appear  to  have  effected  a  very  considerable 
improvement  in  this  type  of  machine.  One  awaits  with 
interest  the  arrival  of  one  of  the  Bristol  ten-seaters,  fitted 
vvith  this  engine.  By  the  way,  the  new  Bristol  gas  ’engine 
starter  is  fitted  to  this  Handley  Page,  being  placed  in  the 
fuselage,  and  starting  both  engines  in  turn.  The  weight  of 

sonJ?  5°  ^s-  or  so  the  starter  is,  of  course,  quite  a 
negligible  quantity  in  so  large  a  machine. 

An  Avro  fitted  with  Siddeley  radial  engine  was  on  the 
ground,  but  was  not  flown.  We  understand  that  Mr.  Hinkler, 
accompanied  by  his  wife,  flew  the  machine  up  from  H  amble 
on  Saturday  in  very  thick  weather.  This  machine  is  said 
to  fly  very  well,  and  this  makes  yet  one  more  type  of  engine 
to  be  fitted  in  the  Avro.  We  still  have  hopes  of  seeing  one 
fitted  with  a  Napier  "  Cub  ”  before  we  die 

A  Vickers  “  Viking  III  ”  was  also  on  view,  but  did  not 
fly.  The  Viking  IV  was  expected  to  be  there,  but  was 
not  seen.  It  is  to  be  regretted  that  some  of  the  other  sea¬ 
plane  firms  were  not  represented,  many  of  whom  have  done 
extremely  valuable  work.  At  the  previous  Air  Conference 
several  amphibian  machines  were  on  view  and  flying  and 
the  reduction  to  one  representative  (and  that  an  old  type) 
is  greatly  to  be  deplored,  the  more  so  as  the  British  Empire 
offers  an  enormous  field  for  seaplanes  and  amphibian  machines. 

After  spending  a  couple  of  hours  or  so  on  the  aerodrome, 
the  visitors  returned  to  Town,  many  extremely  pleased  with 
their  flights,  and  who  v\  ill  do  useful  propaganda  work  in  the 
future.  Others  take  a  more  serious  view  of  the  situation 
lamenting  the  small  amount  of  progress,  especially  as 
regards  really  efficient  commercial  tvpes,  which  the  visit 
revealed.  That  several  new  types  are  coming  along  in  about 
one  or  two  months’  time  does  not  greatly  help  matters  as 
regards  the  present  visit,  and,  franklv,  with  the  exception  of 
two  machines,  there  was  no  aeroplane  at  Waddon  on  Monday 
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last  which  could  not  have  been  seen  there  also  on  the  occasion 
of  the  last  Air  Conference  in  1920.  But  perhaps  we  are 
making  haste  slowly. 


On  Tuesday  morning,  the  Lord  Mayor,  Sir  John  Baddeley, 
welcomed  the  delegates  to  the  Conference  at  the  Guildhall 
Capt.  F.  E.  Guest,  Secretary  of  State  for  Air,  who  presided 
at  the  morning  session,  following  with  some  opening  re¬ 
marks.  Lord  Weir  occupied  the  Chair  during  the  afternoon 
Session.  Capt.  Guest  said  the  object  of  the  Conference 
as  it  appealed  to  him,  was  mainly  to  encourage  civil 
aviation.  It  was  eighteen  months  since  they  held  their  last 
Conference,  and,  during  the  interval,  the  Government  had 
not  been  inactive.  By  its  research  programme,  certain 
landmarks  had  been  placed  on  record,  which,  though  de¬ 
veloped  under  the  Service  side  of  the  Ministry,  would  be  of 
permanent  value  to  civil  aviation  as  w^ell.  Although  our 
development  had  been  slow,  yet  it  had  been  sure,  and  the 
best  test  of  that  was  that  our  safety  line  was  the  highest  in 
Europe. 

There  were  remarkable  figures  to  prove  the  high  level  of 
our  safety  line.  During  the  past  year,  nearly  50,000  people 
had  been  carried  in  the  air.  There  were  25,000  flights,  and 
only  two  fatal  accidents  had  been  recorded.  That,  he’  sub¬ 
mitted,  showed  that  the  safety  line  had  reached  a  high  stan¬ 
dard.  In  regard  to  airships,  in  his  view,  the  outlook  was  not 
hopeful.  One  of  our  great  Dominions  had  shown  a  desire 
t°.  J?in  hi  an  Imperial  scheme,  but  he  regretted  that  the  Do¬ 
minions  of  New  Zealand  and  South  Africa,  owing  to  the 
stringency  lrom  which  the  world  was  suffering,  did  not  so 
far  see  their  way  to  co-operate.  Complaints  had  been  made 
that  we  were  losing  our  premiership  in  this  connection  and 
surrendering  our  lead  to  other  countries.  He  submitted 
that  the  information  that  had  been  available  regarding  the 
developments  in  other  countries  had  been  largely  exaggerated 
and  we  need  not  have  any  fears  on  that  score.  Another 
complaint  was  that  the  closing  down  of  the  airship  branch 
of  aviation  would  have  the  effect  of  dissipating  and  perhaps 
permanently  losing  all  the  staffs  and  designers,  without 
whom  it  never  could  have  been  created.  He  thought  that 
was  true  if  the  outlook  were  limited  to  a  few  years. 

His  belief,  however,  was  that  the  period  of  depression  would 
be  longer,  and  that  it  might  be  many  more  years  than  two 
or  three  before  there  was  sufficient  spare  cash  to  undertake 
this  commercial  venture.  If  the  period  of,  say,  ten  years, 
weie  considered,  and  if  the  recommendation  from  some 
of  them  was  that  during  that  period  a  very  heavy  subsidy 
should  be  found  from  the  Government  to  keep  it  Koine 
he  submitted  that  they  could  start  it  all  again  at  the  end  of 
that  period  de  novo,  without  its  costing  any  more  money. 
In  his  belief,  taking  the  long  view  of  aircraft  traffic  in  genera!, 
there  was  little  or  no  prospect  of  a  real  commercial  success 
being  obtained  in  Europe.  England  in  the  last  few  years 
had  shown  itself  to  be  so  well  railway-loaded  as  to  render  it 
unattractive  and  unprofitable  to  develop  aircraft  from  a 
commercial  point  of  view.  He  was  almost  of  opinion  that 
that  was  true  of  Europe  generaUy,  and  that  the  prospects 
of  real  commercial  success  in  Europe  were  not  very  great, 
and  would  not  be  for  many  more  years  to  come.  He  believed 
that  to  be  true  to  a  lesser  extent  in  America  also.  Nor  should 
they  expect  too  much  from  the  cross-Channel  service  from 
the  commercial  point  of  view. 

Bnt  to  counterbalance  all  this,  there  was  an  extremely 
aught  outlook,  so  far  as  the  British  Empire  was  concerned, 
abroad.  We  were  the  one  great  Empire  which  had  great 
spaces  and  distances  unbridgeable  except  by  sea,  and  it  was 
to  that  aspect  that  our  future  attention  should  be  directed. 
He  could  see  in  his  mind’s  eye  the  possibilities  of  Imperial 
air  communications  on  lines  which  might  have  struck  many 
of  them  already.  The  transportation  of  both  a  mail  and 
passenger  service  from  London  to  India  was,  in  a  way,  when 
accomplished,  going  to  be  of  far  greater  value  to  the  Empire, 
and,  probably,  of  greater  commercial  success  to  those  engaged 
in  it,  than  that  between  Paris  and  London.  He  was  rather 
hopeful  that  the  far-flung  Dominions  would  perceive  that  a 
sum  of,  say,  £ 250,000 ,  which  was  suggested  in  the  Australian 
Parliament,  might  be  available  to  join  in  the  Imperial  scheme, 
and  that  it  would  be  many  times  more  productive  if  linked  up 
from  the  last  portion  of  the  route  in  the  heuvier-tlian-air 
service,  from,  say,  Singapore  to  Australia.  The  tone  for  them 
to  adopt  during  the  present  period  was  one  of  sure,  simple, 
but  not  extravagant,  optimism.  The  time  should  be  spent 
as  he  thought  it  had  been  in  the  last  two  years  in 
strengthening  the  liaison  and  co-operation  between  the  Air 
Ministry  and  the  aircraft  industry,  and  they  should  have 
as  their  motto  for  the  next  year,  “Sit  tight,  work  hard 
don’t  stunt,  and  be  ready  for  better  times.” 
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The  De  Havilland  “29  ”  Monoplane  paid  a  flying  visit  to  Croydon  on  Monday. 

THE  AIR  CONFERENCE 

Resume  of  Lord  Gorell’s  Paper 


The  Second  Air  Conference,  called  by  the  Air  Council, 
opened  on  Tuesday,  February  7,  at  the  Guildhall.  The 
chairman,  during  the  morning  session,  was  the  Rt.  Hon. 
Gapt.  F.  E.  Guest,  C.B.E.,  D.S.O.,  M.P.,  Secretary  of  State 
for  Air,  while  the  Rt.  Hon.  Lord  Weir  of  Eastwood  took 
the  chair  during  the  afternoon  session.  During  the  morning, 
papers  were  read  by  the  Rt.  Hon.  Lord  Gorell,  C.B.E.,  M.C., 
Under-Secretary  of  State  for  Air  and  by  Lieut. -Col.  W.  A. 
Bristow,  M.I.E.E.,  M.I.A.E.,  F.R.Ae.S.  The  afternoon 
session  opened  with  a  paper  by  Major  F.  M.  Green,  O.B.E., 
M.I.C.E.,  F.R.Ae.S.,  followed  by  papers  by  the  Director  of 
Research,  Brig. -Gen.  R.  K.  Bagnall-Wild,  C.M.G.,  C.B.E. 
F.R.Ae.S.  and  by  Major  G.  H.  Scott,  C.B.E. ,  A.F.C., 

A  M  I.M.E. 

Space  does  not  permit  of  publishing  all  the  papers  this 
week,  and  we  have  had  to  content  ourselves  with  publishing 
a  rSsuttid  of  the  paper  read  by  Lord  Gorell,  entitled  "  Civil 
\viation."  The  subject  is  a  large  one,  and  the  paper  was, 
of  necessity,  a  somewhat  lengthy  one.  As,  however,  the 
Under-Secretary  of  State  for  Air  dealt  at  some  length  with 
subjects  with  which  readers  of  Flight  are  already  well 
acquainted,  we  have  been  able  to  condense  portions  of  the 
paper  very  considerably,  while  in  the  case  of  others  it  is 
hoped  that  the  main  points  made  have  been  incorporated 
in  the  following  resume.  In  our  Editorial  Comments 
columns  will  be  found  certain  comments  on  such  portions 
of  Lord  Gorell  s  paper  as  seemed  to  us  to  call  for  special 
mention.  As  will  be  seen,  our  comments  are  in  the  nature 
of  criticisms  of  certain  omissions,  rather  than  of  anything 
stated  by  the  Under-Secretary. 

Factors  of  Successful  Development 

In  his  introductory  remarks  Lord  Gorell  ,  reminded  his 
audience  of  the  paper  read  by  Sir  F.  Sykes,  C.G.C.A.,  at  the 
last  conference,  and  stated  that  it  has  now  become  important 
to  approach  the  subject  of  Civil  Aviation  as  a  matter  of 
broad  policy  with  which  the  Government  are  concerned. 
Lord  Gorell  pointed  out  that  there  is  a  decided  increase  in 
the  interest  now  taken  in  the  subject  of  civil  aviation  by 
the  Press,  and,  consequently,  by  the  general  public,  but  that 


it  yet  falls  far  short  of  the  interest  which  this  country  ought 
to  take  in  aviation  matters,  and  that  we  have  not  yet  shown 
the  same  general  interest  as  a  nation  as  has,  for  instance, 
France.  He  pointed  out,  however,  that  although  a  Govern¬ 
ment  can  do  a  great  deal  to  assist  development  of  civil  aviation, 
still,  in  the  long  run,  the  real  factor  of  successful  development 
must  be  the  amount  of  public  interest  put  into  it.  “  Until 
there  comes  to  the  British  public, ’’  he  said,  “  a  real  and 
substantial  realisation  of  the  potentialities  of  aerial  transport 
and  the  opportunities  afforded  by  it — a  realisation,  not  in 
mind  only,  but  in  pocket  also — I  do  not  see  how  it  will 
be  possible  for  this  new  industry  to  develop  on  the  broad 
basis  on  which  all  who  have  considered  it  realise  that  it 
should,  and  could,  be  developed." 

The  Service  and  Civil  Sides. 

Although  confining  his  remarks  chiefly  to  civil  aviation, 
Lord  Gorell  mentioned  briefly  that  he  did  not  agree  with 
the  view  that  Service  and  Civil  sides  of  flying  are  con¬ 
flicting,  but  that,  in  his  opinion,  they  are  complementary  one 
to  the  other.  By  way  of  a  parallel,  he  mentioned  the  relation 
of  the  Mercantile  Marine  and  the  Navy.  He  thought  there 
was  one  difference,  and  did  not  wish  to  press  the  parallel 
too  far,  namely  that  for  many  years  to  come  success  in  the 
air,  whether  Service  or  Civil,  must  depend  primarily  upon 
constant  scientific  research,  and  he  expressed  the  belief 
that  research  is  the  essential  link  between  Service  and  Civil 
flying.  Lord  Gorell  expressed  the  opinion  that  the  experience 
gained  with  machines  designed  for  troop  transport  must  be 
taken  into  account  by  designers  of  commercial  machines, 
and  that  these  improvements,  in  certain  types  of  Service 
machines,  will  be  of  direct  service  to  civil  aviation.  He 
believed  that  the  suggested  organisation  of  an  Auxiliary 
Air  Force  would  make  a  further  and  valuable  link  between 
the  R.A.F.  and  civil  aviation,  and  would  have  the  effect  of 
diffusing  among  the  general  population  the  sense  of  the  air, 
which  he  deemed  of  paramount  importance  in  the  development 
of  all  aerial  activities. 

On  the  subject  of  airships,  the  Under-Secretary  had 
several  things  to  say.  chiefly  in  the  nature  of  an  explanation 
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of  the  Government’s  reasons  for  abandoning  airships.  The 
cry  for  economy  which  was  used  as  the  reason  for  this  fatal 
decision  is  already  too  well  known  to  readers  of  this  journal 
to  need  stating  afresh,  as  are  also  the  various  plans  put  before 
the  special  Committee  of  the  Imperial  Conference,  and  the 
almost  entire  absence  of  tangible  results  up  to  the  present. 

Lord  Gorell  said  that  with  regard  to  certain  comments, 
alleging  Government  hostility  or  indifference  to  airships, 
his  experience  had  been  that  the  Air  Ministry  was  anxious 
to  discover,  if  possible,  some  practicable  financial  means 
by  which  the  airship  service  could  be  maintained .  He  thought 
it  was  a  mistake  to  concentrate  solely  on  one  type  of  aircraft 
and  not  on  the  other,  as  the  functions  of  both  airships  and 
heavier-than-air  craft,  although  different,  are  concerned  with 
transport  through  the  air,  and  the  capabilities  of  each  should 
supplement  those  of  the  other.  He  considered  that  the 
airship  can  be  employed  most  economically  over  long  distances 
and  the  aeroplanes  over  shorter  distances.  The  Under¬ 
secretary  then  referred  to  German  airship  activity,  and  men¬ 
tioned  that  recently  the  Council  of  Ambassadors  have  agreed 
to  allow  Germany  to  build  an  airship  for  the  United  States. 
He  then  briefly  referred  to  what  is  being  done  and  contemplated 
by  other  nations,  and  concluded  by  expressing  the  conviction 
that  the  main  air  lines  of  the  British  Empire  in  the  future, 
will  be  primarily  airship  lines,  with  branch  aeroplane  con¬ 
nections  running  off  from  them. 

The  Progress  of  Civil  Aviation 

Turning  now  his  attention  to  the  general  progress  of  civil 
aviation,  Lord  Gorell  quoted  the  facts  and  figures  relating 
to  the  progress  in  the  United  States,  the  chief  Continental 
powers,  the  Dominions,  and  this  country.  As  many  of 
them  were  included  in  the  recent  half-yearly  report  of  the 
Controller-General,  we  do  not  propose  to  refer  to  them  in 
detail  here,  but  will  confine  ourselves  to  a  brief  reference  to 
Lord  Gorell's  remarks  on  the  relative  progress  made  in 
h  ranee  and  in  this  country.  The  total  French  civil  aviation 
vote  for  1921  was,  Lord  Gorell  said,  about  1 84I  million 
francs,  or  about  55  million  francs  more  than  in  the  previous 
year,,  and  amounted  to  about  half  the  vote  for  Service 
aviation.  Thirty-three  million  francs  was  allocated  for 
subsidies  to  air  transport  companies,  and  about  25 1  millions 
to  the  construction  of  two  rigid  airships,  airship  bases  and 
supplementary  equipment.  Lord  Gorell  pointed  out, 
however,  that  it  is  not  possible  to  arrive  correctly  at  a 
comparison  between  the  French  effort  and  our  own,  merely 
by  dividing  francs  into  pounds,  as  francs  go  further  than  the 
pounds  for  which  they  can  be  exchanged. 

The  Under-Secretary  of  State  for  Air  then  called  attention 
to  the  progress  made  in  the  matter  of  regular  services,  and 
pointed  out  how  these  have  been  constantly  increased  from 
19*9  up  to  the  present  time.  He  gave  the  following 
statistics,  which  are  of  considerable  interest.  The  total 
work  carried  out  by  French  civil  aircraft  in  the  period  from 
January  1  to  September  30,  1921,  was  as  follows: — Number 
of  flights,  5,115.  Number  of  machine  hours  flown  14,100. 
Aveiage  duration  of  each  flight  2  hrs.  45  mins.  Approximate 
machine  mileage  1,145,500.  Number  of  passengers  carried 
8,761.  Weight  of  goods  earned  126  tons. 

Lord  Gorell  next  turned  his  attention  to  civil  aviation  in  the 
L  mted  Kingdom,  pointing  out  that  the  attention  of  the 
Government  and  of  transport  companies  has  been  largely 
concentrated  on  the  maintenance  of  regular  services  to  and 
bom  the  Continent.  The  greatest  activity,  he  said,  was 
shown  in  the  summer  months.  In  August  155  flights  between 
this  country  and  the  Continent  were  made  by  British 
machines,  which  carried  920  passengers.  He  pointed  out 
that  although  the  number  of  flights  last  summer  was  only 
about  one-third  of  those  during  the  summer  of  1920,  the 
number  of  passengers  does  not  show  any  serious  diminution, 
the  numbers  being  4,006  and  4,336  respectively,  while  about 
500  more  passengers  were  carried  in  British  machines  than 
in  French.  French  companies,  on  the  other  hand,  captured 
the  largest  portion  of  goods  traffic,  carrying  between  April 
and  October,  1921,  53  tons,  as  opposed  to  ix  tons  carried 
in  British  machines.  The  reliability  and  efficiency  were 
good,  about  93  per  cent,  of  flights  being  completed  within 
4  hours  during  April  to  September,  and  the  number  of  accidents 
has  been  encouragingly  small. 

1.0 rd  Gorrell  also  devoted  portions  of  his  paper  to  develop¬ 
ments  in  wireless  telegraphy  and  other  signal  work,  and  to 
the  work  of  the  Meteorological  Office,  as  well  as  to  mentioning 
two  definite  attempts  on  the  part  of  the  Air  Ministry  to 
encourage  research.  One  of  these  dealt  with  the  Air  Ministry 
safety  tank  competition,  and  the  other  with  the  progress 
which  has  been  made  towards  the  successful  solution  of 
vertical  flight  by  means  of  a  helicopter. 


Foundations  of  a  Prosperous  Industry 

Having  thus  outlined  some  of  the  most  material  facts  and 
figures  relating  to  the  progress  of  civil  aviation,  Lord  Gorell 
admitted  that  it  would  be  idle  to  pretend  that  a  comparison 
between  the  respective  positions  of  this  country  and  such 
others  as  France,  the  United  States,  and  Germany  can  be 
considered  satisfactory,  although  he  did  not  think  that  a 
true  estimate  of  the  position  can,  at  this  stage,  of  devlopment, 
be  reached  merely  by  comparison  of  facts  and  figures.  He 
said  that  comparison  has  chiefly  been  made  between  the  re¬ 
spective  positions  in  France  and  in  this  country,  and  the 
question  has  been  bluntly  asked  whether,  when  the  figures 
of  the  two  are  set  side  by  side,  the  French  nation  or  we  are 
right  in  the  policy  which  each  is  pursuing.  That,  he  said,  is 
not  a  question  which  can  be  answered  in  a  very  few  words. 
Many  factors  must  be  taken  into  account,  and  although  it 
is  true  that  much  more  flying  is  being  done  in  France  at  the 
present  time  than  in  this  country,  that  is  not  enough  in 
itself  to  show  that  the  French  policy  is  right  and  ours  is 
wrong.  He  thought  that  the  recent  Aero  Show  at  Paris 
must  have  given  those  responsible  for  aviation  in  France 
serious  thought  for  consideration,  since,  although  the  French 
have  spent  33,  and  are  about  to  spend  46,  million  francs  on 
subsidies  to  civil  aviation,  he  had  found  a  fairly  general 
agreement  that  in  matters  of  design  and  construction  the 
French  have  not  advanced  to  the  extent  that  might  have 
been  expected.  Certain  it  is.  Lord  Gorell  said,  that  a  lavish 
policy  of  subsidies,  though  it  must  produce  immediate  and 
even  striking  results  in  the  way  of  miles  flown  and  lines 
opened,  may  not  really  be  successful  in  producing  the  per¬ 
manent  results  which  those  who  believe  in  the  development 
of  aerial  transport  wish  to  see  firmly  established.  Lord 
Gorell  disclaimed  any  intention  of  criticising  the  policy  which 
the  French  have  adopted  for  themselves,  and  said  he  only 
questioned  whether  it  is  one  which  should  b‘e  applied  to  this 
country.  “  We,  in  this  country,”  Lord  Gorell  said,  "  should 
not  be  diverted  by  comparisons  with  other  countries  from 
what  we  conceive  to  be  the  best  means  to  secure  the  object 
wffiich  best  suits  the  interests  of  this  country  :  and  there  is 
always  a  further  difference  with  which  we  must  reckon, 
namely,  that  national  characteristics  are  by  no  means  the 
same.  It  does  not  suit  our  temperament  to  advance  far 
in  any  commercial  enterprise,  until  we  are  satisfied  as  to  the 
foundations.  It  seems  to  me,  looking  at  it  from  the  British 
point  of  view,  that  of  all  the  necessary  factors  in  the  successful 
development  of  the  civil  aircraft  industry,  the  first  and  greatest 
must  be  the  bringing  about  in  the  public  mind  of  a  sense  of 
safety  :  in  other  words,  the  first  requisite  of  civil  aeroplanes 
must  be  their  trustworthiness,  and,  though  I  cannot  claim  to 
be  able  to  pronounce  technical  judgments,  nevertheless,  from 
all  the  information  which  comes  to  me,  I,  personally,  feel 
no  doubt  whatever  that  in  this  respect  British  machines  at 
the  present  time  lead  the  field  ” 

The  Under  Secretary  then  called  attention  to  the  importance 
bearing  in  upon  the  public  consciousness  that  travel  by  air 
is  a  normal  means  of  journeying,  and  that  this  can  only  be 
done  by  ensuring  before  all  else  the  trustworthiness  of  trans¬ 
port  machines,  and  by  maintaining  this  assurance  over  a 
long  period  of  time.  In  this  connection,  Lord  Gorell  thought 
there  will  inevitably  be,  as  competition  grows,  a  tendency  to 
get  the  most  possible  out  of  the  pilots  employed.  It  must 
never  be  forgotten,  he  said,  that  an  overworked  pilot  may 
reduce  the  factor  of  trustworthiness  to  which  he  had  referred 
as  the  first  essential  of  commercial  prosperity. 

The  Cross-Channel  Services 

Turning  his  attention  to  the  cross-Channel  services,  and 
stating  that  he,  as  Chairman  of  the  Committee  which  investi¬ 
gated  the  question  of  subsidies  and  framed  the  conditions 
concerning  them,  carried  a  direct  responsibility  for  the  policy 
adopted,  Lord  Gorell  briefly  summarised  the  history  of  sub¬ 
sidies.  As  this  is  already  well-knowm  to  oar  readers,  we  need 
not  go  into  the  matter  here.  Regarding  the  decision  of  the 
Air  Ministry  to  approve  one  additional  firm  for  the  London- 
Paris  route,  this  has,  Lord  Gorell  said,  been  criticised  in 
some  quarters  on  the  grounds  that  it  will  diminish  the  chances 
of  commercial  success  for  all  three,  and  those  who  made  this 
criticism  at  the  same  time  put  forward  the  view  that  it  was 
a  mistake  to  concentrate  on  the  cross-Channel  services  alone 
the  money  available  for  subsidies. 

The  Committee,  he  said,  based  their  approval  of  three 
firms  upon  a  careful  consideration  of  the  volume  of  traffic 
that  might  reasonably  be  expected,  and  had  to  steer  between 
limiting  approval  unduly  and  extending  it  too  widely.  The 
Committee  came  to  the  conclusion  that  the  traffic  on  this 
route  might  reasonably  be  expected  to  be  sufficient  to  make 
the  operation  of  three  firms  successful. 
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r  -^e  Committee,  Lord  Gorell  stated,  took  the  views  that 
it  would  be  a  mistake  to  spread  the  subsidy  over  other  routes, 
and  that  in  order  to  ensure  progress  we  must  concentrate, 
and  must  learn  how  to  make  one  service  a  commercial  success. 
He  thought  that  the  moment  this  has  been  done  every  other 
route  lies  open  for  development.  The  cross-Channel  route 
was  chosen  because  it  is,  he  said,  unquestionably  the  most; 
important,  as  it  leads  to  the  Continent  and  links  up  with  the 
trans-Continental  lines.  He  thought  it  would  be  generally 
admitted  that  the  preservation  of  this  service  was  an  absolute 
necessity,  and  that  we  must  look  to  routes  across  the  sea  for 
the  adequate  development  of  aerial  transport.  He  pointed 
out  that,  owing  to  the  situation  of  this  country  on  the  north¬ 
west  of  Europe,  expansion  of  transit  by  aeroplane  is  restricted 
to  the  south  and  east,  at  any  rate  unless  and  until  aeroplanes 
can  safely  negotiate  the  Atlantic.  Lord  Gorell  thought  that 
if  it  had  done  nothing  else  since  March  last,  the  maintenance 
of  regular  cross-Channel  services  has,  at  least,  converted 
many  people  to  a  belief  in  the  future  of  the  air. 

Regarding  the  more  permanent  scheme  for  the  cross-Channel 
services,  Lord  Gorell  brought  up  the  question  of  the  return  to 
the  Air  Ministry  of  machines  used  by  the  firms.  It  has 
always,  he  said,  been  charged  against  any  policy  of  sub¬ 
sidisation,  that  it  might  result  in  keeping  obsolete  or  obsoles¬ 
cent  machines  in  the  air.  He  admitted  that  this  was  a  real 
danger,  but  stated  that  the  interests  of  the  firms  and  the 
interests  of  the  Government  were  identical,  the  object  of  the 
former  being  to  have  the  use  of  the  best  machines  available, 
and  the  Government's  object  being  to  expedite  the  evolution 
of  the  ideal  type  of  civil  aeroplane.  He  stated  that  the 
Government  has  now  been  able  to  agree,  for  the  present  year, 
at  any  rate,  that  machines,  if  returned  in  an  air-worthy  con¬ 
dition,  will  be  taken  back  after  only  nine  monthly  pay¬ 
ments  of  per  cent,  of  their  value,  in  order  that  they  may  be 
replaced  by  the  latest  types  of  machines,  if  the  Air  Ministry 
is  satisfied  that  the  change  is  desirable  from  the  point  of 
view  of  forwarding  design  and  construction.  Lord  Gorell 
did  not  wish  to  pretend  that  the  arrangements  entered  into 
are  beyond  criticism,  and  said  that  he  was  not  so  much 
concerned  with  the  task  of  defending  them  as  with  that  of 
explaining  them,  and  that  their  wisdom,  therefore,  was  open 
to  discussion  during  the  Conference.  He  said  that  he  felt 
it  his  duty,  however,  to  state  that,  in  the  view  of  all  three 
members  of  the  Committee,  the  arrangements,  whether 
ideal  or  not,  were  the  only  ones  which  in  actual  practice 
could  achieve  their  objects  at  the  present  time.  The  sub¬ 
sidies,  Lord  Gorell  said,  are  necessary,  because  we  are  asking 
firms  to  compete  with  the  French  subsidies,  and  because 
we  deem  it  essential  that  the  British  cross-Channel  services 
shall  be  maintained.  Regarding  the  suggestion  of  an  air 
service  across  the  Irish  Channel,  Lord  Gorell  stated  that, 
personally,  if  it  were  in  any  way  financially  possible,  he  would 
like  to  see  this  established,  but  at  the  same  time,  it  would,  he 
said,  be  misleading  to  suggest  that  he  saw  any  definite  hope 
of  its  establishment  in  the  immediate  future. 

Imperial  Air  Services 

Passing  on  to  broader  aspects  of  aviation,  Lord  Gorell 
proceeded  to  deal  with  the  question  of  Imperial  Air  Services. 
He  pointed,  out  that  the  aeroplane  stages  must  necessarily 
be  a  good  deal  shorter  than  those  on  a  route  flown  by  airships. 
With  the  number  of  relay  stations,  emergency  landing 
grounds,  and  other  ground  organisation  necessary,  such  a 
route  could  not  yet  be  a  commercial  proposition,  and  that, 
therefore,  the  establishment  of  such  routes  must  be  primarily 
undertaken  by  the  Royal  Air  Force.  From  the  point  of 
view  of  the  Government,  he  said,  although  the  desirability 
of  opening  the  routes  to  commercial  services  should  be 
constantly  borne  in  mind,  the  first  necessity  is  to  effect  the 
linking  up  of  the  different  areas  of  R.A.F.  squadrons.  When 
that  has  been  effected  we  shall  have  stations  established  at 
convenient  stages,  in  connection  with  which,  or  beside  which,  * 
civilian  stations  can  be  successfully  established  and  economi¬ 
cally  protected.  Lord  Gorell  further  stated  that  the  process 
of  linking  up  the  stations  established  for  service  purposes  is 
steadily  continuing,  and  that  therefore  the  time  may  not  be 
so  far  distant  when  an  Imperial  route  for  civilian  and  commer¬ 
cial  purposes  can  be  established  with  a  prospect  of  commercial 
success. 

Air  Mails 

On  the  subject  of  air  mails.  Lord  Gorell  had  a  good  deal 
to  say.  He  prefaced  his  remarks  on  the  question  of  air 
mails  from  and  to  this  country  by  a  brief  statement  of  what 
has  been  done  in  the  matter  of  air  mails  abroad.  The 
United  States  Government  was  the  first,  and  for  some  time 
the  only.  State  which  itself  operated  an  air  mail  service, 
Nearly  45  million  pieces  of  mail  were  carried  in  the  year 
ended  June  30,  1921,  and  this  was  in  addition  to  large 


quantities  carried  on  other  routes  by  non-subsidised  com¬ 
panies.  In  the  United  Kingdom,  during  the  12  months 
ended  September  30  last,  102,240  letters  were  posted  for 
outward  transmission  by  the  cross-Channel  air  services,  and 
of  these  63,340  were  for  Paris.  The  numbers  carried  in  the 
opposite  direction  w'ere  rather  less.  The  first  necessity,  Lord 
Gorell  said,  in  any  system  of  transit,  must  be  the  regularity 
of  service,  and  although  this  regularity  has  to  a  great  extent 
been  gained  in  that  95  per  cent,  of  the  flights  on  the  London- 
Paris  mail  service  between  April  x  and  September  30,  1921, 
were  completed  in  less  than  four  hours  from  the  scheduled 
time  of  starting,  no  very  substantial  advantage,  he  thought, 
was  gained  from  the  point  of  view  of  the  General  Post  Office, 
by  the  more  speedy  transit  of  mails  across  the  Channel  by 
day  flights. 

For  the  cross-Channel  air  mails.  Lord  Gorell  thought  it 
would  be  necessary  to  develop  night  flying,  as,  if  a  business 
man  could  post  his  letters  in  the  evening  and  be  assured  that 
they  would  reach  his  French  correspondent  early  next 
morning,  he  would  readily  see  the  advantages  of  the  cross- 
Channel  air  mail  service. 

Regarding  the  attitude  of  the  General  Post  Office  towards 
air  mails.  Lord  Gorell  stated  that  he  had  not  found  that  the 
G.P.O.  deserved  some  ofi  the  more  harsh  criticisms  which 
have  been  passed  upon  its  officials.  He  thought  it  obvious 
that  if  the  regularity  can  be  assured  they  will  take  advantage 
of  the  service,  just  in  the  same  way  as  in  the  past  they  changed 
from  sending  mails  by  road  when  the  railways  provided  a 
speedier  and  surer  method.  It  seemed  to  him,  he  said,  that 
there  were  two  sides  to  be  considered.  As  long  as  it  costs 
more  to  send  a  letter  by  air,  the  G.P.O.  must,  in  addition  to 
the  question  of  regularity,  be  assured  that  there  are  a  sufficient 
number  of  people  who  are  willing  to  pay  that  extra  sum  in 
order  to  obtain  more  rapid  communication.  The  G.P.O. 
would  not  be  justified  in  entering  into  new  arrangements  if 
the  public  response  is  inadequate.  He  thought  it  rather 
indicative  of  the  lack  of  general  public  interest  that  far  fewer 
letters  are  sent  from  London  to  Baghdad  by  air  than  are 
sent  from  Baghdad  to  London.  He  thought  that  if  once  it 
can  be  shown  that  mails  can  be  borne  by  air  at  approximately 
the  same  charges  as  they  can  be  borne  by  land  and  sea,  and 
a  good  deal  quicker,  that  will  be  the  method  which  the  G.P.O. 
will  naturally  adopt.  Regularity  and  cheapness  were  the 
two  pillars.  Lord  Gorell  considered,  upon  which  must  rest 
any  real  development  of  the  transit  of  mails  by  air. 

Civil  Aviation  and  Commerce 

On  the  question  of  the  relations  between  civil  aviation 
and  commerce.  Lord  Gorell  thought  it  was  hardly  too  much 
to  say  that  at  present  these  were  distinctly  poor.  He  thought 
that  at  present  there  is  no  real  sign  that  business  brains  in 
this  country  have  taken  into  serious  consideration  the  degree 
to  which  the  air  may  be  utilised  for  the  purpose  of  their 
business,  and  he  mentioned  as  one  example  the  great 
industry  comprised  by  the  word  journalism.  He  expressed 
surprise  at  the  fact  that  some  of  the  great  newspapers  have 
not  regularly  employed  the  aeroplane  in  connection  with  their 
early  editions.  We  shall,  he  said,  really  only  begin  to  make 
decided  progress  when  the  business  community  begins  to  go 
seriously  into  the  cost  and  practicability  of  meeting  their 
constant  need  of  the  speediest  means  of  transport  by  making 
use  of  the  air. 

The  Policy  of  Subsidisation 

On  the  general  question  of  aerial  development,  Lord  Gorell 
said  that  he  had  noticed  that  critics  of  the  Government 
attitude  had  drawn  a  distinction  between  promise  and 
performance.  Probably,  he  said,  the  action  of  any  Ministry 
falls  short  of  what  enthusiasts  consider  desirable,  but  he 
thought  that  the  critics  had  wished  the  Government  to  do 
a  great  deal  more  in  ways  that  would  have  cost  the  taxpayer 
a  great  deal  more  money,  and  he  was  sure  that  no  degree  of 
public  support  would  be  given  to  a  proposal  that  we  should 
spend  a  million  pounds  on  this  object.  Lord  Gorell  stated 
that  he  had  been  much  interested  to  read  in  a  recent  article 
by  a  French  writer,  written  in  defence  of  the  results  of  the 
Paris  Aero  Show,  against  some  of  the  criticisms  which  had 
been  passed  upon  it,  some  striking  admissions  of  the  errors 
into  which  the  earlier  policy  of  subsidisation  had  led  the 
French  Government,  and  even  of  the  present  regulations 
this  French  writer  had  some  significant  things  to  say.  For 
instance,  of  the  petrol  subsidy,  he  says,  "  the  new  subsidy 
stifles  initiative  in  the  firms  concerned,  since  they  are  free 
from  all  anxiety  in  regard  to  the  price  of  petrol.’’  He  further 
states,  Lord  Gorell  said,  that  “  the  present  regulations  have 
been  drawn  up  more  with  an  eye  to  existing  machines  than  to 
future  construction.”  The  Under- Secretary  of  State  for 
Air,  therefore,  thought  that  the  Government  would  require 
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much  greater  justification  than  a  mere  comparison  of  figures 
before  they  engaged  in  a  similar  policy. 

The  Civil  Aviation  Advisory  Board 

Owing  to  the  importance  of  the  decision,  we  give  the  part 
of  Lord  Gorell’s  paper  dealing  with  the  establishment  of 
the  new  Civil  Aviation  Advisory  Board  in  full. 

“  It  has  been  decided,"  Lord  Gorell  said,  “  that  on  the 
difficult  problems  in  connection  with  the  development  of 
civil  aviation,  as  a  whole  there  is  need  for  a  body  acting  in 
close  relations  with  the  Air  Ministry,  and  at  the  same  time 
representative  of  the  great  interests  concerned,  to  advise 
generally  upon  such  development,  or  to  report  specifically 
upon  any  question  which  may  be  referred  to  it.  The  Advisory 
Committee  on  Civil  Aviation,  presided  over  by  Lord  Weir, 
gave  very  distinguished  help  in  the  past,  and  it  has  now  been 
thought  well  to  perpetuate  the  basic  idea  underlying  the  forma¬ 
tion  of  that  Committee.  There  will,  therefore,  be  set  up  a 
body  which  will  be  known  as  the  Civil  Aviation  Advisory 
Board,  the  Chairman  of  which  will  be  the  Under-Secretary 
of  State  for  Air,  and  the  membership  of  which  will  comprise 
the  Controller-General  of  Civil  Aviation,  the  Director-General 
of  Supply  and  Research,  together  with,  it  is  hoped,  representa¬ 
tives  of  the  General  Post  Office,  the  Associated  Chambers 
of  Commerce,  Lloyd’s,  the  Royal  Aeronautical  Society, 
the  Air  League  of  the  British  Empire,  the  Royal  Aero  Club, 
and  the  Society  of  British  Aircraft  Constructors  ;  in  addition, 
the  most  convenient  way  of  securing  representation  of  the 
Dominions  and  Crown  Colonies  is  being  considered,  and  they 
will,  in  any  event,  be  consulted  whenever  the  interests  of 
any  are  concerned.  I  am  further  authorised  to  say  that 
the  Secretary  of  State  has  decided -to  refer  to  this  Advisory 
Board,  as  the  first  subject  upon  which  he  desires  its  recom¬ 


mendations,  the  question  of  the  cost  and  practicability  of  an 
Imperial  Air  Mail  Service. 

"  There  will  be  many  other  questions  upon  which  it  is 
believed  that  the  recommendations  of  such  a  Board,  which 
it  is  intended  shall  meet  with  some  regularity,  will  be  of  the 
utmost  value  to  the  Air  Ministry.  Possibly,  one  direction 
in  which  it  can  give  general  assistance  will  be  that  to  which  I 
have  referred  more  than  once  in  this  paper,  and  upon  which 
I  lay  the  greatest  emphasis  of  all.  I  cannot  express  it  better 
than  by  quoting  the  words  used  by  Mr.  Holt  Thomas  in  a 
letter  published  in  The  Times  on  November  25  last,  immedi¬ 
ately  after  his  experience  of  the  first  International  Congress 
on  the  Navigation  of  the  Air  in  Paris.  He  wrote  : — 

‘  Convinced  as  I  have  been  for  the  last  fifteen  years  of  the 
importance  of  aviation  to  this  country',  I  return  from  France, 
with  a  still  stronger  conviction  that  this  country  must, 
by  hook  or  by  crook,  be  led  to  appreciate  the  enormous 
importance  of  aviation,  and  especially,  at  this  time,  of  civil 
aviation,  to  the  British  Empire.’  With  that  conviction  L 
express  myself  in  entire  agreement ;  but  the  creation  of  this 
conviction,  I  must  repeat,  is  a  task  in  which  a  Government 
Ministry  can  to  some  extent  assist,  but  which  it  cannot 
successfully  itself  undertake.  That  must  be  done  by  the 
recognition  of  the  possibilities  of  the  air  by  the  business 
community.  1  am  certain  that  passenger  traffic,  important 
as  it  is,  is  not  so  essential  to  the  health  of  civil  aviation  as  an 
industry  as  the  transport  of  goods,  and  if  we  are  to  take  ad¬ 
vantage  of  the  great  exploits  performed  by  British  airmen  in 
the  War,  and  of  our  needs  and  opportunities  as  an  island 
Empire,  we  do  require  first  and  foremost  the  establishment 
in  the  public  mind  of  the  realisation  of  aerial  commercial 
possibilities.” 
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NOTICES  TO  AIRMEN 


Henlow  Aerodrome  :  Obstructions 

Two  70-ft.  wireless  masts  have  been  erected  approxi¬ 
mately  150  yds.  from  the  southern  side  of  the  landing  ground 
at  the  Royal  Air  Force  Aerodrome,  Henlow  (Lat.  52°  01'  N., 
Long.  o°  18'  W.). 

A  red  streamer  will  be  flown  from  the  top  section  of  each 
of  the  masts. 

Pilots  who  may  have  to  land  at  this  aerodrome  should, 
herefore,  be  careful  to  avoid  these  masts.  (No.  10  of  1922.) 

Wireless  D.F.  Stations  :  List  and  Borkum  Re-opened 

The  Direction  Finding  stations  at  List  and  Borkum , 
which  have  been  temporarily  closed,  are  now  open  again 
for  service.  Paragraph  1  of  Notice  to  Ainnen  No.  in  of 
1921  is  accordingly  cancelled. 

(No.  11  of  1922.) 

Belgium  :  Obstruction  at  Haren  Aerodrome  ;  tempo¬ 
rary  Closing  of  Haren  R/T  Station 

Certain  work  (levelling,  etc.)  is  in  progress  on  the 
surface  of  the  southern  half  of  Haren  aerodrome  (Lat.  50°  53' 
N.,  Long.  40  25’  E.).  Pilots  should,  therefore,  keep  to  the 
north  of  the  white  circle  when  landing.  (See  plan  in  Notice 
to  Airmen  No.  139  of  1920.) 

(No.  12  of  1922.)  f 

Croydon  Aerodrome  :  Removal  of  Aerial  Lighthouse 

1,  The  Aerial  Lighthouse  at  present  situated  in  the  S.W. 
corner  of  Croydon  aerodrome  will  cease  to  operate  as  from 
0800  on  Friday;  January  27,  1922,  and  will  be  removed  from 

R.A.F.  Boy  Mechanics 

The  Civil  Service  Commissioners  announce  that  an  open 
competitive  examination  for  the  entry  of  boy  mechanics  into 
the  Royal  Air  Force  will  be  held  in  London,  Edinburgh, 
Birmingham,  Chatham,  Plymouth,  and  Portsmouth  on  May  12. 
The  limits  of  age  are  15-16^  on  July  1,  1922.  Regulations 
and  forms  of  application  will  shortly  be  ready  for  issue,  and 
will  be  sent  in  response  to  requests  received  by  letter 
addressed  to  the  Secretary,  Civil  Service  Commission,  Burling¬ 
ton  Gardens,  London,  W.i,  on  or  after  February  8. 

“  Hopping  Off  the  Cliff  ” 

According  to  stories  told  by  the  natives  of  Hawaii  of 
to-day,  it  is  learned  from  Honolulu,  so  writes  a  contributor  to 
The  Motor  (South  Africa),  that  all  the  thrills  of  flying  were 
enjoyed  by  Hawaiians  centuries  ago.  Their  ancestors  secured 
their  aerial  excitement  by  jumping  off  cliffs  into  the  sea  in 
home-made  aeroplanes.  They  made  a  regular  game  of  it, 
known  as  "  lele  pali,"  or  "  jumping  from  the  cliff."  It  was 


the  aerodrome  prior  to  its  being  installed  on  a  fresh  site 
at  Tatsfield,  Surrey. 

A  further  Notice  will  be  issued  before  the  lighthouse  is 
put  into  operation  at  Tatsfield. 

2.  The  Aerial  Pilotage  Light  will  continue  to  operate  as 
notified  in  Notice  to  Airmen  No.  64  of  1921. 

3.  Cancellation. — Notice  to  Airmen  No.  99  of  1920  is 
cancelled. 

(No.  13  of  1922.) 

Hourly  Weather  Messages  on  Civil  Air  Routes 

1.  The  hourly  meteorological  reports  for  aviation  issued 
by  W /T  from  the  Air  Ministry  are  being  sent  in  revised  code 
forms  adopted  by  the  International  Commissions  for  Weather 
Telegraphy  and  for  the  Application  of  Meteorology  to  Aerial 
Navigation  at  the  meetings  held  in  London  in  September. 
1921.  While  the  new  code  forms  differ  from  the  one  formerly 
in  use,  the  specifications  of  the  code  figures  remain  practically 
unchanged,  the  only  important  alterations  being  found  in 
the  specifications  of  visibility  and  of  speed  of  low  cloud 

2.  Reports  are  issued  daily,  Sundays  included.  Particulars 
(No.  14  of  1922)  should  be  obtained  from  the  Air  Ministry. 

(No.  14  of  1922.) 

Aerodromes  for  Civil  Use  :  Amendments 

Notice  to  Airmen  No.  1  of  1922  (Consolidated  List  of 
Aerodromes)  is  amended  as  follows  : — List  C. — Licensed  Cnnl 
Aerodromes. — Added  : — Cobham,  Tartar  Hill. 

The  following  should  be  deleted  : — Chesterfield,  Caushouse 
Farm  ;  Weymouth,  Lodmoor. 

(No.  16  of  1922.) 

<*> 

played  up  to  a  hundred  years  or  so  ago  by  natives  who  lived 
near  groves  of  loulu  palms,  near  high  cliffs  overlooking  the 
sea.  The  game  was  played  with  large  contrivances  built  of 
light  but  stout  sticks  and  overwoven  with  loulu  palm  leaves. 
Several  of  these  affairs  were  made  ready,  the  Hawaiian 
“  aviators  "  took  their  seats  and  were  pushed  over  towering 
cliffs.  The  adventurer  who  remained  longest  in  the  air  was 
the  winner.  Frequently  an  aeroplane,  owing  to  the  careless¬ 
ness  or  over-excitement  of  its  “  pilot,"  executed  a  nose-dive 
after  the  fashion  of  the  twentieth-century  machines.  The 
only  damage  was  the  loss  of  the  game.  Old  Hawaiians  say 
that  their  flying  men  were  exceptionally  skilful.  The  only 
means  they  had  of  guiding  their  crude  appliances  was  to 
shift  their  weight  to  maintain  balance  as  they  zigzagged 
down  toward  the  sea.  A  fleet  of  outrigger  canoes  was 
anchored  off  shore  to  pick  up  the  sportsmen  and  retrieve  the 
"  ’planes."  Exceptionally  daring  Hawaiians,  it  is  said, 
often  hopped  off  thousand-foot  cliffs  on  the  mainland. 
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A  GLOUCESTERSHIRE  GOODS  TYPE  COMMERCIAL 

AEROPLANE 

Rolls-Royce  “  Eagle  ”  Engine 


When  civil  aviation  was  first  attempted  in  1919.  the  machines 
used  were,  without  exception,  War  types  which  had  been 
variously  modified  to  meet,  in  some  measure,  the  altered 
requirements.  This  they  did  to  a  limited  extent  only,  and 
it  is  now  becoming  more  and  more  evident  as  experience  is 
gained  that  the  "  general  utility  "  machine  is  not  the  solution 
of  the  problem,  aud  that  from  now  onwards  the  tendency  will 
be  more  and  more  tow-ards  specialised  aircraft.  For  a  certain 
route,  and  a  certain  type  of  cargo,  there  will  always  be  types 
which  possess  certain  features  that  make  them  particularly 
suitable,  although  these  features  may,  and  probably  will, 
have  been  attained  at  the  expense  of  others  which  are  not, 
however,  so  necessary  for  the  particular  purpose.  Thus  we 
shall  see  certain  types  developed  for  mail-carrying,  others 
especially  suitable  for  passenger  work,  and,  let  there  be  no 
mistake  about  it,  certain  types  designed  specially  for  carrying 
goods.  At.  first  the  division  into  types  may  not  be  very 
marked,  but  it  is  already  beginning  to  be  noticeable,  and  will 
become  more  and  more  so  as  time  goes  on,  and  it  will  be  the 


designer  who  is  best  able  to  anticipate -the  requirements  of 
future  types  who  will  be  in  the  most  favourable  position  for 
meeting  them. 

It  might  have  been  thought  that  the  day  for  the  goods- 
carrying  aeroplane  is  not  yet,  but  we  have  the  wrord  of  no 
less  an  authority  on  the  subject  than  Sir  Samuel  Instone  for 
it  that  goods  machines  specially  designed  for  the  work  are 
required.  That  being  the  case,  it  is  extremely  interesting 
to  learn  that  that  progressive  firm,  the  Gloucestershire 
Aircraft  Co.,  Ltd.,  of  Cheltenham,  has  actually  completed 
the  design  for  a  machine  of  the  goods-carrying  type,  which  has 
several  novel  features,  and  which  has  been  designed  writh 
commercial  conditions  in  view  the  whole  way  through. 

As  the  accompanying  drawings  will  show,  the  new  Gloucester¬ 
shire  machine  is  a  tractor  biplane,  fitted  with  Rolls-Royce 
"  Eagle  "  engine.  The  wings,  it  will  be  observed,  are  of 
unequal  area,  and  an  interesting  innovation  is  found  in  the 
employment  of  different  wing  sections  for  top  and  bottom 
planes.  The  section  of  the  top  plane  is  that  known  as  air¬ 
screw  4,  which  has  a  maximum  lift  coefficient  of  about 
O’ 77  absolute,  and  a  maximum  top  camber  of  12 •  iS  per  cent. 


of  the  chord.  Although  of  relatively  high  lift,  this  section 
has  a  good  L/D  ratio  (nearly  18),  and  its  thickness  is  such  as 
to  give  ample  room  for  spars  of  light  construction.  The  lower 
plane  will  be  of  ordinary  medium-lift  section,  and  is  of  smaller 
area  than  the  top  one.  The  reasons  for  adopting  this  arrange¬ 
ment  are  various.  The  cantilever  monoplane,  with  thick, 
high-lift  wing,  is  necessarily  of  considerable  span,  so  that,  for 
the  same  landing  speed,  a  biplane  structure  will  be  more 
compact.  If  both  wings  are  of  the  high-lift  type,  the  gap 
between  them  has  to  be  fairly  large  to  avoid  too  great  biplane 
interference.  Also,  the  L/D  of  high-lift  sections  is  usually 
inferior  to  that  of  the  medium-lift  aerofoils,  and  by  employing 
one  plane  of  ordinary  section  and  one  of  high-lift  section, 
the  overall  L/D  of  the  biplane  is  increased.  It  appears 
possible  that  such  an  arrangement  might  also  be  used  for 
obtaining  a  certain  amount  of  longitudinal  stability,  although 
in  the  Gloucestershire  machine  no  attempt  has,  wre  under¬ 
stand,  been  made  to  attain  stability  in  this  way,  the  usual 
tail  plane  arrangement  being  relied,  upon  for  this  purpose. 


Although  a  fairly  large  machine,  there  is  to  be  only  one  set 
of  struts  on  each  side.  No  doubt,  this  reduction  in  bracing 
has  been  rendered  possible  largely  as  a  result  of  the  employ¬ 
ment  of  a  thick  top  plane.  Another  advantage  of  the  bi¬ 
plane  bracing  over  the  cantilever  monoplane  is,  Mr,  Folland, 
the  designer  of  the  machine,  points  out,  that  the  incidence 
bracing  provides  a  duplication  of  bracing  in  case  of  fracture 
of  one  of  the  lift  wires,  whereas  in  the  cantilever  monoplane 
no  such  duplication  exists. 

Apart  from  the  unusual  wing  arrangement,  the  new 
Gloucestershire  machine  is  of  interest  on  account  of  the  pro¬ 
vision  made  for  easy  loading  and  unloading  of  bulky  goods. 
The  fuselage,  which  is  of  rectangular  section,  is  built  in  three 
separate  units  :  the  front  unit  is  the  engine  housing,  the  middle 
unit  forms  the  cabin,  and  the  rear  unit  is  the  aft  portion  of 
the  fuselage,  carrying  the  tail  and  tail  skid.  At  the  rear  end 
of  the  cabin,  a  hinged  attachment  is  provided  for  the  rear 
portion  of  the  fuselage,  so  that  this  can  be  swung  out  laterally, 
thus  giving  access  to  the  cabin  through  an  opening  of  ap¬ 
proximately  the  full  size  of  the  cross  section  of  the  fuselage. 
A  partition  hinged  at  the  bottom,  folds  down  to  form  a 
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gangway  up  to  the  floor  of  the  cabin,  along  which  trolleys, 
with  the  goods  to  be  loaded  or  unloaded,  can  be  wheeled. 
Jacks  under  the  rear  corners  of  the  cabin  prevent  the  machine 
from  tilting  over  backwards. 

Although  ample  space  for  loading  and  unloading  is  thus 
provided  by  this  rear  door,  the  machine  might  be  used  for 
less  bulky  packages,  which  would  not  necessitate  such  a  large 
opening.  Ordinary  doors  have  consequently  been  provided 
in  the  sides  of  the  cabin,  one  in  each  side  aft,  and  a  third  in 
one  of  the  sides,  forward  of  the  w'ings,  Through  these  smaller 
packages  can  be  loaded,  avoiding  the  necessity  of  “  breaking  ” 
the  fuselage.  The  cabin  space  available  is  large,  n  ft.  8  ins. 
long,  by  5  ft.  6  ins.  high,  by  4  ft.  2  ins.  wide. 

Constructionally,  the  fuselage  will  be  of  the  composite 
type.  That  is  to  say,  the  front  portion  (engine  unit)  will  be 
largely  of  steel  tubing,  with  aluminium  covering.  The 
cabin  will  have  spruce  longerons,  and  three-ply  covering,  no 
other  bracing  being  employed,  so  as  to  leave  a  clear  space 
inside  the  cabin.  The  rear  portion  of  the  fuselage  wall  be  of 
the  ordinary  brace  girder  type,  but  with  steel  tube  longerons 
and  struts. 

Apart  from  other  advantages,  the  employment  of  a  thick 
top  plane  is  useful  in  providing  ample  space  for  mounting 
of  tanks  inside  the  wings,  thus  obtaining  the  benefit  of  direct 
gravity  feed  to  the  engine  without  unsightly  tanks  projecting 
above  the  top  surface  of  the  wing.  In  the’ present  machine, 
there  are  two  tanks,  one  on  each  side,  each  containing  43 
galls,  of  petrol. 

The  undercarriage  is  to  be  of  the  simple  V-type,  with  the 
front  struts  (steel)  cross-braced,  with  streamline  wire,  and 
the  rear  ones  telescopic,  toi  give  the  necessary  springing. 
The  latter  will  be  by  rubber  cord,  and  a  pneumatic  damper 
gear  is  to  be  fitted. 

The  engine,  a  Rolls-Royce  “  Eagle  ”  of  360  h.p.,  will,  as 
already  stated,  be  mounted  in  front  as  a  detachable  unit, 
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four  lugs  being  provided  for  securing  it  to  the  cabin.  By 
suitably  designing  the  engine  controls  and  petrol  leads,  the 
w’hole  engine  unit,  with  its  nose  radiator,  can  be  changed 
for  a  new  one  in  a  very  short  time.  For  inspection,  and 
minor  adjustments,  the  engine  is  made  accessible  by  designing 
the  engine  cowling  somewhat  after  the  fashion  of  the  bonnet 
of  a  motor-car,  quick-release  safety  catches  being  used  for 
fastening  the  cow  l  in  place. 

As  regards  the  controls,  these  are  to  be  of  standard  type, 
with  joy-stick  for  elevators  and  ailerons,  and  a  foot  bar  for 
the  rudder.  No  cables  will,  however,  be  used  in  the  controls, 
all  movements  being  transmitted  by  rigid  control  rods,  or 
tie  rods,  running  in  suitable  guides.  In  this  manner,  the 
wear  and  tear  and  the  amount  of  attention  usually  associated 
with  control  cables  will  be  avoided.  Ball-bearings  will  be 
used  extensively  so  as  to  render  the  controls  easy  to  operate, 
and  to  lessen  the  physical  fatigue  of  the  pilot  on  long  journeys. 

The  tail  plane  wall  be  of  the  trimming  type,  with  hinges  on 
the  front  spar,  and  a  worm  gear,  similar  to  that  used  on  the 
Nieuport  "  Night-hawks,”  will  be  incorporated,  in  the  support 
of  the  rear  spar  so  as  to  allow  of  trimming  the  tail  during  flight. 

Following  are  the  main  characteristics  of  the  Gloucester¬ 
shire  "Goods  'Plane”:  Length  o.a,,  36  ft.  ;  span  (upper), 
45  ft.  ;  chord  (upper),  6  ft.  2  ins.  ;  span  (lower),  34  ft.  8  ins,  ; 
chord  (lower),  5  ft.  2  ins.  ;  area  (upper),  261  sq.  ft,  ;  area 
(lower),  154  sq.  ft.  ;  total  wing  area,  4x5  sq.  ft.  ;  structure 
weight,  1,936  lbs.  ;  weight  of  engine,  radiator,  water,  piping, 
accessories,  and  propeller,  1,175  lbs,  ;  petrol,  628  lbs.  ; 
oil,  70  lbs;  pilot,  180  lbs.;  goods  load,  1,600  lbs,;  total 
loaded  weight,  5,589  lbs.;  wing  loading,  13-5  Ibs./sq.  ft.; 
power  loading,  15-5  lbs. /h.p,  ;  useful  load  per  h.p.,  4.45  lbs. 
at  104  m.p.h.  ;  5-7  lbs.  at  92  m.p.h.,  maximum  speed, 
104  m.p.h.  ;  speed  at  three-quarter  throttle,  92  m.p.h.  ; 
climb  to  10,000  ft.  in  30  mins.  ;  ceiling,  14,000  ft.  ,  air 
endurance,  4 f  hrs.  at  cruising  speed  of  92  m.p.h. 
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LONDON  TERMINAL  AERODROME 


Monday  Evening,  February  6,  1922 
The  outstanding  event  of  the  week  has,  of  course,  been  the  visit 
of  the  members  of  the  Air  Conference  to  the  aerodrome  today. 
They  arrived  by  special  train  and  motor-car,  and  numbered 
some  400.  The  train  was  run  straight  into  the  factory 
premises,  now  leased  by  the  Disposal  Co.,  in  order  to  show 
members  the  ease  with  which  the  aerodrome  could  be  reached 
when  this  factory  site  is  used  as  the  departure  station  for  the 
Continent.  It  is  rather  a  pity,  in  a  way,  they  were  not  made 
to  travel  down  by  the  ordinary  methods.  ’  It  would  have 
shown  them  what  an  outlandish  place  the  aerodrome  really 
is  when  no  special  arrangements  are  made.  The  sooner 
there  are  arrangements  for  some  reasonable  method  of  getting 
to  the  aerodrome,  either  by  train  or  omnibus,  'the  better  it 
will  be  for  civil  flying.  At  present,  the  inaccessibility  of  the 
aerodrome  from  Town  is  doing  more  than  anything  else  to 
hamper  commercial  aviation. 

There  was  quite  a  good  muster  of  aeroplanes  on  view,  and 
the  thanks  of  the  Air  Ministry  are  certainly  due  to  the  manu¬ 
facturers  who  sent  200  machines  in  order  to  make  the  visit 
a  success. 

The  fact  was  commented  upon  that  out  of  twelve  machines 
lined-up  for  inspection  six  were  of  De  Havilland  design  and 
construction,  a  striking  tribute  to  the  enterprise  of  this 
firm. 

Flights  for  the  visitors  were  provided  in  the  Yickers-Vimy. 
one  of  the  ”  D.H.i8’s,”  the  Napier-Bristol,  a  “D.H.gc.,” 
and  the  Jupiter-engined  Handley  Page. 

Pilot’s  Praise  of  the  “Jupiter  ”  Engines 

Mr,  Olley,  who  flew  the  Jupiter-Handley  during  the  con¬ 
ference  visit,  and  also  from  Bristol,  is  loud  in  its  praise.  He 
is  delighted  with  the  smooth  running  of  the  air-cooled  radials, 
and  says  they  are  just  like  a  couple  of  turbines.  How  they 
will  stand  up  under  strenuous  commercial  service  conditions 
now  remains  to  be  seen, 

The  Disposal  Co.  was  again  well  to  the  fore,  and  put  several 
machines  into  the  air  in  exhibitions  of  stunt  flying.  There 
were  also  one  or  two  R.A.F.  machines  on  view.  The  Glouces- 
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Air  Mail  Stamps. 

The  special  stamps  for  use  with  the  French  Air  Mail 
service  to  Morocco,  ielerred  to  in  our  issue  for  January  12 
last,  have  now  made  their  appearance.  It  has  been  decided 
by  the  Czecho-Slovak  Government  that  a  special  set  of 
stamps  shall  be  u-ed  for  mails  carried  on  the  air  services 
running  in  that  country.  Some  time  back  the  ordinary 


tershire  Aviation  Co.’s  "  Mars  I  ”  attracted  considerable 
attention,  and  Mr.  James  was  flying  her  in  the  afternoon. 

The  "  D.H.29  ”  monoplane  made  its  first  appearance  at 
the  air  station  on  Friday,  and  a  stream  of  aerodrome  officials 
passed  into  the  Handley  Page  sheds,  where  it  was  housed, 
to  inspect  and  comment  on  the  machine. 

It  is  understood  that  the  Daimler  Hire  air  service  is  to 
commence  operations  on  April  3.  According  to  the  latest 
reports,  they  have  acquired  two  "  D.H.4V’  and  expect,  it 
is  said,  to  have  two  others  allotted  to  them  by  the  Air  Ministry-, 
The  pilots  at  present  engaged  are  Messrs.  Hinchcliffe,  Milnes, 
and  Reeves.  Mr.  Hinchcliffe  was  chief  pilot  of  the  K.L.M 
before  joining  the  new  company,  and  Messrs.  Milnes  and 
Reeves  are  old  Aircraft  Transport  and  Travel  pilots. 

The  K.L.M.  Monoplane  Service 

The  date  of  the  re-opening  of  the  Amsterdam-London 
service  is  not,  as  yet,  definite.  It  seems  almost  as  variable 
as  the  weather,  changing  from  day  to  day.  Mr.  Plesman, 
the  general  manager  of  K.L.M.,  was  over  for  the  air  con¬ 
ference,  but  was  uncertain  as  to  the  date  of  resuming  opera¬ 
tions.  Meanwhile,  there  is  activity  in  the  office  of  the  K.L.M  , 
but  only,  so  far,  in  the  matter  of  decorations. 

Mr.  Earle,  of  "  Air  Express,”  the  booking  agents,  was  at 
the  aerodrome  during  the  week.  There  appears  to  be  a  general 
revivial  of  interest  in  flying  all  round,  in  anticipation,  no 
doubt,  of  the  increased  activities  which  arc  expected  in  about 
a  couple  of  months’  time. 

The  new  weather-board  has,  at  last,  been  erected  opposite 
the  traffic-movement  board,  and  this  morning  there  was 
feverish  activity  in  order  to  get  it  finished  in  time  for  the 
arrival  of  Air  Conference  visitors. 

Captain  Muir,  of  the  Surrey  Flying  Services,  tells  me  that 
arrangements  for  their  “  air-taxi  service  to  everywhere  ” 
are  now  well  advanced,  and  that  by  the  end  of  next  month 
they  will  be  able  to  supply  machines  at  a  moment’s  notice. 
It  is  the  intention  of  this  firm  to  make  a  speciality  of  air-taxi 
work  between  Croydon  and  Southampton  and  Liverpool,  in  con¬ 
nection  with  the  arrival  and  departure  of  trans- Atlantic  liners. 
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postage  stamps  overprinted  with  a  design  showing  an  aero¬ 
plane  were  used  for  this  purpo-e. 

The  Coupe  Deutsch,  1922 

For  1922,  it  has  been  decided  by  the  Aero  Club  of  France 
that  the  Deutkch  Cup  shall  be  contested  on  September  22. 
over  a  distance  of  300  kilometres,  on  a  50  kilometres'  course. 
The  actual  circuit  has  not  yet  been  fixed. 
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THE  ERNOUL  COMMERCIAL  MONOPLANE  “F.A.T.M.A.2" 

An  Interesting  French  Machine  now  being  Built 


Ax  the  Paris  Aero  Show,  held  in  the  Grand  Palais,  during 
November  last,  there  was  exhibited,  on  the  stand  of  Aero 
Transports  Ernoul,  a  large  scale-model  of  a  very  interesting 
commercial  monoplane  which  is  now  being  constructed  for 
this  firm  at  Toulouse.  It  is  to  be  regretted  that  the  actual 
machine  could  not  be  finished  in  time  to  be  exhibited,  as  the 
model  appeared  to  indicate  that  the  machine  will  be  of  more 
than  ordinary  interest.  M.  Ernoul  is  head  of  the  firm  which 
has  been  operating  the  Bordeaux-Toulouse-Montpellier  air 
service,  and  which  it  is  proposed  to  extend  during  this  summer 
by  a  line  running  from  Bordeaux  to  Marseilles,  Geneva  and, 


seating  accommodation  for  eight  passengers,  and,  it  is  stated, 
that  folding  berths  will  be  fitted  so  that  passengers  making 
long  journeys  will  be  able  to  lie  down  for  a  rest.  ^  It  is  diffi¬ 
cult  to  see  how  room  can  be  provided  for  sleeping  accom¬ 
modation  in  the  space  available,  but  possibly  the  passengers 
will  take  it  in  turns.  The  cabin  is  lighted  by  windows  in 
the  side,  and  as  there  is  no  lower  plane,  the  view  obtained 
is  excellent.  The  pilot  and  a  passenger  or  engineer  are 
placed  in  front  of  the  leading  edge  of  the  wing,  and  as  the 
nose  of  the  fuselage  is  very  narrow,  to  clear  the  propellers,  the 
pilot  has  an  extremely  good  view  forward. 


THE  ERNOUL-DEWOITINE  MONOPLANE  :  Front,  side  and  three-quarter  rear  views  of  scale  model 


possibly,  Constantinople  and  the  East.  It  is  considered 
that  for  this  service  a  machine  of  high-speed  and  good  range 
is  essential. 

The  Ernoul  commercial  monoplane  has  been  designed  by 
M.  Dewoitine,  and,  as  will  be  seen  from  the  accompanying 
illustrations,  is  of  soincw'hat  unusual  design  It  is  a  mono¬ 
plane  of  the  cantilever  type,  i.e.,  without  external  wing 
bracing,  and  resembles  the  "  D.H.29,”  in  having  a  pro¬ 
nounced  taper  to  its  wing.  In  other  respects,  however,  it 
lias  no  resemblance  to  that  machine.  We  have  no  information 
relating  to  the  wing  section  used,  but  judging  from  external 
appearances,  it  is  one  of  the  Gbttingen  sections,  possibly 
No.  441. 

The  fuselage,  which  is  of  monocoque  construction,  has  a 
good  streamline  form,  and  every  effort  has  been  made  to 
rednee  resistance  to  a  minimum.  The  large  cabin  has 


By  far  the  most  interesting  feature  of  the  “  FATMA  ” 
is,  however,  the  placing  of  the  engines.  The  arrangement 
was  first  suggested  by  Herr  Dornier,  of  the  Zeppelin  company , 
photographs  of  a  wind  tunnel  model  of  whose  machine  were 
published  in  Flight  of  May  19,  1921.  Briefly,  the  mounting 
of  the  engines  consists  in  two  cantilever  beams,  streamlined 
so  as  to  reduce  resistance,  springing  out  laterally  from  the 
fuselage  near  the  nose,  and  carrying  on  their  outer  ends  the 
two  engines.  The  main  object  of  this  arrangement  is,  of 
course,  to  get  the  two  engines  as  close  together  as  possible, 
so  as  to  reduce  the  turning  moment  set  up  when  one  engine 
stops.  By  placing  the  engines  well  forward,  and  narrowing 
down  the 'nose  of  the  fuselage,  the  engines  need  be  separated 
by  little  more  than  the  diameter  of  the  propellers  used.  It 
might  be  objected  that  for  such  a  small  machine,  it  is  unneces¬ 
sary  to  have  two  engines.  While  that  is  to  a  certain  extent 


THE  ERNOUL-DEWOITINE  COMMERCIAL  MONOPLANE.:  General  arrangement  drawings. 
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true,  it  must  be  pointed  out  that  the  machine  is  required  to 
have  a  good  performance,  high  speed,  good  reliability  (owing 
to  the  difficulty  of  finding  suitable  landing  grounds  on  the 
route  contemplated)  and  long  range.  Thus,  it  might  be 
rather  a  tax  on  a  single  engine  to  provide  the  necessary 
power  for  long  periods.  Furthermore,  the  designer  may  have 
been  handicapped  by  the  lack  of  a  suitable  single  power  unit, 
and  with  two  engines  placed  so  close  together  it  should  be 
possible — which  is  far  from  always  the  case  with  ordinary 
twin-engined  machines — to  fly  on  one  engine  only.  In  fact, 
the  calculated  performance  figures  for  this  machine  indicate 
that  with  only  one  engine  working  (although  at  its  full  power, 
of  course)  the  speed  is  87  m.p.h. 

A  very  practical  advantage  of  the  Dewoitine  design  is 
found  in  the  ease  with  which  the  engines  can  be  “  got  at” 
and  overhauled,  or  replaced  with  new  ones.  In  fact,  we  do 
not  think  we  have  ever  seen  a  machine  in  which  this  can  be 
so  easily  accomplished.  As  the  engines  are  well  forward 
of  the  leading  edge  of  the  wings,  a  tackle  can  easily  be  em¬ 
ployed  for  lifting  them  off  their  bearers,  or,  if  necessary,  the 
entire  engine  nacelle  can  be  lifted  off  and  replaced.  In  the 
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present  design,  the  tanks  are  placed  in  the  nacelles,  behind  the 
engines,  but  it  would  be  an  easy  matter  to  transfer  them  to 
the  top  of  the  wing,  and  thus  provide  direct  gravity  feed. 
Altogether,  it  appears  to  us,  that  the  Ernoul  firm  has  chosen 
very  wisely  in  adopting  the  Dewoitine  design.  There  are 
few  French  designs  which  we  like  better,  and  this  form  of 
engine  mounting,  although  it  is  probably  somewhat  heavier 
than  the  usual  placing  of  the  engines  on  the  wings,  is  much 
more  what  operational  firms  are  really  wanting  than  are  those 
of  the  majority  of  machines  in  actual  use.  There  is,  of  course, 
no  reason  why  it  should  not  be  adopted  for  biplanes  also. 

The  main  characteristics  and  estimated  performance  of 
the  "  FATMA,”  are  as  follows  :  Length  o.a.,  43  ft,  ;  span, 
7 2  ff-  3  his.  ;  wing  area,  700  sq.  ft.  ;  weight  empty,  3,500  lbs.  ; 
weight  of  fuel,  1,120  lbs.;  useful  load,  1,870'  lbs.  ;  total 
loaded  weight,  6,580  lbs.  ;  wing  loading,  9-4  lbs./sq.  ft.  ; 
power  loading  (on  base  of  500  h.p.),  13-2  lbs./h.p.  ;  maximum 
speed  at  6,500  ft.,  127  m.p.h.  ;  speed  on  one  engine  at  6,500 
ft.,  87  m.p.h.  ;  landing  speed,  46  m.p.h.  ;  ceiling,  10,000  ft.  ; 
engines,  two  250  h.p.  Salmson  C.U.Z.9,  geared  down  ;  range, 
with  full  load,  about  600  miles. 
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CANADA  AND  AERIAL  FOREST  PATROLS 


Under  the  Canadian  Directorate,  of  Flying  Operations,  aircraft 
is  being  used  in  various  directions  with  ever-increasingly 
satisfactory  results.  Forest  reconnaissance  and  timber 
cruising  in  Ontario  forms  one  important  scheme  now  nearing 
completion  over  certain  blocks  of  land  north  of  the  Trans¬ 
continental  Railway.  But  the  most  direct  benefits  have 
accrued  under  the  system  of  patrolling  for  forest  fires  which 
have  been  carried  out  in  the  Province  of  Quebec  and  on 
behalf  of  the  Forestry  Branch  of  the  Government  of  Ontario. 
Valuable  work  has  been  done  by  aeroplanes  and  seaplanes, 
and  vast  areas,  which  in  previous  years  have  been  damaged 
by  fire  owing  to  their  inaccessibility,  have  been  saved  from 
total  destruction.  On  one  occasion  a  big  fire  was  brought 
to  the  notice  of  the  Crow’s  Nest  Forest  Reserve  on  Sunday, 
August  28,  and  kept  under  close  observation  from  that  time 
until  finally  extinguished  on  Thursday,  September  8.  This 
fire  was  started  as  a  result  of  high  winds  blowing  embers 
across  the  main  range  of  Rockies  into  the  Alberta  timber 
area  from  a  fire  in  the  Alexander  Valley,  British  Columbia. 
By  the  continuous  reports  furnished  by  aircraft  watching 
these  operations,  the  Forestry  Branch  were  able  to  be  warned 
well  in  advance  of  the  course  the  fire  was  taking,  and  the 
danger  lying  ahead  that  would  be  inevitable  should  the 
fire  cross  towards  certain  areas. 

After  the  fire  had  been  abated,  a  most  complete  survey 
was  brought  back  as  to  the  exact  area  burnt,  and  very  valuable 
information  of  the  surrounding  country. 

Dealing  with  the  work  of  the  aeroplanes,  the  Forest  Super¬ 
visor  of  the  District  in  a  long  letter  and  report  becomes 
enthusiastic  in  connection  with  a  demonstration  flight  of 
x,ooo  miles,  entailing  a  complete  circuit  of  Lake  Winnipeg, 
Winnipegosis  and  part  of  Lake  Manitoba  and  as  far  north 
as  Pas  and  Cumberland  House,  culminating  in  the  following 
expression  : — 

“  More  than  anything  I  had  previously  imagined,  this  trip 
i  mpressed  me  with  the  future  of  the  Air  Service  in  the  Northern 
Territory.  I  obtained  a  grasp  of  the  topography  and  water 
system  in  the  Saskatchewan  Valley  of  which  I  had  not  had 
any  conception.  I  have  had  considerable  experience  in 
mapping  in  territory  from  the  canoe,  and  feel  satisfied  and 
more  than  ever  impressed  with  the  conviction  that  the  only 
way  that  the  Northern  Territory  can  be  mapped  is  by  the 
camera  from  the  air.” 

<$>  <s> 

Aviation  in  Siam 

From  a  report  upon  commercial  matters  in  Siam,  up 
to  the  latter  part  of  1921,  by  Mr.  J.  Crosby,  C.I.E.,  just 
issued  by  the  Department  of  Overseas  Trade,  it  is  stated  that 
good  work  is  being  done  by  the  aviation  branch  of  the  Siamese 
Army,  which  has  established  an  aerodrome  in  the  neighbour¬ 
hood  of  Bangkok.  Flights  have  been  undertaken  to  Korat 
and  thence  to  Ubon,  in  the  north-east,  and  to  Chantaboon 
in  the  south-east.  Siamese  airmen  have  flown  to  Battam- 
bong  (in  Cambodian  territory),  whilst  French  military  aviators 
have  made  the  journey  via  that  place  from  Saigon  to  Bangkok. 

It  is  to  be  borne  in  mind  that  aviation  in  Siam  is  in  the 
hands  of  the  military  authorities.  Civil  aviation  is  unknown 
as  yet,  and  no  very  hopeful  inducements  for  its  inauguration 
can  be  said  to  exist.  Should  Bangkok  ever  become  a  stage 
upon  one  of  the  great  commercial  air  routes  projected  for 


By  way  of  further  demonstration  of  the  very  valuable  help 
of  aeroplanes  in  exploration,  at  the  request  of  the  Dominion 
Parks  Branch,  Department  of  the  Interior,  an  aeroplane  was 
despatched  to  Jasper  Park,  in  the  heart  of  the  Canadian 
Rockies.  In  the  seven  hours’  flying  over  the  parks  the 
Superintendent  claimed  to  have  travelled  a  greater  distance 
and  seen  more  country  than  he  could  possibly  have  done  by 
trail  in  six  weeks  to  two  months’  hard  travelling.  The 
following  results  of  the  operation  were  reported  as  worthy 
of  special  note  : — 

(x)  Several  hitherto  unknown  lakes  and  river  valleys  were 
discovered  and  accurately  located,  and  valuable  information 
secured  as  to  the  possibility  of  tracking  new  trails  over  such 
regions. 

(2)  “  Close  up  ”  reconnaissances  were  made  of  well-known 
peaks,  valleys  and  mountain  passes,  and  photographs  were 
taken  of  the  same. 

(3)  Valuable  information  was  obtained  as  to  the  extent 
and  character  of  the  timber  in  various  portions  of  the  park 
and  best  methods  to  adopt  to  ensure  adequate  fire  protection. 

(4)  On  several  occasions  messages  were  dropped  to  con 
struction  crews  working  on  new  trails,  who  were  ordinarily 
at  least  two  days’  travel  from  the  nearest  telephone  commu¬ 
nication. 

These  are  but  a  few  of  the  practical  results  so  far  obtained. 
There  are  innumerable  directions  in  which  further  progress 
is  possible  and  is  being  achieved,  such  as  the  investigation  of 
mosquito-breeding  areas,  geological  surveys,  etc.  In  regard 
to  the  mosquito  plague,  reconnaissance  flights  by  aeroplane 
have  been  carried  out  for  representatives  of  the  Entomological 
Branch,  who  were  able,  by  direct  observation  as  well  as 
subsequent  study  of  the  aerial  photographs  taken  on  each 
flight,  to  accurately  map  the  limits  of  the  inundated  sections. 

The  difficulty  in  the  past  has  been  to  accurately  determine 
the  extensive  areas,  comprising  sometimes  many  thousands 
of  acres,  which  are  subject  to  flooding  at  times  of  high  freshet. 
On  such  occasions  it  has  been  found  that  serious  outbreaks 
of  the  mosquito  pest  invariably  occur.  It  has,  in  fact,  been 
found  impossible  to  obtain  satisfactory  data  by  means  of  the 
usual  surveys  by  motor-car,  on  foot  or  by  boat. 

All  of  which  tends  to  force  recognition  of  the  fact  that  air¬ 
craft  are  something  more  than  mere  war  machines — they  are 
highly  specialised  "  weapons  ”  for  benefiting  the  human  race. 
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the  Ear  East  in  the  future,  civil  aviation  in  this  country 
may  possibly  be  made  remunerative.  In  the  meantime, 
the  practical  utility  of  flights  by  air  is  likely  to  be  confined  to 
such  matters  as  the  despatch  of  official  mails  or  of  medical 
aid,  when  needed,  to  the  less  accessible  portions  of  the 
kingdom. 

Air  Travel  by  Cinema 

A  new  scheme  has  been  devised  by  the  Lep  Aerial  Travel 
Bureau  to  display  to  prospective  air  passengers  the  advan¬ 
tages  of  travelling  to  the  Continent  by  air.  A  small  daylight 
cinema  of  a  new  type  has  been  erected  in  the  bureau  in 
Piccadilly  Circus,  aud  films  depicting  the  Customs  examina¬ 
tion,  start  from  the  aerodrome,  scenes  en  route,  etc.,  etc.,  are 
shown,  while  an  official  explains  the  film  and  points  out  the 
benefits  to  be  obtained  by  using  the  newrest  method  [of 
travel. 
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THE  USE  OF  LIGHT  AS  AN  AID  TO  AERIAL  NAVIGATION* 

By  LIEUT.-COL.  L.  F. 


In  his  opening  remarks  the  author  stated  that  he  proposed 
to  deal  primarily  with  the  use  of  light  in  connection  with 
commercial  aviation,  but  passing  reference  was  made  to 
the  anti-aircraft  searchlights  employed  during  the  War. 

Turning  to  peaceful  flying,  he  first  referred  to  lights  carried 
on  aircraft — internal  and  external.  In  connection  with  the 
former,  which  are  used  for  working  the  craft,  and  for  the 
convenience  of  the  passengers,  a  description  was  given  of 
the  system  employed  on  "  R.36.”  This  ship  is  lit  internally 
with  ordinary  12-volt  metal  filament  lamps,  from  current 
supplied  by  five  generators,  one  in  each  of  the  engine  cars, 
belt-driven  from  the  main  propeller  shaft,  and  charging  a 
floating  secondary  battery  of  40  amp./hrs.  Batteries  and 
generators  are  laid  out  in  two  systems,  those  in  the  four 
wing  cars  supplying  current  to  the  passenger,  control,  and 
wing  engine  cars  and  internal  navigation  lights.  The  stern 
car  generator  supplies  current  to  this  car,  stern  navigation 
and  after  corridor  lights.  All  generators  are  coupled  through 
switches  and  fuses  so  as  to  admit  of  the  isolation  of  any  one 
generating  unit,  and  all  cables  are  run  through  bonded  alu¬ 
minium  tsoughs  ;  switch  boxes  and  cable  exits  are  rendered 
gas  tight.  (Further  details  of  the  installation  were  given,  and 
a  wiring  diagram  was  shown).  The  author  stated  that 
the  "  D.H.34  ”  and  "  D.H.  32  ”  commercial  machines  are  to 
be  provided  with  internal  lighting.  Brief  mention  was  also 
made  to  the  lighting  of  instruments  on  certain  machines. 

With  regard  to  the  external  lighting,  in  accordance  with 
the  International  Convention  for  Aerial  Navigation,  after 
enumerating  the  requirements  laid  down,  the  various 
problems  arising  in  connection  with  same  were  dealt  with. 
It  was  pointed  out  that,  perhaps,  practical  experience  would 
have  to  solve  the  problems  confronting  us. 

**  The  importance  of  eliminating  any  “  fringe  angle  ”  was 
explained.  This  can  be  partially  effected^  by  screening,  a 
similar  method  to  that  employed  for  port  and  starboard 
lights  on  ships  being  an  ideal  method.  There  are,  however, 
constructional  and  aerodynamical  difficulties  in  applying 
this  method  to  aircraft.  Careful  experimenting  has  led  to 
a  design  of  screen  which  is  a  compromise,  giving  a  uniform 
intensity  of  beam  throughout  the  prescribed  dihedral  angle, 
and  limiting,  as  far  as  possible,  the  fringe  angle.  Dioptric 
lenses  or  reflectors  have  not  been  experimented  with,  as  a 
satisfactory  solution  has  been  found  with  the  screen. 

Difficulty  has  been  found  in  obtaining  the  correct  formula 
for  the  tinting  of  coloured  glasses,  the  usual  signal  red  and 
green  not  giving  satisfactory  colours  when  high  intensity 
filaments  are  used.  The  Board  of  Trade  and  Air  Ministry 
are  now  working  on  this  problem.  The  International' Con¬ 
vention  rules  may  have  to  be  modified  It  was  explained, 
now  that  speeds  of  200  m.p.h.  have  been  reached,  how  little 
time  there  is  for  the  pilot  to  act  in  avoiding  a  collision. 

Another  form  of  light  carried  on  aircraft  is  that  to  facilitate 
landing,  especially  in  emergency,  on  an  unilluminated  area. 
One  of  these,  the  Holt  wing  tip  flare,  consists  of  an  inflam¬ 
mable  aluminium  composition,  suitably  attached  to  the 
underside  of  the  wing  tip,  and  electrically  ignited  from  the 
cockpit.  It  gives  about  6,000  c.p.,  and  illuminates  the  ground 
for  about  roo  yds.  from  a  height  of  150  ft.,  and  lasts  about 
two  minutes.  The  usual  Verey  light  is  also  used  for  this 
purpose. 

During  the  War,  the  English,  French  and  German  ah' 
services  were  each  independently  developing  means  to  assist 
air  pilots  in  this  connection,  electrical  methods  being  favoured 
by  France  and  Germany.  German  designs  mainly  embodied 
metal  parabolic  reflectors,  with  medium  power  filament 
lamps  and  without  lenses.  French  designs  were  more  varied, 
comprising  smail  power  wing  tip  lamps,  fuselage  lamps — in 
one  type,  four  lamps  with  parabolic  reflectors  in  a  row, 
mounted  below  fuselage — -high  power  filament  lamps,  with 
metal  or  silvered  glass  reflectors,  and  complicated  front 
compound  lens  schemes.  English  devices  developed  by 
the  Air  Force  were  much  more  varied  in  character,  and  covered 
all  types  experimented  with,  both  in  France  and  Germany, 
and  a  special  type  of  gas-filled  filament  lamp  of  1 ,000  -2,000  c.p. 
for  use  with  standard  12 -volt  engine  starting  or  general 
service  accumulator.  The  early  models  of  this  latter  lamp 
presented  difficulties,  but  the  latest  device,  consisting  of  a 
high  power  12-volt  filament  lamp,  with  special  sealing  in 
devices,  mounted  in  a  streamlined  and  watertight  lantern, 
so  as  to  withstand  lauding  shocks,  gives  promise  of  successful 
results.  The  lantern  gives  reflection  and  diffusion  over  1S00, 
and  complete  lamp  weighs  7  lbs. 

*  Extract  from  a  Papar  read  before  the  Illuminating  Engineering  Society  at 
fhe  Society  of  Arts,  Jan.  31,  1923. 
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The  concensus  of  opinion  amongst  pilots  shows  that  for 
landing  the  electric  lamp  is  as  good  as  the  chemical  flare. 
The  latter  is  superior  at  heights  above  500  ft.,  but  below  this 
the  electric  lamp  lights  up  the  ground  better,  especially 
in  a  fore  and  aft  direction,  The  electric  lamp  also  has  the 
advantage  of  being  switched  on  and  off  at  will,  whereas 
once  the  flare  is  lit  it  must  remain  on  until  burnt  out.  Risk 
of  fire  is  another  point  against  the  chemical  flare. 

The  author  next  touched  upon  the  important  matter  of 
Aerodrome  Lighting.  These  are  divided  into  three  classes 
(1)  Obstruction  lights  ;  (2)  Illumination  of  the  actual  ground  ; 
(3)  Fixed  signs  to  show  the  direction  of  the  wind,  etc.  Briefly, 
referring  to  the  various  obstruction  lights  erected  at  Croydon 
and  Lympne,  the  author  proceeded  to  go  somewhat  fully 
into  the  matter  of  illuminating  the  ground.  Here,  the  main 
object  is  to  flood  the  whole  ground  with  light,  without  causing 
any  confusing  shadows  or  bringing  any  glare  into  the  pilot’s 
eyes. 

Various  systems  have  been  tried,  starting  from  the  Money 
flare  system,  in  which  an  asbestos  composition,  compressed 
in  a  wire  cage  (10  ins.  diameter),  is  soaked  in  paraffin,  is 
placed  in  a  metal  bracket  and  ignited  ;  a  series  of  these 
flares  are  arranged  in  the  form  of  an  "  L,”  the  long  arm  being 
in  the  direction  of  the  wind,  and  the  short  arm  at  the  windward 
end.  This  serves  to  indicate  to  the  pilot  the  direction  in 
which  he  must  land,  and  also  the  level  of  the  ground 
without  dazzling  the  pilot.  It  is  a  well-tried  product,  and 
most  night-flying  pilots  prefer  it  to  any  other  ;  it  is,  however, 
costly  in  labour,  requiring  a  party  of  half-a-dozen  men 
to  lay  out  the  flares,  and  to  rearrange  them  with  any  shift  of 
wind*  direction.  A  substitute  has  been  tried,  employing 
electric  lamps,  placed  along  a  cable  laid  out  in  L-form,  but 
this  also  requires  a  number  of  men  to  handle  it.  This  last 
system,  elaborated,  as  used  at  Croydon,  was  then  described. 

The  use  of  powerful  searchlights  is  the  first  thing  to  strike 
one.  One  objection  to  these  is  their  running  cost,  the  36-in. 
lights  at  Croydon  taking  140  amps,  at  60  volts  across  the 
arc — a  cosumption  of  about  51  units  per  night  per  projector. 
Shadow  trouble  is  another  objection  to  the  searchlight,  if 
the  pilot  lands  in  the  beam.  If  the  beam  is  concentrated  a 
very  uarrow  path  is  illuminated,  but  the  pilot  can  now  come 
in  nearly  over  the  projector,  and  land  immediately  alongside 
the  beam.  Moving  the  projectors  with  the  shifting  of  the 
wind  is  another  trouble.  The  value  of  the  intense  illumina¬ 
tion  given  by  a  large  searchlight  has  been  considered  sufficient 
to  instal  at  Croydon,  three  36-in.  projectors,  arranged  in  the 
angles  of  an  equilateral  triangle,  the  beams  having  a  diver¬ 
gence  of  450.  For  landing,  the  beam  which  -is  most  approxi¬ 
mately  at  right  angles  to  the  wind  is  switched  on,  and  used  in 
conjunction  with  the  land  "  L’s.” 

The  French  have  adopted  a  similar  method,  having  equipped 
a  motor  lorry  with  four  flood  lights  (Barbier,  Benard  and 
Turenne)  using  1,500-watt  i-watt  gas-filled  lamps  at  the 
focus  of  split  200  mm.  dioptric  lenses.  The  light  given 
by  each  is  about  15,000  c.p.  over  an  arc  of  l8o°  in  the  hori¬ 
zontal  plane. 

Considerable  attention  is  being  given  to  the  problem  of 
fog-piercing  lights,  which  is  still  unsolved.  Two  systems 
show  greater  promise  than  any  of  the  number  tested  ;  one 
consists  of  an  ordinary  dissolved  acetylene  pressure-fed 
flame,  into  which  is  introduced  a  liquid  strontium  com¬ 
position,  giving  a  reddish  flame  of  considerable  intensity. 
The  second  system,  for  emergency  use  only,  consists  of  large 
composition  (magnesium  and  other  earth  salts)  flares  which 
are  ignited  electrically,  and  burn  lor  about  five  minutes 
with  great  intensity  (about  half  a  million  c.p.).  These  have 
not  yet  been  actually  used  on  a  machine. 

Passing  on  to  Illuminated  Ground  Signals,  a  description 
was  given  of  an  interesting  system  employed  for  mergency 
landing  grounds,  when  no  personnel  are  available.  This 
consists  of  an  illuminated  "  T  ”  sign,  the  long  arm  20  ft.,  and 
the  short  arm  xo  ft.  overall.  Each  arm  is  illuminated  by 
lenses  placed  round  a  flashing  light  source  (giving  27,000  c.p.) 
at  the  junction  of  the  arms.  The  "  T  ”  is  visible  at  about 
10  miles  from  normal  flying  height.  The  light  is  made  to 
rotate  so  as  to  indicate  the  changes  of  wind  direction,  and  thus 
serves  as  a  landing  light.  The  whole  apparatus  is  automatic 
in  action,  being  equipped  for  six  months’  unattended  operation. 
Dissolved  acetylene  and  special  incandescent  mantles  are 
used  for  the  light  source  ;  defective  mantles  are  replaced 
automatically,  and  the  light  is  lit  and  extinguished  by  a. 
sun  valve.  (Described  in  Flight  for  April  21,  I92i; — Ed.) 

Aerial  Lighthouses  may  be  classified  as  (a)  Navigation 
Lights  and  (h)  Local  Pilotage  Lights.  Earlier  forms  of 
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navigation  lights  were  small,  portable  lighthouses,  of  500  mm. 
half-optic  type,  with  open  burners  (dissolved  acetylene) 
and  served  to  help  our  Service  pilots  during  night  flying. 
But  commercial  aircraft  must  be  provided  with  aerial  light 
houses  in  the  same  way  as  the  marine  lighthouse  provides 
for  shipping.  Marine  and  aerial  lighting  are  very  similar, 
basically,  except  that  whereas  in  marine  work  the  greatest 
available  light  power  is  projected  to  the  horizon,  the  aerial 
light  must  throw  its  rays  through  practically  the  whole 
upper  hemisphere — and  it  is,  obviously,  impracticable  for 
aviators,  when  approaching  a  lighthouse,  to  reduce  height 
steadily  in  order  that  they  may  remain  within  the  beam 
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This  problem  has  demanded  more  thought  and  experiment 
than  would  at  first  appear,  and  various  methods  have  been 
tried  out. 

In  his  concluding  remarks,  the  author  briefly  described 
the  Croydon  type  aerial  lighthouse  (described  in  Flight, 
April  1 1 ,  1021)  and  Cone  (Local  Pilotage)  lights.  He  also 
referred  to  the  question  of  modifying  marine  lighthouses, 
to  meet  the  need  of  aviators.  A  number  of  observations  have 
been  made  from  the  air,  and  it  has  been  found  that  certain 
existing  marine  lights  are  of  considerable  assistance  to  aerial 
navigation.  It  is  not,  at  present,  proposed  to  make  any 
alterations  to  marine  lighthouses  in  this  country. 
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THE  LONDON-CONTINENTAL  SERVICES 


FLIGHTS  BETWEEN  JANUARY  23  AND  FEBRUARY  4,  INCLUSIVE 


Route! 

No.  of  flights* 

No.  of  passengers 

1  • 

No.  of 
flights 
carrying 

No.  of  journeys 
completed! 

Average  flying 
time 

Fastest  time  made  by 

Mails 

Goods 

h.  m. 

* 

Croydon- Paris . 

*3 

36 

5 

xo 

iS 

2  46 

D.H.  18  G-EARO  (2h.  mm.) 

Paris-Croydon  ... 

id 

32 

6 

1 1 

12 

2  36 

Spad  F-ACMI  (zh.  18m.) 

Totals  for  2  weeks  ... 

29 

68 

1 1 

•21 

Type  and  (in  brackets) 
Number  of  each  type  flying 


B.  (i),  D.H.  4  (t).  D.H.  18(3), 
G.  (3),  H.P.  (i),  Sp.  (2). 

B.  (3).  D.H.  4  (i),  DH.  18  (3). 
0.(3).  H.P.  (1),  Sp.  (3),  V.  (1). 


•  Not  including  “private”  flights.  f  Including  certain  journeys  when  stops  were  made  etfi  route . 

J  Including  certain  diverted  journeys. 


Av.  =  Avro.  B.  =  Breguet.  Br.  =  Bristol.  Bt.  =  B.A-T,  D.H. 4  »  De  Havdland  4,  D.H.9  (etc*). 

F.  =  Fokker.  Fa.  =  Farman  F. 50.  G.  =  Goliath  Farman.  H.P.  =  Handley  Page.  M.  «=  Martinsyde.  N.  =  Nieuport. 
P.  *=  Potez.  R.  =  Rumpler.  Sa.  =  Sairason.  Se.  =  S.E.5.  Sp.  =  Spad.  V.  =  Vickers  Vimy.  W.  =  Westland. 


The  following  is  a  list  of  firms  running  services  between  London  and  Paris,  Brussels,  etc.,  etc. : — Co.  des  Grande* 
Expresses  Adriennes  ;  Handley  Page  Transport,  Ltd.  ;  fnstone  Air  Line;  Koninklijkie  Luchtvaart  Maatschappij ;  Messageries 
Adriennes ;  Syndicat  National  pour  l’Etude  des  Transports  Aeriens  ;  Co.  Transaerienne. 
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PERSONALS 


Married 

A.  E.  Dircks,  late  R.A.F.,  Dept,  of  Agriculture.  Kenya 
Colony,  son  of  Air.  I.  F\  \V.  Dircks,  East  London,  The  Cape, 
was  married  on  December  22,  at  the  Memorial  Cathedral, 
Mombassa,  to  Walwyn  St.  Clare  Cobley,  daughter  of  Mr. 
W.  H.  Cobley,  I.S.O.,  late  Natal  Civil  Service,  Alaritzburg, 
Natal. 

Death 

The  death  took  place  on  January  26,  at  West  Wratting, 

E  E 


near  Newmarket,  of  Air.  Edward  Pctrkis  Frost.  Mr.  Frost, 
who  was  born  in  1S42.  was  one  of  the  first  members  of  the 
Royal  Aeronautical  Society.  He  became  a  member  of  its 
council,  and  later  its  president,  retiring  from  the  chair  in 
1911.  Mr.  Frost  spent  much  time  in  observation  of  the 
flights  of  birds  and  insects.  His  early  experiments  in  building 
aeroplanes  were  spoiled  largely  for  want  of  engine  efficiency 
King  Edward,  when  Prince  of  Wales,  once  visited  Mr.  Frost's 
workshop,  and  expressed  great  interest  in  his  experiments. 

e  a 


AIRSHIP  CONFERENCE 


An  International  Conference  has  been  arranged  for 
February  14,  and  the  representatives  of  all  nations  interested 
in  commercial  airship  work  wall  meet  at  Australia  House- 
under  the  Presidency  of  Mr,  Ashbolt,  the  Agent-General  for 
Tasmania,  at  10.30  a.ro. 

The  purpose  of  the  Conference  is  to  standardise  mooring 
and  replenishing  arrangements,  so  that  all  airships  can 
be  received  at  any  airship  station  should  stress  of  weather 
or  other  circumstances  make  this  desirable,  and  so  increase 


the  safety  and  reliability  of  airship  travel.  Anyone  having 
proposals  for  mooring  airships  and  for  supplying  them  with 
gas,  fuel  and  water,  which  they  may  wish  to  have  considered 
by  the  Conference,  are  requested  to  communicate  with  the 
Hon.  Secretary,  Commander  F.  L.  VI.  Boothby,  R.X.,  C.B.E., 
F.R.Ae.S.,  c/o  Royal  Aeronautical  Society,  7,  Albemarle 
Street,  London,  W.  1.  Representatives  of  the  United  States, 
France,  Spain,  Italy,  Germany  and  Great  Britain  have  already 
arranged  to  attend. 
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THE  INSTITUTION  OF  AERONAUTICAL  ENGINEERS 


Lieut. -Col.  J.  T.  C.  AIoore-Brabazon,  Al.C.,  ALP.,  who 
has  consented  to  become  President  for  the  coming  year,  will 
give  his  Presidential  Address  and  a  paper  on  “  The  Early 
Days  of  Aviation  ”  on  February  23  at  8  p.m.,  at  the 
Royal  Society  of  Arts,  Adelphi.  Tickets  may  bo  obtained 
by  application  to  the  Institution  of  Aeronautical  Engi 
neers. 

Other  Fixtures. — February  15  :  Visit  to  the  Works  of 
Messrs.  D.  Napier  and  Son,  Acton,  to  see  the  manufacture 


and  testing  of  the  famous  Napier  aero-engines.  Meet  at  the 
works  at  2  p.m  March  4  Visit  to  the  Instone  Air  Line, 
at  the  Croydon  Aerodrome.  Meet  at  the  aerodrome  at  3  p.m. 
March  22  :  V  isit  to  the  De  Havdland  Works  of  the  De  Havdland 
Aircraft  Co..  Ltd.,  Stag  Lane  Aerodrome,  Edgware,  at  3  p.m. 
Meet  at  the  works  ;  Paper,  “  Seaplane  Design,”  by  Air. 
W.  O.  Manning,  at  the  Engineers'  Club,  Coventry  Street,  at 
8  p.m.  Match  31;  Paper,  "  Aircraft  Design,"  by  Air.  Folland, 
Royal  Society  of  Arts,  at  8  p.m. 
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AIK  FORCE 


London  Gazette,  January  31,  1922 
General  Duties  Branch 

llie  following  are  granted  perm,  com  ms.,  retaining  their  present  substantive 
ranks  and  sen.  except  where,  otherwise  stated,  with  effect  from  the  date^ 
indicated.  Gazettes  of  these  dates,  appointing  them  to  short  service  columns., 
are  cancelled  :  — 

Flight  Lieut s. — E.  D.  Johnson,  A.F.C.  ;  Sept.  12,  1919.  F.  H.  Laurence, 
M.C.  ;  Oct.  .’4,  1919.  A.  L.  Messenger,  A.F.C.  ;  Sept,  12,  1919. 

/■lying  Offrs. — C.  T.  Anderson,  D.F.C.  ;  Oct.  34,  1919  (since  promoted). 
A.  L.  A.  Perry- Keene ;  Sept.  12,  1919.  J.  G.  Walser,  M.C.  :  Sept.  12,  vjrtj. 

The  following  are  granted  perm,  columns.,  retaining  their  present  sub 
stantive  rank  and  sen.,  with  effect  from  the  dates  indicated.  Gazettes  of 
dates  indicated  in  brackets,  appointing  them  to  short  service  eommn-,,  are 
cancelled  : — 

Flying  Offrs. — E.  Burton  ;  June  30,  1920  (_July  2,  1920).  A.  T.  S.  E.  tie 
Lacroix  ;  Aug.  23,  1920  (Aug.  Tj ,  1920).  M.  G.  L.  T.  Lerov,  A.F.C.  ;  June  t, 
1920  (June  15,  1920). 

Observer  Offr.  J.  F.  Titmas  :  July  14,  1920  (July  23,  1920). 

A.  T.  Chapman  is  granted  a  short  service  eommn.,  as  a  Pilot  Offr.,  on 
probation,  with  effect  from,  and  with  sen.  of,  Jan.  18,  Flight  Lieut,  h. 
Drudge  is  placed  on  half-pay,  Seale  ft ;  Jan.  31.  Flight  Lieut.  P.  W  orthing 
ton  is  transfd.  to  the  Reserve,  Class  If  ;  Feb.  1.  Flying  Offr.  C.  O.  Anson 
relinquishes  his  short  service  eommn,  on  account  of  ill  -health,  and  is  permitted 
to  retain  the  rank  of  Lieut.;  Feb.  1  Observer  Offr,  M.  G.  Ryan  (Lieut, 
E.  Lancs.  R  )  relinquishes  lu's  temp,  commit,  on  retirement  from  the  \rmy  ; 
Feb.  j. 

Medical  Service. 

Capt.  O.  A r trier,  Army  Dental  Surgeon,  is-  granted  a  temp,  eommn.  as  a 
Flight  Lieut,  while  attached  for  duty  with  the  R.A.F.  ;  Nov.  30,  1921.  He 
will  continue  to  receive  emoluments  from  Army  funds. 


Memoranda  in 

Lieut.  W.  X.  Sherlock  is  reclassified  from  Flying  O  to  Flying  A  ;  May  in, 
T919  (sinee  granted  short,  service  eommn.).  The  permission  granted  to 
Lieut.  JL  Howard  to  retain  his  rank  is  withdrawn  on  his  joining  thp  Army  ; 
Jan.  5. 

London  Gazette,  February  3,  1922 

Group  Capt  L  K.  Ludlow  Hewitt,  C.M.G.,  D.S.O.,  M.C.,  A.D.C.,  is  ap* 
pointed  Air  Secretary  to  the  Secretary  of  State  for  Air,  and  relinquishes  the 
appointment  of  Deputy  Director  of  Training,  Air  Ministry  ;  Feb.  j.  Group 
(  apt.  P.  L.  W.  Herbert,  C.M.G.,  C.B.E.,  is  appointed  Deputy  Director  of 
Training,  Air  Ministry  :  Feb.  -V. 

General  Duties  Branch. 

Wing  Commander  F.  Ranketi.  O.B.E.,  is  place  on  half-pay,  Scale  B  ; 
Feb.  1.  Flying  Offr  H.  V.  Rowley  is  placed  on  half-pay,  Scale  If,  from 
Dec.  22,  not,  io  Feb.  21,  inclusive. 

Memoranda 

The  following  Cadets  are.  granted  honorary  com  unis,  as  See.  Lieuts.,  with 
effect  from  the  dates  of  their  demobilisation  -  182045  (  Alexander,  G21718 
T.  H.  Chessun. 

See.  Lieut.  D.  A.  Stenhouse  is  transfd.  to  the  Fnemploved  List;  March  5, 
1919  (substituted  for  Gazettes.  March  rS,  U)U>,  and  June  to,  1919). 

Errata 

Gazette  of  Jan.  27.  -For  L.  G.  A.  Kitchener  read  L.  G.  A.  Kirchner. 
Gazette  of  June  22,  1920,  for  J.  G.  I’.  B.  Angell  read  John  Beazlev  Patrick 
Angel. 


0  0  0  0 


Over  the  Alps 

Zanetti,  the  Italian  pilot,  is  reported  by  the  Paris  corres¬ 
pondent  of  the  Daily  Mail  as  having  flown  the  Alps  at  an 
altitude  of  30.500  ft  Starting  from  near  Lake  Maggiore, 
Italy,  he  Hew  to  Antibes,  alighting  there  in  a  gale,  close  to  the 
lighthouse. 

Washington  Armament  Agreement 

In  the  final  draft  of  the  Washington  Agreement,  which,  it 
is  now  stated,  has  been  agreed  to  by  all  the  nations  con¬ 
cerned,  the  total  tonnage  of  aircraft  carriers  is  fixed  as 
follows:  United  States  and  Great  Britain,  t 35. 000  each; 
France  and  Italy,  60,000  each  ;  Japan,  8t,ooo. 

The  Pope  Election  and  the  Aeroplane  Watchers 

According  to  the  Conscrvatore  Romano,  the  official 
Vatican  organ,  very  great  objection  is  taken  to  aeroplanes 
which,  on  several  occasions,  have  flown  low -above  the  Vatican 
during  the  Conclave.  It  is  considered,  they  state,  a  breach 
of  the  Italian  Government's  promise  of  protection,  which  all 
seems  much  ado  about  nothing,  as  the  occupants  can  hardly 
see  more  from  above  than  those  watchers  on  terra  fiyma. 
No  doubt,  it  will  end  in  smoke. 

Air  Post  to  the  Rescue  Again 

Holland  and  Sweden  are  feeling  the  direct  effects  of 
the  German  railway  strike,  the  mails  from  and  through 
Germany  having  been  completely  suspended.  Holland  at 
once  remedied  thqjr  part  by  carrying  the  mail  by  aeroplane. 
Sweden,  in  a  like  predicament,  is  endeavouring  also  to  re¬ 
commence  the  air-sendee  for  mail-carrying,  as  the  British 
mails  are  carried  via  Germany. 

Honouring  Aviation  in  France 

The  importance  attached  to  the.  progress  ol  aviation  in 
France  may  be  in  part  judged  by  the  Legion  of  Honour 
appointments  just  made.  These  include  one  “  Cravate,” 
three  "  Rosettes,”  and  seventeen  Crosses.  M.  Clement 
Ader  comes  in  for  the  Commander  ‘‘  Cravate,”  and  the 
officers’  "  rosettes,”  fall  to  MM,  Louis  Bleriot,  Georges 
Bescancon  (Secretary-General  of  the  A.C.  de  F.  and  Editor 
of  I'Aerophile)  ;  M.  Dt-lage  of  Nieuport-Delage  ;  and  M. 
Rene  Hannot.  The  seventeen  Crosses  include  the  Under¬ 
secretary  of  State  for  Aeronautics,  MM.  Lemoine  (of  Peu¬ 
geot's)  ;  Henri  Claudel,  of  carburettor  fame  ;  Dick  Farm  an, 
brother  of  Henry  and  Maurice  Farman  ;  L.  de  Saint-Germain 
(Gnome  and  Rhone) ;  and  Francois-Marie  Le  Men,  a  prominent 
commercial  aeroplane  pilot. 

Berlin- Moscow  by  Air 

It  looks  as  if  the  attempt  to  link-up  Berlin  with  Moscow 
is  to  be  seriously  made,  as  further  details  are  reported  from 
Berlin,  in  regard  to  the  agreement  which  the  Soviet  Government 
have  made  with  the  Aero  Union  Company  in  Berlin.  This  is 
for  a  regular  service  between  Germany  and  Russia  of  aero¬ 
planes  belonging  to  the  Soviet  Government,  under  the  name 
of  the  German-Russian  Air  Co, 

The  first  route  is  to  be  between  Konigsberg  and  Moscow,  in 


connection  with  the  night  express  to  Moscow.  The  arrange¬ 
ments  are  in  the  hands  of  German  and  Russian  experts,  and 
the  route  service  is  being  organised  by  the  Deutsche  Luft 
Rederei.  One  object  of  the  service  is  to  promote  an  official 
courier  service  between  Berlin  and  Moscow.  The  Aero 
Union  is  associated  with  the  A.E.G.,  the  Zeppelin  Co.,  and 
the  Hamburg- Amerika  Line. 

Fruit  by  Air  for  Covent  Garden 

It  is  not  improbable,  according  to  the  Daily  Telegraph 
that  this  year  a  serious  effort  will  be  made  to  enlist  the  services 
of  the  aeroplane  for  the  conveyance  of  products  to  Covent 
Garden.  For  some  time  past,  Continental  growers  have  been 
attracted  by  this  new  and  speedy  method  of  transport. 
Last  year,  an  early  consignment  of  Dutch  tomatoes  reached 
London  by  an  air  route.  On  another  occasion  strawberries 
were  brought  from  France  by  aeroplane  ;  and  when  an  English 
railway  strike  was  threatened  a  Belgian  grower  suggested 
that  he  should  send  his  fruit  by  aerial  transport.  The  aerial 
service  that,  is  now  receiving  serious  consideration  is  one  that 
would  make  the  aeroplane  a  link  between  an  important 
growing  centre  and  Covent  Garden.  Plans  have  been  dis¬ 
cussed  with  the  growers,  and  there  is  a  keen  desire  to  see 
experiments  made  this  season,  it  is  not,  of  course,  proposed 
to  drop  consignments  from  the  air  on  to  the  roof  of  the 
market  ;  but  a  landing  place  not  far  from  Covent  Garden 
has  been  suggested.  The  movement  is  in  its  initial  stage,  and 
developments  are  awaited  with  interest. 

As  to  Aviation  in  1930  ? 

Ix  response  to  a  request  for  opinions  upon  what  stage 
aviation  is  likely  to  have  reached  in  1930,  our  Paris  contem¬ 
porary,  L’Auto,  has  been  able  to  publish  quite  a  number  of 
opinions,  illuminating  and  otherwise,  pessimistic  (a  few), 
optimistic  (the  majority)  and  fantastic  (one  or  two).  The 
forecast  we  fancy  most  of  all,  as  summarising  aviation’s 
possibilities  in  a  nutshell,  is  the  reply  of  M.  Pierre  Lafitte, 
as  follows  : — 

In  i860,  in  general  conversation  upon  the  railway. 
Unanimous  conclusion. — ”  Never  can  the  railway  be  in  any 
way  a  practical  form  of  locomotion.  It  can  only  be  of 
service  to  an  acrobat  or  a  fool.” 

In  18S5,  in  general  conversation  upon  the  bicycle. 
Unanimous  conclusion. — “  Never  can  the  bicycle  be  in  any 
way  a  practical  form  of  locomotion.  It  can  only  be  of  service 
to  an  acrobat  or  a  fool.” 

In  1895,  in  general  conversation  upon  the  automobile. 
Unanimous  conclusion. — "Never  can  the  automobile  be 
in  any  way  a  practical  form  of  locomotion.  It  can  only  be 
of  service  to  an  acrobat  or  a  fool.” 

In  1919,  in  general  conversation  upon  the  aeroplane. 
Unanimous  conclusion. — "  Never  can  the  aeroplane  be  iu 
anv  way  a  practical  form  of  locomotion.  It  can  only  be  of 
service  to  an  acrobat  or  a  fool.” 

In  1930— 

"  „  .  .  Draw  your  own  conclusions  !  ” 
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London  Aero  Models  Association 

At  the  General  Purposes  Committee  held  on  Thursday, 
February  2,  the  question  of  Country  Members  and  Affiliation 
of  Provincial  Clubs  was  discussed  with  very  great  thorough¬ 
ness,  and  the  Secretary  will  be  in  a  position  to  notify  all  those 
who  are  interested  in  the  L.A.M.A.  as  soon  as  the  particulars 
have  been  received  from  the  printers. 

On  Thursday,  February  9,  a  Smoking  Concert  will  be  held 
at  Headquarters,  20,  Great  Windmill  Street,  Piccadilly,  W.  r . 

On  Thursday,  February  16,  Mr.  F.  J.  Camm  is  giving  the 
second  part  of  his  lecture,  "  Model  Aeronautical  Research,” 
and  the  Committee  earnestly  hope  that  all  members  will  make 
a  special  effort  to  be  present  on  this  occasion. 

On  Thursday,  February  23,  a  meeting  of  the  General 
Purposes  Committee  will  be  held  so  as  to  discuss  the  pro¬ 
gramme  of  Competitions  for  the  ensuing  six  months. 

The  Secretary  regrets  the  delay  in  sending  out  particulars 
of  the  Association  to  those  who  have  made  enquiries  from  the 
provinces  ;  they  will  have  full  particulars  at  a  very  early 
date.  - 

Full  particulars  as  to  membership,  etc.,  can  be  had  from 
the  Hon.  Sec.,  Mr.  A.  E.  Jones,  48,  Narcissus  Road,  West 
Hampstead,  N.W.  6. 

The  Aveline  Stabiliser  at  Croydon 

On  Monday  last  a  Farm  an  Goliath,  fitted  with  the  Aveline 
Automatic  Stabiliser,  arrived  at  Croydon  from  Paris.  Comte 
de  La  Vaulx  was  amongst  the  passengers,  and  the  pilot  was 
M.  Chaillous — who  also  piloted  a  machine  fitted  with  the 
Aveline  Stabiliser  from  Paris  to  Amsterdam  some  little  time 
back.  Demonstration  flights  with  the  Goliath  referred  to 
above  were  made  at  Croydon  last  Wednesday,  and  will 
probably  be  continued  today  (Thursday).  The  Aveline 
Stabiliser  was  described  in  Flight  for  Feb.  21,  1921. 

Lieut.  Parer  Crashes 

Lieut.  Parer— who,  with  Lieut.  McIntosh,  flew  from 
England  to  Australia  in  1920 — when  starting  for  a  renewed 
attempt  to  fly  10,000  miles  round  Australia,  accompanied  by 
his  cousin,  Mark  Parer,  last  Tuesday,  had  the  misfortune  to 
collide  with  a  telegraph  post  and  crashed.  Lieut.  Parer  was 
not  badly  hurt,  but  his  cousin  is  dangerously  hurt. 
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PUBLICATIONS  RECEIVED 

The  Airliner  and  its  Inventor ,  Alfred  W.  Lawson.  By  Cy. 
G.  Faunce.  Rockcastel  Publishing  Co.,  55,  East  Main  Street. 
Columbus,  Ohio,  U.S.A. 

Analogies  Mdcaniques  de  V filectricite .  By  J.-B.  Pomey. 
Gauthier-Villars  et  Cie.,  Quai  des  Grands-Augustins,  55, 
Paris.  Price,  15  fr.  net. 

Light  Carpentry  Designs.  Evans  Bros.,  Ltd.,  Montague 
House,  Russell  Square,  London,  W.C.  1.  Price  as.  6 d. 
net. 

Technical  Note  No.  81.  Langley  Field  Wind  Tunnel  Appara¬ 
tus.  By  D.  L.  Bacon.  National  Advisory  Committee  for 
Aeronautics.  Navy  Building,  Washington,  D.C.,  U.S.A. 

Report  No.  124.  Aerodynamic  Characteristics  of  Aerofoils — 
II.  National  Advisory  Committee  for  Aeronautics,  Navv 
Building,  Washington,  D.C.,  U.S.A. 


AERONAUTICAL  PATENT  SPECIFICATIONS 

Abbreviations  :  cyl.  «=  cylinder  ;  I.C.  >=  internal  combustion  ;  m.  ■*  motors 
The  numbers  in  brackets  are  those  under  which  the  Specifications  will 
be  printed  and  abridged,  etc. 
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APPLIED  FOR  IN  1920 

Published  February  2,  1922 
I.C.  engines  for  aircraft,  (148,895.) 

Means  for  supporting  and  propelling  flying-machines. 

Published  February  9,  1922 
Cellular  structure  for  five- plane  aeroplanes.  (147,017.) 
Apparatus  for  steering  aircraft.  (147,034.) 
Steering-planes  of  aircraft.  (148,172.1 
Apparatus  for  steering  aircraft.  (148,177.) 

»,  *,  ,,  (148,188.) 

Auxiliary  steering-apparatus  for  aircraft.  (148,194.) 
>•  »»  ,»  »  >,  (148,211.) 

”  -•  •»  »  (148.293-) 

«»  1 1  *1  ,»  „  (148,296.) 


If  you  require  anything  pertaining  to  aviation,  study 
“Flight’s”  Buyers’  Guide  and  Trade  Directory,  | 
which  appears  in  our  advertisement  pages  each 
week  (see  pages  iii  and  xiv). 

NOTICE  TO  ADVERTISERS 
All  Advertisement  Copy  and  Blocks  must  be 
delivered  at  the  Offices  of  “Flight,”  36,  Great 
Queen  Street,  Kingsway,  W.C.  2,  not  later  than 
12  o’clock  on  Saturday  in  each  week  for  the  following 
week’s  issue. 


FLIGHT 

The  Aircraft  Engineer  and  Airships 
36,  GREAT  QUEEN  STREET;  KINGSWAY,  W.C.  2. 
Telegraphic  address  :  Truditur,  Westcent,  London. 
Telephone  :  Gerrard  1828. 


SUBSCRIPTION  RATES 

"  Flight  "  will  be  forwarded,  post  free,  at  the  following  rates  : — 
United  Kingdom  Abroad* 

*•  &  s.  d. 

3  Months.  Post  Free...  77  3  Months.  Post  Free...  8  3 

»»  »>  -"*5  26,,  „  ...16  6 

12  ••  •’  “-S0  4  12  „  „  ...33  o 

These  rates  are  subject  to  any  alteration  found  necessary 
under  abnormal  conditions  and  to  increases  in  postage  rates. 

*  European  subscriptions  must  be  remitted  in  British  currency 
Cheques  and  Post  Office  Orders  should  be  made  payable  to  the 
Proprietors  of  “  Flight,”  36,  Great  Queen  Street,  Kingsway , 
W.C,  2,  and  crossed  London  County  and  Westminster  Bank, 
otherwise  no  responsibility  will  be  accepted. 

Should  any  difficulty  be  experienced  in  procuring  "  Flight  ” 
from  local  newsvendors,  intending  readers  can  obtain  each  issue 
direct  from  the  Publishing  Office,  by  forwarding  remittance  as 
above. 
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FLIGHT  BUYERS’  GUIDE  AND  TRADE  DIRECTORY— oontfm/etf 


(Cenlinutd /ivttt  p.  xiv.J 


LUBRICATING  OILS 

Wakefield,  C.  C-,  &  Co-,  Ltd,,  Cheapside,  E.C.  a. 
Central  1156 (3 lines);  " Cheery," Cent,  London. 


MACHINING- 

Arnoti  &  Harrison,  Ltd,,  HytheRoad,  Willesden 
Junction,  <  Willesden 

Monk  Engineering  Co.,  Ltd.,  Coventry. 

Coventry  £07  ;  “Assistance, 1  Coventry. 


MAGNETOS 

British  Thomson,  Houston  Co,,  Ltd.,  Lower  Ford 
Street,  Coventry. 

Telephone  378  ;  “  Asteroifini."  Coventry 


METALS  (Anti -Friction ) 

Hoyt  Metal. Co.,  Ltd..  Deodar  Koad.  Putney, 
S.W.  15.  Potoey  1323. 


I 


METAL  PARTS  AND  FITTINGS - 

Brown  Bros.,  Ltd,,  Great  Eastern  Street,  London, 

E.C.  t. 

Grtthame- White  Company’,  Ltd.,  Hendon,  N.W.  <3. 

Kingsbury  rao. 

London  Office:  u,  Regent  Street,  Pall  Mall, 
S.W.  1.  .  Regent  2084. 

Monk  Engineering  Co.,  High  St.,  Coventry. 

Coventry  00^;  “Assistance.  *  Coventry. 
Rubcry,  Owen  &  Co.,  Darlaston, 

Darlaston  87  ;  "  Roofs,'  Da  f  last  an. 


MISCELLANEOUS 

British  Oxygen  Co.,  Ltd.  (Hydrogen  Gas), 
Elverton  St..  Westminster,  S.W.  j. 

Victoria  4 7- >6  (2  lines),  <1717  (}  lines). 


MODELS- 

Joncc.  A.  F.„  Ltd.,  33,  Eversholt  Road.  Camden 
Town.  N.W.  t. 


MOTOR  CARS  AND  MOTOR  BICYCLES 

Auto-Carriers  (njri).  Ltd.,  tSftSr,  Hercuiw  Rd. 
L  Westmin.’.teT  Bridge  Road,  l/vidua,  S,  E.  t. 


NIGHT  LANDING  LIGHTS 

Allen- Li  versklge,  I. td . , a mjalg a ma t ed  with  Imperial 
Light,  Ltd.,  to6,  Victoria  St..  S.W.  r. 

Victoria  *15;  ;  “  Aceterator,”Sciwest,  London. 


PARACHUTES - 

E.  U.  Calthrops  Aerial  Patents,  Ltd.,  .(23a, 
Edgware  Road,  London,  W.  2. 

Paddington  633?, 


PETROL 

Anglo*Amerkan  Oil  Co.,  Ltd.  (Pratt's),  Queen 
Anne's  Gate,  S.W.  1. 

Shell  Mex  Ltd.,  Shell  Corner,  Kingsway,  W.C.  2. 
Holhorn  2303-4  ;  “  Shelrinc,  ’  Westcent.  London. 


PHOSPHOR  BRONZE  AND  CUNMETAL- 

ClilTord,  Charles,  &  Son,  Lid.,  Fareley  Street 
Mills,  Birmingham. 

Central  36.34  (4  lines);  “Clifford."  Birmingham. 
Keeling,  A.  P.,  Ltd.,  Caroline  Street, 
Birmingham. 

Central  440(3  lines);  “  Nickel,  '  Birmingham. 


PHOTOCRAPH1C  APPARATUS 

Kodak,  Ltd.  (Wratten  Dir.),  Kings  way,  W.C.  3. 


PROPELLERS- 

Falcon  Airscrew  Co..  113,  Cottenham  Road, 
Holloway,  N,  19.  Hornsey  910  &  247*. 

Metal  Airscrew  Co.,  Ltd..  Regent  House, 
Kingsway,  W.C.  2. 

Gerrard  5132;  “  Pliantness,"  Phone,  London. 


RADIATORS  AND  RADIATOR  REPAIRS 

Serck  Radiators,  Lid,,  Warwick  Road,  Greet, 
Birmingham. 

Victoria  37.1(3  hues);  “NerleaV  Birmingham. 


SHEET  METAL  WORE  STAMPINGS  AND 
PRESSINGS 

Rubety,  Owen  &  Co.,  Par  las  ton. 

Darlaston  87 :  “  Roofs,"  Darlaston,  1 


SPARKING  PLUGS- 

Robinhood  Engineering  Works,  Ltd.,  The,  Putney 
Vale.  S.W.  15.  Putney’  2132,  2133. 

“Kaalgee,’’  Phone,  London. 


SPRAYING  PLANT 

Aerograph  Co,,  Ltd.,  43.  Holborn  Viaduct, 
E.C.  1. 

Holborn  2041 ;  "  Acrography,"  London. 
Midland  Fan  Co..  Ltd.,  46,  Aston  Rd., Birmingham. 

Central  3463;  “Blast,"  Birmingham. 


STABILIZERS 

Auto  Contr  ds,  Ltd.,  19,  Regent  Street,  Piccadilly 
Circus,  London,  S.W.r.  Regent  3649. 


TAPES  AND  WEBBING— 

MacLennan,  John.&Co.,  115,  Newgate  St.,  E.C.t. 
City  3T15;  “  Vanduara,"  Cent.  London 


TESTING— 

Tait-Cox  (v:  James,  c/o  S.  Heckstall  Smith,  F.R  .Ae.S.. 
4,  Golden  Square,  W.  Gerrard  3489 


TIMBER— 

Owen,  Joseph.  &  Son,  Boro'  High  Street,  S.E. 

Hop  381) ;  “  Bucheron,"  London. 


TUBES,  ALUMINIUM  - 

British  Aluminium  Co.,  Ltd.,  The,  109,  Queen 
Victoria  St.,  London. 

City  2676 :  “  Cryolite,"  Cent.  London 


TYRES  AND  WHEELS  - 

Palmer  Tyre,  Ltd.,  Shaftesbury  Avenue,  W.C.  • 
Gerrard  1214;  “  Tyrictrd,"  Westcent,  London. 


VARNISHES  AND  COLOURS- 

The  British  Emaihite  Co.,  Ltd.,  Brtntfield  Road, 
Stonebridge  Patk,  N.W.  to. 

Willesden  2346  and  2347  ; 
“  Ridleypren,"  London. 
Nay  lor  Bros.,  Lid  ,  Slough,  Bucks. 

Slough  228;  “  Naylor."  Slough. 


WELDINGS,  REPAIRS 

Bat  I  mar.  Ltd.,  10,  Poland  St  ,  London,  W.  t 
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EDITORIAL,  COMMENT 

E  “  axe  "  has  fallen  at  last.  The 
report  of  the  Geddes  Committee,  or, 
to  give  it  its  official  title,  the  Com¬ 
mittee  on  National  Expenditure,  has 
been  published.  As  far  as  we  are 
concerned,  the  portion  of  the  report 
(reproduced  elsewhere  in  this  issue) 
which  interests  us  most  is  that  dealing 
with  reductions  in  the  Air  Force  Estimates  and  their 
relation  to  the  reductions  suggested  for  the  Army  and 
Navy.  On  the  whole  there  is,  we  think, 
Interim  not  a  great  deal  to  find  fault  with  in  the 
Report  report,  although  we  must  disagree  on 
Geddes  certain  points  to  which  we  will  refer 
Committee  later.  Generally  speaking,  however,  the 
suggestions  made  appear  to  us  to  be 
sound,  and,  always  bearing  in  mind  the  vital  neces¬ 
sity  for  reductions,  it  must  be  remembered  that  we 
have  to  be  content  with  something  less  than  what  we 
should  like  to  have  claimed.  There  runs  through  the 
report,  almost  as  a  guiding  thread,  a  realisation  of  the 
future  importance  of  the  R.A.F.,  and  one  can  read 
between  the  lines  a  desire  to  point  to  the  older  ser¬ 
vices  and  say,  “  Unless  you  are  yourselves  capable  of 
doing  this  or  that  work  more  efficiently,  it  can  and 
should  be  better  done  by  the  Air  Force !  ”  This  is 
wholly  encouraging  to  those  who  believe  that  in  the 
future  the  Air  Force  will  be  our  first  line  of  defence, 
and  as  such  is  entitled  to  financial  support  in  increas¬ 
ing  proportion  as  it  proves  capable  of  taking  over 
many  of  the  functions  of  the  Navy  and  Army.  The 
undercurrent  formed  by  this  realisation  comes  to  the 
surface  in  the  introductory  remarks,  in  which  the 
report  states  :  “  The  necessity  for  this  (the  considera¬ 
tion  of  the  cost  of  the  defence  of  the  Empire  as  a 
whole)  is  much  more  apparent  now  than  it  was  before 
the  War,  more  especially  because  of  the  advent  ol 
the  Air  arm,  which  has  come  so  much  to  the  front, 
either  as  an  addition  to  the  older  fighting  services,  or 
in  substitution  for  them/’ 

In  view  of  this  acknowledgment  of  the  capability 
of  the  R.A.F.  to  supplant  the  older  Services  in  many 
directions,  and  doing  it  more  cheaply,  it  is  to  some 
extent  disheartening  to  find  that  the  percentage  ot 
suggested  reduction  for  the  R.A.F.  is  very  consider¬ 
ably  greater  than  that  of  the  Navy  and  Army.  In 
the  case  of  the  Navy  the  reductions  suggested  amount 
to  approximately  2b  per  cent.,  and  those  suggested  for 
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the  Army  to  a  little  more  (about  26-6  per  cent.), 
while  the  5!  million  reduction  proposed  for  the  R.A.F. 
amounts  to  as  much  as  35  per  cent.  If  it  were  not 
for  the  fact  that  a  great  proportion  of  the  reductions 
suggested  are  based  upon  certain  reductions  in  per¬ 
sonnel  and  organisations,  which  are  considered  to 
represent  overlapping  and  waste  or  luxury,  we  should 
take  a  more  serious  view  of  the  "  cuts  ”  proposed. 
It  must,  however,  be  conceded  that  in  any  organisa¬ 
tion  there  is  room  for  improvement,  and  it  would  be 
futile  to  claim  that  the  efficiency  of  the  R.A.F. 
reaches  the  100  per  cent,  figure  ;  nor,  for  that  matter, 
do  those  of  the  Army  and  Navy,  and  we  venture  the 
opinion  that  the  R.A.F.  as  a  whole  is  at  least  as 
efficiently  conducted  as  are  the  other  Services.  That, 
however,  is  scarcely  the  point.  Reductions  all  round 
have  to  be  made,  whether  we  like  it  or  not,  and  the 
main  thing  is  to  effect  them  where  they  will  do  least 
harm.  We  think  that,  taking  a  long  view  of  the 
situation,  the  suggestion  of  doing  away  with  Halton 
is  probably  unwise,  as  the  training  of  personnel  is  one 
of  the  greatest  importance.  It  may  be  conceded, 
however,  that  for  the  time  being,  at  any  rate,  the 
other  establishments,  such  as  Cranwell,  can  do  all 
that  is  required,  and  therefore,  although  we  would 
rather  not  have  seen  Halton  scrapped,  we  are  not 
inclined  to  quarrel  violently  with  the  Committee  over 
its  decision  in  this  respect. 

•*«*»«#> 

.  There  are,  however,  certain  other  re- 

Equipment  sPects  which  we  cannot  find  ourselves 
in  agreement  with  the  suggestions 
made.  For  instance,  the  Committee  suggests  a 
reduction  of  £1,000,000  under  the  Vote  for  Technical 
Equipment.  Progress  in  aviation  is  so  rapid  that 
material  very  soon  becomes  obsolete.  The  retention 
of  obsolete  or  obsolescent  machines  may  therefore 
easily  prove  not  only  at  least  as  but  more  costly  in  the 
long  run  than  the  acquisition  of  progressively  modern 
flying  craft.  To  us  it  seems  that  to  suggest  saving  a 
million  on  technical  equipment  is  a  very  short-sighted 
policy.  The  Committee  itself  states  in  its  report  that 
“  It  can  no  longer  be  denied  that  by  the  intelligent 
application  of  air  power  it  is  possible  to  utilise 
machinery  in  substitution  for  and  not  as  a  mere 
addition  to  man-power.”  Therefore,  one  would  have 
thought  that  a  million  pounds  cut  under  the  heading 
of  Technical  Equipment  would  prevent  such  substi¬ 
tution  of  machinery  for  man-power,  or  at  any  rate 
tend  to  minimise  its  full  utilisation.  If  the  Com¬ 
mittee  have  in  mind  obtaining  the  greater  part  of  the 
million  reduction  from  the  certainly  somewhat  exces¬ 
sive  figures  for  motor  and  other  transport,  and  for 
buildings  and  land,  we  think  the  efficiency  of  the 
R.A.F.  would  not  suffer  greatly,  but  if  a  large  por¬ 
tion  is  to  be  deducted  from  the  sums  set  aside  for 
the  purchase  of  new  and  improved  machines,  then  we 
do  say  that  the  efficiency  cannot  but  be  very  seriously 
affected.  The  whole  science  is  as  yet  so  young  that 
progress  is  abnormally  rapid,  and  a  machine  is 
generally  obsolete  within  a  few  months  of  its  launching. 

The  report  states  that  a  saving  can  be  effected  in 
technical  equipment,  owing  to  the  suggested  reduc¬ 
tion  of  the  number  of  squadrons  from  32 J-  to  24. 
We  do  not  pose  as  military  experts,  and  consequently 
we  do  not  presume  to  say  whether  such  a  reduction 
is  justifiable,  but  even  if  it  is,  it  should  be  remembered 
that,  as  suggested  by  the  Committee,  the  use  of 


R.A.F.  units  to  replace  Army  units  abroad  will  mean 
using  the  flying  stock  in  countries  whose  climatic 
conditions  are  such  as  to  call  for  frequent  renewal  of 
machines,  quite  apart  from  the  question  of  crashes. 

Closely  connected  with  the  question  of  technical 
equipment  is  that  of  research.  The  Committee 
realises  that  there  is  probably  more  justification  for 
continued  research  m  connection  with  the  Air  Force 
than  there  is  in  the  older  Services.  Nevertheless,  it 
suggests  that  the  amount  spent  on  aeronautical 
research  should  be  limited  to  £1,000,000.  This  may 
seem  a  generous  sum,  but  those  intimately  connected 
with  the  extraordinarily  complicated  nature  of  the 
different  classes  of  research  required  will  realise  that 
a  million  will  not  go  very  far.  We  would  also  point 
out  that  it  is  reasonable  to  suppose  that  a  fairly 
liberal  expenditure  on  research  might,  and  in  all  pro¬ 
bability  would,  result  in  establishing  information 
that  would,  in  the  long  run,  save  vast  sums  on  new 
types  of  machines. 

♦  ♦  ♦ 

The  Committee  strongly  urge  the  co- 
,.  4  7  ordination  of  the  three  fighting  Services 

of  Defence  Under  a  Ministry  of  Defence,  in  order 

that  the  necessary  economies  may  be 
effected  and  overlapping  and  duplication  avoided. 
Again,  as  we  do  not  pose  as  military  experts,  we  shall 
not  presume  to  say  whether  or  not  such  a  scheme 
would  be  in  the  best  interests  of  the  country.  We 
would  say,  nevertheless,  that  to  us  it  appears  that, 
if  the  right  man  can  be  found,  such  a  Ministry  would 
tend  to  ensure  that  each  of  the  fighting  Services  did 
its  share  of  the  work  of  defending  the  Empire,  and 
was  supplied  from  the  funds  available  in  direct  pro¬ 
portion  to  its  value  in  Imperial  defence.  The  main 
difficulty,  to  our  mind,  is  that  of  finding  the  right 
man  for  the  position.  He  would  have  to  be  a  man 
of  the  very  strongest  personality,  to  begin  with,  and 
it  is  essential  that  he  should  not  have  been  connected 
directly  or  indirectly  with  either  of  the  three  Services, 
otherwise  he  could  hardly  be  expected  to  be  entirely 
unbiassed  when  it  came  to  considering  and  weighing 
the  respective  claims  made  by  the  different  Services. 
This  would  necessarily  mean  that  he  would  not  have 
any  very  intimate  technical  knowledge  of  any  of  the 
Services.  That,  we  think,  would  not  necessarily  be 
a  disadvantage.  A  judge  has  continually  to  hear 
cases  in  which  evidence  of  a  highly  technical  nature  is 
given.  It  is  for  him  to  decide  which  of  the  contending 
parties  has  succeeded  in  proving  its  case.  And  so 
with  a  Minister  for  Defence.  He  would  hear  the 
claims  made  by  the  Imperial  Staff  of  the  three  Ser¬ 
vices,  of  which  the  Ministry  should  be  composed, 
and  would  have  to  decide,  on  the  evidence  presented, 
which  Service  had  the  greatest  claim — in  other  words, 
which  Sendee  could  do  the  particular  piece  of  work 
most  efficiently.  On  the  whole,  we  are  inclined  to 
think  that  the  establishment  of  such  a  Ministry  would 
be  an  advantage.  That  it  will  materialise  in  the 
coming  financial  year  is,  perhaps,  open  to  doubt.  It 
will  mean  a  great  amount  of  reorganisation  and  will 
necessarily  take  time.  This  fact  need  not;  however, 
mean  that  the  scheme  will  be  permanently  abandoned  ; 
and  certainlv,  when,  as  is  bound  to  occur  sooner  or 
later,  the  R.A.F.  is  the  great  service,  it  will  be  far 
better  for  it  to  have  been  removed  from  the  shackling 
effects  of  the  jealousies  of  the  rAder  Services. 
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“A  GLIMPSE  OF  THE  FUTURE  ”  {From  the  original  by  Rodcric.  Hill.) 


The  picture  shows  a  fast  single-seater  customs  aeroplane  about  to  settle  on  the  alighting  deck  of  a  big  air  liner-  At  a  signal  from  the  customs  official, 
who  incidentally  flies  his  own  aeroplane,  the  captain  of  the  air  liner  brings  his  ship  to  a  steady  speed  and  the  pneumatic  trap  on  the  alighting  deck  is  set 
ready.  Gliding  a  little  faster  than  the  liner,  the  customs  aeroplane  approaches  over  the  tail.  As  it  nears  the  trap  it  reduces  speed  slightly  until,  except 
for  a  lateral  swaying,  it  hovers  apparently  motionless.  For  a  few  seconds  the  “dactyls  ”  on  its  under- carriage  flicker  in  the  jaws  of  the  trap; 
there  is  a  metallic  clang  and  the  little  aeroplane  is  safe,  moored  fast  to  the  liner.  The  customs  official  slips  out  from  his  cockpit,  and,  crouching  in  the 
wind,  makes  his  way  forward.  When  50  feet  in  front  of  the  trap  he  suddenly  disappears  down  a  well,  where  we  leave  him  to  commence  his  round  of 

neefessary,  if  unpleasant,  duties.  > 
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I  hough  the  Geddes  Report  pays  rela- 
I  he  tivelv  little  attention  to  the  question  of 

of  Civil”  Civil  Aviation,  it  is  suggested  that  a 

Aviation  reduction  of  £400,000  could  be  effected 
in  this  department.  Considering  that 
the  amount  provided  for  1922-23  is  only  £700,000, 
a  reduction  of  more  than  one-half  is  a  little  too  drastic 
to  be  contemplated,  especially  in  view  of  the  assistance 
which  civil  aviation  will  and  can  render  to  the  R.A.F. 
in  the  matter  of  reserves.  Apparently  the  Committee 
considers  the  £200,000  per  annum  voted  for  the  next 
three  years  a  commitment  which  cannot  be  escaped, 
and  the  saving  of  £400,000,  it  is  suggested,  should 
come  almost  wholly  out  of  personnel.  It  is  also 
thought  by  the  Committee  that  under  the  heading  of 
meteorology  considerable  savings  could  be  effected. 
In  view  of  the  vital  importance  to  aviation  of  meteoro¬ 
logical  sendees,  and  its  importance,  scarcely  less  vital, 
to  other  sections  of  the  community,  we  do  not  agree 
that  any  great  reduction  could  or  should  be  made. 
The  Committee  evidently  realise  this  fact,  and  wisely 
^ufcf?esfs  that  if  more  extensive  meteorological  services 
are  required  by  the  Air  Force,  they  should  be  provided 
for  on  Air  Ministry  votes  other  than  that  of  civil 
aviation. 

Incidentally,  if  the  suggested  Ministry  of  Defence 
should  materialise,  the  whole  position  of  civil  aviation 
would  have  to  be  very  seriously  reconsidered.  Al¬ 
ready  under  existing  conditions  the  effect  of  the 
military  mind  is  being  felt  in  the  Civil  Aviation 
department,  and  there  can  be  not  the  slightest  doubt 
that  under  a  Ministry  of  Defence  Civil  Aviation  would 
stand  in  grave  danger  of  becoming  entirely  over¬ 
shadowed  by  the  military  side.  This  could  not  be 
tolerated  for  a  moment,  and  it  is  well  that  this  fact 
should  be  kept  in  mind  when  discussing  the  pros  and 
cons  of  the  suggested  Ministry.  Civil  Aviation  would 
have  to  be  entirely  separated  from  the  influence  of 
such  a  Ministry,  except  in  such  matters  as  affected 
the  framing  of  arrangements  for  co-operation  in  case 
of  war. 


Now  that  the  Air  Conference  is  closed, 

Conference  ^  *s  Poss^e  t°  begin  to  form  an  opinion 
of  its  possible  value.  The  papers  read 
were  of  a  very  instructive  character,  both  those  of  a 
technical  nature  and  the  papers  dealing  with  general 
matters  of  policy.  One  fact  was  most  startlingly 
brought  out,  i.e.,  the  divergence  of  opinion  that  exists 
between  the  views  of  the  Secretary  of  State  for  Air 
and  those  of  more  than  90  per  cent,  of  the  speakers. 
Capt.  Guest’s  views,  at  any  rate  as  he  expressed 
them  at  the  Conference,  are  so  pessimistic  in  regard 
to  Civil  Aviation  that  they  strongly  emphasise  the 
need  for  separating  entirely  civil  aviation  from  the 
military  side  of  flying.  It  was  most  unfortunate  that 
the  Secretary  of  State  for  Air  should  have  chosen  the 
Conference  as  a  suitable  place  for  airing  such  views, 
as  there  is  always  the  danger  that  some  of  those 
attending  the  Conference- — those  interested  in  but  not 
in  close  touch  with  commercial  aviation---may  have 

0  0 

One  Resting-Place  for  Lafayette  F.C. 

An  echo  oi  the  tragedy  of  the  late  War  is  the  bringing 
into  one  burying-ground  in  France  the  Americans  who 
fell  fighting  whilst  with  the  famous  Lafayette  Flying  Corps. 
According  to  the  Pall  Mall  Gazelle,  the  French  Government 
have  decided  to  provide  a  plot  and  arrange  for  the  reinter¬ 
ment  of  the  bodies  of  more  than  forty  heroes  who  lie  buried 
in  different  parts  of  Europe. 

The  maintenance  of,  the  graves  and  the  erection  of  head- 


come  away  with  the  idea  that  Capt.  Guest  voiced 
the  general  opinion.  This,  of  course,  is  far  from 
being  the  case,  and  the  many  outspoken  criticisms 
levelled  at  his  pessimistic  statements  must  have 
served  to  convince  the  majority  that  the  general 
considered  opinion  was  not  in  agreement  with  that 
of  Capt.  Guest.  Nevertheless,  it  is  to  be  regretted 
that  at  a  time  when  Civil  Aviation  is  straining  to 
obtain  the  interest  of  the  great  industries  that  will 
help  to  make  aviation  a  commercial,  success,  a  Minister 
of  the  Crown  should  have  thought  fit  to  do  his  best 
to  damn  the  cause  of  aviation  with  faint  praise.  As 
one  speaker  suggested,  it  would  appear  that  we  have 
an  Air  Minister  who  does  not  believe  in  aviation. 

For  the  rest,  the  Conference  may  have  done  a 
certain  amount  of  good,  inasmuch  as  it  allowed 
aviation  subjects  to  be  discussed  on  a  much  larger 
scale  than  can  be  done  at  the  Royal  Aeronautical 
Society.  Otherwise  one  heard  exactly  the  same 
speakers  talking  upon  the  same  subjects  in  exactly 
the  same  manner  as  one  can  hear  at  almost  any  of 
the  meetings  of  the  R.Ae.S.  From  the  other  side, 
the  industries  and  organisations  which  are,  one  hopes, 
going  to  make  use  of  aviation,  one  heard  nothing 
or  practically  nothing.  The  reasons  are,  perhaps, 
not  far  to  seek.  From  the  list  of  acceptances  issued 
by  the  Air  Ministry  one  gathered  that  a  fair  number 
of  representatives  of  the  “  other  side  ”  were  present, 
but  they  added  but  little  to  the  general  discussion. 
This  may  be  understood  if  one  looks  the  matter 
squarely  in  the  face  and  admits  that  we — the  aviation 
world — have  to  a  great  extent  ourselves  to  blame. 
Instead  of  enlarging  upon  what  we  can  do  at  present, 
and  are  absolutely  ready  to  do,  we  appear  to  bo 
divided  among  ourselves  and  to  have  a  tendency  to 
finish  up  every  other  sentence  with  “  but  tomorrow 
we  shall  be  able  to  do  very  much  better."  The 
business  man  is  not  interested  in  what  we  can  do 
tomorrow  ;  what  he  wants  to  know  is  what  we  can 
do  for  him  today,  and  at  what  price.  If  we  spent 
a  little  more  time,  at  these  Air  Conferences,  in  stating 
clearly,  and  considerably  more  briefly  than  was  done 
this  year,  what  we  are  prepared  to  do,  and  leave  the 
discussion  of  wood  v.  metal,  higli-lift  v.  high-speed 
wings,  the  Diesel  engine  of  some-day-after-tomorrow 
v  the  petrol  engine  of  today,  etc.,  to  be  thrashed 
out  in  our  own  private  camps,  we  might  interest  those 
for  whom  we  shall  have  to  cater,  quite  apart  from 
presenting  a  somewhat  more  dignified  appearance  to 
the  outside  world. 

Matters  of  commercial  and  general  policy,  and  of 
our  aeronautical  relations  with  other  nations,  are, 
to  our  mind,  the  appropriate  subjects  for  such  a 
Conference,  and  that  is  why  we  press  for  making 
them  more  international  in  character.  Commercial 
aviation  will  of  necessity  be  of  an  increasingly  Inter¬ 
national  nature,  and  the  sooner  we  get  together  the 
various  nations  interested  the  sooner  shall  we  be 
able  to  formulate,  with  some  degree  of  certainty, 
policies  having  due  regard  to  the  requirements  of 
other  countries  and  their  claims  upon  recognition. 
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stones  will  be  undertaken  by  survivors  of  the  famous  corps. 
Of  the  186  members  of  the  Lafayette  Flying  Corps  who  went 
to  the  front.  63  were  killed.  The  bodies  of  six  of  these  have 
not  been  recovered. 

Among  the  bodies  to  be  placed  in  the  new  cemetery,  which 
is  situated  near  Souain,  is  one  recovered  on  the  shores  of  the 
North  Sea,  one  in  Salonika,  and  one  in  Genoa. 

The  cemetery  will  not  be  military  in  character,  but  will 
be  as  simple  as  an  American  country  graveyard. 
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LVstat^fS-  TtPUT.1S=ed  \rds"mS  °f.  the  PaPer  read  before  the  second  Air  Conference  by  Lord  Corel),  Under- Secretary 
t Ithfl  ■'  I  -r  WeeJ  Wr  Cont,nue  with  extracts  from  a  most  instructive  paper  read  by  Lieut.-Col.  W.  A.  Bristow, 
!  Transport,  Today  and  Tomorrow,"  and  with  a  brief  report  of  the  discussions  of  the  two  papers. 
thl'  PaPer  may  appear  pessimistic  to  some,  but  it  cannot  be  denied  that  all  is  not  well  with  civil  aviation,  and 

liup  nnLT,!,  dnd 3ts  shortcomings.  the  sooner  shall  we  be  in  a  position  to  remedy  them.  We  therefore 

c  n  1  apologies  for  publishing  extensive  extracts  from  a  paper  in  which  some  strong  opinions  are  very  frankly  and 

very  ably  expressed. — Ed.] 


AERIAL  TRANSPORT,  TODAY  AND  TOMORROW 

By  Lieut.-Col.  W.  A.  BRISTOW,  M.I.E.E.,  M.I.A.E.,  F.R.Ae.S. 


I  1  is  a  matter  of  some  little  difficulty  to  write  in  a  practical 
manner  of  the  future  of  aerial  transport  owing  to  the  lack 
of  sufficient  data  upon  which  arguments  can  be  based  or  from 
which  conclusions  may  safely  be  drawn,  and  in  consequence  our 
ideas  of  the  future  must  to  some  extent  be  founded  on  a 
mixed  basis  of  theory,  practice  and  imagination.  It  is 
impossible,  for  example,  to  give  schedules  of  operating  costs 
that  could  be  taken  as  a  guide  to  the  future,  as  no  company 
in  the  world  has  yet  run  with  a  complete  fleet  of  aeroplanes 
and  engines  such  as  are  considered  today  to  be  satisfactory 
for  the  purpose,  neither  can  we  consider  that  many  other 
important  factors  are  in  a  satisfactory  condition.  It  is 
probably  a  fair  statement  that  commercial  aviation  has, 
up  to  the  present,  been  little  more  than  full  scale  experiment 
with  apparatus  largely  of  a  makeshift  and  temporary 
character.  In  spite  of  these  limitations,  however,  the  results 
have  been  of  an  extremely  interesting  and  valuable  character, 
and  it  will  doubtless  be  agreed  that  the  very  greatest  credit 
is  due  to  those  who  have,  in  face  of  serious  difficulties,  carried 
ever-increasing  loads  with  factors  of  regularity  and  safety 
of  a  high  order. 

Before  attempting  to  deal  with  the  subject  in  detail,  it 
may  be  as  well  to  examine  briefly  some  of  the  main  outstanding 
features  of  the  present  situation.  In  the  first  place,  we  have 
to  recognise  that  at  present  it  is  not  possible  to  carry  on 
the  business  without  a  subsidy  in  some  form  or  other,  and 
therefore  the  character,  allocation  and  working  of  the  subsidy 
system  will  have  a  most  important  effect  on  development. 
It  has  been  said  that  it  is  a  mistake  to  confine  the  operations 
of  subsidised  services  to  the  London-Paris  route,  and  that 
there  are  many  other  routes  which  are  capable  of  yielding 
equally  good  results. 

As  a  result,  however,  of  close  pratical  acquaintanceship 
with  the  working  of  several  of  the  present  air  lines,  I  am 
convinced  that  a  better  route  could  not  have  been  chosen, 
and  that  it  possesses  inherent  advantages  not  to  be  found 
elsewhere.  In  the  first  place,  it  is  about  the  right  length  for 
severity  of  test,  the  wide  strip  of  water  necessitates  a  high 
standard  of  reliability,  and  the  rapidly  fluctuating  weather 
conditions  along  the  whole  route  absolutely  compel 
the  rapid  development  of  the  two  great  guardian  services 
of  aviation — namely,  meteorology  and  wireless  telegraphy 
and  telephony.  In  addition,  the  two  termini  and  the  general 
operations  on  the  route  are  controlled  by  different  countries 
with  different  ideas  and  methods,  and  no  doubt  much  of 
the  progress  that  has  been  made  is  due  to  the  mutually 
instructive  effect  obtained  by  such  an  arrangement.  Regarded 
as  an  experimental  laboratory  for  the  instruction  of  designers, 
constructors  and  operators,  an  international  route  is  almost 
bound  to  be  of  far  greater  value  than  any  purely  national  one. 

From  a  commercial  standpoint  also,  the  London-Paris 
route  has  very  great  advantages.  The  actual  journey  by 
land  and  water,  with  its  changes,  delays'  and  vexatious 
examinations,  is  rendered  far  more  troublesome  than  its 
mere  length  would  indicate,  and  very  few  people  who  have 
experienced  the  convenience  and  speed  that  can  be  obtained 
on  this  route  in  any  reasonably  suitable  aeroplane  will  feel 
inclined  to  revert  to  the  old  means  of  travel.  Further,  the 
number  of  potential  passengers  is  enormous,  and,  in  addition 
to  the  subjects  of  the  two  countries,  there  are  the  scores  of 
thousands  <  f  travellers  and  visitors  from  every  country  in 
the  world  who  yearly  pass  between  the  two  capitals.  Many 
of  these  gain  their  first  experience  of  air  travel  between 
London  and  Paris,  and  it  is  highly  probable  that  they  would 
not  have  the  opportunity  of  obtaining  it  elsewhere. 

There  are,  of  course,  hundreds  of  routes  within  the  Empire 
that  could  be  opened  up  to  air  traffic  with  advantage,  but 
it  is  considered  that  success  in  these  will  be  best  assured  by 
first  hammering  out  the  fhany  technical  and  commercial 
difficulties  on  our  own  doorstep,  and  the  Paris- London  route, 
for  the  various  reasons  given,  is,  in  the  author’s  opinion, 
specially  suitable  for  this  purpose. 


The  question  that  next  arises  is  as  to  whom  the  subsidy 
should  be  given,  and  the  decision  to  increase  the  number  of 
firms  on  the  London-Paris  route  from  two  to  three  has  been 
somewhat  criticised. 

What  are  the  objects  in  view  for  which  the  subsidy  is 
granted  ?  As  I  see  them,  their  order  is,  firstly,  to  promote  and 
encourage  British  aerial  transport  undertakings  in  order 
that  they  shall  be  enabled  to  put  up  a  good  fight  against 
the  very  powerful  and  heavily  subsidised  competition  of 
the  French,  and  secondly,  to  help  us  keep  in  existence  some 
of  the  very  valuable  designing  and  constructional  staffs 
we  had  in  19x8.  But  behind  all  this  is  the  real  and  vital 
question  of  the  value  of  a  commercial  aviation  industry  in 
connection  with  the  defences  of  the  country.  Progress  in 
flying  generally,  and  especially  in  connection  with  the  design 
of  machines  and  engines,  depends  largely  upon  actual  flying 
experience,  and  already  we  see  most  of  the  flying  all  over 
the  world  being  done  by  commercial  aircraft. 

It  is  hardly  possible  that  the  profession  of  aeronautical 
engineering  can  be  built  up  on  the  requirements  of  military 
aircraft  alone,  so  that  it  may  well  be  that  the  future  superiority 
of  our  naval  and  military  air  fleets  will  depend  mainly  upon 
the  growth  of  commercial  aviation,  although  the  actual 
difference  between  civil  and  military  aircraft  may  be  as 
great  as  that  between  a  “  Hood  "  and  a  “  Mauretania.” 

the  nation  is  beginning  to  realise  that  our  position  as  a 
naval  and  military  power  is  undergoing  a  radical  change, 
and  that  without  adequate  air  power  we  cannot  expect  to 
maintain  the  Empire.  France  and  Germany  both  realise 
this,  and  at  the  moment  the  French  are  actively  staking  out 
their  claims  on  every  airway  of  importance  on  a  vast  field 
bounded  by  Brussels,  London,  Africa  and  Constantinople, 
whilst  Germany  is  concentrating  on  research  and  experiment 
on  a  most  extensive  scale.  Once  the  latter  is  free  to  establish 
air  fleets  for  service  abroad,  she  will  undoubtedly  make 
strenuous  efforts  to  become  the  greatest  air  power  in  Europe, 
if  not  in  the  world.  We  cannot  disguise  the  fact  that  techni¬ 
cally  and  geographically  Germany  is  in  the  strongest  possible 
position  for  accomplishing  this  purpose,  and  we  undoubtedly 
must  think  of  the  day  when  German  air  lines  will  radiate 
from  Berlin  over  the  whole  of  Europe,  and  probably  a  part 
of  Asia  in  addition.  Already  one  of  the  largest  firms  of 
aircraft  manufacturers  in  Germany  has  concluded  an  agreement 
with  the  Russian  Government  whereby  they  jointly  run  a 
very  large  factory  in  St.  Petersburg  and  halve  the  profits. 

Germany  knows  and  France  knows  that  the  future  history 
of  Europe  will  depend  to  a  very  considerable  extent  on  the 
distribution  of  aerial  power,  and  if  we  are  to  retain  anything 
like  our  present  position  it  is  absolutely  imperative  that 
we  develop  our  commercial  air  fleets  by  every  means  at  our 
disposal.  Cutting  down  our  expenditure  on  the  Air  Force 
and  Commercial  Aviation  may  render  possible  some  trifling 
reduction  in  the  income  tax,  but  that  will  be  of  little  comfort 
if,  as  a  result  of  the  next  war,  the  income  itself  disappears. 

1  his  is  rather  a  long  digression,  but  it  all  relates  to  the 
question  of  the  number  of  firms  to  be  subsidised,  and  I  think 
you  will  agree  that  all  the  objects  in  view  will  be  furthered 
by  the  addition  of  suitable  firms  to  the  list  of  operating 
companies.  It  is  not  meant,  of  course,  that  such  expansion 
of  numbers  can  be  continued  indefinitely  or  that  anybody 
should  receive  the  subsidy.  I  feel  sure,  however,  that  we 
need  have  little  fear  but  that  British  aviation  on  the  London- 
Paris  services  will  be  worthily  represented  this  year  by  the 
firms  chosen,  and  that  the  policy  of  adding  to  the  number 
operating  is  sound  and  in  the  best  interests  of  all  concerned. 

1  he  Air  Ministry  having  provided  very  largely  the  ways 
and  means,  it  now  remains  with  the  operating  companies 
to  examine  carefully  the  results  of  past  operations  with  a 
view  to  devising  means  for  a  more  successful  solution  of  the 
many  problems  to  be  solved  before  commercial  aviation 
can  be  regarded  as  a  permanent  item  in  our  social  and 
industrial  life. 
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The  first  item  that  has  to  be  recognised  (in  fact  it  does  not 
wait  to  be  recognised)  is  the  impossibility  of  at  present  making 
anything  but  a  financial  loss  from  the  operation  of  commercial 
aircraft,  although  on  paper  it  can  be  shown  with  comparative 
ease  that  the  conveyance  of  passengers  and  goods  by  air  can 
be  attended  with  the  happiest  financial  results,  even  without 
the  assistance  of  a  subsidy.  In  practice,  however,  it  works 
out  very  differently,  and  operating  companies  are  usually 
to  be  found,  pruning-knife  in  hand,  attacking  every  form  of 
expenditure  in  order,  not  that  the  profit  may  be  increased, 
but  that  the  losses  may  be  reduced. 

What  then  must  be  accomplished  in  order  that  a  heavy 
loss  can  be  converted  into  a  profit,  and  moreover  with  such 
a  reasonable  certainty  as  will  from  time  to  time  ensure  the 
supply  of  such  new  capital  as  will  allow  the  industry  to  be 
properly  maintained  and  expanded  ?  The  whole  future  of 
the  aircraft  industry,  the  aerial  transport  companies,  our 
national  defei  ce,  and  even  the  future  of  the  Empire  may 
depend  upon  our  ability  to  answer  this  question  coriectly, 
and  it  may  be  as  well  at  once  to  examine  the  various  means 
proposed  as  an  amelioration  of  the  present  position. 

Since  the  first  days  of  air  transport,  it  has  been  apparent 
that  the  very  heavy  interest  and  depreciation  charges  in 
respect  to  the  fleet  can  only  be  met  by  keeping  the  machines 
constantly  in  the  air  with  paying  .loads.  This  year  it  h^ts 
been  reported  that  we  are  to  see  an  aeroplane  doing  thrfee 
or  four  London-Paris  trips  in  a  single  day.  It  is  not  seen, 
however,  that  this  will  solve  the  problem.  If,  for  example, 
two  machines  are  worked  on  a  schedule  that  keeps  them  going 
all  day,  it  will  only  be  possible  to  maintain  the  necessary 
regularity  and  all  the  operational  advantages  that  are  allied 
to  regularity  by  maintaining  at  least  one  spare  machine  on 
each  side.  A  100  per  cent,  reserve  fleet  would  theoretically 
always  be  idle,  and  it  woidd  seem,  therefore,  to  be  just  as 
economical  to  work  the  four  machines  on  half  time.  And,  in 
any  case,  in  several  months  of  the  year,  weather  and  lack  of 
light  prevent  more  than  one  journey  per  machine  per  day,  or 
two  at  the  most. 

Designers,  and  constructors  of  aircraft  and  aircraft  engines 
approach  the  subject  from  another  standpoint,  and  are 
bending  their  energies  to  effect  improvements  which  have 
for  their  object  an  increase  of  the  paying  load  in  relation  to 
the  fuel  consumed,  and  the  cost  of  maintenance  and  operation. 
Such  work  is  of  the  utmost  importance,  and  progress  will 
be  vitally  affected  by  the  degree  of  success  that  is  achieved 
in  these  directions,  ft  is  clearly  impossible,  however,  to 
wipe  out  all  the  loss  by  improvements  in  thermal  and  aero¬ 
dynamic  efficiencies.  Engines  already  closely  approach  the 
limit  of  thermal  efficiency,  and  he  would  be  a  bold  designer 
who  would  gurantee  actually  to  produce  aeroplanes  even 
15  per  cent,  more  efficient  than  the  best  of  those  existing 
today.  1  see  no  immediate  hope,  therefore,  that  the  work 
of  the  aircraft  designer  will  enable  the  loss  to  be  turned  into 
a  profit. 

If  civil  aviation,  therefore,  is  to  have  any  future,  what  is 
required  ?  In  the  author’s  opinion  there  is  only  one 
answer — Passengers  and  yet  more  passengers.  Given  even 
a  moderate  percentage  of  the.  travelling  public,  civil  aviation, 
it  is  considered,  could  be  made  to  pay  its  own  way  within 
the  next  five  or  six  years.  It  is  true  that  last  year  showed 
a  welcome  increase,  and  that  this  year  may  see  a  still 
further  advance  in  the  total  number  of  passengers  carried, 
but  as  the  excess  will  be  shared  by  some  seven  or  eight 
companies,  it  is  extremely  doubtful  if  the  nett  increase  per 
company  will  be  anything  material. 

The  regular  and  safe  transport  of  passengers  by  air  demands 
a  highly  skilled  staff,  but  in  addition  to  the  overhaul  and 
maintenance  staff,  which  will  have  to  be  increased  as  the 
number  of  passengers  increases,  although  not  in  the  same  pro¬ 
portion,  there  are  those  engaged  in  the  management  and  opera¬ 
tion  of  the  commercial  side  of  the  business  and  also  those  re¬ 
sponsible  for  superintending  the  actual  working  of  the  fleet, 
What  other  class  of  transport  company  could  afford  to  keep 
a  staff  of  such  proportions  for  less  than  50  passengers  per 
week,  taken  as  an  average  over  a  whole  year  ?  In  some 
undertakings,  the  total  number  of  persons  employed  in 
the  working  of  the  fleet  is  greater  than  the  weekly  average 
of  passengers  carried.  No  other  form  of  transport  could 
live  for  long  under  such  conditions,  however  efficient  their 
vehicles  or  methods. 

It  is  very  difficult  at  this  early  stage  to  form  any  exact 
opinion  as  to  the  minimum  number  of  passengers  that  should 
be  carried  per  week.  Incidentally,  the  aerial  week  will 
probably  have  to  consist  of  seven  days  as  in  every  other 
transport  undertaking.  To  cease  work  on  Sundays,  in 
addition  to  inconveniencing  the  public  and  delaying  the 
expansion  of  the  business,  causes  a  loss  of  14-J  per  cent,  per 


year  on  the  working  time,  thus  further  raising  the  cost  per 
flying  hour.  On  the  basis  of  a  week  of  seven  days,  the  author 
has  formed  the  opinion  that  the  minimum  number  of  passengers 
necessary  weekly  for  the  profitable  operation  of  any  one 
company  is  not  less  than  about  five  hundred,  and  these 
must  be  carried  in  the  most  efficient  machines  operated  by 
an  exceedingly  skilled  and  highly  organised  personnel. 

By  what  means  then  are  we  to  attract  the  far  greater 
number  of  passengers  required  ?  It  cannot  be  said,  at 
present,  that  there  is  any  real  concerted  effort  being  made 
by  the  companies  to  attract  the  public.  Much  of  the 
advertising  and  propaganda  is  aimed  at  securing  as  large  a 
share  as  possible  of  the  numbers  already  travelling,  and 
but  little,  if  any,  to  encourage  the  general  use  of  the  airway. 
Before  we  can  answer  the  question  as  to  how  the  increase 
is  to  be  obtained,  it  will  be  necessary  to  try  and  form  some 
idea  as  to  the  main  reasons  that  keep  the  public  back. 

It  is  considered  that  the  chief  reason  lies  almost  wholly 
in  the  fact  that  insufficient  attention  has  been  concentrated 
upon  the  problem  of  making  flying  really  safe,  and  secondly, 
we  have  not  made  it  look  and  feel  as  safe  as  it  is.  We  are 
rather  apt  to  think  that  the  public  know  little  of  the  factors 
determining  safety  in  flight,  and  that  to  them  all  aei'oplanes 
are  very  much  alike.  Experience  has  shown  this  idea,  to 
be  completely  erroneous.  The  author  has  heard  many 
conversations  that  show  the  contrary  to  be  the  case,  and  on 
more  than  one  occasion  has  witnessed  passengers  refusing 
to  travel  on  a  machine  which  they  did  not  consider  either 
safe  or  sufficiently  comfortable. 

Factors  Affecting  Safety 

Pilots. — The  experience  of  last  year  has  revealed  several 
points  that  require  serious  attention,  even  althofigh  the  number 
of  fatalities  and  injuries  was  love,  and  in  the  case  of  the 
British  Cross-Channel  Services  was  actually  nil.  As,  however, 
all  companies  have  to  suffer  if  anything  impairs  the  confidence 
of  the  public,  it  is  necessary  to  survey  the  European  services 
generally.  Probably  the  most  serious  cause  of  accidents 
has  been  lack  of  skill  and  judgment  on  the  part  of  the  pilots, 
although  it  is  necessary  at  once  to  except  British  pilots  from 
this  generalisation.  Our  own  pilots  have,  on  the  contrary, 
proved  themselves  over  and  over  again  to  be  exceptionally 
skilled  and  resourceful  pilots  and  navigators,  and  it  is 
impossible  to  praise  their  work  too  highly.  • 

On  the  Continent  and  in  America,  however,  there  is 
considerable  room  for  improvement,  not  only  in  the  actual 
flying  methods,  but  in  the  qualifications  deemed  necessary 
by  the  operating  companies  for  pilots  that  are  to  be  entrusted 
with  passengers  to  be  taken  on  long  and  difficult  routes. 
It  is  considered  by  many  that  the  question  of  the  training 
of  suitable  pilots  is  one  calling  for  the  most  serious  attention 
by  all  those  concerned  with  the  control  and  operation  of 
commercial  aerial  transport. 

Aeroplanes. — Tt  is,  of  course,  highly  desirable  to  design 
aeroplanes  capable  of  carrying  the  maximum  possible  useful 
load  for  a  given  horse-power,  which  will  be  capable  of  being 
operated  at  a  high  speed  with  a  minimum  consumption  of 
petrol  and  oil.  It  is  impossible,  however,  to  attain  these 
ideals  to  their  fullest  extent  and  at  the  same  time  preserve 
the  same  factor  of  general  safety,  and  if  passengers,  because 
it  is  not  sufficiently  safe,  will  not  come  forward  in  sufficient 
numbers  to  make  the  business  pay,  then  the  possession 
of  the  most  money-saving  aeroplane  in  the  world  does  not 
place  the  owner  in  a  very  much  better  position. 

Is  it  too  much  to  ask  that  all  aeroplanes  used  on,  say,  the 
London-Paris  service,  should  be  able  to  land  and  pull  up 
with  absolute  safety  almost  anywhere  in  the  country  en 
route  ?  If  this  cannot  be  done,  then  are  we  not  bound  to 
conclude  that  aerial  transport  is  inherently  much  more 
dangerous  than  transport  by  land  and  sea  ?  How  much  is 
it  that  would  have  to  be  sacrificed  in  order  to  render  machines 
capable  of  taking  off  quickly  and  landing  safely  and  providing 
them  with  stronger  under-carriages,  with  much  greater  shock¬ 
absorbing  capacity,  and  capable  of  being  brought  to  rest 
within  60  yards  after  touching  the  ground  ? 

It  would  have  an  immensely  reassuring  effect  on  the  public 
mind  if  they  knew  that  before  a  commercial  aeroplane  could 
receive  a  certificate  of  airworthiness,  it  had  to  make,  say,  ten 
forced  landings  on  a  given  route  immediately  upon  receiving 
wireless  instructions  from  the  ground,  and  at  moments 
selected  entirely  by  the  wireless  operator. 

Aerodromes. — Sufficient  attention  has  not  yet  been  given 
in  any  country  to  the  perfecting  of  the  aerodromes  in  use. 
Even  at  Croydon  and  Le  Bourget  there  are  obvious  improve¬ 
ments  called  for,  but  for  some  reason  or  another  time 
drags  on  without  the  defects  being  remedied.  There  are 
few  aerodromes  in  which  it  is  possible  to  take-off  with  equal 
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safety  in  any  direction  ;  it  certainly  is  not  the  case  at  the 
two  aerodromes  just  mentioned,  and  it  appears  almost  easier 
nowadays  to  tear  down  a  dynasty  than  half  a  dozen  poplar 
trees.  Further,  there  is  not  a  single  public  aerodrome 
properly  equipped  with  apparatus  by  which  loaded  aeroplanes 
can  be  readily  weighed  or  the  position  of  their  centre  of 
gravity  determined,  and  it  is  nothing  short  of  remarkable 
that  more  accidents  do  not  occur  as  the  results  of  ignorance 
as  to  these  two  vital  factors. 

Meteorology  and  Wireless  Services. — Experience  shows  these 
two  services  to  be  the  twin  guardians  of  safety  in  the  highest 
possible  degree.  Times  innumerable,  machines  have  been 
saved  from  danger  by  timely  warning  by  wireless  telephone 
of  sudden  changes  in  the  weather  conditions,  apart  from  which 
in  a  very  large  number  of  cases,  it  would  not  be  possible  to 
undertake  the  journeys  at  all  if  it  were  not  for  the  meteoro¬ 
logical  information  transmitted  by  wireless  beforehand. 
During  the  past  year  the  departments  responsible  for  this 
work  have  made  rapid  strides  towards  perfecting  their 
organisation.  The  services  also  of  the  Marconi  Company 
and  the  constant  work  of  their  able  staff  on  the  development 
of  wireless  telephony  has  been  of  the  very  greatest  value, 
and  the  improvements  that  have  been  made  are  of  a  most 
substantial  and  gratifying  nature. 

Any  suggestions  that  have  been  made  for  the  improvement 
of  these  two  departments  are  generally  concerned  with  a 
possible  subdivision  of  the  work  in  the  wireless  department. 
At  present  there  is  no  wireless  operator  acting  solely  as 
watcher  and  guide  to  the  machines  in  the  air.  At  one  moment 
an  operator  may  be  talking  to  a  machine,  and  then  for  fifteen 
minutes  or  more  he  may  be  engaged  on  transmitting  or 
receiving  weather  reports  or  writing  out  messages.  It  is 
considered  that  the  work  should  be  divided,  and  one  or  two 
operators  should  do  nothing  but  talk  to  machines  in  the  air, 
keeping  them  posted  all  the  time  on  weather  conditions  and 
other  necessary  information,  giving  them  a  bearing  even  in 
fine  weather,  and  in  effect  helping  the  machines  with  all  the 
meteorological  and  other  information  that  becomes  available 
as  their  journeys  proceed.  In  view  of  the  expected  increase 
in  traffic  next  year,  this  question  assumes  a  very  real  im¬ 
portance. 

In  the  Meteorological  Department  one  could  sometimes 
wish  for  a  little  greater  promptitude  in  the  reports,  and 
especially  with  the  reports  from  French  stations.  On  many 
occasions  machines  have  had  to  leave  this  side  only  very 
scantily  informed  of  the  weather  conditions  existing  over 
long  stretches  of  the  route  in  France,  and  in  some  cases  wdth 
no  information  except  some  several  hours  old.  As  a  result 
passengers  have  been  landed  in  all  sorts  of  out-of-the-way 
places.  It  is  considered  by  the  author  that  the  safest  policy 
is  not  to  send  passengers  off  unless  and  until  complete  reports 
are  available  showing  a  safe  route  for  navigation  along  its 
entire  length,  but  this  obvious  desideratum  cannot,  of  course, 
be  obtained  unless  the  meteorological  and  wireless  depart¬ 
ments  on  both  sides  of  the  Channel  are  working  at  100  per  cent, 
efficiency. 

Greater  Apparent  Safety. — At  present  aeroplanes  often  do 
not  look  and  sound  as  safe  as  they  actually  are.  The  average 
man  in  the  street  taking  to  the  air  for  the  first  time  is  often 
rendered  extremely  nervous  by  the  unmuffled  roar  from 
engines  giving  hundreds  of  horse-power.  Most  passengers 
complain  of  deafness  after  a  flight  and  also  of  not  being  able 
to  talk,  except  with  the  greatest  difficulty,  when  en  route. 
There  are  at  least  twx>  proved  types  of  efficient  silencer 
available,  which  are  easy  to  fit  and  low  in  cost,  and  it  is 
hoped  that  this  year  may  witness  their  general  adoption. 

Pilots  should  as  far  as  possible  avoid  any  sudden  alteration 
in  position  of  the  machine,  and  should  also  abstain  from 
unnecessarily  sharp  turns  involving  undue  banking.  A 
careful  and  considerate  pilot  can  do  much  towards  establishing 
the  confidence  of  his  passengers,  Many  of  them  do  not  like 
being  seated  in  or  near  the  line  of  the  propellers  in  twin- 
engined  machines.  It  may  be  quite  all  right,  but  it  docs  not 
look  safe,  and  many  passengers  also  do  not  feel  safe  when 
sitting  facing  the  tail  of  the  machine.  It  is  considered  that 
every  effort  should  be  made  to  sit  all  the  passengers  facing 
forward  with  sufficient  leg-room,  comfortable  chairs  and  a 
clear  outlook. 

Comfort. — In  addition  to  the  problem  of  increasing  the 
safety  and  the  apparent  safety  of  flight,  there  is  the  added 
difficulty  of  providing  a  machine  that  can  favourably  compare 
with  other  forms  of  transport  in  the  matter  of  comfort. 
Most  passenger  cabins  are  cither  too  hot  or  too  cold,  and 
there  does  not  appear  to  have  been  any  serious  endeavour  to 
arrange  for  a  sufficiency  of  fresh  air  without  draughts. 

Lieut.-Col.  C.  B.  Heald.  C.B.E.,  Medical  Adviser,  and 
Wmg-Comdr.  Beatty,  C.B.E.,  A.F.C.,  Deputy  Controller, 


Department  of  Civil  Aviation,  Air  Ministry,  have  carried  out 
some  very  valuable  experimental  work  in  connection  with 
the  ventilation  of  aircraft,  and  with  the  data  now  available 
there  is  little  excuse  for  the  continuance  of  the  discomfort 
and  illness  that  has  been  caused  in  the  past  through  inatten¬ 
tion  to  these  important  questions.  In  machines  fitted  with 
water-cooled  engines  it  shouldjbe  a  comparatively  simple 
matter  to  fit  specially  light  hot-water  radiators  in  the  cabins  in 
parallel  with  the  main  engine  cooling  circuit,  and  with  air¬ 
cooled  engines  a  portion  of  the  cooling  air  flow,  not  the 
exhaust,  could  be  passed  through  light  tubes. 

Luggage. — The  difficulties  in  dealing  with  passengers' 
luggage  have  also  to  be  surmounted  before  the  travelling 
public  can  be  diverted  from  the  railways  in  the  necessary 
numbers.  In  the  past  about  30  lbs.  weight  has  been  allowed 
for  free  luggage,  but,  as  can  easily  be  seen  by  watching  the 
departure  of  the  boat  trains,  there  are  only  a  relatively  small 
proportion  of  passengers  whose  luggage  does  not  exceed  this 
weight.  There  is  also  the  difficulty  with  regard  to  the  size 
of  the  packages  that  can  be  taken.  There  is  sometimes 
plenty  of  room  in  the  fuselage,  but  the  doorway  is  too  small. 
All  these  things  may  seem  very  trivial  to  the  makers  of  the 
machines,  but  the  inconvenience  caused  to  the  public  and 
the  operating  companies  is  enormous.  The  author  is  of  the 
opinion  that  the  maximum  weight  of  free  luggage  allowable 
must  be  raised,  that  the  charge  for  excess  luggage  must  be 
reduced,  and  that  companies  shall  not  part  a  traveller  from 
his  baggage. 

Landings  en  route. — Another  serious  source  of  inconvenience 
to  passengers  is  the  delay  that  arises  if  they  should  be  unfor¬ 
tunately  landed  anywhere  else  but  at  an  aerodrome  at  which 
a  Customs  officer  is  stationed.  First  the  pilot  must  find  a 
constable,  who  on  arrival  in  effect  arrests  all  the  passengers 
and  conveys  them  to  the  nearest  police  station,  perhaps 
several  miles  away.  Here  they  are  put  through  their  paces 
by  the  Superintendent,  who  then  retires  to  consult  his 
numerous  notices  and  regulations  in  order  to  see  the  next 
move.  He  then  proceeds  to  impound  all  the  passports  and 
send  for  the  nearest  Customs  officer,  which  may  involve  a 
hunt  through  all  the  hotels  for  miles  around.  After  he  has 
been  found  and  has  conducted  his  examination,  passengers 
are  free  to  proceed  to  the  nearest  main  line  and  catch  a  train, 
if  there  is  one  left,  but  without  their  passports,  which  remain 
at  the  police  station,  from  vffience  they  are  sent  to  some 
authority  in  London, 

This  actual  case  is  recommended  to  the  notice  of  the 
authorities  in  the  hope  that  something  can  be  done  to  reduce 
the  delay  and  inconvenience  that  so  often  accompanies  what 
is  obviously  a  perfectly  bona  fide  forced  landing  of  a  well- 
known  machine  and  pilot.  The  remedy  is  in  the  hands  of 
many.  Firstly,  it  is  essential  that  wre  procure  international 
co-operation  with  a  view  to  improving  the  system  of  reporting 
the  weather  en  rot<te.  It  ought  to  be  made  impossible  for 
pilots  to  have  to  land  at  all  sorts  of  out-of-the-way  places 
because  of  unforeseen  W'eather  conditions,  and  if  bad  weather 
comes  up  suddenly  they  should  be  warned  by  wireless  in 
time  to  enable  them  to  retrace  their  steps  to  the  nearest 
aerodrome.  Designers  also  should  sit  down  deliberately  to 
design  a  bad-weather  aeroplane  in  which  the  probability  of 
arrival  at  the  proper  destination  is  as  great  as  in  the  case 
of,  let  us  say,  an  Atlantic  liner.  Much  improvement  could 
be  made  if  the  principle  involved  were  adopted.  In  such 
a  machine,  for  example,  amongst  other  important  features, 
great  care  would  be  devoted  to  the  position  of  the  compass 
and  the  wireless  equipment,  as  a  full  and  proper  use  of  these 
has  a  most  important  bearing  on  the  subject. 

Further,  the  operating  companies  themselves  are  divided 
into  two  distinct  camps.  There  are  those  who  consider  that 
the  public  must  have  reliability,  and  that  this  means  relia¬ 
bility  of  departure ;  the  other  school  of  thought  believes 
that  reliability  involves  reliability  of  arrival,  even  though  it 
may  involve  gaps  in  the  programme  of  start.  It  will  probably 
be  found  that  the  business  as  a  whole  will  best  be  encouraged 
by  adopting  the  alternative  policy. 

Cost  of  Travelling  by  Air. — The  old  price  for  a  ticket  to 
Paris  was  £10,  and  when  the  fare  was  reduced  to  £6  the 
number  of  passengers  increased  very  considerably. 

The  question  that  naturally  arises  is,  can  the  required 
volume  of  traffic  be  obtained  whilst  the  fare  is  so  much 
higher  than  that  charged  by  train  and  boat  ?  The  standard 
reply  is  that  the  difference  between  the  first-class  fare  and 
the  price  charged  is  only  small,  but  is  this  a  fair  way  of 
looking  at  the  question  ?  Considering  that  much  of  the 
aeroplane  accommodation  has  been  only  fourth  class  (and 
that  flatters  some  machines),  it  would  appear  to  be  a  wrong 
basis  for  comparison.  If  the  companies  believe  they  will 
obtain  their  full  volume  of  passengers  from  the  rich  there  is 
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nothing  more  to  be  said,  but  if  it  is  agreed  that  an  aggregate 
of  two  or  three  thousand  passengers  weekly  are  required, 
then  it  seems  inevitable  that  the  fare  will  have  to  be  adjusted 
to  meet  competition,  and  the  hitherto  despised  second-class 
passenger  wrill  have  to  be  catered  for. 

Very  few  people  seem  to  know  that  a  return  ticket  to 
Paris  can  be  procured  for  less  than  ^3.  The  author  is  of 
opinion  that  the  single  fare  from  London  to  Paris  by  air 
will  have  to  be  reduced  to  fa,  before  the  necessary  increase 
of  passengers  can  be  obtained.  The  time  may  not  be  ripe 
for  this  reduction,  as  it  is  doubtful  if  the  British  machines 
available  this  summer  wdll  be  sufficient  to  deal  with  a  very 
large  increase  of  passengers,  but  it  is  considered  that  at  least 
by  1923  the  question  will  have  to  be  very  seriously  considered. 

Educational.- — In  the  foregoing  notes  it  has  been  assumed 
that  there  are  already  a  sufficient  number  of  people  willing 
to  travel  by  air  providing  it  is  made  perfectly  obvious  to 
them  that  their  safety  and  comfort  are  assured.  This 
assumption,  may,  however,  be  incorrect,  and  it  is  possible 
that  if  the  views  of  the  bulk  of  the  cross  -  Channel 
travellers  were  taken  it  would  be  found  that  in  the  great 
majority  of  cases  they  would  refuse  to  travel  by  air  in  any 
circumstances  whatever.  It  may  be,  therefore,  that  at 
present  there  would  not  be  sufficient  passengers  even  if  the 
fares  were  the  same,  and  if  this  be  the  case  some  form  of 
general  educational  propaganda  is  a  vital  necessity  if  the 
needs  of  the  future  are  to  be  met.  In  any  case  it  is  probably 
a  necessity,  and  if  the  tube  railways  of  London  still  find  it 
necessary  to  spend  large  sums  yearly  in  order  to  attract 
more  passengers  to  the  underground  system  of  travel,  how 
much  more  essential  must  it  be  to  undertake  a  similar  cam¬ 
paign  in  respect  of  travelling  at  about  three  thousand  feet 
over  ground  and  without  any  visible  means  of  support  ! 

A  whole  paper  could  be  written  on  this  subject,  but  a  few' 
words  w'ill  suffice  to  give  some  idea  of  wdiat  such  a  policy  of 
education  and  propaganda  might  entail.  (<2)  The  history  of 
flying,  the  development  of  commercial  aerial  transport  and 
the  engineering  and  scientific  aspect  of  flight  should  be  part 
of  the  curriculum  in  every  school  in  the  country,  so  that  the 
rising  generation  may  be  taught  to  regard  air  travel  not  as 
a  romantic  novelty,  but  as  one  of  the  sober  facts  of  life. 

(b)  The  cinema  should  be  much  more  extensively  employed 
for  the  purpose  of  keeping  the  public  informed  of  the  possi¬ 
bilities  of  air  travel.  ( c )  The  Press,  who  already  carry  on 
such  excellent  work,  could  render  it  even  more  valuable  by 
publishing  statistics  as  to  the  high  standard  of  safety  and 
reliability  already  attained,  and  occasionally  affording  some 
of  their  space  to  the  rather  more  practical  side  of  commercial 
aviation,  (d)  Joy-riding  concerns  should  be  encouraged  as 
much  as  possible,  and  approved  firms  might  even  be  given 
a  small  subsidy  in  some  form  or  another. 

The  author  suggests  that  this  is  eminently  a  case  for  the 
consideration  of  the  Society  of  British  Aircraft  Constructors 
w'ho  might  form  a  small  committee  including  representatives 
of  other  interested  bodies,  the  object  of  which  would  be  to 
devise  and  actually  carry  into  effect  some  sort  of  general 
educational  work. 

Life  Assurance  Policies. — Last,  but  by  no  means  least, 
assurance  companies  should  be  persuaded  to  allow  ordinary' 
flying  under  the  terms  of  their  standard  life  and  accident 
policies.  Is  it  likely  that  people  who  have  paid  premiums 
for  years  are  going  to  travel  by  a  route  on  which  their 
policies  w'ould  be  null  and  void  in  the  event  of  their  death, 
especially  if  they  have  real  dependants?  Further,  it  is  a 
very  bad  advertisement  for  civil  aviation  when  almost  every' 
life  and  accident  policy  in  the  country  places  a  complete 
ban  on  flying.  The  general  removal  of  this  restriction  will 
mark  a  red-letter  day  in  the  history  of  flying,  and  it  will 
become  certainly  an  important,  if  not  the  most  important, 
date  in  civil  aviation,  and  no  effort  should  be  spared  in 
endeavouring  to  procure  this  vitally  necessary  reform. 

Conclusion. — This  Conference  comes  at  a  most  critical 
period  alike  for  the  country  and  for  commercial  aviation. 

In  view  of  the  vital  importance  of  commercial  aviation  and 
its  relation  to  air  power,  it  is  lamentable  in  the  extreme  that, 
in  this  year,  the  fourth  after  the  Great  War,  the  British 
Commercial  Air  Fleet  should  consist  all  told  of  less  than 
twenty  aeroplanes. 

The  British  Empire  embraces  close  upon  13  million  squara 
miles  of  territory,  and  has  a  population  of  440  millions. 

In  the  development  of  the  various  parts  of  the  Empire  and 
in  the  interlocking  of  the  wdiole,  the  question  of  transport  and 
communication  is  of  fundamental  importance,  and  it  is 
greatly  to  be  regretted  that  the  public  here  are  not  more 
fully  aware  of*  the  importance  with  which  the  matter  is 
regarded  in  other  parts  of  the  Dominions.  For  example, 
take  Canada — the  latest  Canadian  Air  Board  report  clearly' 
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indicates  that  much  of  the  work  in  connection  with  the 
development  and  protection  of  the  country  is  being  completely 
revolutionised  by  the  use  of  aircraft,  and  that  every  day 
aircraft  are  engaged  in  forestry  reconnaissance,  photography, 
fire  prevention,  exploration,  communication,  transportation, 
and  for  many  other  purposes  with  the  most  remarkable 
results. 

The  United  States  with  one-fifth  the  population  of  the 
British  Empire,  and  of  less  than  a  quarter  of  the  area  has 
a  railway  mileage  of  251,984,  as  against  134,131  miles  in  the 
British  Empire.  Not  only  that,  but  the  narrowness  of  our 
tunnels  and  the  weakness  of  our  bridges  so  hampers  the 
development  of  our  locomotives  and  rolling  stock  that  we 
are  compelled  to  operate  on  a  very  low  level  of  efficiency, 
with  the  result  that  today  we  see  trades  being  forced  on 
to  the  roads  in  their  frantic  endeavours  to  save  their  business 
from  disaster.  The  neglect  of  other  means  of  transport 
in  our  waterways  costs  this  country  millions  of  pounds  yearly. 
Is  the  history  of  British  Commercial  Aviation  to  proceed  along 
these  dismal  lines  ?  Are  we  to  see  French  and  German 
machines  all  over  Europe  and  running  as  far  out  as  our 
interests  in  the  East  ?  Are  we  going  to  take  a  short-sighted 
view  of  the  technical  needs  of  the  situation  as  the  railways  have 
done,  so  that  we  are  handicapped  from  the  very  start  ? 

In  these  notes  stress  has  been  laid  upon  the  fact  that 
commercial  aviation  should  be  able  to  stand  by  itself 
financially,  and  there  is  no  doubt  that  if  we  can  make  it  so 
our  chances  of  supremacy  will  be  improved,  but,  profit  or 
no  profit,  other  countries  are  not  going  to  allow  the  business 
to  fade  away.  The  London-Paris  service  has  been  of  the 
greatest  value  in  showing  us  what  to  do  and  what  not  to  do, 
but  the  situation  urgently  demands  that  we  ask  ourselves 
today' — what  is  our  real  programme  and  what  is  the  next 
step  ?  Are  we  prepared  to  face  the  opening  of  1923  with  a 
a  total  fleet  of  about  twenty  machines,  or  one  for  each  600,000 
square  miles  in  the  Empire  ?  The  position  is  serious  in  the 
extreme,  and  what  should  be  a  big  concerted  national  effort 
is  left  to  a  small  group  of  enthusiasts  in  the  Air  Ministry  and 
in  the  industry'. 

What  we  w'ant  are,  firstly,  funds  and  a  revised  policy  for 
research  and  experiment  in  connection  with  the  problems 
associated  with  the  development  of  civil  aviation,  and  as  a 
temporary  measure,  we  want  a  large  number  of  engines  and 
machines  ordered  tomorrow  of  the  very  latest  types.  We 
also  require  an  establishment  for  the  training  or  re-training 
of  commercial  pilots,  and  such  training  must  be  of  a  far  more 
comprehensive  character  than  it  was  possible  to  give  during 
the  War.  Our  present  position,  with  about  a  dozen  first-class 
pilots  in  training,  is  almost  ridiculous,  especially  when  we 
consider  that  four  years  ago  we  had  about  20,000  pilots, 
and  35,000  engines  were  turned  over  to  the  Disposal 
Board . 

For  months  past  we  have  been  giving  unemployment  pay 
to  thousands  of  skilled  workers  in  the  late  aircraft  industry.  Is 
it  impossible  to  put  these  men  to  work  on  manufacturing 
machines  and  engines  ?  I  am  told  that  in  many  grades  there 
is  little  difference  between  employment  and  unemployment 
pay.  and  if  this  is  true,  it  seems  absurd  to  keep  on  paying 
aw'ay  hundreds  of  thousands  of  pounds  to  idle  men  whilst 
an  industry  that  is  vital  to  our  very  existence  as  a  first-class 
power  is  allowred  for  want  of  orders  to  languish  to  the  point 
of  extinction.  As  business  men,  we  do  not  need  reminding 
that  it  is  imperative  that  the  national  expenditure  be 
reduced,  but  being  business  men  we  also  know  that  much  of 
the  money  that  has  been  spent  since  the  War  could  have  been 
most  advantageously  expended  in  other  directions,  and  that  a 
small  portion  only  wrould  have  enabled  the  aircraft  industry’ 
to  be  kept  alive  and  civil  aviation  to  be  placed  upon  a  much 
broader  and  more  efficient  basis. 

During  the  War  we  utilised  our  materials  to  the  fullest 
possible  advantage  by  establishing  a  system  of  priority'. 
Money  is  the  raw  material  of  peace,  and  if  we  are  to  husband 
our  resources  and  yet  achieve  the  maximum  possible  progress 
we  must  have  a  properly .  thought-out  system  of  priority' 
in  expenditure.  At  present,  incredible  as  it  may  appear, 
there  is  no  such  system. 

It  is  the  duty  of  the  Government,  the  Air  Ministry,  and 
the  aircraft  industry  mutually  to  co-operate  with  goodwill 
on  a  bold  and  militant  policy  that  will  secure  for  the  country 
and  the  Empire  the  great  and  material  benefits  that  most 
surely  will  follow  upon  the  establishment  of  a  British  aerial 
transport  industry  on  a  wide  and  sound  basis.  Neglect  of 
this  opportunity  will  involve  us  in  consequences  of  the  most 
disastrous1  description,  and  although  we  cannot  pretend  to 
see  the  full  measure  of  the  cost,  we  at  least  can  see  that  our 
position  in  Europe  and  the  integrity  of  the  Empire  would 
be  most  gravely  imperilled. 
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Appendix  suitable  gauges,  which-  incidentally  must  indicate  correctly 

This  is  not  a  technical  paper,  and  the  author  has  endeavoured  both  in  the  air  and  at  rest  with  the  tail  skid  on  the  ground, 

as  far  as  possible  to  abstain  from  dealing  with  matters  the  next  step  is  to  inaugurate  a  petrol  log-book  for  each 

that  may  form  part  of  the  subject  of  technical  papers.  It  machine  in  which  a  complete  stage-to-stage  record  is  kept, 

is  desired,  however,  to  draw  attention  to  two  matters  which,  The  first  thing  that  will  probably  be  observed  is  that  the 
although  of  a  technical  nature,  have  in  addition  a  most  engines  are  using  more  in  actual  flight  than  would  have 
important  bearing  on  the  commercial  side  of  the  business  been  expected  from  a  study  of  the  test  bed  consumption 

and  which  call  for  most  serious  attention.  I  allude  firstly  figures.  Some  of  the  causes  of  this  cannot  easily  be  remedied, 

to  the  problem  of  getting  aeroplanes  into  the  air  and  landing  but  some  economy  can  be  effected.  It  will  often  be  found 
them,  and  secondly  to  the  many  questions  relating  to  the  the  carburettors  are  at  fault.  It  is  easy  enough  to  set  a 
supply  of  fuel.  The  first  calls  for  very  considerable  research  carburettor  on  a  test  bench  so  that  the  mixture  never  errs 
and  experiment,  and  the  second  for  a  clearer  vision  of  the  in  the  slightest  degree  on  the  rich  side,  but  the  engine  is 

objects  in  view  and  more  effective  co-operation  between  the  there  always  at  one  level,  it  is  not  bumped  about,  and  even 

various  parties  concerned,  if  it  were  occasionally  starved  somewhat  on  being  opened  out, 

Getting-off  and  Landing. — An  aeroplane,  in  addition  to  it  would  not  matter.  But  the  ground  engineer  has  a  totally 
operating  in  its  normal  medium,  must  first  haul  itself  up  to  different  proposition  before  him,  and  if  the  regulation  of  the 
its  operating  level,  a  process  which  is  much  more  difficult  mixture  is  in  his  hands  he  is  always  bound  in  the  interests 
than  normal  flying,  and  which  necessitates  a  much  less  of  safety  to  err  on  the  rich  side, 

advantageous  form  of  vehicle.  It  is  as  if  a  locomotive,  At  some  period  in  the  development  of  aero  engines,  somebody 
before  commencing  its  journey,  had  to  haul  the  train  out  of  invented  the  term  "  altitude  control  ”  for  the  fuel  economiser, 
a  field  and  up  a  stiff  gradient  before  it  could  get  on  to  the  rails  The  result  was  that  commercial  pilots  formed  the  idea  that 
and  proceed  on  its  journey.  With  the  ordinary  type  of  wing  it  was  a  device  that  did  not  interest  them,  as  they  never 
in  use  today  a  loading  of  about  10  lbs.  per  sq.  ft.,  is  accepted  flew  at  any  altitude  worth  considering.  For  commercial 
as  about  the  maximum  possible,  but  if  this  difficulty  of  getting  machines  it  should  have  been  termed  the  petrol  economiser, 
up  and  down  again  did  not  exist  machines  could  operate  and  every  effort  should  have  been  made  to  induce  pilots 
quite  safely  with  a  wing  loading  of  20  lbs.  to  the  sq.  ft.,  or  to  use  it  to  the  uttermost  capacity. 

alternatively,  if  it  were  only  a  question  of  level  flight,  the  In  my  opinion,  the  carburettor  for  commercial  machines 
power  unit  could  be  cut  down  to  something  like  half  its  should  contain  two  independent  means  of  regulating  the 
present  output,  These  twin  operations  of  getting  off  supply  to  the  engine.  The  flow  should  be  through  a  fixed 
and  landing  also  account  for  nearly  all  the  accidents  that  jet  of  such  capacity  that  the  maximum  requirements  for 
occur,  and  the  high  cost  of  insurance  is  entirely  due  to  the  getting-off  are  never  prejudiced,  and  an  economiser  under 

dangers  attending  these  operations.  Here  then  is  a  problem  the  control  of  the  pilot  added  to  the  circuit  in  order  that 

that  calls  for  the  most  urgent  attention;  its  solution  is  vital  once  safely  in  the  air  and  well  w'anned  up,  the  petrol  could 

to  the  progress  of  commercial  aviation  and  also  to  the  be  cut  down  to  the  minimum.  Further,  the  economiser 

successful  development  of  two  very  important  classes  of  should  operate  in  such  a  manner  that  in  the  event  of  its 

naval  and  military  aircraft.  becoming  at  all  out  of  adjustment,  there  would  be  no  chance 

It  is  possible  to  help  matters  to  some  extent  so  far  as  getting-  of  the  petrol  supply  becoming  strangled.  One  means  of 
off  is  concerned  by  so  designing  the  propeller  that  a  greater  effecting  this  would  be  by  making  the  economiser  wmrk  on 
proportion  of  the  full  power  of  the  engine  is  available  on  the  principle  of  reducing  the  pressure  in  the  float  chamber  so 
the  ground,  and  which  is  also  more  effective  in  producing  that  if  anything  went  wrong  all  that  could  happen  would 
thrust  at  the  getting-off  speed.  It  is,  of  course,  also  better  be  a  loss  of  economy  until  the  fault  was  corrected,  but  with 
for  the  engines  when  on  full  throttle  to  run  at  speeds  more  economisers  of  the  needle  valve  type  it  is  almost  certain  that 
closely  approximating  to  the  full  load  speeds  for  which  they  sooner  or  later  trouble  will  be  experienced  necessitating  a 
were  designed.  “  forced  landing. 

The  Petrol  Position. — Let  it  be  assumed  that  in  the  most  Another  and  a  most  important  factor  in  the  petrol  situation 

efficient  aeroplane  existing  a  given  load  can  be  carried  from  is  the  wide  variation  in  the  quality  of  the  petrol  supplied 

London  to  Paris  at  a  cost  for  petrol  of  100  shillings.  It  will  by  the  various  companies.  The  first  requisite  is  a  drastic 
not  be  a  very  large  load  ;  that  is  immaterial.  By  improve-  revision  of  the  basis  on  which  petrol  is  sold.  At  the  present 
ments  in  design  of  the  structure  based  upon  long  and  pains-  time  there  seems  to  be  a  conspiracy  of  silence  on  the  part 
taking  work  in  the  wind  tunnel  and  full  scale  experiments,  of  petrol  companies  as  to  the  real  value  of  their  fuel  for  aero 
we  may  succeed  in  another  few  years  in  so  cutting  down  the  engines,  and  most  of  the  official  specifications  for  petrol 
resistance  that  our  expenditure  on  petrol  may  drop  to  80  are  based  on  false  premises,  and  are  entirely  useless  for  all 
shillings  ;  in  addition  we  may  increase  the  working  thermal  practical  purposes.  It  would  perhaps  be  the  simplest 
efficiency  of  our  engines  by  as  much  as  10  per  cent.  These  course  if  engine  makers  published  a  table  showing  the  maxi- 
improvements  will  reduce  the  cost  of  the  petrol  consumed  mum  compressions  that  could  be  used  with  their  engines, 
on  our  hypothetical  journey  from  100  shillings  to  72  shillings,  according  to  the  different  toluene  values  that  could  be 
and  represents  what  would  be  a  very  considerable  over-all  guaranteed  by  the  petrol  supplier. 

gain.  But  if  the  price  of  petrol  were  reduced  to  is.  9 d.  per  Thus,  supposing  a  firm  were  using  Lion  engines,  Messrs, 
gallon,  this  28  per  cent,  saving  could  be  effected  today,  Napier  would  provide  a  specification  showing  the  maximum 
and  thus  by  a  stroke  of  the  pen  the  whole  aviation  industry  compression  ratios  possible  with  fuel  of  various  toluene 
could  be  placed  in  the  same  position  that  otherwise  will  values  giving  consumption  curves  corresponding  to  the 
only  be  attained  after  years  of  effort.  compressions  indicated.  The  chief  engineer  of  the  transport 

Everybody  connected  with  aerial  transport  has  been  company  would  decide  the  compression  he  would  wish  to 
making  sacrifices  of  one  sort  or  another  in  order  that  the  adopt  after  consideration  of  the  special  circumstances  of  his 

business  may  be  developed.  As  far  as  I  know,  however,  particular  service,  and  then  proceed  to  place  a  contract  for 

the  petrol  companies  themselves  have  made  no  similar  fuel  according  to  the  requisite  toluene  standard.  But, 
sacrifices,  but  on  the  contrary  have  made  a  handsome  profit  and  a  very  important  “  but,”  the  petrol  companies  would 

out  of  the  very  large  needs  of  an  industry  of  supreme  have  to  guarantee  and  actually  maintain  the  standard  agreed 

national  importance  struggling  for  its  very  existence.  I  upon,  otherwise  there  would  be  trouble  of  the  most  serious 
do  not  wish  to  do  the  companies  any  injustice,  it  may  be  that  description. 

they  make  only  a  fair  and  reasonable  profit  on  aviation  •  There  are  also  minor  ways  of  effecting  economy.  For 
spirit,  but  I  do  ask  them  to  consider  whether  they  cannot  instance,  petrol  can  be  saved  by  avoiding  as  far  as  possible 
give  a  special  rebate  on  petrol  for  commercial  aviation  for  taxying  machines  under  their'  own  power.  There  is  also 
the  next  three  years,  even  if  it  involves  giving  up  their  profit  far  too  much  petrol  wasted  tuning  engines  and  warming 
on  this  particular  portion  of  their  sales.  If  commercial  them  up  before  departure.  A  good  ground  engineer  is 
aviation  ultimately  fades  away,  the  petrol  companies  will  lose  worth  paying  well  ;  if  he  thoroughly  understands  his  engines 

what  would  have  been  an  exceptionally  good  market,  and  will  and  can  test  accurately  and  quickly,  he  will  save  nearly 

have  themselves  largely  to  blame  for  the  loss.  £io  weekly  on  petrol  alone. 

As  this  is  a  matter  of  very  considerable  importance,  it 
Is  proposed  to  examine  this  question  in  detail.  In  the  first  The  Discussion 

place  it  is  essential  that  aircraft  shall  be  fitted  with  accurate'  Tuesday,  February  7,  had  been  set  aside  for  the  discussion 
and  easily  read  petrol  gauges,  or,  better  still,  with  flowmeters  of  the  papers  read  before  the  Air  Conference  on  the  previous 

in  addition,  by  which  the  consumption  can  be  checked  from  day.  Lord  Weir,  who  took  the  chair  during  both  morning  and 

point  to  point  and  at  any  moment.  A  mere  examination  afternoon  sessions,  announced  that  he  had  been  asked  to 

of  the  figures  of  over-all  consumption  is  insufficient  ;  it  is  state  that  the  Secretary  of  State  for  Air  (Capt.  Guest)  regretted 

essential  to  know'  how,  when  and  where  the  fuel  is  being  that  he  was  unable  to  attend,  owing  to  his  attendance  being 

consumed  at  every  stage  of  the  operations.  Having  fitted  required  in  the  House.  In  opening  the  discussion,  Lord 
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Weir  said  that  a  review  of  the  achievements  of  the  last  three 
years  showed  very  meagre  results.  He  was,  he  said,  intensely 
pro-aviation,  but  we  had  to  admit  that  the  aeroplane  had 
been  unable  to  show  results  compatible  with  expenditure. 
In  saying  this,  he  would  except  the  cross-Channel  services. 
What  was  the  reason,  and  should  the  fact  lessen  our  belief 
in  civil  aviation  ?  He  was  of  the  opinion  that  there  was 
absolutely  nothing  that  gave  cause  for  lessening  our  faith 
in  civil  aviation.  He  pointed  out  that  if  one  could  obtain 
the  balance-sheet  of  modern  machines  and  that  of  those 
three  years  old  one  would  find  great  improvement,  but  that 
the  aeroplane,  in  spite  of  this,  still  carried  relatively  small 
commercial  loads.  Subsidies  had  enabled  us  to  keep  machines 
flying  on  the  cross-Channel  services  with  fairly  good  regu¬ 
larity,  and  with  regard  to  subsidies,  he  endorsed  Lord  Gorell’s 
remarks  relating  to  the  fallacy  of  making  comparisons  with 
what  was  being  done  in  other  countries.  He  thought  that, 
for  the  purpose  in  view,  the  present  subsidies  were  sufficient. 
We  must  now,  he  said,  ask  ourselves  the  question  whether 
the  experience  gained  on  the  cross-Channel  services  justified 
us  in  taking  the  next  step  in  the  form  of  an  additional  route 
elsewhere  in  the  Empire. .  He  was  of  opinion  that  such  a 
step  was  justified,  and  that  the  logical  one  was  undoubtedly 
the  Cairo-Karaclu  route.  On  this,  more  modern  machines 
were  becoming  advisable.  With  regard  to  the  formation 
of  the  new  C.A.A.B.  (Civil  Aviation  Advisory  Board),  as 
chairman  of  the  old  Committee,  he  heartily  welcomed  the 
formation  of  the  new,  and  thought  that  it  should  be  fruitful 
of  good  results.  He  then  called  upon  General  Sir  Frederick 
Sykes,  Controller-General  of  Civil  Aviation,  to  open  the 
discussion. 

Sir  F.  Sykes  stated  that  we  arc  all  concerned  in  laying 
down  the  broad  principles  on  which  aviation  in  this  country 
can  best  be  developed.  We  are,  as  a  nation,  poorer  by  some 
£14,000,000,000  since  19x4.  and  must  practice  the  strictest 
economy.  There  are  certain  things  which  we  must  make-  up 
ouf"minds  to  go  without.  Is  aviation,  lie  said,  one  of  those 
luxuries  which  we  can  afford  to  forego  ?  He  thought  the 
answer  must  undoubtedly  be  that  it  is  not.  The  air.  Sir 
Frederick  said,  materially  helped,  if  it  did  not  actually  win, 
the  last  War.  Next  time  it  will  be  the  same,  but  more  so. 
He  quoted  Mahan  as  saying  “  Sea  power  is  based  upon  a 
flourishing  industry.”  If,  Sir  Frederick  said,  we  substitute 
“  air  ”  for  ”  sea,”  the  analogy  is  still  true.  The  Air  Force, 
by  itself,  is  not  air  power.  Wise  generals  maintain  a  reserve 
of  at  least  three  men  for  every  one  in  the  firing  line.  To 
maintain  an  Air  Force  capable  of  prolonged  resistance,  the 
same  ratio  as  a  minimum  in  pilots,  personnel  and  material 
is  necessary.  Peace  and  commerce,  he  said,  never  yet  looked 
well  tied  to  war's  chariot,  and  he  pleaded  for  something 
greater  than  a  measure  of  financial  support,  namely,  for 
freeing  Civil  Aviation  from  the  blighting  incubus  of  military 
end-all  and  be-all,  and  allow  her  to  go  her  own  way  as  a 
peaceful,  not  unproductive,  sister,  a  child  as  vet,  but  in 
time  capable  of  assisting  the  fighting  arm.  Real  progress 
depends  on  commercial  development.  Personally,  Sir 
Frederick  said,  he  was  convinced  that  as  yet  civil  aviation 
cannot  fly  by  itself,  that  support  must  be  given  and  is  justified, 
and  that  we  run  a  grave  risk  if,  for  want  of  support,  we 
allow  the  aviation  industry  to  fade  and  die.  He  would  throw 
this  apple  into  the  arena.  :  (x)  Is  aviation  a  necessity  of  our 
national  life,  and  therefore  to  be  afforded  at  any  cost  ? 

(2)  Can  Service  aviation  exist  without  its  civil  counterpart  ? 

(3)  How  best  to  develop  civil  aviation. 

Col.  Armstrong,  President  of  the  Federation  of  British 
Industries,  said  that  his  federation  had  had  the  subject  of 
aviation  in  mind  for  some  considerable  time.  The  Federation 
thinks,  he  said,  that  aviation  can  and  will  be  of  great  service 
to  the  community.  It  seemed  to  him  that  the  Government 
looked  upon  civil  aviation  too  much  from  the  military  point 
of  view.  He  thought  it  could  best  be  developed  on  sound 
commercial  lines.  With  regard  to  air  mails,  he  thought  that 
the  G.P.O.  was  not  as  sympathetic  as  it  might  be.  He  was 
of  the  opinion  that  an  air  mail  stamp  would  help  materially 
in  popularising  air  mails.  As  regards  the  carriage  of  goods, 
he  thought,  and  quoted  figures  to  prove  his  opinion,  that  the 
amount  of  goods  sent  by  air  was  negligible  ;  far  more  impor¬ 
tant  were  passengers  and  mails.  He  thought,  however,  that 
the  London-Paris  route  was  far  too  short,  and  did  not  provide 
a  fair  test  of  the  advantages  of  commercial  aviation.  Much 
more  might  be  done  by  extending  services  to  cities  in  the 
United  Kingdom,  and  he  looked  forward  to  seeing  such 
services  established.  He  thought  that  there  would  be  very 
great  advantage  in  linking  up  distant  parts  of  the  Empire 
with  the  Mother  country,  and  pleaded  for  services  to  Egypt, 
India  and  Africa.  As  regards  expense,  although  air  travel 
cost  more  than  other  means  of  locomotion,  he  thought  that 
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if  a  distinct  saving  in  time  could  be  effected,  business  men 
would  willingly  pay  at  a  higher  rate  for  the  services  rendered, 
and  he  thought  that  services  to  Egypt,  India,  Australia 
etc.,  would  certainly  receive  great  support  from  passengers. 

Brig.-Gen.  Sir  Sefton  Branckcr  said  he  was  speaking  on 
behalf  of  the  Air  League  of  the  British  Empire.  He  criticised 
the  speech  of  Capt.  Guest,  and  could  not  agree  that  it  would 
be  many  years  before  air  lines  in  Europe  would  pay.  That, 
he  thought,  was  a  very  pessimistic  statement.  He  did  not 
believe  in  developing  civil  aviation  at  the  expense  of  military 
aviation,  and  said  that  already  the  Service  had  been  cut 
down  to  the  bone.  The  R.A.F.  was  better  and  more  econo¬ 
mically  run  than  either  of  the  two  other  Services.  He 
congratulated  the  Government  on  making  Palestine  an  Air 
Force  Command,  as  that  would  make  for  economy.  The 
cross-Channel  services  were  of  no  value,  he  thought,  except 
for  the  purpose  of  gaining  experience,  and  now  was  the  time 
to  go  for  Imperial  air  routes.  He  did  not  agree  with  the 
policy  that  the  R.A.F.  should  open  air  routes.  Apparently 
the  impression  was,  he  said,  that  whereas  civil  aerodromes 
cost  a  lot  of  money  to  establish  and  run,  military  aerodromes 
cost  nothing.  As  a  matter  of  fact  they  cost  a  great  deal 
more,  and  the  sei'vices  were  of  no  value  in  demonstrating  the 
cost  of  running  commercial  lines,  as  the  machines  were  not 
of  commercial  types  and  there  were,  furthermore,  unlimited 
supplies  of  them. 

With  regard  to  subsidies,  he  knew  that  many  were  opposed 
to  subsidies  for  aviation.  He  i-eally  did  not  see  why,  as 
other  services  were  subsidised.  What  about  the  P.  and  O. 
subsidies  ?  he  asked.  Competition  was  said  to  be  good  for 
trade,  but  he  did  not  think  that  any  good  purpose  was  served 
by  competition  between  British  companies.  We  had,  he 
thought,  plenty  of  competition  from  France.  As  regards 
paying,  it  was  not  for  the  Government  to  insist  that  civil 
aviation  should  pay  at  once.  The  telephones  did  not  pay. 
but  nobody  suggested  that  we  should  do  without  telephones. 
The  General  then  referred  to  civil  aviation  as  a  soiT  of  fifth 
wheel  which,  moreover,  had  been  jammed.  In  1920  we  heard 
a  lot  about  "  all-red  routes/’  blazing  the  trial  and  so  on. 
The  C.  of  C.A.  was  then  £300,000  in  pocket,  but  no  assistance 
was  given  to  aviation.  Later  came  a  change,  and  now  he 
thought  the  subsidies  were  greater  than  necessary.  He 
pleaded  for  the  formation  of  a  national  compaxiy  so  as  to 
avoid  competition  between  British  firms. 

Gen.  F.  H.  Williamson,  C.B.E.,  representing  the  General 
Post  Office,  gave  first  a  brief  summary  of  what  has  been  done 
in  the  matter  of  air  mails.  On  the  London-Paris  services 
there  was  a  distinct  gain  so  long  as  the  morning  services  were 
running.  Letters  were  then  delivered  on  the  same  day.  On 
the  London-Amsterdam  service  th?re  was  a  very  considerable 
saving  in  time.  The  efficiency  of  this  service  had  been 
89  per  cent.  He  also  referred  to  the  extensions  of  the  London 
Amsterdam  route  to  Bremen,  Hamburg  and  Berlin,  and  stated 
that,  on  the  whole,  the  service  was  very  successful  and  gave 
a  very  considerable  saving  in  time.  It  was  lather  significant 
that  Berlin  made  far  greater  use  of  the  air  mails  on  this 
line  than  did  London  in  the  opposite  direction.  Thus  in 
one  month  the  number  of  letters  transmitted  by  air  from 
Berlin  to  London  was  2.540,  while  in  the  same  period  only 
480  letters  were  sent  in  the  opposite  direction.  On  the  Caiio- 
Baghdad  route  a  saving  in  time  of  from  11  to  18  days  was 
effected,  and  there  was,  he  said,  a  gratifying  increase  in  the 
use  of  this  service.  The  Belgian  services  in  Belgian  Congo 
saved  about  xi  days.  As  regards  the  future,  Gen.  Williamson 
thought  that  civil  aviation  was  full  of  promise,  although  still 
in  its  infancy.  The  Post  Office  authorities  had  to  consider 
four  things  :  regularity,  cost,  distance  over  which  air  services 
were  possible  and  night  flying.  It  was,  he  said,  difficult  to 
foresee  what  would  be  the  effect  of  the  charges  made  for 
conveyance  by  air.  Thus  when  the  air  fees  were  reduced 
from  2S.  to  2d.  the  increase  might  be  expected  to  be  enormous  ; 
as  a  matter  of  fact,  the  number  using  the  air  service  only 
ineixased  200  per  cent.  Paicels  post  by  air  was  very  useful 
and  effected  a  great  saving  in  time.  Thus  parcels  posted 
from  London  in  the  morning  were  usually  delivered  in  Paris 
the  same  evening.  Real  development  would  come,  he  thought, 
with  services  over  longer  distances,  and  night  flying,  when  it 
becomes  possible,  would  materially  assist.  On  the  subject 
of  the  air  mail  stamp,  he  thought  that,  while  such  a  stamp 
might  have  a  certain  amount  of  advertising  value,  it  would 
tend  to  hamper  the  extensive  use  of  air  mail  as  it  would 
necessitate  a  special  stamp,  whereas  now  one  could  use  the 
ordinary  stamps  and  post  the  letter  anywhere. 

Mr.  F.  'Handley-Page  said  that  he  had  been  somewhat 
depressed  by  the  remarks  made  at  the  opening  of  the  con¬ 
ference  by  Capt.  Guest.  It  seemed  that  that  gentleman’s 
experience  recently  on  a  flight  to  Paris  had  been  unfortunate. 
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;  nd  he  did  not,  of  course,  use  the  regular  air  lines  for  his 
trip.  (Laughter.)  He  would  like  to  associate  himself  with 
some,  but  not  all,  of  Gen.  Brancker's  remarks.  With  regard 
to  development,  he  thought  that  experience  of  a  useful  nature 
could  only  be  got  by  actual  flying  under  commercial  condi¬ 
tions.  He  was  sorry  to  see  the  fashion  adopted  in  some 
quarters  of  belittling  what  had  been  and  was  being  done  by 
other  countries  in  the  matter  of  civil  aviation.  Certainly 
their  manner  of  doing  things  and  their  types  of  machines 
might  not  conform  to  our  own  pet  theories,  but  much  useful 
work  was  nevertheless  being  done,  notably  in  America.  He 
did  not  think  that  lines  abroad  should  be  established  by  the 
R.A.F.,  but  by  commercial  subsidised  lines.  Imperial  air 
lines  could  not,  he  thought,  be  expected  at  once,  and  to  him 
it  seemed  that  a  more  likely  development  was  the  establish¬ 
ment  of  smaller  local  lines  throughout  the  Empire.  Later 
these  would  link  up  to  form  a  long-distance  Imperial  air  line. 
Turning  to  the  question  of  goods-carrying  by  air,  he  pointed 
out  that  great  reductions  had  already  been  found  possible, 
and  that  tins  year  the  charges  would  be  but  very  little  higher 
than  those  of  the  railways. 

Sir  Samuel  Instone  said  he  had  been  shocked  by  some  of 
the  remarks  made  by  lecturers  and  by  the  Secretary  of  State 
for  Air.  He  was  beginning  to  wonder,  he  said,  whether  he 
had  come  to  the  funeral  of  civil  aviation.  He  was  sorry  to 
hear  that  Lord  Gorell  did  not  think  that  there  was  any 
future  for  civil  aviation  in  Europe  ;  personally  he  thought 
that  there  was  a  very  good  future.  He  was  pleased  to  learn 
of  the  establishment  of  the  new  Civil  Aviation  Advisory 
Board,  but  he  greatly  regretted  that  the  operational  com¬ 
panies  had  not  been  included,  and  hoped  that  it  would  be 
found  possible  to  include  their  representatives  on  the  Board. 
He  had  stated  at  the  last  Conference,  and  he  would  state  so 
again,  that  civil  aviation  did  not  pay,  and  that  subsidies 
were  necessary.  Our  personnel  and  machines,  etc.,  wrere 
not  equalled  abroad,  and  people  preferred  to  travel  in  British 
machines.  That  was  a  position  which  we  should  at  all  costs 
strive  to  maintain.  He  pointed  out  that  out  of  a  total  Vote 
of  £18,000,000,  £200,000  was  spent  on  civil  aviation,  and 
out  of  that  hall  was  to  go  to  the  purchase  of  machines.  One 
could  not,  he  said,  help  wondering  a  little  as  to  how  the 
remaining  £17,800,000  was  being  spent,  and  he  thought  that 
some  of  it  ought  to  go  to  civil  aviation.  The  Government 
attitude  reminded  him,  he  said,  of  a  play  he  saw  some  years 
ago  entitled  “  Brewster's  Millions.”  Unless  that  gentleman 
could  spend  his  millions  he  would  lose  his  job.  As  civil 
aviation  would  provide  the  reserves  for  the  R.A.F.,  why  not 
give  half  of  the  money  to  civil  aviation  ?  Sir  Samuel  then 
proceeded  to  indicate  certain  economies  which,  he  thought, 
could  be  eftected  elsewhere  so  as  to  leave  more  money  for 
aviation.  For  instance,  he  said,  are  we  not  outgrowing  the 
use  of  coast-guards  as  at  present  established  ?  There  is, 
on  an  average,  a  coast-guard  stationed  every  three  miles 
along  our  coast,  looking  out  to  sea  through  such  an  antiquated 
instrument  as  a  telescope.  He  thought  that  the  work  could 
be  much  more  efficiently  done  by  amphibian  machines, 
which,  when  they  saw  a  ship  on  the  horizon,  would  go  out, 
circle  around  it  and,  if  necessary,  alight  by  its  side.  He 
pleaded  for  greater  use  of  aviation  by  the  business  commu¬ 
nity,  and  pointed  out  that,  before  establishing  an  air  line, 
lus  firm  had  their  own  machines  and  were  very  frequently 
able  to  beat  competing  firms  by  being  able  to  get  contracts 
signed  long  before  rival  firms  could  do  so  who  were  not  using 
this  speedy  means  of  transport.  His  firm  would,  he  stated, 
establish  an  air  route  to  India  as  soon  as  the  necessary 
aerodromes  were  available.  Regarding  the  carriage  of  news¬ 
papers  by  air,  he  was  pleased  to  announce,  although  he 
would  not  divulge  the  name  of  the  paper  for  fear  of  giving 
information  to  competitors,  that  he  had  a  contract  with  a 
certain  well-known  newspaper  for  the  carriage  of  it  by  air. 

Sir  Charles  Bright  thought  the  general  lack  of  sustained 
interest  was  most  remarkable  in  view  of  the  work  done  by 
the  Royal  Aeronautical  Society  and  the  Air  League.  On 
the  question  of  airships,  he  was  glad  the  decision  to  scrap  was 
due  to  economic  reasons  only,  as  he  considered  the  airship 
specially  suitable  for  long-distance  work. 

He  called  attention  to  the  necessity  for  research  if 
progress  was  to  be  sound.  He  had  personally  tested  the 
air  mails,  and  regretted  to  say  that  three  times  out  of  four 
the  ordinary  mail  beat  the  air  mail.  This  was  due  to  faults 
in  the  terminal  connecting  links  and  not  to  the  aircraft  them¬ 
selves  As  regards  the  greater  use  made  by  Berlin  of  the 
air  mail,  this  he  thought  was  due  to  the  German  Government 
doing  more  to  popularise  aviation  and  the  use  of  air  mails. 
Sir  Charles  thought  that  the  objections  raised  by 
Gen.  Williamson  to  the  air  mail  stamp  could  easily  be  got 
over. 


The  advantages  of  using  the  air  would,  he  pointed  out. 
be  greater  over  long  distances,  and  he  pleaded  for  the  estab¬ 
lishment  of  Imperial  air  lines.  For  the  sake  of  economy 
he  would  suggest  that  aviation  matters  should  be  dealt  with 
by  a.  ministry  of  transport. 

Mr.  G.  F.  Luke  said  that,  as  a  member  of  the  Federation 
of  British  Industries,  he  would  like  to  associate  himself  with 
the  views  expressed  by  its  President  (Col.  Armstrong).  The 
success  or  failure  of  aerial  transport  is  largely  dependent 
upon  the  support  which  industry  in  this  country  gives  to  it. 
Two  of  the  main  sources  of  revenue  of  an  air  transport 
company  should  be  mails  and  freight,  and  he  thought  it 
could  hardly  be  disputed  that,  except  for  a  few  devotees, 
the  facilities  offered  by  existing  air  mail  and  transport  services 
are  unknown  to  the  great  majority  of  industrial  Britain. 
With  reference  to  air  mails,  he  stated  that  in  the  provinces 
the  post  officials  were  frequently  as  ignorant  as  the  inquirer. 
As  regards  transport  of  goods  by  air,  he  thought  that  what 
was  wanted  was  the  inauguration  of  some  system  of  payment 
of  freight  and  charges  on  delivery,  so  as  to  avoid  the  delay 
that  now  takes  place  between  the  delivery  of  goods  in  London 
and  their  forwarding  to  the  'consignees.  By  way  of  an 
example  Mr.  Luke  took  a  consignment  of  goods  from  Paris 
to  Glasgow.  The  consignment  leaves  Paris  and  is  delivered 
to  the  transport  company’s  forwarding  agent  in  London  on 
the  same  day.  The  latter  then  writes  to  the  consignee 
stating  that  on  receipt  of  the  amount  of  freight  and  charges 
the  goods  will  be  forwarded.  The  result  is  that  the  consign¬ 
ment  takes  about  7 2  hours  to  do  the  journey  from  Paris  to 
Glasgow,  whereas  on  a  payment  on  delivery  system  it  would 
only  take  about  24  hours. 

Commercial  aviation,  Mr.  Luke  said,  if  it  is  to  pay  its  way, 
will  require  the  support  of  the  whole  of  Great  Britain,  and 
not  of  its  Capital  only.  Canvassing  for  freight  should  be 
undertaken  in  all  the  big  industrial  centres  by  agents  of  the 
air  transport  companies,  and  special  arrangement  should  be 
made  with  the  railway  and  express  companies  so  that  goods 
destined  to  be  forwarded  by  air  would  receive  preferential 
treatment.  He  thought  it  was  abnormal  that  our  conti¬ 
nental  services  should  end  at  Le  Bourget,  and  that  w-e  should 
be  dependent  on  French  lines  to  carry  our  passengers,  mer¬ 
chandise  and  mails  from  there  to  the  four  corners  of  Europe. 
He  suggested  that  we  should  attempt  to  get  an  agreement 
with  France  whereby  Le  Bourget  became  an  international 
air  port.  Similarly  with  regard  to  Amsterdam,  some  such 
arrangement  would  facilitate  opening  up  of  British  air  routes 
to  Scandinavia  and  the  Baltic  States. 

Mr.  Luke  pointed  out  the  importance  of  Egypt  as  an 
aviation  centre,  and  said  that,  even  if  we  could  not  at  present 
afford  to  establish  Imperial  air  mail  lines,  we  should  take 
steps  to  ensure  that  we  had  a  right-of-way  over  Egypt  in 
the  future. 

The  Chairman  (Lord  Weir)  then  read  a  communication 
from  the  Chinese  Charge  d’Affairs,  in  which  were  outlined 
the  progress  made  already  in  that  country  and  the  air  lines 
already  established  (with  Vickers- Yimy  aeroplanes).  China 
fully  realised  the  possibilities  of  air  transport,  and  when  the 
time  came  that  British  lines  ran  to  her  borders  she  would  be 
ready  to  link  up  with  them.  At  present,  the  communication 
stated,  the  Trans-Siberian  Railway  is  out  of  working  order, 
owing  to  the  conditions  in  Russia,  and  it  w-as  suggested  that 
aeroplanes  might  be  employed  at  once  to  secure  a  better 
communication  with  China  until  the  railway  is  again  running 
as  it  used  to  do. 

The  Agent-General  of  Tasmania  (Mr.  Ashbolt)  said  that 
so  far  all  the  talk  had  been  about  the  aeroplane,  and  he  now 
proposed'  to  say  a  few  words  about  his  pet,  the  airship.  He 
was  sorry  to  hear  Capt.  Guest’s  pessimism,  and  thought  his 
statements  did  not  and  could  not  represent  the  British  spirit. 
He  repeated  that  commercial  interests  are  prepared  to  find 
money  for  airship  services,  and  only  a  reasonable  subsidy 
would  be  required.  The  Government  organisation  of  the 
routes  must,  however,  come  first.  Technically  the  airship  is 
ready  for  commercial  work,  and  the  only  obstacle  is  tire 
financial  difficulty  of  ground  establishments.  He  pointed  out 
that  in  two  or  three  years’  time,  owing  to  the  general  progress 
made  the  world  over,  we  shall  be  forced  to  take  action  whether 
we  like  it  or  not.  He  very  much  regretted  that  New  Zealand 
and  South  Africa  had  turned  down  the  airship  proposition, 
and  if  India  turned  it  down  also  it  would  seem  to  be  the 
end- of  the  matter.  He  had,  however,  a  proposition  for 
establishing  airship  routes,  but  it  was  not  one  with  which 
he  was  particularly  in  love,  and  he  only  w’ould  suggest  its 
adoption  if  all  else  "failed.  Briefly  it  was  this  :  that  Germany 
should  supply  the  airships,  whose  value  should  be  deducted 
from  Germany’s  war  indemnities.  It  would  not,  be  explained, 
mean  any  hardships  on  British  workmen,  as  if  the  whole 
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scheme  fell  through  there  would  not  be  any  work  for  airship 
workers  in  any  case,  while  if  we  got  the  airships  there  would 
always  be  a  certain  amount  of  repair  work  to  be  done.  To 
summarise,  his  suggestion  was  that  Germany  should  be 
allowed  to  supply  the  flying  stock.  The  Air  Ministry  should 
supply  the  necessary  stations,  and  the  other  costs  should  be 
divided  between  India  and  Australia. 

Col,  J.  Barrett-Lennard,  of  Handley  Page  Transport,  Ltd., 
also  spoke  of  the  gloom  of  Capt.  Guest.  He  did  not  like  to 
put  the  question,  he  said,  but  one  was  forced  to  ask  oneself: 
Is  it  possible  to  have  an  Air  Minister  who  does  not  believe 
in  aviation  ?  With  regard  to  subsidies,  he  knew  that  many 
thought  these  were  unnecessary.  That  was  not  so,  and  his 
firm  had  always  lost  heavily  on  their  air  services.  He  said 
they  were  not  grateful  to  the  Air  Ministry  for  their  subsidy, 
as  it  was  a  piece  of  pioneer  work  which  had  to  have  assistance, 
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He  also  spoke  of  the  competition  between  British  firms,  and 
stated  that  there  was  inevitably  a  duplication  of  expenses, 
such  as  each  firm  maintaining  headquarters,  etc.,  and  now 
it  was  proposed  to  add  yet  a  third  competitor. 

At  the  closing  of  the  morning  session  a  resolution  was 
moved  by  Gen.  Brancker,  on  behalf  of  Mr.  Holt  Thomas,  as 
follows  :  -  “  That,  in  view  of  the  necessity  of  increased  rapidity 
ol  communication  within  the  Empire,  and  in  view  of  the 
progress  made  by  other  nations  in  civil  aviation,  this  Con¬ 
ference  calls  upon  the  Government  to  give  due  and  immediate 
consideration  to  the  foundation  of  an  air  mail  throughout 
the  Empire."  The  resolution  was  agreed  to  without  dis¬ 
cussion. 

In  next  week's  issue  of  Flight  we  hope  to  be  able  to  publish 
resumes  of  the  technical  papers  and  the  discussion  of  them 
which  took  place  during  the  afternoon  session. 
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LONDON  TERMINAL  AERODROME 


Monday  Evening,  February  13,  1922 
Aerial  passenger  traffic  is  showing  a  steady  upward  trend 
again.  Last  week  no  fewer  than  98  pasrengers  passed  through 
the  Customs  on  the.  aerodrome,  and  although  this  may  have 
been  due,  in  part,  to  the  return  of  good  flying  weather,  there 
is  little  doubt  but  that  the  worst  of  the  "  slack  ”  season  is 
over. 

Arrangements  for  coping  with  the  increased  activity 
expected  within  the  next  few  months  are  proceeding  rapidly. 
The  Instone  goods’  office  is  completed,  and  already  occupied, 
and  the  alterations  to  their  main  offices  are  approaching 
completion.  The  whole  of  the  Instone  offices  are  being  painted 
the  vivid  blue  which  appears  to  be  a  "  monopoly  ’’  of  this 
air-line. 

Grands  Express  are  to  erect  a  passengers'  waiting  and 
writing-room  alongside  their  present  office.  Mr.  Boudcrie 
declares  that  it  will  be  an  improvement  on  anything  erected 
so  far  on  the  aerodrome.  It  is  to  have  a  verandah  running 
the  whole  of  its  length. 

Sites  have  been  marked  out  for  the  offices  of  the  Daimler 
Hire  Air  Service  ;  for  the  Anglo-American  Oil  Co.  ;  and  also 
for  Messrs.  Ogilvie  and  partners.  There  will  soon  be  no 
room  left  on  the  main-entrance  road  for  any  additional 
offices. 

“  The  Automatic  Pilot  ” 

Demonstration  flights  have  been  made  with  the  Messa- 
geries  Adriennes’  "  Goliath,"  fitted  with  the  Aveline  Stabiliser. 
The  device  appears  to  be  perfectly  satisfactory,  and  the 
pilot  of  the  Goliath  expressed  great  faith  in  it,  saying  he 
would  have  no  hesitation  in  flying  in  weather  such  as  has, 
up  to  now,  been  considered  unfit — provided  always  that 
his  machine  was  equipped  with  this  stabiliser.  The  auto¬ 
matic  control  corrects  movements  of  the  machine,  almost 
before  they  have  become  perceptible,  while  the  method 
of  "  damping  ’’  prevents  oscillation,  such  as  might  otherwise 
be  set  up  in  the  operation  of  any  automatic  device. 

Another  "  D.H.18  ’’  has  arrived  from  Martlesham,  where 
it  has  been  undergoing  "  type  "  tests.  It  carries  the  regis¬ 
tration  number  "  G-EAWX.”  and  is  practically  a  replica 
of  the  last  delivered,  having  handle-starting  and  similar  cabin 
fittings. 

The  Napier- Bristol  has  been  handed  over  to  Handley  Page 
1  ransport  by  the  Air  Ministry,  and  is  having  final  touches 
put  to  it  before  going  on  the  Paris  service. 

The  Jupitcr-Handley  is  to  go  to  Paris  for  demonstration 
there,  and,  in  the  meantime,  is  doing  a  lot  of  test-flying. 

On  Saturday,  the  Napier-engined  Vickers  "  Vimy,"  which 
has  been  sold  to  the  Grands  Express,  and  which  was  exhibited 
at  the  Paris  Aero  Show,  arrived  from  Paris,  and  continued 
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on  to  Brooklands  today.  It  is  understood  she  is  to  have 
slight  alterations  made  there  before  going  on  the  regular 
service. 

Mr.  "  Jimmy  "  James  arrived  from  Paris  during  the  week 
on  the  "  Sparrow-hawk,"  and  later  flew  it  over  to  the 
Gloucestershire  Aircraft  Co.’s  works. 

News  of  the  10,000-miles  “  Air-Taxyman  ” 

Tidings  have  reached  us  that  Mr.  Alan  J.  Cobham  has 
reached  Rome  on  his  10,000-mile  “  air-taxi  "  tour  of  Europe 
and  Northern  Africa.  He  arrived  there  on  Sunday,  just  as 
the  Pope  was  being  crowned,  and  flew  round  St.  Peter's 
three  times  during  the  ceremony.  He  flew  from  Morocco 
to  Rome  by  way  of  the  Sahara,  the  Garden  of  Allah,  Tunis, 
and  Sicily,  passing  over  Mount  Etna  and  Naples.  His  next 
stage  is  to  Athens. 

The  new  hangars  on  the  "  operations  "  side  of  the  aerodrome 
are  nearing  completion.  The  concrete  floors  have  been  laid, 
and  the  canvas  coverings  are  on.  Air  Ministry  electricians 
are  now  fixing  the  lights,  and  load  after  load  of  ashes  are 
being  "  tipped  ”  to  form  firm  ground  for  the  machines  to 
“  taxi  "  over. 

The  electric  supply  to  the  "  cone  "  light,  which,  up  to  the 
present  has  been  of  a  temporary  nature,  has  now  been  put. 
underground  and  made  permanent. 

“Joy-Riding”  Begun  Again 

The  Surrey  Flying  Services  have  started  "  joy-riding  " 
again,  and  obtained  several  passengers  during  the  week-end. 
The  Renault-Avro  they  are  erecting  for  Mr.  Derwent  Hall 
Caine  is  now  nearly  complete,  and,  with  its  coating  of  alu¬ 
minium  dope,  looks  very  attractive.  Captain  Muir  tells  me 
they  are  now  to  put  in  hand  the  erection  of  the  "  D  H.9’s  " 
which  his  company  intend  to  use  as  "  air-taxis  "  this  year. 

One  of  the  Grands  Express  "  Goliaths,"  which  has  been 
named  "  Verdun,"  has  been  equipped  with  a  full  set  of  lights 
for  night-flying.  In  addition  to  the  cabin  lights,  there  are 
red  and  green  navigation  lights  on  the  wing-tips.  Under 
the  fuselage,  two  big  headlights  have  been  fixed  to  throw  bril¬ 
liant  beams  ahead  and  slightly  downwards.  These  are  to 
be  made  movable,  so  that  the  pilot  can  swing  them  vertically 
downwards  to  light  up  the  ground  immediately  below. 
Under  each  lower  wing-tip,  two  Holt  landing-flares  have 
been  fixed.  The  current  for  the  lights  is  supplied  b}'  two 
dynamos,  driven  by  the  slipstream.  The  small  propellers 
on  these  dynamos  are  of  unusual  design,  having  only  one 
blade,  which  is  balanced  by  weights.  This  machine  and  its 
lighting  equipment  are  to  be  tried-out  shortly  in  an  actual 
night  flight. 
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NOTICES  TO  AIRMEN 


Holland  :  Work  at  Rotterdam  Aerodrome 

Work  is  in  progress  on  the  southern  half  of  the  Rotter¬ 
dam  aerodrome  (lat.  5i°53'N.,  long.  4°27'E.).  Pilots 
should,  therefore,  when  possible,  land  in  the  northern  half 
of  the  aerodrome,  until  further  notice.  A  chimney  (height 
25  metres  =  82  ft.)  is  also  in  process  of  erection  behind  the 
hangar,  i.e.,  in  the  north-east  corner.  The  row  of  trees 
along  the  southern  side  of  the  aerodrome  will  be  removed 
shortly. 

(No.  17  of  1922.) 

Lympne  Aerodrome  :  Extension  of  Cloud,  Visibility 
and  Weather  Signals 

1.  The  system  of  ground  signals  at  Lympne  aerodrome 


denoting  to  pilots  the  height  of  clouds,  visibility  and  weather 
at  Biggin  Hill  and  Croydon  aerodromes,  which  was  described 
in  Notice  to  Airmen  No.  57  of  1921,  will  be  extended  as  from 
February  13,  1922,  to  include  information  referring  to  the 
aerodrome  of  St.  Inglevert. 

2.  The  additional  signals  will  be  prefixed  by  the  letter 
"  S,"  and  will  be  similar  to  those  already  in  use  ;  the  same 
scales  for  height  of  the  cloud,  distance  of  visibility  and  symbols 
for  weather  will  be  adopted. 

3.  The  signals  will  be  situated  near  the  existing  signals, 
but  will  be  so  placed  as  to  appear  the  right  way  up  to  a  pilot 
flying  in  a  south-easterly  direction. 

(No.  18  of  1922.) 
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THE  GEDDES  REPORT 


AND  AIR  ECONOMIES 


Considerable  space  is  given  in  the  Geddes  “  Axe  ”  report 
to  the  air  and  possible  economies,  although,  reading  between 
the  lines,  there  is  a  strong  leaning  in  favour  of  a  huge  future 
for  aircraft  in  the  Nation's  commitments,  and  in  all  Air 
Ministry  activities,  giving  promise  of  effecting  many 
savings  in  the  two  older  services  by  reason  of  its  great 
mobility.  In  a  foreword,  the  Committee  say  :  We  have 
come  to  the  conclusion  that  the  cost  of  the  defence  of  the 
Empire,  so  far  as  it  falls  upon  the  British  taxpayer,  must  be 
considered  as  a  whole.  The  necessity  for  this  is  much  more 
apparent  now  than  it  was  before  the  War,  more  especially 
because  of  the  advent  of  the  Air  arm,  which  has  come  so 
much  to  the  front,  either  as  an  addition  to  the  older  fighting 
services,  or  in  substitution  for  them. 

When  dealing  with  the  growth  of  expenditure  generally, 
the  Committee  make  the  following  statement  : — 

The  Air  Force  was,  essentially,  a  War  creation,  and  owed 
its  separate  existence  mainly  to  the  necessity  for  preventing 
competition  between  the  Navy  and  the  Army  for  men  and 
material  in  aerial  warfare.  It  was  also  felt  at  that  time,  that 
a  definite  function  of  independent  air  attack  was  called  for, 
but  would  not  be  realised,  unless  the  Air  arm  was  freed  from 
Naval  and  Military  control.  No  other  nation,  however, 
has  as  yet  followed  the  example  of  this  country  in  establishing 
such  a  separate  force.  The  Navy  and  the  Army  both  urge 
that  the  most  effective  and  most  economical  use  cannot  be 
made  of  the  Air  arm,  so  long  as  the  personnel  is  controlled 
by  another  service,  and  they  suggest  in  general  terms  that 
it  might  be  possible  to  effect  economies  by  utilising  air  forces 
in  place  of,  say,  light  cruisers  in  the  Navy  or  cavalry  in  the 
Army,  but  no  concrete  proposals  on  these  lines  have  been 
furnished  to  us.  The  War  Office  also  suggests  economies  in 
administration — for  example,  in  supply,  transport,  education, 
and  medical  services.  On  the  other  hand,  it  can  be  pointed 
out  that  by  dividing  the  Air  Force  between  the  two  Senior 
services,  duplication  in  experiment,  design,  and  supply 
would  be  inevitable,  and  that  duplicate  flying  schools  would 
result.  To  avoid  duplication,  the  two  senior  Services  admit 
the  need  for  a  certain  amount  of  joint  organisation  of  a 
subordinate  character,  but  have  given  no  clear  appreciation 
of  what  this  joint  organisation  should  be. 

There  is  the  further  argument  that,  without  a  separate 
existence,  there  is  a  grave  danger  that  the  Air  Service  would 
be  unable  to  work  out  developments  which  might  in  the  next 
decade  or  so  entirely  revolutionise  methods  of  attack  and 
defence,  and  so  render  possible  very  large  economies  in  the 
cost  of  the  fighting  sendees  as  a  whole,  by  substituting  air 
for  land  or  sea  forces. 

We  cannot  say  that  we  have  been  convinced  that  the  Air 
Force  is  less  economically  administered  than  the  other 
fighting  services,  but  we  are  impressed  by  the  fact  that 
public  funds  are  admittedly  being  spent  in  both  of  the  older 
Services,  because  of  a  certain  overlapping  with  the  Air. 
The  question  of  aerial  versus  naval  or  military  command  in 
operations  in  the  future  will  doubtless  cause  difficulties  ; 
but  economies  to  an  increasing  extent  ought  to  result  in 
the  older  arms  from  the  advent  of  the  Air  Force.  We  have 
in  mind  not  only  the  substitution  of  aircraft  for  certain  other 
arms  of  the  older  Services,  such  as  light  cruisers  or  cavalry, 
but  a  revolution  in  the  method  of  carrying  out  certain  opera¬ 
tions.  We  are  particularly  impressed  with  the  very  large 
savings  which  we  are  told  can  be  realised  in  the  Middle 
East  as  soon  as  the  transfer  of  responsibility  from  the  Army 
to  the  Air  Force  can  be  effected.  By  the  use  of  aircraft 
in  this  region,  it  has  been  found  possible  to  reduce  the 
estimates  in  respect  of  the  Middle  East  from  £27,000,000  in 
1921-22,  to  £13,000,000  in  1922-23.  It  can  no  longer  be 
denied  that  by  the  intelligent  application  of  air  power,  it  is 
possible  to  utilise  machinery  in  substitution  for,  and  not  as 
a  mere  addition  to,  man-power. 

Ministry  of  Defence 

In  our  opinion,  full  economy  in  the  fighting  services  cannot 
be  realised  under  existing  conditions.  There  is  overlapping 
and  duplication  throughout.  In  order  to  fully  realise  these 
economies,  the  three  Forces  must  be  brought  together  by 
the  creation  of  a  co-ordinating  authority,  or  a  Ministry'  of 
Defence,  responsible  for  seeing  that  each  Force  plays  its 
part,  and  is  allotted  appropriate  responsibility  for  carrying 
out  various  functions.  The  theory  of  such  a  Ministry  in 
embryo  appears  already  to  exist  in  the  Committee  of  Im¬ 
perial  Defence.  With  the  creation  of  a  co-ordinating 
authority  or  Ministry  of  this  description;  it  would  be  possible 
to  ensure  that  corresponding  reductions  in  expenditure 


were  realised  when  either  of  the  older  Services  was  relieved 
or  assisted,  and  no  additional  expense  or  extra  Ministerial 
appointment  need,  in  our  opinion,  be  involved,  as  the  Minister 
and  his  staff,  could  all  be  drawn  from  existing  organisations. 
All  the  arguments  of  an  economic  character,  which  have  been 
urged  for  the  absorption  of  the  Air  Force  into  the  two  older 
Services  apply,  in  our  opinion,  also  to  the  fusion  of  all  three 
Services  under  one  Minister.  Complete  co-ordination  in 
Supply,  Transport.,  Education,  Medical  and  other  Services, 
would  then  be  possible. 

We  attach  great  importance  to  a  settlement  of  this  question 
in  the  interests  of  economy. 

Dealing  in  detail  with  suggested  savings  in  the  Air  Force, 
the  Committee  state  : — 

The  criticism  of  the  Estimates  which  follows,  is  based  on 
the  assumption  that  the  Air  Ministry  will  not  be  absorbed 
by  the  two  older  Services.  We  indicate  economies  which  we 
think  might  be  realised  even  if  the  recommendation  as  to  a 
Ministry  of  Defence  is  not  adopted  ;  but  we  consider  that 
further  economies  depend  upon  one  co-ordinating  authority 
being  responsible  for  the  three  Services. 

The  Outline  Estimates  for  1922-23  compare  with  the 
Estimates  for  1921-22  as  follows  : — 


1921-22. 

1922-23. 

£ 

£ 

Gross  Estimates 

Add— 

16,367,867 

13,317,100 

Middle  East 

. .  1,081,000 

1,720,700 

War  liabilities  , . 

1,585,000 

504,900 

Total 

19,033,867 

15,542,700 

Appropriations-in-aid  .  . 

. .  622,400 

2,585,40 0 

Net  total 

18,411,467 

12,957.30° 

The  Air  Ministry  divide  their  expenditure  in  the  following 


way  : — 


Active  Service  Squadrons 
Other  Establishments 

Capital  and  miscellaneous  expenditure 
including  Supply  and  Research  and 
Civil  Aviation 


1922-23. 

£ 

3,511,000 

7,9x2,000 


4,944,000 


16,367,000 

Deduct  expenditure  in  India  . .  . .  825,000 


15,542,000 


It  will  be  seen  that  the  expenditure  on  Active  Service 
Squadrons  is  only  21  per  cent,  of  the  total  expenditure. 

We  have  continually  before  us  the  vicwr  of  the  Cabinet 
that  no  great  war  need  be  anticipated  for  at  least  ten  years, 
and  in  these  circumstances  suggest  that  the  question  of  a 
considerable  reduction  in  the  number  of  Squadrons  should  be 
considered.  We  recognise  that  a  sufficient  nucleus  must  be 
retained  for  training  personnel,  and,  further,  that  the  germ 
of  co-operation  with  the  other  two  Services  must  be  kept 
alive.  We  consider,  however,  that  all  expenditure  beyond 
this  minimum  should  be  eliminated  unless  the  Service  re¬ 
quiring  a  further  allotment  of  Air  Forces  for  co-operation 
with  it  can  show  that  such  allotment  will  result  in  savings  in 
other  directions. 

For  1922-23  six-and-a-half  Squadrons  are  shown  as  working 
in  co-operation  with  the  Navy  and  three  in  co-operat.on  with 
the  Army  in  the  United  Kingdom,  and  we  feel  that,  having 
regard  to  the  circumstances  referred  to  above,  these 
Squadrons  should  be  reduced  in  number.  We  suggest  they 
should  be  reduced  to — 

One  Squadron  in  co-operation  with  the  Navy  in  the  United 
Kingdom, 

One  Squadron  in  co-operation  with  the  Navy  in  the 
Mediterranean, 

One  Squadron  in  co-operation  with  the  Army  in  the  United 
Kingdom, 

which  would  give  a  saving  of  six-and-a-half  Squadrons. 

If  the  Navy  and  the  Army  require  further  Air  Units,  we 
feel  that  they  should  be  able  to  show  reductions  in  their 
own  provisions  which  would  justify  the  supply  of  these 
units. 

There  are  five  Squadrons  in  Egypt  and  Palestine  working 
in  co-operation  with  the  Army.  It  has  not  been  shown 
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to  us  that  proper  allowance  has  been  made  for  the  existence 
of  these  Squadrons  in  fixing  the  force  necessary  for  the 
garrisons  in  Egypt.  In  these  circumstances  we  recommend 
that  the  question  of  reducing  the  number  of  Squadrons  to 
thiee  should  be  considered,  unless  greater  economies  can  be 
effected  in  the  Army  expenditure  by  their  retention.  If  the 
Squadions  in  Egypt  are  reduced  to  three,  we  suggest  that 
a  fair  proportion  of  these  three  should  be  allocated  to  the 
Air  force  for  use  in  rrans-Jordania,  These  suggestions  would 
reduce  the  total  number  of  Squadrons  in  the  Air  Force  from 
32 i  to  24,  and,  including  indirect  expenditure  on  adminis¬ 
tration,  training,  reserves,  etc.,  would  involve  a  saving  of 
over  £2,500,000  per  annum. 

The  numbers  engaged  in  giving  or  receiving  instruction 
are  particularly  striking,  as  the  following  figures  show  : — 

Officers.  Men.  Total. 

Engaged  in  connection  with  educa¬ 
tion  and  training .  532  5,669  6,201 

Under  training  .  .  . .  p ,  466  6,035  6,501 

The  figures  are  exclusive  of  civilian  teaching  staff  (fifty-one 
full  time  and  a  number  part  time).  This  appears  to  be  a 
very  heavy  establishment  of  training  personnel  in  comparison 
to  the  numbers  under  training. 

The  education  given  at  Cranwell  to  the  Cadets,  apart  from 
technical  training,  is  similar  in  most  respects  to  that  given 
to  the  Cadets  at  Sandhurst  and  Woolwich  ;  but  the  total 
cost,  namely,  £'850  per  annum,  is  very  much  higher,  due  to 
the  expensive  technical  training  given.  As  in  the  case  of 
Dartmouth,  Sandhurst,  and  Woolwich,  where  the  cost  is 
£462,  £373,  and  £366  respectively,  the  fees  charged  to  the 
parents  of  Cadets  are  out  of  all  proportion  to  the  cost  to  the 
State,  and,  as  in  the  case  of  those  Colleges,  we  feel  that  a 
considerable  increase  in  the  fees  should  be  imposed.  We 
that  the  fees  should  be  raised  from  £ 7 5  per  annum  to 
£/20o  per  annum,  with  a  reduction  of  50  per  cent,  in  the  case  of 
sons  of  officers  of  H.M.  forces,  leaving  also,  as  in  the  case 
of  the  othei  Services,  a  few  places  for  scholarships  or  bursaries 
to  boys  whose  parents  are  of  slender  means  and  who  show 
marked  ability  by  some  prescribed  test. 

The  cost  of  recruiting  for  the  Air  Force  appears  to  us  to  be 
very  high,  namely,  £26,350  for  next  year,  and  the  matter 
has  been  fully  discussed  with  the  Chief  of  the  Air  Staff.  As 
a  consequence,  the  Air  Ministry  have  seen  their  way  to  reduce 
their  estimate  of  the  cost  of  recruiting  to  £14,010,  which  is, 
however,  equivalent  to  £7  per  head  per  accepted  airman 
and  still  seems  high. 

Gross  Estimate.  Net  Estimate. 

I  £ 

1921- 22  ,,  ..  3,143,000  3,105,000 

1922- 23  . .  . .  2,465,000  2,059,000 


Reduction  .  . 


678,000 


1,046,000 


The  charges  for  provisions  and  transport  account  for  a 
large  percentage  of  this  Vote.  The  provisions  are  mainly 
obtained  through  the  Army  so  as  to  obtain  the  benefit  of 
the  Army’s  larger  contracts.  Clothing  costs  something 
over  £200,000  per  annum.  The  present  arrangements  as 
to  clothing  provide  for  the  issue  of  a  complete  free  kit  on 
joining,  and  an  upkeep  allowance  of  8 d.  per  day,  equal  to 
£12  3s.  4^.  per  annum.  As  in  the  case  of  the  Navy  and 
Army,  we  think  this  should  be  reduced  by  one-third  and  a 
lower  standard  of  upkeep  accepted.  All  civilians  have  had 
to  make  their  clothes  last  longer,  and  we  see  no  reason  whv 
uniformed  men  should  not, 

We  desire  also  to  call  attention  to  the  travelling  concessions 
W  aS  *n  case  ^he  other  fighting  services,  officers 

and  men  of  the  Air  Force  obtain  return  tickets  at  a  single 
fare,  the  difference  being  paid  by  the  Air  Ministry.  There 
seems  to  us  to  be  no  sufficient  reason  for  the  continuance  of 
this  concession. 


One  of  the  large  items  of  expenditure  in  the  Air  Ministr 
Votes  is  for  technical  equipment.  The  estimate  for  1922-2- 

compared  with  that  for  1921-22,  is  as  under  : _ 

Gross  Estimate.  Net  Estimate. 

£  £ 

1921- 22  ..  ..  4,058,000  3,758,000 

1922- 23  ..  2,383,500  1,352,000 


Reduction 


1,674,500 


2,406,000 


Ihe  large  difference  between  the  gross  and  net  estimates 
or  1922-23  is  accounted  for  by  Appropriations-in-aid  of 
upwards  of  £1,000,000,  mainly  repayments  in  respect  of 
operations  in  India  at  the  cost  of  that  country,  and  in  Mesopo-  ' 
tamia  at  the  cost  of  the  taxpayer.  The  reduction  of  the 
gross  estimates  is  due  to  the  reduction  of  reserve  stocks,  and 


to  the  estimated  life  of  an  aeroplane  being  slightly  increased. 
The  latter,  if  justifiable,  is  a  real  economy  ;  but  the  reduction 
of  stocks,  with  which  we  thoroughly  concur,  will  hasten 
the  day  when  stocks  have  to  be  replaced,  and  to  that  extent 
the  annual  estimates  of  Departments  do  not  reveal  the  true 
cost. 

It  appears  that  there  will  be  in  stock  on  April  1  next 
1,924  machines  in  excess  of  establishment. 

We  feel  that  the  expenditure  on  conversion  and  recondi¬ 
tioning  of  old  machines  should  be  strictly  limited  to  cases 
where  satisfactory  machines  of  a  particular  type  required, 
or  some  other  reasonably  suitable  type,  are  not  available. 
\\re  suggest  for  consideration,  the  reduction  of  expenditure 
under  this  Vote  by  £1,000,000. 

The  Air  Ministry  have  also  indicated  their  intention  to 
ask  for  authority  to  spend  an  additional  £500,000  on  machines, 
stores,  etc.,  over  and  above  the  amount  provided  in  the 
estimate  for  Technical  Equipment,  This  additional  equip¬ 
ment  is  only  required  in  the  event  of  a  serious  war  ;  and 
having  regard  to  the  pronouncement  as  to  the  unlikelihood 
of  immediate  war,  and  the  arguments  set  out  above,  we  feel 
that  this  expenditure  should  not  be  authorised. 

Included  under  the  heading  of  Technical  Equipment,  is  a 
sum  of  £352>5°°  in  respect  of  mechanical  and  other  transport. 
With  regard  to  the  estimated  expenditure  of  £95,000  for  the 
overhaul  of  200  vehicles  by  the  makers,  we  are  by  no  means 
satisfied  that  an  average  cost  of  £475  is  justified. 

We  have  given  attention  to  the  position  with  regard  to 
motor  tiansport,  and  attach  a  statement  showing  the  normal 
establishment  asked  for  by  the  Air  Force  at  home  and  abroad, 
which  amounts  to  1,761  motor  vehicles.  They  have  in 
addition  to  full  establishment — which  includes  in  many  cases 
provision  foi  reserve — a  total  of  1,436  vehicles.  These  art' 
mainly  touring  tars,  of  which  they  have  164  surplus  to 
establishment ;  landaulettes,  of  which  they  have  34  surplus  ; 
and  lorries,  of  which  they  have  practically  1,000  surplus. 
We  consider  that  the  whole  of  these  additional  vehicles 
should  be  surrendered.  The  same  remark  would  apply  t. . 
tiailers  used  for  motor  transport,  of  which  there  is  shown 
an  establishment  of  493.  with  251  additional  vehicles.  The 
position  with  regard  to  motor-cycles  is  similar.  There  is  an 
establishment  of  5x2  cycles  and  316  side-cars,  with  a  surplu.- 
of  195  cycles  and  248  side-cars  which  also  should  be  surren- 
deied.  It  appears  to  us  that  the  establishment  for  motor 
transport  is  throughout  on  an  unnecessary  scale. 

The  Air  Ministry  propose  to  spend  £50,000  on  the  purchase 
of  armoured  cars  for  Trans-Jordania/  Both  the  Navy  and 
Army  used  armoured  cars  during  the  W  ar,  and  we  consider 
that,  if  at  all  practicable,  cars  which  were  used  in  the  War 
should  be  adapted  for  use  in  Trans-Jordania  ;  it  ought  not 
to  be  necessary  to  buy  new  ones. 

Like  the  two  Senior  Services,  the  Air  Force  asks  for  coil 
siderable  sums  for  works  and  buildings.  The  amount  pro¬ 
posed  to  be  spent  on  works,  buildings,  and  lands  in  1922-23 
compared  with  the  present  financial  year  is  as  follow's  : — 

Gross  Estimate.  Net  Estimate. 

£  £ 

1921- 22  ..  ..  3,048,000  3.018,000 

1922- 23  ..  ..  2,431,000  2,166,000 


Reduction 


617,000 


852,000 


Of  the  total  amount  of  the  estimate  only  £600,000  re- 
piesents  works  which  have  not  been  commenced  or  in  respect 
of  which  no  commitments  have  been  entered  into. 

In  the  present  financial  circumstances,  we  are  of  the  opinion 
that  any  sanction  which  may  have  been  given  for  these 
works  should  be  cancelled,  and  that  the  case  for  any  new 
commitments  under  this  head  should  be  fully  reviewed. 

Apart  from  these  new  works,  there  are  a  large  number 
of  cases  of  continuation  expenditure,  such  as  permanent 
roads,  sick  quarters,  improvements  to  regimental  accommoda¬ 
tion,  recreational  facilities,  etc.,  and  we  think  that  every  case 
of  this  kind  should  be  reviewed  and  that  the  total  Estimate 
should  be  reduced  by  £i, 000, 000. 

The  largest  work,  which  has  already  been  commenced, 
raises  an  important  question  of  principle.  It  is  the  provision 
of  buildings  at  Halton  to  accommodate  2,000  boys  for  training 
as  air  mechanics,  the  total  expenditure  on  which  will  reach 
some  £720,000.  Accommodation  exists  at  Cranwell,  where 
it  is  intended  to  train  a  further  1,000  boys,  making  a  total  of 
3,000  boys  under  training.  Under  the 'present  system,  the 
boys  receive  three  years1  training,  and  then  serve  seven  years 
with  the  Colotirs  and  two  years  in  the  Reserve.  The  cost  of 
training  each  of  these  boys  for  a  period  of  three  years  is  £71 1, 
so  that  an  amortisation  charge  of  £129  per  annum,  or  ys. 
per  day,  during  the  seven  years  of  active  service,  has  to  be 
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added  to  the  pay  of  the  mechanics  of  the  Air  Force  when 
arriving  at  their  cost  to  the  state.  With  the  reduction  in 
the  strength  of  the  Force,  there  will  be  a  corresponding 
reduction  in  the  number  of  boys  to  be  trained,  even  if  the 
principle  of  training  boys  as  mechanics  is  adhered  to.  There 
is  already  at  Cranwell  accommodation  which  actually  takes 
1,300  boys,  and  in  the  present  financial  circumstances  we 
feel  that  the  expenditure  at  Halton  should  be  very  fully* 
reviewed,  and  that,  without  very  full  investigation  as  to  the 
possibility  of  using  other  buildings  or  temporary  accommoda¬ 
tion,  no  further  expenditure  on  this  work  should  be  incurred. 

The  cost  to  the  country  of  boys  trained  by  the  Air  Force 
during  their  time  as  mechanics,  may  be  put  at  16s.  6 d.  to 
17s.  4 d.  a  day,  for  seven  days  a  week,  and  possibly  non¬ 
substantive  pay  and  marriage  allowance  in,  addition,  re¬ 
presenting  a  further  5s.  8 d.  a  day.  This  cost  of  approxi¬ 
mately  £6  a  week  for  a  single  man  and  £8  a  week  for  a  married 
man  is  altogether  excessive.  The  alternative  policy  of 
recruiting  tradesman  personnel  from  engineering  shops 
throughout  the  country  commends  itself  to  us,  and  we  re¬ 
commend  its  adoption. 

It  is  understood  that  the  reorganisation  of  the  Air  Ministry 
is  under  the  consideration  of  the  Secretary  of  State  with  a 
view  to  effecting  further  economies  than  those  shown  in 
the  sketch  estimates  submitted  to  the  Committee.  We  feel 
that,  having  regard  to  the  suggested  reduction  in  the  strength 
of  the  Force,  and  the  suggested  reduction  in  the  monies  to  be 
available  for  experiment  and  research,  and  civil  aviation 
referred  to  hereafter,  considerable  reductions  in  the  numbers 
of  personnel  in  the  Air  Ministry  should  be  possible,  and 
we  are  of  opinion  that  the  provision  of  £825,000  asked  for 
should  be  capable  of  a  cut  to  £600,000. 

Civil  Flying 

The  amount  provided  for  1922-23,  compared  with  1921-22, 
is  as  follows  : — 

£ 

1921- 22  .  ..  ..  ..  880,000 

1922- 23  ..  ..  ..  ..  700,000 


Reduction  ..  ,.  ..  ..  180,000 

This  expenditure  includes  certain  meteorological  expenses, 
but  is  exclusive  of  £107,500  expenditure  at  Headquarters, 
partly  in  connection  with  civil  aviation  and  partly  in  con¬ 
nection  with  Meteorology.  Civil  aviation  has  not  made  the 
progress  which  its  supporters  anticipated,  and,  broadly 
speaking,  it  may  be  stated  that  at  the  present  time  there  is  no 
civilian  flying  between  points  in  this  country,  the  only  regular 
services  being  the  Cross-Channel  services,  which  are  heavily 
subsidised  either  by  the  French  Government  or  the  British 
Government,  the  fares  charged  to  passengers  being  very 
considerably  below  the  economic  level.  There  are  certain 
commitments,  representing  subsidies  of  £200,000  per  annum 
for  the  next  three  years,  and  certain  expenditure  in  connection 
with  Meteorology  which  must  be  incurred  ,’  but  at  the  present 
time  the  amount  spent  on  Meteorology  at  Headquarters, 
and  under  Vote  8  amounts  to  more  than  £150,000  a  year, 
which  appears  to  be  capable  of  some  reduction.  If  the 
contribution  towards  civil  aviation  be  limited  to  the  present 
commitments  and  a  reduction  made  in  the  cost  of  Meteorology, 
we  feel  that  the  amount  spent  under  these  headings  could 
be  reduced  by  £400,000. 

If  the  Air  Force  require  a  more  complete  and  extended 
Meteorological  service,  we  consider  it  should  be  provided 
for  on  the  votes  of  the  Ministry  other  than  “  civil  aviation.” 


Auxiliary  (Territorial)  Air  Force 

A  pfoposal  has  been  put  forward  for  the  formation  of  an 
Auxiliary  ( territorial)  Air  Force.  The  amount  originally 
asked  for  was  £360,000  for  1922-23.  with  a  recurring  expendi¬ 
ture  of  £160,000  per  annum  ;  but  it  is  understood  that  tfie  Air 
Ministry  feel  that  this  force  could  be  commenced  with  an  expen¬ 
diture  of  £167,000  and  a  recurring  expenditure  of  £139,000. 

The  desirability  of  encouraging  the  art  of  flying  with  a 
\  iev  to  the  formation  of  a  Defence  Force  is  recognised  ; 
but  before  any  expenditure  of  this  kind  is  sanctioned,  we 
think  that  the  whole  question  of  the  defence  of  the  country 
should  be  reviewed.  The  War  Office  propose  to  spend 
£5.750.000  for  a  Territorial  Force,  and  this  force  is  primarily 
intended  for  defence  against  invasion.  If  the  Auxiliary 
Air  Force  has  the  same  object  in  view,  we  feel  that,  having- 
regard  to  the  unlikelihood  of  a  great  war,  the  country  cannot 
afford  a  duplication  of  services  of  this  kind.  Therefore,  if 
the  Auxiliary  Air  Force  is  formed,  it  should  be  possible’  to 
make  savings  on  the  amount  suggested  for  the  Territorial 
Army.  Here  we  are  confronted  with  the  dual  and  unco¬ 
ordinated  plans  of  two  services. 

In  dealing  with  each  of  the  Services,  we  have  commented 
upon  the  extraordinary  activity  in  the  Department  of  Ex¬ 
periment  and  Research.  There  is  probably  more  justification 
for  continuance  of  experiment  and  research  in  connection 
with  the  Air  Force,  than  in  connection  with  the  older  Services, 
but  we  feel  that  a  case  for  immediate  hurry  has  not  been 
made  out,  and  that  some  reduction  in  these  activities  should 
be  possible,  without  permanently  injuring  the  development 
of  the  Service.  ...  It  is  difficult  for  us  to  indicate  any 
particular  branch  of  activity  in  connection  with  research 
and  experiment  which  should  be  discontinued  ;  but  we  feel 
that  in  the  present  circumstances  a  reduction  should  be 
made,  and  suggest  that  the  limit  of  expenditure  under  this 
heading  should  be  £1,000,000  for  1922-23,  inclusive  of  all 
costs  incurred  at  the  Ministry  or  elsewhere,  it  being  left  to 
the  Air  Ministry  to  apportion  this  sum  in  the  manner  which 
is  likely  to  be  productive  of  the  best  results. 

Conclusions 

As  a  result  of  our  consideration,  we  are  of  opinion  : — 

1  That  the  best  way  of  obtaining  economies  which  may¬ 
be  looked  for  from  the  full  use  of  air-power  in  land  and  sea 
operations,  and  also  economies  in  administrative,  medical, 
and  educational  services,  is  by  the  creation  of  a  Minister  of 
Defence  as  a  co-ordinating  authority. 

2.  That  the  air  units  allotted  to  the  Navy  and  Army 
should  be  reduced  by  eight-and-a-half  Squadrons  in  accordance 
with  our  recommendations. 

3.  That,  although  we  have  no  pre-War  figure  with  which  to 
compare  the  staffing  of  the  Air  Ministry  and  its  establishments, 
considerable  room  for  economy  exists,  both  in  administration 
and  in  policy.  We  have  given  a  few  examples  in  our  Report, 
and,  in  particular,  we  recommend  that  the  scheme  of  training 
boys  at  Halton  should  be  abandoned. 

4.  That,  apart  from  the  reduction  in  machines — which 
follows  upon  our  proposed  reduction  of  the  Air  Force  allotted 
to  the  Navy  and  Army — the  provision  in  the  Estimates  for 
the  re-conditioning  of  old  machines  and  the  purchase  of  new 
ones  is  excessive. 

^  5.  That  in  all  the  circumstances  of  the  case,  the  Air  Force 
Estimates  should  be  reduced  from  £15,000,000  to  £10,000,000. 

In  this  recommendation,  no  account  is  taken  of  any  re¬ 
duction  in  pay  and  allowances  which  the  Government  may 
decide  to  make,  and  no  account  is  taken  of  any  abnormal 
increase  in  the  non-effective  Vote,  caused  by  a  reduction  of 
personnel  transferred  to  the  Retired  List. 


<J>  <$> 

Aviation  in  Uruguay 

Capt.  Eric  Buxton,  in  a  Department  of  Overseas  Trade 
Report  to  the  end  of  last  year  upon  Uruguayan  matters, 
states  that  in  regard  to  aviation  the  principal  centre  of  mili¬ 
tary  aeronautics  in  Uruguay  is  the  Military  Flying  School 
located  at  the  Maronas  aerodrome.  The  machines  employed 
consist  of  several  Avros  and  Spads,  in  addition  to  a  few 
Breguets  and  a  Caproni.  A  regular  course  for  Army  officers 
has  been  established  since  February,  1921.  A  flying  school 
for  civilians  was  inaugurated  at  the  Colon  aerodrome  of  the 
Centro  Nacional  de  Aviacion  a  few  months  ago. 

Jin  April  last  a  service  was  commenced  between  Buenos 
Aires  and  Montevideo  in  connection  with  the  delivery  of 
La  N acion,  one  of  the  leading  Argentine  newspapers  ;  this 
was  the  first  real  attempt  to  establish  a  regular  service  by 
means  o)  aeroplanes  between  the  two  capitals,  but  it  was 
abandoned  shortly  afterwards.  It  is  likely,  however,  that 
further  efforts  to  establish  a  passenger  and  mail  service  over 
this  route  will  be  made,  but  in  the  meantime  commercial 


<3>  <$> 

aviation  is  not  being  developed  on  this  side  of  the  River 
Plate. 

According  to  The  Standard,  Buenos  Aires,  of  November  22, 
1921,  a  regular  aerial  service  is  to  be  established  between 
Buenos  Aires  and  Montevideo  by  the  Compania  Rio  Platense 
de  Aviacion,  which  has  imported  some  Airco-Rolls-Royce 
machines.  The  company  realises  that  until  it  is  possible  to 
run  this  service  with  much  greater  frequency  it  cannot  be 
financially  successful,  but,  on  the  other  hand,  if  a  tariff  be 
established  sufficiently  high  to  allow  profits  on  such  an  infre¬ 
quent  service,  there  is  little  doubt  that  the  expense  would 
effectively  kill  the  business.  The  journey  from  centre  to 
centre  will  only-  take  2  hrs.  30  mins.,  the  crossing  by-  air 
being  made  at  an  average  speed  of  80  kms.  per  hour. 

In  addition  to  the  regular  service  to  Montevideo,  arrange¬ 
ments  will  be  made  so  that  parties  of  four  can  go  direct  to 
Punta  del  Este  at  a  tariff  of  §r6o  each.  This  service  should 
prove  a  great  boon  to  holiday-makers  as  the  saving  in  time 
will  be  very  considerable. 


February  16,  1922 
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J he  Editor  does  not  hold  himself  responsible  for  opinions  expressed  by  correspondents.  The  names  and  addresses  of  the  writers , 
not  necessarily  for  publication ,  wwsi  t»  all  cases  accompany  letters  intended  for  insertion  in  these  columns. 


SOARING  FLIGHT 

[2052]  During  the  many  voyages  made  by  Lord  Kelvin 
in  connection  with  his  work  on  submarine,  cables  and  also  in 
his  own  yacht,  he  had  good  opportunities  of  studying  the 
behaviour  of  gulls  at  the  stern  of  a  steamer.  No  evidence  is 
known  to  me  that  he  ever  saw  any  other  kind  of  soaring 
flight.  When  asked  his  opinion  as  to  how  it  was  done,  he 
didn’t  say  that  the  gulls  took  advantage  of  ascending  currents  ; 
he  said,  “  That  which  puzzled  Solomon  puzzles  me  also.” 

Dr.  Bryant  tells  us  (in  his  letter  2048  in  your  issue  of 
December  15,  1921)  that  he  has  never  had  an  opportunity  of 
observing  gulls  at  the  stern  of  a  ship.  Is  it  not  possible  that 
this  is  the  explanation  of  his  holding  opinions  opposite  to 
those  of  the  two  authorities  above  quoted,  both  of  whom  had 
studied  the  facts  at  first  hand  ?  In  my  original  letter  on  the 
subject  (2046  in  your  number  of  November  24,  1921)  I  had 
stated  that  the  question  whether  or  not  gulls  make  use  of 
ascending  currents  at  the  stern  of  a  steamer  would  long  ago 
have  been  settled  were  it  not  for  the  fact  that  soaring  flight 
is  a  question  about  which  every  one  seems  too  clever  to 
learn.  Dr.  Bryant's  view  that  further  learning  is  unnecessary 
fails  to  convince  me. 

The  prevalent  habit  of  settling  the  nature  of  soaring  flight 
without  reference  to  the  facts  of  the  case  reminds  me  of  a 
controversy  that  once  took  place  in  the  Middle  Ages  as  to 
the  number  of  teeth  possessed  by  a  horse.  Many  learned 
treatises  were  written  advocating  one  view  or  another  ;  but 
no  one  ever  thought  of  looking  in  the  horse’s  mouth.  Such 
enormously  practical  results  are  likely  to  accrue  from  the 
discovery  of  the  nature  of  soaring  flight  that  it  is  high  time 
that  people  should  begin  to  ”  look  into  the  horse’s  mouth  ” 
as  regards  this  subject.  What  needs  to  be  explained  is  not 
merely  how  a  bird  can  remain  posed  in  the  air  on  the  windward 
side  of  a  haystack.  We  want  to  know  how  it  is  that  a  flock 


of  cranes  can  glide  across  the  sky  without  loss  of  height  and 
at  a  speed  that  may  reach  40  or  more  miles  per  hour,  as  I 
have  described  at  length  in  my  book  ”  Animal  Flight.”  We 
also  want  to  know  what  happens  to  the  air  flowing  over  the 
stern  of  a  steamer  that  makes  it  suitable  for  the  soaring  of 
gulls.  Perhaps  the  air  has  acquired  an  increased  degree  of 
turbulence.  Tire  view  is  now  gaining  ground  that  the  energy 
of  soaring  flight  is  derived  from  turbulent  motion  ;  but  we 
are  very  far  from  understanding  how  this  motion  is  able  to 
propel  a  bird — how  a  bird  weighing,  perhaps,  ten  or  more 
pounds  can  glide  at  from  6  to  10  metres  per  second  speed,  and 
with  a  well-marked  gain  of  height,  in  air  in  -which  there  is 
not  enough  turbulence  to  blow  out  a  lighted  match. 

The  gulls  at  the  stern  of  a  steamer  offer  a  convenient 
opportunity  for  an  experimental  investigation.  If  they  use 
ascending  currents,  the  first  thing  to  prove,  as  a  formal  control 
if  for  no  other  reason,  is  that  they  cannot  soar  in  a  descending 
current.  The  descending  current  on  the  leeward  side  of  the 
stern  would  give  an  opportunity  of  testing  this  point. 

In  December,  1920,  when  in  the  Great  Bitter  Lake,  when 
the  steamer  was  going  very  slowly,  gulls  were  seen  by  me 
gliding  in  the  ascending  current  on  the  windward  side  of 
the  ship,  and  also  in  the  probable  overhang  of  this  current, 
at  some  height  above  the  leeward  side  of  the  stern.  Their 
flight  in  this  current  was  quite  different  from  that  shown  by 
other  gulls  that  were  seen  on  the  leeward  side  of  the  stern 
at  a  lower  level  and  outside  the  limit  of  the  ascending  current 
and  that  were  in  true  soaring  flight. 

I  hope  shortly  to  be  in  London,  and  to  have  an  opportunity 
of  publishing  other  facts  bearing  on  this  point. 

E.  H.  Hankbt 

c/o  H.  S.  King  &  Co., 

9.  Pall  Mall,  S,W.  1 
Jan.  25. 


0  0  0  0 
IN  PARLIAMENT 


Commercial  Air  Routes 

Mr.  L.  Malone  on  February  10  asked  the  Secretary  of  State  for  Air 
the  approximate  mileage  flown  on  recognised  commercial  routes  in  1919, 
1920,  and  1921  ;  what  steps  are  being  taken  by  the  Controller  of  Civil  Aviation 
to  increase  the  routes,  and  which  routes  ;  andiwhen  can  it  be  expected  that 
reasonably  reliable  services  will  be  found  in  operation  on  such  routes  as, 
say.  to  Egypt  and  to  India  ? 

Captain  Guest  :  The  mileage  flown  in  19x9,  1920,  and  1921  was  105,000, 
642.000,  and  224,000  respectively.  As  regards  the  second  part  of  the  question, 
the  policy  of  the  Government  was  announced  in  another  place  by  my  right 
bon.  friend  on  October  27  last.  As  regards  the  last  part  of  the  question, 
it  is  not  possible  at  present  to  give  any  forecast  of  the  date  when  regular 
commercial  services  will  be  in  operation  to  Egypt  and  India. 

Mr.  Malone  asked  the  Secretary  of  State  for  Air  the  number  of  commercial 
routes  now  operating  under  the  British  flag;  and  what  assistance,  financial 
or  otherwise,  are  they  now  receiving  ? 

Captain  Guest  :  In  Europe  the  only  route  in  operation  under  the  British 
flag  is  that  between  London  ancl  Paris.  The  terms  of  the  financial  assistance 
given  to  the  two  firms  operating  this  route  are  given  in  Command  Paper  1521 

0  0 

Anti-Aircraft  Artillery  Staff  Course 

Army  Order  25  of  1922  provides  for  the  holding  of  anti¬ 
aircraft  artillery  staff  courses  of  about  five  calendar  months, 
of  which  nine  weeks  will  be  spent  at  the  Artillery  College  and 
13  at  the  Anti-Aircraft  Artillery  School. 

Officers  and  non-commissioned  officers  under  training  as 
instructors  in  anti-aircraft  gunnery  will  be  required  to  pass 
the  Gunnery  Staff  Course,  Part  I,  before  undergoing  the  anti¬ 
aircraft  artillery  staff  course  (Gunnery  Staff  Course,  Part  III), 
which  is  intended  to  afford  such  instruction  in  the  theory 
and  practice  of  gunnery  and  in  artillery  material  as  is  applic¬ 
able  to  anti-aircraft  defence  only.  Officers  and  non-com¬ 
missioned  officers  of  the  Regular  Army  will  be  given  one 
month's  leave  after  the  termination  of  the  course  if  they 
so  desire. 

Germany  and  Aircraft  Freedom 

From  Berlin,  under  date  February  xo,  it  was  announced 
that  the  prohibition  by  the  Allies  of  the  manufacture 
of  aeroplanes  and  air  material  will  cease  as  from  May  5 
next.  The  Council  of  Ambassadors  decreed  the  date,  Feb¬ 
ruary  5.  as  that  on  which  Germany  had  fulfilled  the  terms  of 
Article  202  of  the  Peace  Treaty,  and  a  period  of  three 
months  has  to  elapse  before  manufacture  and  import  can  be 
resumed. 

The  announcement  adds  that  the  manufacture  will  not  be 
entirely  released  from  control.  By  the  term  of  the  London 
ultimatum  Geunany  undertook  to  observe  such  regulations 


presented  to  Parliament  in  October  last.  The  agreements  set  forth  in  that 
Paper  have  been  extended  to  the  28th  instant.  Additional  assistance  is 
given  by  the  provision  of  aerodromes,  emergency  landing  grounds,  and  the 
ground  organisation,  wireless  and  meteorological  facilities  provided  at  these 
aerodromes.  The  development  of  various  routes  in  the  Dominions  is  in 
contemplation  by  the  Governments  concerned.  It  is  believed,  however, 
that  none  of  these  routes  is  in  regular  operation  at  the  present  time. 

Airships 

Mr.  Malone  asked  the  Secretary  of  State  for  Air  what  is  now  the  policy 
of  the  Air  Ministry  as  regards  the  development  of  airships  ? 

Captain  Guest  :  In  accordance  with  the  agreement  made  with  the  Dominion 
Prime  Ministers  during  the  conference  last  summer,  the  Government  agreed 
to  suspend  disposal  of  airships  and  airship  material  until  the  Prime  Ministers 
had  had  an  opportunity  of  consulting  their  Parliaments  in  regard  to  the 
establishment  of  an  Imperial  airship  route.  Replies  from  the  Dominions 
and  India  are  not  yet  complete,  but  the  Governments  of  South  Africa  and 
New  Zealand  have  stated  that,  owing  to  financial  reasons,  they  are  unable, 
at  present,  to  participate  in  such  a  scheme. 

H  H 

as  the  Allies  might  impose  for  the  differentiation  between- 
military  and  civil  aeroplanes.  The  .Allies  have  not  yet  com¬ 
municated  to  the  German  Government  what  these  regula¬ 
tions  will  be,  or  what  organisation  it  is  proposed  to  set  up 
to  see  they  are  carried  out.  It  is  assumed,  however,  that 
the  Inter-Allied  Air  Commission  will  terminate  its  work  on 
May  5,  and  on  the  new  regulations  will  depend  the  further 
development  of  the  German  air  industry. 

Australia  Building  Up  Air-Defences 

Arrangements  are  being  made  by  the  Australian  Govern¬ 
ment,  a  correspondent  of  The  Times  states,  to  establish  this 
year  two  aerial  defence  bases,  in  Victoria  and  New  South 
Wales.  Developments  in  this  direction  have  recently  been 
facilitated  by  the  acquisition  by  the  Commonwealth  Govern¬ 
ment  of  1 28  aeroplanes  of  various  types  as  a  gift  from  the 
British  Government. 

It  is  the  declared  policy  of  the  Australian  Government  to 
establish  aerial  defence  bases  in  all  the  States  of  the  Common¬ 
wealth  as  finances  permit,  and  with  this  object  in  hew  the 
Victorian  base  is  to  be  constructed  so  as  to  form  a  head¬ 
quarters  for  all  the  State  units.  Here  there  will  be  a  large 
,  depot  for  equipment  and  stores,  and  a  training  school  for 
pilots,  observers  and  aerial  gunners. 

Plans  are  also  being  made  to  establish  a  seaplane  unit  at 
Sydney  to  work  in  co-operation  with  the  Navy.  Nearly  all 
the  equipment  needed  for  this  unit  has  been  given  by  the 
British  Government. 


IIO 
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THE  DEVELOPMENT  OF  COMMERCIAL  AIRWAYS* 

By  SIR  HENRY  WHITE-SMITH,  C.B.E, 


When  Sir  Henry  wrote  the  very  instructive  and  complete 
paper  which  he  read  before  the  Institute  of  Transport  on 
Monday  of  this  week,  lie  had  no  means  of  knowing  that  the 
Air  Conference  would  be  held  almost  at  the  same  time.  Con¬ 
sequently,  as  he  pointed  out  in  his  introductory  remarks, 
he  felt  at  some  disadvantage,  inasmuch  as  he  thought  he 
might  be  repeating  statements  and  expressing  views  already 
given  at  the  Guildhall  last  week.  We  think,  however,  that 
Sir  Henry  need  not  have  entertained  any  fears  on  that  score. 
In  the  first  place,  he  was  addressing  a  body  of  men  who, 
although  well-versed  in  the  intricacies  of  older  means  of 
transport,  are  not,  presumably,  quite  so  familiar  with  the 
problems  of  the  newest  form  of  all.  Secondly,  although  the 
figures  have  by  now,  perhaps,  been  slightly  altered,  there 
is  little  doubt  that  the  figures  of  cost  estimated  by  Sir  Henry 
at  the  last  Air  Conference  were  very  near  the  mark  indeed, 
and  have  served  as  a  very  useful  basis  on  which  to  build  an 
estimate  of  the  cost  of  air  transport.  In  the  present  paper 
Sir  Henry  altered  some  of  the  figures  to  conform  with  the 
greater  efficiency  of  modern  machines,  and  it  may  be  taken 
that  his  latest  figures  come  very  near  representing  actual 
facts  as  they  apply  at  the  present  time. 

In  view  of  the  fact  that  he  was  addressing  a  body  not  at 
present  intimately  connected  with  aviation,  it  was  eminently 
desirable  that  Sir  Henry  should  preface  his  remarks  on  the 
development  of  commercial  airways  with  a  review  of  what  has 
already  been  done  at  home  and  abroad.  This  he  did  in  a 
very  complete  manner,  considering  that  only  limited  time 
and  space  were  available  for  the  purpose.  As  most  of  this 
information  will  already  be  more  or  less  familiar  to  readers 
of  this  journal,  it  is  not  proposed  to  deal  with  it  at  length 
here,  and  we  shall  confine  outselves  to  recording  the  fact 
that  Sir  Henry,  during  the  first  part  of  his  lecture,  managed 
to  give  a  very  complete  picture  of  aviation  as  it  has  developed 
up  to  the  present  time.  A  series  of  tables  were  thrown  on 
the  screen,  based  upon  the  figures  given  by  the  C.G.C.A.  in 
his  last  half-yearly  report,  and  dealing  with  statistics  relating 
to  the  number  of  flights  made  and  passengers  carried,  the 
value  of  goods  carried  by  air  and  the  number  of  letters 
transmitted  by  air  mail,  figures  of  the  efficiencies  attained 
on  the  various  routes,  statistics  of  accidents,  etc.  Sir  Henry 
also  showed  a  .series  of  lantern  slides  illustrating  modern 
aircraft,  both  aeroplanes  and  seaplanes,  so  as  to  give  his 
audience  an  idea  of  the  types  of  machines  that  are  now 
being  used 

A  brief  review  of  the  present  position  of  aerial  transport 
was  also  given,  explaining  the  present  subsidy  arrangement, 
and  giving  the  names  of  the  firms  which  are  operating  at 
present,  or  which  will  be  operating  in  the  spring.  From  this 
brief  resume,  Sir  Henry  said,  it  wrill  be  realised  that  interest 
in  civil  aviation  is  increasing  as  each  country  realises  the 
great  possibilities  of  air  transport. 

Sir  Henry  then  dealt  with  the  question  of  ground  organisa¬ 
tion,  and,  incidentally,  stated  that  he  disagreed  with  a 
statement  recently  issued  by  the  Air  League,  reflecting  on  the 
Air  Ministry  and  the  Department  of  Civil  Aviation,  and  the 
work  they  had  done.  He  thought  such  attacks  unfair,  and 
considered  that  they  could  only  be  based  on  a  lack  of 
knowledge  of  what  the  Department  had  done.  He  felt  sure 
that  if  the  route  between  the  French  coast  and  Paris  were  as 
well  organised  as  the  route  from  London  to  the  coast  the  cross- 
Channel  services  wrould  be  even  more  efficient  than  they  are  now. 
On  the  very  important  subject  of  night  flying,  Sir  Henry  said  he 
thought  we  were  well  in  sight  of  night  flying  being  carried 
out  during  the  summer  months,  although  it  will  not  be  easy 
to  carry  on  during  the  more  severe  conditions  obtaining  in 
the  winter.  He  then  quoted  some  observations  which  he 
made  on  the  subject  of  night  flying  at  the  last  Air  Conference, 
pointing  out  how  night  flying  will  materially  increase  the 
usefulness  of  air  transport.  A  brief  indication  was  given  of 
the  lighting  arrangements  from  Croydon  to  the  coast,  and 
reference  was  made  to  the  great  services  wliich  wireless  and 
meteorology  can  and  do  render  to  aviation. 

Sir  Henry  then  turned  to  commercial  considerations,  and 
summarised  the  figures  which  he  arrived  at  in  his  paper  read 
before  the  last  Air  Conference.  The  cost  of  carrying  a 
passenger  from  London  to  Paris  was  £$  16s..  or  4 \d.  per 
passenger-mile,  and  the  cost  of  conveying  1  lb.  of  cargo  from 
London  to  Paris  w^as  4$d.,  or  3s.  7 d.  per  ton-mile.  These 
figures  were  based  on  the  use  of  the  most  efficient  machines 
existing  at  that  time,  and  on  the  assumption  that  a  full  load 
*  Ri'\ume‘  of  Paper  read  before  the  Institute  of  Transport  on  Feb.  13,  1922. 


was  carried,  although  a  more  correct  figure  would  be  that 
based  on  a  75  per  cent,  load  factor.  On  that  basis  the  figures 
became  £j  4s.  per  passenger  (7 \d.  per  passenger-mile),  and 
7 d.  per  lb.  for  cargo  (5 s.  4 }2d.  per  ton-mile).  The  above 
figures  Sir  Henry  had  recalculated  in  the  light  of  later  ex¬ 
perience,  and  on  a  basis  of  1920  costs  and  75  per  cent,  load 
factor  the  figures  became  £8  6s.  per  passenger  (8j<L  per 
passenger-mile)  and  8 \d.  per  lb.  of  cargo  (6s.  9 d.  per  ton-mile). 
For  the  most  modern  machines,  such  as  the  Bristol  10-seater 
or  the  “  D.H.34,”  Sir  Henry  arrived  at  the  following  figures, 
based  on  a  75  per  cent,  load  factor  : — Passengers  £6  10s. 
(6 Id.  per  passenger-mile),  and  6 d.  per  lb.  for  cargo  (4s.  7 id. 
per  ton-mile).  Sir  Henry  thought  that  in  the  new  year  the 
machines  in  use  will  be  of  modem  type,  so  that  by  the  end 
of  the  year  there  should  be  available  some  definite  informa¬ 
tion  regarding  costs.  Under  the  new  subsidy  scheme  this 
information  will  be  in  the  hands  of  the  Department  of  Civil 
Aviation,  which,  it  is  understood,  intend  to  make  it 
public. 

Regarding  the  future.  Sir  Henry  said  that  reductions  will 
be  achieved  by  perfecting  traffic  management  and  upkeep, 
and  he  pointed  out  two  methods  by  which  success  in  transport 
may  be  attained.  The  first  is  by  increase  of  revenue,  and  the 
second  by  reduction  in  operating  charges.  Improvements  in 
increase  of  revenue  might,  he  thought,  be  effected  by  a 
greater  measure  of  propaganda,  publicity  and  advertising  of 
the  aerial  services,  but  principally  by  the  creation  of  confi¬ 
dence.  The  average  Englishman,  Sir  Henry  said,  is  a  very 
conservative  person,  and  we  have  to  make  him  develop  the 
habit  of  air  travel.  The  lecturer  pointed  out  that  one  of  the 
factors  that  wall  inspire  the  public  with  confidence  is  for  the 
operating  companies  always  to  run  their  aircraft  to  schedule 
by  starting  at  the  times  stated  in  their  time-tables.  One 
question  which  has  very  considerable  bearing  on  the  increase 
of  passenger  traffic  is  that  of  carrying  passengers’  luggage. 
At  present  there  is  considerable  uncertainty  as  to  whether  or 
not  a  passenger  will  be  allowed  to  take  more  than  a  small 
handbag  weighing  up  to  about  30  lbs.  free  of  charge.  Sir 
Henry  thought  that,  although  carrying  luggage  in  the  same 
machine  as  that  conveying  the  passengers  has  the  advantage 
of  ensuring  that  the  luggage  arrives  with  the  passenger,  it 
would  be  a  mistake  to  load  up  with  a  lot  of  heavy  luggage 
an  aircraft  built  specially  for  speed  and  for  the  comfort  of 
passengers.  He  thought  it  would  be  a  matter  for  the  transport 
companies,  either  individually  or  collectively,  to  arrange  for 
special  luggage  machines,  and  suggested  that  there  should  be 
at  a  central  point  in  London  a  collecting  depot,  where  pas¬ 
sengers'  luggage  might  be  taken  the  day  before,  or  in  the 
early  morning  of  the  day  on  which  the  passenger  wishes  to 
travel.  The  luggage  would  be  passed  through  the  customs 
at  this  depot,  and  w'ould  then  in  bond  be  taken  to  the  aero¬ 
drome  and  placed  in  the  luggage  machine.  On  arrival  at 
the  other  end  the  reverse  process  would  take  place. 

On  the  question ,of  goods  carrying  by  air,  Sir  Henry  thought 
that  this  class  of  traffic  must  be  specially  catered  for,  and 
that  a  slower  type  of  machine  could  be  used.  By  having 
machines  specially  designed  for  the  purpose  greater  space 
could  be  provided  and  greater  quantities  carried  than  is  the 
case  with  the  present  type  of  machine.  More  rapid  handling 
at  the  terminals  is  also  necessary,  Sir  Henry  thought,  and  if 
the  scheme  outlined  to  deal  wfifli  luggage  was  put  into  force, 
the  bonded  collecting  and  distributing  centres  could  also  be 
used  for  the  handling  of  goods  traffic. 

Turning  now  to  the  question  of  reduction  of  costs,  Sir 
Henry  thought  there  is  considerable  scope  under  this  heading. 
He  thought  that  probably  savings  may  chiefly  be  effected  by 
improvements  to  the  ground  organisation.  The  aircraft 
designer  can  also  help  to  a  considerable  extent  in  this  direction 
by  simplifying  detailed  parts  of  the  machine  and  by  making 
such  parts  as  require  to  be  overhauled  more  readily  accessible 
The  accompanying  table  indicates  howr  important  is  this 
aspect  of  the  question.  Maintenance  represents  16  per  cent, 
of  the  total  running  costs  ;  depreciation  represents  about 
18  per  cent.,  and  insurance  about  6  per  cent.  The  question 
of  the  economical  use  of  petrol  and  oil  is  of  great  importance, 
as  will  be  realised  when  it  is  pointed  out  that  the  cost  figures 
for  petrol  and  oil  form  23  per  cent,  of  the  total  running  costs. 
Improvements  will  come  gradually  as  experience  points  the 
way,  but  much  can  be  done  by  the  collaboration  of  the  traffic 
manager  and  the  aircraft  constructor — one  to  state  his 
experience  and  the  other  to  respond  and  fill  the  requirements 
for  which  the  transport  operator  calls. 


Ill 


February  16,  1922 


Operating  Charges  of  “Bristol  ”  ten-seater  Aeroplane. 


General  Charges — 

(Personnel,  Advertising,  Rent  at 
Terminal  Aerodrome,  Trans¬ 
port,  Administration  Expenses, 
etc.,  etc. 

Maintenance — Labour 

Spare  Parts  (based  on  25  per  cent, 
of  value  of  machines) 

Pilots  at  £x  per  hour,  plus  retaining 
fee  . . 

Petrol  and  oil,  6,000  hours  . . 
Insurance  of  Aircraft  at  15  per  cent, 
Depreciation  of  Machines  : — 

3,000  flying  hours — engines 
-> 000  ,,  — aeroplanes  / 

Interest  on  Capital — 10  per  cent,  . . 


Cost  per  flying  hour  .  . 

,,  aircraft  mile 
„  passenger  mile 
,,  passenger  per  journey  of  240 
miles  on  xoo  per  cent,  load  factor 

Cost  per  passenger  on  75  per  cent, 
load  factor  . , 

Cost  per  passenger  on  50  per  cent, 
load  factor  . . 

Cost  per  ton  of  cargo  per  journey  of 
of  240  miles  . , 

Cost  per  ton  mile 

Cost  per  lb.  of  cargo  per  journey  of 
240  miles  on  100  per  cent,  load 
factor 

Cost  per  lb.  of  cargo  per  journey  of 
240  miles  on  75  per  cent,  ioad 
factor 

Cost  per  lb.  of  cargo  per  journey  of 
240  miles  on  30  per  cent,  load 
factor 


Percen  * 
tage  of 

h 

s. 

d. 
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0 
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Sir  Henry  then  proceeded  to  outline  the  commercial  advan¬ 
tages  of  aircraft,  pointing  out  that  these  may  be  put  under 
three  main  headings — speed,  mobility  and  direct  transit. 
As  far  as  speed  is  concerned,  aircraft  has  an  outstanding 
advantage  over  all  other  forms  of  transport.  Even  today 
we  do  not  think  of  aerial  travel  except  in  terms  of  90  or  100 
m.p.h.,  and  in  the  future  Sir  Henry  did  not  see  any  reason 
why  we  should  not  employ  higher  cruising  speeds,  such  as 
130  m.p.h.  To  ilhistrate  the  gains  which  can  be  effected 
by  air  travel,  Sir  Henry  showed  a  table  of  times  taken  by 
the  express  train  and  boat  services  to  reach  the  principal 
towns  in  Europe,  and  also  the  time  in  which  the  aeroplane 
could  complete  the  journey.  Under  the  heading  of  mobility. 
Sir  Henry  pointed  out  the  advantages  of  air  lines  in  being 
able  to  plan  their  routes  without  having  to  consider  the 
question  of  establishing  a  highly  expensive  permanent  way. 
While  considering  the  question  of  mobility,  the  lecturer  said 
lie  would  like  to  draw  special  attention  to  one  particular  type 
of  machine,  the  amphibian,  which  possesses  the  great  advan¬ 
tage  of  being  able  to  alight  in  and  depart  from  even  the 
centre  of  a  big  town,  provided  a  river  or  waterway  is  available. 
Under  the  third  heading,  that  of  direct  transit,  Sir  Henry 
pointed  out  the  ability  of  the  aeroplane  to  move  goods  from 
one  point  to  another  with  as  little  handling  as  possible,  and 
the  very  great  advantages  arising  from  this  fact.  In  conclu¬ 
sion,  Sir  Henry  said  that,  while  claiming  these  advantages 
for  commercial  air  transport,  he  did  not  suggest  that  it  was 
going  to  displace  the  older  forms,  but,  on  the  contrary,  he 
believed  it  would  be  additional  and  auxiliary  to  them. 

The  discussion  which  followed  the  reading  of  the  paper 
was  opened  by  the  Under-Secretary  of  State  for  Air,  Lord 
Gorell,  who  said  that  he  was  pleased  to  find  that  the  lecturer 
had  shown  illustrations  of  the  excellent  work  done  by  aircraft 
in  Canada,  as  this  work  was  not  nearly  so  well-known  as 
it  deserved  to  be.  He  also  agreed  with  the  lecturer  that  the 
carriage  of  goods  by  air  was  important,  and  thought  that, 
ultimately,  this  form  of  air  transport  might-  become  more 
important  than  the  carriage  of  passengers  and  mails.  As  a 
piece  of  exclusive  information,  the  Under-Secretary  informed 
the  audience  that  news  had  just  come  through  that,  on  the 
question  of  airship  services,  India  regretted  not  being  able 
at  present  to  see  its  way  to  take  part  in  such  an  undertaking. 
Lord  Gorell  stated  that  he  had  been  severely  criticised  for 
pessimism,  but  that  he  did  not  think  this  was  quite  deserved, 


and  he  thoroughly  believed  in  the  future  of  aviation.  He 
quoted  Lord  Weir’s  remarks  at  the  Air  Conference  on  the 
comparison  between  the  balance  sheets  of  machines  three 
years  old,  and  those  of  modern  type,' and  how  such  a  com¬ 
parison  led  one  to  believe  that  the  time  will  not  be  far  off 
when  civil  aviation  will  be  able  to  stand  without  artificial 
support.  The  policy  of  the  Government,  he  said,  was  to 
place  the  cross-Channel  services  on  a  commercial  basis. 
The  next  step  would  be  to  attempt  to  arrive  at  an  international 
agreement  with  France,  for  the  extension  of  services  to  Malta, 
and  later  to  Cairo  and  Karachi.  With  regard  to  the  Cairo- 
Baghdad  route,  as  soon  as  the  necessary  organisation  was 
available,  this  route  should  be  handed  over  to  commercial 
companies. 

Brig. -General  Sir  Sefton  Brancker  said  that,  at  the  Air 
t  onference,  he  had  complained  of  seeing  nothing  but  familiar 
laces,  whereas  at  the  Institute  of  Transport,  he  was  pleased 
to  be  among  more  unfamiliar  surroundings.  He  thought  one 
could  sub-divide  the  question  of  air  transport  under  three 
heads.  The  first  for  use  over  densely -populated  areas,  the 
so  ond  between  places  of  importance  separated  by  sparsely - 
populated  areas,  and  the  third  trans-oeeanic  transport. 
For  the  first,  high  efficiency  and  high  speed  were  required, 
whereas  tor  the  second  smaller  speed  was  required,  and  for  the 
third,  he  thought  the  airship  most  suitable. 

Stability  was  a  feature  of  aeroplanes  which  he  believed  to 
be  of  great  importance,  and  one  for  which  he  was  constantly 
pleading.  He  would  do  so  again,  and  stated  that  with  a 
stable  aeroplane  we  could  fly  in  gales,  fog,  rain,  snow  and 
everything  else.  On  the  question  of  economy,  he  thought 
that  in  a  couple  of  years  petrol  would  be  a  good  deal  cheaper, 
which  would  help  aviation  to  a  great  extent. 

Lieut. -Col.  \\ .  A.  Bristow  said  he  had  expected  to  hear  the 
views  of  transport  people,  but  that  it  seemed  that  one  had  been 
listening  to  the  usual  aeroplane  people  instead.  While 
appreciating  General  Brancker’s  plea  for  stable  aeroplanes, 
he  did  not  see  how  that  was  going  to  help  one  a  great  deal 
when  the  engine  stops.  On  the  subject  of  night-flying,  he 
was  not  very  confident  yet,  and  suggested  that,  personally, 
his  feelings  were  that  before  he  would  be  really  happy  flying 
at  night,  some  form  of  lighthouse  of  approximately  the  power 
of  the  sun  would  be  required.  He  quoted  figures  of  German 
commercial  activities,  especially  of  the  Deutsche  Lufl- Itederei , 
and  stated  that  if  Germany  had  managed  to  do  as  much  as 
this,  under  all  her  severe  handicaps,  there  was  no  doubt  that 
she  regarded  commercial  aviation  very  seriously,  and  would 
make  great  strides  as  soon  as  she  was  at  liberty  to  develop 
freely. 

Commander  James  Bird,  of  the  Supermarine  Aviation 
Works,  said  he  regretted  very  much  that  at  the  Air  Con¬ 
ference  no  mention  was  made  of  .seaplanes,  and  of  all  they 
could  do  and  had  already  accomplished.  He  pointed  out 
that  a  great  deal  of  the  development  work  abroad  had  been 
done  by  seaplanes.  As  a  maritime  nation,  and  in  view  of 
our  far-flung  Empire,  he  thought  that  much  more  attention 
should  be  given  to  the  seaplane.  As  regards  costs  of  air 
transport,  he  pointed  out  that  seaplanes  did  not  require 
the  expensive  organisation  which  was  necessary  for  land 
machines,  as  they  could  make  use  of  existing  seaports  and 
lighthouses.  Alighting  at  night,  or  in  a  fog,  is  relatively 
easy  for  the  seaplane,  which  need  only  worry  about  altitude, 
and  but  little  about  lateral  direction.  Commander  Bird  also 
referred  to  the  use  made  by  the  guiding  electric  cable  in 
New  Arork  Harbour,  and  at  Portsmouth,  and  indicated  the 
possibility  of  its  application  to  the  directing  of  aircraft. 
As  regards  amphibians,  he  was  sorry  to  see  that  the  Under¬ 
secretary  of  State  for  Air  did  not  see  any  possibility  of  opening 
up  the  Irish  air  route  in  the  near  future.  This  route  would 
have  called  for,  and  would  have  been  well  served  by,  the 
amphibian  type  of  machine.  He  thought  the  Air  Ministry 
was  making  a  mistake  in  not  paying  sufficient  attention  to 
the  amphibian  front  the  commercial  point  of  view,  and  in 
leaving  it  to  the  Services  to  develop  this  type.  Finally, 
as  an  indication  of  what  developments  the  future  might  hoid 
as  regards  seaplanes,  Commander  Bird  stated  that  some  time 
ago  he  had  had  a  conversation  with  Mr.  Thornycroft,  and 
they  had  arrived  at  the  somewhat  startling  result,  that  a 
modern  destroyer,  if  relieved  of  certain  not  absolutely 
essential  things,  would  have  enough  power  for  her  weight 
to  fly  on  her  existing  engines  if  wings  of  suitable  size  were 
fitted.  He  also  mentioned  that  something  is  being  done  in 
the  matter  of  very  large  and  seaworthy  seaplanes,  and  that 
his  firm  was,  at  present,  engaged  on  the  construction  of  a 
large  flying-boat,  which  was  intended  normally  to  be  moored 
out,  and  only,  leave  the  water  for  overhauls,  much  after  the 
fashion  of  a  ship  going  into  dry-dock.  The  crew  would 
sleep  on  board,  suitable  cabin  accommodation  and  berths  being 
provided. 
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London  Gazelle,  February  7,  1922 
General  Duties  Branch 

The  follg.  are  granted  permanent  commns.,  retaining  their  present  sub¬ 
stantive  rank  and  seny.,  with  effect  from  the  dates  indicated.  Gazettes  0/ 
those  dates,  appointing  them  to  short  service  cotnmns.,  are  cancelled:- 

Flying  Offrs. — E.  R.  C.  Hobson,  D.F.C.  ;  Dec.  5,  1919.  H.  L.  1’.  Lester; 
Dec.  19,  1919. 

Obs.  Offr. — C.  P.  M.  B.  Caillard  ;  Oct.  24,  1919. 

Lieut.  M.  G.  Penny,  R.A.,  is  granted  temp,  comrnn.  as  a  Flving  Offr.  on 
seedg.  for  four  years’  duty  with  the  R.A.F.  ;  fan.  20. 

The  follg.  are  restd.  to  full  pay  from  half-pay  Fliglit-Lieut.  E.  Drudge, 
M.B.E.  ;  Feb.  4.  Flight  Lieut.  II.  V.  German  ;  Feb.  2.  Flying  offr. 
C.  C.  Bazell ;  Jan.  31. 

Flying  Offr.  S.  A.  H.  Bowyer  resigns  his  short  service  comrnn.,  and  is 
granted  rank  of  Capt.  ;  Jan.  8. 

Stores  Branch 

Flying  Offr.  A.  T.  Shaw  is  granted  a  permanent  comma,,  retaining  his 
present  substantive  rank  and  seny.,  with  effect  from  Sept.  12,  1919,  and  is 
transfd.  to  the  Stores  Branch,  with  effect  from  Dec.  6,  1921.  Gazette  Sept..  12, 
igtg,  apptg.  him  to  a  short  service  comrnn.,  is  cancelled,  Sec.  Lieut.  G.  G.  C. 
Pigott  is  granted  a  short  service  comrnn.  as  a  Flying  Offr.  on  probation, 
with  effect  from,  and  with  seny.  of,  Jan.  28.  Flying  Offr.  D.  A.  \V.  Sugden 
is  granted  a  short  service  comrnn.  in  the  rank  stated,  with  effect  from,  and 
with  seny.  of,  Dec.  17,  1921.  C.  N.  Scott  is  granted  a  temp,  rommu.  as 
a  Flying  Offr.  on  probation  ;  Jan.  15,  1921  (substd.  for  Gazette  Feb.  4,  1921). 


Xursing  Service 

Miss  I.  M.  Tench  is  confirmed  in  her  appi.  as  a  Staff  Nurse;  lulv  n 
1921.  J  * 

M  emoranda 

three  Cadets  are  granted  lion,  commns.  as  Sec.  Lieuts.  with  effect  from 
the  dates  of  their  demobilisation. 

Sec.  Lieut.  \\  .  Mvlani  is  deprived  of  permission  to  retain  his  rank  on 
convictron  by  a  Field  General  Court-Martial  ;  June  7,  igzi. 

Erratum 

,.Sr<is^!e  -Jan-  1.3  (Flight,  Jan.  19.  p.  (3)  ;  In  notification  relating  to 
I' light  I. lent.  J.  S.  Smith,  for  Gazette  of  Dec  27,  1921,  read  Gazette  of  Dec  10 
1921. 

London  Gazette,  February  10,  1922 

Air  Commodore  F.  C.  1 1  ala  li  an,  C.M.G.,  D.S.O.,  M.V.O.,  is  apptd.  Director 
of  Aeronautical  Inspection,  Air  Ministry;  Jan.  3. 

General  Duties  Branch 

Flight  Lieut.  C.  P.  O.  Bartlett,  D.S.C.,  is  placed  on  half-pay,  Scale  B; 
Leb.  3.  Pilot  Offr.  on  probation  D.  C.  Grav  relinquishes  his  short  «er\ice 
comrnn.  on  account  of  ill-health  ;  Feb.  r. 

Memoranda 

Three  Cadets  are  granted  hon.  commns.  as  Sec.  Lieuts.  with  cffer.t  from  the 
dates  of  their  demobilisation. 

Hon.  Sec.  Lieut.  C.  YV.  T.  Macgilivray  relinquishes  his  hon.  conmui.  on 
joining  the  T.A.  ;  Dec.  20.  1921. 
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Appointments. — The  following  appointments  in  the  Royal  Air  Force  are 

dir  Commodores. —  F.  C.  Halahan,  C.M.G.,  D.S.O.,  M.V.O.,  from  Directorate 
of  Equipment  (Air  Ministry)  to  Director-General  of  Supply  and  Research, 
on  appointment  as  Director  Of  Aeronautical  Inspection.  ?.  1.22.  H.  C.  T. 
Dowding,  C.M.G.,  from  No.  r  Group  Headquarters  (Inland  Area)  to  Head¬ 
quarters  (Inland  Area),  as  Chief  Staff  Officer.  27.2.22. 

Group  Captains.—  P.  L.  YV.  Herbert,  C.M.G.,  C.B.E.,  from  Headquarter* 
(Inland  Area)  to  Air  Ministry  (Directorate  of  Training  and  Organisation),  as 
Deputy  Director  of  Training.  27.2.22.  E.  R.  Ludlow  Hewitt,  C.M.G., 
D.S.O.  M.C.,  A.D.C.,  from  Directorate  of  Training  and  Organisation  (Air 
Ministry),  on  appointment  as  Air  Secretary  to  the  Secretary  of  State  for  Air 
1.2.22. 

Wing  Commanders.  YV.  L.  Welsh,  D.S.C.,  A.F.C.,  from  No.  14  Squadron 
(Middle  East  Area)  to  R  A  F  Dcpdt  (Inland  Area).  17.1.22.  F.  Ranken 
O.B.E.,  from  R.A.F.  Depfft  (Inland  Area)  to  Half-pay  List.  1.2.22. 

Squadron  Leaders. — T.  S.  Rippon,  O.B.E.,  from’  Headquarters  R  \  F 
India,  to  Headquarters  (Middle  East  Area).  7.1.23.  G.  S.  Trevin,  AFC 
Irom  No.  10  Group  Headquarters  (Coastal  Area)  to  command  Seaplane 
I  raining  School  (Coastal  Area).  15.2.22.  L.  F.  Forbes,  M.C.,  from  Iraq 

<$>  <$> 

The  Airship  Officers’  Club 

Very’  happy  was  the  gathering  0!  members  of  the  Airship 
Officers’  Club,  at  the  Connaught  Rooms  on  February  8,  for 
their  Annual  Reunion.  It  was  like  a  delightful  family  party, 
and  the  President,  Rear-Admiral  Murray  F.  Sueter,  M.P.’ 
was  very  welcome  in  the  Chair.  In  the  course  of  his  remarks’ 
tile  Admiral  recalled  the  early  days  of  airships  and  their 
troubles.  In  spite  of  all  the  enemies  who  were  just  now 
conspiring  to  belittle  the  lighter-than-air  craft,  he  was  con¬ 
vinced  that  in  the  near  future  airships  would  be  recognised 
as  ideal  for  transport  for  long  journeys,  Mr.  Ashbolt,  the 
Agent-General  for  Tasmania,  who  supported  the  Chairman, 
was  a  strength  to  the  meeting.  He  was  as  enthusiastic  as 
ever,  and  again  advocated  airships  as  the  connecting  link  for 
cementing  the  interests  of  the  British  Empire. 

Amongst  about  fifty  members  of  the  Club  and  others  who 
were  present  were  Rear-Admiral  Davidson,  the  Italian  Air 
Attache,  Major  G.  H.  Scott,  Major  G.  F.  Herron,  an  inde¬ 
fatigable  worker  in  keeping  the  units  of  the  Club  together. 
Comm.  F.  L.  M.  Boothby,  Lieut.-Col.  Mervyn  O’Gorman,  etc. 
Airmen ’s  Marriage  Allowances 

The  official  index  figure  for  the  cost  of  living  having 
fallen  to  92  at  January’  i,  1922,  it  is  notified,  in  accordance 
with  Air  Ministry  Weekly  Order  109  (para.  58)  of  1921,  that 
the  rates  of  marriage  allowance  for  the  year  commencing 
April  6,  1922,  have  been  revised. 

Disbandment  of  London  Mechanical  Transport  Section, 
R.A.F. 

1  t  is  notified  for  information  that  the  Air  Ministry  Garage^ 
Ebuiy  Bridge  Road,  S.W.  1,  closed  at  midnight  on  February 
5.  1922,  and  the  London  Mechanical  Transport  Section  ceased 
to  exist. 

Withdrawal  of  R.A.F.  Units  from  Ireland 

It  has  been  decided  that,  as  soon  as  the  necessary 
arrangements  can  be  made,  all  R.A.F.  units  shall  be  withdrawn 
from  Ireland  and  the  existing  air  stations  disposed  of.  With 
this  end  in  view,  an  advance  party  of  Headquarters  No.  11 
(Irish)  Wing,  R.A.F.,  has  been  sent  from  Baldonnell  (near 
Dublin)  to  Spittlegate  (Lincolnshire)  for  the  purpose  of 
opening  a  new  Wing  Headquarters  there. 


Group  Headquarters  (Middle  East  Area(  to  R.A.F.  Depfit  (Inland  Area) 
(Supernumerary.)  31. 12.21.  G.  YV.  Robarts,  M.C.,  from  R.A.F.  Dep6t 
(Inland  Area)  to  No.  7  Group  Headquarters  (Inland  Area).  1.2.22.  B.  L. 
Huskisson,  D.S.C.,  from  Iraq  Group  Headquarters  (Middle  East  Area)  to 
Armament  and  Gunnery  School  (Cadre)  (Inland  Area),  as  Chief  Fighting 
Instructor  15.2.22.  J.  McCrae,  M.B.E.,  from  R.A.F.  Dcpdt  (Inland  Area) 
to  No.  5  Flying  Training  School  (Inland  Area).  18.2.22. 

Flight  Lieutenants.— J.  R.  McCrindle,  M.C.,  O.B.E.,  from  British  Delegation 
(Air  Section),  Paris,  to  Half-Pav  List.  25. it. 21.  B.  A.  Malet,  D.F.C 
from  No.  10  Group  Headquarters  (Coastal  Area)  to  Seaplane  Training 
School  (Coastal  Area).  15.2.22.  M.  H.  Butler,  D.F.C.,  from  No.  5  Squadron 
(India)  to  R.AF.  Depot  (Inland  Area).  7.1.22.  E.  Meynell,  D.C.M.,  from 
Stores  Depot,  Egypt  (Middle  East  Area),  to  R.A.F,  Depdt  (Inland  Area). 

^  McYW  Daniel,  M.B.,  from  Aircraft  Park,  India,  to  R.A.F.  Depdt 
(Inland  Area).  7.1.22.  C.  H.  N.  Nunn,  from  No.  27  Squadron  (India)  to 
R.A.F.  Depdt  (Inland  Area).  7.1.22.  C.  P.  O.  Bartlett,  D.S.C.,  from  No.  39 
Squadron  (Inland  Area)  to  Half-pay  List.  Pending  embarkation  overseas. 
3-2.’22-  C.  G.  Hethcririgtori,  M.B.E. ,  from  Headquarters,  No.  11  (Irish) 
YYing  to  School  of  Technical  Training  (Men)  (Inland  Area).  1.2.22.  J.  H 
Hagon,  from  R.A.F.  Airship  Base  (Coastal  Area)  to  R.A.F.  DepOt  (Inland 
Area).  To  remain  attached  to  School  o!  Photography.  1,2.22. 

<$>  <s> 

Oranmore  Aerodrome  (Galway)  has  already  been  closed 
down,  and  the  unit  stationed  there,  a  Detached  Flight  of 
:Vn.  100  Squadron,  has  been  moved  to  Baldonnell,  while 
"A"  Flight  of  No.  4  Squadron  has  already  returned  to 
England  and  rejoined  its  Squadron  Headquarters  at  South 
Farnborough. 

The  machines  are  returning  home  by  air,  and  the  personnel 
and  equipment  by  rail  and  boat  as  rapidly  as  circumstances 
permit. 

Move  of  No.  70  Squadron  to  Irak 

No.  70  Squadron  has  moved  from  Heliopolis  to  Baghdad, 
and  was  transferred  for  all  purposes  from  the  Egyptian  Group 
to  the  Iraq  Group,  with  effect  from  February  i,  1922. 

Transfer  to  Coastal  Area  of  Aeroplane  Experimental 
Establishment,  Martlesham  Heath 

The  Aeroplane  Experimental  Establishment,  Martlesham 
Heath,  and  the  detachment  at  Orfordness,  were  transferred 
from  the  Inland  Area  to  the  Coastal  Area,  with  effect  from 
February’  1,  1922. 

The  King’s  Levee,  February  10 

Amongst  those  who  attended  the  Levee  held  by  FI  is 
Majesty  the  King  at  St.  James’s  Palace  on  February  10 
were  the  following  Air-Marshal  Sir  Hugh  Trenchard,  C.B., 
D.S.O. ,  K.C.B.,  Wdng-Comdr.  L.  Greig  (in  attendance  on 
H.R.H.  the  Duke  of  York),  Capt.  the  Right  Hon.  F.  E. 
Guest,  C.B.E.,  D.S.O.,  M.P.,  Secretary  of  State  for  Air,  Air 
Vice-Marshal  Sir  John  M.  Salmond,  K.C.B.,  C.M.G.,  D.S.O., 
Wing-Comdr.  A.  H.  Wynne,  O.B.E.,  Fliglit-Lieut.  H.  H. 
Balfour,  M.C.,  Flight-Lieut.  R.  H.  Saundby,  M.C.,  A.F.<^. 
Flying  Officer  H.  L.  Macro,  D.F.C.  The  following  were 
presented  to  the  King  Flight-Lieut.  J.  C.  Brooke,  D.S.C., 
Observer  Officer  R.  F.  Casey,  D.F.C,,  Flying  Officer  H.  A. 
Dinnage,  Flight-Lieut.  V,  Greenwood,  Flight-Lieut.  R, 
Halley,  D.F.C,,  A.F.C.,  Sqdn.-Ldr.  W.  C.  Hicks,  A.F.C., 
Flight-Lieut.  L.  V.  Hirst,  Observer  Officer  G.  McCormack. 
Sqdn.-Ldr.  J.  C.  Quinnell,  D.F.C..,  Flight-Lieut.  E.  B.  Rice, 
Flying  Officer  R.  L.  Sweeny,  Flight-Lieut,  A.  W.  Turner, 
D.C.M.,  Flight-Lieut.  C.  Turner,  A.F.C.,  Flying  Officer  A.  R. 
War  die,  etc. 
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IMPORTS  AND  EXPORTS,  1921-1922 

Aeroplanes,  airships,  balloons  and  parts  thereof  (not  shown 
separately  before  1910).  For  1910  and  1911  figures  see 
•;  Flight”  for  January  25,  1912;  for  1912  and  1913.  see 
"Flight”  for  January,  17,  19145  for  1914,  see  “Flight” 
for  January  15,  1915;  for  1915,  see  “  Flight”  for  January  13, 
19165  for  1916,  see  “Flight”  for  January  11,  1917!  for 
*9*7»  see  “Flight”  for  January  24,  1918;  for  1918,  see 
“Flight”  for  January  16,  1919;  for  1919,  see  “Flight” 
for  January  22,  19205  for  1920,  see  “Flight”  for  January  13, 
1921  ;  and  for  1921,  see  “  Flight  ”  for  January  19,  1922. 


Jan, 


Imports 

1921.  1922. 

£  £ 
4,459  1,152 


Exports  Re-Exportation 

1921.  1922.  1921.  1922. 

£  £  £  £ 
87,128  76,552  2,285  23 


Royal  Aeronautical  Society 

Students'  Meetings — The  next  students’  meeting  will  be 
held  in  the  Society  Library  at  7  p.m.,  on  Thursday,  February 
23,  when  Mr.  G.  R.  Irvine  will  read  a  paper  on  “  Some 
Possible  Improvements  in  Aero  Engines.”  Mr.  A.  E.  L. 
Chorlton,  C.B.E.,  M.I.C.E.,  M.I.M.E.,  will  take  the  Chair. 
Cambridge  University  Aeronautical  Society 

Synopsis  of  this  term’s  lectures,  etc  :  January  25, 
“  Theory  of  Flight.  Rigging  Engines,  etc.”  (Cinema  films)  ; 
February  1,  “  Installation,”  by  Brig.-General  R.  K.  Bagnall 
Wild,  C.M.G.,  C..B.E.  ;  February  8,  "  Performance  Testing 
of  Aircraft,”  by  Major  T.  M.  Barlow,  M.Sc.,  F.R.Ae.S,. 

A. M.l.C.E.  ;  February  15,  “The  Auxiliary  Air  Force,”  by 
Air -  Marshal  Sir  Hugh  Trenchard ;  February'  22,  General 
Meeting,  Election  of  Officers,  etc.  ;  March  1,  “  High  Altitude 
Engines,”  by  Mr.  H.  R.  Ricardo  ;  March  8,  “  Aerial  Manoeuvre 
in  its  Relation  to  Modern  Flying,”  by  Squad-Leader  R.  M. 
Hill,  M.C.,  A.F.C.  Dates  to  be  arranged  for  visit  to  the 
Aircraft  Experimental  Station,  Martlesham  Heath,  Suffolk, 
and  a  visit  to  the  Royal  Aircraft  Establishment,  Farnborough. 
All  Meetings  commence  at  8.30  p.m. 

Clive  O.  B.  Beale,  Hon.  Sec.,  Trinity  College,  Cambridge. 
Cross- Channel  Air  Services  :  London-Brussels  route. 

As  the  proposals  for  the  operation  of  the  London- 
Brussels  service  made  by  the  syndicate  approved  for  subsidy 
have  not  matured,  the  "  approval  ”  which  had  been  pro¬ 
visionally  given  has  been  withdrawn.  Applications  for  the 
operation  of  this  service,  which  should  be  forwarded  to  the 
Secretary,  Air  Ministry,  Ivingsway,  W.C.  2,  before  March  r, 
are,  therefore,  again  invited,  on  the  understanding  that  only 
one  firm  will  be  subsidised  on  this  route  during  the  present 
year. 

The  assistance  to  be  given  by  the  Air  Ministry  will  be  on  the 
lines  already  announced  ;  detailed  information  with  regard  to 
these  can  be  obtained  on  application. 

Cairo-Baghdad  Air  Mail 

The  Postmaster-General  states  that  the  Air  Mail  which 
was  despatched  from  London  on  January  26  reached  Baghdad 
on  February  5.  The  next  air  mail  to  Baghdad  will  be  dis¬ 
patched  from  London  on  Thursday,  February  23. 

Navy  Economising 

With  the  object  of  effecting  economies  in  the  cost  of 
the  personnel  of  the  Naval  Service,  the  Admiralty  announce 
that  recruiting  for  the  Royal  Marines  is  to  cease  forthwith, 
and  that  officers  seconded  or  attached  to  the  Royal  Air  Force 
from  the  Royal  Navy  or  the  Army  will  not  be  liable  to,  nor 
eligible  for,  half-pay,  whilst  they  are  so  seconded  or  attached. 
Three  R.A.F.  Fatalities. 

We  have  to  record  three  unfortunate  accidents  which 
resulted  in  the  death  of  three  R.A.F.  officers  and  a  member 
of  the  R.A.E.  The  first  occurred  on  February  8  last,  when 
Lieut.  R.  J.  Jenkins,  M.C.,  R.A.F.,  was  killed  through  an 
Avro,  piloted  by  Observer  Officer  Hesketh.  D.F.C.— who 
escaped  with  slight  injuries — crashing  into  some  trees  just  as 
it  was  leaving  the  ground  at  Farnborough.  In  the  second 
accident,  Flying  Officer  Geoffrey  Robinson,  M.C.,  and 
Mr.  J.  S.  Mitchell,  of  the  Royal  Aircraft  Establishment,  were 
both  killed  when  their  machine  came  down  in  flames  at 
Dropmore  Park  on  the  10th.  Major  J.  H.  Vickers,  B.A. — 
R.A.F. — who  was  close  by  at  the  time  of  the  accident,  made 
heroic  eflorts  to  extract  the  unfortunate  men  from  the 
burning  wreckage.  The  third  fatality  occurred  at  Baldonnell 
Aerodrome,  near  Dublin,  the  same  day,  when  Flying  Officer 

B.  J.  Parry  crashed  just  after  leaving  the  ground,  prior  to  a 
flight  to  England. 

A  Model  Club  for  Brighton  and  Hove 

We  are  informed  by  Mr.  A.  L.  Churcher,  of  97,  Clarendon 
Road,  Hove,  that  it  is  proposed  to  form  a  Model  Aero  Club 
for  this  district.  Will  any  of  our  readers  interested  please 
communicate  with  him  to  the  above  address  ? 


S.T.D.  Motors,  Ltd. 

At  the  General  Meeting  of  S.T.D.  Motors,  Ltd.,  last 
week,  Mr.  James  Todd,  the  Chairman,  when  dealing  with 
the  report  of  the  directors,  mentioned  one  point  which  I10 
thought  would  interest  the  shareholders,  viz.,  that  the  directors 
had  elected  to  the  board  of  the  company  in  France,  Mr. 
Dclage,  who  is  the  managing-director  of  the  Nieuport  Aero¬ 
plane  Co.,  in  France,  one  of  the  principal  suppliers  of  aero-* 
planes  to  the  French  army,  and  Admiralty,  and  they  had 
lately  received  an  important  order  from  the  French  army 
for  the  construction  of  a  number  of  large  aviation  motors 
under  the  design  of  Mr.  Louis  Coatalen.  Both  Mr.  Coatalcn 
and  Mr.  Delage  were  confident  that  there  was  a  profitable 
opening  for  the  company  in  France  in  this  direction,  as, 
through  the  equipment  of  their  works  during  the  War  they 
were  especially  adapted  for  the  production  of  heavy  aviation 
motors. 


PUBLICATIONS  RECEIVED 

Criteres  de  V Aptitude  au  Vol  en  Avion.  By  Dr.  P.  Perrin  de 
Brichambaut.  Paris  :  Louis  Arnette,  2,  Rue  Casimir- 
Delavigne. 

Report  No.  116.  Applications  of  Modern  Hydrodynamics 
to  Aeronautics.  By  L.  Prandtl.  National  Advisory  Com 
mittec  for  Aeronautics,  Navy  Building,  Washington,  D.C., 
U.S.A, 

Catalogue 

Metal  Propellers.  The  Metal  Airscrew  Co.,  Ltd.,  Regent 
House,  Kingsway,  W.C.  2. 

m  m  m.  m 

AERONAUTICAL  PATENT  SPECIFICATIONS 

Abbreviations  :  cyl.  —  cylinder  ;  I.C.  —  internal  combustion  ;  to.  ■-  motor* 
The  numbers  in  brackets  are  those  under  which  the  Specification*  will 
be  printed  and  abridged,  etc. 

APPLIED  FOR  IN  1920 

Published  February  16,  1922 

20,160.  A.  Flettner.  Auxiliary  steering-gear  lor  aircraft.  (14ft, 236  1 
20,635.  Dr.  E.  F.  Huth  Ges.  Wireless  signalling  for  ueioplamr 
(148,804.) 

21,054.  E.  Kumplkr  Luftfahrzei’gbau  Ges.  Aeroplane  '..ppoftmg  air 
faces.  (152,308.) 

21,064.  E,  Rumplek.  I.C.  engines.  (152,314.) 

21,069.  Kumpler-Wkrke  Ges.  (in  liquidation).  Aeroplaur-e.  (154,340  1 
2i,o8r.  E.  Rumpi.er  Li  ftfahr/euguau  Ges.  Supporting  'uriaev,  oi 
ae.roplanes.  (151,922.) 

APPLIED  FOR  IN  1921 

Published  February  16,  1922 

27,104  Rumplbr- WtRFCE  Ges.  (in  liquidation).  Aeroplaiwr  win  . . 

machine-gun  mounted  to  fire  rearwards,  or  several  rLeidly  rennet-  <1 
parallel.  (170,294.) 

If  you  require  anything  pertaining  to  aviation,  study 
“Flight's”  Buyers’  Guide  and  Trade  Directory, 
which  appears  in  our  advertisement  pages  each 
week  (see  pages  iii  and  xvi). 

NOTICE  TO  ADVERTISERS 
All  Advertisement  Copy  and  Blocks  must  be 
delivered  at  the  Offices  of  “Flight,”  36,  Great 
Queen  Street,  Kingsway,  W.C.  2,  not  later  than 
12  o’clock  on  Saturday  in  each  week  for  the  following 
week’s  issue. 


FLIGHT 

The  Aircraft  Engineer  and  Airships 
36,  GREAT  QUEEN  STREET,  KINGSWAY,  W.C.  2. 
Telegraphic  address  :  Truditur,  Westcent,  London. 
Telephone  :  Gerrard  1828. 

SUBSCRIPTION  RATES 


”  Flight  ”  will  be  forwarded,  post  free,  at  the  following  rates  : — 


United  Kingdom 

s. 

d. 

Abroad* 

s. 

d. 

3  Months,  Post  Free...  7 

7 

3  Months,  Post  Free. 

..  8 

3 

6  „  ...15 

2 

6  ,,  ,, 

..16 

6 

12  fi  ^ 

4 

12 

■33 

0 

These  rates  are  subject  to  any  alteration  found  necessary 
under  abnormal  conditions  and  to  increases  in  postage  rates. 


*  European  subscriptions  must  be  remitted  in  British  currency 
Cheques  and  Post  Office  Orders  should  be  made  payable  to  the 
Proprietors  of  “  Flight,”  36,  Great  Queen  Street,  Kingsway, 
W.C.  2,  and  crossed  London  County  and  Westminster  Bank, 
otherwise  no  responsibility  will  be  accepted. 

Should,  any  difficulty  be  experienced  in  procuring  “  Flight  ” 
from  local  newsvendors,  intending  readers  can  obtain  each  issue 
direct  from  the  Publishing  Office,  by  forwarding  remittance  as 
above. 
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GUIDE  AND  TRADE  DIRECTORY— oontinued 


(Continued 'from  p.  xvj.J 


FLIGHT  BUYERS' 


LUBRICATING  OILS- 

Wakefield,  C.  C.,  &  Co..  Lid.,  Cheapside,  E.C.  a  | 
Central  1156  (3  lines);  "  Cheery,’’  Cent.  London,  i 


MACHINING  - 

Arnott  &  Harnson,  Ltd.,  Hythe  Road,  Willesden 
Junction.  Willesden  2297. 

Monk  Engineering  Co.,  Ltd.,  Coventry. 

Coventry  S07  ;  "  Assistance,  "  Coventry,  j 


MAGNETOS 

British  Thomson- Horn  ton  Co.,  Ltd.,  Lower  Ford 
Street,  Coventry. 

Telephone  278  ;  “  Asleroidal,"  Coventry. 


METALS  (Anti-Friction)^ 

Hoyt  Metal  tCo..  Ltd.,  Deodar  Road,  Putney, 
S.W.  15.  Putney  1323.  1 


METAL  PARTS  AND  FITTINGS— 

Brown  Bros.,  Ltd.,  Great  Eastern  Street.  London,  I 
E.C.  e. 

Grahame-Wbite  Company,  Ltd.,  Hendon.  N.W.  9. 

Kingsbury  rao. 

London  Office:  12,  Regent  Street,  Pall  Mall, 
S.W.  t.  Regent  2084. 

Monk  Engineering  Co.,  High  St.,  Coventry. 

Coventry  807  ;  “  Assistance.  '  Coventry. 
Rubefy,  Owen  &  Co.,  Dariaston. 

Datlaston  87  ;  “  Roofs,"  Dariaston.  j 


MISCELLANEOUS  - 

British  Oxygen  Co.,  Ltd.  (Hydrogen  Gas), 
Elverton  St.,  Ve*tratn»ter,£>.W.  r. 

Victoria  4706  (2  Tines),  6717  (2  lines). 


MODELS— 

Jones.  A.  E..  I-td,,  25,  Kversholt  Rond,  Camden 
Town,  N.W.  1. 


MOTOR  CARS  AND  MOTOR  BICYCLES  - 

Auto-Carriers  (1911),  1  td.,  181-182,  Hercules  Rd.. 
Westminster  Bridge  Road,  London,  S.E.  1. 


NIGHT  LANDING  LIGHTS— 

Allen-Liversidge,  Ltd., amalgamated  with  Imperial 
Light,  Ltd.,  106,  Victoria  St.,  SAV.  r. 

Victoria  415s  ;  “  Aceterator,"  Sowest,  I.ondon. 


PARACHUTES  - 

E.  R.  Cahhrop’s  Aerial  Patents,  Ltd.,  423a, 
Edgware  Road,  London,  W.  2. 

Paddington  6332. 


PETROL 

Anglo-American  Oil  Co.,  Ltd.  (Pratt's),  Queen 
Anne's  Gate,  S.W.  1. 

Shell-Mex  Ltd.,  Shell  Corner,  Kingsway,  W.C.2. 
Hoi  born  2303-4  ;  “  Shelrine,"  Westcent,  London. 


PHOSPHOR  BRONZE  AND  G UNMETAL— 

Clifford,  Charles,  &  Son,  Ltd.,  Fazeley  Street 
Mills,  Birmingham. 

Central  3634  (4  lines) ;  11  Clifford,"  Birmingham. 
Keeling,  A.  D.,  Ltd.,  Caroline  Street, 
Birmingham. 

Ctntral  440(3  lines);  “  Nickel,"  Birmingham. 


PHOTOGRAPHIC  APPARATUS 

Kodak,  Ltd.  (Wratten  Div.),  Kingsway,  W.C.  2. 


PROPELLERS- 

Faleon  Airscrew  Co.,  113,  Cottenham  Road, 
Holloway,  N.  19.  Hornsey  910  &  2472. 

Metal  Airscrew  Co.,  Ltd.,  Regent  House, 
Kingsway,  W.C.  2. 

Gerrard  5122;  “  Pliantness,"  Phone,  London, 


RADIATORS  AND  RADIATOR  REPAIRS— 

Serck  Radiators,  Ltd.,  Warwick  Road,  Greet, 
Birmingham. 

Victoria  531(3  lines);  “NerleaV,"  Birmingham. 


SHEET  METAL  WORK  STAMPINGS  AND 
PRESSINGS 

Rubery.  Owen  &  Co,,  Dariaston. 

Dariaston  87;  “Roofs,"  Dariaston. 


SPARKING  PLUGS- 

Robinhood  Engineering  Works,  Ltd.,  The,  Putney 
Vale.  S.W.  15.  Putney  2132,  2133. 

“  Kaalgee,’’  Phone,  London. 


SPRAYING  PLANT 

Aerograph  Co.,  Ltd.,  43,  Holborn  Viaduct, 
E.C.  t. 

Holborn  2041  ;  “  Aerography,"  London. 
Midland  Fan  Co. ,  Ltd.,  46, Aston  Rd., Birmingham. 

Central  3463;  “Blast,"  Birmingham. 


STABILIZERS 

Auto  Controls,  Ltd.,  19,  Regent  Street,  Piccadilly 
Circus,  London,  S.W.  j.  Regent  3649. 


TAPES  AND  WEBBING 

MacLennan,  John,  &  Co.,  115,  NewgateSt.,  E.C.i. 

City  3115  ;  “  Vanduara,"  Cent.  London. 


TESTING— 

Tai t-Cox  &  James,  c/o  S.  H eckstal  I S  mi th ,  F.  R .  Ae.S. , 
4,  Golden  Square,  W.  Gerrard  3489. 


TIMBER— 

Owen,  Joseph,  &  Son,  Boro  High  Street,  S.E, 

Hop  3811 ;  "  Bucheron,”  London. 


TUBES,  ALUMINIUM 

British  Aluminium  Co.,  Ltd.,  The,  109,  Queen 
Victoria  St.,  London. 

City  2676 ;  “  Cryolite,"  Cent.  London, 


TYRES  AND  WHEELS - 

Palmer  Tyre,  Ltd.,  Shaftesbury  Avenue,  W.C. 2. 
Gerrard  1214;  “  Tyriccrd,"  Westcent,  London. 


VARNISHES  AND  COLOURS— 

The  British  Emaillite  Co.,  Ltd.,  Bnentfield  Road, 
Stonebridge  Park,  N.W.  10. 

Willesden  2346  and  2347  ; 
“  Ridleypfen,"  London. 
Naylor  Bros,,  Ltd.,  Slough,  Pucks. 

Slough  228  ;  “  Naylor,"  Slough. 


WELDINGS,  REPAIRS— 

Barimar,  Ltd.,  10,  Poland  St.,  London,  W.  x. 

Gerrard  3T73  ;  “  Bariquamar,"  Reg,  London. 


WIND  SHIELDS— 

Auster,  Limited,  133,  Long  Acre,  W.C.  2. 


WIRES  AND  CABLES  I  Aeroplane*)  - 

Eullivants,  Ltd.,  72,  Mark  Lane,  E.C. 3. 

Works:  Mill  wall,  E.  14. 
Clifford  &  Sons,  Ltd.,  Birmingham. 


"ZLUTO 


r0  the  Publishers  ’  -  —  SUBSCRIPTION  FORM. 

"  Yellow  Cover" 

GENTLEMEN,  36,  Gt.  Quean  Street,  Kingsway, W.C.  2. 

Please  send  the  “Auto  ”  *  United  Kingdom!  Abroad  post  free ,  for  one  year,  for  which  I  enclose  Remittance  for 
the  subscription  to  commence  with  the  issue  of. . 

Name . . . . . . .  Address . . . 

‘Strike  out  which  not  required.  . . . . . . . 


SUBSCRIPTION 

United  Kingdom. 

Abroad. 

d. 

Remittances  to  be  made  payable  to 

RATES . 

t 

j. 

d. 

the  Proprietors  oj  the  Aoto,  36,  Gt. 

3  Months,  Post  Free  3 
6  „  >1  7 

6 

0 

3  Months,  Post  Free 

6  •>  1, 

4 

8 

4 

8 

Queen  St.,  Kingsway,  W.C.  a,  and  crossed 
London  County  Westminster  and  Parr’s 
Bank  Limited ,  otherwise  no  responsibility 

12  ,t  1,  14 

0 

12  ,,  ,, 

17 
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EDITORIAL,  COMMENT 

N  this  issue  of  Flight  we  publish 
resumes  of  two  technical  papers 
read  before  the  Air  Conference  during 
the  afternoon  session  of  the  second 
day.  The  first  is  by  Major  F.  M. 
Green,  and  deals  with  research 
from  the  designer’s,  constructor’s 
and  user’s  points  of  view.  The 
second  is  by  the  Director  of  Research,  Brig.-Gen. 
R.  K.  Bagnall-Wild,  and  gives  a  summary  of  the 
progress  made  in  research  since  the 
Technical  fast  Air  Conference.  A  third  paper, 
aiTthe^ir  ^y  Major  Scott,  has,  unfortunately. 

Conference  had  t°  he  held  over  until  next 
week  owing  to  lack  of  space.  It 
has  for  its  subject  “  Airships,”  and  gives  a  brief 
outline  of  the  position  of  airships  today  the 
world  over.  All  three  papers  are  of  the  greatest 
interest,  and  we  should  have  liked  to  be  able 
to  publish  them  in  full.  That,  however,  has 
been  found  impossible,  but  it  is  hoped  that  in  the 
extracts  and  resumes  published  elsewhere  in  this 
issue  no  points  of  primary  importance  have  been 
omitted. 

Taking  the  first  tw'o  papers,  it  seems  to  us  that 
‘or  Green  was  a  little  too  pessimistic  as  regards 
the  value  to  the  designer  of  scale,  model  tests  in 
the  wind  channels.  It  is  true  that  a  scale  effect 
exists,  sometimes  it  may  be  of  considerable  magnitude, 
and  on  occasion  it  has  been  known  to  “  go  the 
wrong  way,”  but  generally  speaking,  a  fair  estimate 
can  be  made  from  model  figures.  What  does  the 
difference  amount  to  after  all  is  said  and  done  ? 
As  Professor  Bairstowr  pointed  out,  wre  no  longer 
need  wonder  wrhether  a  machine  will  fly  or  not,  and, 
if  the  actual  performance  attained  differs  from  the 
estimated  performance  based  on  model  figures  by 
as  much  as  io  m.p.h.,  wre  are  frankly  surprised.  Is 
it,  therefore,  quite,  fair  to  cast  doubt  upon  the  value 
of  research  data  to  designers  of  machines  ?  We 
do  not  think  it  is.  If  Major  Green  had  confined 
himself  to  stating  that  the  scale  effect  exists,  that 
at  present  its  magnitude  is  somewhat  uncertain, 
and  that  further  research  is  wanted  to  settle  definitely 
this  question  in  such  a  manner  that  the  designer 
can  apply  the  avilable  data  direct,  then  we  should 
have  been  quite  with  him.  But  in  the  face  of  all 
that  the  N.P.L.  and  others  have  done  we  think  it 


is  a  little  unkind  to  give  the  impression  that  the 
results  are  open  to  grave  doubts.  That  they  need 
to  be  used  with  a  certain  amount  of  discretion  may 
be  admitted,  but  the  majority  of  designers  at  work 
to-day  have  had  sufficient  experience  to  enable  them 
to  use  their  discretion  sufficiently  to  ensure  that  no 
machine  is  built  which  falls  very  far  short  of  the 
estimated  figures. 

With  regard  to  the  question  of  stability,  we  think 
that  here  is  a  field  for  legitimate  research,  and  one 
which  should  be  explored  vigorously  at  afl  costs. 
The  problems  of  longitudinal  stability  are  fairly 
well  understood,  but  lateral  stability  and  control 
at  angles  near  the  critical  angle  are  still  problems 
which  require  research.  The  value  of  being  able 
to  decide  the  problems  is  so  great  that  whatever 
the  cost  the  necessary  funds  should  be  provided. 

Another  item  which,  as  the  Director  of  Research 
pointed  out,  is  one  of  the  very  greatest  importance, 
is  that  of  the  aero  engine.  If,  at  one  stroke,  it 
were  possible  to  produce  an  engine  with  ioo  per 
cent,  reliability,  many,  indeed  most,  of  our  troubles 
would  be  over.  Night  flying  and  flying  in  fog  and 
clouds  would  present  but  few  difficulties  then,  and 
if,  coupled  with  such  reliability,  our  ideal  engines 
were  at  the  same  time  more  economical  in  fuel, 
safer  from  fire  risk,  and  not  very  much  heavier, 
we  should  be  on  the  threshold  of  the  new  era  of 
commercial  aviation.  By  this  we  do  not  mean  that 
civil  aviation  cannot  attain  commercial  success  with 
the  present  engines.  We  firmly  believe  that  it 
can,  but  our  ideal  engine  would  bring  that  day  very 
much  nearer. 

It  appears  to  be  fairly  generally  agreed  among 
engine  experts  that  the  petrol  engine  has  reached, 
for  all  practical  purposes,  the  limits  of  its  development 
as  regards  thermodynamic  efficiency.  If  another 
io  per  cent,  efficiency  can  be  attained  that  is  about 
all  that  can  be  expected,  even  theoretically.  As 
Mr.  Alan  Chorlton  pointed  out,  if  we  are  to  have 
any  hopes  of  great  improvement,  we  must  attack 
the  problem  metallurgically  rather  than  thermo¬ 
dynamically.  There  is  as  yet  no  means  of  estimating 
by  how  much  the  weight  of  an  engine  could  be  reduced 
by  the  use  of  lighter  metals.  Here  then  is  a  field 
for  research  which  gives  fair  promise  of  important 
results.  And  it  is  not  as  if  the  discovery  or  invention 
of  new  metals  were  of  use  to  the  engine  maker  only. 
For  each  new  metal,  as  its  properties  become  known, 
new  uses  are  constantly  being  found.  So  also  in 
this  case.  While  the  immediate  object  might  be 
steel  or  other  alloys  for  aero  engines,  the  production 
of  such  alloys  would  in  all  probability  be  hailed 
with  satisfaction  by  aircraft  makers  also,  to  mention 
only  one  field  which  would  profit  by  research  not 
undertaken  primarily  on  its  own  account. 

The  Diesel,  or  direct  injection,  engine  as  applied 
to  aircraft  is  a  problem  which  is  being  attacked  all 
over  the  world,  and  here  it  appears  that  the  best 
procedure  is,  as  suggested  by  Professor  Burstall, 
to  carry  out  research  on  methods  of  injection  and 
similar  problems  rather  than  to  attempt  to  run 
before  we  have  learned  to  walk,  by  building  complete 
engines.  In  this  field  also,  incidentally,  the  pro¬ 
duction  of  new  and  lighter  metals  would  be  of  at 
least  as  great  benefit  as  it  would  to  engines  of 

E  E 

The  “Roma”  Wrecked. 

As  we  go  to  press  news  comes  to  hand  of  an  unfortunate 
airship  disaster,  at  Hampton  Roads,  Virginia,  to  the  U.S. 
semi-rigid  "Roma,”  which  was  recently  purchas  d  from 
Italy.  It  is  feared  that  the  loss  of  life  is  about  30,  there 
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the  present  type,  so  that  when  the  day  comes,  as 
assuredly  it  will,  when  we  can  produce  direct-injection 
engines,  the  new  metals  would  help  materially  in 
making  them  applicable  to  aircraft. 

•o-  <a»  •«. 

Elsewhere  in  this  issue  of  Flight  will 
Standardising  be  found  a  report  of  the  International 
Moortngs  Conference  called,  we  believe,  mainly 
°°etc!  S’  on  the  initiative  of  that  indefatigable 
worker  for  the  cause  of  airships,  Mr. 
Ashbolt,  Agent-General  for  Tasmania,  and  Com¬ 
mander  Boothby,  R.N.,  to  discuss  the  possibility 
of  standardising,  or  at  any  rate  agreeing  upon, 
certain  lines  upon  which  to  work  the  mooring,  fuelling 
and  gassing  arrangements  for  airships.  Representa¬ 
tives  of  a  number  of  countries  were  present  at  the 
conference,  and  much  good  work  was  done,  and 
certain  recommendations  made.  If  it  is  true  that 
aircraft  development  will  be  largely  international  in 
character,  then  it  is  the  more  so  as  regards  airships, 
which  are  primarily  intended  for  long-distance,  and 
therefore  international,  flying.  At  the  present  time, 
when  no  country  is  doing  a  great  deal  with  commercial 
airships,  it  is  not  a  very  difficult  matter  to  lay  down 
certain  rules  and  regulations  for  such  details,  whereas 
in  a  few  years’  time,  when  several  countries  have 
gut  started  with  their  own  particular  arrangements, 
it  would  be  much  more  difficult  to  get  these  altered 
than  if  certain  arrangements  had  been  agreed  upon 
from  the  start.  We  therefore  welcome  this  con¬ 
ference,  and  feel  certain  that  it  cannot  fail  to  do  a 
great  deal  of  -  good,  which  will  be  appreciated, 
possibly,  more  in  a  few  years’  time  than  it  can  be 
at  the  present  moment. 


The 

1,000  h.p. 

Napier 


When  the  first  i.ooo  H.P.  Napier 
“  Cub  ”  made  its  appearance  just 
about  one  year  ago,  the  fact  was 
hailed  with  general  satisfaction  by 
reason  of  this  country  being  the  first  to  produce  a 
really  first-class  single  unit  of  this  power  The 
second  engine,  incorporating  certain  improvements 
suggested  by  experience  gained  with  the  experimental 
engine,  is  now  completed,  and  no  time  is  being  lost 
in  installing  it  into  a  special  aeroplane.  As  this 
'plane  is  built  for,  and  is  the  property  of,  the  Air 
Ministry,  nothing  may  be  said  about  it,  nor  about 
the  purpose  for  which  it  is  intended.  We  have  seen 
the  machine  and  we  have  seen  the  engine  (which, 
is  dealt  with  elsewhere  this  week),  but  not,  it  is  true, 
in  place  in  the  machine,  and  we  feel  confident  that 
the  ensemble  represents  a  combination  which  a 
good  many  nations  would  pay  a  great  deal  to 
possess.  We  must  leave  it  at  that,  and  hope  that 
it  may  be  found  possible  to  spare  one  or  two  “  Cubs  ” 
for  experimenting  with  commercial  machines  with 
single  engines  of  this  power.  No  doubt  the  demand 
from  the  Air  Force  will  be  great,  but  the  possibilities 
of  the  commercial  utilisation  of  an  engine  of  such 
power  are  equally  great,  and  the  existence  of  the 
“  Cub  ”  should  open  up  a  new  field  in  commercial 
air  activity.  Our  heartiest  congratulations  to  the 
makers  of  the  “  Cub,”  and  to  the  makers  of  the 
“  mystery  ”  machine  upon  the  honour  of  being  the 
first  to  be  allotted  an  engine  of  1,000  h.p. 

E  E 

being  only  po  survivors — the  exact  number  of  persons  on 
board  is  not  stated.  The  cause  of  the  accident  is  not  at 
present  quite  cl  ar,  but  apparently  her  elevator  broke,  causing 
the  airship  to  dive  and  crash  into  one  of  the  buildings  of  the 
Naval  Base.  Some  high-tension,  electric  cables  ignited  the  gas. 
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HARNESSING  1,000  HORSE  POWER 

A  Visit  to  the  Napier  Works 


It  is  probably  no  exaggeration  to  say  that  since  the  early 
days  of  flying,  when  the  50  li.p.  Gnome  rotary  enabled  the 
aeroplanes  of  that  day  really  to  fly,  instead  of  making  long 
"  hops,"  no  engine  has  won  such  rapid,  and  yet  lasting, 
popularity  as  has  the  Napier  "  Lion  ”  of  modern  times.  And 
while  on  the  subject  of  the  Gnome,  it  is  interesting  too,  to 
note  that  the  main,  or  at  any  rate,  one  of  the  most  important 
causes  for  this  popularity,  is  low  weight  per  horse  power 
developed.  Compared  with  other  engines  of  that  time,  the 
50  h.p.  Gnome,  was  a  featherweight.  Indeed,  it  was  without 


the  Napier  '  Lion  '  engine,  that  on  the  cross-Channel  services, 
it  is  possible  to  run  on  an  average  load  of  but  60  per  cent, 
of  the  maximum."  That,  in  a  nutshell,  is  the  secret  of  the 
startling  success  of  this  engine.  It  should  be  added,  however, 
that  lightness  in  itself,  although  a  vastly  important  desidera¬ 
tum,  is  not  sufficient  to  “  make  ”  an  engine.  Reliability, 
smooth  running,  low  fuel  consumption,  etc.,  are  also  of  im¬ 
portance,  but  when,  as  in  the  Napier,  these  features  are 
combined  with  light  weight,  the  result  is  an  engine  that  is 
difficult  to  beat. 


THE  NAPIER  “  CUB  On  the  left,  the  bottom  half  of  the  crankcase.  Note  the  substantial  stiffening 
webs.  On  the  right,  the  top  half  of  the  crankcase,  with  four  cylinder'  in  place,  on  the  rotatable 

bench  used  for  erecting  the  engine. 


doubt  the  engine  which  made  flying  practicable.  In  modern 
times  history  is  repeating  itself  in  the  Napier  "  Lion,"  which 
has,  if  not  made  flying  possible,  at  any  rate,  made  it  approach 
more  closely  to  being  a  commercial  proposition.  In  his 
paper,  read  before  the  recent  Air  Conference,  the  Director  of 
Research  (Brig.-Gen.  Bagnall-Wild)  paid  a  warm  tribute 
to  the  Napier  "  Lion,”  “  It  is  only  now,"  he  said,  "  with 


With  that  far-sightedness  which  ha~  been  characteristic 
of  Napiers  for  a  number  of  years,  the  firm  was  not  content 
to  rest  on  the  laurels  won  with  the  Napier  ‘  Lion,"  and  as 
soon  as  that  engine  had  passed  through  its  teething  troubles, 
and  been  firmly  established  as  a  production  job,  the  designers 
set  to  work  to  evolve  a  larger  engine,  incorporating  many  of 
the  features  which  had  been  instrumental  in  making  the 


SOME  CONSTRUCTIONAL  DETAILS  OF  THE  NAPIER  “CUB  1,  Connecting  rod  assembly. 
There  is  one  master  rod  and  three  auxiliary  rods,  one  of  which  is  attached  to  the  big-end  cap. 
2,  The  crankshaft.  Note  the  large  roller  bearings.  3,  The  reduction  gear  and  propeller  shaft. 

4.  Two  of  the  cylinders.  There  are  four  valves  in  each. 
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“  Lion  ''  what  it  is,  yet  on  account  of  its  greater  power 
differing  essentially  from  that  engine  in  many  respects. 
The  result  was  the  1,000  h.p.  engine,  which  made  its  first 
appearance  last  year.  Already  that  engine  has  won  to  the 
distinction  of  having  a  nickname,  being  affectionately  known 
as  the  "  Cub.”  This  first  1,000  h.p.  engine  was  illustrated 
and  described  in  Flight  of  February  10,  1921.  On  its  first 
test  that  engine  developed  1,057  b.h.p.,  and  as  its  weight  was 
approximately  2,200  lbs.,  it  wall  be  seen  that  it  worthily 
maintained  the  Napier  reputation  for  light  weight. 

Just  recently  the  second  "  Cub,”  has  been  completed, 
and  this  was  the  occasion  of  a  visit,  by  chiefs  of  the  Air 


The  1,000  h.p.  Napier  **  Cub  *’  on  the  test  bench, 
running  at  about  1,200  r.p.m.  When  the  photograph 
was  taken  the  engine  had  not  been  running  long,  and 
was  not  yet  allowed  to  run  at  full  power. 

Ministry  and  other  influential  personalities,  on  February  16, 
to  the  huge  Napier  works  at  Acton.  Among  those  received 
by  Mr.  H.  T.  Vane,  C.B.E.,  Managing  Director,  and  Sir 
Harry  Brittain.  K.B.E.,  Director,  were  : — Lord  Gorell, 
C.B.E.,  M.C.,  Major  Sir  Phillip  L.  Greame,  K.B.E.,  M.C., 
Major-General  Sir  Frederick  Sykes,  G.B.E.,  K.C.B.,  C.M.G., 
Sir  Wm.  Joynson-Hicks,  M.P.,  Major-General  Sir  Sefton 
Brancker,  Iv.C.B.,  Sir*  Wm.  Bull,  M.P.,  Lieut.-Col.  Moore  - 
Brabazon,  M.C..  M.P.,  and  Mr.  A.  Baldwin  Raper,  M.P. 

The  visitors  were  conducted  over  the  works  in  parties, 
each  under  an  expert  guide,  and  thus  had  an  opportunity  of 
witnessing  the  actual  production  of  the  Napier  aero  engines. 
From  beginning  to  end  the  Napier  engines  are  made  with  the 
most  minute  care,  all  materials  being  subjected  to  chemical 
and  physical  tests  before  being  allowed  to  be  incorporated 
in  the  engines.  In  a  well-appointed  laboratory,  chemists 
were  at  work  with  their  retorts,  ovens  and  other  paraphernalia 
of  the  "  lab,”  and  in  another  part  Izod,  Brinell  and  similar 
physical  tests  were  being  carried  on. 

in  the  shops  the  visitors  saw  the  different  parts  being 
manufactured  on  the  most  up-to-date  machinery,  and  erected 
and  assembled  on  special  jigs  and  benches.  It  is  impossible, 
in  the  space  available,  to  give  an  idea  of  the  innumerable 
operations  necessary  before  a  finished  engine  emerges  and  is 
taken  to  the  test  house  for  its  running  tests.  Suffice  it  to  state 
that  everywhere  the  greatest  possible  care  is  being  taken  to 
ensure  the  excellent  workmanship  and  superb  finish  for  which 
the  Napier  engines  are  rightly  famous. 

Rows  upon  rows  of  Napier  ”  Lions  ”  were  ready  for  ship¬ 
ment,  many  of  them  to  foreign  governments.  Others  were 
roaring  in  the  test  house.  But  among  all  the  activity,  the 
most  interesting  part,  from  the  visitors'  point  of  view,  was, 
undoubtedly,  the  manufacture  and  testing  of  the  mighty 
"  Cub.”  With  its  cylinders  arranged  somewhat  in  the 
manner  of  a  letter  X,  although  the  arms  are  not  evenly 
spaced,  the  upper  rows  being  placed  at  a  smaller  angle  to 
each  other  than  that  which  separates  the  lower  rows,  the 
“  Cub  ”  is  of  astonishingly  short  length,  considering  its 
power.  The  large  cylinders  have  sheet  steel  water  jackets 
welded  on,  and  each  cylinder  has  two  inlet  and  two  exhaust 
valves. 

The  aluminium  crank  case  on  which  the  cylinders  are 
mounted,  is  strongly  webbed  for  rigidity,  as  shown  in  one  of 
our  photographs,  and  carries  at  its  front  end  the  housing 
for  the  large  reduction  gear,  which  is  also  shown  in  a  photo¬ 
graph.  The  connecting  rod  assembly  is  of  interest  inasmuch 
as  there  is  one  master  rod,  to  which  are  attached  the  three 
auxiliary  rods,  one  of  them  to  the  cap  of  the  big-end. 


The  crankshaft,  as  will  be  seen  from  one  of  the  photo¬ 
graphs.  is  of  ample  dimensions,  and  runs  on  very  large  roller 
bearings.  The  manner  in  which  these  are  slipped  over  the 
webs  and  crank  pins  into  position,  and  locked,  is  highly 
ingenious,  and  must  have  taken  a  great  deal  of  thinking-out. 
Owing  to  the  size  of  the  roller  bearings,  the  peripheral  speed 
must  be  very  high,  but  we  understand  that  no  trouble  whatever 
has  been  experienced  from  this  source.  The  large  size  was 
necessitated  by  the  insistence  of  the  designers  to  have  a 
crankshaft  of  such  diameter  as  to  ensure  rigidity,  and  con¬ 
sequent  smoothness  of  running  and  absence  of  wear  and 
tear.  That  this  object  has  been  attained  appears  certain. 

In  the  test  house,  visitors  were  allowed  to  witness  a  "  Cub  ” 
on  its  first  test.  Owing  to  the  fact  that  the  engine  had  only 
been  running  for  a  few  hours,  it  was  not  allowed  to  develop 
its  full  power.  When  we  saw  it  the  revs,  indicator  remained 
steadily  on  1,200  r.p.m.,  with"  ^  short  "burst”  at  about 
1,650  r.p.m.  We  understand  that  full  power  is  developed 
at  about  2,000  r.p.m. 

So  far  the  "  Cub’s  ”  achievements  rest  on  what  it  has  done 
on  the  test  bench,  but  in  the  near  future,  in  fact,  probably 
by  the  time  these  notes  appear  in  print,  it  will  be  mounted 
in  an  aeroplane  designed  and  built  by  a  famous  pioneer  firm 
of  aircraft  constructors  for  the  Air  Ministry.  That  it  will 
give  this  machine  an  astonishing  performance,  we  have  no 
shadow  of  doubt.  Details  are  not  permitted,  but  we  may 
say  that  we  have  seen  the  machine,  and  in  our  opinion,  the 
power  plant  is  worthy  of  its  machine,  and  vice  versa.  It  is 
not  too  much  to  say  that  the  advent  of  a  1,000  h.p.  single¬ 
power  unit  will  mark  a  new  milestone  in  aerial  development,  and 


Visiting  the  Napier  aero  engine  works  at  Acton  : 
Our  photograph  shows  Mr.  H.  T.  Vane,  Managing 
Director  of  the  firm,  conducting  a  party  over  the  very 
extensive  works.  From  left  to  right  are  seen :  Lord 
Gorell,  Mr.  Vane,  Gen.  Sir  Sefton  Brancker,  Sir  Harry 
Brittain,  and  Lieut.-Col.  Moore- Brabazon. 

it  is  to  be  hoped  that  in  the  not  too  distant  future  this  wonderful 
power  plant  will  be  given  an  opportunity  of  showing  what 
it  can  do  in  a  commercial  machine.  The  number  of 
passengers  carried  in  a  good  high-performance  modern 
aeroplane  corresponds  to  a  power  expenditure  of  about 
45-50  h.p. /passenger.  For  the  “Cub”  this  would  mean 
about  20-22  passengers.  Aeroplane  designers  forward.  The 
Napier  "  Lion  ”  has  already  done  invaluable  service  to 
commercial  aviation.  We  can  express  no  better  hope  for  the 
”  Cub  ”  than  that  it  may  worthily  uphold  the  traditions  of 
its  smaller  prototype. 
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ANNUAL  GENERAL  MEETING 

The  Annual  General  Meeting  of  the  members  of  the  Royal 
Aero  Club  of  the  United  Kingdom  will  be  held  on  Wednesday, 
March  29,  1922,  at  3,  Clifford  Street,  New  Bond  Street, 
London,  W.  1,  at  6  p.m. 

Notices  of  motion  for  the  Annual  General  Meeting  must 
be  received  by  the  Secretary  not  less  than  twenty-one  days 
before  the  meeting,  and  must  be  signed  by  at  least  five  members. 


COMMITTEE 

In  accordance  with  the  Rules,  the  Committee  shall  consist 
of  18  members.  Members  are  elected  to  serve  for  two  years, 
half  the  committee  retiring  annually. 

Retiring  members  are  eligible  for  re-election. 

The  retiring  members  of  the  Committee  are  : — 

Major-General  Sir  Sefton  Braneker,  K.C.B. 

Ernest  C.  Bucknall. 

G.  B.  Cockburn. 

The  Earl  of  Halsbury. 

Col.  F.  Lindsav  Lloyd,  C.M.G.,  C.B.E. 

Lieut. -Col.  J.  f.  C.  Moore-Brabazon,  M.C.,  M.P. 

Lieut. -Col.  M.  O’Gorman,  C.B. 

Air-Commodore  C.  R.  Samson,  C.M.G.,  D.S.O.,  R.A.F. 

Sir  Mortimer  Singer,  K.B.E. 

Any  two  members  of  the  Club  may  nominate  a  member  to 
serve  on  the  Committee,  provided  the  consent  of  the  member 
has  been  previously  obtained.  The  name  of  the  member 
thus  nominated,  with  the  name  of  his  proposer  and  seconder, 
must  be  sent  in  writing  to  the  Secretary  not  less  than  fourteen 
days  before  the  Annual  General  Meeting. 


COMMITTEE  MEETING 

A  meeting  of  the  Committee  was  held  on  Wednesday  last, 
February  15,  1922,  when  there  were  present  :  Brig.-Genl.  Sir 
Capel  Holden,  K.C.B. ,  F.R.S.,  in  the  Chair  ;  Wing-Commander 
W.  D.  Beatty,  C.B.E.,  R.A.F.  ;  Mr.  Ernest  C.  Bucknall  ; 
Col.  F.  Lindsay  Lloyd,  C.M.G.,  C.B.E.  ;  Lieut.-Col.  F.  K. 
McClean  ;  Lieut.-Col.  J.  T.  C.  Moore-Brabazon,  M.C.,  M.P.  ; 
Lieut.-Col.  Alec  Ogilvie  ;  Lieut.-Col.  M.  O’Gorman,  C.B.  ; 
Rear  Admiral  Sir  Godfrey  M.  Paine,  K.C.B.,  M.V.O.  ;  Mr. 
T.  O.  M.  Sopwith,  and  the  Secretary. 

Election  of  Members. — The  following  new  members 
were  elected  : — 

D.  W.  F.  Bonham-Carter. 

C.  J.  Stone. 

Civil  Aviation  Advisory  Board . — Letter  was  read  dated 
February  9,  1922,  from  the  Air  Council  stating  that  it  had 
been  decided  to  establish  a  permanent  Civil  Aviation  Advisory 
Board  under  the  Chairmanship  of  the  Under  Secretary  of 
State  for  Air,  and  requesting  the  Club  to  nominate  a  repre¬ 
sentative  to  serve  on  the  board. 

The  Chairman  of  the  Club  (Brig.-Genl.  Sir  Capel  Holden, 
K.C.B.,  F.R.S.)  was  appointed  to  represent  the  Club  on  the 
board. 

International  Air  Conference,  1923. — The  following 
were  appointed  to  represent  the  Club  on  the  Executive  Com¬ 
mittee  to  be  formed,  to  organise  the  International  Air  Con¬ 
ference  in  London  in  1923  : — 

Col.  F.  Lindsay  Lloyd,  C.M.G.,  C.B.E. 

Lieut.-Col.  F.  K.  McClean. 

Harold  E.  Perrin. 

Schneider  Cup,  1922. — The  Secretary  reported  that  the 
date  for  receiving  entries  had  been  extended  to  June  1,  1922. 

F.A.I.  Law  Commission. — It  was  reported  that  the  Law 


Commission  of  the  F.A.I.  would  meet  in  Paris  on  March  13 
and  14  to  consider  the  various  acts  regulating  Aerial  Naviga¬ 
tion  in  the  different  countries. 

The  Club’s  representative,  Major  E.  H.  Tindal  Atkinson, 
being  unable  to  attend  it  was  decided  to  appoint  Major  R.  H. 
Mayo  to  attend  the  Conference  on  behalf  of  the  Club. 

Flying  Services  Fund. — The  report  of  the  meeting  of  the 
Flying  Services  Fund  Committee  held  on  February  3,  1922, 
was  received  and  adopted. 

House  Committee. — The  report  of  the  meeting  of  the 
House  Committee  held  on  February  13,  1922,  was  received 
and  adopted. 

Aviators’  Certificates. — The  following  aviators’  certifi¬ 
cates  were  granted  : — 

7921  Nevill  Vintcent  (January  28,  1922). 

7922  David  William  Frederick  Bonham-Carter  (December 
14,  1921). 

7923  Cecil  John  Stone  (December  17,  1921). 

Flying  Services  Fund. — A  meeting  of  the  Flying  Services 
Fund  Committee  Avas  held  on  Friday,  February  3,  1922, 
when  there  were  present  :  Lieut.-Col.  Alan  S.  Dore,  D.S.O.,  in 
the  Chair  ;  Mr.  Chester  Fox,  and  the  Secretary. 

Eighteen  applications  for  assistance  Avere  considered,  and 
grants  and  allowances  voted  amounting  to  £220. 

Gordon  Bennett  Balloon  Race. — Entries  for  the  Gordon 
Bennett  Balloon  Race,  to  be  held  in  Geneva  on  August  6, 
1922,  close  on  Saturday,  February  25,  1922.  The  following 
entries  have  so  far  been  received  : — 

Lieut.-Col.  John  D.  Dunville. 

Mr.  E.  Allen. 


THE  FLYING  SERVICES  FUND  COMMITTEE 

(Registered  under  the  War  Charities  Act,  1916.) 

.  Administered  by  the  Royal  Aero  Club. 

For  the  benefit  of  Officers,  Non-Commissioned  Officers 
and  Men  of  the  Royal  Air  Force  who  are  incapacitated  while 
on  duty,  and  for  the  widows  and  dependants  of  those  who 
are  killed  or  die  from  injuries  or  illness  contracted  while  on 
duty. 

Honorary  Treasurer 

The  Right  Hon.  Lord  Kinnaird. 

Committee 

H.R.H.  The  Duke  of  York,  Iv.G.  (Chairman). 

Lieut.-Col.  A.  Dore,  D.S.O. 

Mr.  Chester  Fox, 

Wing-Commander  T.  O'B.  Hubbard,  M.C.,  R.A.F. 
Air-Commodore  C.  R.  Samson,  C.M.G.,  D.S.O. ,  R.A.F. 

Secretary 

H.  E.  Perrin. 

Bankers 

Messrs.  Barclays  Bank,  Ltd.,  4,  Pall  Mall  East,  London, 
S.W.  1. 

Subscriptions 

£  s •  d. 

Total  subscriptions  received  to  June  20,  1921  17,252  o  4 

H.R.H.  The  Duke  of  York,  K.G.  , .  . .  2100 

Air  League  Orphan  Fund  . .  . .  . .  224  4  9 


Total — February  20,  1922  ..  ^17,497  5  1 


Offices :  THE  ROYAL  AERO  CLUB, 

3,  CLIFFORD  STREET,  LONDON,  W.  1. 

H,  E.  PERRIN,  Secretary. 


At  the  King’s  Levee 

Amongst  those  Avho  attended  the  Levee  held  by  His 
Majesty  the  King  at  St.  James’s  Palace  on  February  14  were 
Air-Marshal  Sir  Hugh  Trenchard,  C.B.,  D.S.O.,  K.C.B., 
Principal  Air  Aide-de-Camp,  General-in-Waiting,  Capt.  the 
Rt.  Hon.  F.  E.  Guest,  C.B.E.,  Secretary  of  State  for  Air, 
Air-Comm.  O.  Swann,  C.B.,  and  Wing-Comdr.  H.  R.  Busteed, 
O.B.E.,  A.F.C.  Amongst  those  presented  to  the  King  Avere 
the  following  : — Sqdn.-Ldr.  J.  T.  Babington,  D.S.O.,  Flight- 


Lieut.  T.  G.  Bowler,  Flight-Lieut.  F.  L.  Butcher,  Sqdn.-Ldr. 
A.  G.  Carr,  O.B.E.,  Flight-Lieut.  W.  S.  Caster,  M.C.,  Flying 
Officer  J.  L.  Hughes-Chamberlain,  Sqdn.-Ldr.  D.  C.  Evill, 
D.S.C.,  A.F.C.,  Flight-Lieut.  A.  Garrity,  Sqdn.-Ldr.  H.  A. 
Hewat,  Flight-Lieut.  V.  J.  Jacobs,  Flying  Officer  H.  P. 
Leigh,  Flight-Lieut.  C.  Musgrave,  A.F.C.,  Flying  Officer  H.  C. 
Pyper,  Flying  Officer  I.  M.  Rodney,  Wing-Comdr.  H.  W, 
Scott,  Flight-Lieut.  F.  H.  Sims,  Flying  Officer  J.  F.  Titmas, 
Flying  Officer  E.  A.  Locke-Waters. 
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THE  AIR  CONFERENCE, 


1922 


[Owing  €0  lack  of  space,  it  has  not  been  found  possible  to  print  the  last  three  papers  read  before  the  Air  Conference  as  fully 
as  we  could  have  wished.  In  the  abstracts  and  resumes  which  follow,  we  have  endeavoured  to  retain  all  the  more  important 
points  raised  by  the  various  lecturers,  and  at  the  end  of  the  three  technical  papers  will  be  found  a  brief  report  of  the  discussions 
which  took  place  during  the  afternoon  session  of  the  second  day  of  the  Conference.  We  understand  that  the  Air  Ministry 
intends  to  publish  the  proceedings  of  the  Air  Conference  in  full,  and  that  the  official  report  will  probably  be  published  some  time 
during  March.  We  would  recommend  those  who  wish  for  fuller  reports  than  those  which  we  have  been  able  to  give  to  obtain 

a  copy  of  the  report. — Ed.] 


RESEARCH  FROM  THE  DESIGNERS’,  CONSTRUCTORS' 

AND  USERS’  POINTS  OF  VIEW 

By  Major  FRED  M.  GREEN,  O.B.E.,  M.I.C.E.,  F.R.Ae.S. 

It  is  easy  to  make  suggestions  for  research  in  every  direction  the  relation  between  model  and  full  scale  in  such  matters  as 
and  to  state  a  list  of  questions  that  would  involve  many  years  the  travel  of  the  centre  of  pressure  before  we  can  use  model 
of  work  using  all  our  existing  facilities.  In  the  hope  of  results  with  certainty. 

making  this  paper  of  some  immediate  value,  I  propose  to  Power  Required. — In  estimating  the  power  required  for  an 
confine  myself  to  suggesting  lines  of  research  from  which  an  aeroplane,  it  is  necessary  to  add  to  the  drag  of  the  wings  the 
immediate  and  substantial  return  may  be  expected.  Research  resistance  of  the  body,  struts,  wires,  landing  gear,  and  other 
of  this  type  is  not  always  of  fundamental  importance  to  parts  external  to  the  wings.  This  is  work  which  can  well  be 

the  science  of  aeronautics.  I  wish  to  say  that  I  am  definitely  done  in  the  wind  channel,  and  there  is  every  reason  to  believe 

not  in  favour  of  abandoning  the  more  abstract  research,  or  that  the  results  of  such  work  can  be  applied  to  full  scale  work 

indeed  of  relegating  it  to  a  second  place  in  our  programme,  without  much  error.  Knowing  the  total  resistance  of  the 

for  in  the  long  run  it  will  probably  yield  results  of  infinitely  aeroplane,  the  power  required  can  be  settled  when  we  know 
greater  importance  than  are  likely  to  be  the  outcome  of  the  the  efficiency  of  the  propeller.  This  is  a  matter  on  which 
special  investigations  I  shall  suggest ;  but  from  the  designers’,  research  is  needed,  particularly  on  the  efficiency  of  the 

constructors'  and  users’  point  of  view,  it  is  in  research  of  the  propeller  in  relation  to  an  aeroplane  body.  Another  matter 

latter  type  that  the  chief  interest  lies.  which  affects  the  resistance  of  an  aeroplane  is  the  power 

..  „  .  ,  T  ,  .  used  in  cooling  the  engine.  We  are  still  uncertain  whether 

Immediate  Problems  Involved  it  takes  more  power  to  cool  an  air  or  water-cooled  engine. 

Wing  Surface. — From  many  points  of  view  it  is  an  advantage  and  in  the  case  of  radiators  we  are  quite  at  variance  as  to 
to  use  the  least  amount  of  wing  surface  that  will  give  the  their  most  economical  arrangement. 

results  required.  Smaller  wings  mean  lower  first  cost,  less  Materials  for  Aeroplanes. — A  good  deal  of  work  has  been 
weight,  and  less  up-keep.  The  designer  wants  information  done  on  the  characteristics  of  wood,  and  as  this  material  is 
as  to  the  characteristics  of  various  wing  sections,  and  also  of  subject  to  such  wide  natural  variations  it  does  not  seem 

various  shapes  and  arrangements  of  planes,  and  is  at  once  that  further  research  will  be  of  much  help.  So  long  as  wood 

face  to  face  with  the  question  of  how  to  apply  wind  channel  is  used,  the  making  of  good  aeroplanes  will  be  a  matter  of 
results  on  models  to  full  size  aeroplanes.  It  seems  to  me  art  rather  than  science.  In  the  covering  for  aeroplane 
that  this  is  the  burning  question  of  the  day,  and  that  until  wings,  nothing  has  yet  been  produced  to  compete  seriously 
designers  can  be  shown  how  to  use  wind  channel  results  on  with  linen  or  cotton  fabric  treated  with  suitable  dope  and 
wings,  and  until  they  can  be  convinced  that  the  results  can  protective  covering.  It  certainly  would  be  an  advantage  if 
be  used  without  the  chance  of  serious  error,  it  is  of  little  use  this  could  be  replaced  by  metallic  covering,  but  such  covering 
suggesting  further  wind  channel  research  on  new  kinds  of  must  not  be  of  greater  weight  per  square  foot  and  must  have 
wings.  It  will  be  better  to  devote  all  the  available  energy  reasonable  resistance  to  tearing. 

and  talent  to  clearing  up  this  problem  than  to  amass  results,  Metal  Construction. — The  substitution  of  metal  for  wood 

the  value  of  which  is  unknown.  may  enable  us  to  effect  improvements  in  weight.  Using 

A  great  deal  of  full-scale  work  has  been  done  in  testing  steel  of  45  tons  per  square  inch  tensile  strength,  it  is  possible 

aeroplanes  at  the  Royal  Aircraft  Establishment  and  at  the  to  make  aeroplane  structures  of  at  least  no  greater  weight 
Royal  Air  Force  Experimental  Stations  at  Martlesham- Heath  than  those  of  wood.  The  use  of  steels  of  higher  tensile 
and  elsewhere.  Unfortunately  these  tests  cannot  by  their  strength  should  enable  us  to  make  them  lighter.  The  present 
very  nature  be  as  clear  cut  as  wind  channel  tests,  nor  have  the  difficulty  is  that  in  order  to  make  parts  suitable  for  aero- 
results  the  same  kind  of  accuracy.  A  large  number  of  planes  the  thickness  of  the  material  has  to  be  small,  and  we 
corrections  and  allowances  for  various  disturbing  factors  have  have  yet  to  find  out  the  best  methods  of  making  and  using 
to  be  made.  The  expense  also  of  the  work  is  very  high.  At  thin  sheet  materials.  Many  of  the  fundamental  principles 

the  same  time,  the  results  obtained  really  do  apply  to  wings  have  been  established,  and  the  development  of  this  sort  of 

of  a  scale  in  which  we  are  interested,  and  the  figures  inspire  in  work  calls  for  research  of  rather  a  practical  nature, 

the  designer  more  confidence  than  do  wind  channel  results.  Calculations  of  Stresses. — The  method  of  calculating  the 

which  he  does  not  know  how  to  interpret.  For  many  years  stresses  in  an  aeroplane  structure  has  been  gradually  im- 

experiments  have  been  made  with  a  view  to  obtaining  the  proved.  The  present  methods  standardised  by  the  Air 

resistance  of  the  aeroplane  by  measuring  the  thrust  or  pull  Ministry  more  nearly  represent  the  actual  case  than  those 

of  the  airscrew.  Considerable  difficulties  were  at  first  found  used  in  most  other  branches  of  engineering.  At  the  same 

in  getting  accurate  results.  It  will  be  of  great  value  if  this  time  a  number  of  assumptions  are  made  for  the  purpose  of 

work  is  continued,  and  if  full-scale  tests  on  the  same  aeroplane  simplifying  calculations  which  are  not  strictly  accurate, 

fitted  with  different  sorts  of  wings  can  be  made  and  the  particularly  in  neglecting  redundant  members.  It  is 

results  published  as  soon  as  possible  after  they  are  obtained.  generally  assumed  in  the  calculations  that  the  incidence 

The  results  can  be  checked  by  making  gliding  experiments,  bracing  takes  no  load.  In  actual  flight  it  always  does  take 

although  the  thrust-meter  method  is  likely  to  prove  the  more  a  share  of  the  load,  and  the  result  is  generally  to  make  the 

useful.  The  aeroplane  used  for  this  purpose  need  not  be  large  aeroplane  somewhat  stronger  than  calculations  show, 

or  expensive,  and  it  certainly  seems  that  every  effort  should  Problems  of  the  Engine  Designer. — The  success  of  an  aero¬ 
be  made  to  establish  a  connection  between  full-scale  and  plane  depends  largely  upon  the  performance  and  reliability 
model  results  for  some  typical  aerofoil  such  as  R.A.F.  15.  of  the  motor  that  drives  it.  The  reliability  of  the  motor  is 

Another  question  in  which  the  designer  is  concerned  in  to  a  very  large  extent  bound  up  with  the  reliability  of  the 
fixing  the  size  of  the  wings,  is  how  much  of  the  maximum  materials  that  are  used  in  its  construction,  while  the  weight 
available  lift  the  pilot  will  be  able  to  use  ;  that  is  to  say,  at  per  horse  power  that  can  be  obtained  depends  upon  the 
how  near  the  minimum  speed  will  he  be  able  to  fly  without  stresses  to  which  the  materials  can  be  safely  worked.  The 
risk  of  losing  control.  Research  work  on  control  at  low  properties  of  high  tensile  steels  are  fairly  well  known,  but 
speeds  is  certainly  needed  ;  part  of  this,  I  think,  can  well  be  engine  designers  are  forced  to  reckon  on  a  tensile  strength 
carried  out  in  the  wind  channel  in  close  co-operation  with  far  below  that  which  they  know  can  be  obtained, 
full-scale  experiments.  The  cause  of  the  most  usual  form  of  Aluminium  alloys  enter  largely  into  the  construction  of 
flying  accident,  generally  known  as  a  spin,  is  bound  up  in  most  aeroplane  motors,  principally  in  the  cast  state.  Obtain- 
this  question,  and  it  seems  not  unlikely  that  one  of  the  greatest  ing  reliable  castings  is  a  difficult  matter,  and  we  have  always 

dangers  of  flight  may  be  removed  when  we  have  more  know-  to  use  castings  of  a  weight  considerably  in  excess  of  what  is 

ledge  of  the  subject.  The  size  of  the  controlling  surfaces,  necessary  for  strength  in  order  to  compensate  for  their 
namely  the  elevator,  tail  plane  and  wing  flaps,  are  all  affected  possible  defects.  We  also  use  an  alloy  which  is  at  least  10 

by  the  characteristics  of  the  planes,  but  again  we  must  know  per  cent,  heavier  than  we  need,  because  the  foundries  find 
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difficulty  in  making  sound  castings  of  known  lighter  alloys. 
The  need  for  research  seems  to  be  obvious,  but  it  must  be  a 
sort  of  research  that  will  help  to  produce  the  castings  required, 
and  not  merely  to  make  sample  test  pieces  of  some  particular 
material.  Some  of  these  aluminium  alloys  are  required 
to  maintain  their  strength  when  hot,  and  consequently  their 
behaviour  at  temperatures  above  the  normal  must  be 
investigated. 

The  amount  of  power  that  a  petrol  engine  can  give  is 
frequently  limited  by  the  speed  at  which  it  can  run.  This  in 
turn  is  sometimes  limited  by  the  risk  of  failure  of  the  bearings. 
Very  little  indeed  is  known  of  the  properties  of  plain  bearings 
under  the  condition  in  which  they  have  to  work  in  an  aero¬ 
plane  motor.  It  is  generally  considered  that  the  criterion 
of  safety  of  a  bearing  is  obtained  by  multiplying  the  average 
pressure  by  the  rubbing  speed,  and  if  the  result  obtained  is 
lower  than  a  certain  figure  the  bearing  will  be  satisfactory. 
On  the  other  hand,  the  designers  of  the  Michell  bearing  assure 
us  that  the  higher  the  rubbing  speed  the  higher  can  be  the 
load  per  square  inch.  Here  we  have  two  opinions  which  are 
diametrically  opposed,  and  it  certainly  needs  research  in  this 
dii'ection  to  enable  designers  to  fix  their  bearing  surface 
with  some  degree  of  certainty.  The  properties  of  ball  and 
roller  bearings  also  need  investigation,  as  there  is  much 
uncertainty  amongst  designers  as  to  their  most  suitable  form 
and  the  loads  that  can  be  carried. 

Fuels. — The  type  of  fuel  that  is  used  in  a  petrol  motor  has 
a  considerable  effect  upon  the  working  of  the  motor.  We 
know  that  the  addition  of  benzole  to  petrol  enables  us  to 
increase  the  compression  of  the  engine  rvithout  fear  of  detona¬ 
tion,  and  that  other  materials  can  be  added  to  give  similar 
results.  Research  is  needed  to  determine  the  most  suitable 
fuel  that  can  be  obtained  at  a  commercial  price  and  in 
commercial  quantities. 

Research  for  Constructors 

Aeroplanes. — One  of  the  most  important  processes  with 
which  the  constructor  is  concerned  is  the  joining  of  materials 
together,  particularly  the  gluing  of  wood  and  the  soldering, 
brazing  and  welding  of  metals.  There  is  still  no  waterproof 
glue  that  is  altogether  satisfactory,  and  although  much  work 
has  been  done  on  the  subject  there  is  room  for  further  re¬ 
search.  The  method!  of  soldering,  brazing  and  welding 
have  alw-ays  been  largely  shop  processes.  There  is  little 
information  to  be  had  on  the  subject,  and  as  these  three 
methods  are  constantly  used  by  all  aeroplane  constructors, 
further  knowledge  would  be  of  advantage.  Fluxes  in 
particular  call  for  attention,  especially  to  determine  which 
are  easily  useable  and  do  not  set  up  corrosion. 

There  is  another  peculiar  problem  which  constantly  presents 
itself  to  the  aeroplane  maker.  It  is  to  make  stiff  light  forms 
of  various  shapes  suitable  for  fairing  which  are  weatherproof 
and,  if  possible,  fireproof.  In  the  general  way  the  strength 
of  these  parts  is  unimportant;  the  chief  requirement  is  that 
they  shall  keep  their  shape. 

Engines. — The  making  of  aeroplane  engines  presents  a 
variety  of  problems  in  the  shops.  In  ?he  general  way  it  is 
much  easier  to  machine  parts  to  the  required  degree  of  accuracy 
than  to  be  certain  that  the  material  of  wdiich  they  are  con¬ 
structed  is-of  the  required  strength  and  free  from  faults.  The 
need  for  steels  of  uniform  quality  and  of  higher  tensile 
strength  has  already  been  mentioned.  The  constructor  is 
particularly  concerned  with  the  correct  heat  treatment  of 
the  material  that  he  receives.  Included  in  the  heat  treatment 
of  metals  must  be  case  hardening,  particularly  of  intricate 
parts.  The  life  of  most  aero  engines  could  be  improved  con¬ 
siderably  if  certain  parts  were  specially  hardened.  This  is 
not  done  on  account  of  the  difficulty  of  knowing  that  the 
hardening  will  be  carried  out  in  a  manner  which  will  not  injure 
the  rest  of  the  part.  Here  I  think  is  a  large  field  for  investiga¬ 
tion,  but  it  is  of  a  practical  rather  than  a  theoretical  nature, 
Research  for  the  User 

The  requirements  of  the  user  in  the  matter  of  research 
naturally  apply  to  the  actual  operation  of  aeroplanes.  Many 
of  his  problems  would  be  removed  or  at  least  made  easier 
by  the  researches  already  indicated,  but  certain  of  them  are 
apt  to  be  ignored  both  by  the  designer  and  the  constructor. 
One  of  the  most  important  of  these  is  safety  from  fire  both 
in  flight  and  in  case  of  accident. 

Safe  landing  in  small  aerodromes  is  likely  always  to  be  of 
interest  to  the  user,  who  very  natural!}'  objects  to  paying 


more  rent  for  his  ground  than  is  necessary  for  safety.  The 
research  already  suggested  in  connection  with  control  at 
low  speeds  is  possibly  the  most  important  factor  of  landing 
in  small  aerodromes,  and  probably  more  advantage  will  be 
gained  by  a  knowledge  of  this  subject  than  by  the  use  of 
wings  of  an  abnormally  high  lift  coefficient.  Landing  gears 
in  the  general  way  offer  possibilities  of  improvement,  but 
this  is  rather  a  matter  of  individual  design  than  of  any 
particular  research. 

Alighting  on  Water. — There  are  many  countries  in  which  it 
is  difficult,  if  not  impossible,  to  find  ground  suitable  for 
aerodromes,  but  where  there  is  plenty  of  water  which  can 
be  used  for  the  purpose.  In  some  cases  it  is  convenient  to 
have  aeroplanes  which  can  make  use  either  of  land  or  water 
for  alighting  or  getting  off.  We  have  a  fair  knowledge  of 
properties  of  floats  and  hydroplane  boats.  There  is  no  doubt 
that  this  knowledge  might  be  extended  by  further  research. 
In  the  construction  of  boats  and  floats  we  still  have  a  lot  to 
learn,  but  this  will  probably  have  to  be  a  matter  of  direct 
experiment. 

The  user  is  much  interested  in  the  comfort  of  his  passengers, 
and  in  this  matter  the  silencing  of  the  engine  and  of  the  air¬ 
screw  is  of  importance.  The  silencing  of  engines  is  fairly 
well  understood,  but  involves  in  general  a  rather  heavy 
expenditure  of  weight.  The  silencing  of  airscrews  is  more 
difficult,  and  perhaps  the  problem  could  better  be  solved 
by  placing  the  passengers  in  cabins  which  are  more  or  less 
soundproof.  The  subject  is  one  on  which  little  is  known, 
and  research  might  indicate  methods  of  improvement. 

Meteorology. — The  user  is  interested  in  weather  prediction, 
more  especially  in  anything  that  will  affect  visibility,  such 
as  fog  and  snow.  •  He  also  wishes  to  have  reasonable  warning 
of  dangerous  extremes  of  weather,  particularly  in  countries 
which  are  liable  to  violent  storms.  He  is  also  interested  in 
knowing  the  direction  and  strength  of  the  wind  at  various 
heights,  so  that  he  may  economise  time  and  money  by  taking 
advantage  of  favouring  air  currents  and  in  avoiding  those 
which  are  unfavourable. 

Navigation. — The  question  of  navigation  presents  no 
difficulties  so  long  as  the  visibility  is  good.  There  are  many 
reasons  why  it  is  not  convenient  to  fly  always  in  sight  of  the 
ground.  When  the  wind  is  favourable  it  will  generally  pay 
to  fly  high,  and  it  is  certainly  more  pleasant  to  be  in  the 
sunshine  above  the  clouds  where  the  air  is  almost  always 
steady,  than  to  be  tossing  about  just  beneath  them. 

There  are  many  ways  in  which  wireless  telegraphy  and 
telephony  can  help,  but  it  is  essential  that  the  gear  carried 
on  the  aeroplane  shall  be  as  light  and  as  simple  to  use  as 
possible.  Wireless  control  of  the  aeroplane  itself,  from  the 
ground,  is  certainly  a  possibility  of  the  future,  and  it  may  be 
that  the  pilot  of  an  air  liner  will  give  up  the  control  of  the 
aeroplane  when  within  certain  distance  of  his  landing  place 
to  a  ground  pilot,  who  will  bring  the  aeroplane  into  port 

Multi-Motor  Aeroplanes .■ — In  running  an  air  service  it  is 
essential  that  forced  landings  of  any  sort  shall  be  as  infrequent 
as  possible.  If  w'e  could  absolutely  cut  out  the  chance  of 
motor  failure  we  should  practically  achieve  this  end.  Aero¬ 
planes  have  been  made  in  which  the  power  unit  has  been 
divided  up  into  any  number  of  motors  up  to  six,  but  for 
many  reasons  the  single  motor  aeroplane  is  still,  in  practice, 
as  reliable  as  the  multi-engine  machine.  There  is  certainly 
room  for  research  in  this  direction,  and  it  w'ill  probably  need 
close  co-operation  between  the  engine  designer  and  the 
aeroplane  designer  if  a  solution  is  to  be  found. 

Conclusion. — The  high  position  that  this  country  holds  in 
the  development  of  flying  is,  1  think,  due  almost  entirely  to 
the  wisdom  of  the  Government  that  set  up  an  Advisory 
Committee  and  instituted  research  work  at  the  very  beginning 
of  flying.  The  work  carried  out  at  the  National  Physical 
Laboratory,  the  Royal  Aircraft  Establishment  and  the 
Testing  Stations  of  the  Royal  Air  Force,  could  not  possibly 
be  done  by  private  enterprise,  and  it  is  by  the  information 
gained  and  the  standard  set  by  this  work  that  the  industry  is 
enabled  to  produce  aeroplanes  which  cannot  be  rivalled  in 
any  other  country. 

ft  is  the  opinion  of  the  writer  that  help  of  this  kind  is  of 
greater  value  than  direct  subsidy,  and  he  earnestly  hopes 
that  even  the  pressing  need  for  economy  will  not  prevent 
research  being  carried  out  in  the  future  in  the  same  spirit 
as  it  has  been  carried  out  in  the  past. 


THE  PROGRESS  OF  RESEARCH 

By  Brig.-Genl.  R.  K.  BAGNALL-WILD,  C.M.G.,  C.B.E.,  F.R.Ae.S.,  Director  of  Research 

Although  extremely  interesting,  the  restrictions  of  space  however,  that  in  the  following  resume  no  points  of  primary' 
prevent  publication  in  full  of  the  paper  read  before  the  importance  have  been  omitted.  The  Director  of  Research 
Air  Conference  by  the  Director  of  Research.  It  is  hoped,  prefaced  his  paper  with  some  general  remarks  upon  research 

122 


February  23,  1922 


and  experiment,  pointing  out  that  the  Directorate  of  Re¬ 
search  is  an  engineering  as  well  as  a  scientific  organisation. 
He  mentioned  the  valuable  work  being  done  at  our  various 
universities  in  addition  to  that  carried  out  at  the  N.P.L.  and 
R.A.E.,  and  the  full-scale  work  and  testing  at  Martlesham, 
Isle  of  Grain  and  certain  other  air  stations. 

Aero  Engine  Research 

The  General  stated  that  the  biggest  technical  problem 
affecting  civil  aviation  is  the  development  and  perfecting  of 
the  aero  engine,  and  called  attention  to  the  difference  of  the 
working  conditions  of  a  car  engine  and  an  aero  engine.  The 
former  is  not  normally  run  at  more  than  one-third  of  its  full 
power,  whereas  until  the  advent  of  the  Napier  “  Lion  ” — which 
has  enabled  machines  to  fly  on  an  average  loading  of  60  per 
cent. — it  was  customary  for  aero  engines  to  be  run  at  from  80 
to  100  per  cent,  of  their  full  load.  As  regards  future  develop¬ 
ment,  it  was  very  encouraging  to  find  that  the  new  Director 
of  Research  does  not  entertain  any  great  hopes  of  success 
being  attained  either  with  the  internal  combustion  turbine 
or  the  steam  turbine,  encouraging  because,  we  think,  it 
would  be  a.  mistake  to  expend  money  and  energy  in  pursuing 
research  on  subjects  which  give  so  little  promise  of  success. 

Direct  Injection. — The  lines  upon  which  the  Director  of 
Research  indicated  that  research  is  being  conducted  are  on 
direct  fuel  injection  and  air-cooled  cylinders.  As  regards  the 
former,  the  General  stated  that  experiments  are  in  hand  to 
determine  whether  it  is  better  to  replace  the  carburettor 
system  by  some  method  of  direct  injection,  and  that 
Dr.  Ferranti  is  attempting  this  on  a  Tuxham  two-stroke 
engine.  At  the  R.A.E.  experiments  are  being  made,  with 
Professor  Hawkes’  assistance,  on  the  possibility  of  employing 
shale  oil  and  operating  engines  on  the  Diesel  cycle.  A  single 
•cylinder  engine  from  an  ordinary  Otto  cycle  aero  engine  is 
being  used,  and  it  is  hoped  to  run  up  to  an  engine  speed  of 
1,000  r.p.m.  At  the  R.A.E.  work  is  also  proceeding  on  the 
solid  injection  of  a  fuel  consisting  of  95  per  cent,  of  alcohol. 
The  Director  of  Research  summarised  the  advantages  which 
it  is  considered  should  accrue  from  the  use  of  direct  injection, 
as  follows:  (1)  high  flash  point  fuel  could  be  used,  thereby 
reducing  fire  hazard  ;  (2)  cheaper  fuel ;  (3)  higher  compression 
ratios,  and  therefore  better  fuel  economy  ;  (4)  fuel  supply  to 
engine  more  positive  than  when  it  depends  on  small  heads, 
and  is  liable  to  be  upset  by  small  particles  of  dirt ;  (5)  the 
elimination  of  the  ignition  system  would  remove  a  source  of 
unreliability  and  trouble  ;  (6)  as  air  only  is  compressed,  the 
way  is  opened  up  to  an  economical  two-stroke  engine,  with 
its  advantages  of  more  even  torque  for  a  given  number  of 
cylinders,  and  probably  less  weight  per  b.h.p.  By  using  a 
suitable  air  compressor  of  greater  capacity  than  that 
necessary  for  normal  two-cycle  working,  a  supercharging 
engine  would  be  obtained  as  a  straightforward  development. 
In  connection  with  supercharging,  the  General  mentioned  the 
air  compressor  turbine  driven  by  the  engine  exhaust,  and 
stated  that  experiments  on  superchargers  are  being  con¬ 
ducted  at  the  R.A.E.  He  also  referred  to  the  altitude  test 
house  at  Famborough,  in  which  engines  can  be  tested  under 
conditions  corresponding  to  those  obtaining  at  great 
altitudes.  Finally  the  lecturer  referred  to  the  assistance 
given  to  engine  testing  during  flight  by  a  method  suggested 
by  Professor  Callendar,  and  stated  that  the  use  of  this 
apparatus  and  of  the  new  R.A.F.  thrust  meter  should  enable 
far  more  complete  air  tests  to  be  carried  out  than  have 
hitherto  been  possible. 

Air  Cooling. — Gen.  Bagnall-Wild  then  referred  to  the  ques¬ 
tion  of  air  cooling  and  its  advantages  ;  mentioning  that  the 
staff  at  Farnborough  have  long  been  of  opinion  that  this  was 
a  possible  development,  and  we  now  have  the  Bristol 
“  Jupiter  ”  radial  air-cooled  and  the  Siddeley  "  Jaguar,” 
also  a  radial  air-cooled,  while  in  some  other  tests  a  single 
cylinder,  air-cooled,  has  given  as  much  as  222  b.h.p.  with  a 
brake  mean  effective  pressure  of  as  much  as  134  lbs./sq.  in. 
There  are,  the  lecturer  stated,  enthusiasts  who  consider  that 
an  air-cooled  engine  of  1.000  h.p.  should  not  be  impossible 
of  attainment,  and  that  witli  one  or  other  form  of  cooling  an 
aero  engine  of  2,400  h.p.  at  750  r.p.m.  should  be  possible. 

While  on  the  subject  of  air-cooling,  the  General  mentioned 
that  there  is  a  point  which  is  frequently  overlooked  when 
considering  the  relative  weights  of  air-cooled  and  water-cooled 
engines.  Although  in  the  former  type  the  weight  of  radiator 
and  water  is  saved,  the  weight  of  air-cooled  cylinders  and 
pistons  is  greater  than  that  of  water-cooled.  Thus  it  was 
found  that,  although  the  gain  due  to  elimination  of  radiator, 
water,  pipes  and  pump  was  about  o.  7  lb.  per  h.p.,  the  excess  in 
cylinder  and  piston  weight  of  the  air-cooled  amounted  to 
0.46  lb.  per  h.p.,  so  that  the  net  gain  was  only  0.24  lb. 

As  regards  single-engine  versus  multi-engine  arrangement, 
the  Director  of  Research  pointed  out  that,  quite  apart  from 


other  relative  merits,  the  single-engine  installation  usually 
scores  as  regards  the  weight  of  its  accessories.  From  a 
number  of  typical  cases  it  vras  found  that  the  accessories 
for  a  twin-engined  arrangement  weighed  about  1.3  lb. /h.p., 
and  for  the  single-engined  installation  about  1.0  lb. /h.p. 
For  an  air-coolcd  engine  the  figure  for  a  single  engine  would 
be  nearer  0.4  lb. /h.p. 

Silence. — On  the  question  of  silencing,  the  lecturer  stated 
that  the  two  main  offenders  appear  to  be  the  engine  and 
propeller,  of  which  the  former  is  the  easier  to  deal  with. 
He  was  glad  to  be  able  to  state  that  experiments  had  proved 
that  the  simplest  form  of  all  silencers  had  proved  as  effective 
as  any.  This  consists  of  adding  to  the  exhaust  manifold  a 
tube  of  about  three  inches  diameter,  perforated  with,  some 
hundreds  of  holes  each  one-eighth  of  an  inch  in  diameter. 
This  tube  runs  almost  the  whole  length  of  the  aeroplane. 
As  there  are  no  baffles  the  back  pressure  is  very  slight,  and 
the  revolutions  are  reduced  by  about  5  r.p.m.  only,  while 
the  weight,  for  a  machine  like  the  D.H.  9  or  Bristol  Fighter, 
is  only  about  25  lbs,  The  General  did  not  see  any  probability 
of  any  extensive  reduction  in  propeller  noise,  although 
experiments  are  in  hand  which  may  assist  in  reducing  to 
some  extent  the  noise  made  by  the  airscrew.  Wrhile  on  the 
subject  of  aero-engine  research,  the  General  paid  a  warm 
tribute  to  the  work  of  the  late  Maj.  Norman,  of  the  R.A.E,, 
whose  immense  personal  courage,  especially  in  testing  the 
effects  and  prevention  of  fire,  wras  of  the  greatest  value  to 
air  research  work. 

Navigation 

Clouds  and  Fog. — The  most  difficult  problem  in  connection 
with  air  navigation,  the  General  stated,  is  the  provision  of 
means  for  enabling  an  aircraft  to  locate  its  aerodrome  and 
alight  safely  on  it  in  misty  or  foggy  weather.  Professor 
Lindemann  had  suggested  that  the  best  means  of  landing  in 
a  fog  might  be  the  provision  of  two  pairs  of  kite  balloons 
floating  above  the  cloud  layer,  the  first  pair  being  at  such 
an  altitude  as  would  enable  a  gliding  machine  passing  between 
them  also  to  glide  between  the  second  and  lower  pair,  and, 
after  an  equal  interval  of  time,  to  land  on  the  aerodrome. 
In  connection  with  flying  in  clouds  or  fog  the  lecturer  referred 
to  the  gyro  turn  indicator,  which  has  proved  to  be  more 
sensitive  and  much  more  rapid  in  its  indications  than  any 
other  method  tested  so  far.  Unlike  the  constant  azimuth 
gyro,  this  apparatus  does  not  need  to  be  delicately  balanced 
as  regards  the  position  of  its  centre  of  gravity,  and  it  is 
therefore  remarkably  fool-proof.  As  regards  compasses,  the 
lecturer  mentioned  that  the  work  at  Farnborough  had 
indicated  the  great  advantage  of  a  long  period,  while  the 
work  of  later  inventors  showed  the  advantage  of  damping 
the  oscillations,  even  to  the  point  of  a  periodicity. 

For  navigation,  when  flying  out  of  sight  of  land,  the 
necessary  instruments  to  enable  the  position  to  be  determined 
by  the  "ordinary  methods  of  nautical  astronomy  are  now 
available,  and  the  probable  error  should  not  be  more  than 
10  miles,  which  is  considered  sufficient  for  ordinary  air  work. 

Wireless. — A  particularly  promising  form  of  wireless  aid 
to  navigation  is  the  rotating  wireless  beacon'  which  offers 
freedom  from  the  troublesome  quadrantal  error,  but  it 
depends  for  its  ultimate  accuracy  upon  a  careful  study  of  the 
conditions  which  determine  the  nature  of  the  path  followed 
by  the  waves. 

Machines 

Stability. — In  connection  with  stability,  the  Director  of 
Research  stated  that  inherent  stability,  when  attained, 
greatly  reduces  the  need  for  automatic  stability  apparatus 
of  a  more  or  less  complicated  nature.  He  thought  that,  if 
possible,  one  of  the  wind  tunnels  at  the  N.P.L.  should  be 
devoted  entirely  to  stability  work,  especially  to  problems  of 
lateral  stability. 

While  dealing  with  the  Handley  Page  slotted  wing,  the 
Director  of  Research  stated  that  on  flying  tests  with  a  D.H.  9 
fuselage  and  a  slotted  wing,  the  climb  was  1  in  7 . 2  as  against 
1  in  10  when  the  machine  was  fitted  with  ordinary  wings. 
He  also  referred  to  the  “  Alula  ”  wing,  but  stated  that  so 
far  wind-tunnel  tests  have  not  demonstrated  this  form  of 
wing  to  be  exceptionally  good.  Scale  effect  might  prove 
unusual  in  this  form  of  wing,  and  this  point  was,  he  said, 
being  looked  into. 

He  also  referred  to  the  question  of  metal  propellers  and 
variable  pitch  propellers,  and  to  helicopters.  Regarding  the 
Brennan  the  General  stated  that  this  helicopter  had  flown 
to  the  extent  of  lifting  the  pilot  and  250  lbs.  of  useful  load. 

The  General  referred  to  the  Air  Ministry  tank  tests,  but 
did  not  give  any  information  as  to  the  results  obtained. 

Materials 

In  dealing  with  the  question  of  materials,  the  lecturer 
referred  to  the  work  of  the  Materials  Sub-Committee,  and 


123 


February  23,  19 22 


stated  that  it  had  been  shown  that  we  should  get  into  the 
habit  of  thinking  of  fatigue  limits  rather  than  of  ultimate 
stress  limits.  The  great  difference  between  these  two,  he 
said,  is  seen  in  the  effect  of  a  tool  mark  or  a  scratch  on,  say, 
a  crankshaft.  Under  an  alternating  stress  the  sensitive  area 
is  pulled  to  and  fro  until  an  appreciable  portion  of  the  shaft 
is  weakened.  Tests  on  the  fatigue  of  materials  are  being 
carried  out  at  the  Universities  at  Leeds,  Edinburgh,  Bristol 
and  Birmingham,  in  addition  to  researches  at  the  National 
Physical  Laboratory  and  elsewhere. 

-  0  0 

THE  SMITH  PETROL 

It  is,  perhaps,  a  remarkable  fact  that  in  the  past  the  very 
important  question  of  providing  a  means  of  informing  the 
pilot  of  an  aeroplane  as  to  the  state  of  affairs  within  the 
petrol  tank  was  either  ignored  entirely  or  else  complied  with 
in  not  an  altogether  satisfactory  manner.  We  well  remember 
the  happy  days  when  it  was  general  practice  to  unscrew  the 
cap  of  the  petrol  tank,  insert  a  length  of  stick — together 
with  any  foreign  matter  adhering  thereto — and  ascertain  the 
quantity  of  petrol  in  situ  by  the  wet  mark  left  on  the  stick 
after  withdrawing  it  ;  whilst  some  of  the  devices  put  forward 
for  indicating  the  petrol  level  were  somewhat  complicated 
and  more  or  less  unreliable. 


THE  SMITH  PETROL  LEVEL  INDICATOR  :  General 
view  of  the  instrument  itself,  which  is  given  a  neat 

black  finish. 

Now,  however,  thanks  to  the  efforts  of  Messrs.  S.  Smith 
and  Sons  (M.AT),  Ltd.,  of  Central  Works,  Cricklewood,  London, 
the  well-known  manufacturers  of  motor  accessories  and 
instruments,  there  exists  an  instrument,  which  may  be  fitted 
on  the  usual  instrument  board,  that  indicates  the  exact — 
or  as  near  exact  as  really  matters — amount  of  petrol  in  the 
tank  at  all  times. 

Apart  from  being  extremely  reliable — which  is  testified  by 
the  fact  that  it  is  a  standard  fitment  on  all  Vickers  machines, 
whilst  most  of  the  Air  Ministry  contracts  now  call  for  one 
of  these  instruments — the  most  important  feature  of  the 
Smith  petrol  gauge  is  its  extreme  simplicity,  both  in  operation 
and  in  construction. 

It  consists  of  two  portions — the  indicator  itself,  which  is 
mounted  on  the  instrument  board  or  any  other  convenient 
position,  and  the  piping  and  tank  connection.  The  indicator 
is  uniform  in  style  and  finish  with  the  various  other  Smith 
instruments— air  speed,  engine  revolutions,  etc. — and  contains 
a  very  sensitive  pressure  gauge  working  on  much  the  same 
principle  as  the  Smith  air  speed  indicator  ;  that  is,  it  is  fitted 
with  a  flexible  diaphragm,  made  of  specially  doped  silk,  which 
forms  one  side  of  an  air  chamber,  to  which  connection  is  made 
at  the  back  of  the  gauge  to  a  tube  running  from  the  bottom 
of  the  petrol  tank.  This  tube  is  open  at  its  lower  extremity, 
and  the  connection  with  the  indicator  is  made  with  the  usual 
piping.  The  diaphragm  is,  of  course,  connected  through 
suitable  mechanism  to  the  pointer  of  the  indicator. 

H  0 

Roland  Rohlfs  Joins  Aeromarine  Co. 

Roland  Rohlfs,  the  famous  American  pilot  who  has 
several  flying  records  to  his  credit,  has  joined  the  Aeromarine 


The  Director  of  Research  spoke  in  praising  terms  of  the  new 
Blaisdell  "  Petroflex  "  for  petrol  piping,  and  stated  that  fifty 
sets  have  been  sent  out  to  the  East  to  be  tested  under  condi¬ 
tions  which  have  been  found  to  ruin  rubber  piping  in  six 
months. 

Turning  to  the  question  of  timber  supply,  the  lecturer 
stated  that  Canada  is  now  supplying  spruce  so  carefully 
selected  that  it  seems  not  unlikely  that  over  80  per  cent, 
will  be  found  to  comply  with  our  best  quality  specifica- 
tions. 

H  0 

LEVEL  INDICATOR 

The  operation  of  the  gauge  is  as  follows  : — When  the  petrol 
tank  is  filled  up  with  petrol  a  certain  amount  of  the  liquid 
rises  up  the  pipe,  compressing  the  air  imprisoned  within  the 
tube,  piping  and  air  chamber  of  the  indicator.  This  causes 
the  silk  diaphragm  to  expand,  thereby  moving  the  pointer 
round  a  given  number  of  degrees  proportional  to  the  amount 
of  petrol  in  the  tank.  It  will  be  seen,  of  course,  that  the 
position  of  the  instrument  and  the  petrol  tank  relative  to 
each  other  is  a.  matter  of  minor  importance  ;  the  tank  itself 
can  therefore  be  higher  or  lower  than,  or  some  distance  away 
from,  the  actual  gauge  on  the  instrument  board.  This  fact, 
together  with  the  extreme  simplicity  of  the  whole  system,  is 
of  very  considerable  advantage  in  an  instrument  of  this  kind, 
and  the  only  trouble  that  can  possibly  occur  is  that  after  a 
bad  landing  there  is  just  a  chance  that  superfluous  petrol 
might  be  forced  up  the  pipe,  causing  the  gauge  to  read  higher 
than  normal.  This  trouble  is  remedied,  however,  by  arranging 
a  small  hand-pressure  pump  fitted  at  the  base  of  the  instru¬ 
ment,  a  few  strokes  of  which  expel  all  the  petrol  from  the 
tube  in  the  tank,  allowing  it  to  rise  again  to  exactly  the 
correct  amount  necessary  to  give  an  accurate  reading  on  the 
instrument. 

In  the  case  of  pressure-fed  tanks  a  static  pipe  is  fitted  to 
the  opposite  side  of  the  diaphragm  and  arranged  to  project 
into  the  top  of  the  tank.  With  regard  to  the  tube  itself,  the 
end  of  this  is  slotted  so  that  the  tube  may  be  pressed  hard 
against  the  bottom  of  the  tank  and  ensure  that  if  it  is  ever 


THE  SMITH  PETROL  LEVEL  INDICATOR  :  Dia¬ 
grammatic  sketch  showing  the  general  “lay-out  ”  of 

the  system. 

removed  at  anytime  for  adjustment  it  will  always  be  returned 
to  exactly  the  same  position. 

The  method  of  calibration  is  as  follows  : — Messrs.  Smith 
and  Son  send  out  instruments  with  a  blank  dial  which  is 
calibrated  on  the  machine  itself  by  filling  up  the  tank  with 
petrol,  two,  four  or  six  gallons  at  a  time,  according  to  the 
size  of  the  tank.  The  gauge  is  then  returned  to  the  makers, 
who  engrave  the  dial  and  finish  off  the  instrument.  Naturally! 
any  difference  in  the  specific  gravity  of  the  petrol  will  affect 
the  reading  of  the  instrument,  and  it  is,  therefore,  necessary 
when  calibrating  the  gauge  to  note  the  grade  of  petrol  that 
will  be  used  on  the  machine. 

In  addition  to  being  absolutely  invaluable  for  aircraft 
work,  the  Smith  type  of  gauge  is  adaptable  for  use  on  reser¬ 
voirs,  storage  tanks,  etc.,  and  a  big  future  is  pretty  well 
certain  for  it. 

Enquiries  should  be  sent  to  the  manufacturers,  Messrs.  S. 
Smith  and  Sons  (M.A.),  Ltd.,  Aviation  Department,  Central 
Works,  Cricklewood,  N.W.  3,  who  will  furnish  blue  prints  and 
illustrations  if  requested. 

0  ,0 

Airways,  Inc.,  and  will  take  an  active  part  in  that  company’s 
flying-boat  operations  between  Florida  coast  resorts  and 
points  in  the  West  Indies  and  the  Bahamas . 
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THE  LONDON-CONTINENTAL  SERVICES 


FLIGHTS  BETWEEN  FEBRUARY  5  AND  FEBRUARY  18,  INCLUSIVE 
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D.H.  4  G-FAWH  (2h.  9m.) 

B.  (4),  D.H.  4  (1),  D.H.  18(3), 

Paris- Croydon . 

43 
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D.H.  4  G-EAWH  (ih.  54m.) 

G.  (5),  H.P.  (1),  Sp.  (6). 

B.  (4),  D.H.  4  (i),  D  IT.  18  (3), 

G.  (5),  H.P.  (i),  Sp.  (6),  V.  (1). 

Totals  for  2  weeks  ... 

86 

158 

27 

73 

80 

*  Not  including  “  private”  flights.  t  Including  certain  journeys  when  stops  were  made  en  route . 

.  t  Including  certain  diverted  journeys. 


it  Av^?,Avro,T-  B.  =  Breguet.  Er.  =  Bristol.  Bt.  =  E.A.T.  D.H.4  =  De  Havilland  4 

L  =  Fokker.  Fa.  =  Farroan  F.50.  G.  =  Goliath  Farman.  H.P.  =  Handley  Page.  M.  «=  Martinsyde 
P.  =  Potez  R.  =  Rumpler.  Sa.  =  Salnuon.  Se.  =  SE.5.  Sp.  =  Spad.  V.  =  Vickers  Vimy. 

The  following  is  a  list  of  firms  running  services  between  London  and  Paris,  Brussels,  etc.,  etc.  Co.  des  Gcandes 
Expresses  A6nennes  j  Handley  Page  Transport,  Ltd.  ;  Instone  Air  Line;  Koninklijkie Luchtvaart  Maatschappij ;  Messaeeries 
Aenennes ;  Syndjcat  National  pour  l’£tude  des  Transports  Aeriens  ;  Co.  Transaerienne. 


D.H. 9  («tc.). 

N.  =  Nieuport. 
W.  =  Westland. 
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LONDON  TERMINAL  AERODROME 


Monday  Evening,  February  20,  1922. 

We  have  had  one  or  two  ”  dud  ”  days  from  a  weather 
point  of  view,  but,  generally  speaking,  the  whole  business 
of  the  ”  airway  ”  is  looking  up,  and  indications  are  not 
wanting  that  the  worst  of  the  winter  “  slump  ”  is  over. 

Mr.  Priestley,  who  is  still  engaged  on  business  in  connection 
with  the  winding  up  of  Aircraft  Transport  and  Travel, 
was  at  the  aerodrome  oil  Friday,  arid  with  Major  De  Havilland 
over  from  Madrid  on  a  visit— was  examining  the  D.H.ib’s, 
which  arc  still  stored  in  a  couple  of  the  temporary  hangars. 
It  is  rumoured  that  a  Spanish  company  have  purchased  these 
machines  for  use  on  services  which  are  to  be  started  in  Spain 
this  spring. 

It  is  understood,  incidentally,  that  Mr.  Priestley  will  be 
on  the  staff  of  the  Daimler  Hire  Air  Service  when  operations 
are  commenced  on  April  3.  This  morning  the  contractors 


began  work  on  the  new  offices  for  this  air  service.  These 
are  situated  exactly  opposite  the  Instone  Air  Line  offices  on 
the  main  approach  to  the  aerodrome. 

Preparations  for  a  Busy  Season 

There  is  a  general  ”  hustle  ”  throughout  the  aerodrome,  both 
on  the  part  of  the  transport  firms  and  Air  Ministry,  to  furbish 
everything  up  in  readiness  for  the  coming  season.  ‘  New  offices 
are  being  erected  cm  all  sides.  Old  ones  are  being  touched 
up  and  painted.  Various  alterations  are  being  made  to  the 
drainage  of  the  roads  on  the  aerodrome.  The  entrance  and 
exit  gates  are  being  set  back,  and  the  entrance  widened  to 
allow  of  a  better  view  of  approaching  traffic  as  the  cars  enter 
and  leave  the  aerodrome. 

The  old  aerodrome  on  the  hangar  side  of  Plough  Lane  is 
being  ploughed  up  for  cultivation,  and  this  has  meant  the 
relinquishing  of  the  sports  ground— a  bitter  pill  for  those 


Air  Mail  in  Australia  : 
The  Geraldton  to  Derby 
air  mail  service  is  ex¬ 
tended  periodically  to 
Perth,  W. A.  Our  photo¬ 
graph  is  of  interest  as 
a  souvenir  of  the  first 
flight  made.  The  ma¬ 
chine  is  a  Bristol 
Tourer  with  Siddeley 
“Puma”  engine,  and 
the  names  of  the  four 
gentlemen  standing  in 
front  are,  from  left  to 
right  :  J.  A.  Dimmit,. 
W.  Australia  Agent  for 

C. C.  Wakefield  &  Co.  ; 
Major  N.  Brearly, 

D. S.O.,  M.C.,  pilot ; 

C.  L.  Westcott, and  Mr. 
Durack,  whose  terri¬ 
tory  in  N.W.  Australia 
is  of  greater  extent 
than  the  area  of  Great 
Britain.  Mr.  Durack 
was  the  first  passenger 

carried. 
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who  put  so  much  labour  into  the  making  of  the  cricket  pitch 
last  summer. 

In  connection  with  the  handing  back  of  this  land  to  the 
farmer,  the  last  remnants  of  the  airship  mast  are  to  dis¬ 
appear.  These  consist  of  something  like  100  tons  of  concrete 
which  was  sunk  into  the  ground  to  form  a  base  for  the  mast, 
and  also  for  the  stay-wires.  Up  to  the  present  a  couple  of 
men  with  sledge-hammers  and  chisels  have  been  "  nibbling  ” 
at  it,  but  have  made  little  impression,  and,  at  the  present 
rate  of  progress  they  will  probably  be  still  on  the  job  when 
airships  are  resuri-ected — that  is  if  they  live  long  enough. 
It  is  suggested  that  dynamite  is  the  only  reasonable  solution 
to  the  problem  of  removing  this  mass  of  concrete. 

The  meteorological  office  is  erecting  more  instruments. 
An  automatic  wind-gauge  is  being  constructed  as  near  as 
possible  to  the  present  wind-balloonette,  in  order  that  all 
high  objects  on  the  aerodrome  shall  be  grouped  in  as  small 
a  space  as  possible.  This  instrument,  worked  on  the  pitot 
tube  principle,  recoi'ds  continuously  on  a  chart  the  wind 
speed  and  direction.  In  the  enclosure  round  the  meteoro¬ 
logical  hut  a  German  range-finder,  still  in  full  war-paint  and 
camouflage,  has  been  fixed  up,  and,  as  far  as  can  be  gathered, 
this  is  to  be  used  for  pilot  balloon  work  in  finding  the  speed 
and  direction  of  the  upper  winds. 


A  Further  “  Cut  ”  in  Freight  Rates 

Handley  Page  Transport  have  just  reduced  their  freight 
rates,  which  are  now  as  low  as  5 d.  a  pound  for  heavy  parcels. 
It  is  expected  that  other  firms  will  follow  this  "cut.”  There 
is  to  be  a  great  "  push  "  in  connection  with  goods  transport 
this  year.  All  the  companies,  in  fact,  are  making  prepara¬ 
tions  to  deal  with  a  large  amount  of  such  traffic. 

The  Handley  Page  people  have  introduced  luncheon  baskets 
which,  packed  with  good  things,  can  be  obtained  by  passengers 
before  starting  an  air  journey  for  consumption  while  in  flight. 

On  Sunday  two  remarkably  good  flights  were  made  by 
Messrs.  Holmes  and  Courtney.  Both  were  flying  D.H.iS’s 
from  Paris  to  London,  and  the  weather  was  far  from  good. 
Wireless  played  a  very  important  part  in  bringing  them 
home,  as  they  found  on  several  occasions  that  they  were 
being  carried  off  their  course  by  the  wind. 

Mr.  Derwent  Hall  Caine’s  Renault-Avro,  which  the  Surrey 
Flying  Services  are  erecting,  will  be  on  its  trial  flights  in  the 
course  of  the  next  day  or  so. 

The  Marconi  “  Avro  "  was  up  during  the  week,  and  success¬ 
ful  tests  were  made  with  the  fixed  "  aerial  "  fitted  to  this 
machine.  Representatives  from  the  Air  Ministry  were 
"  listening  in  ’’  at  the  ground-station,  and  expressed  them¬ 
selves  satisfied  with  the  results  obtained. 
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London  Gazelle,  February  14,  1922 
General  Duties  Branch 

Flying  Offr.  L.  Darvall,  M.C.,  is  granted  a  permanent  eommn.,  retaining 
his  present  substantive  rank  and  seny.  ;  Nov.  17,  1921. 

The  following  are  granted  permanent  commas.,  retaining  their  present 
substantive  rank  and  seny.  ;  Oct.  24,  1919.  The  notifications  in  Gazette, 
Oct.  24,  1919,  appointing  them  to  short  service  commns.,  are  cancelled, 

Flight  Lieut.— A.  W.  Fletcher,  D.F.C.,  A.F.C. 

Flying  Offrs. — J.  R.  Cassidy,  E.  C.  Usher. 

Flying  Offr.  H.  J.  Saker  is  granted  a  permanent  coininn.,  retaining  his 
present  substantive  rank  and  seny.;  March  30,  1920.  Gazettes,  March  30, 
1920,  May  4,  1920,  and  June  8,  1920,  concerning  this  officer  are  cancelled. 
Flight  Lieut.  A.  L.  Messenger,  A.F.C-.,  is  placed  on  half-pay,  ScaleB  ;  Feb.  ir. 
The  following  Flying  Offrs.  relinquish  their  temp,  commns.  on  return  to 
Army  duty: — C.  V.  A.  Bucknall  (Lieut.,  The  Inniskillings)  ;  Jan.  25, 
B.  Ancott  (Lieut.,  R.G.A.)  ;  Jan.  31.  Sqdn,  Ldr.  G.  F.  H.  Faithfull,  O.B.E., 
is  placed  on  the  retired  list,  and  is  granted  the  rank  of  Lieut. -Col.  ;  Feb.  15. 


Stares  Branch 

Flying  Offr.  H.  G.  McKechnie  resigns  his  permanent  commit. ;  Feb.  15. 

Medical  Sendee 

T.  L.  P.  Harries,  MB.,  is  granted  a  short  service  eommn.  as  a  Flight  Lieut., 
with  effect  from,  and  with  seny.  of,  Jan.  30.  The  following  are  granted 
temp,  commns.  in  the  ranks  stated,  with  effect  from,  and  with  seny  of,  the 
dates  indicated  : — FJight  Lieut.  W.  G.  Weston.  M.B.  ;  Jan.  30.  Flying  Offr. 
T.  A.  G.  Hudson,  B.A.  ;  Jan.  27.  Capt.  H.  H.  Mallet.  Army  Dental  Corps, 
is  granted  a  temp,  eommn.  as  a  Flight  Lieut,  while  attd.  for  duty  with  the 
R.A.F.  ;  Jan.  20,  He  will  continue  to  receive  emoluments  from  Army 
funds. 

Erratum 

Gazette  of  Jan.  27. — For  G.  P.  F.  Hill,  read  G.  P.  F.  Hills. 

London  Gazette ,  February  17,  1922 
General  Duties  Branch 

Gp.  Capt.  P.  R.  C.  Groves,  C.B.,  C.M.G.,  is  placed  on  the  retired  list,  and 
is  granted  the  hon.  rank  of  Brig, -Gen,  ;  Feb.  3. 


ROYAL  AIR  FORCE  INTELLIGENCE 


Appointments. — The  following  appointments  in  the  R.A.F.  are  notified: — 
Air  Vice-Marshal  Sir  E.  L.  Ellington,  K.C.B.,  C.M.G.,  C.B.E.,  from  Air 
Ministry  to  command  Middle  East  Area  on  termination  of  appointment  as 
Director-General  of  Supply  and  Research.  23.2.22. 

Air  Vice-Marshal  Sir  W.  G.  H.  Salmond,  K.C.M.G.,  C.B.,  D.S.O.,  from 
Middle  East  Area  to  Air  Ministry,  on  appointment  as  Director-General  of 
Supply  and  Research.  23.2.22. 

Group  Captain  E.  L.  Gerrard,  C.M.G.,  D.S.O.,  from  R.A.F.  Dep6t  (Inland 
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Royal  Air  Force  Sports  Board 

Arrangements  for  March. — 1st,  R.A.F.  v.  R.  Navy,  Hockey, 
Uxbridge  (2.45  p.m.)  ;  and,  R.A.F.  v.  Queen’s  Park  Rangers, 
Association,  Shepherds  Bush  (3.0  p.m.)  ;  4th,  R.A.F.  (Cadet) 
College  v.  Queen’s  College,  Cambridge,  Athletics,  Cranwell  ; 
6th,  R.A.F.  v.  Brentford,  Association,  Brentford  (3.0  p.m.); 
yth,  R.A.F.  v.  Army,  Golf,  Sunningdale  ;  nth,  R.A.F.  v. 
Army,  Rugby,  Leyton  (3.0  p.m.)  ;  15th,  R.A.F.  Cross 

Country  Championships,  Athletics,  Uxbridge  (3.0  p.m.)  ; 
22nd  to  24th,  R.A.F.  Spring  Meeting,  Golf,  Porters  Park  ; 
23rd,  R.A.F.  v.  Army,  Association,  Aylesbury  (3.30  p.m.); 
24th,  R.A.F.  v.  Army,  Fencing,  Bertrand’s  Academy,  London 
2.30  p.m.)  ;  27th,  Inter-Services  Cross  Country  Champion¬ 
ships,  Athletics,  Uxbridge  (3.0  p.m.);  31st,  R.A.F.  Cadet 
College  v.  R.M.A.,  Skill  at  Arms,  Woolwich. 

R.A.F.  Nursing  Service  :  Opportunities  for  Service 
Abroad 

The  R.A.F.  Nursing  Service  now  offers  opportunities  for 
service  abroad,  and  nurses  wishing  to  join  this  service  should 
therefore  be  willing,  if  required,  to  take  their  turn  at  service 
overseas,  generally  after  a  term  of  Home  service. 

Particulars  regarding  the  particulars  of  service,  regulations, 
etc.,  may  be  obtained  on  application  to  the  Matron-in-Chief, 
Air  Ministry,  Kingsway,  London,  W.C.  2. 

Definition  and  Nomenclature  of  Aircraft 

The  following  definitions  will,  the  Air  Ministry  announce, 
be  used  officially  from  March  1  : — 

(1)  Aeroplane. — Any  aircraft  heavier  than  air,  with  fixed 
wings,  driven  mechanically. 

(2)  Aeroplane  is  a  generic  term  and  includes  : — 


Area)  to  command  No.  1  Group  Headquarters  (Inland  Area)  vice  Air-Commo¬ 
dore  H.  C.  T.  Dowding,  C.M.G.  27.2.22. 

Squadron  Leader. — E.  H.  Sparling,  A.F.C.,  from  No.  5  Flying  draining 
School  (Inland  Area)  to  Armament  and  Gunnery  School  (Cadre)  (Inland 
Area).  18.2.22. 

Flight  Lieutenants. — A.  McRitchie  Moffatt,  from  Inspector  of  Recruiting 
(London)  (Coastal  Area)  to  Armament  and  Gunnery  School  (Cadre)  (Inland 
Area).  18.2,22. 
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(i)  Amphibians, 

(ii)  Seaplanes, 

(iii)  Landplanes, 

denoting,  respectively,  aeroplanes  designed  to  alight  on  or 
take  off  from — 

(i)  Land  or  water, 

(ii)  Water, 

(iii)  Land. 

(3)  Seaplanes  include  Float  Planes  and  Flying  Boats, 
denoting,  respectively,  seaplanes  fitted  with  floats  or  hull. 

(4)  Landplanes  designed  so  as  to  facilitate  their  landing  on 
a  ship’s  deck  will  ordinarily  be  known  as  Ship  Planes. 

Three  British  Aviators  Killed  in  Spain 

An  unfortunate  accident  occurred  at  Cuatro  Vientos 
(Madrid)  Aerodrome,  on  Tuesday,  February  14,  resulting  in 
the  death  of  three  British  aviators,  Messrs.  R.  Milne,  F.  J. 
Ortweiler  and  Richardson.  No  details  of  the  accident  are  as 
yet  to  hand,  but  it  seems  that  they  were  testing  the  machine 
— a  Bristol — which  had  been  acquired  by  public  subscription 
for  the  Spanish  Army,  and  crashed  from  only  a  short  distance 
from  the  ground.  Milne,  who  represented  the  Bristol  Co., 
and  Richardson,  who  was  working  for  the  Spanish  Govern¬ 
ment,  were  given  an  impressive  funeral  at  the  British  Ceme¬ 
tery,  Cuatro  Vientos,  King  Alfonso  being  represented,  and 
many  notable  people  also  being  present.  The  Spanish  Army 
sent  a  Guard  of  Honour,  and  a  squadron  of  aeroplanes  circled 
over  the  cemetery  during  the  service.  OrtweUer’s  body  is 
being  brought  back  for  burial  in  England.  His  sporting 
flying  in  the  last  Aerial  Derby,  and  Oxford  and  Cambridge 
race  will  be  remembered  by  most  of  our  readers. 
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THE  INTERNATIONAL  AIRSHIP  CONFERENCE 


France 

Germany 

Italy  . . 

Russia 

Spain 

U.S.A. 


An  International  Air  Conference,  recently  announced  in 
Flight,  was  held  at  Australia  House  on  February  14-17, 
with  the  object  of  considering  the  question  of  standardising 
certain  airship  fittings  and  other  matters  connected  with  the 
commercial  airship. 

The  Members  of  the  Conference  were  : 

British  Empire  Mr.  A.  H.  Ashbolt,  Agent-General  for 
Tasmania  (Chairman). 

Maj.  Scott,  A.F.C.,  R.A.F. 

Capt  Sable  (Air  Attache), 

Lt.  de  Vaisseau  Joughland. 

.  Maj.  Stelling  (Parseval  Airship  Co.). 

Commander  Herrera  (Zeppelin  Co.) . 

.  Maj.  Graziani  (Air  Attache). 

.  Mr.  Akasheff. 

.  Commander  Herrera  (Manager,  Spanish- 
Argentine  Airship  Co.). 

.  Maj.  H.  C.  Grciger  (Army). 

Commander  Dyer  (Navy). 

Mr.  E.  Wallington  Butt  (Commercial). 
Hon.  Secretary — Commander  F.  L.  M.  Boothby. 

The  official  report  states  that,  in  addition  to  the  countries 
represented  by  delegates,  Japan,  Switzerland  and  Czecho¬ 
slovakia  intimated  their  acceptance  of  the  principle  and  ask 
to  be  supplied  with  a  copy  of  the  report. 

1.  In  accordance  with  the  recognition  by  several  nations 
of  the  immediate  possibility  of  airship  communication,  this 
conference  was  called  and  invitations  issued  by  the  Chairman 
to  the  countries  immediately  concerned  in  this  method  of 
communication.  It  is  essential  to  record  the  fact  that  the 
meeting  was  a  strictly  private  one  of  experts  of  different 
nationalities  to  consider  and  discuss  matters  of  common 
interest  in  airship  communications.  Consequently  wc  have 
met  as  a  Committee  with  the  following  terms  of  reference 
To  Report — 

(a)  On  the  desirability  or  otherwise  of  standardising  certain 
fittings  in  connection  with  airships  for  International  com¬ 
munication. 

(b)  If  the  principle  is  accepted  to  then  determine  what 
fittings  should  be  so  standardised. 

(c)  On  any  other  matter  common  to  international  airship 
Services. 

2.  The  full  Committee  met  at  Australia  House  on  February 
14  ;  on  the  15th  a  Technical  Sub-Committee  sat  ;  on  February 
16  the  Conference  visited  the  British  Government  Air  Station 
at  Pulliam,  inspected  mooring  mast  arrangements,  sheds  and 
airships,  and  on  February  17  the  full  Committee  again  met 
and  adopted  final  resolutions. 

3.  The  Committee  is  unanimously  of  opinion  that  the- 
resolutions  so  adopted  should  be  accepted  by  the  nationalities 
concerned,  and  that  all  airships  and  airship  stations  built  for 
international  purposes  should  make  provision  for  the  recom¬ 
mendations  contained  in  the  resolutions  given  below 

(1)  That  the  principle  of  standardisation  is  accepted. 

(2)  That  standardisation  means  such  an  arrangement  as 
permits  the  airships  of  one  nation  to  use  the  landing,  moor¬ 
ing,  gassing  and  refuelling  arrangements  of  any  other  nation. 

(3)  That  each  country  retains  for  itself  the  right  to  receive 
airships  by  either  or  all  of  the  following  methods  : — 

(a)  At  air  sheds  ;  ( b )  by  mooring  on  the  ground  ;  (c)  on 
water ;  (d)  by  three-wire  mooring  arrangements  ;  (c)  by 
mooring  mast. 

(4)  That  when  airships  are  landing  at  shed,  on  the  ground 
or  on  the  water,  that  all  trail  ropes,  pulley  blocks  used  in 
connection  therewith,  and  handling  guys,  be  standardised. 

(5)  That  any  countries  adopting  the  principle  of  mooring 
to  masts,  shall  provide  that  such  masts  and  ships  be  provided 
with  standardised  couplings,  water,  petrol  and  gas  connections. 

(6)  That  this  Committee  recommends  to  the  next  Inter¬ 
national  Air  Conference  the  formation  of  a  Committee  to 
determine  the  airworthiness  of  airships.  It  is  recognised 
that  the  conditions  of  airship  travel  vary  according  to  route 
and  season  of  the  year,  consequently  the  impossibility  of 
laying  down  a  definite  margin  of  fuel  and  ballast  to  be  carried. 

I  he  situation  can  best  be  met  by  the  formation  of  a  small 
permanent  Committee  to  determine  margins  for  each  route 
according  to  its  merits. 

(7)  That  each  country  be  asked  to  create  an  official  register 
of  airships  in  which  will  be  listed  all  airships  and  air  stations, 
indicating  such  airships  and  air  stations  as  comply  with  the 

International  Standards  ”  hereinafter  arranged. 

(8)  That  pending  the  decision  of  the  Commission  Inter¬ 
nationale  de  Navigation  Aerienne  it  is  resolved  that  the 
Council  of  the  Royal  Aeronautical  Society  of  London  be  asked 
to  permit  their  Secretary  to  receive  correspondence  referring 


to  “  international  Standards  "  and  if  desirable  to  authoiise 
him  to  convene  a  further  conference.  In  such  event  invita¬ 
tions  will  be  forwarded  to  the  countries  interested  through 
the  Air  Attaches  of  the  Embassies  in  London. 

(9)  That  Lloyd’s  and  Insurance  Companies  in  different 
countries  be  informed  of  the  resolutions  and  standards 
adopted  by  the  Conference  with  a  suggestion  that  such 
standards  be  adopted  by  Lloyd's  and  Insurance  Companies 
as  the  basis  upon  which,  minimum  rates  of  insurance  will  be 
fixed. 

Standards 

(to)  That  the  metric  system  of  measurement  be  adopted. 

(11)  That  all  rigid,  semi-rigid  and  non-rigid  airships  over 
15,000  cubic  metre  capacity  be  required  to  carry  : — 

(a)  A  trail  rope  of  not  less  than  half  the  length  of  the  ship, 
with  a  minimum  of  100  metres. 

(b)  The  forward  side  guy  ropes  to  be  of  such  a  length  as 
to  reach  not  less  than  40  metres  below  the  lowest  point  of 
the  airship. 

(c)  Eyes  to  which  other  guy  ropes  can  be  secured.  ’ 

(d)  Some  method  for  hauling  down  the  stern. 

(12)  Air  stations  are  required  to  provide  : — 

(a)  A  landing  block  capable  of  taking  the  largest  trail 
ropes  carried  by  any  airship. 

(b)  Side  guys  and  toggles  suitable  for  airships  of  any  size. 
(x3)  AH  gas,  fuel,  water  and  oil  coupling  pipes  shall  be 

fitted  with  "  International  ”  right-handed  threads. 

(14)  In  addition  toffacilities  provided  in  sheds  for  refuelling 
airships  similar  facilities  should  also  be  available  on  the 
landing  grounds. 

(15)  This  Conference  recommends  the  following  sizes  as 
most  suitable  for  the  flexible  connection  between  airships  and 
mooring  masts  or  air  station  : — 

Gas  connection  (inside,  measurement)  . ,  300  mm. 

Water  75  „ 

.Enel  ,,  „  ,,  40  „ 

Airships  containing  pipes  of  dimensions  other  than  those 
indicated,  to  have  such  arrangements  installed  as  will  enable 
their  pipes  to  connect  up  with  the  standards  recommended 
herein . 

(16)  All  stations  are  to  lie  fitted  with  female  connections  ; 
airships  with  male  connections. 

(17)  Airships  designed  for  mooring  to  mast  must  carry  a 
cone  gimballed  on  to  the  ship  and  rotating  on  its  own  axis. 
The  size  and  shape  of  such  cone  to  be  that  shown  on  the 
attached  drawing.  (Drawings  are  being  prepared  and  will, 
it  is  hoped,  be  published  in  Flight. — Ed,)  The  wires  passing 
through  such  cone  shall  not  exceed  a  diameter  of  18  mm. 
Such,  landing  wire  must  be  fitted  at  the  outboard  and  with  a 
splice,  the  eye  of  which  shall  be  230  mm.  long.  Also  as 
shown  on  the  drawing. 

(18)  The  mooring  mast  station  must  provide  a  similar 
rope  fitted  with  a  quick  coupling  to  take  a  loop  at  the  out¬ 
board  end  of  the  trailing  rope.  The  mast  to  be  fitted  to  take 
the  rope  (up  to  18  mm.  diameter)  together  with  the  necessary 
coupling. 

(19)  Suggested  signals  for  mast  mooring  : — - 

At  Stations.  At  Day.  At  Night  and  in  Fog. 

The  position  of  the  A  White  Patch  By  a  White  Light 
mast  mooring  wire  waved. 


will  be  indicated  by 
When  the  mooring  wire 
ropes  have  been 
secured  the  ground 
will  signal  airship 
When  the  airship  is 
ready  to  haul  down 
the  ship  will  so  indi¬ 
cate 

To  stop  hauling  the 
ship  will  indicate 
To  ease  away  the  ship 
will  indicate 


By  waving  a 
White  Flag 


By  a  White 
flashed. 


Light 


By  a  Green  Flag  By  a  Green  Light 


By  a  Red  Flag  By  a  Red  Light. 


By  Red  and  Green 
Lights  shown 
together, 


By  Red  and 
Green  Flags 
shown  to¬ 
gether 

(20)  That  the  standards  arrived  at  remain  in  force  for  two 
years,  when  the  whole  question  can  be  considered  in  the 
light  of  further  experience  then  gained.  If  at  any  time  any 
important  development  occurs  or  fresh  inventions,  or  if  by 
practical  experience  standards  adopted  are  found  dangerous, 
the  Committee  will  immediately  be  convened  to  establish  fresh 
standards. 

At  the  conclusion  of  the  conference  a  hearty  vote  of  thanks 
was  passed  to  Sir  Joseph  Cook,  the  High  Commissioner  for 
Australia,  in  granting  the  use  of  the  rooms  for  the  conference. 


February  23,  1922 


IN  PARLIAMENT 

Imoerial  Airship  Service 

Sik  |.  D.  Rees,  on  February  i(.  asked  the  Secretary  of  Stale  for  India 
whether  lie  tan  give  the  House,  any  information  regarding  the  proposed 
Imperial  airship  service  in  so  far  as  it  atfects  India  ;  and  whether  the  <  ,ov,  i 
meat  of  India  has  taken  or  proposes  to  take  any  part  in  the  suggested 
England,  Egypt,  India,  and  Australia  service  ? 

Mr.  Montagu;  1  have  been  informed  by  the  Government  of  India  that  they 
regret  that  the  present  financial  position  precludes  them  from  malting  any 
contribution  to  the  establishment  of  the  experimental  Imperial  airship  sen  ice 
which  lias  been  proposed. 

Royal  Air  Force  and  the  Stores  Branch 

Mr.  Raper,  on  February  j.j,  asked  the  Secr<  t-iry  "j  Slate  lot  \ir  1k.w 
many  men  are  employed  in  the  accountant’s  si  it  ion  of  the  Storis  Brandi, 
Royal  Air  Force  ;  how  many  ol  this  total  quantity-  have  been  pilots  and, or 
observers;  how  many  are  non-service  n  <  n  ;  and  whether  it  would  have 
been  possible  to  have  filled  all  vacancies  in  this  set  linn  with  ex  pilots  and' or 
cx- observers  ? 

Captain  Guest  :  It  is  assumed  that  the  question  refers  to  o hirers  granted 
commissions  in  the  Stores  Branch  of  the  Royal  Air  Force  for  accountant 
duties  ;  the  men  employed  in  this  work  are  ordinary  enlisted  clerks  of  the 
Royal  Air  Force.  On  this  assumption,  the  answer  to  the  first  question 
asked  is  99  officers,  to  the  second  ro  olheers,  and  to  the  third  none.  With 
regard  to  the  last  question,  it  was  not  considered  desirable,  in  view  of  the 
need  for  obtaining  officers  with  the  best  accountant  experience  in  the  interests 
of  economy  and  efficiency,  to  restrict  entry  to  ex -pilots  and  ex  -observers, 
to  the  exclusion  of  other  candidates  from  the  three  Services  who  possessed  Un¬ 
necessary  qualifications. 

R.A.F.  Aeroplanes  and  Engines 

Mr.  Raper,  on  February  15,  asked  the  Secretary  "f  State  for  Air  a  hat 
types  of  aeroplanes  and  engines  arc  at  present  in  use  in  the  Royal  Air  Force, 
and  how  many  of  these  types  were  designed  before  or  during  1918  ? 

Capt.  Guest  :  As  the  answer  is  rather  long  I  will,  with  rav  bon.  friend’s 
permission,  circulate  the  information  in  the  "  Official  Report." 

The  following  is  the  answer  .- — 

The  following  are  the  types  of  aeroplanes  and  engines  at  present  in  use 
in  the  Royal  Air  Force.  With  the.  exception  of  the  “  Vickers  Vernon  ’ 
"Vickers  Ambulance,”  “  Fairey  3.D.  Seaplane,"  and  "  Westland  Walrus" 
machines,  all  the  above  aeroplanes  and  engines  were  designed  before  or 

during  I9t8. 

Aeroplav.es.-  AvroyopK,  Snipe,  Bristol  Fighter,  D.H.9.A,  D.H.10.  Vickers 
Vimy,  Vickers  Vernon,  Vickers  Ambulance,  F.g.A  Flying  Boat,  ley  Flying 
Boat,  Fairey  3.D  Seaplane,  Westland  Walrus,  Sopyvith  Cuckoo,  Panther, 
Ships  Camel,  Xieuport  Nighthawk,  Sopwith  Salamander. 

Engines.  -B.R.II.  B.R.I.  Hispano-Suixa  (Viper  T),  Liberty,  Mono.  Napier 
Lion  (II),  Rolls  Royce  (Falcon  3),  Rolls  Royce  (Eagle  fi), 

Irish  Free  State  Air  Force 

Col.  Gkktton.  on  February  16.  asked  the  Prime  Minister  whether 
under  the  terms  of  the  Treaty  the  Irish  Free  State  will  be  able  to  establish 
and  maintain  its  own  Air  Force  ? 

Mr.  Churchill:  Yes,  Sir.  I  understand  that  the  term  "  military  defence 
force  ’’  in  Article  to  of  the  Articles  of  Agreement  includes  an  Air  Force. 

Col.  Gretton  :  Has  the  Government  had  any  recommendation  made  to 
them  on  this  point  ? 

Mr.  Churchill:  The  naval  and  military  clauses  were  carefully  considered 
with  the  experts  of  those  various  Departments,  and  the  Ministers  concerned 
in  dealing  with  them  are  the  Ministers  usually  associated  with  the  work  of 
the  Committee  oi  Imperial  Defence.  The  same  is  true  of  the  arrangement 
made  about  the  Air  Force,  It  was  not  considered  of  sufficient  importance 
to  insist  upon  any  specific  stipulation  in  that  case,  and  I  think  very  sensibly 
so. 

Mr.  G.  Terrell  :  Were  these  arrangements  actually  approved  of  h\  the 
technical  authorities  ? 

Mr.  Churchill  :  ft  is  not  a  fair  thing  to  try  and  cite  technical  .iiithoritii 
military  or  naval,  as  approving  of  matters  which  arc  wholly  political  and 
surrounded  by  controversy. 

Capt.  W,  Bonn  :  Hear,  hear! 

Mr.  Churchill:  I  am  very  pleased  to  have  1  fiat  approval  from  a  wholly 
unexpected  and  unsolicited  quarter. 

R.A.F.  Deserters 

Lieut , -Cow .  Kvn  worth v  asked  the  Prime  Minister  whether  men  who 
were  absentees  or  deserters  from  the  Royal  Flying  Corps  prior  to  the  estab¬ 
lishment  of  the  Air  Ministry  are  now  liable  to  punishment;  and,  seeing 
that  there  is  a  conflict  of  opinion  between  the  War  Office  and  the  Air 
Ministry  as  to  the  authority  having  jurisdiction  and  the  action  to  be  taken 
in  such  cases,  if  he  is  prepared  to  authorise  a  general  amnesty  ? 

Mr.  Chamberlain  :  Deserters  from  the  Royal  Flying  Corps  prior  to  tin- 
establishment  of  the  Air  Ministry  are  Hill  liable  to  punishment  under  the 
Army  Act  for  their  offence,  and  under  the  Air  Force  Act  for  their  desertion 
from  the  Royal  Air  Force  after  the  establishment  of  the  Air  Ministry.  There 
is  no  conflict  of  opinion  between  the  War  Office  and  the  Air  Ministry  as  to 
the  authority  having  jurisdiction  and  action  in  such  cages.  The  "answer 
to  the  last  part  of  the  question  is  in  the  negative. 

*  £  m  SB 


SIDE-WINDS 

It  is  worthy  of  note  in  connection  with  the  statement  from 
the  Chinese  Charge  d  Affaires,  read  by  Lord  Weir,  at  the  Air 
Conference,  commenting  on  the  reliability  of  tire  Vickers 
machines  employed  on  the  air  mail  service  in  China,  that 
Smith’s  Speed  and  Distance  Recording  instruments  shared 
in  demonstrating  the  reliability  of  British-made  goods. 


An  interesting  display  of  the  E.  R.  Calthrop’s  Aerial  Patents 
is  on  view  until  further  notice  at  one  of  Messrs.  Selfridge's 
showrooms.  Photographs  taken  with  a  cinema  camera 
serve  to  show  very  clearly  every  phase  of  a  Guardian  Angel 
Parachute  descent.  These,  in  conjunction  with  complete 
parachutes  and  components,  form  an  excellent  means  of 
instructing  the  general  public  in  matters  "  parachutie,” 
whilst  for  the  purpose  of  training  the  young  idea,  model 
parachutes  are  on  sale  at  reasonable  prices. 


“  Exiue’s  ”  New  London  Depot 

Last  week  the  Chloride  Electrical  Storage  Co.,  Ltd., 
opened  their  new  Loudon  showrooms  and  Service  Station  at 
2x9-229  Shaftesbury  Avenue,  just  off  Oxford  Street.  There 
was  a  little  house-warming  function  at  which  the  guests  were 
shown  over  the  various  departments,  saw  the  large  stocks 
of  complete  batteries  and  spare  parts  in  thejstores,  had 
Ihe  different  types  of  batteries  shown  to  them,  and  saw 
the  way  in  which  users  of  Kxkle  batteries  are  rendered  real 
and  efficient  service. 

'*  Exide  Battery  Service”  was  the  text  of  a  short  address 
by  Air.  D.  P.  Dunne,  Director  and  Sales  Manager,  at  the 
subsequent  luncheon  at  the  Holborn  Restaurant.  He  said 
the  new  depot  had  been  opened  to  promptly  satisfy  the 
requirements  of  customers  in  the  South  of  England  and  in 
the  Midlands  who  desire  new  batteries  or  require  batteries 
repaired,  and  from  there  they  could  supply  their  service 
agents  in  that  area  with  all  the  materials  or  parts  they 
require.  Pie  said  that  a  shop  for  the  sale  of  storage  batteries 
on  these  lines  was  a  novelty.  Its  success  was  not  problem¬ 
atical  ;  they'  knew  that  successful  results  were  bound  to 
follow  xipon  battery  service  such  as  they  could  offer. 

Everybody  is  free  to  use  the  Exide  service  organisation, 
whatever  make  of  battery  he  may  use.  There  was  no 
membership  card  or  card  of  admission,  and  their  prices  were 
fixed  so  that  anybody  using  an  Exide  service  depot  could 
get  to  know  beforehand  what  the  charges  were,  and  they 
were  the  same  from  John  o’  Groat’s  to  Land’s  End. 

Mr,  Dunne  concluded  by  referring  to  some  of  the  successful 
work  done  by  Exide  batteries  during  the  War  on  aeroplanes, 
airships,  tractor*,  electric  cars,  armoured  cars,  submarines, 
etc.,  and  also  detailed  some  other  uses  such  as  lighting  of 
farms,  miners'  lamps,  etc.,  and  said  it  was  Exide  with  its 
special  and  completely  non-spillable  container  which  had 
obtained  an  award  from  the  Royal  Commission  on  Awards 
to  Inventors. 

By  way  of  a  final  word  Mr.  Dunne  invited  anyone  seeking 
information  regarding  batteries  to  apply  to  the  new  depot  at 
219,  Shaftesbury  Avenue,  or  to  Clifton  Junction,  or  to  any 
“Exide”  station,  and  thus  sample  one  side  of  “Exide” 
service. 

Further  Tests  with  Aveline  Stabiliser 

The  Message rtes  ACriennes  are  continuing  their  experi¬ 
ments  with  the  Aveline  stabiliser  (a  description  of  which 
appeared  in  Flight  of  Feb.  3,  1921).  The  firm  is,  we  under¬ 
stand  from  Messrs.  Auto  Controls,  Ltd.,  of  19,  Regent  Street, 
British  Concessionaires  of  the  apparatus,  doing  these  tests 
free  of  charge,  tflid  the  results  obtained  so  far  have  been  very 
encouraging.  In  a  letter  to  the  French  Seel  ion  Technique, 
the  results  are  described,  from  which  we  quote  the  following  : 
‘•On  the  14th  inst.,  new  tests  were  made  above  Le  Bourget  ; 
several  of  the  Company's  pilots  were  on  board.  The  sky  was 
overcast.  The  Goliath  flew  through  the  fog  and  emerged 
into  clear  air  at  1,500  metres  altitude,  effecting  the  climb 
without  difficulty  and  without  intervention  from  the  pilot 
\t  1,500  metres  several  turns  were  made,  both  left-hand  and 
right-hand.  The  engines  were  then  throttled  down  and  the 
machine  descended  to  within  50  metres  from  the  ground, 
without  the  intervention  of  the  pilot.  During  the  descent 
the  engines  were  several  times  opened  up  and  throttled  down, 
the  machine  automatically  climbing  when  the  engines  were 
opened  out  and  gliding  when  they  were  throttled  down. 
Three  times  during  the  flight  the  pilots  were  changed,  the 
machine  flying  entirely  without  pilot  during^these  changes.” 
The  report  further  states  that  the  Company  is  convinced,  that 
in  its  present  form,  the  stabiliser  is  capable  of  great  services 
in  traversing  large  banks  of  fog,  and  in  taking  off  from  aero¬ 
dromes  covered  in  fog, 
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LEATHER  CLOTH— 

New  Pegamoid  Ltd,,  134,  Queen  Victoria  St. ,  E.C. 

City  9704  (2  lines). 
“  Pegamoid,”  Phone,  London. 


LUBRICATING  OILS- 

Wakefield,  C.  C.,  &  Co.,  Ltd.,  Cheapslde,  E.C.  a. 
Central  1136  (3  lines);  “  Cheery,"  Cent.  London. 


MACHINING— 

Amott  &  Harrison,  Ltd.,  Hythe  Road,  Willesden 
Junction.  Willesden  2297. 

Monk  Engineering  Co.,  Ltd.,  Coventry. 

Coventry  807  ;  "Assistance,”  Coventry. 


MAGNETOS 

British  Thomson-Houiton  Co.,  Ltd.,  Lower  Ford 
Street,  Coventry. 

Telephone  *78  ;  "  Asteroidai,  Coventry. 


METALS  (Anti-Friction) 

Hoyt  Metal  tCo.,  Ltd.,  Deodar  Road,  Putney, 
S.W.  75.  Putney  1323. 


METAL  PARTS  AND  FITTINGS— 

Brown  Bros.,  Ltd.,  Great  Eastern  Street.  London, 
E.C.  2, 

Grahame-White  Company,  Ltd.,  Hendon,  N.W.  9. 

Kingsbury  120. 

London  Office;  12,  Regent  Street,  Pall  Mall, 
S.W.  1.  _  Regent  2084. 

Monk  Engineering  Co.,  High  St.,  Coventry. 

Coventry  807  :  “  Assistance,  ’  Coventry. 
Ruhery,  Owen  &  Co.,  Darlaston. 

Darlaston  £7  ;  "  Roofs,”  Darlaston. 


MODELS— 

Jones,  A.  E.,  Ltd,,  23,  Eversholt  Road.  Camden 
Town,  N.W.  1. 


|  MOTOR  CARS  AND  MOTOR  BICYCLES  - 

Auto-Carriers  (ion),  Ltd.,  181-182,  Hercules  Rd., 
Westminster  Bridge  Road,  London.  S.E.  1. 


NIGHT  LANDING  LIGHTS— 

Allen-Liversidge,  Ltd., amalgamated  with  Imperial 
Light,  Ltd.,  rod,  Victoria  St.,  S.W.  r. 

Victoria  4155  ;  "  Aceterator,"  Sowest,  London. 


PARACHUTES- 

E.  R.  Calthrop's  Aerial  Patents,  Ltd.,  4=3a! 
Edgware  Road,  London,  W.  2. 

Paddington  6332. 


PETROL- 

Anglo- American  Oil  Co.,  Ltd.  (Pratt's).  Queen 
Anne’s  Gate,  S.W.  1, 

Shell-Mex  Ltd.,  Shell  Corner,  Kingsway,  W.C.  2. 
Holborn  2303-4  ;  "Shelrine,"  Westcent,  London. 


PHOSPHOR  BRONZE  AND  CUNMETAL- 

Clifford,  Charles,  &  Son,  Ltd.,  Fazeley  Street 
Mills,  Birmingham. 

Central  3634  (4 lines);  *'  Clifford,  Birmingham. 
Keeling,  A.  D.,  Ltd.,  Caroline  Street, 
Birmingham. 

Central  440(3  lines);  "  Nickel,”  Birmingham. 


PHOTOGRAPHIC  APPARATUS 

Kodak,  Ltd-  (Wratten  Piv.),  Kingsway,  W.C.  2. 


PROPELLERS - 

Falcon  Airscrew  Co.,  113,  Cottenham  Road, 
Holloway,  N.  19.  Hornsey  gio  &  2472- 

Metal  Airscrew  Co.,  Ltd..  Regent  House, 
Kingsway,  W.C.  2. 

Gerrard  5122  ;  “  Pliantness,"  Phone.  London. 


RADIATORS  AND  RADIATOR  REPAIRS— 

Serck  Radiators,  Ltd.,  Warwick  Road,  Greet, 
Birmingham. 

Victoria  531  (3  lines);  "Nerleak,  Birmingham. 


SHEET  METAL  WORK  STAMPINGS  AND 
PRESSINGS— 

Rubery,  Owen  &  Co..  Darlaston. 

Dailaslon  ? 7;  "  Roofs."  Darlaston. 


SPARKING  PLUGS- 

Robinhood  Engineering  Works,  Ltd.,  The,  Putney 
Vale,  S.W.  13.  Putney  2132,  2133. 

"  Kaalgee,’’  Phone,  London. 


SPRAYING  PLANT 

Aerograph  Co.,  Ltd.,  43,  Holborn  Viaduct, 
E.C.  1. 

Holborn  2041 ;  "  Aerograph y,"  London. 
Midland  Fan  Co.,  Ltd.,  46,Aston  Rd. Birmingham. 

Central  3463;  "Blast,”  Birmingham. 


STABILIZERS 

Auto  Controls,  Ltd.,  19,  Regent  Street,  Piccadilly 
Circus,  London,  S.W.  j.  Regent  3649. 


TAPES  AND  WEBBING— 

MacLennan,  John,  &  Co,,  115,  Newgate  St.,  E.C.r, 
City  3115;  “  Vanduara,"  Cent.  London. 


TESTING— 

Tait-Cox  &  James,  c/oS.  Heckstall Smith, P.R.Ae.S,, 
4,  Golden  Square,  W.  Gerrard  3489. 


TIMBER— 

Owen,  Joseph,  ft  Son,  Boto  High  Street,  S.E. 

Hop  3811;  “  Bucheron,  London. 


TUBES,  ALUMINIUM— 

British  Aluminium  Co.,  Ltd.,  The,  109,  Queen 
Victoria  St._,  London. 

City  2676 ;  "  Cryolite,"  Cent.  London. 


TYRES  AND  WHEELS  - 

Palmer  Tyre,  Ltd..  Shaftesbury  Avenue,  W.C. 2. 
Gerrard  1214;  "  Tyricord,”  Westcent,  London. 


VARNISHES  AND  COLOURS- 

The  British  Emaillite  Co.,  Ltd.,  Brentfield  Road, 
Stonebridge  Park,  N.W.  10. 

Willesden  2346  and  2347 ; 
“  Ridleypren,”  London. 
Naylor  Bros.,  Ltd.,  Slough,  Bucks. 

Slough  228 ;  “  Naylor,"  Slough. 


WELDINGS,  REPAIRS— 

Barimar,  Ltd.,  10,  Poland  St.,  London,  W.  r. 

Gerrard  8173  ;  "  Bariquamar,”  Reg,  London. 


WIND  SHIELDS— 

Auster,  Limited,  133,  Long  Acre,  W.C.  2. 


WIRES  AND  CABLES  (Aeroplanes) — 

Bullivants,  Ltd.,  72,  Mark  Lane,  E.C.  3. 

Works:  Mill  wall,  E.  14. 
Clifford  &  Sons,  Ltd.,  Birmingham. 
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P Then  communicating  with  advertisers,  mention  of  “ Flight”  will  ensure  special  attention. 


Fkrruary  33,  1922: 


The  General  Verdict  of  the 
Air  Conference  Delegates 


after  visiting  Croydon  Aerodrome  was  that  the 
“  Bristol  ”  Ten-Seater  Biplane  was  the  finest 
commercial  aircraft  in  the  world  to-day. 


To  those  with  a  knowledge  of  air¬ 
craft  construction,  the  excellent 
workmanship  and  finish  conveyed  a 
guarantee  that  upkeep  costs  would 
be  kept  at  a  minimum.  From  those 
interested  in  passenger  traffic  the 
comfort  and  spaciousness  of  the 


saloon  elicited  approval.  Pilots 
expressed  appreciation  of  the  high 
flying  qualities  of  the  machine,  the 
excellent  field  of  view  and  many 
other  qualities  which  are  essentially 
the  pilots  concern.  And  all  agreed 
as  to  its  revenue-earning  capabilities. 


*  *  »  *  •  *  4  •  •  »  •  .  fc  -  '  1  •  ^  f  .  -  1  « 

The  engine  fitted,  the  400  h.p.  u Bristol”  Jupiter  radial  air¬ 
cooled  engine,  is  a  power  unit  of  high  efficiency  and  the 
lightest  proved  engine  of  its  power  in  the  world. 


Telegrams : 

“Aviation,  Bristol.” 


THE  BRISTOL  AEROPLANE  CO.,  LTD., 

FILTON  —  BRISTOL. 


Telephone : 1  *■ 
3906  Bristol. 
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EDITORIAL  COMMENT 

ISFORTUNE  appears  to  have  been 
dogging  the  footsteps  of  airships 
during  the  last  year  or  so.  First 
came  the  accident  to  R-38,  involving 
a  heavy  loss  of  life,  and  now  the 
wreck  of  the  semi-rigid  airship 
“  Roma  ”  purchased  from  Italy  by 
the  United  States  Army.  It  is  a 
curious  coincidence  that  the  report  of  the  Accidents 
Investigation  Sub-Committee  should  be  issued  almost 
simultaneously  with  the  sad  accident 
The  to  the  “  Roma/'  which  resulted  in 
^the  further  increasing  the  death  -  roll  of 

“Roma”  those  whose  pioneer  work  is  paving 
the  air- way  for  future  generations.  *To 
the  American  Nation,  no  less  than  to  the  relatives  of 
those  who  perished,  our  sympathy  goes  out  in  their 
sad  bereavement.  The  loss  of  R.38  and  her  gallant 
crew,  in  which  America  shared,  is  still  so  fresh  in 
mind  that  the  wreck  of  the  “  Roma  ”  is  felt  all  the 
more  keenly.  Both  calamities  occurred  at  a  time 
when  the  fate  of  airships  was  in  the  balance,  and  as 
far  as  this  country  is  concerned  it  is  to  be  feared 
that  the  loss  of  R.38  has  not  helped  to  make  the 
exploitation  of  airships  any  the  easier,  for  the  time, 
being  at  any  rate.  In  America  also,  voices  are  not 
wanting  which  are  crying  “  Enough,”  although 
these  are  silenced  by  plans  which  appear  to  be 
maturing  to  thoroughly  test  airships  commercially 
in  the  United  States.  Moreover,  it  would  appear  as 
if  both  calamities  might  have  been  avoided. 

Details  relating  to  the  cause  of  the  accident  to  the 
“  Roma  ”  are  still  lacking,  but  from  such  reports  as 
have  reached  this^side  it  seems  that  the  primary 
cause  was  the  failure  of  the  elevators,  followed  by  a 
nose  dive,  which  brought  the  airship  into  contact 
with  some  high-tension  electric  leads  which,  on 
breaking,  set  the  hydrogen"  on  fire.  It  appears 
reasonable  to  suppose  that  but  for  this  fact  the  crew 
might  have  been  saved,  as  the  crash  of  the  airship 
on  the  ground  would  probably  not  have  set'  it  on 
tire,  or  not,  at  any  rate,  until  the  crew  would  have 
had  time  to  get  clear. 

Surprise  has  been  expressed  that  the  airship  should 
dive  into  the  ground  when  the  tail  broke.  While  at 
first  this  fact  may  appear  somewhat  surprising,  a 
few  moments’  consideration  will  show  that  it  was 
quite  a  natural  sequel  to  the  breaking  of  the  tail. 
According  to  reports,  the  airship  was  proceeding  at 
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a  good  speed  and  at  a  comparatively  low  altitude, 
variously  given  as  1,000  and  1,500  ft.  As  the  airship 
itself  is  approximately  400  ft.  long,  it  will  be  seen 
that  its  height  above  the  ground  was  not  more  than 
four  lengths  at  the  most,  and  that  consequently  the 
momentum  of  the  airship  would  carry  it  on,  especially 
as  there  may  have  been  some  slight  delay  in  stopping 
the  engines. 

It  is  to  be  observed  that  the  breaking  of  the  R.38 
also  took  place  at  a  relatively  low  altitude,  and  that 
it  is  stated  in  the  report  that,  as  the  forces  are  pro¬ 
portionate  to  the  air  density,  the  latter  ship  was  not 
strong  enough  to  withstand  the  stresses  set  up  at 
high  speeds  and  low  altitude.  If  the  “Roma’’ 
had  been  at  2,000  to  3,000  ft.  at  the  time  the  tail 
broke  the  ship  might  probably  have  been  saved,  as 
it  now  seems  fairly  well  established  that  she  did  not 
catch  fire  until  striking  the  electric  wires. 

A  further  point  of  similarity  between  the  two 
accidents  is  that  both  were,  directly  or  indirectly, 
due  to  the  forces  on  the  tail.  In  the  case  of  the 
“  Roma  ”  the  tail  gave  way,  while  in  R.38  the  tail 
pressures  resulted  in  breaking  the  longitudinal 
girders.  In  other  words,  both  accidents  were  due  to 
aerodynamic  forces  set  up  during  manoeuvres,  and 
not  to  any  weakness  existing  when  regarded  statically. 
One  is  forced  to  the  opinion  that  both  accidents  point 
to  an  urgent  need  for  further  research,  both  in  the 
wind  tunnels,  on  models,  and  on  full-size  airships  in 
flight.  It  is  known  that  all  streamline  shapes  are 
unstable  to  a  greater  or  smaller  extent,  and  that  an 
airship  requires  a  good  deal  of  control  in  order  to 
keep  her  on  any  given  course.  While  model  experi¬ 
ments  can,  and  do,  give  a  great  deal  of  information, 
full-scale  research  is  also  required,  and  it  seems  to  us 
that,  as  the  problems  involved  refer  largely  to  first 
principles,  it  might  well  be  worth  while  for  the  various 
nations  to  try  to  co-ordinate  their  research  on  subjects 
connected  with  airships.  Otherwise  there  is  bound 
to  be  a  good  deal  of  overlapping  and  duplication  of 
•  work.  We  fully  realise  the  difficulties,  but  with  good 
will  they  should  not  be  insurmountable.  There  is 
little  doubt  that,  if  some  agreement  could  be  reached 
as  to  which  experiments  each  of  the  larger  nations 
should  undertake,  much  valuable  time  might  be 
saved,  and  the  rate  of  progress,  which  is  otherwise 
bound  to  be  slow,  would  be  considerably  accelerated. 


The  Report  of  the  Accidents  Investiga- 
The  tion  Sub-Committee  into  the  details 
eR).38°n  which  led  to  the  accident  to  R.38  was 
issued  during  this  week,  and  a  brief 
resume  of  the  conclusions  of  the  Committee  is  pub¬ 
lished  elsewhere  in  this  issue.  Several  facts  emerge 
from  the  report.  To  begin  with,  it  appears  to  be  estab¬ 
lished  that  the  accident  was  undoubtedly  due  to 
faulty  design,  and  not,  as  has  been  maintained  in 
some  quarters,  to  manoeuvres  being  undertaken 
which  were  really  outside  the  scope  of  the  tests.  In 
fact,  the  use  of  rudders  and  elevators  does  not  appear 
to  have  been  other  than  what  might  have  been 
necessary  during  a  straight  forward  flight  in  bad 
weather. 

The  fundamental  cause  of  the  disaster  appears  to 
have  been  the  failure  of  the  designers  to  have  taken 
into  consideration  stresses  due  to  aerodynamic 
forces,  as  distinct  from  static  forces.  Judged  on  a 
basis  of  static  forces  R.38  was  fairly  strong,  ap¬ 
parently,  the  weights  being  well  distributed.  And  yet 
we  are  told  that  information  existed  which  would 
have  thrown'grave  doubt  on  the  structure.  Indeed, 


in  the  case  of  R.29  calculations  as  to  the  aerodynamic 
forces  had  been  made,  but  they  showed  such  a  large 
resultant  bending  moment  that,  in  the  opinion  of 
the  designing  staff,  such  a  basis  of  design  was 
precluded  by  considerations  of  weight.  R.29  was 
then  designed  to  factors  of  safety  based  on  static 
stresses,  and,  as  she  showd  no  signs  of  failure,  it 
was  concluded  that  it  was  safe  to  design  on  a  static 
basis,  and  the  model  results,  uncorroborated  as  they 
were  by  full-scale  experiments,  were  not  thought  to 
be  reliable  enough  to  be  considered. 

Certain  sections  of  the  report  throw  a  striking 
sidelight  on  the  way  in  which,  under  the  name  of 
economy,  we  have  neglected  to  carry  out.  experi¬ 
ments  which  would  in  all  probability  have  furnished 
data  that  would  have  convinced  the  designers  of 
R.38,  and  thus  might  have  saved  the  many  gallant 
lives  whose  value  cannot  be  assessed  in  mere  pounds, 
shillings  and  pence,  not  to  mention  a  very  valuable 
ship.  For  instance,  in  para.  21  of  the  Report  it  is 
stated  that  “  For  some  time  prior  to  the  trials  of 
the  ship  the  design  staff  of  R.38  had  pressed  for 
full-scale  experiments  which  would  determine  the 
aerodynamic  forces  acting  on  the  hull  of  an  airship 
and  on  its  fins  and  control  surfaces,  and  had  fitted 
the  necessary  apparatus  into  R.32,  with  a  view  to 
making  a  series  of  such  tests.  Owing  to  the  early 
deletion  of  the  ship,  only  incomplete  observations 
were,  possible,  but  these  showed  unexpectedly  high 
fin  pressures.  Apparatus  for  the  same  purpose  was 
also  fitted  into  R.33,  but  the  ship  was  put  out  of 
commission  before  the  tests  were  begun.” 

Comment  is,  we  think,  superfluous.  Research  is 
needed,  both  model  and  full-scale,  and  the  existing 
ships  could  be  utilised  for  experiments  which  would 
be  of  the  greatest  value  in  future  design.  In  this 
manner  we  should  be  able,  in  the  long  run,  to  con¬ 
sider  that  we  had  got  value  for  money  expended. 
If  they  are  allowed  to  "  rot  in  their  sheds,”  the 
money  must  be  written  off  as  a  dead  loss.  We  are 
a  nation  of  shopkeepers,  to  be  sure,  but  even  from 
that  not  very  exalted  point  of  view  the  idea  of 
making  some  use  of  the  ships  should  appeal  to  us 
more  than  writing  them  off,  even  if  we  do  have 
Ministers  of  the  Crown  suggesting  that  we  should 
sit  down  with  our  hands  in  our  lap  for  the  next 
ten  years  or  so. 

<0* 

Last  week  it  became  necessary  for  us 

Conference  to  hold  over  the  PaPer  read  before 

the  Air  Conference  by  Major  Scott,  and 

the  discussions  which  took  place  during  the  afternoon 
session  of  the  second  day  of  the  Conference.  In  the 
present  issue  these  are  published,  and  thus  we  close 
our  review  of  an  event  which  should  have  considerable 
effect  in  letting  the  man  in  the  street,  the  business¬ 
man,  the  financier — in  short,  all  who  are  not  intimately 
connected  with  aviation — know  the  present  position 
of  aviation,  what  it  has  to  offer,  and  at  what  price. 
That,  as  we  see  it,  is  the  object  of  the  Air  Con¬ 
ference.  It  may  be  admitted  that  this  object  was 
not  attained  this  year.  The  papers  read  were  too 
long  and  too  technical.  Next  year  let  us  stick  to 
matters  of  policy,  matters  of  national  and  inter¬ 
national  interest,  but  for  heaven’s  sake  let  us  present 
a  more  united  front  to  the  outside  world  than  we  did 
in  the  Guildhall  recently.  The  impression  left  on 
the  non-technical  section  of  the  audience  must  have 
been  that  the  aviation  world  does  not  know  what 
it  can  do  and  cannot  do,  nor  how  much  it  will  cost 
to  do  it. 
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THE  AIR  CONFERENCE,  1922 

[Concluded.) 

AIRSHIPS 


By  Major  G.  H.  SCOTT, 

AJajor  Scott’s  paper  on  airships  was  mainly  a  resumd  of 
the  present  position  of  airships  throughout  the  world,  and 
much  of  the  paper  dealt  with  matters  which  are  already 
well-known  to  readers  of  this  journal.  This  is  not  in  any 
way  meant  as  a  criticism  of  the  paper.  On  the  contrary, 
it  was  eminently  fitting  that  our  leading  airship  pilot  (and 
one  of  our  foremost  airship  experts)  should  place  before  an 
assembly  such  as  the  Air  Conference  the  facts  relating  to  the 
airship  position,  and  without  being  too  technical  Major 
Scott  managed  to  do  so  in  a  most  admirable  manner.  If 
there  was  any  fault  at  all  to  find  with  his  paper  it  was  in 
understating  rather  than  overstating  the  case  for  airships. 
He  chose  to  err,  if  error  it  was,  on  the  conservative  side. 

Tl  may,  therefore,  be  accepted  that  every  statement  made 
and  every  claim  put  forward  by  him  can  be  substantiated 
now,  without  introducing  any  element  of  speculation. 

In.  his  introduction  Major  Scott  expressed  the  view  that, 
if  a  move  is  not  made  now,  one  will  be  forced  upon  us  within 
the  next  couple  of  years,  and  he  proceeded  to  explain  the 
reasons  which  led  him  to  that  conclusion.  In  America  the 
U.S.  Navy  Department  have  arranged  with  the  Allies  for 
the  construction  of  a  Zeppelin  airship  for  America  as  part 
of  America’s  share  of  aerial  reparations.  This  ship,  Major 
Scott  stated,  will  embody  the  latest  features  of  airship 
design  and  should  be  flying  within  12  months.  The  U.S. 
Navy  Department  is  also  building  in  America  the  Z.R.i, 
modelled  on  a  German  airship,  and  the  U.S.  Army  has 
recently  purchased  the  Italian  semi-rigid  airship  "  Roma,” 
which  is  the  largest  semi-rigid  ship  in  the  world.  In  addition 
to  the  purchase  of  airships,  America  is  establishing  large 
and  elaborate  airship  bases,  and  a  powerful  commercial 
combine  has  in  view  the  running  of  commercial  airship 
services,  trans-Continental  at  first,  with  the  trans-Atlantic 
service  as  a  later  development. 

In  France  there  is  also  considerable  airship  activity.  Three 
surrendered  airship  sheds  are  being  re-erected,  one  near 
Paris,  one  near  Marseilles,  and  one  in  Algiers. 

Italy  recently  constructed  a  if  million  cubic  ft.  semi-rigid, 
which,  as  already  stated,  has  been  sold  to  America.  They 
are  now  engaged  on  building  a  still  larger  airship  of  similar 
type,  which  will  have  a  range  of  about  4,000  to  5,000  miles. 
Italy  also  has  under  consideration  a  commercial  airship 
service  from  Rome  to  her  North  African  colony  Tripoli. 

Germany  has  in  various  ways  managed  to  keep  her  technical 
airship  staffs  together,  and  they  are  still  in  a  position  to 
design  and  construct  airships.  An  arrangement  is  now  being 
completed  between  Spanish  commercial  interests  and  the 
Zeppelin  company  to  establish  an  airship  service  between 
Spain  and  the  Argentine.  This  latest  move  wras  regarded 
by  Major  Scott  as  one  which  may  well  turn  out  to  be  of 
far-reaching  importance,  and  may  even  result  in  giving 
Germany  a  commanding  position  in  the  airship  world . 

As  regards  Imperial  air  services.  Major  Scott  pointed  out 
that  the  work  between  main  terminals  in  each  country  can 
only  be  carried  out  by  airships,  the  terminals  being  fed  by 
aeroplane  branch  lines. 

On  the  technical  side  the  lecturer  stated  that  it  can  be 
affirmed  with  certainty  that  an  airship  can  be  built  today 
whose  performance  in  all  directions  can  be  established 
beforehand,  and  which  will  not  introduce  any  experimental 
and  untried  features.  The  type  of  airship  which  Major 
Scott  would  suggest  as  suitable  would  have  a  capacity  of 
2,500,000  cubic  ft.,  giving  a  gross  lift  of  75  tons  and  a  useful 
lift  for  freight  of  12  tons  for  non-stop  journeys  of  2,000  to 
2,500  miles.  This  would  enable  35  passengers  and  7  tons 
of  mail  and  other  goods  to  be  carried,  without  an  inter¬ 
mediate  stop,  from  England  to  Egypt.  A  journey  of  this 
distance  could  be  completed  in  50  hours,  or  at  a  speed  made 
good  of  50  m.p.h.  The  hull  would  be  of  a  rugged  construction, 
built  for  a  long  life  and  low  maintenance  cost,  and  should 
last  in  continuous  service  for  at  least  five  years.  The  airship 
would  be  built  with  a  factor  of  safety  at  least  equal  to  that 
of  R.33  and  R.34,  which  showed  themselves  capable  of 
standing  up  to  the  worst  weather  conditions  both  in  flight 
and  at  the  mooring  mast. 

Major  Scott  stated  that  during  the  last  year  he  had  made 
a  very  careful  study  of  the  weather  charts  covering  the 
route  to  India,  and  he  had  come  to  the  conclusion  that  the 
leg  of  the  route  from  England  to  Egypt  could  be  run  with  a 
regularity  comparable  with  that  of  steamships,  and  the 
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distance  covered  regularly  in  50  hours.  There  is  no  reason 
to  doubt  that  an  equal  regularity  could  be  maintained  between 
Egypt  and  India.  Allowing  a  stop  of  half  a  day  in  Egypt, 
India  would  be  reached  in  4^  to  5  days,  giving  a  time-saving 
of  approximately  10  days,  or  66f  per  cent,  over  existing 
means  of  transport.  The  last  stage  of  the  route,  from  India 
to  Australia,  is  somewhat  more  uncertain,  and  the  lecturer 
did  not  feel  justified,  with  the  limited  meteorological  data 
at  present  available,  in  assuming  the  same  regularity  over 
this  portion  of  the  route,  although  he  thought  there  is  abso¬ 
lutely  no  reason  to  doubt  that  this  stage  could  be  flown. 
Even  with  the  service  terminating  in  India,  the  saving  in 
time  to  Australia  would  amount  to  about  33^  per  cent,  over 
the  fastest  steamship  times. 

The  lecturer  then  turned  his  attention  to  a  more  detailed 
reference  to  the  various  parts  of  an  airship.  A  2^  million 
cubic  ft.  hull  could  be  built  without  introducing  any  experi¬ 
mental  feature.  By  employing  the  German  way  of  attaching 
the  goldbeaters’  skin  to  the  fabric  of  the  gas  bags,  using  a 
gelatine  glue  instead  of  the  rubber  solution  which  we  have 
been  employing  for  the  purpose,  gas  bags  can  be  made 
which  will  give  satisfactory  results  under  all  climatic  con¬ 
ditions.  Major  Scott  stated  that  as  yet  no  British  engine 
designed  specially  for  airship  work  has  been  developed,  and 
referred  to  the  German  Maybach,  which  has  given  most 
satisfactory  results.  He  thought  that  a  probable  develop¬ 
ment  in  the  near  future  will  be  the  introduction  of  heavy-oil 
engines,  which  would  tend  to  reduce  running  costs. 

Under  the  heading  of  safety  the  lecturer  stated  that  there 
are  two  dangers — fire  and  weather  conditions.  The  fire 
danger  falls  into  two  classes — danger  due  to  petrol  and 
danger  due  to  hydrogen.  Of  the  two  the  petrol  danger  is 
the  more  serious.  The  introduction  of  the  heavy-oil  engine 
would  almost  entirely  remove  this  danger.  Regarding  the 
danger  due  to  hydrogen,  Major  Scott  stated  that  in  all  cases 
of  fire  in  an  airship,  excepting  those  due  to  enemy  action, 
the  ignition  of  the  hydrogen  had  been  a  secondary  cause 
only. 

Although  it  is  generally  imagined  that  an  airship  is  in 
considerable  danger  from  lightning,  Major  Scott  pointed  out 
that  this  is  not  the  case,  and  that  the  danger  is  due  to  the 
violent  air  currents  obtaining  under  such  weather  conditions. 
Even  with  present  meteorological  organisation,  it  is,  however, 
comparatively  easy  to  avoid  thunderstorms,  he  said.  Snow 
may  constitute  a  danger  if  it  collects  on  the  airship,  but  by 
rising  about  1,000  ft,  above  the  level  where  damp  snow  or 
sleet  are  met  with  the  airship  will  get  into  dry  snow,  which 
blows  off  and  does  not  collect. 

The  results  of  experiments  made  with  mast-mooring  wTere 
summarised  by  Major  Scott  as  follows  :  (1)  the  airship  can 
remain  at  a  mooring  mast  comfortably  in  winds  up  to  60 
m.p.h.,  riding  through  hail  and  snow  squalls  ;  (2)  it  can  leave 
the  mast  in  a  40  m.p.h.  wind  ;  (3)  it  can  land  at  a  mast  in 
winds  up  to  32  m.p.h.  ;  (4)  necessary  running  repairs  can  be 
undertaken  with  safety  at  the  mast. 

In  the  foregoing  estimates  of  performance,  etc.,  Major 
Scott  pointed  out  that  he  had  not  taken  into  consideration 
any  future  developments.  One  of  the  more  important  of 
these,  and  which  is  now  in  sight,  is  the  utilisation  of  waste 
hydrogen  as  fuel.  Experiments  indicate  that  by  this  means 
a  considerable  economy  in  fuel  may  be  expected,  the  direct 
result  of  which  will  be  to  increase  the  commercial  load  of 
the  2.1  million  cubic  ft.  airship  by  something  in  the  order 
of  40  per  cent,  over  a  2,000  or  2,500  mile  journey. 

Finally  Major  Scott  gave  his  views  on  the  value  of  the 
airship  for  Imperial  defence.  Although  admitting  that 
during  the  War  the  airship  was  largely  immobile,  Major  Scott 
stated  that  with  the  development  of  the  mooring  mast  this 
is^no  longer  so,  and  that  therefore  concentration  at  any  point 
would  be  secured  at  a  maximum  of  speed.  The  lecturer 
admitted  the  vulnerability  of  the  airship  from  the  military 
point  of  view,  but  referred  to  this  being  diminished  or 
eliminated  by  the  use  of  helium  or  by  the  use  of  an  outer 
envelope  of  non-inflammable  gas.  Even  the  present  limi¬ 
tation  due  to  vulnerability,  Major  Scott  maintained,  will 
only  apply  when  an  airship  is  operating  over  waters  con¬ 
trolled  by  the  enemy.  Over  the  large  sea  areas  and  along 
the  main  trade  routes,  attack  by  enemy  heavier-than-air 
craft  will  necessitate  the  use  of  aircraft  carriers,  and  if  the 
enemy  does  not  control  these  waters,  his  aircraft  carriers 
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will  not  be  able  to  operate  with  any  hope  of  success.  Also 
Major  Scott  thought  that  the  airship  would  provide  a  good 
gun-platform  with  heavier  armament  than  the  attacking 
aeroplane  would  possess,  and  should  therefore  be  able  to 
give  a  good  account  of  itself. 

In  conclusion  Major  Scott  pointed  out  that  the  reason  for 
the  comparative  failure  of  the  airship  in  the  War  was  due  to 
the  absence  of  mooring  masts,  and  he  pleaded  for  the  estab¬ 
lishment  of  the  necessary  ground  organisation  in  the  Domin¬ 
ions  and  India,  justifying  his  plea  as  follows  :  “  The  estab¬ 


lishment  of  the  necessary  ground  organisation  in  the  Do¬ 
minions  and  India  is,  therefore,  of  primary  importance  not 
only  to  improve  Imperial  communications  and  to  develop 
commercial  possibilities,  but  in  no  less  degree  to  utilise  the 
airship  to  the  utmost  for  Imperial  defence.  The  erection  of 
these  bases  for  an  Imperial  airship  service,  to  repeat  the 
point  in  another  way,  would  immediately  make  the  airship 
of  considerable  value  for  Service  purposes,  and,  conversely, 
the  establishment  of  bases  for  Service  airships  would  also  be 
of  great  assistance  in  furthering  commercial  airship  projects.” 


THE  DISCUSSIONS 


The  afternoon  session  of  the  second  day  of  the  Air  Con¬ 
ference  was  devoted  to  a  discussion  of  the  technical  papers 
read  during  the  afternoon  session  of  the  first  day.  Lord 
Weir  was  in  the  chair,  and  asked  Capt.  Geoffrey  de  Havilland 
to  open  the  discussion. 

Capt.  de  Havilland  agreed  with  Major  Green  that  the 
duplication  of  stressed  parts  was  of  great  importance.  The 
danger  from  fire,  he  thought,  can  be  eliminated  by  suitable 
placing  of  the  tanks,  careful  design  of  petrol  leads,  and  the 
use  of  fireproof  bulkheads.  From  the  point  of  view  of  the 
comfort  of  passengers  the  elimination  of  noise  was  important. 
As  regards  the  question  of  single-engine  versus  multi-engine 
machines,  he  was  of  the  opinion  that  the  single-engined 
machine  had  proved  at  least  as  safe  and  reliable  as  the 
twin-engined.  He  could  not  quite  agree  that  at  present 
the  all-metal  machine  was  practical,  and  thought  the  time 
for  it  had  not  yet  arrived.  The  life  of  a  wood  machine 
was,  he  said,  longer  than  generally  believed,  and  wood  had 
the  advantage  that  for  experimental  work  it  afforded  cheap¬ 
ness  of  construction.  The  life  of  a  wooden  machine  could, 
he  thought,  be  tested  very  cheaply,  and  it  might  be  useful 
to  carry  out  such  tests.  It  was  sometimes  claimed  that 
the  fabric-covered  wings  got  soggy,  and  that,  in  consequence, 
the  machine  lost  its  performance.  He  did  not  believe  that 
this  deterioration  in  performance  was  as  serious  as  generally 
thought.  Among  the  subjects  for  research  and  experiment 
he  mentioned  control  at  low  speeds,  and  high-lift  wings. 
One  difficulty  which  firms  encountered  at  present  was  that 
as  soon  as  a  machine  was  finished  it  was  taken  away  from 
the  constructor,  and  he  thus  got  no  opportunity  of  testing 
it  thoroughly.  He  would  plead  for  support  from  the  Govern¬ 
ment  to  enable  firms  to  do  more  full-scale  flying  tests. 

Lieut  -Col.  Mervyn  O’Gorman  disagreed  with  Lord  Gorell 
on  the  question  of  technical  qualifications.  He  did  not 
think  that  it  could  ever  be  undesirable  to  possess  technical 
qualifications,  and  pointed  out  hdw  in  the  future  firms  who 
purchase  their  machines  must  have  a  man  who  understands 
the  technical  side  if  they  are  to  get  the  best  machines  for 
their  particular  purpose.  The  designer  must  also  know  the 
user’s  point  of  view',  and  vice  versa.  In  view  of  the  enormous 
value  of  scientific  knowdedge,  he  w'ould  plead  for  making 
the  training  of  cadets  sufficiently  technical. 

Prof.  L.  Bairstow  quoted  the  American  National  Advisory 
Committee  recommendations  for  extensive  research,  and 
associated  himself  w’ith  the  views  therein  expressed.  With 
reference  to  Major  Green’s  remarks  relating  to  the  appli¬ 
cation  of  model  results  to  full-scale  machines,  he  thought 
the  reply  w'ould  come  from  our  Universities  and  from  the 
mathematicians.  As  regards  the  lack  of  contact  between 
designers  and  research,  he  associated  himself  with  the  views 
expressed  by  Col.  O’Gorman.  He  referred  to  the  progress 
made  in  applying  research  data  to  practical  design,  and 
maintained  that  today  we  should  be  surprised  if  a  machine 
differed  by  as  much  as  10  m.p.h.  from  the  performance 
predicted  from  model  tests.  Prof.  Bairstow  also  regretted 
the  present  system  of  taking  a  machine  awray  from  a  designer 
as  soon  as  it  was  finished,  and  pointed  out  that  this  did  not 
give  the  designer  an  opportunity  to  become  thoroughly 
acquainted  with  its  behaviour.  He  referred  to  the  state¬ 
ment  which  too  often  appeared  after  an  aeroplane  crash, 

“  that  it  was  due  to  bad  piloting  and  stalling  of  the  machine.” 
He  thought  this  unfair  to  the  pilots,  as  a  machine  was 
extraordinarily  tricky  to  handle  at  low  speeds,  speeds  some¬ 
where  near  the.  stalling  point.  On  the  question  of  airships 
he  associated  himself  with  Major  Scott  in  the  opinion  that 
a  serviceable,  airship  can  be  produced  today  w'hich  will  not 
introduce  any  untried  features  in  its  design. 

Prof.  Burstall,  of  Birmingham  .University,  said  that  with 
regard  to  aircraft  he  could  speak  of  the  engine  only  with 
authority.  He  thought  that  the  petrol  engine,  as  we  know 
it  today,  had  practically  reached  the  limit  of  its  development, 
and  the  next  step  appeared  to  be  direct  injection  of  the 
fuel.  He  had  had  a  good  deal  of  experience  in  this  subject, 


and  they  had  found  that,  working  on  the  Diesel  cycle, 
air  injection  was  the  most  economical.  The  necessary  appa¬ 
ratus  w'as,  how'ever,  too  heavy  for  aircraft  use,  and  the  most 
promising  form  appeared  to  be  solid  injection.  Here  one 
was  faced  with  the  difficulty  of  getting  the  fuel  properly 
atomised,  and  it  had  been  found  that  engines  could  not 
be  got  to  run  at  anything  but  relatively  low  speeds.  What 
was  really  v'anted,  he  thought,  before  we  go  to  the  expense 
of  building  engines,  was  more  basic  research  on  fuel  injection. 
He  mentioned  some  interesting  experiments  with  photo 
graphing  the  spray  as  it  entered  the  cylinder,  and  thought 
that  work  of  this  kind  could  teach  us  a  great  deal,  while 
it  would  be  very  much  cheaper  than  building  complete 
experimental  engines. 

Sir  Richard  Glazebrook  thought  that  the  urgent  need  for 
and  full  importance  of  research  was  not  realised  in  high 
quarters.  He  mentioned  that  a  man  engaged  on  research 
work,  as  apart  from  experimentation,  should  be  left  abso¬ 
lutely  free  to  work  at  the  times  and  in  the  manner  which 
suited  him.  As  regards  Major  Green’s  remarks  on  scale 
effect,  he  did  not  think  that  he  (Major  Green)  quite  realised 
all  that  had  been  done  lately.  With  reference  to  safety, 
what  was  wanted  was  more  research  on  stability,  chiefly 
lateral,  and  circling  flight.  For  this  work  both  wind  tunnel 
and  full-scale  work  was  needed.  Research  on  the  distri¬ 
bution  of  air  pressure  was  also  needed.  Sir  Richard  then 
outlined  the  work  of  the  N.P.L.  for  February.  In  the  big 
channel  :  first,  stability  on  models,  then  airscrew  tests,  then 
stability  w'ork,  then  tests  on  international  models  so  as  to 
find  means  of  co-ordinating  and  obtaining  agreement  between 
the  results  obtained  in  the  various  countries'  wind  channels, 
then  pressure  distribution.  With  regard  to  airships,  Sir 
Richard  realised  the  need  for  economy,  but  he  pointed  out 
that  the  need  for  research  on  airships  was  very  pressing. 
He  said  he  was  giving  away  no  secrets  if  he  stated  that 
information  existed  which  would  have  thrown  grave  doubts 
on  the  strength  of  R.38  had  it  been  used,  although  it  was 
not  of  a  sufficiently  conclusive  nature  to  be  entirely  trusted 
by  the  designers.  He  agreed  with  Prof.  Bairstow  and 
Major  Scott  that  a  commercial  airship  could  be  built  without 
introducing  experimental  features,  but  if  a  light  airship 
such  as  R.38  wras  contemplated,  then  further  research  would 
be  necessary  before  we  could  confidently  approach  the 
actual  construction.  He  suggested  that  a  sum,  which  need 
not  be  very  large,  be  set  aside  for  full-scale  experiments 
on  existing  ships. 

Mr.  Alan  Chorlton,  of  Beardmore’s,  said  that  at  the  last 
Air  Conference  he  suggested  a  division  of  w'ork.  The  neglect 
to  do  this  had,  he  thought,  been  unfortunate,  and  he  again 
suggested  a  better  division.  With  regard  to  Major  Green’s 
difficulty  in  bringing  into  agreement  the  apparently  opposing 
views  on  bearings,  he  thought  that  it  would  be  found  to  be 
mainly  a  question  of  temperatures.  On  the  question  of 
engines,  Mr.  Chorlton  pointed  out  the  need  for  lightness, 
and  said  that  wre  had  had  ample  proof  of  the  advantage  of 
lightness.  The  light  engine  was  the  engine  w'hich  had  got 
all  the  business.  For  further  improvement  he  thought  w*e 
should  attack  the  problem  raetallurgically  rather  than 
thermodynamically.  He  concluded  by  pointing  out  the 
desirability  of  getting  the  great  industrial  firms  into  closer 
touch  with  the  Directorate  of  Research. 

Prof.  E.  Melvill  Jones,  of  Cambridge  University,  pointed 
out  the  danger  of  a  widening  of  the  gap  betw'een  the  scientific 
side  of  aeronautics  and  the  flying  people.  He  pleaded  for 
a  good  technical  training  of  officers,  and  also  suggested  that 
the  Air  Ministry  should  consider  an  arrangement  for  a  small 
reserve,  chosen  from  the  Universities,  to  be  given  one  or 
one  and  a  half  year’s  flying  experience  in  the  R.A.F.  Much 
had  been  said  about  safety  and  regularity,  yet  he  was  sur¬ 
prised  to  find  that  such  very  valuable  instruments  as  turn 
indicators  were  not  fitted  on  the  cross-Channel  machines. 
He  thought  they  certainly  ought  to  be  fitted.  On  the 
question  of  airships  he  said  that  it.  had  been  stated  that 
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there  was  no  great  future JforJaircraft  except  over  long 
routes.  It  had  also^been  said  that  the  airship  was  the 
craft  for  long-distance  flying  routes.  It  seemed  to  him  that 
logically  the  chain  of  argument  was  complete,  and  that  it 
was  in  favour  of  airships.  And  yet  we  were  just  turning 
airships  down.  He  suggested  that,  whatever  happened,  we 
should  at  any  rate  keep  one  or  two  ships  for  research.  With 
regard  to  Capt.  Guest’s  statement  that  it  would  be  as  cheap 
to  wait  some  years  and  then  make  a  fresh  start.  Prof.  Jones 
pointed  out  that  in  that  case  we  should  have  to  rely  entirely 
upon  the  experience  gained  by  others,  a  procedure  which, 
to  put  it  on  its  highest  plane,  would  seem  to  amount  to 
brain-picking,  and  was  scarcely  dignified. 

Mr.  J.  D.  North  said  that  he  was  left  with  the  impression 
after  hearing  Capt.  Guest  speak  that  aviation  was  in  a  state 
of  anajinia.  After  all  he  had  heard  by  now,  he  was  inclined 
to  think  it  was  indigestion,  for  which  Gen.  Brancker  had 
that  morning  administered  a  strong  dose  of  ginger.  As 
regards  metal  construction  of  aircraft  he  would  support 
Major  Green.  All-metal  machines  could  now  be  built  which 
were  10  per  cent,  lighter  than  wooden  machines,  and  were 
no  more  expensive.  Improvements  were  now  in  sight 
which  would  make  the  metal  machine  25  per  cent,  lighter 
than  the  wood  machine. 

Mr.  H.  P.  Folland  was  surprised  that  after  three  years 
of  peace,  machines  were  practically  the  same  as  when  the 
War  finished.  He  thought  we  should  strike  out  along  new 
lines,  and  expressed  the  opinion  that  with  his  large  double 
triplane,  which  unfortunately  came  to  a  premature  end, 
the  Italian  constructor  Caproni  was  probably  on  the  right 
track.  He.  did  not  agree  with  either  Capt.  de  Havilland  or 
Mr.  North,  but  thought  that  at  present  a  machine  should 
have  its  main  members  of  steel  and  fairings  and  lightly-loaded 
members  in  wood.  With  reference  to  research,  he  referred 
to  the  helicopter  experiments,  and  pointed  out  that  before 
all  else  a  helicopter  engine  must  be  reliable.  He  therefore 
thought  it  would  be  better  to  spend  that  money  on  engine 
experiments  instead.  He  wanted  comparative  tests  on 
bodies  with  water-cooled  and  air-cooled  engines,  air-cooled 
engines  in  pusher  machines,  etc.  The  present  commercial 
types  were  really  military  machines  with  limousine  bodies. 
With  the  system  of  designing  machines  to  specifications 
in  competition  with  other  firms,  a  specification  will  produce 
almost  identical  machines  from  the  different  firms.  He 
thought  there  was  need  for  some  international  rules  on 
landing  speed,  factors  of  safety,  petrol  systems,  etc.  At 
present  foreign  firms  can  fly  with  lower  factors  of  safety,  and 
thus  effect  a  saving  on  structure  weight  which  increases  the 
commercial  load.  <This  is  a  handicap  to  British  constructors. 

Capt.  G.  R.  Hill  said  that  as  regards  safety  the  figure  of  -000 
something  passenger  killed  per  thousand  carried  conveyed 
nothing  to  him.  lie  had  recalculated  the  figure,  and  found 
that,  by  comparison,  it  was  equivalent  to  300  people  being 
killed  in  the  London  tubes  every  day.  The  public  were 
quite  right  in  regarding  flying  as  rather  dangerous.  Some¬ 
thing  would  have  to  be  done.  Progress  is  being  made,  but 
only  slowly.  He  had  a  scheme  for  providing  aeroplanes 
with  two  engines,  either  of  which  would  be  sufficient  to 
bring  the  machine  home. 

Major  Hcly  Pounds  was  also  one  of  those  who  were  sur¬ 
prised  at  the  statements  made  by  Capt.  Guest,  and  thought 
it  extraordinary  that  a  suggestion  to  disband  our  personnel 
and  re-establish  it  again  after  a  number  of  years  should 
come  from  a  minister  of  the  Crown.  As  regards  the  lack 
of  public  interest,  that  was,  he  thought,  merely  a  matter 
of  window-dressing.  Subsidies  were  justified  if  the  public 
was  benefited  by  the  services  for  which  the  subsidies  were 
being  paid.  As  regards  the  supply  of  timber,  he  suggested 
that  the  authorities  should  get  in  touch  with  the  Dominions 
so  as  to  make  full  use  of  any  suitable  timbers  that  nlight  be 
available.  Now  wras  the  time  to  look  into  the  matter,  as 

0  H 

Official  Opening  of  the  R.A.F.  Club 

On  Friday  of  last  week  the  Duke  of  York,  accompanied 
by  Wing-Comdr.  Louis  Greig,  officially  opened  the  Royal 
Air  horce  Club.  He  was  received  by  Brig. -Gen.  R.  H.  More, 
the  chairman.  Lord  C owe! ray,  Air-Marshal  Sir  Hugh  Trenchard 
and  members  of  the  committee. 

"Ine  Duke  made  a  tour  of  inspection  of  the  new  premises, 
including  the  kitchens,  the  rackets  courts  and  the  ball-room, 
and  at  the  conclusion  of  the  inspection  Lord  Cowdray  handed 
to  his  Royal  Highness  a  box  containing  the  deed  of  gift  of  the 
Club,  which  Lord  Cowdray  has  presented  to  the  R.A.F. 
After  declaring  the  Club  open,  the  Duke  handed  the  deed  to 
General  More,  representing  the  trustees,  and  on  behalf  of  the 


it  took  about  40  years  to  grow  a  tree  of  sufficient  size  to 
be  of  real  value. 

Major  Blake  referred  humorously  to  the  time  not'  saved 
by  the  air  mail.  What  was  wanted,  he  said,  was  a  guaranteed 
load.  There  were  many  cross-country  routes  in  the  United 
Kingdom  suitable  for  air  services.  The  England  to  Ireland 
route  was  one.  He  thought  that  it  would  soon  be  possible 
to  fly  at  night.  With  regard  to  the  carriage  of  goods  by 
air,  he  had  recently  had  an  offer  of  6d.  per  pound.  He  did 
not  quite  understand  how  Capt.  Hill  arrived  at  his  basis 
for  300  passengers  killed  on  the  tubes,  as  during  the  last 
six  months  on  the  cross-Channel  services  not  a  single  pas¬ 
senger  was  killed  or  injured. 

Mr.  F.  Handley  Page  said  that  as  regards  research  and 
design  he  thought  that  the  method  of  sending  out  specifi¬ 
cations  of  what  was  wanted,  as  is  done  for  military  machines, 
should  also  be  applied  to  commercial  machines.  In  his 
opinion  progress  was  likely  to  be  along  the  lines  of  machines 
requiring  less  power  to  fly,  and  he  pleaded  for  more  competi¬ 
tions  for  civil  machines.  He  agreed  with  Gen.  Bagnall-Wild  that 
if  normally  used  at  only  a  small  percentage  of  their  maximum 
power,  aero  engines  would  be  found  at  least  as  reliable  as 
car  engines,  and  thought  improvement  would  come  with 
improvements  in  the  machines  themselves  rather  than  in 
the  engines.  Major  Green  had  referred  to  landing  in  small 
fields.  This  was  mainly  a  question  of  the  amount  of  control 
available. 

Brig. -Gen.  Sir  Sefton  Brancker  said  that  he  had  a  definite 
suggestion  to  make,  namely,  the  desirabilitj^  of  stable  com¬ 
mercial  aeroplanes.  With  such  machines  we  could  fly  in 
any  weather.  As  regards  the  statement  of  the  D.  of  R. 
in  his  paper  that  inherent  stability  would  do  away  with  the 
necessity  for  automatic  stabilisers,  he  did  not  quite  agree, 
as  he  thought  that  a  stable  machine  had  to  move  considerably 
before  the  righting  forces  came  into  play,  whereas  with 
automatic  stabilisers  the  correction  was  applied  before  the 
machine  had  deviated  perceptibly  from  its  normal  attitude. 
He  was  strongly  in  favour  of  metal  construction,  especially 
for  work  in  the  East,  where  metal  construction  was  desirable, 
and  metal  airscrew's  almost  a  necessity.  He  again  referred 
to  the  advantage  of  air-cooled  engines,  and  said  that  a  really 
reliable  air-cooled  engine  was  wanted.  We  should  also  have 
to  abolish  rubber,  not  only  for  petrol  pipes,  but  for  the  tyres 
as  well,  he  thought.  On  the  subject  of  statistics,  he  was 
no  more  impressed  by  Capt.  Hill’s  300  corpses  per  day  than 
he  was  by  the  -0002.  ones  per  thousand  passengers  carried. 

Capt.  Guest,  Secretary  of  State  for  Air,  said  that  he  had 
come  in  for  a  good  deal  of  criticism,  but  was  not  criticism 
the  object  of  the  Air  Conference  ?  It  gave  an  opportunity 
for  the  thrashing  out  of  views.  He  thought  the  thanks  of 
the  aviation  world  were  due  to  all  the  many  who  had  spent 
two  days  of  strenuous  attentiveness  at  the  Guildhall,  and 
assured  his  hearers  that  all  the  suggestions  made  would 
receive,  very  serious  consideration.  He  mentioned  the  fight 
for  its  existence  which  the  Air  Ministry  had  been  through 
during  the  last  four  months.  With  regard  to  his  pessimism 
as  coucerns  European  aviation,  he  said  that  what  lie  had  in 
mind  was  Imperial  aviation  in  preference  to  European 
aviation.  On  the  question  of  airships,  he  intended  to  keep 
a  pivotal  staff  of  airship  experts  against  the  time  when  we 
should  be  in  a  position  to  afford  the  building  and  running 
of  airships.  Finally  he  pointed  out  that  there  is  not  a  man 
in  the  Air  Ministry  but  what  he  is  keen  on  aviation  and  a 
great  believer  in  it.  But  when  you  are  speaking  to  the 
A.M.,  he  said,  you  are  speaking  to  the  converted.  He  wanted 
to  see  people  outside  the  Air  Ministry  and  aviation  ’world 
interested  in  the  subject. 

Lord  Weir,  in  closing  the  Air  Conference,  said  he  thought 
the  assembly  had  tw'O  duties.  One  was  to  thank  the  Press 
for  all  it  had  done,  and  the  other  to  thank  the  Lord  Mayor 
for  the  loan  of  the  Guildhall  for  the  C-onferepce. 

0  0 

officers  of  the  Force  expressed  their  great  appreciation  of 
Lord  Cowdray 's  generosity. 

French  Air  Mail  Fees  Cut  in  Half 

As  from  Wednesday  of  this  week,  the  surtax  in  France 
on  letters  sent  by  air  mail  from  Paris  to  London  has  been 
reduced  from  50  centimes  to  25.  Good  ! 

An  Air  Service  in  Queensland 

Arrangements  are  reported  from  Queensland  for  ihe 
opening  of  an  air  service  between  C-loncurry  and  Cbarleville, 
a  distance  of  .570  miles,  with  a  250  miles  extension  to  Mun- 
gindi,  a  railhead  on  the  New  South  Wales  border.  Both 
passengers  and  mails  arc  to  be  carried. 
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Zl®  OFFICIAL  MOT  ICES  TO  MEMBERS 


EASTER  AVIATION  MEETING 

The  Royal  Aero  Club  will  hold  an  Aeroplane  Race  Meeting  at 
Waddon  Aerodrome,  Croydon,  on  Easter  Monday,  April  17, 
1922.  The  programme  of  events  includes  the  followi  ng  Races 

Club  Handicap. — For  machines  “  Avro  ”  type,  engine 
power  not  to  exceed  150  h.p. 

Distance  approximately  24  miles. 

Entrant  of  the  Winner  will  receive  £20.  If  five  starters, 
the  second  will  receive  ^10. 

Second  Waddon  Handicap. — For  machines  with  a  speed 
of  not  less  than  100  m.p.h. 

Distance  approximately  32  miles. 

Entrant  of  the  Winner  will  receive  £20.  If  five  starters, 
the  second  will  receive  ^10. 

Second  Croydon  Handicap. — For  machines  with  a  speed 
of  less  than  100  m.p.h. 

Distance  approximately  24  miles. 

Entrant  of  the  Winner  will  receive  £20.  If  five  starters, 
the  second  will  receive  £xo. 

First  Spring  Handicap. — For  machines  occupying  the 
first  three  places  in  the  Waddon  and  Croydon  Handicaps. 

Distance  approximately  32  miles. 

Entrant  of  the  Winner  will  receive  /40.  If  five  starters, 
the  second  will  receive  £20. 


In  addition  to  these  events  there  will  be  a  Balloon  Sniping 
Competition  open  to  Members  of  the  Royal  Aero  Club,  and  a 
parachute  descent. 

The  entry  fee  for  each  of  the  Handicap  Races  is  £1.  This 
fee,  together  with  entry  form,  must  reach  the  Royal  Aero 
Club,  3,  Clifford  Street,  London,  W.  1,  not  later  than  5  p.m. 
on  Friday,  April  7,  1922. 

Club  Flying  Machines. — The  following  Club  flying 
machines  are  available  for  the  Races  : — 

B.E.ae  (Two-seater)  90  h.p.  R.A.F. 

Avro  (Two-seater)  no  h.p.  Lc  Rhone. 

Avro  (Two-seater)  tio  h.p.  Le  Rhone. 

Avro  (Two-seater)  no  h.p.  Le  Rhone. 

Qualified  pilots  wishing  to  take  part  in  the  Races  may  hire 
any  of  these  machines  from  the  Royal  Aero  Club  at  £1  for 
each  event,  which  wrill  include  cost  of  petrol  and  oil  and 
insurance  of  machine. 

Applications  for  the  hire  of  these  machines  should  be 
made  direct  to  the  Secretary  of  the  Club. 

Offices  :  THE  ROYAL  AERO  CLUB, 

3.  CLIFFORD  STREET,  LONDON,  W.  1. 

H.  E.  PERRIN,  Secretary. 


NOTICES  TO  AIRMEN 


Spain  :  Cuatro  Vientos  Aerial  Lighthouse 

The  following  details  have  been  received  regarding  an 
aerial  lighthouse  which  has  been  installed  at  Cuatro  Vientos 
aerodrome,  Madrid 

The  lighthouse  is  situated  on  a  cylindrical  tower  erected 
on  a  stone  building  near  the  south-west  corner  of  the  aero¬ 
drome  buildings,  at  a  height  of  23  m,  (8 2  ft.)  above  the 
aerodrome  level. 

The  ilium  inant  is  acetylene  gas.  and  the  light  emits  between 
4,000  and  3,000  c.p.,  concentrated  in  a  beam  4°  above  the 
horizontal,  and  visible  for  23  kins.  (T5  miles  approximately), 
t  he  characteristics  are  the  Morse  letters  H  T  1,  with  equal 
intervals  between  the  letters  so  that  they  may  be  read  in 
any  order,  as  follows  : — 

Four  flashes  of  i  sec,  each  ;  eclipse  of  2  secs.  ;  one  flash 
of  3  secs.  ;  eclipse  of  2  secs.  ;  two  flashes  of  §  sec.  each  ; 
eclipse  of  2  secs. 

The  light  is  put  into  operation  only  when  machines  are 
expected.  Pilots  who  intend  to  make  a  night  landing  at 
Cuatro  Vientos  should,  therefore,  give  due  notice  to  the 
Commandant  of  the  aerodrome. 

.  (No.  19  of  1922.) 

<$>  <» 


Belgium  :  Erection  of  Wireless  Masts  at  Ostend 
Aerodrome  / 

Three  wireless  masts,  12  m.  (40  ft.)  in  height,  have  been 
erected  in  the  north-east  corner  of  the  Ostend  aerodrome. 

These  masts  are  marked  by  day  by  two  red  flags,  and  by 
night  and  in  fog  by  two  red  lights. 

(No.  20  of  1922.) 

France  :  Aerial  Lighthouses,  Etc. 

Previous  Notices  to  Airmen  relating  to  France  are 
amplified  and  amended  in  regard  to 

1 .  Aeyittl  Lighthouses  at  '(i)  Strasbourg  (Neuhof)  ;  (ii) 
V alenciennes ;  (iii)  Le  Bourget,  St.  Inglevert,  Lyons  (Le 
Bron),  Nimes,  Bordeaux  (Teynac). 

2.  Emergency  landing-grounds  at  Carcassonne  (Salvaza) 
and  Orleans  (Saran).  (No.  21  of  1922.) 

Aerodromes  for  Civil  Use  :  Amendments. 

Notice  to  Airmen  No.  i  of  1922  (Consolidated  List  of 
Aerodromes)  is  amended  as  follows  : — 

List  C. — Licensed  Civil  Aerodromes. 

The  following  should  be  deleted : — Portobello,  Craigen- 
tinny  ;  Radcliffc,  Lanes.  (No.  22  of  1922.) 

<s>  <»> 


D-H.  14  DAY-BOMBER  ROI.LS-ROYCE  “CONDOR”  ENGINE:  A  description  and  scale  drawings 
ot  this  machine  were  published  in  our  issue  of  January  13,  1921.  The  machine  paid  a  visit  to  Croydon  on 

the  day  of  the  Air  Conference. 
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LONDON  TERMINAL  AERODROME 


Monday  Evening,  February  27,  1922. 
Unabated  activity  prevails  in  the  erection  of  new  offices. 
Grands  Express  have  got  the  roof  on  their  new  waiting-room, 
and  the  Daimler  Hii'e  offices  are  rapidly  taking  shape.  In 
the  Instone  Air  Line’s  premises  interior  work  is  being  hurried 
forward,  now  that  the  outside  is  finished  and  receiving  its 
final  coat  of  varnish. 

The  Bristol  10-seater  made  its  maiden  trip  to  Paris  on 
Saturday  with  five  passengers  and  a  heavy  load  of  parcels 
and  mail.  Mr.  Olley  was  the  pilot,  and,  owing  to  the  strong 
wind,  which  reached  gale  force  at  times,  the  journey  occupied 
3  hours  25  minutes.  In  spite  of  this,  and  the  bad  "  bumps,” 
the  passengers  were  very  pleased  with  their  journey,  and 
spoke  highly  of  the  comfort  of  the  machine.  This  machine 
is,  of  course,  operated  by  the  Handley  Page  Transport. 

Mr.  Cogni  informs  me  that  the  Handley  Page  torpedo- 
carrier  w:as  successfully  tested  at  Cricklewood  yesterday,  and 
further  tests  have  been  made  today.  Mr.  WilcOckson,  who 
piloted  this  machine,  is,  I  understand,  very  pleased  with  it. 

Business  on  the  ”  airways  ”  is  becoming  quite  brisk,  and 
Handley  Page  Transport  are  getting  as  much  traffic  as,  at 
present,  they  are  able  to  cope  with.  They  are  looking  forward 
to  the  time  when  they  will  have  the  four  new  W.S.b’s.,  with 
Rolls-Royce  engines,  which  are  now  building  at  Cricklewood. 

A  Fleet  of  Vickers  “  Vulcans  ” 

The  Instone  Air  Line  are,  I  understand,  to  have  a  fleet  of 
new  machines  built  by  Vickers,  which  are  to  be  known  as 
the  Vickers  “  Vulcans.”  These  will  be  of  two  distinct  kinds, 
one  equipped  for  goods  only,  and  the  other  for  passengers. 

Mr.  Didier  tells  me  that  the  S.N.E.T.A.  are  opening  up 
the  London-Brussels  service  again  on  April  x,  and  will  have 
a  fleet  of  half-a-dozen  ”  Goliaths  ”  with  Maybach  engines. 
The  "  Goliath  ”  is,  apparently,  appealing  to  the  foreign  firms. 
With  the  exception  of  the  Napier-engined  Vickers  “  Vimy,” 
the  entire  fleet  of  the  Grands  Express — some  twelve  in 
number — consists  of  ‘‘  Goliaths.”  The  Messageries  Adriennes 
have  also  bought  some  ”  Goliaths  ”  which  are  to  be  fitted 
with  Renault  engines  ;  and  now  comes  the  news  that  the 
Belgians  are  to  run  “  Goliaths.”  It  is  probable  that  there 
will  be  more  ”  Goliaths  ”  than  any  other  type  of  ’plane  on 
the  continental  ”  airways  ”  this  year. 

The  Messageries  Aeriennes’  ”  Goliath,”  fitted  with  the 
Aveline  stability  device,  has  been  making  demonstration 


flights  at  Croydon  again  this  week.  On  one  occasion  repre¬ 
sentatives  from  the  Air  Ministry  went  for  a  flight,  and  were 
much  interested  and  impressed  by  the  steadiness  of  the 
aeroplane  when  controlled  by  this  ”  mechanical  brain. 

Still  talking  of  ”  Goliaths,”  the  Grands  Express  have  now 
named  their  machines.  Londtes,”  ”  Paris  ’  and  Verdun 
have  all  been  seen  at  Croydon  this  week. 

An  “Air  Special’s  ”  Struggle  with  the  Wind 

A  special  F.2  left  Amsterdam  for  Croydon  on  Saturday 
with  Mr.  Duke  as  pilot.  There  was  a  very  strong  head-wind. 
In  fact,  at  the  height  the  monoplane  was  flying,  it  would  be 
somewhere  in  the  region  of  50  miles-an-hour,  and  Mr.  Duke 
was  four  hours  flying  from  Amsterdam  to  Lympne — where 
he  was  forced  to  stay  the  night  owing  to  darkness. 

He  left  for  Croydon  on  Sunday  morning,  and  again  had  a 
stiff  head-wind,  taking  50  minutes  to  do  the  journey. 

After  arriving  at  Croydon,  and  while  “  taxying  ’  the  mono- 
plane  round  to  the  sheds,  a  sudden  gust  of  wind  caught  the 
machine  and  tipped  it  over  on  its  nose,  the  wing  being  rather 
badly  damaged. 

The  ne-w  weather  display  board  is  now  in  full  wrorking  order, 
and  is  a  distinct  improvement  on  the  old  idea,  the  reports 
being  easy  to  read,  while  they  give  a  better  idea  of  the 
general  weather. 

Further  details  of  the  unfortunate  ending  to  Mr.  Alan  j. 
Cobham's  air-taxi  tour  of  Europe  and  northern  Africa  are 
now  to  hand.  After  flying  for  nearly  7.000  miles  on  the 
same  D.H.9,  and  with  the  same  ”  Puma  ”  engine — acting 
as  his  owxx  mechanic  and  landing  in  all  sorts  of  unknown 
places — Mr.  Cobham  was  approaching  Venice  at  alow  altitude 
in  foggy  weather,  and  was  actually  in  sight  of  the  aerodrome, 
with  w'hich  he  was  familiar,  when  a  dense  fog-bank,  accom¬ 
panied  by  drizzle  and  rain,  dropped  suddenly  on  the  machine 
and  blotted  everything  out.  About  100  yards  ahead  was  a 
stone  embankment,  while  high  trees  surrounded  the  aero¬ 
drome.  There  were  ships  and  buoys  in  the  harbour,  and 
high  piles  out  at  sea,  but,  just  as  the  fog  dropped,  Mr.  Cobhaxxi 
noticed  that  the  sea  was  clear  for  a  few  hundred  yards  on 
his  right.  Turning  to  the  right,  and  seeing  nothing  at  all, 
Mr.  Cobham  flattened  out  and  “  felt  his  way  ”  down  on  to 
the  water,  making  a  successful  ”  landing.”  All  the  baggage 
was  lifted  on  to  the  top  plane,  and  the  passenger  and  pilot 
then  clambered  up  beside  it,  and  quietly  waited  for  a  boat 
to  take  them  off. 


To  be  Married 

A  marriage  has  been  arranged,  and  will  shortly  take  place, 
between  Plying  Officer  Denys  A.  Cox,  R.A.F.,  seventh  son 
of  the  Rev.  W.  E.  Cox  and  Mrs.  Cox,  of  Bishopsteignton,  and 
Jane,  elder  daughter  of  the  late  Major  John  Hall  Brown, 
of  Ceylon,  and  Mrs.  Hall  Brown,  of  Bishopsteignton. 

The  engagement  is  announced  in  Shanghai  of  Capt.  Regi¬ 
nald  E.  Greensmith,  R.A.F.,  son  of  Mr.  George  Greensmith 
and  Mrs.  Greensmith,  of  155,  Sloane  Street,  S.W.  1,  and 
Lucy,  youngest  daughter  of  Mr.  Thomas  Craven  and  Mrs. 
Craven,  of  Shanghai. 

The  engagement  is  announced  of  V.  Topping,  M.Sc., 
Lieut.  R.A.F.,  of  Toronto,  and  Agnes  Helen,  eldest  daughter 


of  the  late  Arthur  F.  White  and  Mrs.  White,  Cookham 
Dene,  Chislehurst. 

Killed 

Frederick  John  Ortwejler,  M.C.,  B.A.,  who  died  at 
Madrid  on  February  14  as  the  result  of  a  flying  accident, 
aged  23,  was  the  eldest  son  of  Mr.  and  Mrs.  S.  Ortweiler, 
13,  Cavendish  Road,  Brondesbury.  Date  of  interment  will 
be  announced  later. 

Item 

Air  Vice-Marshal  Sir  E.  L.  Ellington  left  London  on 
February  23  for  Marseilles,  there  to  join  the  S.S.  Kaisar-i- 
Hind  for  Port  Said. 


<$>  <£ 

Death  of  Levavasseur 

It  is  with  sincere  regret  that  we  have  to  announce  this 
week  the  death,  on  February  23,  of  Monsieur  Levavasseur 
at  the  age  of  58,  after  a  brief  illness.  M.  Levavasseur  was 
interested  in  aviation  from  the  earliest  days,  and  it  was  his 
designing  genius  which  created  the  beautiful  Antoinette 
monoplane  with  Antoinette  engine  on  which  the  late 
M.  Latham  won  fame  in  and  after  1907.  Recently  M.  Le¬ 
vavasseur  came  prominently  before  the  public  in  connection 
with  his  variable  area  aeroplane,  which  was  acquired  by 
the  French  Government.  It  is  stated  that,  like  so  many 


<$> 

pioneers,  M.  Levavasseur  died  a  poor  man,  having  spent 
his  whole  fortune  on  experiments  in  connection  with 
flying. 

Honours 

In  the  London  Gazette  of  February  21,  the  Air  Ministry 
announces  that  H.M.  the  King  has  granted  unrestricted 
permission  for  ftie  wearing  of  the  undermentioned  decoration 
conferred  by  the  King  of  Italy  on  the  following  officer  for 
valuable  service  in  connection  with  the  War  : — 

The  Order  of  the  Grown  ( Officer )  : — Maj.  G.  de  Lacy 
Wooldridge,  O.B.E. 
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THE  CURTISS  TWIN-ENGINED  TORPEDO 

A  Cantilever  Monoplane  of  Novel  Design 


SEAPLANE 


The  Curtiss  Aeroplane  and  Motor  Corporation  of  Garden 
City,  L.I.,  U.S.A.,  has  just  completed  a  very  interesting  type 
of  torpedo  'plane  known  as  the  Curtiss  C.T.  Through  the 
courtesy  of  our  American  contemporary  Aviation,  we  are  able 
to  give  our  readers  the  following  brief  particulars  and 
illustrations  of  this  machine.  It  is,  perhaps,  one  of  the  most 
advanced  designs  yet  produced  in  the  "  States,”  and.  judging 
from  general  appearances,  it  certainly  seems  to  be  a  “  business 
proposition.” 


projecting  forward  but  slightly  beyond  the  leading  edge, 
located  on  either  side  of  a  main  central  nacelle  on  the  centre 
section  of  the  wings.  The  pilot,  gunner  and  bomber  are 
located  in  the  central  nacelle.  Cooling  is  by  two  Lamblin 
radiators  mounted  under  the  engine  nacelles  below  the  wing. 
The  engine  instruments  are  mounted  on  the  side  of  the  nacelle 
in  plain  view  of  the  pilot.  Wood  construction  is  used 
practically  throughout,  but  in  future  models  it  is  expected 
that  metal  construction  will  be  employed. 


THE  CURTISS  C.T.  TWIN-ENGINED  TORPEDO  SEAPLANE  :  Three-quarter  front  view  showing  how 

the  tail  is  carried  by  outrigger  tail  booms. 


This  machine  has  been  built  for  the  U.S.  Navy,  and  was 
developed  by  the  engineers  of  the  Curtiss  Co.  working  under 
the  supervision  of  the  Naval  Bureau  of  Aeronautics.  The 
problem  before  the  designers  was  to  develop  a  machine  large 
enough  Jto  carry  a  full-size  torpedo,  yet  be  able  to  manoeuvre 
quickly  and  accurately  around  a  hostile  fleet,  and  find  without 
detection  the  proper  position  for  launching  the  torpedo.  Un¬ 
like  the  big  bombing  'planes,  which  drop  their  bombs  from  a 
great  height,  when  they  are  more  or  less  free  from  anti¬ 
aircraft  fire,  the  torpedo  'plane  must  deliver  its  projectile 


The  wings  are  covered  with  fabric,  and  taper  both  in  chord 
and  camber  from  root  to  tip.  They  have  a  span  of  65  ft., 
and  the  chord  at  the  root  is  16  ft.  when  the  maximum  thick¬ 
ness  is  30  ins. — giving  a  maximum  wing  depth  of  15.6  per 
cent.  The  under-carriage  consists  of  two  long  floats,  one 
under  each  engine  ;  they  are  sufficiently  far  apart  to  obviate  the 
need  for  wing-tip  floats,  whilst  their  length  likewise  dispenses 
with  tail  floats. 

The  empennage  is  supported  on  outrigger  booms,  one  of  a 
pair  running  from  the  rear  end  of  the  float  and  the  other 


THE  CURTISS  C.T.  TWIN-ENGINED  TORPEDO  SEAPLANE  :  A  cantilever  monoplane  with  a 
pontoon  float  under  each  engine  ;  note  the  torpedo  mounted  below  the  central  nacelle. 


large 


from  within  a  few  feet  of  surface  of  the  water.  Therefore, 
it  is  essential  that  the  machine  be  as  inconspicuous  as  possible, 
and  in  this  respect  it  is  claimed  for  the  C.T.  seaplane  that, 
owing  to  its  distinctive  design,  it  more  nearly  meets  these 
requirements  than  most  other  aircraft,  for  at  a  distance  of 
about  two  miles  it  is  said  to  be  practically  invisible. 

The  Curtiss  C.T.  is  a  cantilever  monoplane  with  its  two 
engines  mounted  practically  in  the  wings.  These  engines, 
which  are  Curtiss  C.D.  12  of  385  h.p.  each  (described  in 
Flight  for  Jan.  5  last),  are  installed  in  small  nacelles 


from  the  rear  of  the  engine  nacelle — the  pairs  being  parallel. 
There  are  two  vertical  fins  and  two  balanced  rudders,  and  a 
one-piece  balanced  elevator.  The  rudders  and  fins  are  directly 
in  the  slipstream  of  the  airscrews,  and  the  rudder  control  is 
rather  interesting.  There  is  only  one  control  horn  on  each 
rudder,  in  the  space  between  the  latter.  Tim  tips  of  the 
balanced  portions  are  connected  together  by  a  wire,  so  that  a 
pull  on  one  control  horn  is  transmitted  via  this  wire  to  the 

other  rudder.  ... 

This  machine  has  a  high  speed  of  112  m.p.h.,  and  with 
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one  engine  running  it  loses  only  about  100  ft.  per  minute. 
It  is  expected  that  with  the  metal  construction  the  machine 
will  be  able  to  fly  level  on  one  engine.  The  useful  load  is 
about  3.800  lbs.,  consisting  of  fuel,  oil,  crew,  and  a  standard 
torpedo  or  bomb  load. 

There  are  several  very  ingenious  “  gadgets  ”  on  this 


machine,  amongst  which  may  be  mentioned  the  stands  for  the 
mechanics  when  working  on  the  engines.  These  are  “  shelves  ” 
that  pull  in  and  out  of  the  wing  on  each  side  of  the  engine 
nacelles.  Hand  grips  on  the  sides  of  the  central  nacelle  and 
steps  on  the  under-carriage  struts  provide  easy  access  and 
exit. 


H 


H 


H 


THE  INSTITUTION  OF  AERONAUTICAL  ENGINEERS 


Notices. — The  Council  of  the 
Institution  of  Aeronautical  Engi¬ 
neers  have  received  an  invitation 
from  the  Students'  Section  of  the 
Royal  Aeronautical  Society  inviting 
all  Members  of  the  Institution  to 
their  Lectures.  The  Council  desire 
to  express  their  thanks,  and  extend 
a  very  cordial  invitation  to  all  members  of  the  Students’ 
Section  to  attend  all  the  Fixtures  of  the  Institution,  and  to 
take  part  in  the  discussions. 

Visit  to  Napier  Works. — On  February  15,  1922,  Members 
of  the  Institution  paid  a  visit  to  the  Napier  Works  at  Acton. 
They  were  met  by  Mr.  Mead  of  the  Technical  Staff,  who 
conducted  them  round  the  works.  After  inspecting  the 
manufacture  of  the  Napier  “  Lions  ”  and  “  Cubs,”  the 
visitors  were  conducted  to  the  test  house,  where,  several 
engines  were  in  progress  of  testing.  One  of  them  was 
arranged  to  drive  two  propellers  by  shafts  out  to  the  inter¬ 
plane  struts. 

Presidential  Address. — On  February  23,  1922,  there  was 
a  General  Meeting  at  the  Society  of  Arts,  followed  by  a 
Presidential  Address,  and  a  paper  by  the  new  President, 
Lieut. -Col.  Moore-Brabazon,  M.C.,  M.P.,  entitled  ‘‘The  Early 
Days  of  Aviation.”  The  President  started  by  explaining 
that  we  must  bring  to  mind  the  atmosphere  of  those  days, 
and  the  fact  that  one  w'anted  an  awful  lot  of  faith  to  carry 
on  with  the  work.  Anybody  who  thought  of  building  an 
aeroplane  was  ranked  in  the  same  category  as  someone 
trying  to  solve  perpetual  motion,  which  two  problems  seemed 
to  go  together,  and  that  himself  and  others  were  looked  on 
as  amiable  lunatics. 

In  all  problems  which  had  to  be.  faced  from  the  beginning, 
an  enormous  amount  of  sympathy  and  encouragement  was 
needed  from  the  public  ;  you  did  not  do  your  best  if  you 


were  being  laughed  at  the  whole  time.  The  treatment  of 
Cody,  who  was  at  one  time  the  standing  joke  of  the  Press, 
was  something  of  which  the  nation  ought  to  be  heartily 
ashamed. 

He  said  that  if  all  the  work,  trials,  and  disappointments 
of  those  early  days  helped  towards  the  development  of  that 
really  wonderful  exhibition  of  flying  by  the  Royal  Flying 
Corps  during  the  War,  then  those  early  days  were  not  in 
vain.  As  in  the  Grecian  torch  race,  it  was  the  privilege  of 
some  to  light  the.  torch,  carry  it  awhile  in  the  race,  and  then 
hand  it  to  others  who  outpaced  them,  might  they  (the  pioneers 
of  aviation),  in  their  turn,  hand  it  on,  living,  bright  and  un¬ 
flickering,  while  they,  themselves,  disappeared  in  the 
darkness. 

The  lecturer  showed  lantern  slides  of  many  old  machines, 
such  as  the  1907  Voisin,  and  the  1908  Short,  and  told  the 
nembers  and  visitors  many  interesting  details  of  the  men 
and  machines  of  those  days. 

The  discussion  was  one  of  great  interest,  the  speakers 
being  : — Lieut. -Col.  Frank  McLean,  Major  Hume,  Commander 
Perrin,  Capt.  Sayers,  Mr.  H.  P.  Folland. 

The  Chairman,  Mr.  Molesworth,  in  summing  up  and 
proposing  the  vote  of  thanks  to  the  lecturer,  touched  on  the 
difficulties  of  the  experimental  work  at  Brooklands. 

Fixtures. — March  4  :  Visit  to  the  Instone  Air  Line,  at 
the  Croydon  Aerodrome  ;  members  to  meet  at  the  Aerodrome 
at  3  p.m.  March  22  :  Visit  to  The  De  Havilland  Works  of 
the  De  Havilland  Aircraft  Co.,  Ltd.,  Stag  Lane  Aerodrome, 
Edgware,  at  3  p.m.  ;  members  to  meet  at  the  W  orks. 

Paper,  "  Seaplane  Design,”  by  Mr.  W.  O.  Manning,  at 
the  Engineers’  Club,  Coventry  Street,  at  8  p.m. 

March  31  :  Paper,  “  Aircraft  Design,”  read  b}'  Mr.  Folland, 
Royal  Society  of  Arts,  at  8  p.m. 

L.  HOWARD  FLANDERS, 

Secretary 
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IN  PARLIAMENT 


Air  Operations  in  Iraq 

Mr.  L.  Malone  on  February  22,  asked  the  Secretary  of  State  for  Air 
the  amount  of  bombs  dropped  in  Iraq  during  the  past  twelve  months,  the 
number  of  bombing  operations  in  which  either  smoke  or  shell  bombs  have 
beeu  carried,  and  the  names  of  the  towns  and  villages  so  attacked  ? 

Captain  Guest  :  Exact  information  in  regard  to  the  particulars  asked  for 
is  not  available.  No  smoke  bombs  have  been  used.  Such  bombing  opera¬ 
tions  as  have  taken  place  have  been  over  unsettled  outlying  districts,  the 
objective  usually  being  tribal  concentrations  or  encampments  which  would 
have  no  name  on  the  map.  A  great  part  of  air  operations  m  Iraq  consists 
of  mere  demonstrations,  not  involving  the  dropping  01  bombs. 

Thames  Air  Station 

Mr.  Gilbert  asked  whether  it  lias  now  been  definitely  decided  to  use 
the  Thames  as  an  air  station  ;  for  what  air  services  it  is  proposed  to  use  the 
station  ;  whether  it  is  proposed  to  use  the  same  the  whole  Vbar  round  or 
only  during  the  summer  months  ;  can  he  state  approximately  when  it  will 
be  opened  ;  what  arrangements  have  been  made  for  landing  passengers, 
and  if  it  is  proposed  to  set  up  a  Customs  Office  in  order  to  deal  veith  luggage 
and  merchandise  brought  to  this  station  ? 

Captain  Guest  :  The  answer  to  the  first  part  of  the  question  is,  that  it  is 
the  intention  of  the  Air  Ministry  to  carry  out  further  experimental  flights 
for  a  few-  weeks,  to  and  from  the  Thames  above  Westminster  Bridge,  in  the 
near  future.  No  definite  decision  has,  however,  yet  been  peached  to  use 
this  area  as  the  terminal  of  a  regular  service,  and  1  regret,  therefore,  that  no 
serviceable  information  can  be  given  in  reply  to  the  remaining  parts  of  the 
question. 

Aircraft  Disposal 

Sir  W.  JOyn Son- Hicks,  on  February  23,  asked  the  Secretary  of  State  for 
Air  whether  the  contract  between  the  Disposals  Board  and  the  Aircraft 
Disposals  Company  expires  in  the  middle  of  March;  and  whether  the  Air 
Ministry  has  been  consulted  as  to  its  renewal  ? 

Captain  Guest  :  I  understand  that  the  Llisposal  and  Liquidation  Com¬ 
mission  are  considering  the  revision  of  their  agreement  with  the  Aircraft 
Disposal  Co.  The  Air  Council  have  given  their  views  to  the  Commission  on 
the  points  which  concern  the  Council.  The  matter  is  now  in  the  hands  of  the 
Disposal  and  Liquidation  Commission,  and  any  further  question  on  the 
subject  should,  therefore,  be  addressed  to  the  Financ  ial  Secretary  to  the 
T  reasury 
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American  Bankers  Make  a  Record  Air  Trip 

A  party  of  important  Wall  Street  financiers,  headed  by 
Charles  E.  Mitchell,  President  of  the  National  City  Bank, 
and  Percy  G.  Rockefeller,  arrived  at  Key  West  recently 
en  route  for  Havana.  Upon  learning  that  the  trip  across  the 
Gulf  by  steamer  required  about  8  to  10  hours,  they  chartered 
one  of  the  Aeromarinp  n-passenger  flying  boats  (the  “  Ponce 
de  Lion  ”)  and  made  the  flight  to  Havana  in  70  minutes — 


Mileage  Flown  by  R.A.F. 

Mr.  Malone  asked  the  Secretary  of  Slate  for  Air  (he  mileage  flown  by 
seivice  aircraft,  by  classified  types  if  available,  during  1920  and  1921,  showing 
what  part  of  this  mileage  w  as  flown  in  the  British  Isles  and  what  part  w  o 
flown  on  active  service  ? 

Captain  Guest-  Figures  for  1920  are  not  availble.  For  1921  the  total 
mileage  flown  by  service  aircraft  was,  approximately,  5  million  miles,  of 
which  53  per  rent,  was  flown  in  the  British  Isles  and  47  per  cent  overseas. 

I  cannot  give  figures  for  the  various  types. 

Aircraft. 

Mr.  Malone  asked  the  Secretary  of  State  for  Air  the  numbers  and  types 
of  aircraft  (landplnnes  and  seaplanes)  in  flying  trim  now  in  possession  of  the 
Air  Ministry,  and  showing  how  many  are  situated  in  the  British  Isles  ? 

Captain  Guest:  There  arc  1,93*  machines  on  the  establishment  of  the 
Royal  Air  Force,  of  which  773  are  actually  in  active  use  in  squadrons  and 
training  units,  and  are  supposed  to  be  serviceable.  The  remainder  are  held 
as  reserve.  Of  the  773  in  active  use,  about  70  to  75  per  cent,  may  be  reckoned 
upon  as  serviceable,  that  is,  in  flying  tri  m  ;  but  the  number  varies,  of  course 
very  considerably,  from  day  to  day  and  from  hour  to  hour. 

The  types  are  as  follows  :  Snipe,  Avro,  Bristol  high  ter,  D.H.9.A.,  D.H.  10, 
Vickers  Vimy,  F.2.A.  and  1-  .5. ,  Vickers  Ambulance,  Vickers  Vernon,  Fairey 
3  D.,  Fairey  3  c.,  Westland  Walrus,  Sopwith  Cuckoo,  Panther,  and  Sopwith 
Camel. 

R.A.F.  Personnel  .... 

Mr.  Malone,  on  February  27,  asked  the  Secretary  of  State  for  Air  the 
number  <jf  officers  and  men  in  the  Royal  Air  Force,  showing  how  many  are 
fully  qualified  pilots  and  how  many  arc  employed  in  the  British  Isles  l 

Captain  Guest  :  The  answer  to  the  first  part  of  the  question  is  :  officers 
2,926.  airmen  26,207.  Of  the  tptal  number  of  officers,  2,398  arc  0,1  the 
General  List  and  528  are  oil  the  list  for  non- flying  duties,  namely  stores, 
medical,  etc.  As  regards  the  second  part  of  the  question,  all  officers  on  the 
General  List  are  liable  to  employment  on  flying  duties  if  medically  fit,  and, 
at  present,  1,862  are  fully  qualified  pilots.  The  remainder,  namely,  536, 
are  not  qualified  pilots,  and  consist  partly  of  observers  and  partly  of  technical 
officers  who  were  retained  for  the  interim  period  only,  including  200  naval 
warrant  officers  completing  their  time  to  qualify  for  pension.  J  he.  answer 
to  the  third  part  of  the  question  is  2,089  officers,  19,506  men  and  boys. 
These  figures  include  officers,  airmen  and  boys  under  training. 

0  0 

establishing  a  record  for  this  voyage.  Owing  to  the  large 
amount  of  luggage  belonging  to  the  party,  another  flying 
boat  was  employed  to  carry  it,  and  the  entire  party  with 
their  luggage  arrived  in  Havana  before  the  steamer  had 
left  its  dock  at  Key  West.  The  latter  part  of  the  trip  was 
made  in  a  driving  rain-storm,  but,  thanks  to  the  luxuriously 
appointed  enclosed  cabin,  the  passengers  were  in  no  way 
discomforted. 
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THE  ACCIDENT  TO  H.M.  AIRSHIP  “  R.38  ” 

Report  of  Accident  Investigation  Sub-Committee  Issued 


The  official  Report  on  the  investigations  into  the  details 
which  contributed  to  the  loss  of  “  R.38  ”  have  now  been 
issued  by  the  Air  Ministry.  The  Report  itself  covers  27 
typewritten  foolscap  pages,  and  at  the  end  of  the  Report  are 
eight  appendices,  bringing  the  total  of  the  subject-matter  up 
to  57  typewritten  pages.  The  technical  appendices  are  illus¬ 
trated  by  10  diagrams  showing  construction,  aerodynamic 
loading,  bending  moments  and  shear  force  diagrams  of  the 
ill-fated  airship.  The  membership  of  the  Sub-Committee 
for  the  purpose  of  the  investigation  on  “  R.38  ’*  was  as 
follows  : — Lieut. -Col.  Mervyn  O’Gorman,  C.B.  (Chairman), 
Prof.  L.  Bairstow,  C.B.E.,  F.R.S.,  Wing-Comdr.  T.  R.  Cave- 
Browne-Cave,  C.B.E.,  R.A.F.,  Mr.  G.  B.  Cockburn,  Mr. 
M.  A.  Doyle,  Sir  R.  T.  Glazebrook,  K.C.B.,  F.R.S.,  Lieut, -Col. 

E.  Gold,  D.S.O.,  F.R.S.,  Sqdn.-Ldr.  R.  M.  Hill,  M.C.,  A.F.C., 
R.A.F.,  Sir  J.  E.  Petavel,  K.B.E.,  F.R.S.,  Maj.  G.  H.  Scott, 
C.B.E.,  RAF.,  Dr.  A.  J.  Sutton  Pippard,  A.M.Inst.C.E., 

F. R.Ae.S.,  Mr.  H.  B.  Irving,  Secretary  (Assistant  Secretary, 
Aeronautical  Research  Committee). 

In  attendance — Comdr.  H.  T.  Dyer  and  Mr.  C.  P.  Burgess, 
of  the  United  States  Navy. 

The  main  conclusions  arrived  at  by  the  Committee  are 
set  out  in  the  following  summary  : — 

The  Committee  have  examined  the  essential  witnesses  and 
have  studied  the  reports  of  the  Court  of  Inquiry  and  of  the 
Admiralty  Committee  appointed  to  investigate  the  history 
of  the  design  and  early  stages  of  construction,  and  in  addition 
have  pursued  their  own  investigations.  They  have  arrived 
at  the  following  conclusions  : — 

a.  That  the  accident  was  due  to  structural  weakness  in  the 
design  of  the  airship. 

b.  lliat  during  the  final  llight  no  loads  were  imposed  in 
excess  of  those  which  might  have  occurred  during  the  normal 
navigation  of  the  ship  in  weather  which  might  reasonably 
te  encountered. 

c.  That,  having  regard  to  her  size  and  speed,  "  R.38  ”  was 
considerably  weaker  than  previous  British  rigid  airships. 

d.  That  the  provision  of  specially  powerful  control  surfaces 
of  new  design  virtually  accentuated  this  weakness. 

e.  That  during  design  no  calculations  were  made  of  the 
stresses  due  to  the  aerodynamic  forces  to  wdiich  the  ship 
would  be  subjected. 

/.  That  in  consequence,  the  calculations  made  by  the  design 
staff,  taking  specific  account  only  of  the  forces  and  moments 
due  to  the  distribution  of  w'eight  and  buoyancy,  including 
gas  pressures,  wrere  misleading. 

g  That,  ow'ing  to  instability  of  the  airship,  the  movements 
of  the  controls  necessary  to  keep  her  on  any  particular  course 
were  large  and  rapid. 

It.  1  hat  the  structure  was  not  improbably  weakened  by 
the  cumulative  effect  of  reversals  of  stress  of  magnitude 
approaching  the  failing  stress. 

j.  That  in  the  construction  of  such  an  airship,  reference  to 
first  principles  in  design  is  necessary,  and  that  for  progressive 
development  of  airships  in  size  and  speed,  it  was  not  sufficient 
to  place  exclusive  reliance  on  a  comparison  with  existing 
ships  using  the  routine  methods  adopted  for  ”  R.38.” 

h.  lhat  the  existing  methods  of  calculation  at  present  in 
use  for  determining  the  scantlings  of  structural  members  of 
an  airship  are  insufficiently  accurate  for  this  purpose  and 
that  more  exact  methods  should  be  developed.* 

/.  lhat  research  by  both  model  and  full-scale  experiment 
is  essential  to  determine  and  verify  the  forces  to  which  an 
airship  is  subjected. 

m.  That  the  terms  of  the  requirements  laid  down  in  time  of 
war  for  "  R.3S  ”  were  drastic  and  imposed  too  severe  a  task 
on  the  designers. 

m.  That  when  the  design  was  originally  laid  down  infor¬ 
mation  as  to  aerodynamic  forces  existed,  which  should  have 
led  to  a  detailed  consideration  of  the  effects  of  these  forces 
and  to  consultation  with  the  Advisory  Committee  for  Aero¬ 
nautics  as  to  the  dangerous  loads  foreshadowed  by  the  model 
experiments  on  aerodynamic  pressures  then  available. 

o.  That  faulty  material  did  not  contribute  to  the  accident. 

p.  That  on  the  assumptions  made,  the  structure  was 
designed  with  great  skill  and  the  necessary  calculations  were 
carefully  carried  out  by  methods  admitted  as  sufficiently 
accurate  in  other  branches  of  engineering  practice. 

*  The  Air  Ministry  have  recently  approved  the  formation  of  a  Panel  of  the 
Aeronautical  Research  Committee  having  as  terms  of  reference  to  consider 
the  validity  of  the  methods  at  present  in  use  lor  calculating  the  strength  of 
rigid  airships  and  to  endeavour  to  indicate  other  methods  which  would  enable 
a  closer  basis  of  design  to  be  obtained. 


q.  That  the  weather  at  the  time  did  not  contribute  to  the 
accident. 

(Signed)  Mervyn  O’Gorman,  Chairman, 
Accidents  Investigation  Sub-Committee. 

January  30,  1922. 

Ihe  first  part  of  the  report  gives  a  brief  history  of  the 
airship  and  its  three  first  flights.  The  fourth  and  fatal 
flight,  which  commenced  on  August  23,  is  dealt  with  next. 
In  dealing  with  the  basis  of  design  of  R.38,  the  committee 
states  in  the  report  that  ”  In  the  stress  calculations  which 
we  re  made  by  the  design  staff,  the  airship  was  assumed 
throughout  to  be  in  the  static  buoyant  condition  :  the 
stresses  which  would  be  imposed  due  to  the  additional  air 
pressures  when  in  flight  were  not  calculated.”  It  is  further 
stated  that,  in  October,  1919,  when  the  airship  was  transferred 
to  the  Air  Ministry,  no  marked  reduction  of  the  requirements 
was  made,  although  the  military  urgency  had  disappeared, 
and  the  report  proceeds  to  give  an  indication  of  the  results 
that  could  have  been  attained  at  a  slight  sacrifice  in  disposable 
lift-  Thus  it  is  stated  that,  if  the  strength  of  the  main 
longitudinals  had  been  doubled,  without  altering  the-  type 
of  girder,  the  disposable  lift  would  have  been  reduced  by 
less  than  four  tons,  which  would  have  reduced  the  ceiling 
by  about  2,800  ft. 

On  the  subject  of  the  very  great  importance  of  the  stresses 
set  up  by  aerodynamic  forces,  the  report  points  out  that 
under  certain  conditions  which  are  to  be  expected  in  flight, 
stresses  due  to  aerodynamic  forces  may  be  produced  in  the 
structure  which  will  considerably  exceed  those  due  to  the 
weights  and  buoyancy,  and  that  the  provision  of  even  a 
large  margin  of  strength  against  the  latter  is  no  guarantee 
that  the  structure  will  withstand  the  stresses  induced  by  a 
quite  normal  manoeuvre.  Treating  the  ship  as  a  continuous 
beam,  the  bending  moment  when  the  ship  is  flying  pitched 
at  10  degrees  is  found  to  be  slightly  less  than  the  moment 
which,  according  to  the  calculations  of  the  design  staff, 
would  have  caused  failure.  The  factor  of  safety  is  found  to 
be  not  the  figure  four  which  had  been  intended,  but  only 
about  one.  It  is  further  pointed  out  that  these  calculations 
were  made  for  conditions  which  may  occur  in  flight,  but  that 
it  is  improbable  that  the  conditions  chosen  represent  the 
worst  possible.  It  thus  appears  to  be  clearly  established 
that  R.38  had  an  insufficient  margin  of  strength  to  withstand 
the  stresses  due  to  manoeuvres  which  might  be  necessitated 
during  normal  flight,  or  be  directly  due  to  bad  weather. 

With  regard  to  the  opinion  that  failure  of  certain  amidship 
girders,  during  the  third  flight  of  the  airship,  was  due  to  the 
effect  of  the  slip-stream  from  one  of  the  propellers  on  the 
structure,  the  Committee  does  not  agree  with  this  view,  but 
hold  that  the  buckling  then  reported,  was  due  to  the  existence 
of  dangerous  stresses  set  up  by  the  "  hunting  ”  of  the  airship 
at  high  speeds  and  its  correction  with  the  elevators. 

The  Appendices 

Appendix  I  contains  leading  particulars  and  scheme  of 
construction  of  R.38.  In  Appendix  II  is  given  a  brief  history 
of  the  airship  up  to  and  including  the  time  of  the  third  test 
flight.  The  respects  in  which  R.38  differed  from  previous 
British  and  German  airships  are  pointed  out,  from  which 
it  appears  that  circumferential  and  "  catenary  ”  wiring  were 
employed  in  place  of  netting  to  contain  the  gas  bags,  which 
were  15  metres  long,  filling  entirely  the  space  between  two 
main  frames.  The  corridor  support  wires  fitted  in  the  later 
German  ships  were  omitted  in  R.38.  The  fins  were  of  tri¬ 
angular  section  and  of  the  cantilever  type.'  Her  controls 
were  very  powerful,  but,  probably  as  a  result  of  the  proportion 
of  fin  and  control  surfaces,  she  proved  more  difficult  to 
control  than  R.33. 

Appendix  III  is  a  note  by  Lieut.-Col.  E.  Gold,  A.D.M.O., 
on  the  weather  conditions  at  the  time  of  the  accident  to 
R.38,  while  in  Appendix  IV  is  contained  a  report  on  investi¬ 
gations  relating  to  the  aerodynamic-  forces  and  moments  on 
airships.  The  latter  appendix  is  divided  into  three  parts, 
of  which  Part  I  gives  the  reports  available  at  the  time  R.38 
design  was  first  started  (August,  1918).  Part  II  gives  the 
reports  which  became  available  between  October,  1919  (when 
the  ship  was  transferred  to  the  Air  Ministry),  and  the  date 
of  the  first  trial  of  the  airship.  In  Part  III  is  given  a  list 
of  the  reports  which  became  available  since  the  first  trial 
flight. 

The  relative  strengths  of  R.38  and  R.33  are  dealt  with 
in  Appendix  V,  which  indicates  that  the  strength  required 
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in  R.38  was  of  the  order  of  double  that  required  in  R.33, 
whereas,  in  fact,  the  resistance  to  bending  offered  by  the  two 
ships  was  about  the  same. 

Prof.  L.  Bairstow,  in  Appendix  VI,  deals  very  fully  with 
the  question  of  the  aerodynamic  loading  of  R.38,  from  which 
it  appears  that  the  factor  of  safety  of  the  ship  under  con¬ 
ditions  known  to  have  existed  was  not  above  2,  and,  under 
conditions  which  might  easily  have  occurred,  not  above  1 . 

❖  <•> 

THE  “ ROMA 

Since  the  brief  reference  in  our  last  issue  to  the  regrettable 
disaster  which  overtook  the  U.S.  (ex-Italian)  dirigible 
“  Roma,"  on  the  21st  ult.,  some  further  particulars  have  come 
to  hand.  These,  however,  are  still  somewhat  vague  and 
uncertain  as  to  the  actual  happenings  during  this  fatal 
flight. 

The  total  number  on  board  is  given  as  45,  out  of  which 
there  are  only  11  survivors,  the  majority  of  whom  are  more 
or  less  severely  injured  or  burned.  Capt.  Mabry,  com¬ 
mandant  of  the  “Roma’'  and  principal  pilot,  is  among  the 
dead,  and  it  would  seem  that  he  stuck  to  his  post  to  the 
end,  as  his  charred  body  was  found  later  with  the  hands 
still  grasping  the  control  wheel. 

Some  of  the  survivors  had  most  extraordinary  escapes, 
one,  Lieut.  Burt,  jumping  out  of  the  ship  the  moment  after 
the  explosion,  landed  in  some  soft  mud  30  ft.  below,  and 
was  practically  unhurt.  As  to  the  cause  of  the  accident, 
accounts  vary  somewhat  in  certain  details,  but  the  following 
report  from  The  Times  correspondent  furnishes  about  the 
best  explanation  we  have  seen : — 

“  It  seems  that  the  airship  became  unmanageable  when 
at  an  elevation  of  about  1,500  ft.  Observers  below  then 
saw  a  huge  kitelike  structure  under  the  tail  cone  swing 
loose  at  an  angle  of  450,  For  a  moment  it  seemed  that 
the  ‘  Roma  ’  was  about  to  capsize.  It  took  a  nose-dive  and 
fell  rapidly  to  the  ground.  Some  of  those  watching  the 
catastrophe  declare  that  the  flames  burst  from  the  gasbag, 
but  this  is  not  confirmed  by  survivors,  though  two  of  the 
dead  were  afterwards  found  grasping  fire  extinguishers. 

<♦>  <$> 

METHODS  OF  AEROPLANE  FLYING 
INSTRUCTION 

Under  above  title  a  paper  was  read  before  the  Royal  Aero¬ 
nautical  Society  on  February  16,  1922,  by  Squadron-Leader 
C.  F.  A.  Portal,  D.S.O.,  M.C.  The  lecturer  commenced  by 
outlining  the  two  main  methods  of  teaching  which  were  in 
vogue  in  1915.  One  of  these  consisted  in  using  dual-control 
machines,  in  which  the  pupil  was  taken  up,  with  his  hands  on 
the  controls  but  not  actually  controlling  the  machine. 
After  a  number  of  flights  of  this  nature,  the  pupil  was  sent 
up  for  his  first  solo  flight,  and  it  was  not  until  he  went  into 
the  air  alone  that  he  began  to  acquire  any  real  knowledge. 
The  second  type  of  school  started  straight  away  with  solo 
machines,  but  the  power  of  the  engines  with  which  these  were 
fitted  was  carefully  graduated,  commencing  with  one  of  such 
low  power  that  the  machine  could  not  be  coaxed  into  the 
air  with  it.  From  this  machine,  having  got  used  to  engine 
and  machine  controls  (and  incidentally  the  noise  of  the 
engine),  the  pupil  was  put  on  machines  with  higher  power, 
doing  “  hops  ”  “  straights  ”  and,  finally,  landings  and  turns. 

The  lecturer  then  outlined  the  present  system  of  tuition, 
which  has  resulted  from  the  "  Instructional  Revolution  ” 
of  1916.  One  of  the  most  important  innovations  is,  perhaps, 
the  introduction  of  the  telephone,  by  means  of  which  the 
instructor  can  tell  the  pupil  of  any  mistake  made  in  controlling 
a  machine.  The  Avro  was  chosen  as  the  standard  elementary 
training  machine,  and  the  present  system  was  devised  for 
this  machine,  although  it  is  applicable  to  almost  any  other 
single-engined  tractor. 

Briefly,  the  procedure  is  as  follows  :  The  pupil  is  put 
into  the  back  seat,  the  instructor  occupying  the  front  seat. 
A  telephone  connects  the  two.  The  machine  is  then  taken 
up  to  a  height  of  about  1,000  ft.,  and  the  instructor  proceeds 
to  explain  the  use  of  the  controls,  demonstrating  their  effect 
as  he  goes  along.  The  next  step  is  to  give  the  pupil  entire 
control,  telling  him  to  keep  the  top  of  the  engine  cowl  level 
with  the  horizon,  the  two  wing  tips  level  with  one  another, 
and  the  nose  of  the  machine  pointed  to  some  land  mark.  At 
first,  the  pupil  rarely  manages  to  do  all  of  these  things,  but 
gradually  he  acquires  mastery  to  the  extent  of  being  able  to 
fly  straight  and  level.  He  is  then  shown  the  climbing 
and  gliding  angles  of  the  machine,  and  told  to  note  mentally 
the  apparent  distance  between  the  top  of  the  cowling  and 
the  horizon.  The  next  lesson  consists  in  teaching  the  pupil 
to  do  turns.  Then  follow  flights,  in  which  he  is  taught  to  do 


The  manoeuvres  during  the  last  half  hour  of  flight  are 
described  in  Appendix  VII,  and  from  this  it  appears  that 
the  tests  which  were  in  progress,  were  necessary,  and  that 
the  control  movements  employed  were  not  unduly  violent. 
The  last  Appendix,  VIII,  by  R,  A.  Frazer,  B.A.,  B.Sc.,  and 
H.  Bateman,  B.Sc.,  A.C.G.L,  D.I.C.,  contains  an  estimate 
of  the  lateral  force  on  the  upper  rudder  of  R.38,  together 
with  a  diagram  and  curves. 

❖  <*> 

”  DISASTER 

"  From  various  parts  of  the  airship  came  hurtling  to  the 
ground  a  shower  of  sandbags,  followed  b3'  two  or  three 
bodies  of  men  who  jumped.  The  airship  skirted  the  chimney 
stacks  of  buildings  at  the  Army  base,  and  fell  plump  upon 
some  high-tension  wires.  A  terrific  explosion  followed  and 
the  mammoth  gasbag  turned  over  on  the  cabins,  whose 
occupants  were  precipitated  into  the  roaring  flames.” 

Thus  it  would  appear  that  the  breaking  of  the  rudder 
was  the  original  cause  of  the  accident,  and  it  is  the  opinion 
of  many  that  had  the  “  Roma  ”  been  a  little  higher  when  the 
control  broke  down,  the  dirigible  would  have  cleared  the 
buildings  and  come  down  in  the  water — Hampton  Roads — 
off  the  station,  and  probably  most,  if  not  all,  of  the  crew 
would  have  been  saved.  Others  state  that  if  the  "  Roma  ” 
had  been  filled  with  helium  gas  instead  of  hydrogen  the 
contact  with  the  electric  wires  would  not  have  caused  the 
outbreak  of  fire  with  its  terrible  results,  and  the  “Roma" 
would  only  have  crashed  on  to  the  buildings  with  nothing 
like  such  serious  loss  of  life.  However,  full  investigations 
into  the  disaster  are  being  made  by  experts,  and  no  doubt 
further  light  will  be  thrown  on  this  unfortunate  affair. 

The  Secretary  of  State  for  Air  has  sent  a  telegram  in  the 
following  terms  to  the  United  States  Secretary  for  War, 
through  the  British  Air  Attach^  at  Washington  : — 

"  On  behalf  of  the  Air  Council  I  offer  to  you  and  to  the 
United  States  Army  our  profound  condolences  on  the 
deplorable  loss  of  the  airship  “  Roma,”  with  so  many  valuable 
lives.  (Signed)  Frederick  Guest,  Secretary  of  State  for 
Air." 

<3> 

loops,  rolls,  spins,  etc.  Up  to  this  point  about  five  hours  have- 
been  spent  in  the  air.  Finally,  the  pupil  is  taught  to  get  off 
and  land  correctly,  and  not  until  he  can  do  so  is  he  sent  up 
for  his  first  solo  flight,  which,  needless  to  say,  is  not  nowadays 
the  nerve-racking  affair  it  used  to  be  in  the  old  days.  After 
further  practice  solo,  the  pupil  has  to  practice  "  forced  ” 
landings,  and  gradually  he  becomes  proficient. 

H  E  H  S 

THE  ROYAL  AIR  FORCE  MEMORIAL  FUND 

A  meeting  of  the  Executive  Committee  of  the  Fund  was 
held  at  7,  Iddesleigh  House,  Caxton  Street,  on  February  15, 
Lord  Hugh  Cecil  in  the  chair. 

A  draft  statement  of  accounts  was  submitted  by  the 
Fund’s  auditors,  Messrs.  Blackburns,  Barton,  Mayhew  and 
Co.,  for  the  year  1921. 

The  Committee  were  unanimously  of  opinion  that  the 
accounts  as  presented  were  very  satisfactory  in  so  far  as 
the  evident  use  of  the  Fund  in  the  relief  of  distress,  and  in 
the  furtherance  of  the  objects  with  which  it  was  started, 
had  been  carried  out  during  the  year  in  question.  All  tfye 
objects  with  which  the  Fund  started,  with  the  exception 
of  one,  have  been  or  are  being  carried  out,  the  one  exception 
being  that  the  scholarships  for  the  sons  of  officers  who  fell 
in  the  War  have  not  yet  materialised,  in  view  of  the  fact 
that  one  of  the  two  houses  at  Ascot  so  kindly  presented  to 
the  Fund  by  Mrs.  Salting  has  not  yet  been  sold. 

Another  point  which  the  Committee  regard  as  highly 
satisfactory  is  the  fact  that  the  activities  of  the  Fund  as 
regards  the  distribution  of  assistance  to  the  needy  of  all 
ranks  who  fought  with  the  Air  Force  during  the  War  has 
very  greatly  increased,  and  is  proof  of  the  usefulness  of 
the  Fund.  The  grants  made  during  five  months  of  1920 
roughly  amounted  to  £900,  whereas  during  the  year  1921 
this  sum  rose  to  £4,500. 

As  regards  the  War  Memorial  on  the  Thames  Embankment, 
it  was  reported  that  active  work  had  begun  on  the  stonework 
in  the  contractor’s  yard,  and  that  Mr.  Reid  Dick,  selected 
by  the  architect,  Sir  Reginald  Blomfield,  R.A.,  was  actively 
engaged  on  the  modelling  of  the  bronze  eagle  and  globe. 
The  architect  hofes  to  keep  the  cost  of  the  Monument  within 
£7,000,  which  is  considerably  less  than  was  first  estimated. 

A  proposal  to  hold  an  R.A.F.  ball  at  some  London  hotel, 
as  was  done  in  1920,  was  postponed  for  consideration  later 
on  in  the  season. 
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London  Gazette ,  February  21,  1022 
General  Duties  Branch 

Observer  Offr.  C.  D.  Palmer  (Lieut,,  A.  and  S.  Highrs.)  is  granted  a  per¬ 
manent  commn.,  retaining  his  present  substantive  rank  and  seny.  ;  Nov.  17, 
1921.  Flying  Offr.  A.  C.  Sanderson,  D.F.C.,  is  granted  a  permanent  eominn., 
retaining  his  present  substantive  rank  and  seny.  ;  May  to,  1920,  Gazelle 
May  18,  1920,  appointing  him  to  a  short  service  commn.  is  >  ancelled.  Lieut. 
T.  W.  Shortridge  (R.  Innis.  Fus.)  is  granted  a  temp,  commit,  as  a  Flying  Oitr. 
on  seconding  for  four  years’  duty  with  R.A.F.  ;  Jan.  19.  Pilot  Offr.  on 
probation  J.  B.  H.  Rogers  is  confirmed  in  his  rank  ;  Feb.  8.  Flying  Oflr. 
S.  A.  If.  Bowyer  resigns  his  short  service  commn.,  and  is  granted  the  rank 
of  Capt.  ;  Feb.  8  (substituted  for  Gazette,  Feb.  7.)  f  lying  Offr.  G.  Croft  is 
placed  on  the  retd,  list ;  Feb.  22. 

Stores  Branch 

Flight  Lieut..  F.  G.  M.  Williams  is  granted  a  permanent  coniuiii.,  retaining 
his  present  substantive  rank  and  seny.  ;  Jan.  2.  Flying  Oflr.  C.  J.  Polden 
is  granted  a  permanent  commn,,  retaining  his  present  substantive  rank  and 
seny. ,  with  effect  from  Sept.  12,  1919,  and  is  transfd.  to  Stores  Branch,  with 
effect  from  Dec,  17,  1921.  Gazette,  Sept,  12,  1919,  appointing  him  to  a  short 


service  commn.,  is  cancelled.  Pilot  Offr.  S.  Bingham  is  granted  a  permanent 
commn.  as  a  Flying  Offr.,  with  effect  from,  and  with  seny.  of,  Sept.  12,  1919, 
and  is  transfd.  to  the  Stores  Branch,  with  effect  from  June  17,  1920.  Gazetie, 
Sept.  12,  1919,  appointing  him  to  a  short  service  commn.,  is  cancelled. 

Medical  Service 

T.  M.  Walker  is  granted  a  temp,  commn.  as  a  Flight  Lieut.,  with  effect 
from,  and  with  seny.  of  Feb.  9. 

Nursing  Service 

The  foil g.  arc  confirmed  in  their  appointments  as  Staff  Nurses.-  Miss  E.  M, 
Clements  ;  Aug.  2,  1921.  Miss  M.  A,  MacVicar,  Aug.  3,  1921.  Miss  E.  S. 
Browbank  ;  Aug.  9, 

Memoranda 

Pilot  Offr.  A.  M.  Anderson,  D.F.C.,  to  be  Observer  Offr,  ;  Oct.  18,  1919 
(since  resigned),  lion.  Sec.  J.ieut.  C.  S.  McKay  relinquishes  his  hony.  commn. 
on  joining  the  T.A.  ;  Nov.  21,  1921.  Lieut.  A.  Pricket t  relinquishes  his  temp, 
commn,  on  account  of  ill-health  contracted  on  active  service,  and  is  permitted 
to  retain  his  rank  ;  Feb.  22.  Lieut,  H.  P.  L.  Gardner  relinquishes  his  temp, 
eominn.  on  return  to  Army  duty  ;  March  14,  19:9  (substituted  for  Gazette, 
June  24,  1919)'  since  relinquished). 


ROYAL  AIR  FORCE  INTELLIGENCE 


Appointments. — The  following  appointments  in  the  Royal  Air  Force  are 
notified  •— 

Flight  Lieuts. — S.  M.  Kinkead,  D.S.O.,  D.S.C.,  D.F.C.,  from  No  24  Squadron 
(Inland  Area)  to  No.  30  Squadron  (Iraq  Group).  31.1.22.  C.  G.  Hetbering- 
ton,  M.B  B.,  from  Headquarters,  No,  11  (Irish)  Wing  to  School  of  Photo¬ 
graphy.  1.2.22,  (The  notice  appointing  this  officer  to  School  of  Technical 
Training  (Men)  with  effect  from  1.2.22  is  cancelled.)  C.  J.  W.  Darwin, 
D.S.O.,  Irom  R.A.F.  Cadet  College  (Ground  Wing),  Cranwcll,  to  Headquarters, 
R.A.F. ,  Cranwcll.  r.2.22.  W.  B.  Farrington,  D.S.O.,  from  Boys’  Wing, 
Cranwcll,  to  Headquarters,  R.A.F  Cranwcll.  1.2.22.  A.  L.  Messenger, 
A.F.C.,  from  No.  3  Flying  Training  School  (Cadre)  (Inland  Area)  to  Half-pay 
List,  pending  embarkation  overseas.  11.2.22.  1.  Cullen,  A.F.C.,  from 

No.  5  Flying  Training  School  (Inland  Area)  to  Armament  and  Gunnery 
School  (Cadre)  (Inland  Area).  1.3.22.  D.  H.  W.  Williamson  from  R.A.F. 
Dcp6t  (Inland  Area)  to  Electrical  and  Wireless  School  (Inland  Area).  3.2.22. 
L.  Drudge,  M.B.E.,  Iron,  Half-pay  List  to  Headquarters,  Iraq  Group.  4.2.22. 
IL  H.  Mallett  to  R.A.F.  Depot  (Inland  Area),  on  attachment  from  Army 
Dental  Corps.  1.2.22,  H.  E.  F.  Wyncoll,  O.B.E.,  M.C.,  from  No.  7  Group 
Headquarters  (Inland  Area)  to  R.A.F.  School  (India).  2.2.22.  FI.  V. 
German  from  Half-pay  List  to  Headquarters,  Iraq  Group,  for  duty  at  R.A.F. 

0  0 

Short  Service  Commissions — Period  of  Service 

Jt  is  notified  for  general  information  that  all  officers 
who  applied  for  Short  Service  Commissions,  under  the  condi¬ 
tions  of  Air  Ministry  Weekly  Order  No.  7S1  of  JQIQ,  after 
November  17,  1920,  were  informed  that  the  period  of  active 
service  had  been  extended  to  four  years. 

The  Gazettements  were  carried  out  as  follows  : — 

(«)  From  the  inception  of  the  Short  Service  Commission 
scheme  all  appointments  notified  in  the  London  Gazetie  up 
to  and  including  the  issue  of  January  25,  1921,  were  for 
three  years  on  the  active  service  list,  unless  otherwise  stated. 

(t)  All  appointments  notified  after  January  25.  1921,  ware 
for  four  years,  unless  otherwise  stated. 

The  engagements  of  all  officers  entered  under  the  conditions 
of  Air  Publication  793  are  for  four  years  on  the  active  list. 

Firearms  Act,  1920 

Attention  is  drawn  to  the  provision  of  the  Firearms 
Act,  1920,  which  places  certain  restrictions  upon  the  purchase, 
possession  and  use  of  firearms.  The  following  observations 
are  for  the  guidance  of  officers  and  airmen  : — 

1.  Firearms  and  Ammunition  required  for  Duty. — No  restric¬ 
tions  are  imposed,  nor  is  certification  required,  for  the  posses¬ 
sion  or  use  by  K.A.F.  officers  and  airmen  of  any  firearms  or 
ammunition  in  the  performance  of  their  official  duty. 

2.  Purchase  by  Officers  of  Revolvers  and  Revolver  Ammuni¬ 
tion. — R.A.F.  officers  require  to  obtain  a  certificate  from  th0> 
police  in  order  to  buy  a  revolver  or  ammunition  for  their 
personal  use.  The  Home  Office  have  agreed  and  have  notified 
the  police  that  no  fee  will  be  charged  to  a  commissioned 
officer  for  the  grant  of  such  a  certificate  if  he  produces  to 
the  Chief  Officer  of  Police  a  certificate  from  his  commanding 
officer  that  he  requires  the  revolver  or  ammunition  in  his 
capacity  of  officer. 

3.  Section  6  of  the  Firearms  Act,  1920,  prohibits  the  manu¬ 
facture,  sale,  possession,  etc.,  of  any  w’capon  designed  for 
the  discharge  of  noxious  liquids,  gases  or  other  noxious 
elements.  Such  a  weapon  is  a  prohibited  weapon,  and 
R.A.F.  officers  are  not  entitled  to  private  possession  of  such 
weapons,  although  it  may,  as  part  of  their  official  duty  in  an 
R.A.F.  establishment,  fall  to  them' to  experiment  with  or 
use  such  weapons.  To  avoid  the  penalties  of  this  section, 
therefore,  any  R.A.F.  officer  who  desires  to  purchase  or 
possess  such  weapons  or  to  keep  or  take  them  outside  R.A.F. 
establishments  should  apply  to  the  Air  Ministry  for  permission 
to  do  so.  Such  permission  will  not  be*  granted  without  good 
cause. 
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I’rison  (on  formation).  2.2.22.  R.  E.  Nicholl  from  Central  Flying  School 
to  Headquarters,  Iraq  Group.  2.2.22.  F.  St.  John  Woollard,  A.F.C.,  from 
No.  5  Flying  Training  School  (Inland  Area)  to  No.  4  Flying  Training  School 
(Middle  East  Area).  3.2.22,  A.  H.  Pearce,  D.F.C  .  firm  Headquarters, 
R.A.F.  (India),  to  Iraq  Group  Headquarters  (Middle  East  Area).  12. 1.22. 
W.  S.  Magrath  from  No.  84  Squadron  (Middle  East  Area)  to  No.  14  Squadron 
(Middle  East  Area).  30.11. ax.  Hon.  R,  A.  Cochrane,  A.F.C.,  from  Head¬ 
quarters  (Middle  East  Area)  to  No.  45  Squadron  (Middle  East  Area).  7.1.22. 
W.  I-L  Dunn  fr< m  No.  5  Squadron  (India)  to  R.A.F.  School  (India).  14. 12. 21. 
B.  A.  F’awcus  from  R.A.F.  Depfit  (Inland  Area)  to  No.  1  School  of  Technical 
Training  (Boys)  (Halton).  13.2.22.  G.  D.  Nelson,  D.S.C..  A.F.C.,  from 
No.  1  School  of  Technical  Training  (Boys)  (Halton)  to  Air  Ministry  (Direc¬ 
torate  of  Training  and  Organisation).  27.2.22.  E.  J.  Cooper,  D.S.C.,  from 
School  of  Naval  Co-operation  and  Aerial  Navigation  (Coastal  Area)  to  No.  230 
Squadron  (Coastal  Area).  8.2.22.  I<  W.  G.  West  from  No.  x  Squadron 
(Middle  East  Area)  to  Armament  and  Gunnery  Srhool  (Inland  Area).  24. 12.21. 
O.  A.  Armer,  from  Electrical  and  Wireless  "School  (Inland  Area)  to  R.A.F. 
Depfit  (Inland  Area).  7.2.22.  A.  Fitz  Roy  Somerset-Leelce,  from  Iraq 
Group  Headquarters  (Middle  East  Area)  to  Aircraft  Park,  Iraq  (Middle 
East  Area),  29.12.2r. 
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4.  Further  instructions  will  be  issued  in  regal'd  to  the  im¬ 
portation  into  and  exportation  from  the  United  Kingdom 
of  firearms,  ammunition,  etc. 

Seaplane  Floating  Dock  Tests 

Built  under  arrangement  with  the  Admiralty  at  Sheerness 
Dockyard,  the  Seaplane  Floating  Dock,  designed  for  the 
Royal  Air  Force,  and  floated  on  September  4  last  year,  has 
been  subjected  to  trials  off  Sheerness  before  being  banded 
over  to  the  Air  Ministry.  The  tests  included  towing  trials 
and  anchor  trials,  and  the  dock  was  also  submerged,  a  sea¬ 
plane  being  docked  on  the  pontoon.  The  tests  were  satis¬ 
factory  in  every  respect,  and  the  dock  was  towed  back  to 
Sheerness  yard  to  be  completed  for  delivery.  The  dock 
is  fitted  for  the  reception  of  two  seaplanes  of  the 
latest  type.  The  trials  were  under  the  superintendence  of 
representatives  of  the  Admiralty  and  Royal  Air  Force,  and 
were  conducted  by  officials  of  Sheerness  Dockyard. 

Safety  Fuel  Tank  Competition 

The  final  tests  of  the  tanks  selected  by  the  Judges 
Committee  in  the  Air  Ministry  Competition  for  safety  tanks 
for  aircraft  took  place  at  the  Royal  Aircraft  Establishment, 
Farnborough,  this  week  on  February  20  and  22. 

On  the  first  day  the  trials  consisted  of  acceleration  and 
crashing  tests,  and  on  the  second  day  of  firing  tests. 

Twenty-six  entries  were,  received  for  the  competition, 
which,  it  will  be  remembered,  was  being  held  in  order  to 
obtain,  if  possible,  a  tank  which  will  withstand  the  shock 
to  which  it  may  be  subjected  in  an  aeroplane  crash  without 
either  bursting  or  leaking,  thus  eliminating  almost  entirely 
the  possibility  of  fire,  and  which  will  also  withstand  the 
effects  of  enemy  action  by  machine  gun  and  shell  fire. 

As  a  result  of  the  preliminary  tests,  which  began  on 
December  5,  the  following  tanks,  which  are  of  radically 
different  types,  were  selected  to  undergo  the  final  tests  : — 

“  Booth  by  ”  gas  armoured  tank,  submitted  by  Commander 
F.  L.  M.  Boothby. 

”  Imber  ”  self-sealing  tank,  submitted  by  Messrs.  Jmber 
Anti-fire  Tanks,  Ltd. 

Tank  submitted  by  India  Rubber  and  Gutta  Percha  Co.,  Ltd. 
The  crashing  tests  are  similar  to  those  to  which  the  tanks 
were  subjected  during  the  preliminary  trials,  in  addition  to 
special  tests  to  determine  the  resistance  to  acceleration. 

In  the  firing  tests  the  tanks  were  subjected  to  machine  gun 
fire  with  ammunition  capable  of  penetrating  the  ordinary 
type  of  mild  steel  fuel  tank  and  of  exploding  and  igniting 
the  fuel  either  on  contact  or  after  penetration. 


March  2,  1922 


THE  LONDON  AERO-MODELS  ASSOCIATION 

A  General  Purposes  Committee  Meeting  of  the  above  Asso¬ 
ciation  was  held  at  20,  Great  Windmill  Street,  Piccadilly,  W.  x, 
and  the  programme  of  competitions  for  the  ensuing  three 
months  was  decided  upon. 

The  first  of  these  competitions  will  take  place  on  March  25 
at  the  above  address,  and  applications  for  entry  forms,  etc., 
should  be  addressed  to  Mr.  A.  Rippon,  52,  Fairbridge  Road. 
Holloway,  N.  19,  who  has  kindly  consented  to  act  as  Compe¬ 
tition  Secretary  for  the  ensuing  year.  This  first  competition 
is  an  indoor  bench  test  for  propellers  of  a  diameter  of  T2  ins. 
and  a  pitch  of  18  ins.  All  propellers  entered  must  be  bored 
at  the  boss  with  a  ^-in.  hole.  The  power  used  will  be  com¬ 
pressed  air,  a  plant  having  been  very  kindly  lent  by  Mr. 

F.  J.  Camm  and  a  Michelin  air  cylinder  by  Mr.  Felix  Kelly. 
Mr.  A.  B.  Clark  will  act  as  judge.  This  competition  will  be 
open  for  carved  propellers  only,  the  number  of  blades  being 
limited  to  two.  The  propellers  registering  the  best  thrust 
will  be  awarded  first,  second  and  third  prizes  in  order  of 
merit.  The  prizes  for  this  competition  have  been  very  kindly 
presented  by  Mr.  H,  J .  Best,  to  whom  a  hearty  vote  of  thanks 
was  proposed  and  carried  unanimously. 

Particulars  of  other  competitions  will  be  announced  in  due 
course,  and  it  is  hoped  that  all  members  will  earnestly 
endeavour  to  enter  for  this,  the  first  competition  of  the 
New  Year.  Country  members’  propellers  may  be  sent  to 
Headquarters  at  20,  Great  Windmill  Street,  Piccadilly,  W.  1, 
where  they  will  be  looked  after  and  returned  after  the  test. 
Country  members  should  pay  carriage. 

A.  E.  Jones,  Hon.  Secretary. 
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A  Model  Club  for  Brighton  and  Hove 

As  a  result  of  the  announcement  in  respect  to  the  above, 
which  appeared  in  our  issue  for  February  16  last,  we  are 
pleased  to  hear  from  Mr.  A.  L.  Churcher  that  the  desired  Club 
is  now  well  in  the  making — the  loan  of  a  workshop  and 
meeting  rooms  having  been  obtained.  It  is  proposed  to  hold 
the  first  General  Meeting  on  March  8  next  (7.30  p.m.)  at 
I2a,  Goldstone  Street,  Hove,  when  it  iis  hoped  that  those 
interested  -will  make  an  effort  to  be  present. 

Airship  Developments  in  the  United  States 

So  far  from  the  dreadful  disaster  to  the  “  Roma  ”  having 
set  back  airship  progress  in  America,  developments  on  the 
most  extensive  scale  are  since  reported  from  Washington. 
The  United  States  Chamber  of  Commerce  announces  the 
formation  of  an  important  corporation  for  exploiting  com¬ 
mercial  air  navigation  in  the  United  States  by  regular  lines 
of  dirigibles  of  the  Zeppelin  type.  The  corporation  is  named 
"  The  General  Air  Service,”  and  definite  plans,  the  report 
states,  for  the  construction  of  craft  in  Germany  have  been 
formed. 

It  is  expected  to  place  two  ships  in  operation  in  the  summer 
of  1923.  The  route  to  be  operated  with  these  first  airships 
is  the  Chicago-New'  York  line.  Mr.  Benedict  Crowell,  of 
Cleveland,  former  Assistant  United  States  War  Secretary, 
also  head  of  the  American  Aviation  Mission  to  Europe,  and 
president  of  the  United  States  Aero  Club,  is  stated  to  be  the 
first  president  of  the  corporation.  Other  backers  are  Mr. 
Marshall  Field,  Mr.  L.  Y.  Benet,  president  of  the  Hotchkiss 
Company,  Col.  Charles  De  Forest  Chandler,  Mr.  E.  N.  Herr, 
president  of  the  Westinghouse  Company,  Mr.  Theodore  Pratt, 
of  the  Standard  Oil  Co.,  Mr.  Franklin  D.  Roosevelt,  Mr. 
Benjamin  Thaw,  of  Pittsburg,  and  Mr.  David  Goodrich, 
of  New  York. 

The  first  Chicago  New  York  line  will  eventually  be  extended 
to  the  Pacific  coast,  and  later  bigger  craft  will  be  utilised  for 
lines  to  South  America  and  Europe.  The  first  aircraft  will 
be  of  4,000,000  cubic  ft.  capacity,  and  although  manufactured 
in  Germany,  it  will  be  erected  in  America.  It  wfill  accom¬ 
modate  100  passengers  and  30  tons  of  freightage.  Johann 
Schuette,  of  the  Schuette  Lanz  Co.,  Germany,  is  now  in  the 
States  with  a  corps  of  engineers  on  his  second  visit  working 
out  details  of  construction  and  routes.  Schuette  declares 
that  virtually  there  will  be  transferred  later  a  large  part  of 
the  German  Zeppelin-making  business  to  the  United  States. 

Iraq  Group  an  Independent  Command 

The  Iraq  Group  which  has  formed  part  of  the  Middle 
East  Area  became  an  independent  command  with  effect  from 
rst  February',  1922. 

The  Officer  Commanding,  Iraq  Group,  is  directly  respon¬ 
sible  to  the  Air  Ministry  for  the  command  and  administration 
of  the  Air  Force  units  located  in  Iraq. 


SIDE-WINDS 

An  interesting  set  of  six  post  cards,  reproduced  from  photo¬ 
graphs  taken  during  the  Ross-Smith  flight  to  Australia, 
wrere  produced  by  the  Pliotochrom  Co.,  Ltd.,  of  7-10,  Old 
Bailey,  London,  E.C.  4,  in  connection  with  the  Lowell  Thomas 
”  Travelogues  ”  or  lectures  on  the  above  flight  given  recently. 
We  understand  that  these  cards  are  now  on  sale  in  the  ordinary 
way,  and  a  set  may  be  obtained  from  the  Photochrom  Co., 
at  the  above  address,  on  receipt  of  6 d.,  plus  postage. 
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PUBLICATIONS  RECEIVED 

The  Airplane  Engine.  By  Lionel  S.  Marks,  B.S.c.,  M.M.E. 
London  and  New  York  :  McGraw-Hill  Book  Co.,  luc.  Price 
30.S.  net. 

Technical  Note  No.  83.  The  Theory  of  the  Screw  Propeller. 
By  A.  Betz.  National  Advisory  Committee  for  Aeronautics. 
Navy  Building,  Washington,  D.C.,  L'.S.A. 
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NEW  COMPANIES  REGISTERED 

BUCKINGHAM  ENGINEERING  CO.,  LTD..  Holyhead  Road,  Coventry. 
Capital  £10,000  m  £i  shares.  Under  agreement  with  J.  F.  Buckingham, 
and  W.  Maddocks,  manufacturers  of  and  dealers  in  aircraft,  motor-cars,  etc. 
T.  C.  John,  first  sole  permanent  director. 

R.A.F.C.  CO.,  LTD.,  128,  Piccadilly,  W. — Capital  £1,000,  in  £1  shares 
Objects,  to  hold  premises  acquired  by  nominees  on  behalf  of  the  company 
and  intended  to  be  occupied  by  the  Royal  Air  Forte  Club  at  128,  Piccadilly, 
and  6,  Park  Lane,  W.  First  directors  :  A.  Colls,  J.  L.  Walsh,  arid 
\V.  I.  H.  Harcourt. 

THE  TRIPLEX  SAFETY  GLASS  CO.,  LTD.,  l  itzalan  House,  Arundel 
Street,  Strand,  W.C. — Capital  £85,000,  in  £1  shares.  Under  agreement  with 
the  Central  and  Western  Corporation,  Ltd.  First  directors,  Col.  Sir  Harry 
Waechler,  Bt.,  C.M.G.,  H.  N.  Iloare,  D.S.O.,  E.  J.  F.  C.  Allen,  R.  G.  M. 
Delpeeh  and  W.  R.  I.yttletou. 


AERONAUTICAL  PATENT  SPECIFICATIONS 

A  bbrwiations  :  cyl.  -  cylinder;  I.C.  *•  internal  combustion;  m.  —  motors 
The  numbers  In  brackets  are  those  under  which  the  Specifications  will 
be  printed  and  abridged,  etc. 

APPLIED  FOR  IN  1920 

Published  February  23,  1022 

30,050.  F.  J.  Smith  and  \V.  Hihdert.  I.C.  rotary  engines.  (174,434.) 

Published  March  2,  1922 

34,925.  Sperrv  Gyroscope  Co.  Gyroscopic  compasses.  (155,257.) 

35,759.  Soc.  des  Moteurs  Sai-mson  (Systeme  C  anton-Unne).  Means  lor 
securing  rotary  members  of  contractile  material  to  metallic  hubs. 

157,892) 

APPLIED  FOR  IN  1921 

Published  February  23,  1922 

6,818.  Zeppelinwerke  Ges.  Fuselages  or  hulls  of  aircraft.  (164,305.) 

Published  March  2,  1932 
3,936,  II.  Junkers.  Aeroplanes.  (158,848.) 

If  you  require  anything  pertaining  to  aviation,  study 
“Flight’s”  Buyers’  Guide  and  Trade  Directory, 
which  appears  in  our  advertisement  pages  each 
week  (see  pages  iii  and  xiv). 

NOTICE  TO  ADVERTISERS 
All  Advertisement  Copy  and  Blocks  must  be 
delivered  at  the  Offices  of  “Flight,”  36,  Great 
Queen  Street,  Kingsway,  W.C.  2,  not  later  than 
12  o’clock  on  Saturday  in  each  week  for  the  following 
week’s  issue. 

FLIGHT 

The  Aircraft  Engineer  and  Airships 
36,  GREAT  QUEEN  STREET,  KINGSWAY.  W.C.  2. 
Telegraphic  address  :  Truditur,  Westcent,  London. 
Telephone  :  Gerrard  1828. 

SUBSCRIPTION  RATES 

”  Flight  ”  will  be  forwarded,  post  free,  at  the  following  rates  ; — 
United  Kingdom  Abroad* 

s.  d.  s.  d. 
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1 909  The  first  circular  mile  flown  in  Great  Britain  was  with  a  Green  Engine. 
1909  to  1919  A  long  list  of^ecord  flights. 

1919  One  35  h.p .  Green-Avro-Baby  competed  and  won-the  Aerial  Derby  Handicap. 

1920  Two  35  h.p.  Green- Avro-Babys  competed  with  14  other  Competitors  and 
-  won  1st  and  2nd  prizes  in  the  Aerial  Derby  Handicap. 

1920  Green-Avro-Baby  flies  to  Rome  and  back,  including  a  non-stop  flight  from 
Croydon  to  Turin. 

1 92  1  Green-Avro-Baby  flies  from  Sydney  to  Bundaberg,  non-stop  flight,  nearly 
800  miles  in  9  hours. 

_  _ _ _ _ _ 

The  Pioneer  in  1909. 
Still  going  strong  in  1921. 
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400  h.p. 


JUPITER  RADIAL  AIR- 
COOLED  AERO  ENGINE 

states: — 

“  The  second  event  was  the  success  of  the 
' Bristol '  Jupiter  in  passing  its  Air  Ministry’s 
type  tests.  These  are  very  rigorous,  and  the 
Jupiter  is  the  first  large  air-cooled  engine  to  pass 
them.  This  is  a  splendid  testimony  to  the 
excellence  of  the  engine,  and,  given  the  relia¬ 
bility  which  the  tests  appear  to  indicate  (I 
possesses,  the  air-cooled  engine  is  simpler  to  run 
than  the  Water-cooled ,  there  being  no  radiator, 
water,  or  piping  to  look  after,  There  are 
rumours  of  several  commercial  types  of  machines 
being  fitted  with  this  engine  in  the  spring." 
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EDITOSiHAL  COMMENT 


T  appears  that  the  reprieve  for  airships 
which  the  Secretary  of  State  for  Air 
announced  recently  at  the  Air  Con¬ 
ference  to  have  been  extended  until 
June  is  about  to  be  terminated.  It 
is  understood  that  negotiations  are 
now  in  progress  for  handing  over  the 
entire  fleet  of  airships,  material,  sheds, 
gas  plants,  etc.,,  to  the  Disposal  Board.  Once  these 
negotiations  are  concluded,  the  whole  airship  material 
will  pass  out  of  the  hands  of  the  Air 
Doom  of  MinistrY  anc*’  presumably,  be  put  up  for 
Airships  sale  by  the  Disposal  Board,  either  in 
their  present  state  or  as  scrap.  In  either 
event  the  price  which  the  airships  and  plant  will 
command  will  probably  be  but  a  fraction  of  the  cost 
to  the  nation  of  the  work  which  all  this  material 
represents — the  figure  of  40  million  has  been  men¬ 
tioned.  That  is  the  loss  in  money.  The  experience 
gained  with  these  ships  cannot  be  assessed  in  money 
values,  but  it  is  very  great,  and  at  one  time  we  were 
entitled  to  claim  to  have  at  least  caught  up  with,  if 
not  overtaken,  the  world's  leading  nation.--  as  regards 
airship  designing  and  construction  skill.  Possibly 
the  fatal  accident  to  America's  “  Roma  ”  may  have 
hastened  the  Air  Ministry’s  decision.  The  Ministry 
has  never  been  sympathetic  towards  airships,  Capt. 
Guest's  statements  to  the  contrary  notwithstanding, 
and  this  decision,  coming  so  shortly  after  that  re¬ 
grettable  accident  to  the  “  Roma,”  has  every  ap¬ 
pearance  of  being  the  result  of  an  effort  to  derive 
public  support  from  the  state  of  mind  which  may  be 
expected  to  obtain  among  the  general  public  after 
such  a  catastrophe.  Possibly,  the  Air  Ministry 
has  counted  on  even  airship  enthusiasts  being  some¬ 
what  subdued  after  the  publication  of  the  0  R.38 
report  and  the  newspaper  accounts  of  the  “  Roma  ” 
accident 

Nevertheless,  even  in  America,  the  general  tendency 
is  to  regard  these  lamentable  accidents  in  their 
true  light,  and  except  for  certain  sections  of  the 
community,  which  are  always  ready  to  say  :  “  There 
you  are,  you  see,"  America  is  more  determined  than 
ever  not  to  he  deterred  from  carrying  on  the  pioneer 
work  of  developing  the  airship. 

Here  the  Air  Ministry  has  a  certain  amount  of 
excuse,  and  has  made  the  most  of  it — in  the  fact  that 
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all  but  Australia  declined  the  suggested  arrangement 
for  carrying  on  experimental  airship  services  to 
India  and  the  Antipodes.  But  even  if  these  schemes 
were  found  unworkable  at  the  present  time,  there  is 
another  aspect  of  the  question  of  which  the  Air 
Ministry  appears  to  have  failed  to  take  account. 
If  there  is  any  lesson  to  be  learned  from  the  two  acci¬ 
dents  to  airships  it  is  surely  that  research  is  wanted, 
not  only  on  models  in  the  wind  tunnel,  but  also, 
and  more  so,  on  actual  airships.  Under  the  mantle 
of  economy  two  of  the  older  airships  were  prevented 
from  participating  in  experimental  and  research 
work  for  which  they  were  quite  suitable.  The 
necessary  apparatus  had  already  been  installed 
in  one,  but  only  inconclusive  results  had  been  obtained 
when  the  ship  was  withdrawn. 

Now,  if  we  are  to  benefit  at  all  from  the  money, 
work  and  lives  spent  on  airships,  we  have  an  oppor¬ 
tunity  to  do  so  by  recommissioning  one  or  two  of 
the  present  ships,  keeping  at  any  rate  sufficient 
personnel  to  operate  them  and  sufficient  materiel 
to  keep  them  in  the  air,  and  proceed  \yith  such 
experiments  as  are  known  to  be  required  before  the 
design  of  an  improved  ship  can  be  laid  down  with  the 
certainty  that  there  will  be  no  weak  spots  and  no 
broken  girders  when  manoeuvring  the  ship.  The 
static  safety  of  “  R.38  ”  was  admirable,  but  the 
strength  against  aerodynamic  forces  was  too  small. 
It  is  clearty  indicated  in  the  report  of  the  Accidents 
Investigations  Sub-Committee  along  which  lines 
research  is  needed.  Such  research  could  be  carried 
out  with  relatively  little  outlay,  and  the  results 
would  be  of  the  very  greatest  value  to  future  work  on 
airships.  Without  it  the  road  to  further  progress 
is  barred,  and  wre  shall  have  to  restrict  ourselves  to 
such  ships  as  that  outlined  by  Major  Scott  in  his 
paper  before  the  Air  Conference,  which,  although 
capable  of  good  work,  do  not  represent  the  best  that 
can  be  done. 

In  his  paper  Major  Scott  was  very  moderate  in 
his  claims,  and  if  there  is  any  fault  to  find  with 
his  excellent  paper  it  is  mainly  that  he  errs  on  the 
side  of  modesty,  and  as  he  himself  pointed  out,  the 
Germans  would  probably  undertake,  and  guarantee, 
to  exceed  by  a  considerable  margin  the  performance 
and  weight  figures  given  by  Maj or  Scott .  It  therefore 
seems  not  a  little  unfortunate  that,  so  far  as  can 
be  seen,  nothing  at  all  is  likely  to  be  done  with  the 
existing  airships.  Even  if  they  were  only  retained 
in  commission  for  research  purposes,  we  should  at 
least  get  some  results  from  the  money  expended 
on  them  up  to  the  present  time.  Otherwise  that 
money  will  have  been  entirely  wasted.  Not  only 
so,  but  if  the  policy  outlined  by  Captain  Guest 
represents  the  Government  view,  we  have  no  hesita¬ 
tion  in  saying  that  it  means  the  renunciation  by 
this  country  of  all  future  claim  to  a  place  in  the 
world  as  airship  constructors.  That  we  can  leave 
airships  alone  for  ten  years,  and  then  start  de  novo 
as  Captain  Guest  suggested,  is  simply  absurd.  It 
cannot  be  done.  By  that  time  other  countries 
will  have  made  enormous  progress,  will  have  the 
experience,  and,  moreover,  will  have  established 
themselves  as  airship  manufacturing  nations  in  the 

<$> 

France’s  Great  1924  Competition. 

From  France  it  is  reported  that  the  prize  of  one  million 
francs  offered  by  the  French  Society  for  Aeronautical 
Propaganda  for  the  “  best”  aero  engine  will  probably  be 
augmented  by  another  million  offered  by  the  French  Air 
Minister.  But  few  details  are  to  hand  at  the  time  of  going 
to  press,  but  it  appears  that  the  competition  will  be  for 


world's  estimate.  Who  will  then  dream  of  coming 
to  England  for  airships  ?  No,  if  it  is  good-bye  now, 
it  is  probably  good-bye  for  all  time.  Let  the 
Government  well  ponder  the  problem  before  too 
late. 

♦  <o»  *#► 

In  our  correspondence  column  will  be 
Soaring  found  a  most  interesting  account  of  a 
Descending  rough-and-ready  experiment  carried  out 
Air  Currents  on  board  one  of  the  P.  &  O.  boats  to 
determine  what  sort  of  air  currents 
seagulls  make  use  of  in  gliding  behind  the  stem  of  a 
steamer  under  way.  The  amazing  result  was  that 
it  was  found  that  in  the  region  in  which  the  gulls 
were  gliding  there  was  actually  a  descending  air 
current,  and  not,  as  generally  supposed,  an  ascending 
current.  If  the  observation  is  correct,  and  there  is 
no  reason  to  doubt  it,  it  seems  to  indicate  that  the 
birds  make  use  of  the  turbulence  in  the  air  and  not  of 
its  general  direction.  This  fact,  if  it  be  a  fact,  is  of 
the  greatest  interest  in  connection  with  soaring 
flight  problems,  and  we  shall  welcome  communica¬ 
tions  relating  to  this  subject. 

o 

Among  the  many  problems  with  which 
Testing  the  aircraft  designer  is  confronted. 
inrFreeS  Pr°bably  one  of  those  which  cause  most 
Flight  annoyance  and  uncertainty  is  the 
application  of  the  results  of  model 
tests  to  full-size  machines.  In  order  to  approach 
as  close  as  possible  to  a  .correct  solution,  test  runs 
in  wind  tunnels  have  to  be  run  at  very  high  velocities 
owing  to  the  small  size  ot  the  models  tested.  Even 
then  there  is  frequently  some  disagreement  between 
the  model  results  and  the  full-size  figures.  This 
difference  is  known  as  the  ”  scale  effect.”  In 
America,  and  also  to  a  certain  extent  in  this  country, 
work  is  progressing  on  methods  of  test  which  will 
establish  the  scale  effect.  In  America,  the  problem 
is  being  attacked  in  several  ways.  First  of  all, 
at  Langley  Field  a  compressed  air  wind  tunnel  is 
being  constructed  in  which  the  air  is  compressed 
to  about  20  atmospheres,  while  the  wind  speed  is 
as  high  as  25  metres  per  second.  The  Reynolds 
number  will  therefore  be  the  same  as  that  for  a 
full-size  machine.  At  McCook  Field  another  tunnel 
is  being  constructed,  in  which  the  air  speed  is  to 
be  200  m.p.h.  This  tunnel  has  a  diameter  of  i-6 
metres,  and  although  the  models  will  be  small, 
indeed  will  have  to  be  on  account  of  the  forces  to 
be  expected  at  200  m.p.h.,  the  product  VL  will 
be  approximately  the  same  as  for  an  actual  machine. 

In  the  meantime,  experiments  have  been  made 
with  towing  a  model  aerofoil  underneath  an 
aeroplane  in  flight,  and  the  preliminary  experiments, 
although  of  a  fairly  rough-and-ready  nature,  indicate 
that  it  should  be  possible  to  test  aerofoils  of  consider¬ 
able  size  at  a  flying  speed  of  100  m.p.h.  or  more  with 
good  accuracy.  This  should  enable  tests  to  be 
carried  out,  not  only  at  the  same  Reynolds  number, 
but  at  the  same  size  and  speed  as  the  full-size  machine, 
and  thus  provide  further  data  on  Scale  Effect. 
A  report  of  this  free  flight  method  of  testing  is 
published  elsewhere  in  this  issue. 

<*>  <*> 

engines  of  350-450  h.p,,  and  weighing  not  more  than  2  lbs.  /h.p. 
It  is  understood  that  competing  engines  will  have  to  pass  a 
reliability  run  of  240  hours,  in  stretches  of  eight  hours  each, 
and  that  the  total  time  taken  in  completing  the  240  hours 
must  not  exceed  100  days.  The  competition  will  start 
on  March  1,  1924,  and  entries  must  be  received  before 
December  1,  1923. 
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A  NEW  METHOD  FOR  TESTING  AEROFOILS  IN  FREE 

FLIGHT* 


A  Preliminary  Investigation 

By  F.  H.  NORTON 


Introduction.  -From  the  very  beginning  of  the  science  of 
aeronautics  there  has  been  desired  a  satisfactory  method  for 
making  tests  on  aerofoils  and  other  aerodynamic  bodies  under 
the  identical  conditions  of  their  use  on  the  aeroplane.  The 
wind  tunnel  and  the  whirling  arm  will  give  velocities  equiva¬ 
lent  to  those  of  flight,  but  the  size  of  the  wings  that  may  be 
tested  in  this  way  is  only  a  tenth  or  twentieth  part  of  the 
full-sized  ones,  Attempts  have  been  made  to  test  full-sized 
wings  when  mounted  upon  a  car  or  automobile,  but,  due 
to  the  interference  of  the  ground  and  to  irregular  winds,  the 
results  have  not  been  satisfactory,  and  these  methods  have 
now  been  practically  abandoned. 

An  attempt  is  made  here  to  provide  a  method  for  testing 
full-sized,  or  nearly  full-sized,  aerofoils  at  aeroplane  speeds 
and  under  the  same  conditions  of  turbulence  that  are  encoun¬ 
tered  by  the  aeroplane,  The  present  investigation  is,  of 
course,  only  of  the  most  preliminary  character,  so  that  the 
accuracy  of  the  results  is  not  high.  The  method,  however, 
has  been  carefully  studied,  especially  in  regard  to  its  inherent 
errors  and  the  time  required  for  making  tests.  Sufficient 
experience  has  been  gained  to  justify  the  design  of  a  new 
balance  for  use  on  a  larger  aeroplane. 

Methods  and  Apparatus. — The  apparatus  used  for  measuring 
the  tension  in  the  supporting  wires  is  shown  in  Fig.  1.  A 


a  few  runs  were  made  with  it.  As  the  weight  of  this  aerofoil 
was  considerable,  and  as  it  was  feared  that  it  might  do  con¬ 
siderable  damage  to  the  aeroplane  should  it  reach  an  angle 
of  negative  lift,  it  was  considered  safer  to  construct  another 
one  of  light  wood  and  fabric  in  the  same  manner  as  the  usual 
type  of  aeroplane  wing  (Fig.  2).  The  forward  wires  are 
attached  to  the  leading  edge  of  the  wing,  and  the  third  wire 
is  attached  to  the  rear  end  of  a  wooden  boom  running  back¬ 
wards  for  about  5  ft.  On  the  forward  end  of  this  boom  there 
is  a  small  vertical  fin,  and  at  the  rear  end  a  large  aluminium 
rudder,  both  for  the  purpose  of  giving  directional  stability 
The  area  of  these  surfaces  is  probably  much  larger  than 
there  is  any  need  of,  and  wind  tunnel  tests  will  be  made  in 
order  to  determine  the  minimum  size  that  may  Ire  used, 
the  size  of  the  boom  is  also  much  larger  than  required,  and 
its  resistance  can  be  at  least  halved. 

When  taking  off  and  landing,  the  wing  is  drawn  up  close 
against  the  under  side  of  the  fuselage,  a  hole  being  cut  in  the 
fabric  to  take  the  upper  part  of  the  fin.  When  the  aeroplane 
has  reached  a  sufficient  altitude,  it  is  throttled  down  to  about 
45  m.p.h.  and  the  winalass  is  slowly  unwound,  the  angle  of 
attack  being  gradually  increased  in  order  to  correct  for  the 
change  in  direction  of  the  air  flow  as  the  wing  is  lowered 
below  the  influence  of  the  down  wash.  Incidentally,  the 
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Testing  Aerofoils 
in  free  flight  : 
Fig.  1,  View  of 
balance  assembly 
mounted  in  aero¬ 
plane.  The  fuse¬ 
lage  fabric  has 
been  stripped  off 
to  show  the  ap¬ 
paratus.  On  the 
right  (Fig.  2),  the 
aerofoil  before 
covering. 
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heavy  steel  tube  passes  laterally  through  the  fuselage,  and  is 
connected  by  a  pair  of  levers  to  a  spring  scale  on  the  instru¬ 
ment  board.  ( )n  the  centre  of  the  tube  a  windlass  is  attached 
for  reeling  up  the  wires  passing  to  the  wing.  The  two  forward 
wires  run  outward  from  the  windlass  over  pulleys  at  the 
eud  ol  the  tube,  while  the  third  wire  runs  backward  and 
down  through  the  fuselage.  The  angle  of  attack  of  the  wing 
is  changed  by  reeling  in  or  out  the  rear  wire  while  the  others 
are  held  stationary, 

The  angle  at  which  the  wing  trails  back  is  measured  by 
means  of  a  reading  telescope  mounted  on  the  side  of  the 
fuselage  with  a  graduated  circle.  The  vertical  is  indicated 
by  means  of  a  small  pendulum.  The  pendulum,  although 
only  slightly  damped,  was  very  steady,  and  would  seem  to 
be  a  very  satisfactory  method  of  indicating  the  vertical  in 
uniform  flight. 

The  angle  of  attack  of  the  wing  itself  is  measured  by  placing 
on  the  wing  surface  a  liquid  inclinometer  which  is  viewed 
through  the  same  telescope  as  used  for  measuring  the  angle. 
In  this  test  the  readings  of  the  angle  of  attack  were  rather 
unsatisfactory,  due  to  the  length  of  the  bubble  and  to  insuffi¬ 
cient  damping  of  the  liquid  ;  so  the  fluctuations  were  at  all 
times  considerable.  Much  better  results  can  be  obtained 
by  measuring  the  angle  of  attack  in  the  cockpit  from  the 
length  of  the  wires. 

Ihe  first  aerofoil  constructed  was  of  solid  white  pine,  and 

*  Technical  Note  No.  77  of  the  American  National  Advisory  Committee  for 
Aeronautics. 


angle  and  velocity  of  the  air  flow  can  be  studied  for  any 
distance  above  or  below  a  dying  aeroplane  by  means  of  a 
trailing  aerofoil.  After  the  wing  has  reached  the  desired 
distance  below,  as  determined  by  a  mark  on  one  of  the  wires, 
the  aeroplane  is  held  at  exactly  60  m.p.h.,  and  readings  are 
taken  on  the  balance  and  with  the  telescope  for  various 
angles  of  attack.  No  difficulty  at  all  is  experienced  in  making 
turns  with  the  wing  hanging  down,  although  no  banks  greater 
than  200  were  attempted.  Several  runs  were  made  with 
the  wing  in  extremely  bumpy  air,  and  although  the  wing 
swings  around  considerably,  mainly  in  a  lateral  direction, 
there  appeared  to  be  no  danger  of  its  getting  out  of  control ; 
but  in  making  accurate  tests  it  is  quite  essential  that  the 
air  be  smooth.  After  a  test  lias  been  completed  the  wing 
is  reeled  up  against  the  fuselage.  Care  has  to  be  taken  when 
gliding  down  to  the  field  not  to  reach  too  great  an  air  speecf, 
for  the  force  on  the  wings  may  become  dangerously  large. 
Over  twenty  flights  were  made  with  this  wing,  the  piloting 
being  done  throughout  by  Mr.  T.  Carroll,  of  the  Committee's 
staff. 

Throughout  the  conduction  of  the  tests  it  is  necessary  for 
the  observer  to  use  the  utmost  care  that  the  lift  on  the  wing 
does  not  reach  such  a  small  value  that  it  cannot  be  balanced 
by  the  weight  of  the  wing  itself.  When  using  larger  aerofoils 
than  this  one  there  would  be  great  danger  in  such  an  occur¬ 
rence,  as  the  fuselage  or  tail  surfaces  would  very  probably 
be  seriously  crippled.  This  danger  can  be  guarded  against 
by  having  an  electrical  contact  on  the  balance  set  so  that 
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when  the  pull  in  the  wires  decreases  below  a  certain  safe 
value  the  angle  of  attack  will  be  automatically  increased. 

The  lift  and  drag  on  the  aerofoil  are  given  by  the  following 
expressions  where  B  is  the  angle  of  trail  from  the  vertical, 
W  is  the  weight  of  the  wing,  D,  is  the  effective  resistance  of 
the  wires  and  supporting  boom,  and  R  the  pull  in  the  wires  : — 

L  =  R  cos  0  —  W 
D  =  R  sin  B  —  D|. 


Testing  Aerofoils  in  free  flight  :  Fig.  3,  Comparison  of 
model  and  free  flight  tests  of  N.A.C.A.,  No.  64  section. 
Model  3  ins.  by  18  ins.  at  30  ft. /sec.  Free  flight  12  ins. 
by  72  ins.  at  60  m.p.h. 

Precisian. — The  factors  which  enter  into  the  computation 
of  the  lift  and  drag  of  the  wing  are  the  air  speed,  the  tension 
in  the  wires,  the  angle  of  trail  and  the  resistance  of  the  wires 
and  boom.  An  experienced  pilot  can  easily  hold  an  aeroplane 
within  1  m.p.h.  of  the  given  speed  when  the  air  is  smooth, 
but  if  the  air-speed  reading  is  recorded  with 
each  reading  of  the  balance  even  a  greater 
variation  than  this  is  of  little  importance. 

By  calibration  over  a  speed  course  it  should 
be  possible  to  measure  the  air  speed  of  the 
'plane  to  within  ±  0.5  m.p.h.  If  we  fly,  for 
example,  at  60  m.p.h.  this  will  introduce  an 
error  into  the  force  readings  of  ±  1.5  per  cent. 

The  tension  in  the  wires,  as  far  as  the 
balance  itself  goes,  can  be  measured  as  closely 
as  desired,  the  limit  of  accuracy  being  the 
steadiness  of  the  load.  In  these  experiments 
it  was  found  that  the  spring  balance  vibrated 
quite  rapidly  over  a  range  of  from  5  to  xo  per 
cent,  of  the  absolute  reading,  although  a  mean 
reading  could  be  taken  to  the  nearest  pound. 

It  is  thought  that  this  vibration  can  be 
greatly  reduced  by  using  a  suitable  dash- 
pot  in  the  system.  There  is  little  doubt  that 
the  value  of  the  resultant  can  be  read  to 
within  one  pound  of  its  true  value  under  all 
conditions. 

The  angle  at  which  the  wing  trails  back 
from  the  vertical  may  vary  between  50  to 
200,  according  to  the  L/D  of  the  aerofoil.  It 
might  be  thought  that  a  wing  supported  on 
wires  30  or  40  ft.  below  the  aeroplane  would 
make  severe  oscillations,  but  when  the  air 
is  smooth  the  wing  remains  so  steadily  in 
one  place  that  it  is  almost  impossible  with 
the  eye  alone  to  detect  any  relative  motion 
with  the  aeroplane.  When  the  telescope  is 
used  a  slight  oscillation  can  be  observed,  but 
this  is  so  small  and  so  regular  that  there  is 
no  trouble  in  obtaining  a  mean  reading  of  the 
angle  to  0.20.  An  error  of  0.20  in  the  trail  angle  will  intro¬ 
duce  an  error  in  the  drag  of  about  3  per  cent,  when  the  L/D 
is  at  a  high  value. 

The  method  of  measuring  the  angle  of  attack  in  this  experi¬ 


ment  was  rather  unsatisfactory,  as  the  fore  and  aft  oscillations 
of  the  wing,  although  small,  produced  a  considerable  longi¬ 
tudinal  acceleration  on  the  wing  which  made  the  bubble  in 
the  inclinometer  vibrate  back  and  forth  over  several  degrees, 
so  that  an  estimation  of  the  angle  of  attack  was  quite  difficult. 
It  is  believed  that  much  better  results  can  be  obtained  by 
calibrating  the  windlass  in  such  a  way  that  the  angle  of 
attack  can  lie  directly  read  from  the  cockpit.  This  would 
have  the  advantage  in  that  it  would  allow  the  observer  to 
set  the  angle  to  definite  values  each  time.  The  angle  of 
attack,  however,  is  not  of  primary  importance,  and  even 
if  it  was  found  that  it  could  not  be  determined  with  accuracy, 
it  would  not  greatly  reduce  the  value  of  the  test. 

Another  source  of  error  which  may  be  serious  if  care  is  not 
taken  is  the  vertical  direction  of  the  flight  path.  By  the 
careful  use  of  a  sensitive  statoscope,  levels  should  be  main¬ 
tained  good  to  within  20  ft.  in  a  mile,  which  represents  about 
o.2°.  Larger  errors  than  this,  however,  may  be  introduced, 
due  to  the  rising  and  falling  currents  which  are  often  present 
in  the  atmosphere.  It  seems  probable,  however,  that  rising 
and  falling  currents  occur  only  when  the  air  is  bumpy,  and 
as  tests  cannot  be  made  in  bumpy  air,  it  does  not  seem  as  if 
the  errors  due  to  rising  and  falling  current  would  be  trouble¬ 
some.  It  is  always  advisable  to  fly  these  tests  either  early 
in  the  morning  or  just  before  sunset,  as  the  air  at  these  times 
is  almost  sure  to  be  smooth. 

The  true  drag  of  the  wing  is  the  difference  between  the 
total  drag  of  wing  and  supports  and  the  supports  alone.  It 
is  evident  that  the  greater  the  resistance  of  the  supports 
compared  with  that  of  the  wing,  the  more  accurately  must 
all  measurements  be  made.  It  is  probable  that  the  resistance 
of  the  supports  in  free  flight  can  be  cut  down  to  one-half 
the  minimum  drag  of  the  wing.  This  is  as  small  a  proportion 
of  support  drag  as  is  usually  obtained  in  wind  tunnel  tests. 

The  drag  of  the  wires  and  boom  may  be  determined  either 
by  a  wind  tunnel  test  or  by  trailing  them  in  flight.  The 
latter  method  has  been  tried  out,  and  no  difficulties  were 
encountered.  The  interference  between  the  boom  and  wing 
may  be  considerable,  and  should  be  measured  in  the  wind 
tunnel  on  a  model. 

Results  on  the  N.A.C.A .  No.  64  Aerofoil. — A  12-in.  by  72-in. 
aerofoil,  as  described  above,  was  mounted  on  the  aeroplane, 
and  a  test  was  made  with  the  wing  about  20  ft.  below  the 
balance.  The  two  forward  supporting  wires  were  each  .022 
in.  in  diameter,  while  the  rear  wire  was  .015  in.  in  diameter. 
The  drag  of  the  wires  and  boom  was  measured  by  lowering 
the  boom  and  wires  alone  and  measuring  the  angle  at  which 
they  trailed  back  at  60  m.p.h.  In  order  to  get  the  correct 


angle  of  trail  the  boom  was  constructed  partly  of  lead.  The 
oscillations  of  the  boom  were  slightly  greater  than  for  the 
wing,  but  a  mean  reading  could  be  taken  with  considerable 
accuracy.  The  resistance  of  the  boom  and  wires — which 


Testing  Aerofoils  in  free  flight  :  Photograph  shows  the  model  aerofoil 
suspended  below  a  Curtiss  aeroplane  in  which  the  balance  is  mounted. 
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varied,  of  course,  with  the  angle  of  attack— amounted  to 
-  os,  at  zero  angle,  which  is  approximately  equal  to  the 
minimum  drag  of  the  wing  itself.  In  this  test  no  attempt 
was  made  to  obtain  the  interference  between  the  boom  and 
the  wing;  therefore  the  drag  as  read  is  probably  somewhat 
nigh,  which  probably  accounts  for  the  abnormally  high  I  D 
measured  lor  this  section.  The  actual  time  required  in 
inking  the  readings  on  the  wing  (Fig.  3)  was  not  over  to 
minutes,  and  the  time  in  the  air  (two  flights)  was  not  over 
30  minutes. 

fhc  results  for  this  section  are  plotted  in  Fig.  3,  together 
witi  the  test  of  a  model  of  the  same  aerofoil  in  the  wind 
UI1,Y  1  be  noted  that  the  lift  curve,  although  parallel 
to  the  model  curve,  is  considerably  higher  at  all  points 
J'.xeept  in  a  lew  cases,  the  observed  points  lie  fairly  closely 
to  their  curve.  The  drag  curves  lie  very  close  together, 
although  the  tree  flight  values  are  somewhat  lower  at  low 
ang  cs  of  attack.  Both  the  lift  and  drag  curves  show  that 
k  angle  of  attack  in  free  flight  was  probably  somewhat  in 
eirot  and  that  both  curves  should  be  shifted  about  a  degree 
to  the  right.  The  maximum  LjD  in  free  flight  is  rather 
ugn,  reaching  a  value  of  2  1  as  compared  to  16  for  the  model 
lest.  While  the  increase  in  scale  would  be  expected  to 
lucrensf  L/D  to  a  considerable  degree,  the  free  flight 
curve  is  probably  too  high,  due  to  the  fact  that  the  inter¬ 
im  ence  between  the  boom  and  the  wing  was  not  taken  into 
account,  these  results  are  only  of  the  most  preliminary 
nat  ure,  and  no  pretence  is  made  for  accuracy,  but  it  is  believed 
iiia  t  rough  as  they  are,  they  demonstrate  clearly  the  feasibility 
0/  this  method.  J 

lest*  of  Spheres  ami  Streamlined  Bodies  —  In  order  to  inves 
igate  the  possibilities  of  measuring  the  drag  of  bodies  in 
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free  flight,  a  bomb-shaped  model  and  a  sphere  were  each  let 
down  below  the  aeroplane  on  a  single  wire.  The  bomb  oscil¬ 
lated  considerably  after  changing  speed  or  after  turning, 
but  if  steady  conditions  were  held  it  appeared  as  steady  as 
the  aerofoil.  The  sphere  was  equally  steady,  and  even 
though  the.  test  was  made  on  a  bumpy  day,  the  trail  angle 
of  18  could  be  read  to  0.50  with  ease.  There  seems  to  be 
no  reason  why  the  resistance  of  spheres  up  to  3  or  4  ft.  in 
diameter  cannot  be  measured  in  this  way  with  a  high  degree 
of  accuracy.  I  nfortunately.  the  time  was  not  available  for 
making  any  actual  measurements  with  these  bodies,  but  it 
is  hoped  that  extensive  work  of  this  kind  can  be  carried  out 
in  the  near  future. 

Conclusion. — The  results  from  this  investigation  demon¬ 
strate  that  it  is  possible  to  make  tests  on  large  wings  in  free 
flight  with  a  considerable  amount  of  ease  and  accuracy.  Jt 
is  recommended  that  further  work  be  carried  out  along  this 
line  on  an  aeroplane  of  greater  capacity  and  on  wings  ol 
larger  size.  In  this  connection  a  balance  should  be  designed 
which  will  automatically  record  the  air  speed,  the  force  on 
the  wires  and  the  angle  of  trail  for  each  angle  of  attack  It 
would  also  be  advisable  to  record  the  force  on  the  rear  wire 
separately^  so  that  the  moments  of  the  wing  could  be 
determined. 

On  the  larger  wings  it  will  also  be  necessary  to  pro¬ 
vide  a  power  windlass  for  lowering  and  pulling  up  fin- 
wing,  and.  as  suggested  before,  an  electrical  safety  device  to 
prevent  the  wing  from  getting  a  negative  loading.  It  is 
believed  that  if  such  a  balance  and  apparatus  is  designed, 
wings  of  30  ft.  span  and  5  It.  chord  can  be  tested  as  quickly 
and  accurately  at  a  speed  of  100  in  o  h.  as  a  small  model  can 
now  be  tested  in  the  wind  tunnel 
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SOARING  FLIGHT 

mule  bound  from  Bombay  to  London  on  the 
■  and  O.  S.S.  Delta,  being  interested  in  the  subject  of  the 
flight  of  seagulls,  1  performed  the  following  experiment  to 
test  the  assertion  that  their  soaring  is  due  to  their  taking 
advantage  of  an  ascending  current  at  the  stern  of  the  steamer 
At  about  5  p.m.  on  February  19,  1022,  the  ship  was  about 
,0  miles  north  of  the  Daedalus  reef  in  the  Red  Sea  and 
proceeding  towards  Suez  at  a  speed  of  about  14  knots.  There 
was  a  moderate  breeze  (force  3)  blowing  from  right  ahead 
find  a  moderate  short  sea  from  the.  same  direction.  A  large 
number  of  gulls  were  present.  A  reel  of  cotton  was  unwound 
and  the  thread  allowed  to  .stream  astern.  Its  end  was  carried 
upwards  at  an  angle  of  about  6o°  with  the  horizon  to  a 
height  of  about  15  ft.  above  the  rail  of  the  ship.  On  unreeling 
moi.e.  c°tt°h,  the  end  gradually  assumed  a  more  horizontal 
position  until  it  reached  a  point  about  30  ft  from  the  stern 
when  it  began  to  be  carried  downwards.  The  thread  now 
took  the  form  of  a  parabola  rising  upwards  from  the  stern, 
and  at  about  30  ft.  away  descending  at  about  the  same  angle. 


1  Inis  it  was  proved  that  an  ascending  current  existed  just 
aft  of  the  stern  and  that  further  to  leeward  there  was  a 
descending  current.  Contrary  to  what  one  might  expect, 
it  was  only  in  this  descending  current  that  the  gulls  indulged 
in  soaring  flight.  On  one  occasion  the  thread  at  the  point 
where  it  was  in  the  descending  current  became  entangled 
with  a  gull,  and  about  10 -ft.  of  it  was  carried  away  by  tin 
bird.  I  he  gulls  seemed  carefully  to  avoid  the  ascending 
current.  Sometimes  a  gull  did  get  within  its  range.  When 
this  happened  there  was  much  flapping  until  the  bird  regained 
the  descending  current  further  to  leeward.  The  zone  of  the 
descending  current  did  not  seem  to  extend  very  far.  It  was 
noticed  that  when  a  gull  went  down  to  water  level  after  food, 
on  again  starting  it  had  to  flap  until  it  reached  the  region 
of  the  descending  current,  when  it  at  once  resumed  its  effort 
less  soaring  flight.  .My  observations  were  continued  for 
about  half  an  hour,  during  the  whole  of  which  time  the  behaviour 
of  the  gulls  was  as  above  described. 

F.  Clark 

(Navigating  Officer  B.l.  Co.) 


THE  LONDON-CONTINENTAL*  SERVICES 
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Not  including  “private”  flights 


B.  (2),  Br.  (i),  D.H.  4  (J).  D.H. 
1?  (3),  &.  (0),  H.P.  (r),  Sp.  (6), 

B.  (3),  Br.  (1).  D.H.  4  (1),  D  H. 
18  (3),  0.(7),  H.P.  (i),Sp.  (6), 
V.  (t). 

.  .  .  t  Including  certain  journeys  when  stops  were  made  en  route. 

T  Including  certain  diverted  journeys. 
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ROYAL  AERONAUTICAL  SOCIETY 


Elections. —  The  following 
been  elected  : 

Fellow.-  John  Case. 

Associate  Fellows.  -Sir  Arthur  Whitten 
brown,  L,  J,  Jones. 

Students.  -  J .  Caldcnvood,  I  I  .  Gornez-Cor- 
nejo,  F .  Arthur  Skinner,  F  B-  Ford. 
Member.-  D.  Longden. 

A ssociatc  M ember s George  1 1  oart- .  H u  gh 
Lambert  Reilly,  E.  E.  D.  Smith,  C.  J.  Wood. 
Civil  Aviation  Advisory  Board.  Lieut. -Col.  M.  O’Gorman. 
C .IV  (Chairman),  has  been  nominated  to  represent  the  Society 
on  the  Air  Ministry  Civil  Aviation  Advisory  Board 

International  Air  Congress,  1923. — At  the  request  of  the 
Society  of  British  Aircraft  Constructors  the  Chairman  (Col. 
M.  O'Gorman,  C.B.),  Lieut.-Col.  J.  T.  C.  Moore- Brabazon, 
M.C.,  M. I’.,  and  the  Secretary  have  been  nominated  to 
represent  the  Society  on  a  Committee  to  consider  the  holding 
of  an  International  Aeronautical  Congress  in  London  in  1923. 

Lectures. — The  following  lectures  will  take  place  at  3.30  p.m. 
at  the  Royal  Society  of  Arts,  John  Street,  Adelphi,  W.C., 


during  the  month  of  March  .  March  jo.  I)r.  V.  E.  Puffin 
on  "  Radiological  Inspection  Work";  March  30.  Capt.  G 
do  Jlaviffand  on  “  Design  of  a  Commercial  Aeroplane," 

Students'  Meetings.  The  next  Students’  Discussion  Meeting 
will  be  held  in  the  Society’s  Library  at  7  p.m.  on  Thursday. 
March  23,  w  hen  Mr,  S  1 1.  Evans’ will  open  the  discussion 
with  a  paper  on  "  Some  Notes  on  a  Commercial  Aeroplane." 
Mr.  A.  V.  Roc  will  he  in  the  Chair. 

Annual  General  Meeting.  -  -The  Annual  General  Meeting 
will  be  held  in  the  Society's  Library  at  3  p.m  on  Tuesday, 
March  28.  Nominations  of  Candidates  for  the  Council 
Elections  must  reach  the  Secretary  not  later  than  Tuesday. 
March  7,  and  resolutions  to  be  laid  before  the  Meeting  not 
later  than  Tuesday,  March  14. 

Library.  The  following  books  have  been  added  tu  the 
Society’s  Library: — “  Les  Vainqueurs  de  l'Air,"  by  11.  de  la 
Vaulx  ;  Gfundlagen  der  Flugtechnik,1'  by  Dr. -lug.  H.  G 
Bader;  "  Notes  and  Examples  on  the  Theory  of  Meat  and 
Heat  Engines,’’  bv  John  Case 

YV.  LOCKWOOD  MARSH, 

Secretary 


(OFFICIAL  NOTICES) 

Members  have 
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LONDON  TERMINAL  AERODROME 


Monday,  February  0,  1922. 

Traffic  is  increasing  steadily  week  by  week.  Last  month 
there*  were  nn-re  than  double  the  number  of  passengers  who 
travelled  in  January,  and  already  this  month  is  showing  a 
still  greater  upward  trend  Handley  Rage  Transport  still 
get  the  lion'.-  share  of  the  traffic.  Today,  for  instance,  they 
had  to  passengers,  while  other  lines  shared  one  between 
them 

Days  are  now  Jong  on. High  for  double  trips,  and  today  both 
the  Handley  Page  D.H. .jn  and  the  Instone  "  Vimy  '  left 
about  9  a. m  for  Paris,  with  the  intention  of  returning  the 
same  day,  thus  foreshadowing  the  beginning  next  month  ol 
regular  daily  double,  trips  At  a  rough  estimate,  there  will 
be  over  30  machines  a  day  >11  and  out  of  the  aerodrome  this 
simmer.  The  K.L  M.  reopen  with  a  double  service  on 
April  18  Monoplanes  wilt  leave  London  at  10  30  a.ni.  and 
2  p.m.  daily,  while  from  Amsterdam  the  times  will  be  ro  a  m. 
Old  2  p  m  Several  new  pilots,  all  of  Dutch  nationality,  will 
be  on  the  service  -all  the  British  pilots  having  left,  the 
Company  one  by  one. 

The  Inst  one  Air  Line  propose,  I  understand,  to  run  throe 
services  a  day  in  each  direction  between  London  and  Paris 
One  of  these  is  to  be  an  early  morning  service  for  goods, 
am!  it  ts  proposed  that  this  shall  leave  the  terminal  aero¬ 
dromes  about  2.30  a  m.  The  idea  of  this  service  is  to  speed 
up  the  delivery  of  goods  so  that  they  make  tire  journey 
between  the  sender  and  their  destination  during  the  time 
business  houses  are  closed.  In  addition  to  London  business 
lijuiises,  those  in  the  provinces  will  also  benefit  by  this  arrange¬ 
ment,  as  parcels  sent  off  by  evening  passenger  trains  can  be 
collected  and  delivered  to  the  aerodrome  in  time  to  catch  these 
early  morning  machines. 

32  '*  Air  Expresses  ”  Daily 

The  Daimler  Airway  intend  to  run  four  services  a  day, 
the  Messageries  Aeriennes  two,  the  Grands  Express  two. 
Handley  Page  two  and  the  S.N.E  T.A.  one.  This  gives  a 
total  of  in  each  direction,  or  32  a  day.  It  is  to  be  hoped 
that  some  agreement  will  be  arrived  at  between  the  various 
companies,  so  that  there  is  not  a  big  batch  of  machines  going 
off  all  together  and  then  a  long  gap  before  the  next.  It 
should  be  quite  easy  to  arrange,  with  this  number  of  machines, 
frn  an  hourly  service  throughout  the  day. 

0  0 

Belgian  Aero  Club  Competition  for  Touring  Machines 

Details  of  the  International  Competition  for  Touring 
aeroplanes  organised  by  the  Ae.C,  of  Belgium  at  Brussels 
on  June  23-23  are  now  to  hand.  The  competition  is  open 
to  touring  machines,  single-seaters  or  multi-seaters,  whose 
engine  capacity  does  not  exceed  7  litres.  The  course  is 
to  be  Brussels-Gosselies  (landing)  47  km.  Gosselies-Btussels- 
Gosselies-Brussels  (landing)  14 1  km.  on  Saturday,  June  24. 
The  awards  will  be  made  for  a  total  of  100  points,  allotted 
as  follows  :  30  points  for  minimum  of  space  occupied!  in 

the  garage,  30  points  for  general  economy  of  the  engine, 
25  points  for  slow  landing,  and  15  points  for  quick  get-off. 
The  machines  entered  must  be  on  the  Evere  aerodrome  at 
Brussels  before  noon  on  June  22.  The  prizes  are  as  follow's  : 
The  King  of  Belgium's  Challenge  Cup,  to  be  retained  by  the 
wanner  for  one  year  ;  and  the  following  cash  prizes  :  1st 


One  of  the  Messageries  Aerienne  machines,  e»  route  from 
Paris  to  Croydon  force-landed  in  a  field  near  Orpington  on 
Saturday.  The  engine  of  the  machine  kept  cutting  out,  owing 
to  some  obstruction  in  the  petrol  pipe,  and  the  pilot,  who 
had  followed  the  Thames  up,  having  skirted  the  coast  owing 
to  thick  weather  inland,  found  himself  so  low  near  Orpington 
that  he  decided  to  land.  The  field  in  which  lie  descended 
is  so  small,  however,  that  it  will  be  necessary  to  dismantle 
the  machine  and  bring  it  to  Croydon  by  road. 

Two  of  the  Maybach-engined  Goliaths  of  the  S.N.F.l.A 
are  running  between  Amsterdam  and  Brussels,  and  delivers 
of  the  other  four  is  expected  any  time  now. 

Capt.  Lever  ton  tells  me  that  the  K.L  M.  monoplanes  have 
all  been  thoroughly  overhauled  and  done  up  during  tin 
winter,  and  have  had  emergency  exits  fixed  in  the  roof  of 
the  cabins  leading  out  on  to  the  lop  of  the  wooden  wing. 
Incidentally,  Mr.  Calvert,  who  has  been  in  charge  of  K.L.M 
engines  in  Amsterdam,  has  left  to  join  the  Daimler  Airway, 
and  is  to  be  stationed  at  Paris. 

New  Fuel  Storage  Plans 

Big  extensions  of  the  bulk-storage  petrol  systems  are 
contemplated.  The  Anglo-American  and  the  Shell-Mex  are 
both  to  establish  new  tanks  and  pumps,  while  the  B.P. 
people  are  also,  it  is  rumoured,  to  instal  bulk  storage.  When 
all  the  services  are  running  this  summer,  and  machines  have 
to  be  turned  round  quickly,  there  is  no  doubt  that  the  present 
arrangements  would  be  insufficient. 

Two  new  acetylene  Hares  have  been  installed,  one  on  the 
top  of  the  hangars,  and  the  other  in  the  junction  of  the 
landing  “  L."  These  are  coloured  red  by  means  of  strontium, 
the  official  name  for  them  being,  in  fact,  strontium  beacons. 
They  are  intended  to  act  as  fog-piercing  lights.  On  Thursday 
a  Service  Handley  Page  flew  over  after  dusk  to  carry  out 
tests  on  these  new  flares,  and  made  two  landings,  one  with 
the  ordinary  paraffin  flares,  and  one  with  the  electric  landing 
lights.  Roth  landings  were  bumpy,  the  pilot,  apparently, 
being  chary  of  the  fence.  The  fence,  in  fact,  came  in  for  a 
good  lot  of  criticism,  all  the  people  in  the  machine  being  of 
the  opinion  that  it  was  a  danger  to  night-flying  machines 
They  wanted  to  know  why  it  had  been  erected.  This,  of 
course,  has  been  puzzling  many  on  the  aerodrome,  and  the 
solution  to  the  mystery  is  known  only  to  the  favoured  lew. 

0  0 

prize,  13,000  francs  ;  2nd  prize,  7,000  francs  ;  and  3rd  prize, 
3,000  francs.  All  enquiries  should  be  addressed  to  Secretariat 
do  la  Commission  Sportive,  Aero-Club  de  Belgique,  73, 
Avenue  Louise,  Brussels.  The  entrance  fee,  returnable  if 
machine  starts,  is  100  francs,  and  should  be  sent  to  the 
Treasurer  of  the  Belgian  Aero  Club  before  June  10. 

Cairo- Baghdad  Air  Mail 

The  Postmaster-General  stated  on  March  2  that  the 
air  mail  which  was  dispatched  from  London  on  February  0 
reached  Baghdad  on  February  27.  The  mail  due  to  be 
dispatched  by  air  from  Baghdad  on  February  18  reached 
Cairo  on  February  23,  and  letters  included  in  it  for  this 
country  arrived  in  London  on  March  3. 

The  next  air  mail  to  Baghdad  will  be  dispatched  from 
London  today  (Thursday,  March  9). 
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CIVIL  AVIATION  ADVISORY  BOARD 


The  Air  Ministry  announces  that  the  Civil  Aviation  Advisory 
Board,  the  creation  of  which  was  announced  by  the  Under¬ 
secretary  of  State  for  Air  at  the  recent  Air  Conference,  has 
no,\V-^eei1  s<r^  UP  the  following  terms  of  reference  : — 

lo  advise  generally  on  the  development  of  Civil  Aviation, 
and  to  report  upon  any  specific  point  which  may,  from  time 
to  time,  be  referred  to  the  Board  by  the  Secretary  of  State 
for  Air.”  J 

The  constitution  of  the  Board  is  as  follows  : — 

Chairman  :  The  Under-Secretary  of  State  for  Air  (The  Kt. 
Hon.  Lord  Gorell,  C.B.E.,  M.C.). 

Ihe  Controller-General  of  Civil  Aviation,  Air  Ministry 
(May -Gem.  Sir  Frederick  H.  Sykes,  G.B.E.,  K.C.B.,  C.M.G.). 

The  Director-General  of  Supply  and  Research,  Air  Ministry 
D  SC)  )Ce"MarShal  Sk  W'  H'  Salmond*  K.C.M.G.,  C.B, 

General  Post  Office  (Brig. -Gen.  F.  H.  Williamson,  C.B.E.). 

Air  League  of  the  British  Empire  (Mai. -Gen.  Sir  W.  Sefton 
Brancker,  K.C.B.,  A.F.C.). 


Association  of  British  Chambers  of  Commerce  (Mr.  Edward 
Manville,  M.P. 

Federation  of  British  Industries  (Mr.  H.  James  Yates). 

Lloyd’s  (Lt.-Col.  Sir  Frederick  Hall,  K.B.E.,  D.S.O..  M.P.). 

Royal  Aero  Club  (Brig. -Gen.  Sir  Capel  Holden,  K.C.B., 
F.R.S.). 

Royal  Aeronautical  Society  (Lt.-Col.  Mervyn  O'Gorman, 
C.B.). 

Society  of  British  Aircraft  Constructors,  Ltd.  (Sir  Henry 
White  Smith,  C.B.E.). 

Mr.  F.  G.  L.  Bertram,  C.B.E.  (Secretary),  Air  Ministry. 

Arrangements  have  also  been  made  for  consultation,  when 
required,  with  representatives  of  the  Dominions. 

The  Secretary-  of  State  has  decided  to  refer  to  the  Advisory 
Board,  as  the  lirst  subject  upon  which  he  desires  its  recom¬ 
mendations,  the  question  of  the  cost  and  practicability  of  an 
Imperial  Air  Mail  Service. 

The  Advisory  Board  held  its  first  meeting  on  Thursday, 
March  2. 


0  0  0  0 
AN  AIR  “TOKEN”  VOTE 


Last  week-end  a  note  explaining  a  "token  "  Air  Votes  Sup¬ 
plementary  Estimate  for  1921-22  amounting  to  £10  was 
issued  from  the  Secretary  of  State  for  Air,  the  Supplementary 
Estimate  being  issued  later  in  the  day.  This  showed  that 
the  sum  it  was  sought  power  to  utilise  was  £’802,540,  and 
that  the  extra  cost  of  the  revised  programme  for  Air  Services 
in  the  Middle  East  was  estimated  at  £450,000  ;  towards 
meeting  the  cost  of  the  emergency  measures  taken  during 
the  coal  dispute  estimated  at  £309,100  ;  and  towards  meeting 
cost  of  research  work  carried  out  by  the  Department 
of  Scientific  and  Industrial  Research  estimated  at  £43,450  ; 
also  for  the  revised  programme  of  works  service  in  the  Middle 
East  and  elsewhere. 

It  is  mentioned  in  the  explanatory  statement  that  when 
it  was  decided  that  the  cost  for  all  Middle  Eastern  services 
should  be  accounted  for  by  the  Colonial  Office,  there  was 
an  item  under  the  sub-head  “  Repayment  to  Air  Ministry 
0  expcnditure  on  Air  Services.”  ”  No  provision  for  utilising 
any  portion  of  such  credit  has  hitherto  been  made,”  continues 
he  statement,  “  and  the  prescribed  Parliamentary  form  for 
so  doing  is  in  the  form  of  a  '  token  ’  Supplementary 
Estimate.  J 

"  Owing  to  the  more  extended  use  of  the  Air  Force,  with 
the  object  of  reducing  total  expenditure  in  the  Middle  East, 
ie  provision  for  Middle  East  Air  Services  contemplated  in 
February,  1921,  will  be  insufficient,  and  a  further  sum  0/ 


£440,000  in  all  (partly  voted  in  July,  1921,  and  partly 
embodied  in  the  recent  Middle  East  Supplementary  Estimate) 
will  be  required  for  those  Services. 

Expenditure  arising  from  the  emergency  measures  taken 
during  the  coal  dispute  last  year,  amounting  to  £309,000, 
was  also  outside  the  provision  made  in  February,  1921,  and 
requires  the  covering  sanction  of  Parliament,  which  has 
already  been  given  to  similar  expenditure  from  Navy  and 
Army  Votes. 

”  Notwithstanding  these  considerable  unforeseen  liabilities, 
economies  effected  in  other  directions  during  the  current 
financial  year  will  be  sufficient  to  meet  them,  and,  moreover, 
to  leave  over  an  unexpended  balance,  of  a  substantial  but 
at  present  uncertain  amount,  for  surrender  to  the  Exchequer. 

“  The  opportunity  is  taken  of  reporting  to  Parliament  the 
cost  of  certain  important  works  services  which,  with  Treasury 
sanction,  have  been  commenced  in  anticipation  of  Parlia¬ 
mentary  authority  on  account  of  their  urgency.  These 
services  are  :  (1)  a  revised  programme  of  works  expenditure 
in  Egypt,  Palestine  and  Irak,  due  to  decisions  taken  after  the 
original  estimates  were  framed  ;  and  (2)  the  removal  of  the 
Instrument  Design  Establishment  from  Biggin  Hill  to  the 
Royal  Aircraft  Establishment  at  Fa m borough,  a  step  which 
has  been  taken  with  the  object  of  securing  substantial 
permanent  economies  by  the  amalgamation  of  the  two 
establ  ishments ,  ’  ’ 


0  0  H  H 

FRENCH  AIR  TRAFFIC 


Ihe  Trench  Department  of  Aeronautics  and  Air  Transport 
has  issued  a  statement  giving  traffic  figures  in  connection 
with  the  progress  of  commercial  aviation  in  France  during 
the  years  19x9,  1920  and  1921,  Considering  the  handicap 
under  which  aviation  has  been  carried  on  by  the  companies 
concerned,  these  are  very  encouraging.  The  following  is  a 
summary  of  the  official  figures  : — 

Journeys  Miles  Passengers  Parcels,  Letter  Mails, 
tear.  made,  covered.  carried,  lbs.  (approx.)  lbs. 

1919  •*  988  158,606  588  14,000  900 

192°  .  .  2,386  529,454  1,721  xio.ooo  9,000 

1921  ..  6,221  1,457,437  10,336  375.000  21,000 

Figures  which  are  available  for  the  air  mail  between  France 
and  Morocco  for  1921  are  also  very  instructive.  In  the 
round  journey  there  and  back  the  increases  have  been 

a  e 

Helicopter  Prize 

The  Air  Ministry  announces  that  the  Air  Council  have 
under  consideration  the  offer  of  a  prize  of  £50,000  for  a 
Helicopter  flying  machine  which  complies  with  certain  tests. 
The  conditions  under  which  entries  will  be  received  will  be 
announced  at  a  later  date,  and  until  this  announcement  is 
made  no  applications  or  inquiries  on  this  subject  can  be 
dealt  with,  whether  made  personally  or  in  writing. 

Certain  applications  have  been  received  as  the  result  of  a 
pie-mature  announcement  in  the  Press  some  weeks  ago. 
These  will  not  be  dealt  with  in  the  meantime. 


very  marked.  In  January,  1921,  the  total  was  16,377  letters  ; 
in  January,  1922,  the  number  was  50,851,  equal  to  over  300 
per  cent,  increase.  Curiously,  the  dispatchings  from  Morocco 
to  France  were  greatly  in  excess,  viz.,  32,691,  as  against 
18,160  in  the  reverse  direction.  So  steady  has  been  the 
growth  of  the  air  mail  that  it  has  determined  the  Secretary 
of  State  to  augment,  the  facilities  by  increasing  the  service 
between  Toulouse  and  Casablanca  from  three  to  five  times 
per  Aveck  as  from  this  month — necessitating  a  fleet  of  90 
craft.  The  following  monthly  figures  of  letters  carried  during 
1921  speak  for  themselves  ; — 

February,  12,025;  March,  14,005;  April,  17,179;  Mav, 
18,878;  June,  22,73s;  July,  28,108;  August,  34,283'; 
September,  35,006  ;  October,  40,601  ;  November,  41,330  ; 
December,  47,235. 

E  E 

No.  214  Squadron  Reunion  Dinner 

The  first  reunion  of  No.  214  (Handley  Page)  Squadron 
took  place  at  Pinoli’s  Restaurant,  Wardour  Street,  on  the 
25th  uH.,  when  over  70  old  members  attended  for  dinner. 
The  company  rose  to  "  Our  Fallen  Heroes  ’’  before  com¬ 
mencing  dinner,  and  a  qapital  musical  programme  was  pro¬ 
vided.  Unfortunately,  the  Committee  are  still  out  of  touch 
xvith  many  old  comrades,  but  it  is  hoped  that  the  meeting  will 
show  an  improvement  next  year.  Will  anv  old  members  com¬ 
municate  with  the  Secretary,  Mr.  R.  J.  Mitchell,  80,  Station 
Road.  Harrow,  for  registration  of  their  addresses  ? 
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TESTING  AIRCRAFT  TO  DESTRUCTION 

By  Wm.  D.  DOUGLAS,  A.R.C.SC.I.,  A.F.R.Ae.S. 


This  paper,  read  before  the  Koyal  Aeronautical  Society 
on  March  2,  was  one  of  considerable  interest  inasmuch  as 
it  gave  those  who  are  not  familiar  with  modern  methods 
employed  in  testing  to  destruction  aeroplanes  and  their 
components  an  excellent  idea  of  the  thorough  manner  in 
which  these  tests  arc  carried  out,  and  the  pains  that  are 
taken  to  ensure  that,  so  far  as  our  knowledge  of  load  distri¬ 
bution  and  stresses  goes,  actual  flying  conditions  are  correctly 
and  fully  represented.  Jt  is  not  possible  entirely  to  do 
so,  and  a  certain  number  of  assumptions  must  be  made. 
There  is  little  doubt,  however,  that  tests  to  destruction  do 
form  a  very  useful  check  on  the  assumptions  that  necessarily 
have  to  be  made  in  stress  calculations,  and  there  are  cases 
in  which  nothing  but  such  tests  will  give  an  accurate  indica¬ 
tion  of  the  strength  of  certain  structures  or  components. 
The  somewhat  cumbersome  expression  "  test  to  destruction 
is  used  as  being  more  descriptive  of  what  actually  takes 
place  than  the  older  name  "  sand  test."  The  latter  is  also, 
of  course,  misleading  in  so  far  as  it  indicates  that  the  tests 
are  carried  out  by  loading  the  wings  or  machine  with  sand 
hags.  This  was  done  in  the  earlier  days,  hut  was  found 
unsatisfactory,  and  for  several  years  the  sand  bags  have  been 
superseded  by  accurately  weighed  shot  bags,  or  by  lever 
systems. 

Before  proceeding  to  a  description  of  the  actual  methods 
of  testing,  the  lecturer  showed  lantern  slides  of  a  number 
of  typical  failures  which  are  obtained  from  time  to  time. 
\mong  these  were  illustrations  of  the  yielding  of  timber 
under  steel  fittings,  bolts  shearing  through  the  wood,  crushing 
of  timber  under  a  metal  fitting,  owing  to  too  great  bearing 
pressure,  failures  due  to  off-set  attachments  of  control  levers, 
pulleys,  etc.,  and  buckling  of  undercarriage  struts. 

In  the  formulation  of  any  test,  the  lecturer  stated,  the 
following  pro  verdure  is  usually  adopted  :  (a)  the  particular 

conditions  to  be  represented  are  ascertained  ;  (b)  The  air 

loading  under  these  conditions  is  obtained,  or  assumptions 
founded  on  the  best  aerodynamical  data  available  are  made  ; 
(r)  In  many  cases  it  is  necessary  t  >  assume  some  modification 
of  the  above  airloading  to  suit  the  limitations  of  the  test 
loading  process  ;  ( d )  Arrangements  are  made  for  the  gravi¬ 
tational  or  other  acceleration  forces,  which  balance  the  air 
force,  to  be  represented  by  controlled  reactions  supple¬ 
mented,  if  necessary,  by  other  applied  forces. 

For  any  given  speed,  the  maximum  lift  force  on  the  planes 
will  occur  when  these  are  at  their  angle  of  maximum  lift 
In  practice  this  might  occur  at  high  speed  on  pulling  out  of 
a  dive,  and  machines  are  therefore  tested  under  conditions 
representing  such  a  case.  i.e.,  with  high  loading  at  large 
•  ingles.  Except  in  unusual  cases,  it  is  customary  to  assume 
that  the  drag  component  is  1  7  uf  the  lift.  The  machine  to 
be  tested  is  mounted  in  such  a  manner,  inverted  of  course, 
ihat  gravitational  force  represents  in  direction  and  magni¬ 
tude  the  resultant  air  force  on  the  machine.  In  order  to 
avoid  excessive  complication  it  is  customary,  in  stress  calcu¬ 
lations,  to  regard  the  attachments  of  the  main  plane  structure 
to  the  fuselage  as  being  fixed  relatively.  In  testing,  this  is 
not  necessary,  and  consequently  it  is  possible  to  arrange  for 
the  main  plane  attachments  to  deflect  relatively  to  the 
fuselage.  Four  to  six  points  of  support,  corresponding  with 
ihe  main  weights  such  as  engine,  tanks,  crew,  undercarriage, 
etc.,  are  sleeted,  and  supports  placed  under  them,  using  a 
simple  system  of  levers  to  ensure  that  the  reactions  have  the 
desired  relative  values.  For  equilibrium  a  further  force  will 
be  necessary  ;  this  may  be  supplied  by  securing  the  tail 
plane  at,  say,  the  hinges  of  the  elevators.  The  reaction  will 
then  represent  roughly  the  aerodynamic  load  on  the  tail  plane 
under  the  flight  conditions  assumed.  The  wings  are  loaded 
(still  in  the  inverted  position,  of  course)  with  shot  bags, 
usually  placed  in  two  row's  along  the  spars,  the  relative  value 
of  the  two  rows  being  so  arranged  that  the  resultant  centre 
of  load  coincides  with  the  assumed  position  for  the  centre 
of  pressure. 

Measurements  -  Although  frequently  the  primary  object 
of  the  test  is  to  determine  the  ultimate  load,  an  endeavour  is 
always  made  to  obtain  from  the  test  a  maximum  amount  of 
information  by  means  of  observation  and  measurement  of 
distortions.  In  tests  of  the  main*  plane  structure  informa¬ 
tion  can  usually  be  obtained  bearing  on  the  deformation  of  the 
structure,  the  distribution  of  loads  in  members,  the  deforma¬ 
tion  of  the  spars,  and  the  bow  of  struts.  As  regards  defor¬ 
mation  of  the  structure,  this  may  lie  obtained  from  measure¬ 
ments  which  give  the  rise  or  fall  of  strut  points  on  the  top 
spars,  from  changes  in  stagger,  or  from  the  movement  of 


fittings.  The  first  is  obtained  from  readings  taken  by  means 
of  a  "  Y  "  level  on  a  graduated  staff.  Change  of  stagger 
may  be  detected  at  the  trailing  edge  of  the  planes  by  plumb 
lines  of  fine  copper  wire,  while  arrangements  can  be  made 
to  observe  and  measure  displacement  of  fittings,  if  such 
expected.  The  distribution  of  load  in  the  various  members 
can  be  determined  by  the  use  of  strain  gauges  on  the  wires 
and  cables.  The  lecturer  pointed  out  that  the  use  of  tension  - 
ometers  has  been  extensively  considered,  but  that  no  satis¬ 
factory  form  has  been  discovered.  Recourse  has,  therefore, 
been  had  to  measuring  the  strain  in  the  member  direct  by 
means  of  a  suitable  extensometer  and  calibrating  the  actual 
wire  and  instrument  at  some  previous  or  subsequent  time. 

I  nfortunately,  a  commercial  extensometer  does  not  appear 
to  be  available,  but  the  lecturer  stated  that  a  form  of  photo¬ 
graphic  instrument,  at  present  in  the  experimental  stage, 
promises  to  give  greatly  improved  results.  The  deflection 
of  spars  can  be  measured  while  measuring  the  deflection  of 
the  whole  structure,  provided,  of  course,  measurements  have 
previously  been  made  of  any  initial  non-alignment  that  may 
exist.  The  lateral  deflection,  or  "  bow  ”  of  struts  is  usually 
measured  at  the  centre  of  their  length. 

A  test  of  the  main  plane  structure  for  conditions  corres¬ 
ponding  to  high  speed  is  very  similar,  except  that  the  attitude 
of  the  machine  is,  of  course,  different,  and  the  reaction  at 
the  tail  support  is  generally  greater,  stressing  the  rear  portion 
of  the  fuselage  to  a  greater  extent.  The  lecturer  also  referred 
to  tests  of  a  machine  corresponding  to  the  conditions  of  a 
nose  dive  at  terminal  velocity.  This  test  is  expensive,  and 
is,  the  lecturer  stated,  only  justified  in  exceptional  cases. 
Occasionally  a  machine  is  tested  in  the  upright  position,  to 
represent  conditions  of  inverted  flight. 

Testing  auxiliary  surfaces. — Owing  to  the  somewhat  meagre 
knowledge  of  the  load  distribution  on  control  surfaces,  these 
are  tested  under  somewhat  arbitrary  load  distributions. 
Ailerons,  elevators,  and  rudders  are  usually  tested  by  sup¬ 
porting  the  aeroplane  itself  in  such  a  position  that  when  in 
its  normal  position  relative  to  the  machine,  the  control  surface 
is  horizontal.  A  triangular  load  distribution  is  assumed, 
and  to  represent  this  the  loading  is  so  arranged  that  its  centre 
of  gravity  is  everywhere  one-third  of  the  distance  from  leading 
to  trailing  edge  behind  the  hinge  joint.  The  tests  are  carried 
out  with  the  controls  secured  in  place  by  a  cable  attached 
to  a  spring  balance,  so  that  l>y  reading  the  balance  one  can 
see  what  force  the  pilot  would  have  to  exert  to  hold  the 
member  under  the  assumed  load. 

In  default  of  definite  information  relating  to  the  load 
distribution  over  a  tail  plane  and  elevators,  it  is  assumed 
that  a  sufficient  approximation  can  be  attained  by  loading  the 
tail  plane  at  the  rear  spar  or  at  the  hinges  of  the  elevators. 

Testing  fuselages. — Although  the  fuselage  will  have  been 
tested  to  a  certain  extent  by  the  previous  tests,  there  arc 
others  and  more  severe  ones  carried  out,  especially  on  the 
fuselage,  notably  that  for  torsional  resistance,  in  which  the 
fuselage  is  supported  at  the  point  of  attachment  of  the  rear 
spars  of  the  lower  plane,  and  the  rear  portion  twisted  by 
applying  forces  in  opposite  directions  to  the  rear  spar  of  the 
tail  plane.  In  the  case  of  monacoque  fuselages  it  is  some¬ 
times  a  matter  of  considerable  difficulty  to  record  the  in¬ 
determinate  distortions  which  occur  in  the  skin.  Sometimes 
it  is  useful  to  outline  with  chalk  the  bulges  and  dents  which 
form  in  the  ply-wood  skin,  using  white  chalk  for  the  former 
and  black  chalk  for  the  latter. 

Undercarriage  tests. — On  the  subject  of  undercarriages,  and 
methods  of  testing  them,  the  lecturer  had  a  good  deal  to  say. 
Static  tests  of  undercarriages  are  made  by  supporting  the 
fuselage  in  the  inverted  position,  with  the  chord  of  the  bottom 
plane  horizontal,  and  applying  load  to  the  axle.  This  repre 
sents,  of  course,  the  case  where  the  resultant  force  on  the 
axle  is  normal  to  the  chord.  Where  hydraulic  or  pneumatic 
energy-absorbing  devices  are  lilted,  the  static  test  is  useless, 
and  in  such  cases  dropping  tests  are  carried  out.  In  the 
dropping  test  the  undercarriage,  either  whole  or  in  part,  is 
attached  to  a  pair  of  shafts,  hinged  at  their  other  end  and 
carrying,  above  the  undercarriage  to  be  tested,  a  trough  or 
platform  which  can  be  loaded  with  shot  bags  to  represent  the 
weight  of  the  aeroplane  for  which  the  undercarriage  is  in¬ 
tended.  A  quick-release  is  provided,  and  in  descending  the 
wheels  alight  on  a  couple  of  platforms  so  arranged  on  rollers 
as  to  allow  them  a  certain  amount  of  travel  parallel  with  the 
axle,  thus  allowing  the  wheels  to  "  splay  "  as  the  axle  bends. 

Rib  Tests. — Reference  has  already  been  made  to  the 
testing  of  main  planes,  and  to  the  method  adopted  of  placing 
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the  load  along  the  main  spars.  This  loading  does  not,  of 
course,  determine  the  strength  of  the  ribs,  and  supplementary 
tests  are,  therefore,  necessary.  The  chief  difficulty  lies  in 
determining  the  distribution  of  the  loading  on  the  rib.  This 
is  influenced  by  three  main  factors  :  the  distribution  of  air 
forces,  the  re-distribution  of  these  forces  through  the  medium 
of  the  fabric  covering  to  the  ribs,  either  directly  or  through 
leading  and  trailing  edges,  and  the  stresses  introduced  by 
the  initial  tension  of  the  fabric.  The  distribution  of  the 
air  forces  must  be  assumed  from  tests  on  whig  sections, 
and  the  stresses  introduced  by  the  doped  fabric,  as  they 
may  be  considerable  and  cannot  be  estimated  accurately, 
can  best  be  reproduced  by  covering  a  test  section  of  plane, 
taking  care  that  the  dummy  end  ribs  are  very  stiff.  As  it 
is  extremely  difficult  to  calculate  the  distribution  of  stresses 


in  the  covering  of  a  plane,  assumptions  must  be  made.  The 
lecturer  referred  to  the  method  described  in  R.  &  M.  No.  344, 
and  to  the  duplicate  levers  used  for  testing  two  ribs  simul¬ 
taneously.  An  exceptional  case  occurs  when  certain  sections, 
such  as  R.A.F.  15,  are  flying  at  very  high  speed  and  at  a 
small  angle  of  incidence.  Under  these  conditions,  the  top 
surface  is  heavily  loaded,  while  the  lower  surface  has  loads 
varying  from  positive  to  negative,  but  never  being  of  great 
magnitude.  For  such  a  case  it  is  sufficiently  accurate  to 
remove  panels  of  fabric  from  the  lower  surface,  and  to  apply 
a  load  of  loose  shot  to  the  top  surface,  the  wing  being,  of 
course,  inverted. 

The  lecturer  concluded  with  a  description  of  the  standard 
type  of  shot  bag  employed  at  the  Royal  Aircraft  Establish¬ 
ment. 


Married . 

Flight-Lieut.  Walter  Fraser  Anderson,  D.S.O.,  D.F.C., 
45th  Squadron,  R.A.F.,  youngest  son  of  the  late  Capt.  John 
Weir  .Anderson,  of  Toronto,  Canada,  was  married  on  February 
-2,  at  the  British  Consulate,  and  afterwards  at  All  Saints’ 
Church,  Cairo,  to  Phyllis  Mary,  only  daughter  of  Mr.  William 
O.  Joseph,  of  Zeitorin,  Cairo. 

Eric  Burton,  R.A.F.,  son  of  Mr.  and  Mrs.  F.  Burton,  of 
Hildenborough,  was  married  on  March  4,  at  St,  Mary’s, 
Chiddingstone,  to  Jessie  Vivienne,  younger  daughter  of 
Mr.  and  Mrs.  Sydney  Freeman,  of  Waterlake,  Chiddingstone, 
Kent. 

To  be  Married 

The  engagement  is  announced  of  Maj.  Alan  M.  Mortson, 
A.F.C.,  Croix  de  Guerre,  late  R.A.F.,  of  Togston  Hall, 
Acklington,  Northumberland,  only  surviving  son  of  John 
Morison,  of  18,  Windsor  Terrace*  N ewcastle-on -Tyne,  and 
Mrs.  Morison,  and  Hilda  Blanche,  younger  daughter  of 
Joseph  Thompson,  of  Fast  Cliff  Mansions,  Bournemouth, 
and  Mrs.  Thompson. 


The  engagement  is  announced  of  Mr.  A.  Baldwin  Rapkr, 
M.P.,  late  R.A.F. ,  to  the  Marchioness  Conyngham, 

Death 

Maj.  Percy  Russell  Grace,  who  died  on  February  27 
at  Wrotham  Heath,  Kent,  was  the  fourth  surviving  son  of 
the  late  J.  W.  Grace,  for  some  time  of  Leyboume  Grange, 
Kent,  and  of  the  late  Mrs.  Grace,  of  Elm  Park  House,  London. 
Born  in  1879,  he  was  variously  educated  in  England,  America 
and  Germany,  and  studied  engineering  at  considerable  length. 
He  was  one  of  the  first  to  own  a  motor-car,  and  again,  when 
flying  machines  were  still  in  their  infancy,  he  and  his  brother, 
Mr.  Cecil  S.  Grace,  the  well-known  airman,  who  lost  his  life 
in  the  Channel  in  1910,  went  to  Sheppey  in  the  late  autumn 
of  1908.  Here  the  brothers  established  a  staff  of  skilled 
workmen  and  admirably  equipped  workshops. 

Owing  to  his  marriage  and  the  death  of  his  brother,  he 
was  not  able  to  continue  in  aeronautical  work.  During  the 
War  he  served  in  the  Flying  Corps  and  contracted  tuberculosis 
in  a  very  virulent  form.  From  this  he  never  recovered 
entirely,  remaining  an  invalid  until  the  time  of  his  death. 
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“  Safety  First  ”  Air  Prize 

A  prize  of  25,000  francs  is  offered  by  the  French  "  L’Union 
pour  la  Securite  en  Aeroplane,"  for  the  best  safety  device  or 
scheme  for  flying  in  fog  or  at  night  submitted  during  1922. 
Details  governing  the  award  are  not  yet  available,  but  those 
interested  can  communicate  with  the  Association  at  35,  rue 
Francois-Ier,  Paris. 

Seaplane  Contest  at  Marseilles 

It  is  announced  that  the  Aviation  Committee  of  the 
Colonial  Exchequer,  to  be  held  at  Marseilles  this  year,  have 
definitely  decided  to  organise  a  contest  for  seaplanes  from 
April  17  to  19.  There  will  be  three  categories  :  under  1 50  h.p. ; 
150  to  400  h.p.  ;  and  over  400  h.p. 

Eliminatory  trials  are  to  take  place  on  April  17  when 
entered  craft  must  ascend  to  1,000  metres,  and  have  on  board, 
in  addition  to  the  normal  useful  load,  sufficient  fuel  for 
i£  hrs.  flight.  The  course,  Marseille-Monaco,  is  413  kilom. 
Prizes  to  the  extent  of  over  40,000  francs  are  offered.  An 
entrace  fee  of  200  francs  (returnable  in  its  entirety)  obtains, 
and  communications  should  be  addressed  to  the  Aviation 
Commission,  A.  C.  de  France.  Military  competitors  will 
take  part  hors  concours,  a  trophy  being  their  recompense. 

To  Improve  upon  “  landing  ”  on  Water 

In  France  our  contemporary  L'Auto,  has  raised  the 
P°int  of  finding  a  verb  better  to  define  "  landing  ”  on  water. 
Suggestions,  weird  and .  otherwise,  are  naturally  forth¬ 
coming,  amongst  them  being  aquarir,  aquater,  and  afflotter. 
For  our  own  part,  we  get  over  it  by  putting  the  trouble  on  to 
"  alighting." 

Gliding  in  Germany  this  Year 

From  reports  from  Germany  it  appears  that  the  gliding 
competitions  which  started  on  quite  a  modest  scale  a  couple 
of  years  ago  are  to  assume  greater  proportions  in  the  future. 
Not  only  are  the  Rhon  competitions  to  be  resumed  this 
summer,  but  it  is  stated  that  a  new  prize  of  100,000  marks  is 
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to  be  offered  for  the  first  German  glider  which  makes  a  flight 
of  40  minutes’  duration  over  a  course  similar  to  that  of  a 
yacht  race.  Presumably  this  means  over  a  triangular  course. 
I  he  prize,  it  is  reported,  is  to  be  offered  by  the  Society  of 
German  aircraft  constructors,  after  consultation  with  the 
German  Aero  Club,  and  the  German  Aeronautical  Society. 
The  conditions  are  sufficiently  difficult,  coupling  as  they 
appear  to  do  a  duration  of  40  minutes  with  a  specified  course. 
One  or  the  other  might  be  fairly  easily  attainable,  but  the 
combination  of  the  two  is  so  difficult  that  one  doubts  whether 
the  prize  will  be  won  for  some  considerable  time. 

Rather  Suggestive 

An  evening  contemporary,  in  referring  to  extra  summer 
attractions  proposed  for  Southend,  sets  out  that  "  an  enter¬ 
prising  Brixton  firm  have  secured  the  right  to  establish  a 
seaplane  or  hydroplane  service  from  the  shore  near  the 
pier.  For  every  passenger  they  take  aboard  they  pay  the  Cor¬ 
poration  6 d. ;  if  they  bring  him  bach  they  have  to  pay  another  bd." 

We  are  just  wondering  how  much  the  firm  will  have  to 
pay  if  they  don't ! 

Students’  Section  R.Ae.S. 

The  Students’  section  of  the  Royal  Aeronautical  Society 
is  rapidly  gaining  in  popularity.  The  attendance  at  the 
meetings  is  increasing,  and  altogether  the  section  is  proving 
extremely  useful.  On  March  23  a  paper  will  be  read  bv 
Mr,  S.  H.  Evans,  Hon.  Sec.  of  Students’  Section,  entitled 
"  Some  Notes  on  Commercial  Aircraft."  On  April  7  Prof. 
L.  Bairstow  will  read  a  paper  on  "  Some  Outstanding  Problems 
in  Aeronautics.”  The  meeting  for  April  7  will  be  the  "  Annual 
Lecture  ”  of  the  Students’  section,  and  it  is  hoped  to  make 
this  a  permanent  feature  to  be  held  at  the  close  of  each 
session.  To  this  lecture  all  grades  of  the  Society  will  be 
admitted.  Both  meetings  referred  to  will  be  held  at  the 
R.Ae.S.  Library,  7,  Albemarle  Street,  W.  1,  at  6.45  p.m. 
The  Chairman  on  March  23  will  be  Mr.  A.  V.  Roe. 
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London  Gqgette,  February  2  i,  1922 
Medical  Service 

Flight  Lieut  H\  1J.  Wilson  is  dismissed  Service  hv  sentence  of  General 
Court-Martial ;  February  10. 

M  emoranda 

Two  Cadets  are  granted  hon.  commtns.  as  and  Lieuts.,  with  effect  from 
dates  of  their  demobilisation. 

London  Gazelle,  February  28,  1922 
General  Duties  liranck 

I'll .  Lt.  W.  F.  Anderson.  D.S.O.,  D.F.C.,  is  granted  a  permanent  commn,, 
retaining  his  present  substantive  rank  and  sen  ;  July  2r,  iqzo.  Gazette, 
July  23,  1920,  appointing  him  to  a  short  service  commn.',  is  cancelled.  R.  H. 
S  Mealing  is  granted  a  short  service  commn.  as  a  Flying  Ofir.,  with  effect 
from  and  with  sen.  of  Feb.  r6. 

The  folly.  Pilot  Offrs.  on  probation  are  confirmed  in  rank  : — H.  A.  Bayne, 

N.  M.  Ffrench,  Ji.  P.  L.  Gardner,  A.  E.  Golds,  F.  L.  Hudson,  U.  J.  J, 
Nimmo,  R,  H.  Windsor  ;  Mar.  i, 

Thefollg.  are  restored  to  full  pay  from  half-pay 

Fit  Lt  a  -  P.  B.  Hunter,  A.  L.  Messenger,  A.F.C.,  Obs.  Offr.  L.  T.  Kerry; 
Feb.  17, 

Wing  Coindr.  P.  S.  Rickcord  (Lt.-Cdr,,  R.N.)  is  re-attached  to  the  R.A.F. 
for  a  further  period  of  two  years;  March  r.  Sqdn.  Ldr.  A.  A.  E.  Robinson, 


O  B.E.  (Paymr.  Lt.-Cdr,,  R.N.)  relinquishes  his  temp,  commn.  on  return  to 
Naval  duty  ;  Feb.  15. 

Medical  Service 

A.  C.  Ransford  is  granted  a  temp,  commn.  as  a  Fit.  Lt.,  with  effect  from 
and  with  sen.  of  Feb.  13.  Capt.  H.  J.  Higgins,  Army  Dental  Corps  is  granted 
a  temp,  commn.  as  Fit.  Lt.  while  attached  for  duty  with  the  R.A.F.  ;  Jan.  23 
Ife  will  continue  to  receive  emoluments  from  Army  funds. 

A1  emoranda 

Four  Cadets  are  granted  hon.  columns,  as  Sec.  Lts.  with  effect  from  the 
dates  Of  their  demobilisation. 

Hon.  Sec.  Lt.  P.  L.  Martin  relinquishes  his  hon.  commn.  ;  June  3,  1921. 

Loti  don  Gazelle,  March  3,  1922 
General  Duties  Branch, 

Wing-Comdr.  F.  Ranken,  O.B.E.,  is  placed  on  ret.  list;  March  r. 

Memorandum. 

Sec.  Lieut.  (Hon.  Capt.)  J.  R.  Cassidy  to  be  Lieut.  (T.),  but  with  pa> 
and  alkes.  of  that  rank  (Grade  A)  between  Aug.  22,  1918,  and  Jan.  to,  19x9, 
only,  and  to  be  Hon.  Capt.  ;  April  23,  1918  ( Gazettes  Aug.  5,  1919,  Aug.  26, 
1919,  and  Sept.  16,  1919,  concerning  this  officer  are  cancelled). 


ROYAL  AIR  FORCE  INTELLIGENCE 


Appointments. — The  following  appointments  in  the  Royal  Air  Force  are 
notified  : — 

Flight-Lieutenants. — C.  E.  W.  Lockyer,  from  No.  208  Squadron  (Middle. 
East  Area)  to  R.A.F.  Dep6t  (Inland  Area).  25.1.22.  H.  J.  Higgins,  to 
R.A.F.  Depfit  (Inland  Area)  on  attachment  from  Army  Dental  Corps, 

25.1.22,  and  to  School  of  Technical  Training  (Men)  (Inland  Area).  8.2  22. 

O.  St.  Leger  Campion  from  No.  too  Squadron  No.  it  (Irish)  Wing  to 
No.  I  Squadron  No.  11  (Irish)  Wing.  8.2.22.  W.  A.  Malone  from  School 
of  Army  Co-operation  (Inland  Area)  to  R.A.F.  Depdt  (Inland  Area), 
aq.ti.ax.  C.  Pilkington,  A.F.C.,  from  R.A.F.  DepOt  (Inland  Area) 
to  No.  4  Squadron  (Inland  Area).  18.2.22.  W.  G.  Weston,  M.B.,  to  research 
Laboratory  and  Medical  Officers’  School  of  Instruction  (Inland  Area)  on 
appointment  to  Temporary  Commission.  30.1.22,  and  to  R.A.F.  DepOt 
(Inland  Area).  14.2.22.  T.  L.  P.  Harries,  M.B.,  to  Research  Laboratory 
and  Medical  Officers’  School  of  Instruction  (Inland  Area)  on  appointment 
to  Short  Service  Commission.  30.1. 22.  and  to  R.A.F.  Depot  (Inland  Area). 

14.2.22.  It.  J.  Silly,  M.C.,  D.F.C.,  from  Central  Flying  School  (Inland  Area) 
to  No.  5  Flying  Training  School  (Inland  Area),  15.2.22.  H.  L.  Nunn, 
D  S.C.,  D.F.C.,  from  No.  230  Squadron  (Coastal  Area)  to  School  of  Naval 
Co-operation  and  Aerial  Navigation  (Coastal  Area).  21.2.22.  E.  A.  E. 
Wood  from  Air  Ministry  (Director-General  of  Supply  and  Research)  to  R.A.F. 
Depdt  (Inland  Area).  (Supernumerary.)  3.2.22.  A.  R.  Churchman,  D.F.C., 
from  R.A.F.  DepOt  (Inland  Area)  to  Headquarters  (Inland  Area).  13.2.22. 
A.  R.  Arnold,  D.F.C.,  A.F.C.,  from  R.A.F.  Depot  (Inland  Area)  to  R.A.F. 
Cadet  College  (Flying  Wing)  (Cranwell).  15.2.22. 

B'ing  Commander \. — W.  Ji.  Primrose,  D.F.C.,  from  No  6  Flying  Training 
School  (Inland  Area)  to  R.A.F.  DepOt  (Inland  Area).  20.2.22.  H.  L. 
Reilly,  D  S.O.,  from  School  of  Naval  Co-operation  and  Aerial  Navigation 
(Coastal  Area)  to  command  No.  t>  Flying  Training  School  (Inland  Area) 
vice  Wing  Commander  W.  H.  Primrose,  D.F.C.  20.2.22.  P.  B.  Joubert 
de  la  Ferte,  C.M.G.,  D.S.O.,  from  Air  Ministry  (Directorate  of  Operations 
and  Intelligence)  to  Air  Pilotage  School  (Cadre),  (Inland  Area).  12.12.21. 

Squadron  Leaders. — C.  L.  Colbran,  from  Headquarters  (Inland  Area)  to 
Headquarters  (Coastal  Area).  1.3.22.  D.  Blair,  from  Headquarters,  No.  1 
School  of  Technical  Training  (Boys),  (Halton)  to  Headquarters  (Inland 
Area).  23.2.22.  R,  S.  Maxwell,  M.C.,  D.F.C.,  from  R.A.F.  Depot  (Inland 
Area)  to  Air  Ministry  (Directorate  of  Training  and  Organisation).  18.2.22. 
J.  A.  Stone,  from  R.A.F.  DepOt  (Inland  Area)  to  Headquarters  (Inland 
Area^.  17.2.22.  Augustine  ap  Ellis,  from  Headquarters  (Inland  Area)  to 
command  No.  208  Squadron  (Middle  East  Area).  17.2.22.  C.  O.  F.  Modin, 


D.S.C. ,  from  No.  230  Squadron  (Coastal  Area)  to  command  No.  216  Squadron 
(Middle  East  Area).  17.2.22.  A.  J.  Currie,  from  Record  Office  (Inland 
Area)  to  Headquarters  (Middle  East  Area).  17.2.22. 

Flight  Lieutenants. — H.  G.  Bowen,  from  No.  100  Squadron,  “  D”  Flight, 
No.  11  (Irish)  Wing,  to  R.A.F.  DepOt  (Inland  Area),  17.2.22.  E.  O'Donovan 
Crean,  from  No.  1  School  of  Technical  Training  (Boys),  (Halton),  to  Armament 
and  Gunnery  School  (Cadre),  (Inland  Area).  18.2.22.  T.  M.  Walker,  to 
Research  Laboratory  and  Medical  Officers  School  of  Instruction  (Inland 
Area),  on  appointment  to  temporary  commission.  9.2.22.  A.  C.  Ransford, 
to  Research  Laboratory  and  Medical  Officers  School  of  Instruction  (Inland 
Area),  on  appointment  to  short  service  commission.  13.2.22.  E.  N.  C. 
Waldron,  from  Headquarters  (Inland  Area),  to  Central  Pay  Office  (Inland 
Area).  20.2.22.  L.  H,  Packenham- Walsh,  D.F.C. ,  from  No.  100  Squadron 
No.  n  (Irish)  Wing,  to  R.A.F.  DepOt  (Inland  Area).  20.2.22.  T.  R.  S. 
Thompson,  M.B.,  from  No.  14  Squadron  (Middle  East  Area),  to  No.  56 
Squadron  (Middle  East  Area).  1.2.22.  W.  G.  Weston,  M.B.,  from  R.A.F. 
DepOt  (Inland  Area)  to  School  of  Army  Co-operation  (Inland  Area).  21.2.22. 
j.  T.  T.  Forbes,  from  No.  56  Squadron  (Middle  East  Area)  to  No.  14  Squadron 
(Middle  East  Area).  1.2.22.  R.  J.  Ahearne,  M.C.,  from  No.  1  School  of 
Technical  Training  (Boys)  Hospital  (Halton),  to  Headquarters  (Middle 
East  Area).  17.2.22.  N,  H.  Medhurst,  from  Headquarters,  R.A.F.  Cranwell, 
to  Headquarters  (Middle  East  Area).  17.2.22.  F.  Fernihough,  M.C.,  from 
No.  14  Squadron  (Middle  East  Area)  to  No.  1  Armoured  Car  Company  (Middle 
East  Area).  1.2.22.  R.  W.  Dawes,  to  Inspector  of  Recruiting  (Birmingham) 
to  Aircraft  DepOt  (Middle  East  Area(.  17.2.22.  R.  W.  Edwards,  from  No, 
j  Flying  Training  School  (Inland  Area)  to  Aircraft  DepOt  (Middle  East 
Area).  17.2.22.  P.  E.  Maitland,  A.F.C. ,  from  School  of  Naval  Co-operation 
and  Aerial  Navigation  (Coastal  Area)  to  No.  4  Flying  Training  School  (Middle 
East  Area).  17.2.22.  J.  Noakes,  A.F.C.,  M.M.,  from  Experimental  Section, 
Royal  Aircraft  Establishment  (Inland  Area)  to  No.  216  Squadron  (Middle 
East  Area).  17,2.22.  R.  H.  M.  S.  Saundbv,  M.C.,  A.F.C.,  from  No,  1 
Flying  Training  School  (Inland  Area)  to  No.  45  Squadron  (Middle  East 
Area).  17.2.22.  A.  L.  Messenger,  A.F.C.,  from  half-pay  list  to  No.  45 
Squadron  (Mdidle  East  Area),  17.2.22.  C.  R.  Cox,  A.F.C.,  from  R.A.F. 
Depdt  (Inland  Area)  to  Headquarters,  R.A.F.,  Cranwell.  25.2.22.  C.  J.  W. 
Darwin,  D.S.O.,  from  Headquarters.  R.A.F.,  Cranwell,  to  (R.A.F.  Depdt 
(Inland  Area).  20.2.22.  W.  Burkinshaw,  from  Air  Ministry  Directorate 
of  Equipment)  to  Palestine  Group  Headquarters  (Middle  East  Area).  17.2.2. 

P.  B.  Hunter,  from  half-pay  list  to  Aircraft  Depdt  (Middle  East  Area). 

17.2.22. 
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IN  PARLIAMENT 


R.A.F.  Pilots 

Mai.  Guys  on  March  2  asked  the  Secretary  of  State  for  Air  (1)  how  many 
reserve  pilots  in  all  are  available  for  service  as  trained  naval  and  military 
pilots  respectively  in  case  of  emergency,  how  many  naval  and  military' 
officers  on  the  regular  establishment  of  those  two  services  are  trained  pilots 
able  to  fly  at  the  present  time  ;  and  how  far  have  the  pilots  recently  trained 
by  the  Air  Ministry  been  able  to  satisfy  the  requirements  of  the  Navy  and 
Army  when  attached  for  duty  ? 

(2)  How  many  fully  trained  pilots  are  available  for  service  with  the  Army 
and  the  Navy,  respectively;  whether  the  proportion  of  trained  pilots  for 
artillery  work,  both  naval  and  military,  is  adequate  to  the  demand,  irre¬ 
spective  of  trained  executive  officers  of  the  Navy  and  Army  being  lent  for 
the  purpose ;  and  whether  the  Board  of  Admiralty  and  the  General  Staff 
have  expressed  their  entire  satisfaction  with  the  facilities  offered  by  the 
Air  Ministry  ? 

Capt.  Guest :  All  of  the  1,862  qualified  flying  officers  now  serving  in  the 
General  Duties  Branch  of  the  Royal  Air  Force  are  available  for  service  either 
with  the  Navy  or  Army,  or  independently.  The  majority  have  had  experience 
of  working  with  one  or  both  of  the  two  other  Services,  but  they  are  not  allo¬ 
cated  in  distinct  classes  to  Navy  co-operation  and  Army  co-operation  work, 
nor  to  artillery  work,  as  a  subdivision  of  either  class,  the  policy  of  the  Air 
Council  being  to  give  all  officers  the  widest  possible  training  and  experience. 
The  importance  of  having  a  nucleus  of  officers  with  highly  specialised  qualifi¬ 
cations  for  this  kind  of  work  is,  however,  fully-  recognised,  and  two  schools, 
-one.  for  Army  and  one  for  Naval  co-operation,  exist  for  the  purpose.  Reserve 
pilots  for  an  emergency  will  be  found,  in  due  course,  from  the  present  short 
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Mountain  Reconnaissance  by  Air 

An  officer  of  the  Geodetic  Mission  in  Syria  has  carried 
out  recently  an  aeroplane  reconnaissance  of  the  zone  which 
he  is  engaged  in  surveying.  The  object  of  the  experiment 
was  to  prove  whether  it  was  possible  by  flying  over  a  region, 


service  commission  officers  who  pass  to  the  reserve.  I  have  no  information 
as  to  the  number  of  trained  pilots  who  are  still  on  the  active  list  of  the  Navy 
and  Army,  to  which  they  returned  after  service  with  the  Royal  Air  Force 
in  the  War.  The  allocation  of  air  forces  for  co-operation  duties  with  the 
Navy  and  Army  is  agreed  annually  between  the  Air  Council  and  the  Board 
of  Admiralty  ancl  Army  Council  when  the  annual  Estimates  of  the  Air  Ministry 
are  under  consideration.  Though  the  Navy  and  the  Army  are  satisfied  with 
the  qualifications  of  the  pilots  when  trained,  I  fear  that,  in  these  days  of 
strict  economy,  it  is  hardly  in  the  power  of  any  Government  Department, 
for  the  moment,  entirely  to  satisfy  the  demands  made  upon  it,  whether  from 
within  or  from  without! 

British  Aircraft  for  Russia 

Mr.  Raper,  on  March  4,  asked  the  Secretary  of  State  for  Air  what  is  the 
total  quantity  of  aeroplanes  and  the  number  of  each  type  which  have  been 
bought  for  delivery  from  this  country  on  behalf  of  the  Russian  Soviet  Govern¬ 
ment  since  the  signing  of  the  economic  Agreement ;  and  whether  atiy 
guarantees  have  been  asked  for  and/or  given  regarding  the  uses  to  which 
these  machines  will  be  put  ? 

Captain  Guest :  There  is  no  obligation  on  firms  to  obtain  permission  before 
exporting  to  Russia  aircraft  unarmed  and  not  fitted  to  take  armament. 
But  if  the  aircraft  to  which  my  hon.  friend  refers  are  armed  or  fitted  to 
take  armament,  an  export  licence  will  be  required,  and  this  would  only  be 
granted  by  the  Board  of  Trade  after  reference  to  the  Foreign  Office. 
Particulars  of  any  such  export  licences  already  granted  could  be  obtained 
from  the  Board  of  Trade. 

<$>  <$> 

such  as  the  anti-Lebanon  Mountains,  to  get  an  exact  idea 
of  the  differences  in  height  of  the  summits  and  consequently 
to  be  able  to  select  the  points  to  be  used  as  a  basis  for 
triangulation.  The  experiment  proved  very  satisfactory  and 
several  weeks’  time  was  saved. 
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COLOMBIA  AND  AVIATION. 

In  a  report  by  Lieut. -Col.  G.  W.  Rhys- Jenkins,  Commercial 
Secretary  to  H.BAl.  Legation,  Bogota,  for  192  r,  just  to  hand, 
upon  commercial  aviation  in  Colombia,  it  is  stated  that 
there  exists  considerable  public  interest  in  the  subject  of 
aviation  Last  year  a  company  was  floated  in  Bogota  with 
the  idea  of  establishing  an  air  service  between  the  capital  and 
Barranquilla,  and  very  convincing  exhibitions  and  trial 
flights  from  Bogota  to  Honda  and  various  other  points  were 
made,  but  the  extreme  stringency  of  money  prevented, 
the  necessary  capital  being  raised. 

Various  French  and  Belgian  projects  have  been  put  forward, 
machines  brought  out  to  Barranquilla  and  Medellin  and  trial 
flights  made  successfully,  but  so  far  none  of  these  projects 
has  taken  practical  form. 

Recently  a  company  was  formed  by  the  combination  of 
people  in  Medellin  with  certain  German  residents  in  the  conn 
try,  and  they  have  now  established  a  limited  hydro-aeroplane 
service  from  Barranquilla  to  Girardot,  carrying  a  small  quantity 
of  mail  and  two  or  three  passengers,  making  the  return  journey 
once  in  about  every  1.4  days.  The  establishment  of  such  a 
mail  service  will  show  a  saving  of  time  of  about  nine 
days  in  the  transmission  of  letters  between  Bogota  and 
I  -ondon . 

The  Department  of  War  has  established  a  school  of  aviation, 
under  the  instruction  of  officers  from  the  French  Armv. 
The  establishment  at  present  is  seven  French  machines,  but 
is  authorised  up  to  the  strength  of  three  squadrons. 

Although  the  report  states  that  the  present  commercial 
situation  does  not  seem  to  indicate  any  favourable  prospect 
in  aviation  for  some  time,  the  British  aircraft  manufacturers 
are,  however,  advised  to  observe  the  Colombian  situation 
carefully,  and  to  be  prepared  to  take  advantage  of  the 
opportunities  which  this  market  may  well  afford  when  business 
has  recovered. 


THE  BRISTOL  GAS-ENGINE  STARTER  :  Our 
photograph  shows  the  starter  in  its  latest  form.  It 
will  be  seen  that  a  tank  is  now  fitted  as  standard,  making 
the  engine  a  complete  unit  in  itself. 


Aeroplanes  Busy  Demonstrating  their  Usefulness 

From  many  quarters  come  details  of  odd  services  being 
rendered  by  the  use  of  'planes.  In  India  during  the  troubles 
engineered  for  the  Prince’s  tour,  patrolling  has  been  carried 
out  from  the  air,  and  in  like  manner  in  Johannesburg,  in 
connection  with  the  mine  strikers,  a  quintet  of  craft  was 
for  the  first  time  in  evidence  on  the  Reef  and  created  a  good 
impression.  On  the  Florida  coast,  near  Miami,  a  squadron 
of  14  armed  aeroplanes  have  been  dealing  so  effectively  with 
the  very  profitable  occupation  of  liquor  smuggling  into  the 
l  uited  States  that  the  authorities  captured  the  British 
schooner  Amabelle  laden  with  11,000  cases  of  “  Mountain 
dew,”  said  to  be  worth  the  bagatelle  of  £'750,000  ! 

In  an  essentially  humane  direction  in  Norway  the  plane 
lias  also  last  week  proved  its  versatility  for  relieving  aw  kward 
situations.  Owing  to  the  extraordinary  ice  conditions  in 
the'  lower  part  of  Christianiafjord  a  local  steamer  crossing 
the  fjord  on  February  22  was  completely  blocked  when 
midway  across.  There  were  14  passengers  on  board  and 
very  little  food.  The  next  day  the  steamer  wras  supplied  with 
food  by  aeroplane,  other  assistance  being  impossible. 

Territorial  Air  Defence  Force 

In  the  proposals  of  the  Secretary  of  State  for  War 
regarding  the  strength  and  administration  of  the  Territorial 
Army  during  the  next  financial  year,  submitted  to  the  County- 
Associations,  it  is  proposed  to  form  half  a  group  of  Air 
Defence  troops  with  an  establishment  of  220  officers  and 
-■  7°8  other  ranks,  as  it  is  considered  advisable  to  make  a 
start  in  organising  Territorial  Defence  troops. 
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JHER  CLOTH— 

New  Pegamoid  Ltd.,  134,  Queen  Victoria  St.,  E.C. 

City  9704  (2  tines). 
“  Pegamoid,”  Phone,  London. 


(lubricating  oils— 

Wakefield,  C-  C.,  &  Co.,  Ltd.,  Cheajpside,  E.C.  2. 
Central  1156  (3  lines);  "Cheery,  ’  Cent.  London. 


MACHINING- 

Arnott  &  Harrison,  Ltd.,  Hytbe  Road,  Willesden 
junction.  Willasdcn  2297. 

Monk  Engineering  Ce.,  Ltd.,  Coventry. 

Coventry  E07 ;  “Assistance,”  Coventry. 


MAGNETOS 

British  Thomson-Houston  Co.,  Ltd., 'Lower  Ford 
Street,  Coventry. 

Telephone  278  •,  "  Asteroinat,"  Coventry. 


METALS  (Anti-Friction)  - 

Hoyt  Mstal  Co.,  Ltd,,  Deodar  Road,  Putney, 
S.W,  15.  Putney  *393. 


METAL  PARTS  AND  FITTINGS— 

Brown  Bros.,  Ltd.,  Great  Eastern  Street,  London, 
E.C.  a. 

Grahame- White  Company,  Ltd.,  Hendon,  N.W.  9. 

Kingsbury  iso. 

London  Office:  12,  Regent  Street,  Pall  Mall, 
S.W.  x.  Regent  2064. 

Monk  Engineering  Co.,  High  St.,  Coventry. 

Coventry  807;  **  Assistance,  '  Coventry. 
Rubery,  Owen  &  Co.,  Darlaston. 

Carlisle. n  g7  ;  “  Ro/s,"  Darlaston. 


MODELS— 

'ones.  A.  E.,  Ltd.,  is,  Eversholt  Hoad. (Camden 
Town,  N  w.  1. 


MOTOR  CARS  AND  MOTOR  BICYCLES  - 

Aato-Cani*?*  {rorQ,  Ltd.,  rSr-rSa,  Hercules  Rd., 
Westminster  Bridge  Road,  London,  fsE.  t. 


(Ctniinutd /rotn  p.’xji.) 


PARACHUTES- 

E.  R.  C-althrop’s  Aerial  Patents,  Ltd.,  433a, 
Edgware  Road,  London,  W.  s. 

Paddington  6332. 


PETROL- 

Anglo-American  Oil  Co.,  Ltd.  (Pratt’s),  Queen 
Anne's  Gate,  S.W.  1. 

Shell-Mex  Ltd.,  Shell  Corner.  Kingsway,  W.C.2. 
Holborn  2303-4  ;  “  Shaking,  "  Westcent,  London. 


PHOSPHOR  BRONZE  AND  GUNMEtAL- 

Cliflord,  Charles,  &  Son,  Ltd.,  Fareley  Street 
Mills,  Birmingham. 

Central  3634  (4  lines) ;  "  Clifford,"  Birmingham. 
Keeling,  A.  D.,  Ltd.,  Caroline  Street, 
Birmingham. 

Central  440  (3  lines);  “  Nickel,”  Birmingham. 


PHOTOGRAPHIC  APPARATUS- 

Kodak,  Ltd.  (Wratten  Div.),  Kingsway,  W.C.  j. 


PROPELLERS - 

Falcon  Airscrew  Co.,  113,  Cottenham  Road, 
Holloway,  N.  19.  Hornsey  910  &  2472. 

Metal  Airscrew  Co,,  Ltd.,  Regent  House, 
Kingsway,  W.C.  2. 

Gerrard  5122  ;  “Pliantness,"  Phone,  London, 


RADIATORS  AND  RADIATOR  REPAIRS— 

Serek  Radiators,  Ltd.,  Warwick  Road,  Greet, 
Birmingham. 

Victoria  531  (3  lines);  “Nerleak,"  Birmingham. 


SHEET  METAL  WORK  STAMPINGS  AND 
PRESSINGS 

Rubery,  Owen  &  Co.,  Darlaston. 

Darlaston  87 ;  “  Roofs,"  Darlaston. 


I  SPRAYING  PLANT 

Aerograph  Co.,  Ltd.,  43,  Holborn  Viaduct, 
E.C.  1. 

Holborn  2041  ;  “  Aerography,”  London. 
Midland  Fan  Co. .  Ltd. ,  46, Aston  Rd., Birmingham. 

Central  3463 1  “Blast,"  Birmingham. 


STABILIZERS— 

Auto  Controls,  Ltd.,  19,  Regent  Street,  Piccadilly 
Circus,  London,  S.W.  r.  Regent  3649. 


TAPES  AND  WEBBING— 

MacLennan,  John,&  Co.,  115,  NewgateSt.,  E.C. t. 

City  3115  ;  “  Vanduara,”  Cent.  London. 

TESTING— 

Tait'Cox  &  James,  c/oS.  Heckstall  Smith, F.R.Ae.S., 
4,  Golden  Square,  W.  Gerratd  3489. 


TIMBER— 

Owen,  Joseph,  &  Son,  Boro’  High  Street,  S.E, 

Hop  3811;  “  Bucheron,”  London. 


TUBES.  ALUMINIUM— 

British  Aluminium  Co.,  Ltd.,  The,  109,  Queen 
Victoria  St.,  London. 

City  2676:  “  Cryolite,"  Cent.  London. 


TYRES  AND  WHEEL5- 

Palmer  Tyre,  Ltd.,  Shaftesbury  Avenue,  W.C.  a. 
Gerrard  1214  ;  "  Tyricord,”  Westcent,  London. 


VARNISHES  AND  COLOURS- 

The  British  Emaillite  Co.,  Ltd.,  Brentfield  Road, 
Stonebridge  Park,  N,W.  10. 

Willesden  2346  and  2347 ; 
“  Ridleypren,”  London. 
Naylor  Bros.,  Ltd.,  Slough,  Bucks. 

Slough  228;  “  Naylor,"  Slough. 


WELDINGS,  REPAIRS— 

Barimar,  Ltd.,  to,  Poland  St.,  London,  W.  r. 

Gerrard  8173 ;  “  Bariquamar,"  Reg,  London. 


WIND  SHIELDS— 

Auster,  Limited,  133,  Long  Acre,  W.C.  a. 


NIGHT  LANDING  LIGHTS— 

Allen- l.iversidge,  Ltd., amalgamated  with  Imperial 
Light,  Ltd.,  to6,  Victoria  St..  S.W.  r. 

Victoria  4155  ;  “  AceteratoT,”Sowest,  London. 


SPARKING  PLUGS- 

Robinhood  Engineering  Works,  Ltd.,  The,  Putney 
Vale.  S.W.  15.  Putney  2132,  2133. 

“  Kaalgee,”  Phone,  London. 


WIRES  AND  CABLES  (Aeroplane* )~ 

Bullivants,  Ltd.,  72,  Mark  Lane,  E.C.  3. 

Works:  Mill  wall,  E.  14. 
Clifford  &  Sons,  Ltd.,  Birmingham. 


JAMES  D.  ROOTS  &  CO., 

THAHET  HOUSE ,  TEMPLE  BAR,  LORD  OR,  W.C. 

British,  Foreign,  and  Colonial 

PATENTS 

obtained  at  modemt*  charge*.  The  Automobile  and  Aeroplane 
Patent  Experts  and  Adviser*.  Long  andiVaried  Practical  Engineering 
Experience  Valuable  to  Inventors, 

PIONEER  RECORD  OP  MW.  J.  P.  ROOTS,  M.I.Meoh.E. 

1886.  Made  Brat  successful  working  Oil  Engine  in  Europe. 

1890.  Made  first  Motor  Boat  in  United  Kingdom. 

1892,  Made  second  Motor  Cycle  in  U.K.  fitted  with  first  two  stroke 
■elf-propelling  engine,  first  anywhere. 

1894.  Exhibited  first  I.C.  Engine,  built  specially  for  propelling 

vehicles,  four  stroke  1  Stanley  Show. 

1895,  Made  first  (LC.E.)  Motor  Car  built  in  United  Kingdom. 

1898  &  7.  Flew  several  models  of  Aeroplanes  and  Helicopters. 

1897,  Ran  first  Motor  Vehicle  (LCJE.)  in  a  public  competition. 

1 898.  Made  first  CommsrciaJ' Motor  (I.C.F-.)  built  in  United  Kingdom. 
Telegraphic  Address :  “  Oaktree,  London.”  Telephone ;  12327  Central, 


ELECTRICAL 

PRODUCTIONS 


Dynamo  Lighting,  Engine  Starting  6t  Coil  Ignition  Equipments. 


C.  A.  VANDERVELL  &  Co.,  Ltd.,  Acton,  London,  W.3. 


ALUMINIUM  PISTONS 

—  AND  - 

STRUT-PACKING  PIECES 


To  AXD.  Requirements. 

The  LONDON  DIE  CASTING  FOUNDRY,  Ltd., 

Tremlett  Grove,  Junction  Road,  Holloway,  N.  1 9. 

’Phone— Hornsby  1580.  Tube  Station — High  gate. 
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A  Question  of  £  s.  d. 

The  all  important  consideration  in 
present-day  commercial  aviation  is 
the  question  of  the  £  s.  d.  involved 
in  organisation,  running  and  upkeep 
charges. 

If  aerial  transport  accounts  are  to  be  balanced 
on  the  right  side,  there  is  no  place  for  the  use 
of  aircraft  other  than  those  specially  designed 
for  aerial  transport  work. 

It  is  here  that  the 


Ten-Seater  Commercial  Biplane 

demands  consideration.  The  engine  fitted  to  the 
standard  model,  the  100  h.p.  “Bristol”  Jupiter  Air¬ 
cooled  engine,  is  the  lightest  proved  aero  engine  of  its 
power  in  the  world,  and  the  weight  thus  saved  means 
additional  revenue  load. 

The  “Bristol”  Ten-Seater  marks  a  big  step  forward 
in  commercial  aviation,  calling  for  close  attention  on  the 
part  of  those  engaged  in,  or  contemplating,  the  organisa¬ 
tion  of  aerial  transport. 
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For  whatever  pipose  you  require  electricity  on  motor 
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THE  WORLD’S  AIRCRAFT 

BRITISH  AIRCRAFT 

supplied  by 

THE  AIRCRAFT  DISPOSAL  Co.,  Ltd. 


IN  TH.E  BRITISH  COLONIES 

AUSTRALIA  INDIA 

CANADA  SOUTH  AFRICA 

NEW  ZEALAND 

AND  FOLLOWING  COUNTRIES 

ARGENTINE  HONDURAS 
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agoing  Amphibian  Deaj  Mk.  II  LJeck  Landing  fleet  ^potter. 

The  la  teat  Development  in  Naval  Aircraft  (Napier  Lion  Engine). 

SUPERMARINE 


Aviation  Works  Ltd. 


Southampton,  Eng. 


DESIGNERS  and  CONSTRUCTORS  of  NAVAL  AIRCRAFT 

Contractors  to  H-M- Admiralty,  H-M.  Air  Ministry,  The  Royal  Norwegian  Navy, 

The  Imperial  Japanese  Navy.  The  Royal  Swedish  Navy.  The  Portuguese  Navy, 
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EDITORIAL  COMMEHT 

-■■■  .^HURING  the  debate  on  the  Supple- 

_ _ 1  mentary  Estimates  in  Parliament  on 

It1  I  March  9,  Mr.  Churchill  scored  a  great 
victory  by  his  able  exposition  of  the 
■’y  manner  in  which  the  work  of  the 
country  is  being  done  by  the  R.A.F. 
much  more  cheaply  and  more  expe¬ 
ditiously  than  it  could  possibly  be 
done  by  the  Army.  He  stated  that  there  are  now 
eight  squadrons  concentrated  in  a  loop  of  the  river 
R  „  at  Baghdad,  and  that  this  represents 
and  Iraq  ’  a  third  of  the  whole  strength  of  the 
R.A.F.  This  more  than  justifies  the 
carrying  out  of  the  original  intention  of  placing  the 
military  control  of  Iraq  under  the  charge  of  the 
officer  commanding  the  R.A.F.,  and  the  announce¬ 
ment  to  that  effect  will  be  received  with  the  greatest 
satisfaction  by  all  who  believe  in  the  future,  of  the 
Air  Force.  As  the  R.A.F.  will  be  by  far  the  largest 
force  in  the  country,  it  is  only  right,  as  Mr.  Churchill 
said,  that  the  command  should  follow  the'  bulk  of 
the  forces  there.  We  have  no  fear  of  the  further 
outcome  of  this  interesting  experiment,  and  believe 
it  to  be  the  forerunner  of  many  such  undertakings 
in  various  parts  of  the  Empire. 

As  Maj.-Gen.  Seely  stated  during  the  debate,  it  is 
a  red-letter  day,  because,  for  the  first  time  in  history, 
we  see  the  young  Air  Force  taking  charge  of  a  big 
country,  with  the  older  services  ancillary  to  it,  and 
we  congratulate  the  Colonial  Secretary  on  his  being 
able  thus  early  to  complete  his  scheme  by  utilising 
the  R.A.F.  in  this  manner.  As  we  have  already 
said,  we  look  upon  the  decision  as  the  first  step  in 
the  realisation  of  the  enormous  future  which  lies 
before  the  R.A.F.  At  the  same  time  we  quite  agree 
with  Gen.  Seely  that  this  departure  will  not.  be 
allowed  to  pass  without  the  most  formidable  attacks 
by  what  he  called  the  “  old-fashioned  people.’’ 

It  is  interesting  to  refer,  in  this  connection,  to  some 
remarks  made  during  the  discussion  of  Air-Commodore 
Brooke- Popham’s  paper  before  the  Central  Asian 


Society  by  Maj.-Gen.  Sir  Frederick  Maurice,  printed 
elsewhere  in  this  issue.  In  his  career  Sir  Frederick 
has  had  ample  opportunity  of  getting  experience  of 
the  War  Office  and  of  the  old-fashioned  military 
mind,  and  he  stated  as  his  firm  conviction  that,  had 
the  R.A.F.  been  under  the  control  of  the  War  Office 
it  would  never  have  been  allowed  to  prove  of  what 
it  is  capable  in  the  manner  in  which  it  has  been 
allowed  to  do  so  under  independent  control.  He 
expressed  the  view  that  under  no  circumstances  must 
we  allow  the  R.A.F.,  which  is  as  yet  in  a  stage  of 
evolution,  to  be  hampered  and  probably  killed  by 
being  made  subservient  to  the  older  Services.  As 
we  have  repeatedly  pointed  out  in  these  columns, 
forces  are  constantly  at  work  attempting  to  under¬ 
mine  the  R.A.F.  and  the  Air  Ministry  as  a  separate 
service  and  ministry,  and  we  must  never  relent 
our  vigilance  if  these  forces  are  to  be  kept  in  check 
and  the  R.A.F.  allowed  to  develop  untrammelled 
towards  its  ultimate  destiny  of  being  our  principal 
lighting  force  and  our  first  line  of  defence  And  that 
is  precisely  why  we  are  pleased  with  the  matured 
steps  announced  by  Mr.  Churchill.  So  long  as  we 
have  men  with  the  courage  of  their  opinions  like  the 
Colonial  Secretary,  who  possesses  the  necessary 
imagination  to  take  a  broad  view,  and  so  long  as 
the  R.A.F.  remains  loyal  to  its  chief  and  does  its 
best  to  deserve  the  trust  thus  placed  in  it,  we  need 
have  no  fear  for  the  future.  The  ultimate  victory 
of  the  new  air  arm  over  the  older  Services  is  certain, 

*o* 

If  there  is  any  one  item  which,  more 

TGukieth  than,  any  other,  affects  the  utility  and 
Cable  safety  of  aircraft  it  is  the  capacity  to 

fly  in  the  dark  and  in  fog.  Over  very 
long  routes,  such  as  for  instance  England  to  Australia, 
Ihe  capability  to  fly  at  night  as  well  as  in  the  daytime 
is  practically  equivalent  to  doubling  the  speed  of  an 
aeroplane.  It  is  not,  of  course,  quite  so,  as  there 
must  be  delays  in  transferring  passengers  and/or  mails 
from  one  machine  to  another,  but  for  practical  pur¬ 
poses  the  speed  is  very  nearly  doubled.  To  do  so  by 
any  other  means  would  be  out  of  the  question.  Or, 
looking  at  the  matter  from  another  point  of  view, 
to  be  able  to  fly  by  night  is  the  means  of  drawing 
full  advantage  of  the  speed  of  the  aeroplane,  when 
otherwise  this  could  not  be  done.  On  the  long 
routes  it  is  of  little  use  to  be  able  to  do  ioo  m.p.h. 
for  12  hours,  and  then  having  to  stop  for  another 
12  hours.  The  practical  speed  is  then  only  50  m.p.h. 
But  by  flying  at  night  an  average  speed  of,  say, 
70  or  80  m.p.h.  could  be  maintained,  which  would 
be  so  vastly  ahead  of  any  other  means  of  locomotion 
as  to  give  aircraft  mi  enormous  advantage.  Any 
means  which  can  be  taken  for  rendering  safe  flying 
by  night  and  in  fogs  is  therefore  entitled  to  serious 
consideration. 

In  this  connection,  the  Loth  guide  cable  described 
elsewhere  in  this  issue  is  of  more  than  ordinary 
interest,  and  appears  to  promise  great  things  for 
the  future.  Already  the  French  Government  has 
decided  to  equip  le  Bourget  with  such  a  cable,  and 
there  is  more  than  a  possibility  that  the  cable  will 
be  extended  from  le  Bourget  to  the  French  coast, 
as  a  first  step  towards  introducing  this  means  of 
guiding  aircraft  over  the  French  portion  of  the 
London-Paris  route.  It  now  remains  to  be  seen 
whether  our  Government  is  ready  to  co-operate  by 
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similarly  equipping  our  modest  60  miles  or  so  of 
route  between  Croydon  and  the  English  coast. 

According  to  the  American  National 

American  acjvisory  Committee  Report  for  1921 

on^fhick  (Administrative  Report  without  Tech- 

Aerofoils  nical  Reports),  a  large  number  of 

tests  on  thick  aerofoils  have  been 
carried  out,  with  the  object  of  studying  the  pro¬ 
perties  of  aerofoils  suitable  for  internal  bracing. 
The  Report  states  that  the  tests  were  made  at  air 
speeds  of  35  metres  (115  ft.)  per  second,  and  in 
some  cases  at  a  speed  as  high  as  60  metres  (197  ft.) 
per  second.  Several  very  interesting  facts  were 
brought  to  light.  For  instance,  it  was  found  that 
thick  wings  improve  in  efficiency  with  speed  more 
rapidly  than  thin  wings.  In  other  words,  the  scale 
effect  was  considerable,  and  thick  wings,  when 
applied  to  modern  high-speed  aeroplanes,  may  be 
expected  to  have  a  better  L/D  ratio  than  would  be 
indicated  by  model  tests  at  relatively  low  speeds. 
It  appears  from  the  Report  that  an  efficient  thick 
wing  was  sought,  rather  than  one  having  a  high 
maximum  lift  coefficient.  Thus  it  is  stated  that 
some  of  the  sections  developed  had  at  all  angles 
a  higher  efficiency  than  the  R.A.F.  15  section  tested 
under  the  same  conditions,  and  yet  were  more  than 
three  times  as  thick  as  that  section  in  the  centre. 
The  maximum  lift  coefficients  were  approximately 
the  same. 

The  Report  does  not  contain  any  figures  relating 
to  these  tests,  but  110  doubt  the  technical  reports 
dealing  with  the  experiments  will  be  published  in 
due  course.  We  are  looking  forward  to  seeing  them, 
as  the  reference  to  them  appears  to  indicate  a  very 
great  improvement.  Thus,  while  having  a  wing  as 
efficient  as  the  R.A.F.  15,  a  much  lighter  wing  would 
result  from  the  greater  depth  of  wing  spars  ;  or,  if 
an  internally  braced  cantilever  wing  is  required,  the 
section  should  be  deep  enough  to  allow  of  building 
such  a  wing  without  undue  wing  weight.  Hitherto 
it  has  been  customary  in  certain  quarters  to  dismiss 
the  thick  wing  as  being  hopelessly  inferior,  as  regards 
efficiency,  to  the  thin  wing.  This  report  indicates 
that  the  thick  wing  may  have  been  sadly  misjudged 
on  its  model  figures,  and  no  doubt  the  new  wind 
tunnels  which  are  being  constructed  in  America  will 
be  used  for  determining  the  scale  effect  011  such 
wings  at  speeds  giving  a  truer  indication  of  the 
properties  of  the  actual  full-size  wings. 

In  this  connection  it  is  also  of  interest  to  note 
that  experiments  on  several  heavily-tapered  wings 
indicated  that  wings  of  this  type  had  the  same 
centre  of  pressure  travel  and  practically  the  same 
efficiency  as  wings  of  uniform  section.  This  is  all  in 
favour  of  the  cantilever  wing,  since  for  structural 
reasons  it  is  an  advantage  to  taper  the  wing  from 
root  to  tip  so  as  to  get  the  greatest  stresses  where 
the  section  is  of  greatest  depth  and  where,  conse¬ 
quently,  the  spars  are  better  able  to  resist  the 
bending  moments  imposed  upon  them.  Another 
advantage  of  the  tapered  wing  is  that  it  usually 
tends  to  make  an  aeroplane  very  nice  to  handle 
as  regards  lateral  contol.  the  machine  responding 
readily,  even  to  fairly  small  ailerons,  as  instanced 
by  several  German  types  having  tapered  wings. 
As  soon  as  the  technical  reports  on  these  tests 
become  available  we  hope  to  place  them  before  our 
readers. 
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29. — In  Paris.  Top  :  Sacre  Coeur. 


Copyright,  HendJev  Page,  Ltd. 

FROM  A  HANDLEY  PAGE  MACHINE; 

Below  :  General  View  of  Montmartre. 


157 


C  2 


March  16,  1922 


THE  HUFF-DALAND  BIPLANE 


Hri'i-,  Daland  and  Co.,  of  Ogdeusburg,  N.Y.,  have  recently 
produced  two  interesting  machines  incorporating  thick-section 
wings  and  several  novel  constructional  features.  These  two 
machines  are  known  as  the  H.D.gA  two-seater  Army  training 
biplane,  and  the  H.D.SA  "  Petrel  ”  three-seater  commercial 
biplane.  The  former  was  bronght  out  to  meet  the  United 
States  army  requirements  of  a  Type  14  air-cooled-engine 
training  ’plane,  and  was  fitted  with  a  100  h.p.  Anzani  engine, 
whilst  the  latter  is  a  further  development  of  this  machine 
incorporating  the  Curtiss  O.X.5  water-cooled  engine.  It:  was 
produced  to  meet  the  demand  for  a  strong,  moderate- 
powered  three-seater  of  simple  construction,  capable  of  being 
operated  and  maintained  at  the  lowest  possible  figure. 

Except  for  the  changes  necessitated  by  the  change  of 
engine  and  a  slightly  more  streamlined  fuselage  in  the  H.D.SA, 


both  of  these  machines  follow  tire  same  general  tvpe  of  con¬ 
struction,  and  the  following  description  more  or  less  applies 
to  both. 

It  is  in  five  fuselage  that  the  most  interesting  feature  of  the 
H  D.  machines  is  to  be  found  A  somewhat  unusual,  but  at 
the  same  time  exceedingly  simple,  method  of  construction 
lias  been  employed  on  all  the  H.D.  models — a  form  of  con¬ 
struction  differing  from  the  orthodox  braced  girder  type,  as 
may  be  seen  on  referring  to  the  accompanying  illustrations. 
I  t  will  be  seen  that  the  upper  and  lower  longerons  in  this  case 
form  a  triangulated  truss  between  the  main  planes  ancT  the 
tail,  the  apex  being  at  the  latter-very  much  after  the  fashion 


of  the  outrigger  tail  booms  of  the  "  box-kite  "  biplane 
Each  upper  member,  or  longeron,  runs  from  the  rear  spar  of 
the  top  plane,  where  it  is  connected  with  the  corresponding 
lower  member  by  two  struts,  meeting  the  latter  at  the  location 
of  the  lower  plane  rear  spar  and  the  foremost  extremity- - 
at  engine  partition — respectively.  Other  vertical  struts 
connect  the  upper  and  lower  members  at  the  end  of  the 
cockpit,  at  the  tail  (leading  edge)  and  midway  between  these 
points.  Auxiliary  longerons  extend  rearwards  from  the  top 
of  the  transverse  engine  bulkhead  and  form  the  pilot's  and 
passengers’  cockpit.  Aft  of  the  latter  the  auxiliary  longerons 
are  decked  over  by  means  of  stringers,  whilst  a  curved  bottom 
is  similarly  formed  on  the  lower  members. 

By  this  form  of  construction  tail  loads  and  wing  loads  are 
carried  by  direct  paths  through  these  rigid  members  in  place 
of  the  usual  struts  and  wires.  It  also  greatly  reduces 
the  number  and  weight  of  parts,  whilst  the  tune  taken 
in  assembly  is  likewise  reduced.  The  only  wire  ciuss- 
bracing  is  between  the  lower  longerons ,  and  these  wires 
are  threaded  on  the  ends  and  carried  through  holes  in 
the  longerons  at  the  strut  junctions  to  a  small  steel 
plate  and  nipple.  The  use  of  a  large  number  of 
tumbuckles  is  thus  obviated. 

Veneer  is  used  for  covering  the  fuselage  from  the 
engine  plate  to  a  point  ait  of  the  cockpit,  and  access 
to  the  latter  is  by  means  of  side  doors  which  in  no 
way  weakens  the  fuselage  structure.  The  rest  of  the 
fuselage  is  fabric-covered. 

The  mounting  of  the  10-cylinder  Anzani  engine 
follows  that  employed  on  the  earlier  training  model 
turned  out  by  this  firm — the  IT.D.4.  It  consists  of 
a  circular  nose-piece  to  which  the  engine  is  bolted, 
supported  by  a  system  of  tubular  trussing  connected 
to  the  forward  bulkhead  at  the  longeroti  junctions. 
Four  large  pins  connect  the  unions  of  these  tubes 
at.  their  attachment  to  the  fuselage,  making  the 
removal  of  the  engine  unit  an  easy  matter,  and  allowing 
the  engine  to  be  swung  backward  for  inspection  by  with¬ 
drawing  two  pins  011  one  side  or  the  other. 

In  the  case  of  the  Curtiss  O.X.  5,  in  the  H.D.SA,  the  mount¬ 
ing  is  as  follows  : — The  fuselage  terminates  with  a  solid  bulk¬ 
head  and  fire-shield,  upon  which  six  large  pin  fittings  are 
mounted.  The  tubular  engine  mounting  itself,  made  up  in 
two  halves,  right  and  left,  is  bolted  to  these  fittings  without 
the  need  of  any  cross  wires  or  external  bracing  for  support:. 
It  may  be  detached  with  the  engine  as  a  unit  in  case  of  quick 
changes  on  tbe  aerodrome,  while  in  the  shop  the  engine  can  be 
slipped  into  place  along  the  bearers  without  having  to  disturb 


The  Huff-Daland  H.D.9A  Biplane  :  Three-quarter  front 
view  of  the  100  h.p.  Anzani  model. 
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THE  HUFF-DALAND  H.D.8A  BIPLANE  :  General  arrangement  drawings. 
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any  of  the  accessory  fittings.  The.  cowling  is  hinged  aft  of  the 
engine  top  and  bottom,  so  that  it  may  be  raised  or  lowered 
entirely  out  of  the  way  and  yet  not  require  complete  removal. 

The  wing  section  employed  in  both  machines  is  the  Got¬ 
tingen  387.  Both  upper  and  lower  wings  are  built  upon 
vencer-sided  box  spars.  The  veneer  sides  terminate  at  points 
about  one-fifth  of  the  span  from  the  wing  tips,  the  remaining 
portion  of  the  spar  being  formed  by  a  Warren  truss  supporting 
the  upper  and  lower  members  of  the  spar.  The  ribs  are  of 


balanced,  washed-out  type,  They  are  carried  upon  false 
spars,  and  are  identical  in  area  and  arrangement  with  Fokker 
D-VIJ  design.  I  he  leading  edge  consists  of  a  large  steel 
tube,  and  the  trailing  edge  a  much  smaller  gauge  tubing  ; 
they  are  connected  by  short  triangular  nbs  of  steel  tubing. 
1  he  ailerons  are  actuated  by  a  push-and-pull  rod  extending 
within  the  wing,  and  connected  by  a  bell  crank  and  tube  to 
the  horn  on  the  aileron  tube.  Movement  of  this  push-and- 
pull  rod  is  obtained  by  the  use  of  two  cables  running  over  four 
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special  construction  and  novel  design.  Owing  to  the  great 
wing-depth  two  independent  girders  of  basswood  are  used 
to  form  the  top  and  bottom  flanges,  fastened  together  by 
suitably  spaced  vertical  members.  The  fabric  is  sewed 
separately  about  the  upper  and  lower  parts,  giving  added 
security  by  forming  an  independent  attachment  for  both 
surfaces.  Sand  texts  have  been  carried  out  on  these  ribs 
beyond  the  required  f.s.  of  8  without  sign  of  failure.  The 
entering  edge  is  of  veneer. 


pulleys  and  fastened  to  it  directly  over  the  cockpit.  By 
removing  two  connections,  readily  accessible  through  holes 
in  the  lower  surface,  the  upper  wing  may  be  removed  with 
its  controls  complete. 

The  tail  surfaces  consist  of  an  adjustable  horizontal  stabi¬ 
liser,  a  one-piece  unbalanced  elevator  hinged  to  the  trailing 
edge  of  the  stabiliser r  and  a  vertical  fin  and  balanced  rudder 
braced  by  two  adjustable  tubes.  Aluminium  sheathing  is 
provided  to  prevent  leakage  at  the  union  of  the  stabiliser 
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A  double  set  of  drift  wires,  which  independently  truss  the 
upper  and  lower  members  of  the  spars,  give  unusual  rigidity. 
The  top  plane  is  supported  with  a  rigid  connection  between 
the  rear  spar  and  the  apex  of  the  fuselage  longeron,  and  three 
additional  struts  on  each  side.  These  are  located  as  in  the 
Fokker  D-VII  biplanes,  one  extending  from  the  lower  fuselage 
longeron  at  junction  with  lower  rear  wing  spar  to  the  upper 
rear  wing  spar  at  the  end  of  the  centre  section  ;  a  second 
strut  extends  from  the  forward  extremity  of  the  lower  longeron 
— at  junction  with  front  chassis  strut— to  the  front  top  wing 
spar,  corresponding  to  the  rear  spar  attachment.  The  third 
strut  runs  from  the  top  of  the  second  to  the  forward  extremity 
of  the  auxiliary  fuselage  longeron.  These  struts,  as  well  as 
the  “  N  ”  interplane  struts,  are  of  streamline  steel  tubing, 
the  "  N  ”  struts  being  adjustable  for  the  correction  of  inci¬ 
dence.  The  lower  wing  fits  into  a  recess  formed  in  the 
fuselage  bottom,  and  is  secured  by  four  large  bolts — a  system 
also  similar  to  that  employed  on  the  Fokker  D-VII. 

Ailerons  are  fitted  to  the  top  plane  only,  and  are  of  the 


and  the  elevator.  Conventional  controls  are  used  for  the 
rudder  and  elevator. 

The  usual  V-type  landing  gear  is  fitted,  constructed  of  steel 
tubing,  but  the  method  of  securing  the  shock-absorber  cords 
is  somewhat  unusual.  These  are  wrapped  on  separate 
spindles  and  fitted  as  units,  providing  an  easy  means  of 
replacement. 

An  extremely  simple  petrol  system  is  employed  on  these 
machines,  consisting  of  two  11 -gal.  tanks  located  in  the 
middle  of  the  top  plane,  each  connected  by  a  £-in.  steel  tube 
carrying  in  its  centre  a  sight  gauge,  giving  a  positive  record 
at  all  times  to  the  pilot.  Petrol  flows  by  gravity  directly 
from  the  tank  to  the  carburettor,  using  the  hollow  flying 
struts  as  a  medium — outlets  being  welded  at  the  upper  and 
lower  ends  for  hose  connections.  In  a  similar  way  a  large 
hand  pump,  accessible  from  the  cockpit,  is  connected  through 
another  strut  to  the  tanks,  and  thus  provides  an  easy  and 
quick  m£ans  for  filling  the  tanks. 

During  flight  tests  with  these  machines  the  characteristic 
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high-lift  qualifies  of  the  thick  wing  sections  at  high  angles 
of  incidence  were  demonstrated  to  a  marked  degree.  It 
is  stated  that  the  1I.D.8A,  arranged  as  a  dual-control  two- 
seater,  has  been  accepted  by  the  United  States  Army  for 
training  purposes. 

The  general  specifications  of  the  H.D.8A  for  commercial 
work  are  given  below,  and  these,  with  one  or  two  exceptions, 
also  apply  to  the  M.D.qA  : — 

Span — upper 


Span  lower 
Length  over  all 
Height  over  alt 
Chord — upper 
Chord — lower 
Stagger  . . 

Gap  (mean) 

Incidence  (upper  and  lower; 


H 


29  it. 

21  ft.  6  ins. 
24  ft. 

9  ft. 

3  ft.  6  ins. 

4  ft. 

10}  ins. 

4  ft.  6  ins. 
o° 

E 


VVmg  section  ..  --  , , 

. .  Gottingen  387. 

Total  wing  area. 

. .  227  ft. 

Rudder  area 

4  4  st}.  ft* 

Fin  ar  ea  . . 

7!  sq.  ft. 

Stabiliser  area  . . 

Elevator  area  . .  , , 

. .  io£  sq.  ft. 

A  Heron  area 

..  n}  sq.ft. 

Weight  light  (with  water) 

. .  r,i20  lbs. 

Useful  load 

660  lbs. 

Passengers  (tw  o)  and  pilot 

..  510  lbs. 

Petrol  and  oil  .  . 

Loading  per  square  foot 

. .  7.9  lbs. 

Loading  per  horse -power 

19.8  lbs. 

Endurance  (full  throttle) 

. .  2}  hrs. 

Speed  range 

. .  85-31  m.p.h. 

Climb  (at  sea  level) 

,  .  370  ft.  per  min. 

Absolute  ceiling. . 

.  .  10,100  ft. 

E  E 


NOTICES  TO  AIRMEN 


Italy  :  Regulations  Governing  Flight 

The  following  are  extracts  from  regulations  governing 
flight  over  Italian  territory,  issued  by  the  Italian  .Ministry  of 
War  under  date  November  19,  1921  : — 

(1)  Aerodrome  Control. — (a)  Acrobatic  landings  are  prohi¬ 
bited  at  every  aerodrome  throughout  the  realm.  (Article  22,) 

(b)  Direction  of  Landing. — In  every  aerodrome  the  normal 
hue  of  landing  and  ■'  taking  off  "  shall  be  clearly  indicated 
on  the  ground  by  a  T,  the  dimensions  of  which  shall  conform 
to  those  shown  in  Fig.  1.  The  long  arm  of  the  T  indicates  the 
direction  of  landing,  and  the  shaft  arm  indicates  the  proper 
position  for  the  under-carriage  wheels  to  touch  ground.  In 
every  aerodrome  there  shall  not  be  more  than  one  T,  which 
shall  be  oriented  in  the  most  natural  direction  of  landing, 
taking  into  account  the  direction  of  the  prevailing  wind. 
(Article  27.) 

The  direction  of  landing  indicated  by  the  T  shall  be  obli¬ 
gatory  for  all  aircraft.  (Article  28.) 

It  an  aeroplane,  owing  to  the  necessity  of  landing  up  wind, 
be  obliged  to  land  in  a  direction  different  from  that  indicated 
by  the  T,  and  if  the  dimensions  of  the  aerodrome  permit. 


or  the  vicinity  of  persons  or  dwellings  may  m  any  way 
endanger  the  public  safety. 

(e)  To  carry  out  any  flight  at  an  altitude  of  less  than  1,000 
metres  (3,280  ft.)  above  any  aerodrome  or  place  hi  which  a 
public  meeting  is  being  held.  This  rule  may  be  waived  only- 
in  the  case  of  meetings  of  a  sporting  nature  when  a  special 
written  authorisation  has  been  received  from  the  competent 
aeronautical  authorities  and  from  the  competent  political 
authorities  having  jurisdiction  over  the  area  within  which 
the  meeting  is  to  be  held  Such  authorisation  will  only  be 
granted  where  all  the  circumstances  relating  to  the  event 
and  to  the  locality  are  such  as  to  guarantee  public  safety. 
(Article  36.) 

(No.  23  of  1922.) 

Wireless  Navigational  Warnings  to  Airmen 

t.  Information  of  a  specially  urgent  nature  concerning 
aerial  navigation,  e.g.,  warning  regarding  the  discontinuation 
of  navigational  aids  or  obstruction  of  landing  area-  at.  aero¬ 
dromes,  will  in  future  be  broadcasted  by  wireless  telegraphy 
from  Air  Ministry  W/T  Station,  in  addition  to  being  promul¬ 
gated  in  the  usual  manner.  % 

2.  Such  notices  issued  by  wireless  will  be  added  at  the  end 
ot  the  Air  Ministry  synoptic  weather  reports  transmitted  on 
a  wave  length  of  1,400  metres  C.W.  at  any  of  the 
following  times 

0600  G.M.T.,  0800  G.M.T.,  1400  G.M.T.,  ryOo 
y  j  G.M.T.  (No,  25  of  1922.) 


NOTICES  TO  GROUND  ENGINEERS 
Avro  504 K.  Type  ALrcraft  :  Gravity  Tanks 

r.  The  gravity  tank  on  the  top  centre  section  is  to  be 
considered  a  standard  fitting  on  Avro  504K  aircraft. 

2.  No  Certificate  of  Airworthiness  in  respect  of  this  type 
Of  aircraft  will  be  issued  unless  a  gravity  tank  is  fitted. 

3.  No  renewal  of  an  existing  Certificate  of  Airworthiness  in 
respect  of  this  tvpe  of  aircraft  wall  he  granted  unless  a  gravity 
tank  is  fitted. 

4.  These  gravity  tanks  are  obtainable  from  Messrs,  A.  V. 

Roe  and  Co.,  Ltd.  (No.  2  of  1922.) 


the  signal  to  the  aircraft  in  flight  shall  be  given  by  placing 
in  the  new  landing  direction  white  ground  strips  in  the  form 
of  a  Roman  dagger,  as  shown  in  Fig.  2.  It  shall  be  obligatory 
to  display  this  signal  only  at  aerodromes  having  no  proper 
semaphore  service.  (Article  29.) 

(c)  Marking  of  Obstructions , — All  fixed  obstructions  dan¬ 
gerous  to  flying  (such  as  towers,  chimneys,  W/T  aerials,  etc.) 
within  a  zone  of  500  metres  around  all  aerodromes  shall  be 
indicated  by  three  lights,  one  white,  one  red  and  one  green. 
(Article  35.) 

Note. —  Pending  information  that  the  system  of  markings 
described  above  has  been  definitely  established,  pilots  landing 
on  Italian  aerodromes  should  not  assume  without  investiga¬ 
tion  that  marks  are  laid  down  in  accordance  with  this  system. 

(2)  Height  of  Flight  ;  Aerobatics ,  etc. 

It  is  strictly  prohibited  : — 

(a)  To  engage  in  aerial  acrobatics  of  any  kind  whatsoever  at 
an  altitude  of  less  than  1,000  metres  (3,280  ft)  above  the 
aerodrome. 

b)  To  engage  in  aerial  acrobatics  above  inhabited  areas. 

c)  To  fly  over  inhabited  areas  at  a  height  of  less  than 
1,000  metres  (3,280  ft.)  in  the  case  of  flying  machines  and  of 
less  than  200  metres  (660  ft.)  in  the  case  of  free  balloons  and 
airships. 

(d)  To  carry  out  any'  flight  which  on  account  of  low'  altitude 


41  Petroflex  ”  Tubing  and  Jointing 

The  following  precautions  should  be  observed  when  using 
"  Petroflex  "  tubing  : — 

i  The.  ends  of  piping  or  connections  to  be  joined  by  means 
of  "  Petroflex  ”  should  be  parallel,  with  sharp  edges  removed. 

2.  Pipes  should  enter  the  short  lengths  of  "  Petroflex  ” 
up  to  the  first  corrugation,  but  no  further. 

3.  On  no  account  must  the  lining  of  the  tubing  be  stretched 
or  contracted  by'  attempting  to  fit  it  to  connections  of  a  size 
other  than  that  for  which  it  was  manufactured. 

4.  Ends  of  '•  Petroflex  ”  joints  should  be  slightly  bell- 
mouthed  (to  the  extent  of  approximately  tV  in.)  iu  order 
to  prevent  the  lining  from  being  forced  back  or  injured  when 
assembling. 

5-  Care  should  be  taken  not  to  twist  or  disarrange  the 
tubing  during  assembly. 

6.  Gold  size  may  be  applied  to  the  connections  before  fitting 
the  tubing.  This  facilitates  assembly  and  makes  a  good  joint. 
On  no  account  should  soft  soap  or  oil  be  used  as  a  lubricant 
for  this  purpose.  , 

7.  Tubing  must  be  securely  fixed  by  means  of  approved 
hose  clips. 

8.  "  Petroflex  ’  must  not  be  used  in  either  water  or  lubri¬ 
cating  oil  systems. 

0.  “  Petroflex  "  tubing  should  be  stored  in  a  dry  place. 

(No.  3  of  1922.) 
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ZI  @  OFFICIAL  NOTICES  TO  MEMBERS 


COUPE  HENRY  DEUTSCH  DE  LA  MEURTHE 
(International  Contest) 

J  ruder  the  Regulations  of  the  Fddiration  A  iron  antique 
Internationale  and  the  C.S.A «) 

GENERAL  REGULATIONS 
Last  week  we  -were  able  to  refer  briefly  to  the  new  rules  for 
the  Coupe  Deutsch  rle  la  Meurthe.  We  have  now  received 
the  complete  regulations  as  drawn  up  by  the  Commission 
d‘ Aviation  of  the  Aero  Club  de  France , 

Origin  of  the  Cup 

Art.  r.  Mme  Henry  Deutsch  de  la  Meurthe  and  her  family 
have  decided  to  offer,  in  memory  of  M.  Henry  Deutsch  de  la 
Meurthe,  a.  sum  of  200,000  francs  for  an  international  speed 
contest  to  be  called  the  Coupe  Henry  Dell tSch  de  la  Meurthe. 

The  Cup  will  be  contested  under  the  conditions  laid  down 
in  the  present  regulations,  which  have  been  drawn  up  at  the 
request  of  the  donors,  and  with  their  approval,  by  the  Cmh- 
nnssion  d' Aviation  of  the  Aero  Club  de  France.  The  Commission 
d' Aviation  is  responsible  tor  the  organisation  of  the  Contest. 

Prizes 

Arl .  2.  The  sum  of  200,000  francs  will  be  distributed  as 
follows  (a)  An  objet  d'art  of  20,000  francs,  (b)  Three 
prizes  of  60 , 000  francs  each  to  be  awarded  to  the  winners  of 
the  Cup,  in  accordance  with  the  present  regulations. 

General  Conditions 

Art,  3.  The  Contest  will  be  an  international  challenge  open 
to  all  machines  of  Class  “  C  "  (flying  machine  with  engine). 
It:  will  consist  of  a  speed  test  over  a  distance  of  about  300  kms. 
Each  year  before  May  1,  the  Commission  d' Aviation  of  the 
Aero  Club  dc  France,  taking  into  account  the  progress  in 
Aviation,  'hall  publish  the  special  regulations  for  that  year. 
Qualification  of  Competitors  Pilots 
Irt  4.  Every  qualified  National  Federation  shall  signify 
to  the  A  era  Club  di  France  its  willingness  to  contest  the  Cup. 
This  notification  must  reach  the  Secretary  of  the  Commission 
d' Aviation  of  the  said  Club  before  the  date  fixed  by  the  special 
regulations  for  the  year.  This  entry  must  be  accompanied 
by  a  sum  of  7,000  francs  for  each  machine,  500  francs  being 
returned  in  respect  of  each  machine  crossing  the  starting  line 
in  flight. 

The  entrants  of  each  nation  shall  be  the  constructors  ot 
the  machines,  and  shall  not  be  approved  unless  presented  by 
a  National  Federation  affiliated  to  the  Federation  A  iron  antique 
Internationale.  Each  National  Federation  shall  not  present 
more  than  three  entrants  (i.e.t  3  machines  in  all). 

The  entrants  and  pilots  in  charge  of  the  machines  must  be 
of  the  same  nationality  as  the  Federation  presenting  them 
or  belong  to  a  country  not  represented  on  the  Federation 
A  cron  antique  Internationale,  the  countries  that  were  at  war 
with  France  from  1914  to  rqiS  being  excepted,  unless  they 
are  members  of  the  League  of  Nations. 

Date  and  Place  of  Contest 

Art .  5.  The  Cup  will  be  contested  each  year  on  a  date  and 
ala  place  fixed  by  the  Special  Regulations  for  the  vear. 

Award  of  the  Cup. — Provisional  Holder  and 
Permanent  Holder 

Art.  6.  The  National  Federation  recognised  by  the 
Federation  Aeronautique  Internationale  whose  representative 
has  won  the  Cup,  shall  be  the  Provisional  Holder  until  the 
following  award  has  been  made.  The  objet  d’art  shall  remain 
in  the  hands  of  the  A  n  o  Club  de  France  until  the  final  award 
lias  been  made. 

The  Permanent.  Holder  of  (he  Cup  shall  be  the  Competitor 
who  has  twice  won  the  Contest,  or,  failing  that,  the  third 


winner.  In  the  event  of  the  first  two  contests  being  won  by 
the  same  competitor,  this  competitor,  having  become  the 
Permanent  Holder  of  the.  Cup,  shall  at  the  same  tunc  receive 
the  remaining  two  prizes  of  bo,ooo  francs. 

Art,  7.  Entrants  are  responsible  for  all  accidents  to  them¬ 
selves  and  their  personnel ,  as  well  as  for  damages  of  any  kind 
to  third  parties,  officials,  etc.,  caused  by  their  machines,  pilots, 
workmen  or  themselves. 

Art.  8.  To  satisfy  administrative  and  customs  requirements, 
competitors  must  send  to  the.  Commission  d’ Aviation  dc  l’ Aero 
Club  de  t  rance,  on  a  date  to  he  fixed  by  the  annual  regula¬ 
tions,  the  following  information  (failure  to  do  so  may  prevent 
the  competitor  taking  part  in  the  Contest)  : — 

1.  Value  of  each  machine.  2.  Name  and  address  of  the 
pilot  of  the  machine,  also  name  and  address  of  the  substitute, 
it  being  permissible  to  change  the  first  pilot  if  necessary. 
3.  Name  or  number  of  machine.  4.  Type  of  machine  and 
motor.  5.  Weight  and  material  of  wings.  6.  Weight  of 
motor.  7.  Weight  of  propellers,  8.  Country  of  origin. 

Supplementary  Regulations  for  1922 

Art.  1.  The  Contest  will  take  place  over  300  kilometres  in 
the  circuit  Villesauvage— La  Marmogne  (the  course  of  the 
( .ordon  Dennett  Cup,  1920).  Alighti tigs,  repairs  and  replenish¬ 
ments  are  allowed. 

Art.  2.  The  Contest  will  take  place  on  Saturday,  September 
30,  1922. 

Art.  3.  Entries  presented  by  the  National  Federations  must 
reach  the  Commission  d' Aviation  de  l’ Aero  Club  de  France 
before  6  p.m.,  on  Saturday,  August  19,  1922. 

Art.  4.  Machines  must  be  on  the  Aerodrome  at  Villesauvage 
before  4  p.rn.  on  the  day  before  the  Contest,  viz.,  September 
29,  1922. 

Art.  5.  Competitors  must  send  to  the  Secretary  of  the 
Commission  d'A vialuni  before  6  p.m.  on  August  19,  1922,  the 
information  required  in  Art.  8  of  the  General  Regulations 

Art.  6.  Each  entrant  must  nominate,  by  a.  declaration  in 
writing  to  be  handed  to  the  Commissaires  Sportifs  before  6  p.m. 
on  the  day  before  the  Contest,  a  person  to  represent  him  on 
the  Course.  This  person  shall  declare  the  time  of  departure. 

Art.  7.  The  Contest  shall  be  open  from  9  a.m.  to  6  p.m. 
During  this  period  of  9  hours,  starts  shall  be  made  at  times 
chosen  by  the  competitors,  as  follows  :• — 

Each  entrant,  or  the  person  accredited  by  him,  shall  inform 
the  Commissaires  Sportifs  of  his  intention  of  starting,  indi¬ 
cating  the  time  at  which  he  wishes  to  start.  The  Com- 
missaires  Sportifs  shall  then  hand  to  him  a  slip  fixing  the  time 
of  starting,  after  which  30  minutes  will  be  allowed  to  the 
competitor  to  cross  the  starting  line  in  flight. 

If  after  the  expiration  of  this  time  the  competitor  has  not 
crossed  the  starting  line  in  flight,  he  wall  be  obliged  to  make 
a  second  and  final  request  to  start,  and  the  same  procedure 
will  be  followed  as  for  the  first  request,  except  that  at  the 
expiration  of  the  second  30  minutes  the  competitor  will  be 
considered  to  have  started. 

Art,  8.  The  Cup  will  not  be  awarded  if  the  speed  attained 
is  less  than  280  kms.  per  hour. 

Art.  9.  In  the  event  of  bad  Tveather  on  the  day  of  tire 
Contest  the  Commissaires  Sportifs  may  postpone  the  contest 
from  time  to  time. 

All  communications  regarding  this  Contest  should  be 
addressed  to  the  Secretary.  Royal  Aero  Club,  3.  Clifford 
Stcee.%  London,  W.  t. 

Previous  Winner 

1921.  France. — Georges  Kirsch,  Villesauvage,  October  1, 
1921.  Nicuport-Delage.  300  h.p.  Hispano-Suiza.  Distance 
300  kms.  Time,  1  h.  11  m.  39I  s. 


EASTER  AVIATION  MEETING 

The  Royal  Aero  Club  will  hold  au  Aviation  Race  Meeting  at 
Waddon  Aerodrome,  Croydon,  on  Easter  Monday,  April  17, 
1922,  starting  at  3  p.m. 

Members  of  the  Club  will  be  admitted  free  on  presentation 
of  their  membership  cards.  Motor  cars,  5s. 

Programme 

Club  Handicap. — For  machines  Avro  type.  Distance 
approximately  16  miles.  Prizes  £30. 

Second  Waddon  Handicap. — For  machines  with  a  speed  of 


not  less  than  roo  m.p.h.  Distance  approximately  32  miles. 
Prizes,  £30. 

Second  Croydon  Handicap. — For  machines  with  a  speed 
of  less  than  roo  m.p.h.  Distance,  approximately  24  miles. 

Fust  Spying  Handicap. — For  machines  occupying  the  first 
three  places  in  the  Waddon  and  Croydon  Handicaps.  Dis¬ 
tance,  approximately  32  miles.  Prizes,  £60. 

Double  Parachute  Descent. — By  Sergeant  W.  Newell  in  a 
”  Guardian  2\ngcl  ”  parachute. 

Balloon  Sniping  Competition . 
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The  Aircraft  Disposal  Co.,  Ltd.,  have  certain  machines 
a  vailable  for  the  Races,  and  they  will  be  prepared  to  consider 
applications  for  the  hire  of  these  from  qualified  pilots. 
Applications  should  be  made  direct  to  the  Company  at  \Y addon 
A  ero drome ,  Croydon . 

The  following  Club  machines  will  also  be  available  : — - 
B.E.2E  (2-seater),  90  h.p.,  R.A.F. 

Avro  (2-seater),  no  h.p.  Le  Rhone. 

Avro  (2-seater),  no  h.p.  Le  Rhone. 

Avro  (2-seater),  no  h.p.  Le  Rhone. 

Qualified  pilots  wishing  to  take  part  in  the  Races  may  hire 
any  of  these  machines  from  the  Club  at  £3  for  each  event, 


which  will  include  cost  c  f  petrol,  oil  and  insurance  of  machine. 
Applications  for  these  machines  should  be  made  direct  to  the 
Club. 

The  Races  will  be  over  a  circuit,  the  machines  remaining 
in  sight  of  the  spectators  at  the  Aerodrome  all  the  time. 

Entries  close  on  Friday,  April  7,  1922,  at  5  p.m.  Entry 
fee,  £1  for  each  event. 

Further  particulars  of  the  Races  may  be  obtained  from  the 
Club. 

Offices:  THE  ROYAL  AERO  CLUB, 

3,  CLIFFORD  STREET,  LONDON.  W.  1. 

H.  E.  PERRIN,  Secretary. 


LONDON  TERMINAL  AERODROME 


Monday  Evening,  March  13. 

The  air  station  becomes  gayer  and  more  brightly  painted 
day  by  day.  If  paint  were  any  criterion  of  the  success  of 
commercial  aviation,  it  would  appear  that,  the  air-lines  are 
in  a  very  flourishing  condition.  The  Grands  Express  have 
nearly  completed  their  new  passengers'  waiting-room,  and 
are  painting  it  in  the  firm’s  particular  shade  of  light  blue. 
The  Instone  Line's  passenger  waiting-room  is  an  ambitious 
affair,  with  writing-tables,  comfortable  armchairs,  and  a  settee. 

It  would  almost  appear  as  though  the  various  air-lines 
expect  their  passengers  to  do  a  lot  of  waiting.  Yet  any 
such  attitude  would  be  very  hard  to  justify.  Surely  it  might 
be  better  if,  instead  of  expending  time,  money  and  space  on 
the  provision  of  these  waiting-rooms,  the  air-lines  were  to 
arrange  their  car  and  aeroplane  services  so  that  no  waiting 
is  necessaiy.  Considering  the  amount  of  time  already  spent 
on  the  journey  between  terminal  aerodromes  and  cities  there 
should  be  no  waiting  whatever  on  the  ’drome. 

For  the  past  week,  workmen  have  been  busy  digging  a 
huge  hole  on  the  edge  of  the  aerodrome,  near  the  new  hangars, 
and  this  morning  a  giant  petrol-tank  arrived  ready  to  be 
buried  therein.  Pipe-lines  are  to  be  run  out  to  the  new 
hangars,  so  that  machines  can  be  filled  with  petrol  without 
having  to  wait  their  turn  near  the  departure-platform. 

The  Housing  of  the  “Air  Expresses” 

The  Daimler  Airway  are  erecting  a  dynamometer  for 
testing  their  engines,  and  have  already  put  down  the  concrete 
base  next  the  hangar  nearest  the  departure.platform.  This 
company  arc  to  have  the  top  hangar,  Handley  Page  Transport 
and  the  Instone  Air  Line  the  next  two;  while  the  fourth  is, 
I  understand,  to  be  occupied  by  the  K.L.M. 

The  K.L.M.  “  F.2,"  which  arrived  from  Holland  a  fortnight 
ago,  and  has  been  held  up  for  repairs  to  the  engine,  left 
for  Amsterdam  this  morning.  Mr.  R.  E.  Duke,  who  is  joining 
the  Daimler  Airways,  has  been  retained  by  the  K.L.M.  to 
pilot  this  machine  to  Amsterdam.  He  had  with  him,  in 
the  seat  beside  the  pilot,  Mr.  Van  Der  Hoop,  a  Dutch  pilot, 
who  is  getting  used  to  the  London-Amsterdam  route,  and 
will  probably  be  seen  on  the  service  this  summer.  Mr. 
Leverton,  who  had  business  in  Amsterdam,  travelled  as 
passenger  in  the  machine,  and  was  anticipating  a  very -rough 
trip,  as  the  wind  was  blowing  almost  a  gale  from  the  east, 
and  the  journey  was  expected  to  take  between  four  and  five 
hours. 

In  connection  with  the  activities  of  the  Fokker  firm,  which 
ate  apparently  on  the  increase,  Mr.  Van  Der  Waal,  the  mana¬ 
ger  of  the  Fokker  works,  has  been  in  London  buying  aero¬ 
engines.  I  understand  that  he  bought  Napier  “  Lions  ” 
for  the  "  F.4,”  and  Rolls-Royce  “  Eagles  ”  for  a  new  machine, 

<$> 

British  Empire  League 

The  Duke  of  Devonshire  presided  over  a  meeting  of 
the  Council  of  the  British  Empire  League  on  March  7  ,  at 
the  House  of  Lords.  Among  those  also  present  were  : 
Lord  Aberdeen,  Lord  Blytli,  Lord  Buxton,  Lord  Foley, 
Lord  St.  John,  Lord  Sydenham,  Mr.  A.  H.  Ashbolt  (Agent- 
General  for  Tasmania),  Sir  Ion  Llamilton  Benn,  M.P.,  Sir 
Edward  Beauchamp,  M.P.,  Sir  John  Cockburn,  Sir  J.  D. 
Connolly  (Agent-General  for  Western  Australia),  W.  Herbert 
Daw,  Admiral  Sir  E.  R.  Fremantle,  Mr.  Lewis  Haslam,  M.P., 
Sir  J.  Norton-Grifftths,  M.P.,  Sir  J.  Hood,  M.P.,  Colonel 
Culver  James,  Sir  John  Randles,  M.P.,  Mr.  Gershom 
Stewart,  M.P.  and  Mr,  C.  Freeman  Murray  (Secretary). 

On  the  motion  of  Sir  J.  Norton-Gritfiths,  M.P.,  seconded 
by  Mr.  A.  H.  Ashbolt  (Agent-General  for  Tasmania),  the 
following  resolution  was  unanimously  adopted  : — 

"  The  Council  of  the  British  Empire  League  considers 
that  the  establishment  of  an  Imperial  Air  Service  by  means 
of  airships  working  from  Great  Britain  to  Egypt,  India, 


the  “  F.5,”  which  is  an  intermediate  size  between  the  “  F.2  “ 
and  “  F.4.” 

The  Instone  Air  Line  are  considerably  worried  by  the 
engineers’  labour  trouble.  They  are  afraid  that  it  will  hold 
up  the  new  machines  which  Vickers  are  building  for  them, 
and  also  the  repairs  which  are  being  made  to  some  of  the 
old  ”  flying  stock.” 

The  great  gale  on  Wednesday  last  completed  the  work  of 
bringing  clown  two  of  the  disreputable  old  hangars  which  have 
been  an  eyesore  in  front  of  the  Disposal  Company’s  sheds  since 
the  aerodrome  opened.  Luckily,  there  were  only  a  few  old 
machines,  of  no  commercial  value,  in  the  hangars  at  the  time 
they  were  blown  down. 

A  number  of  machines  of  various  types  have  been  out  on 
test  for  the  Disposal  Company,  during  the.  week,  and  Mr 
Pierey  brought  back  a  machine — originally  destined  for 
Spain — which  had  been  damaged  while  landing  at  Paris 

Forced  Landing  and  Damage  of  a  “  Goliath  ” 

One  of  the  Grands  Express  Goliaths  was  ”  written  off  ” 
by  a  forced  landing  on  Saturday  at  Farnborough,  Kent. 
The  pilot  and  three  passengers  escaped  injury.  The  pas¬ 
sengers  were,  in  fact,  rather  intrigued  by  their  experience  ; 
but  the  machine  had  its  under-carriage  and  fuselage  very 
badly  damaged.  M.  Chalambel,  the  pilot,  had  been  forced 
to  descend  owing  to  a  mist  which  was  thickening  as  he 
approached  Croydon 

M.  Didicr  informs  me  that  he  expects  the  first  of  the 
Messageries'  Renault-engined  ”  Goliaths  ”  at  Croydon  on 
Wednesday.  In  the  meantime,  the  Messageries’  service  is 
still  carrying  on  with  the  ftve-seater  Spads  and  an  occasional 
Breguet.  „ 

Mi.  Olley,  of  Handley  Page  Transport,  had  a  strange 
experience  during  the  week.  While  gettmg-oft  from  Le 
Bourget,  he  apparently  caught  one  of  the  obstruction  posts, 
and  when  he  arrived  at  Croydon  this  post  was  found  wedged 
in  his  under-carriage.  It  pierced  the  bottom  plane,  in  fact, 
as  he  was  landing.  Yet  he  was  quite  unconscious  of  having 
struck  anything,  and  was  astonished  to  find  the  post  in  his 
under-carriage  when  he  descended  from  the  machine. 

Mr.  Havelock  Wilson,  of  the  Sailors’  and  Firemen's  Union, 
went  by  Handley  Page  to  Paris  to  attend  a  conference  during 
the  week.  On  his  return  journey  there  was  a  stiff  wind,  and 
the  machine  took  between  six  and  seven  hours  on  the  flight. 
Owing  to  the  length  of  the  trip,  a  descent  was  made  at  Lympne 
to  fill  up  with  petrol,  and  in  order  that  there  should  be  the 
least  possible  delay,  a  wireless  message  was  sent  by  the  pilot 
when  in  mid-Channel  asking  for  so  many  gallons  of  jSetrol. 
When  Mr.  Wilcockson  brought  the  machine  down  at  Lympne, 
the  petrol  was  ready  waiting  to  be  poured  into  the  tanks. 

<$>  <$> 

Australia,  New  Zealand  and  South  Africa,  would  be  of  the 
greatest  importance  in  the  interests  of  the  Empire,  and  urges 
upon  His  Majesty’s  Government  the  necessity  of  providing 
such  financial  guarantees  as  are  required  for  the  preliminary 
measures,  in  order  that  such  Airship  Service  may  be  established 
as  soon  as  possible,  on  a  commercial  basis, 

"  The  Council  further  considers  that  nothing  should  be 
done  to  break  up  the  existing  ships,  plant  and  personnel 
before  June  1,  as  undertaken  by  Capt,  The  Right  Hon.  F.  E. 
Guest,  M.P.,  Secretary  of  State  for  Air,  at  the  recent  Air 
Conference  in  the  Guildhall." 

The  resignation  of  Lord  Sydenham  as  Chairman  of  Execu¬ 
tive  was  received  with^much  regret,  and  Lord  Southborough 
was  unanimously  elected  as  his  successor  to  that  office. 
Wireless  Telephones  for  Channel  Machines. 

It  looks  as  if  it  will  be  possible  shortly  for  passengers  on 
the  London -Paris  machines  to  speak  by  wireless  ’phone  to 
offices  in  either  city  while  in  the  air.  The  necessary  arrange¬ 
ments  are,  we  understand,  nearing  completion. 
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THE  LOTH  GUIDE  CABLE 

An  Interesting  French  Aid  to  Air  Navigation 


At. though  there  were  relatively  few  tilings  upon  which 
members  of  the  recent  Air  Conference  agreed,  it  was  inevi¬ 
table  that  in  all  that  mass  of  problems  there  should  be  some 
upon  which  every'  one  was  agreed.  Among  these  was  the 
desirability  of  bring  able  to  fly  by  night  and  in  fogs.  Vir¬ 
tually  the  ability  to  do  this  amounts  to  doubling  the  speed 
of  any  given  aeroplane-  at  any  rate,  over  long  distances 
Even  for  such  short  routes  as  the  London- Pans,  it  was 
pointed  out  by  several,  notably  by  Gen.  Williamson  of  the 
G.P.O.,  that  a  night  air  mail  service  would  be  valuable  and 
would  save  a  great  deal  of  time.  In  addition  to  the  advan¬ 
tages  of  being  able  to  save  time  by  flying  at  night,  the  ques¬ 
tion  of  reliability  and  regularity  of  service  is  closely  bound 
up  with  the  capability'  of  hying  in  fog  or  clouds.  With  modern 
instruments  the  problem  of  flying  in  clouds  is  perhaps  less 
serious  than  that  of  carrying  on  during  foggy  weather. 
Nevertheless,  pilots  do  not  particularly  like  flying  in  or  over 
clouds — at  any  rate,  until  the  wireless  service  has  been  so 
far  developed  that  a  pilot  may  at  any  time,  and  with  a 
minimum  of  delay,  obtain  his  bearings  by  D.W.  Progress 
is  being  made  in  many  directions,  and  there  is  little  doubt 
that  before  long  fogs,  clouds  and  darkness  will  have  lost 
much  of  their  danger  to  aircraft.  Among  the  various  inven¬ 
tions  which  have  for  their  object  the  making  safe  of  flying 
under  such  conditions,  not  the  least  interesting  is  the  guide 
cable  adapted  for  aircraft  by  M.  Arthur  William  Loth,  a 
brer  ell  engineer.  Experiments  along  similar  lines  have  been 
made  at  Portsmouth  and  in  New  York,  using  a  cable  for 
directing  ships  during  foggy  weather.  The  problems  con¬ 
fronting  aircraft  are,  however,  somewhat  different,  notably 


vertical  panel,  2  the  lateral  horizontal  panel  and  3  thc 
lateral  vertical  panel.  These  panels  are  connected  to  a 
telephone  receiver,  as  in  ordinary  direction-finding  wireless, 
via  a  commutator,  so  that  the  navigator  can  “  listen  in  ,f 
on  cither  of  the  three  panels. 

According  to  the  position  of  the  machine  in  relation  to  the 
cable,  the  intensity  in  each  of  thc  three  panels  varies  or  may 
even  disappear.  For  instance,  when  the  machine  is  flying 
parallel  to  the  cable,  the  sound  is  a  maximum  in  the  longi¬ 
tudinal  panel  1,  and  nil  in  the  transverse  vertical  panel  3. 
As  the  machine  diverges  from  the  course  parallel  to  the 
cable,  the  sound  diminishes  in  the  longitudinal  panel,  and 
increases  in  the  lateral  vertical  panel,  in  which  the  sound 
becomes  maximum  when  the  machine  is  at  right  angles  to 
the  cable  The  sound  in  the  longitudinal  panel  then  vanishes. 
Thc  horizontal  panel  has  thc  property  that  the  sound  in  it 
vanishes  when  the  machine  is  vertically  above  the  cable. 
It  wall  thus  be  seen  that  if  an  aerodrome  has  a  cable  running 
around  it,  the  navigator  of  a  machine  can  determine,  even 
in  a  thick  fog,  the  exact  moment  of  crossing  the  cable,  and 
by  finding  the  height,  from  the  altimeter  he  can  determine 
at  what  angle  to  glide  into  the  aerodrome  in  order  to  make 
a  landing. 

A  special  commutator  enables  the  operator  to  put  any 
two  of  the  panels  in  series,  and  the  information  gained  by 
so  doing  enables  the  exact  position  of  the  machine  m  relation 
to  the  cable  to  be  determined,  l  hus,  by  placiug  in  scries 


On  the  left,  installation  on  board  the  aeroplane  for  utilising  the  Loth  Guide  Cable  :  1,  longitudinal  panel  ; 
2,  horizontal  panel  ;  and  3,  transverse  vertical  panel.  On  the  right,  lines  showing  magnetic  field  produced  in 

space  by  the  cable. 


on  account  of  the  third  dimension  in  which  an  aircraft  moves. 
While  it  cannot,  perhaps,  be  claimed  that  M.  Loth  invented 
thc  guide  cable,  he  can,  at  least,  claim  the  credit,  of  having 
adapted  it  for  use  with  aircraft,  and  the  Loth  system  is, 
in  our  opinion,  one  which  is  likely  to  prove  of  the  greatest 
use  in  the  future.  The  following  notes  on  the  Loth  guide 
cable  are  based  on  an  article  by  M.  P.  James  in  our  excellent 
Krone h  contemporary  t'  A  dropn U<‘ . 

The  fundamental  principle  of  the  Loth  guide  cable  rests 
on  the  fact  that  if  a  high-frequency  alternating  current  is 
sent  through  a  cable  earthed  at  each  end.  a  magnetic  field 
Of  considerable  intensity  is  created  around  the  cable.  The 
effects  of  this  field  can  be  detected  by  means  of  suitable 
instruments  at  considerable  distances  from  the  cable.  Thus 
if  an  aeroplane  or  airship  is  equipped  with  these  instruments, 
its  navigator  can  determine  his  position  relative  to  the  cable, 
and  thus  ascertain  his  bearings.  Although  the  principles  arc 
very  simple,  M.  Loth  was  faced  with  numerous  problems 
before  bringing  his  system  to  perfection.  Thus  he  had  to 
do  a  tremendous  amount  of  research  and  experimental  work 
in  connection  with  the  formation  and  extent  of  the  magnetic 
field  surrounding  the  cable.  This  work  took  a  long  time, 
as  measurements  were  often  taken  at  intervals  of  a  metre 
or  so.  The  lines  of  force,  shown  in  the  accompanying 
diagram,  were  found  to  vary  with  the  frequency  of  the 
alternating  current  sent  through  the  cable.  The  lines  shown 
in  the  diagram  represent  the  field  resulting  from  using  a 
frequency  of  600  per  second. 

As  regards  the  equipment  of  the  aeroplane,  this  is  simple 
in  principle,  consisting  in  mounting  in  a  suitable  place  -for 
instance,  on  the  tail  of  the  machine — three  panels  of  insulated 
copper  wire  so  placed  as  to  be  at  right  angles  to  each  other. 
Thus  in  the  accompanying  diagram,  1  is  the  longitudinal 


the  longitudinal  and  transverse  vertical  panels,  the  operator 
can  determine  whether  thc  machine  is  inclined  to  right  or 
left  in  relation  to  the  cable.  In  order  to  determine  whether 
the  machine  is  approaching  the  cable  from  left  to  right, 
or  from  right  to  left,  the  longitudinal  and  horizontal  panels 
are  placed  in  series.  Placing  the  transverse  and  the  hori¬ 
zontal  panels  in  series  serves  to  indicate  the  vertical  distance 
above  the  cable  ;  in  other  words,  it  shows  whether  the 
cable  is  running  up  or  down  the  side  of  a  hill  or  mountain, 
or  whether  it  is  running  horizontally  over  flat  ground.  By 
the  use  of  the  Loth  cable,  a  machine  can  thus  travel  along  over 
any  sort  of  country,  the  navigator  knowing  his  position,  and 
knowing  that  he  cannot  accidentally  run  into  a  hill  in  the  fog, 
as  his  receiver  will  warn  him  if  he  approaches  too  close  to  the 
cable.  If  this  happens  while  the  machine  is  flying  horizontally, 
he  knows  that  the  cable  is  running  up  the  side  of  a  hill,  and 
if  he  is  on  a  familiar  route  he  will  probably  know  which  is 
the  hill  in  question.  Put  in  another  way,  the  guide  cable 
is  both  a  direction  wireless  and  a  contour  map  of  the  route 
flown. 

It  goes  without  saying  that  the  inventor  had  many  diffi¬ 
culties  to  surmount,  difficulties  not  directly  connected  with 
his  system,  but  which  had  a  considerable  effect  on  its  develop¬ 
ment.  Thus  it  w'as  found  that  the  magnetos  caused  such  a 
noise,  in  the  receiver  as  to  drown,  or  nearly  so,  the  sound  from 
the  wireless  panels.  To  overcome  this  difficulty,  it  was 
necessary  to  explore  the  magnetic  fields  of  the  magnetos 
thoroughly,  and  this  was  consequently  done.  We  do  not 
propose  to  tire  our  readers  with  a  technical  description  of 
how  M.  Loth  overcame  the  difficulties.  Suffice  it  to  state 
that  he  has  succeeded  in  doing  so.  Not  only  so,  but  he  has 
found  means  of  interrupting  the  sound  from  the  w’ireless 
panels  for  the  very  short  interval  occupied  while  the  spark- 
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ing  plugs  are  giving  off  sparks.  I  a  point  of  fact,  the  receiving 
in  the  telephone  ear  piece  is  intermittent,  but  the  intervals 
are  so  short  as  to  be  inaudible  to  the  human  ear,  which 
hears  the  receiving  as  if  it  were  continuous. 

Having  indicated  very  briefly  the  fundamental  principles 
of  the  Loth  guide  cable,  a  few  wrords  dealing  with  the  practical 
results  obtained  inay  not  be  without  mterest.  With  the 
horizontal  panel  (2)  contact  with  the  cable  has  been  estab¬ 
lished  from  an  altitude  of  10,000  ft.  With  the  two  vertical 
panels  contact  has  been  attained  from  a  height  of  about 
S,ooo  ft.  At  an  altitude  of  somewhat  over  6,000  ft.,  the 
operator  can  hear  on  all  three  panels,  and  can  begin  to 

<$>  <S> 

SOME  NOTES  ON  AEROPLANES, 
THE  CROSS-DESERT  ROUTE 

Under  above  title,  Air-Commodore  H.  R  M.  Broolce-Popham 
read  a  paper  before  the  Central  Asian  Society  on  March  9,  1922. 
the  chair  being  taken  by  Sir  Michael  O’Dwyer  in  the  absence 
of  the  Kt.  Hon.  Lord  Carnock.  The  paper  was,  to  all  intents 
and  purposes,  identical  with  that  read  by  Air-Commodore 
Brooke- Popliam  before  the  Royal  Aeronautical  Society  on 
October  6,  1921,  a  risvnii  of  which  was  published  in  our 
issue,  of  October  13,  192  l.  Thus  the  bulk  of  the  paper  did 
not  contain  anything  which  necessitates  dealing  with  it  at 
length  on  this  occasion  An  exception  is,  however,  formed 
by  the  concluding  paragraphs  of  the  paper,  which  were 
not  included  in  the  paper  as  read  before  the  R.Ae.S.,  and 
which,  as  they  deal  with  the  subject  of  handing  over  the 
military  control  of  Iraq  to  the  R.A.F.,  are  of  interest.  This 
section  of  the  paper  is,  therefore,  printed  verbatim  below.— 
Ed.]. 

As  you  know,  it  has  been  decided  by  the  Cabinet,  that  the 
responsibility  for  the  military  control  of  Iraq  shall  devolve 
upon  the  R.A.F.  Without  entering  into  a  lengthy  discussion 
on  this,  I  should  like  to  indicate  one  or  twro  of  the  special 
advantages  of  air  power  in  this  connection.  The  normal 
course  of  any  form  of  small  war  in  which  this  Empire  engages 
is  roughly  as  follows  : — 

Some  tribe  raids  another  under  our  protection,  refuses  to 
pay  taxes  or  eats  a  missionary.  After  due  preliminaries 
and  failure  to  obtain  any  apology,  an  expensive  expedition 
is  organised,  and,  after  a  lapse  of  some  months,  either  gains 
or  fails  to  gain  its  objective.  Even  in  the  former  case  the 
tribe  that  committed  the  enormity  has  probably  forgotten 
all  about  it,  and  so  the  effect  is  not  so  great  as  might  have 
been  anticipated.  The  main  difficulties  are ; — (a)  The  need 
for  a  line  of  communication  which  has  to  be  guarded  ;  (b)  Tfje 
delay  in  starting  due  to  large  amount  of  transport  and  troops 
that  have  to  be  collected  and  organised,  mainly  for  the  L.  of 
C,  ;  (c)  The  slow  movements  even  after  the  expedition  is 
ready  to  start ;  ( d )  Natural  obstacles  met  with.,  e.g.,  deserts. 

Now  provided  the  objective  is  within,  say,  200  miles  of  their 
base,  aeroplanes  have  none  of  these  difficulties.  They  can 
act  within  a  few  days,  in  some  cases  within  a  few  hours,  of 
receipt  of  orders,  and  they  want  no  L.  of  C.  There  must 
be  a  great  saving  not  only  in  time  but  in  money  and  in  life. 

As  a  case  in  point,  may  1  remind  you  of  the  Somaliland 
operations  in  January,  1920.  The  following  is  an  extract 
from  the  despatch  of  the  Governor  of  Somaliland  ; — 
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"  Twenty-three  days  of  active  operations  have  sufficed 
to  effect  the  final  overthrow  of  the  Dervish  power.  For 
this,  credit  is  primarily  due  to  the  Royal  Air  Force.  They 
exercised  an  immediate  and  tremendous  moral  effect  over 
the  Dervishes,  demoralising  them  in  the  first  few  days. 
Our  casualties  amongst  troops  were  confined  to  three  native 
ranks  killed  and  eight  wounded,  and  one  of  the  Camel  Corps 
was  slightly  wounded.  Neither  the  R.A.F.  nor  the  Royal 
Navy  suffered  casualties.'' 

Then  again,  the  rapidity  with  which  aircraft  can  act  may 
be  the  means  not  only  of  preventing  a  disturbance  increasing 
and  becoming  a  really  serious  affair,  but  of  nipping  it  in  the  bud. 

An  interesting  case  was  that  of  Colonel  Jacob's  Mission, 
which  was  interned  at  Baji  near  Aden  in  November,  1919. 
The  local  authorities  estimated  that  a  whole  mixed  brigade 
would  be  requited  to  rescue  this  Mission,  and  I  believe  this 
had  been  actually  asked  for.  It  was,  however,  decided  to 
see  what  moral  effect  could  be  produced  by  aircraft,  and, 
consequently,  two  single-seater  machines  with  a  total  of 
eight  men,  were  sent  on  the  deck  of  a  steamer  and  landed  on 
an  island,  the  distance  from  which  to  Baji  was  55  miles. 
The  succeeding  events  can  now  be  best  described  in  the  form 
of  a  diary  : — 

November  26. — One  machine  flew  over  the  neighbourhood 


guide  the  machine  without  being  much  disturbed  by  the 
various  noises  on  board,  At  lower  altitudes  the  receiving 
becomes  very  loud.  When  flying  at  about  6,500  ft.,  the 
cable  can  be  "  picked  up  "  from  a  horizontal  distance  of 
approximately  one  mile.  As  the  machine  flies  lower,  what 
might  be  termed  the  "  useful  zone”  increases  in  width,  until 
at  ground  level  the  range  is  about  9  miles.  These  results 
were  obtained  with  an  experimental  cable  of  9,500  ft.  in 
length,  and  having  eight  sharp  angles  in  it.  The  longest 
straight  length  was  less  than  2,000  ft.  It  is  confidently 
expected  that  with  a  proper  line,  running  more  nearly  straight, 
and  of  greater  length,  even  better  results  will  be  obtained. 
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of  Baji.  Colonel  Jacob  reported  no  good  effect,  rather  the 
reverse. 

November  28. — One  machine  flew  over  Baji  and  dropped 
a  few  bombs  in  a  previously  selected  spot  for  demonstration 
purposes.  Colonel  Jacob  reported  excellent  results  of 
aeroplane  demonstration  and  a  great  advance  towards 
settlement. 

December  12. — Mission  was  released  without  any  txoops 
being  sent. 

The  following  is  an  extract  from  the  report  of  the  G.O.C., 
Aden,  on  the  occurrence : — 

”  The  effect  of  two  flights  by  a  single  aeroplane  over  the 
hostile  tribal  area  was  so  great  that  men,  women  and  children 
were  filled  with  alarm,  and  brought  to  bear  immediately  the 
full  weight  of  their  influence  against  continued  hostility  to 
the  Government.'’ 

I  have  sometimes  seen  criticisms  levelled  against  the  use 
of  aircraft  for  this  sort  of  purpose  on  the  grounds  that  they 
are  merely  an  instrument  of  terrorism,  that  bombing  is 
necessarily  indiscriminate,  and  even  that  any  action  we  take 
amounts  chiefly  to  bombing  women  and  children,  i  think 
this  is  a  most  unfair  statement  to  make,  and  in  any  case,  1 
fail  to  see  that  killing  women  and  children  by  means  of  aircraft 
bombs  is  more  cruel  or  reprehensible  than  killing  them  by 
means  of  shells  from  a  gun.  However,  apart  from  that  l 
do  not  believe  that  aircraft  really  are  going  to  rely  entirely 
upon  terrorism  in  Mesopotamia,  but  that  they  will  have  a 
distinct  effect  in  pacifying  and  civilising  a  semi-developed 
country. 

There  are  the  opportunities  afforded  by  rapid  communica¬ 
tion.  This  will  not  only  enable  political  officers  to  visit 
distant  parts  of  the  country  at  very  short  notice,  but  will 
also  afford  a  means  of  conveying  tribal  leaders  to  the 
Headquarters  of  the  Government,  and  thus  afford  the 
opportunity  of  personal  interviews  with  all  the  benefits  that 
accrue  therefrom. 

Further,  there  are  the  opportunities  for  doing  direct 
friendly  action  to  individuals  in  isolated  districts ;  an 
instance  of  this  has  already  been  referred  to. 

Time  alone  can  prove  the  wisdom  or  otherwise  of  the 
decision  to  make  the  R.A.F.  responsible  for  the  control  of 
Iraq,  but  all  the  experience  so  far  available  shows  that  the 
decision  is  correct,  and  that  it  will  result  not  merely  in  crushing 
opposition,  but  in  preventing  it,  and  this  1  know  is  the  opinion 
of  those  best  qualified  to  judge  on  the  spot. 

The  Discussion. 

The  Chairman,  by  way  of  illustrating  the  manner  in  which 
risings  can  be  not  only  suppressed  but  also  prevented  by  the 
use  of  aircraft,  related  how,  in  India,  there  were  riots  simul¬ 
taneously  in  several  places  and  how  no  garrison  troops  were 
available  for  rendering  aid  to  an  outlying  post.  It  was 
discovered,  however,  that  one  aeroplane  was  available,  and 
this  was  sent  out  and  succeeded,  by  dropping  a  few  bombs 
among  the  rioters,  in  quelling  the  disturbance  in  a  few  minutes 
and  thus  saved  the  white  population.  He  related  several 
instances  of  a  similar  nature,  and  succeeded  in  giving  an 
excellent  idea  of  the  very  great  service  which  aircraft  can  do 
in  circumstances  such  as  these.  He  then  called  upon  Major- 
General  Sir  Frederick  Maurice  to  open  the  discussion. 

Sir  Frederick  pointed  out  that  aviation  is  as  yet  only  a 
few  years  old,  and  ttyat  it  is  still  in  a  stage  of  evolution.  It 
is  essential,  he  said,  that  we  keep  the  Royal  Air  Force  inde¬ 
pendent  of  the  Army  and  Navy  if  it  is  to  develop  freely. 
He  had  personally  had  a  great  deal  of  experience  of  the 
War  Office,  and  in  the  early  days  of  flying  he  came  back  from 
France  very'  enthusiastic  about  the  possibilities  of  aircraft, 
and  tried  to  get  the  War  Office  interested.  He  saw  a  very 
high  official  there,  but,  after  putting  his  case  for  aircraft 
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as  strongly  as  he  could,  he  was  told  that  flying  could  never 
amount  to  anything  as  far  as  the  Army  was  concerned,  as 
those  who  flew  ware  of  a  peculiar  bird-like  disposition  not 
usually  found  in  the  material  of  which  the  Army  was  com 
posed,  and  that  men  with  these  qualifications  would  not  be 
forthcoming  in  sufficient  numbers  !  He  referred  to  the  early 
clays  of  the  war,  and  to  what  happened  at  .Mons,  drawing 
the  moral  that  aircraft  was  essential,  He  also  called  atten¬ 
tion  to  whal  had  been  done  by  the  R.A.F.  in  various  areas 
in  the  East,  and  stated  as  his  firm  conviction  that  had  the 
K.A.F.  been  under  War  Office  control,  it  would  never  have 
been  allowed  to  go  ahead  and  prove  what  it  was  really  capable 
of  doing,  as  it  had  done  under  independent  control. 

Captain  P.  Jj,  Acland  stated  that  he  did  not  really  wish  to 
take  part  in  the  discussion,  but  would  confine  himself  to  saying 
that  it  seemed  to  him  that  the.  lecturer  had  proved  that  there 
might  be  very  great  advantage  in  carrying  out  development 
work  by  aircraft.  This  could  be  done  more  quickly  and 
cheaply  than  by  other  means,  and  it  was  a  difficult  thing  to 
establish  railways  at  high  cost  before  one  knew  what  would 
be  the  amount  of  traffic  which  the  railway,  i!  built,  could 
count  upon.  In  such  cases  aircraft  seemed  to  furnish  a  better 
instrument  of  development,  and  that  this  important  fact 
should  not  be  overlooked 
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Brigadier-General  Caddell  caused  much  amusement  by 
some  humerous  remarks  regarding  the  advantage  which 
Air-Commodore  Brooke-  Popliam  had  over  previous  travellers 
over  that  desert  route,  such  as  Alexander  the  Great,  who 
was  tempted  into  committing  bigamy.  As  the  Air- 
Commodore  was  single,  he  was  not  in  danger  of  doing  this 
sort  of  thing. 

Major  Burton  related  some  personal  experiences  which 
he  and  a  small  survey  party  had  in  the  same  locality,  but  he 
said  he  was  sorry  to  say  that  the  Arabs  ou  this  occasion  did 
not  adhere  to  the  rules  laid  down  by  the  lecturer.  As  a 
matter  of  fact,  they  attacked  at  10.30  p.m,,  and  wounded  the 
whole  party,  and  to  this  day  he  could  not  understand  how 
he  had  managed  to  escape  with  his  life  There  was  no  time 
to  relate  the  manner  of  their  rescue,  but  he  would  mention 
that  on  arriving  home  he  had  discovered  that  his  relatives 
had,  at  the  very  instant  when  his  party  were  being  attacked, 
been  uneasy  about  him  and  had  prayed  earnestly  for  his 
safety,  He  did  not  know  what  was  the  opinion  of  the 
audience  concerning  the  ethics  of  prayers,  but  he  was 
personally  convinced  that  these  and  nothing  else  had  saved 
his  life.  His  escape  could  not  be  otherwise  explained. 

-  The  Chairman  then  asked  the  audience  to  pass  a  hearty 
vote  of  thanks  to  the  lecturer  for  his  most  instructive  paper! 

E  E 


THE  R.A.F.  AND  THE  MIDDLE  EAST 


Mk.  Winston  Churchill’s  statement  in  Parliament  on 
March  9,  and  the  discussion  which  followed  it  in  connection 
with  the  Supplementary  Estimates,  shed  very  valuable 
official  light  upon  the  great  success  and  enormous  economy 
of  the  utilisation  of  Air  forces  in  place  of  the  regular  Army. 
Mr.  Churchill  scored  an  immense  victory  in  the  debate, 
following  his  bold  experimental  policy  iu  giving  the  R.A.F. 
the  wide  latitude  for  malting  good  which  he,  in  the  months 
past,  had  confidently  prophesied.  Mr.  Churchill's  main 
references  to  the  R.A.F.  and  the  economies  effected  by  their 
use  were  as  follows  : 

The  great  factor  in  these  reductions  has  been  the  use  of 
air  power.  With  regard  to  the  Air  Force,  we  had  six  squad¬ 
rons  last  year,  aud  we  have  raised  that  number  now  to  eight 
squadrons. 

We  have  eight  squadrons  all  concentrated  at  Baghdad  in 
a  loop  of  the  river,  which  reuders  them  certainly  secure. 
They  constitute  the  principal  agency  by  which  the  local 
levies  all  over  the  country  are  supported,  by  which  the 
authority  of  the  Arab  Government  is  rendered  effective, 
and  by  which  the  frontiers  arc  to  a  very  large  extent  defended, 
it  is  a  very  powerful  concentration.  There  is  nothing  like 
it  elsewhere  in  the  British  Empire  at  the  present  moment, 
the  eight  squadrons  represent  one-third  of  the  whole  strength 
of  the  Royal  Air  Force.  We  propose  during  the  coming 
year  to  place  the  military  control  and  security  of  Iraq  under 
the  charge  of  the  officer  commanding  the  Royal  Air  F'orce. 
That  will  be  much  the  largest  force  in  the  country,  and  it  is 
only  right  in  that  case  that  command  should  follow  the  bulk 
of  the  forces  there.  There  will  be  ancillary  units,  armoured- 
car  companies,  steamboats  on  the  river,  and  armoured  trains, 
which  will  all  be  comprised  within  the  general  control  of  the 
Air  Force,  and  will  look  after  the  mechanical  depdts  which 
eight  squadrons  require.  By  the  time  the  Air  Force  take  over 
control  there  will  only  be  four  battalions  of  troops,  and  they 
will  be  there  for  the  purpose  of  keeping  order  in  Baghdad 
and  securing  the  aerodromes  from  marauders,  and  not  for 
the  purpose  of  wandering  about  the  country  on  expeditions. 

Colonel  Sir  C.  Yate  :  Could  not  the  Air  Force  themselves 
defend  their  aerodromes  ? 

Mr.  Churchill :  I  think  it  is  better  to  have  a  certain  force 
of  men  to  see  to  the  security  of  the  central  organism  on  which 
this  novel  scheme  of  holding  a  great  country  depends.  1 
should  like  to  say  how  enormously  the  whole  of  this  reduction 
of  troops  has  been  facilitated  by  the  Air  Ministry  and  by  Air- 
Marshal  Sir  Hugh  Trenchard,  whose  exploits  in  the  War  are 
so  well-known.  He,  again  and  again,  has  had  to  face  the 
terrible  difficulty  of  actually  doing  things  on  the  spot  in 
contact  with  hostile  influences.  He  has  thrown  himself  into 
this  task  with  extraordinary  energy  and  power,  and  I  am 
most  deeply  indebted  to  him  and  the  Air  Ministry  for  the 
assistance  they  have  rendered  us.  It  would  have  been  ab¬ 
solutely  impossible  to  secure  anything  like  the  saving  we  have 
made,  if  it  had  not  been  for  their  whole-hearted  co-operation 
in  a  scheme  which,  after  all,  is  of  consequence  to  the  Air  Force 
and  to  the  whole  position  in  the  future  of  our  aerial  Army. 
Before  1  leave  the  Air  Force,  I  may  say  that  everything  goes 
to  show  that  that  force  will  play  a  great  part  in  keeping 
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order  in  these  territories — not  by  violent  measures.  The 
mere  demonstration  of  the  presence  of  aeroplanes  has  again 
and  again  been  effective  in  preventing  disorder,  it  has 
put  the  civilian  officers  in  close  contact  with  the  various 
tribes,  it  provides  the  means  of  supporting  the  local  levies 
il  outbreaks  occur,  while  it  does  not  involve  the  movement 
of  bodies  of  troops  and  does  not  place  small  parties  in  a 
position  to  be  cut  off  and  ambuscaded ;  neither  does  it 
involve  long,  vulnerable  lines  of  communication.  It  is  a 
very  powerful  factor  which,  at  present,  is  only  in  an  experi¬ 
mental  stage,  but  wTiich  has  been  gradually  growing  in  its 
claim  on  the  confidence  of  the  authorities  on  the  spot  during 
the  whole  of  the  present  year.  I  should  like  to  say  that  the 
air  mail  which  I  indicated  was  to  be  started  last  year  is  now 
running  with  fair  regularity  from  Baghdad  to  Cairo.  Indeed, 
one  individual  lias  actually  travelled  from  Baghdad  to  London 
in  from  six  to  seven  days.  The  Government’s  communica¬ 
tions  with  Iraq  have  been  shortened  by  nearly  two-thirds — 
by  a  month  out  of  six  weeks — and  there  is  no  doubt  that  the 
civil  communications  will  go  that  way  by  this  aerial  route  as 
soon  as  it  develops  a  little  further. 

Major-General  Seely  :  The  Secretary  of  State  for  the  Colo¬ 
nies  announced  today  a  very  remarkable  policy,  and  one  of 
an  entirely  novel  character. 

It  is  a  most  interesting  experiment.  It  opens  up  vistas 
of  economy  compared  with  which  anything  suggested  by  the 
Geddes  Committee  is  really  as  nothing.  If  this  experiment 
succeeds,  you  will  be  able  to  do  the  most  astonishing  things 
all  over  the  world  in  the  way  of  reducing  the  number  of  your 
garrisons,  and  especially  in  the  way  of  reducing  the  number  of 
garrisons  in  unhealthy  places,  but  do  not  let  anyone  think 
that  the  Secretary  of  State's  statement  will  go  unchallenged. 

I  know  it  mil  be  bitterly  opposed  by  all  old-fashioned  people, 
and  possibly  by  some  others. 

Who  is  right  so  far  as  we  have  been  able  to  go  ?  I  have 
seen  a  number  of  people  who  have  come  back  from  Iraq, 
where  this  policy  is  being  carried  out  against  the  violent 
opposition  of  what  I  must  term  the  War  Office — I  do  not  say 
the  present  Secretary  of  State  for  War,  but  the  old-fashioned 
military  idea.  If  the  War  Office  are  right,  we  are  going  to 
be  landed  in  disaster,  and  instead  of  diminishing  the  cost  from 
■£ 20,000,000  to  £2 ,000,000  we  shall  land  ourselves  into  untold 
millions  of  expenditure,  but,  if  they  are  wrong,  we  are  going 
to  save  all  this  money  and  administer  the  country  in  a  more 
economical  and  merciful  fashion. 

Let  us  see  what  has  happened  so  far.  During  the  past 
year  there  have  been  four  little  rebellions,  and  the  Secretary 
of  State  told  us  that,  so  far  as  is  known,  the  casualties  have 
been  in  the  neighbourhood  of  three  or  four  killed  and  three  or 
four  wounded  due  to  air  accidents.  At  a  place  called  Naziri- 
yah  there  was  trouble.  If  it  had  not  been  for  aeroplanes, 
we  should  have  sent  an  expedition  which  would  have  taken 
Several  weeks  to  get  there,  and  there  would  have  been  con¬ 
siderable  casualties,  but  on  this  occasion  aeroplanes  flew  over 
and  dropped  a  warning,  At  the  appropriate  interval  they  came 
back  and  dropped  a  more  efficient  form  of  warning  in  the  shape 
of  a  bomb  or  two,  and  the  very  next  day  the  inhabitants 
came  in  and  apologised  and  surrendered.  That  was  in 
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September  last.  There  is  another  place  called  Bani  Said, 
where  an  exactly  similar  thing  happened  in  the  last  year. 
There  again  a  warning  was  conveyed  by  aeroplane  ;  there 
again  the  political  officer  himself  went  to  the  place,  or  as  near 
as  he  could,  to  explain  to  them  that  they  really  must  keep 
the  peace  ;  there  again  it  was  necessary  to  take  hostile 
action  in  the  form  of  dropping  bombs  upon  such  bodies  as 
could  be  seen  ;  and  there  again  within  a  week  the  whole 
body  came  in  and  surrendered.  Now  I  will  come  to  this 
year.  All  this  I  have  heard  from  people  who  have  been 
on  the  spot.  Not  far  from  Basra,  as  distances  go  in  that 
Country,  a  tribe  went  into  open  rebellion  ;  that  is  to  say, 
they  refused  either  to  pay  taxes  or  to  allow  the  District  Com¬ 
missioner  to  approach  the  place,  or  any  political  officers  to 
go  there.  Again,  we  sent  a.  warning  by  aeroplane,  and  again, 
the  warning  not  having  been  attended  to,  aeroplanes  were 
sent  for  hostile  action,  and  yet  again  within  a  week  the  whole- 
party  came,  in  and  surrendered. 

It  may  be  said  that  all  these  are  places  in  the  plains  -and 
that  is  so—  but  what  about  Kurdistan,  of  which  we  heard  a 
good  deal  from  Mr  Asquith  ?  There  are  steep  mountains 
there,  where,  it  is  said,  aeroplanes  arc  valueless,  but,  really, 
it.  is  quite  the  otliei  way  ;  according  to  my  information, 
the  argument  is  all  the  other  way.  It  is  just  in  those  moun¬ 
tainous  regions  that  the  advance  of  troops  is  so  dangerous, 
as  in  the  defiles  on  the  Indian  frontier.  But  if  you  adopt  the 
entirely  new  methods  of  strategy  involved  in  attacking 
from  the  air,  you  do  not  attack  the  enemy  by  means  of  a 
prolonged  expedition.  The  last  time  I  spoke  on  this  question 
and  urged  that  this  policy  should  be  adopted,  little  knowing 
how  soon  it  would  be  adopted,  we  had  not  got  such  good 
concrete  cases  as  we  now  have.  The  Sulaintaniyah,  in 
Kurdistan,  rebelled  three  years  ago.  We  had  to  send  au 


expedition  at  once.  There  were  very  heavy  casualties, 
and  it  took  six  weeks  to  restore  order  by  flying  columns 
operating  at  extraordinary  speed.  Exactly  the  same  type 
of  tiling  happened  in  the  same  region  with  the  same  people 
last  January.  Air  power  was,  however,  employed,  and 
the  warning  was  issued  within  a  day.  The  result  not  being 
satisfactory,  an  attack  was  delivered  within  48  hours,  and 
as  these  gentlemen  did  not  surrender  a  further  attack  was 
delivered  two  days  later,  cm  this  occasion  the  attack  being 
delivered  from  Baghdad,  160  miles  away,  without  the  machines 
ever  coming  down,  and  within  a  few  days  the  whole  party 
again  surrendered,  and  are  now  loyal  and,  let  us  hope,  con¬ 
tented  subjects. 

1  cordially  congratulate  the  Secretary  of  State  tor  the 
Colonies  and  the  Secretary  of  State  for  Air  on  the  success 
which  has  so  far  attended  their  efforts,  beg  of  them  not.  to 
relax  them,  especially  not  to  be  afraid  of  the  formidable- 
attacks  which  will  come  from  old-fashioned  people,  and  assure 
them  that  there  is  a  great  body  of  opinion  in  thh  House 
which  will  back  them  up  with  all  its  power  in  adopting  and 
developing  this  efficient  and  merciful  means  of  maintaining 
our  Empire. 

J  congratulate  the  Secretary  of  State  on  his  imagination 
in  utilising  the  Air  Force  as  policemen  in  this  country.  Ibis 
is  a  red-letter  day  in  the  military  history  of  the  world  because 
for  the  first  time  we  see  this  new  young  Air  Force  taking 
charge  of  a  big  country'  with  the  older  service  ancillary 
to  it. 

The  Air  Force  during  the  War  worked  practically  entirely 
for  the  Army,  in  this  particular  scheme  the  Army  has  to 
co-operate  with  the  Air  Force,  and  the  success  of  the  venture 
flow  being  tried  can  be  made,  or  marred  by  the  Army.  1  hope 
it  will  do  its  best  to  help  the  venture  in  every  way. 


H  H  El  13 

THE  GEDDES  NATIONAL  EXPENDITURE  CUTS  AND  AIR  ESTIMATES 


In  dealing  with  the  Geddes  report  in  Parliament  last 
week.  Sir  K.  Home,  when  referring  to  the  case  of  the  Air 
Ministry,  said  :  “  1  will  turn  now  to  the  question  of  the 

Air  Force.  There  the  cuts  recommended  are  £5,500,000,  but, 
as  before,  £1,000,000  of  that  is  unspecified.  The  Air  Ministry 
proposes  a  reduction  of  £3,000,000.  so  that  the  comparison 
is  as  between  £3,000.000  on  the  one  hand  and  £4,500,000  ou 
the  other.  The  Air  Force  have  made  great  efforts  to  econo¬ 
mise.  They  are  reducing  the  £18,500,000  Estimate  of  this 
year  to  £10,500,000  in  the  next  year,  giving  a  reduction  of 
43  per  cent. 

“It  may  be  questioned,  as  1  gather  from  some  hou. 
members  behind  me,  whether  we  arc  not  running  great  risks 
in  going  so  far  in  these  reductions.  We  have  looked  at  the 
problem,  weighing,  on  the  one  hand,  the  necessities  of  our 
country,  and,  on  the  other  hand,  the  position  of  financial 
stringency  in  which  we  fmd  ourselves,  and  we  give  these 
recommendations  to  the  House  as  those  which,  we  believe, 
can  be  most  justified  in  the  condition  in  which  we  now  are. 
It  was  suggested  by  the  Geddes  Committee  that  there  should 
be  set  up  a  Ministry'  of  Defence.  That  would  not  imme¬ 
diately  have  the  result  of  bringing  about  great  economies 
in  the  public  service,  and  it  is  obviously  a  matter  which 
requires  very  careful  investigation  and  great  consideration 
before  any'  plan  can  be  adopted.  The  whole  question  is  to 
come  up  for  consideration  at  the  Committee  on  Imperial 
Defence.” 


Capt.  Wedgwood  Benn  duiing  the  debate  said  .  — ”  l  wish 
to  refer  to  another  matter  which  forms  one  of  the  subjects 
dealt  with  in  the  Geddes  Report — 1  mean  the  continued 
existence  of  a  separate  Air  Service.  If  the  Fader-Secretary 
of  State  for  War  is  able  to  say  in  reply  to  my  question  that 
it  is  the  Government's  intention  to  maintain  the  integrity  and 
independence  of  the  Air  Service,  I  shall  not  trouble  the- 
House  with  any  further  remarks,” 

The  Under-Secretary  of  State  for  War  (Lieut, -Col.  Sir  K. 
Sanders)  :  ”  That  is  so.” 

Capt.  Benn  :  ”  If  that  is  the  case,  then  1  have  nothing 
further  to  say.” 

Sir  R.  Sanders  :  ”  I  do  not  want  to  give  a  definite  assurance 
of  that  kind  in  answer  to  a  question  without  careful  con¬ 
sideration.  but  I  understand  it  is  so,  and  that  the  Air  Service 
will  continue  as  an  independent  service.” 

Capt.  Benn  ;  "  If  that  be  so,  theu  I  should  not  dream  of 
troubling  the  House  with  any  further  remarks.  That  is  an 
extremely  satisfactory  statement  in  view  of  the  doubts  that 
have  been  thrown  upon  the  future  existence  of  the  Air  Service. 
If  the  hon.  gentleman  states  that  there  is  no  intention  of 
interfering  in  the  matter,  that  assurance  is  extremely  satis¬ 
factory.” 

Sir  R.  Sanders :  ”  That  is  my  belief  at  the  present, 

moment.” 


H  El  El  H 


IN  PARLIAMENT 


Airships 

Mr.  Gilkekt,  on  March  S,  asked  the  Secretary  of  State  for  Air  how  many 
airships  are  in  the  possession  of  his  Department  at  the  present  time  ;  whether 
all  or  any  of  them  are  of  German  make ;  if  it  is  proposed  to  retain  all  of  them 
lor  air-service  work  or  if  any  of  them  axe  to  be  disposed  of  ;  and,  if  so, 
how  many  ? 

Captain  Guest  :  The  answer  to  thefirst  question  isfi  ve  ;  to  theseeond,  one  ; 
to  the  third,  that  it  is  not  proposed  to  retain  any  of  them  for  Air  Force  work, 
and  that  in  view  of  the  present  need  for  economy  and  of  the  inability  of  India 
and  those  Dominions  from  whom  replies  have  been  received  to  contribute 
towards  their  operation  on  imperial  sir  routes,  it  has  with  great  regret  been 
decided  to  pass  them  all  for  disposal.  'Ibis  process  must  necessarily  take 
a  few  weeks,  and  during  that  time  it  is,  of  course,  still  possible  for  offers  to 
be  made  with  the  object  of  running  an  airship  service. 

Sir  J.  Norton  -  Griffiths :  Does  my  right  bon.  friend’s  undertaking 
given  at  the  Guildhall  that  this  material  would  not  be  disposed  of  before 
June  hold  good  ?  , 

Captain  Guest ;  No  There  is  some  slight  misunderstanding  about  it. 
We  hoped  that  the  further  delay  would  be  of  value  to  the  other  Dominions, 
as  no  reply  had  been  received  then.  Since  then  I  have  received  a  reply, 
and  there  is  no  object  in  keeping  this  material  any  longer, 

Major-General  Seely  :  Even  if  we  dispose  of  the  airships,  will  we  retain  at 
least  a  proportion  of  the  skilled  personnel,  and  the  research  staff  to  enable  us 
to  resume  activities  in  case  of  necessity  ? 


Captain  Guest :  In  spite  of  the  small  monetary  gTant  for  this  purpose,  ao 
effort  will  be  made  to  retain  some  of  the  skilled  members  of  the  staff  in 
maintenance  and  other  parlies. 

Captain  Viscount  Cnrzon  :  Have  the  Admiralty  concurred  in  this  decision  ? 

Captain  Guest :  The  Admiralty  views  were  represented  a  great  many  months 
ago,  when  their  statements  were  considered  very  carefully. 

Depots  or  Air  Stations 

Mr.  Gilbert  asked  the  Secretary  of  State  for  Air  how  many  depots 
are  now  maintained  for  the  Air  Force  in  Great,  llritaim;  how  many  air  stations 
are  also  provided,  and  can  he  state  approximately  in  what  parts  of  England 
and  Scotland  they  are  situated  ;  and  if  it  is  proposed  to  give  up  any  of  these 
depots  or  stations,  and,  if  so,  how  manv  ? 

Captain  Guest :  The  answer  to  the  first  question  is  7  ;  to  the  second,  \2, 
of  which  two  are  situated  in  1-ifeshire,  one  in  Flintshire,  ami  the  remainder 
in  the  counties  east  of  a  line  drawn  from  Lincoln  to  Plymouth  ;  to  the  third, 
that  one  air  station  will  be  relinquished  in  May  next,  and  four  others  will 
be  reduced  to  a  care  and  maintenance  basis  early  in  April  next. 

R.A.F.  Recruiting 

LrEtiT. -Colonel  Campion,  on  March  9,  asked  the  Secretary  of  State  for 
Air  the  amount  of  money  expended  in  recruiting  advertisements  during 
the  current  financial  year,  and  the  number  of  recruits  obtained  t 

Captain  Guest  :  ItisesUmatedthatexpenditureorirecruitingadvertisements 
lor  the  Air  Force,  including  posters,  films,  etc.,  will  be  £  15,000  ou  Air  Votes 
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in  the  financial  year  now  ending,  and  £3,000  on  the  Stationery  Office  Vote. 
During  the  first  n  months  of  the  year  some  6,320  recruits  have  been  ob¬ 
tained. 

Captain  Viscount  Curzon  :  Would  it  not  save  money  to  combine  with  the 
Navy  and  Army  in  this  matter  of  recruiting  posters  and  so  on  ? 

Captain  Guest  :  That  is  one  of  t lie  matters  which  are  receiving  the  close 
attention  of  the  Government. 

Colonel  Ashley  :  Couid  the  right  hoti.  gentleman  say  why  it  e.osts  so 
much  more  to  get  recruits  for  the  Air  Force  than  for  the  Army  ? 

Captain  Guest  :  The  type  of  recruits  that  we  require  is  tu  a  very  high 
standard. 

Hatton  Buildings 

Mr.  G.  Locker-  I, a.vipson  asked  whether  it  is  proposed  to  proceed  with 
the  large  expenditure  upon  buildings  at  Halton  ? 

Captain  Guest  :  The  answer  is  in  the  affirmative.  The  buildings  arc 
four-fifths  completed,  arid  to  stop  now  would  be  a  very  false  form  of  economy, 
since  provision  would  have  to  be  made  elsewhere  for  the  training  of  these, 
boys. 

Air  Attaches 

Mr.  Raper  asked  how  many  air  attaches  there  are;  what  arc  their 
duties  ;  and  what  is  their  remuneration  in  the  aggregate  and  individually? 

Captain  Guest  :  There  are  two  air  attaches,  at  Paris  and  at  Washington, 
and  their  duties  are  to  keep  llis  Majesty's  Government  in  touch  with  the 
developments  of  aviation  in  all  its  aspects  in  the  countries  to  which  they  are 
accredited.  Their  remuneration  consists  of  their  ordinary  Air  Force  pay, 
together  with  a  foreign  allowance  (also  admissible  for  naval  and  military 
attaches)  of  £5  a  day  at  Washington  and£.f  at  Paris,  inclusive  of  entertainment 
and  all  other  allowances,  except  travelling  allowance  for  journeys  outside 
the  capital  city. 

Mr.  Raper:  Is  it  not  the  fact  that  France,  which  is  so  far  ahead  of  us  as 
regards  progress  in  aviation,  has  already  derided  to  dispense  with  air 
attaches,  as  being  unnecessary  ? 

Captain  Guest  (  am  not  aware  ol  the  point  raised  by  my  hon.  friend, 
tior  am  I  prepared  to  admit  that  France  is  so  Jar  ahead  of  us  iu  aviation. 

«>  <*> 

Royal  Air  Force  Sports  Board 

R.A.F.  Boxing  Association — The  Annual  Air  Force 
Individual  Boxing  Championships  will  take  place  this  year 
in  the  R.A.F.  Depot  Gymnasium  at  Uxbridge,  on  April  6 
anti  7.  Entries  are  unlimited  for  both  officers  and  airmen, 
but  the  weights  tor  officers  are  confined  to  heavy,  middle, 
welter,  light  and  feather  Jin  tries  should  reach  tlie  Hon.  Sec., 
R.A.F. .  B. A.,  not  later  than  March  31. 

Air  Board  in  India 

In  the  Summary  for  the  half-year  to  December  last  of 
the  Air  Board  it  is  stated  that  in  September,  1921,  the  ad¬ 
ministration  of  Civil  Aviation  was  transferred  from  the  Depart¬ 
ment  of  Commerce  to  the  Public  Works  Department, 

The  Air  Board  now  consists  of  the  following  members  : — 

President  Colonel  Sir  Sidney  Crookshank,  K.C.M.G..  etc. 
Members.— Mr  G.  R.  Clarke.  C.S.I..  C.B.E.,  I.C.S.;  Mr.  E. 
Bunion,  C.I.E.,  ITS.;  Air-Commodore  |.  1.  Webb- Bowen, 
C.B.,  C.M.G. ;  Doctor  G  T  Walker,  C.S.J  ,  F.R.S. ;  Mr.  R  P. 
Hadow,  Secretary. 

The  programme  for  the  year  1922-23  has  been  discussed, 
and  the  board  has  decided  tu  recommend  the  following 
expenditure  :■ — 

(1)  Balance  of  expenditure  on  Allahabad  Aerodrome, 
Rs  5,000  ;  (2)  Upkeep  of  existing  aerodromes,  Rs.  10,733  ; 
(3)  Investigation  of  accidents,  Rs.  5,000  ;  (4)  Investigation  of 
conditions  affecting  aircraft  in  India,  Rs.  77,000  ;  (5)  Calcutta- 
Rangoon  route,  Rs.  500,000;  (6)  Share  of  expenditure-  on 
Cairo-lxarachi  route,  Rs.  12,400  ;  total  :  Rs.  610,133 

This,  with  an  allowance  of  Rs.  21,760  for  establishment, 
amounts  to  Rs.  631,893,  but  it  is  considered  unlikely  that 
funds  will  be  available  for  this  programme. 

The  Part  of  ’Planes  at  Johannesburg 

’Planks  quickly  brought  into  action  in  the  Rand  mine 
strikes  have  without  question  helped  to  bring  much  nearer 
the  end  of  the  trouble  than  could  otherwise  have  been  the 
case.  In  their  use  there  is  an  uncanny  persuaviness  to 
respect  the  peace — keeping  powers  that  be  and  the  com¬ 
munity’s  laws,  which  the  red  Bolshie  finds  it  difficult  to 
resist — yet  the  average  "  superior  ”  man  will  still  ask  “  What’s 
the  use  of  aircraft,  anyway  ?  ”  It  is  very  regrettable  that 
so  good  an  officer  as  Capt.  Carey  Thomas  should  have  been 
reported  killed  in  the  attacks. 

The  following  item,  from  an  official  communique  issued 
from  Pretoria  on  the  12th,  reflects  the  effects  upon  the 
rioters  of  the  use  of  aeroplanes :  "  The  revolutionaries  in  the 
Brixton  area  surrounding  two  squadrons  of  police  who  have 
been  holding  out  most  gallantly  for  the  last  day  or  two  were 
heavily  bombed  at  daybreak  today,  thirty-two  bombs  being 
dropped,  causing  a  large  number  of  casualties.  This 
effectually  reversed  the  position,  many  of  the  revolutionaries 
surrendering  to  the  police  and  others  taking  shelter  in  the 
native  location,  where  they  were  safe  from  the  bombing.” 

The  Monaco  Meeting 

The  following  list  of  entrants  for  the  "  croisiere  ” 
Marseilles-Monaco  is  now  announced  1,  Chantiers  cle  la. 
Mediterranfie,  Maicon,  on  E.  Romano  type  R.I.,  130  h.p. 
Clerget ;  2,  G.  Minier,  Minier,  on  Fannan  type  F.40,  80  h.p. 
Renault  ;  3,  Caudron,  no  pilot  announced,  Caudron  type 
C.66,  T40  h.p.  Hispauo-Suiza  ;  4,  Caudron,  no  pilot  announced, 


Mr.  G.  Murray  :  What  is  the  rank  of  these  two  officers  ? 

Captain  Guest  ;  lo  the  best  of  my  recollection,  one  is  an  air  commodore 
and  the  other  a  group  captain, 

Mr.  Raper:  It,  as  I  suggest,  France  has  withdrawn  her  r.ir  attaches  as 
unnecessary,  will  the  right  hon.  gentleman  consider  doing  the  same  ? 

Captain  Guest  We  will  certainly  Consider  it. 

Rear  Admiral  Sir  R,  Hall  ;  It  it  be  the  tact  that  France  is  withdrawing  her 
air  attaches,  could  the  right  hon,  gentleman  ascertain  who  is  doing  the 
work  ? 

Captain  Guest  :  I  feel  convinced  that  the  work  is  being  done  by  somebody 

Round-the-world  Flight 

Mu.  Raper  asked  whether  the  proposed  flight  round  the  world  to  be 
undertaken  by  Sir  Ross  Smith  will  be  financed  or  subsidised  in  any  way  by 
His  Majesty’s  Government  ? 

Captain  Guest  The  answer  is  in  the  negative. 

Air  Estimates 

Mr.  G.  Lockei!  La.mpson  asked  whether  the  Air  Estimates  for  192 :  23  have 
been  framed  in  accordance  with  the  Cabinet  instruction  of  1910.  on  the. 
assumption  that  no  great  war  is  to  be  anticipated  within  the  nest  10  years  ? 
Captain  Guest  :  The  answer  is  in  the  affirmative. 

The  Air  Ministry 

Con.  Milowav,  on  March  1 3,  asked  the  Prime  Minister  whether,  in 
view  of  the  prospective  Debate  on  the  Air  estimates  on  Monday  next,  he 
can  find  it  possible  to  lay  upon  the  Table  of  the  House  the  memoranda  of 
the  First  Sen  Lord  and  of  the  Chief  of  t he  Imperial  General  Staff  if  such 
were  compiled  for  the  information  of  the  Cabinet  w  ith  reference  to  the  policy 
of  terminating  the  existence  of  tin  Air  Force  arid  Air  Ministry  as  at  present 
constituted,  and  of  merging  the  force  in  the  Navv  and  Army  ? 

Mr.  Chamberlain  :  No,  sir  ;  without  saying  whether  or  not  papers  have  been 
laid.  I  think  rny  lion,  friend  will  see  that  1  could  not  undertake  to  publish 
papers  which,  if  presented  at  all,  would  be  ol  a  most  confidential  kind  relating 
to  questions  of  public  defence,  and  must  be  so  treated. 

<5>  <$> 

Caudron  type  c.05,  130  h.p.  Clerget;  5,  Marcel  Besson,  Jules 
Dticlos,  on  Marcel  Besson,  130  h.p.  ClergQt  ;  6,  Cie.  des 
Transaeriens  cle  tourisme  et  Messageries,  Clot,  on  Savoia 
S.13,  250  h.p.  lsotta-Eraschini  ;  7.  Society  Breguct,  Thierrv, 
on  Breguct  14T  bis,  280  h.p.  CV.  Renault  ;  8,  Caudron,  no 
pilot  announced,  Caudron  C.39,  .3-130  h.p.  Clerget ;  9,  Drouilh, 
Iienry  Drouilfi,  on  Georges  Levy,  300  h.p.  Renault ;  to,  Aero- 
Xavale,  no  pilot  or  machine  announced,  one  300  h.p.  DD. 
and  two  270  h.p.  Hispano-Suiza  ;  it,  Aero-Navalc,  no  pilot 
announced,  Fiore  and  Ohvier,  one  Salmson  250  h.p.  and  two 
Hispano-'Suiza  300  h.p. 

Enterprise 

A  striking  instance  of  the  way  in  which  the  use  of 
aircraft  can  accelerate  communication  was  furnished  by  the 
de  Havtlland  Hire  Department  in  connection  with,  the 
delivefy  of  films  of  the  Royal  wedding.  Four  machines  were 
used  for  conveying  films  of  the  wedding  to  Manchester, 
Newcastle  and  Leeds,  with  the  result  that  the  films  -wore 
being  shown  in  those  towns  shortly  after  6  p.m.  on  the  same 
day  G-EB.WV,  piloted  l>y  Wilson,  le/t  at  2  p.m.  for 
Manchester,  arriving  at  3.59  p.m.  At  2.55  p.m.  G-EAYU, 
piloted  by  Cobham,  left  for  Newcastle,  arriving  at  5.50  p.m. 
Broad,  on  G-FAAC  left  for  Manchester  at  3.25  p.m.,  arriving 
at  5.30  p.m.,  and  at  4  p.m.  Barnard  left  on  G-EBAX, 
arriving  in  Leeds  at  5.45  p.m  In  no  other  way  would  it 
have  been  possible  to  get  the  films  to  these  towns  in  anything 
like  so  short  time,  and  the  de  Havilland  Aircraft  Co.,  no  less 
than  the  film  company,  are  to  be  congratulated  on  their 
enterprise.  The  performance,  apart  from  the  immediate 
object  in  view,  was  one  of  great  value,  as  demonstrating  the 
very  practical  value  of  "  hustling  ”  by  air. 

Royal  United  Service  Institution  Prize 

The  result  of  the  Prize  Essay  Competition  for  1921, 
organised  by  the  Royal  United  Service  Institution,  upon  the 
subject  of  "  The  Influence  of  the  Future  of  Aircraft  on 
Problems  of  Imperial  Defence,”  was  announced  at  the 
anniversary  meeting  of  the  Institution  last  week.  The 
Council  have  awarded  the  Gold  Medal  of  the  Institution  and 
a  prize  of  thirty  guineas  to  Flight-Lieut.  Mack  ay,  R.A.F.,  and 
prizes  of  twenty  and  ten  guineas  to  Squadron-Leader  Walser, 
R.A.F,,  and  Capt.  the  Hon.  R.  Plunkett-Ernie-Erlc-Drax, 
R.N.,  Director  of  the  Naval  Staff  College,  respectively.  The 
judges  of  the  competition  were  Air-Marshal  Sir  II.  Trenchard, 
Maj.-Genl.  Sir  P.  Radcliffe,  and  Rear-Admiral  Fuller,  to 
whom  a  hearty  vote  of  thanks  was  accorded. 

Aeroplane  Tent-pegging. 

Wonerful  possibilities  are  suggested  by  the  unpre¬ 
meditated  removal  by  the  Bristol  10-seater  of  Handley-Page 
Transport,  of  a  portion  of  Le  Bourget  aerodrome  last  week. 
The  incident  is  referred  to  under  our  London  Terminal  Aero¬ 
drome  Notes,  but  we  now  learn  that,  as  a  matter  of  fact,  it 
was  not  a.  single  post  carried  away  by  the  machine  but  three 
large  planks,  measuring  7  ft.  by  9  in.  by  2  in.  thick.  The 
pilot  was  entirely  unaware  of  their  presence  in  the  under¬ 
carriage  until,  on  landing  at  Croydon,  one  of  them  perforated 
the  lower  plane  I  low  the  planks  got  into  the  undercarriage 
is  still  a  mystery,  but  the  incident,  seems  to  indicate  unusual 
strength  in  the  Bristol.  Apart  from  the  punctured  lower  plane 
no  other  damage  was  done  to  the  machine. 
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LONDON  AFRO-MODELS  ASSOCIATION 

Thk  General  Purposes  (.'nnmiittee  have  been  engaged  at  the 
last  two  meetings  preparing  a  programme  of  competitions 
for  the  ensuing  six  mouths.  A  copy  ot  the  same  will  be  sent 
to  all  members  in  due  course. 

On  March  25  at  6  pin.,  a  Propeller  Competition  will  be 
held  at  Club  Headquarters.  Entry  forms  and  full  particulars 
of  same  to  be  had  from  the  Competition  Secretary,  Mr.  C.  A. 
Rippon,  52,  Fairbridge  Road,  Holloway,  N.  19. 

Thc  Official  Qbserver  for  the  South-West  District,  Mr.  D.  A. 
Paveley,  gave  a  lecture  on  Tuesday  evening,  March  7, 


A  fine  cup  which  has  been  presented  to  the  London 
Aero-Models  Association  by  Air.  Felix  Kelly  for  the  best 
duration  flight  with  a  compressed-air-driven  model. 


to  the  Meccano  Boys  at  Emanuel  College,  Wandsworth, 
the  subject  being  “  Early  History  of  Flight,  Heavier-than-Air 
Machines,  incorporating  Model  Aeronautics/'  At  the  con¬ 
clusion  there  were  many  enquiries  from  possible,  recruits  to 
membership  of  L.A.M.A. 

Rule  No.  3  of  the  Association  states  that  “  members  not 
having  paid  their  subscriptions  to  date,  shall  not  be  eligible 
to  vote  at  meetings,  nr  participate  in  competitions." 

Meetings  held  at  Headquarters  every  Thursday  evening, 
20,  Great  Windmill  Street,  Picadilly,  W.  1,  at  7.30  p.m. 

Full  particulars  can  be  had  from  the  Hon.  Secretary.  Mr. 
A.  E.  Jones,  of  38,  Narcissus  Road,  West  Hampstead,  N.W  6 

m  m  m  m 

Gliders 

In  view  of  the  activity  in  gliding  experiments  In  other 
countries,  it  has  been  suggested  that  facilities  should  be 
offered  in  this  country  to  those  who  are  interested  in  these 
experiments. 

The  Royal  Aero  Club,  3,  Clifford  Street.  London,  W.  i, 
will  be  pleased  to  hear  front  all  those  who  contemplate  taking 
an  active  interest  in  gliders 

German  Air  Enterprise  in  Colombia 

Confirmation  has  been  received  through  the  British 
Department  of  Overseas  Trade  that  a  contract  has  been 
drawn  up  between  the  Colombian  Government  and  the 
Sociedad  Colombo-Alemana  de  Transportes  Aereos,  whereby 
the  company  will  operate  a  weekly  air  mail  service  from 
Barranquilla  to  Neiva  and  vice  versa,  with  numerous  inter¬ 
mediate  landings,  in  return  for  a  small  subsidy.  This  service 
and  another  between  Barranquilla  and  Cartagena  were  in 
actual  operation  in  January,  although  at  that  time  the  contract 
still  awaited  the  sanction  of  the  Government.  Apparently 
the  affair  is  a  very  live  proposition,  from  particulars  recently 
to  hand. 

Mid-Air  Collision  Fatality 

From  Allahabad  it  is  reported  that  on  March  3  two 

aeroplanes,  returning  from  Lahore  to  Ambala,  collided  at  an 

altitude  of  4,000  ft.  and  crashed  to  the  ground,  near  Amritsar. 

The  four  occupants.  Flight-Comdr.  Fox.  Flying  Officer  Buck- 

land,  Sergt.  Flemings  and  Air-Mechanic  Richardson,  arc 

stated  to  have  been  killed  instantaneously. 

* 


IMPORTS  AND  EXPORTS,  1§21-1922 

Aeroplanes,  airships,  balloons  and  parts  thereof  (not  shown 
separately  before  1910).  For  1910  and  1911  figures  see 
Flight"  for  January  25,  1912;  for  1912  and  1913.  see 
"Flight”  for  January  17,  19145  for  1914*  see  “Flight" 
for  January  15,  1915;  for  1915,  see  "  Flight  ”  tor  January  13, 
1916;  for  1916,  see  "Flight”  for  January  ii,  1917;  for 
1917,  see  "Flight”  for  January  24,  1918;  for  1918,  see 
“Flight”  for  January  16,  1919;  for  1919.  see  "Flight*” 
for  January  22,  1920;  for  1920,  see  “  Flight  "  for  January  13, 
1921  ;  and  for  1921,  see  “  Flight  ’’  for  January  19,  1922. 

Imports  Exports  Re-Exportation 


1921. 

1922. 

1921. 

1922. 

1921. 

1922. 

£ 

£ 

£ 

£ 

£ 

4,459 

1,152 

S7D28 

76,552 

2,285 

23 

2,379 

507 

59,829 

69,129 

19 

1,100 

0,838 

G7i  9 

>40,957 

145,681 

2,304 

1,123 

m 
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PUBLICATIONS  RECEIVED 

Cours  Pratique  d‘ Aviation.  By  Capt.  Gambier  and  Lieut, 
de  Yaissgau  j.  Amet.  I.ibrairie  Delagrave,  15,  Rue  Soufflot, 
Paris.  Price  12  fr. 

La  Photographic  Adrienne.  By  A.  H.  Curlier.  Librairie 
Delagrave,  15,  Rue  Soufflot,  Paris.  Price  28  fr 

Scientific  Papers  of  the  Bureau  of  Standards.  No.  427. 
Some  I: tints  of  the  Distributed  Capacity  between  Inductance 
Cm/s  and  the  Ground.  By  G.  Breit.  Department  of  Com¬ 
merce,  Bureau  of  Standards,  Washington,  D.C..  L.S.A. 

Transactions  of  the  Institution  of  Engineers  and  Shipbuilders 
in  Scotland.  Vol ,  LX F,  Part  V.  March,  1922.  Institution 
of  Engineers  and  Shipbuilders  in  Scotland,  Flinbaiik  Crescent, 
Glasgow. 

Technical  Note  No.  85.  Air  hone  and  Three  Moments 
for  “  F-yL  ”  Seaplane.  National  Advisory  Committee  for 
Aeronautics,  Navy  Building,  Washington.  D.C.,  U.S.A. 

m  m  sg  m 

AERONAUTICAL  PATENT  SPECIFICATIONS 

Abbreviations :  cyl.  -=  cylinder  ;  I.C.  ■=  internal  combustion  ;  tn.  —  motor* 
The  numbers  in  brackets  are  tbose  under  which  the  Specifications  will 
be  printed  and  abridged,  etc. 

APPLIED  FOR  IN  1920 

Published  March  16,  192c 
23,359-  J-  Democratis.  Parachutes.  (175, 30S.) 

31,141.  Goodyear  Tv  re  and  Ri'bbeh  Co.  Airships.  (*54,578-1 
31,738.  \Y.  Gri  now.  Devices  for  transference  oi  articles  between  aircraft 

and  vessels  at  sea.  (175, 3G7.) 

31,911.  F.  \V.  S caret.  Control  oi  aircraft.  (175,378.) 

APPLIED  FOR  IN  1921 
Published  March  16,  1922 

1,070.  N.  B*3KNAcn.  Airship  anchoring  devices.  (157.198.) 

8,878.  ABMSTBONO-SinOBLEY  Motors,  Ltd  ,  and  F,  M.  Greek.  Air-cooled 
I.C.  engines  with  radial  cylinders.  (173,55+.) 

If  you  require  anything  pertaining  to  aviation,  study 
“  Flight’s  ”  Buyers'  Guide  and  Trade  Directory, 
which  appears  in  our  advertisement  pages  each 
week  (see  pages  ill  and  xiv). 

NOTICE  TO  ADVERTISERS 
All  Advertisement  Copy  and  Blocks  must  be 
delivered  at  the  Offices  of  “Flight,”  36,  Great 
Queen  Street,  Kings  way,  W.C.  2,  not  later  than 
12  o’clock  on  Saturday  in  each  week  for  the  following 
week’s  issue. 

FLIGHT 

The  Aircraft  Engineer  and  Airships 
36,  GREAT  QUEEN  STREET,  KJNGSWAY,  W.C.  2. 
Telegraphic  address  :  Truditur,  Westcent,  London. 
Telephone  :  Gcrrard  1828. 

SUBSCRIPTION  RATES 


"  Flight  ”  will  be  forwarded,  post  free,  at  the  following  rates  : — 


United  Kingdom 

Abroad* 

s. 

d , 

s. 

d. 

3 

Months,  Post  Free...  7 

7 

3  Months,  Post  Free...  8 

3 

6 

»»  ,,  ■•*15 

2 

0  „  „  ...16 

6 

12 

„  »» 

4 

12  „  ..-33 

O 

These  rates  are  subject  to  any  alteration  found  necessary 
under  abnormal  conditions  and  to  increases  in  postage  rates. 

•  European  subscriptions  must  be  remitted  in  British  currency 


Cheques  and  Post  Office  Orders  should  be  made  payable  to  the 
Proprietors  of  "  Flight,”  36,  Great  Queen  Street,  Kingsway, 
W.C.  2,  and  crossed  London  County  and  Westminster  Bank, 
otherwise  no  responsibility  will  be  accepted. 
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FLIGHT  BUYERS*  GUIDE  AND  TRADE 

f Coniinttttl /row  p.  xiv.) 


LEATHER  cloth  - 

New  Pegamoid  Ltd-,  T34,  Queen  Victoria  St  ,  E.C. 

City  9704  (2  lines). 
"  Pegamoid,”  Phone,  London. 


PARACHUTES - 

E.  R.  Calthrop’s  Aerial  Patents,  Ltd 423a, 
Edgwaie  Road,  London,  \V.  2. 

Paddington  6332. 


LUBRICATING  OILS 

Wakefield,  C.  C.,  &  Co.,  Ltd.,  Cheapside,  E.C.  a. 
Central  1156  (3  lines);  “  Cheery,"  Cent.  London. 


MACHINING 

Arnott  &  Harrison,  Ltd.,  Hythe  Road,  Willesden 
Junction.  Willesden  2297. 

Monk  Engineering  Co.,  Ltd.,  Coventry. 

Coventry  807  ;  “  Assistance,”  Coventry. 


MAGNETOS 

British  Thomson- Houston  Co.,  Ltd-.^Lower  Ford 
Street,  Coventry. 

Telephone  278  ;  “  Asteroidal/'  Coventry. 


METALS  (AntLFrictioB) 

w  Hoyt  Metal  Co.,  Ltd.,  Deodar  Road.  Pntney, 
S.W.  15.  Putney  1333. 


METAL  PARTS  AND  FITTINGS 

Brown  Bros-,  Ltd.,  Great  Eastern  Street,  London, 
E.C.  2. 

Crabame-Whtte  Company,  Ltd.,  Hendon,  N.W.  g. 

Kingsbury  t2o. 

London  Office:  xa,  Regent  Street,  Pall  Mall, 
S.W.  *.  Regent  2084. 

Monk  Engineering  Co.,  High  St.,  Coventry. 

Coventry  807 ;  “  Assistance,  *  Coventry. 
Kulery,  Owed  &  Co,,  Darlaston. 

Haxlaston  87  ;  “Roofa,”  Darlaston. 


MODELS - 

Tonec.  A.  E.,  Ltd.,  25,  K. vershok  Road,  Camden 
Town,  X  W.  1. 


PETROL 

Anglo-American  Oil  Co.,  Ltd.  (Pratt's),  Queen 
Anne's  Gate,  S.W.  x. 

Shell  Mex  Ltd.,  Shell  Corner,  Kingsway,  W.C.2. 
Holborn  2303-4  ;  “  Shelrine,"  Westcent,  London. 


PHOSPHOR  BRONZE  AND  G  UNMET  AL— 

Clifford,  Cbatles,  &  Son,  Ltd.,  Fazeley  Street 
Mills,  Birmingham. 

Central  3634  (4 lines) ;  ‘ '  Clifford,”  Birmingham, 
Keeling,  A.  D.,  Ltd.,  Caroline  Street, 
Birmingham. 

Central  440(3  lines);  "  Nickel,"  Birmingham. 


PHOTOCRAPKIC  APPARATUS- 

Kodak,  Ltd.  (Wratteri  Div.),  Kingsway,  W.C.  2. 


PROPELLERS- 

Falcon  Airscrew  Co.,  113,  Cottenham  Road, 
Holloway,  N.  19.  Hornsey  pro  &  2472. 

Metal  Aii screw  Co.,  Ltd.,  Regent  House, 
Kingsway,  W.C.  2. 

G errand  5122  ;  “  Pliantness,”  Phone,  London. 


RADIATORS  AND  RADIATOR  REPAIRS— 

Serck  Radiators,  Ltd.,  Warwick  Road,  Greet, 
Birmingham. 

Victoria  5,1  (3  lines);  "Ncrlcak,”  Birmingham. 


MOTOR  CARS  AND  MOTOR  BICYCLES 

Auto-Carriers  (ton),  Ltd.,  181.182,  Hercules  Rd., 
Westminster  Bridge  Road,  London,  S.E.  i 


NIGHT  LANDING  LIGHTS— 

Allen- Liversidge,  Ltd- .amalgamated  with  Imperial 
Light,  Ltd.,  tcifi,  Victoria  St.,  S.W.  t. 
victoria  4155  ;  "  Aeeterator," Sowest,  l.o-ndon. 


SHEET  METAL  WORK  STAMPINGS  AND 
PRESSINGS- 

Rubery,  Owen  &  Co.,  Darlaston. 

Darlaston  S7;  “  Roofs,”  Darlaston. 


SPARKING  PLUGS- 

Robinhood  Engineering  Works,  Ltd.,  The,  Putney 
Vale,  S.W.  15.  Putney  3132,  2133. 

“  Kaalgee."  Phone,  London. 


SPRAYING  PLANT 

Aerogaph  Co.,  Ltd.,  43,  Holborn  Viaduct, 

Holborn  2041 ;  '•  Aerogiaphy,"  London. 
Midland  Fan  Co.,I.td.,46,AstonRd.,Birmingham. 

Central  3463;  “Blast,”  Birmingham. 


STABILIZERS 

Auto  Controls,  Ltd.,  to,  Regent  Street,  Piccadilly 
Circus,  London,  S.W.  r.  Regent  3649. 


TAPES  AND  WEBBING- 

MacLennan,  John,  &  Co..  115,  NewgateSt.,  E.C.t. 

City  3”S  1  “  Vanduara,”  Cent.  London. 

TESTING— 

Tait-Cox&  James,  c/o  S.  Heckstatl  Smith, P.R  .Ae.S., 
4,  Golden  Square,  W.  Gerrard  3489. 

TIMBER— 

Owen,  Joseph,  &  Son,  Boro'  High  Street,  S.E. 

Hop  3311 ;  **  Bucheron,”  London. 


TUBES,  ALUMINIUM 

British  Aluminium  Co.,  Ltd.,  The,  109,  Queea 
Victoria  St.,  London. 

City  2676 ;  “  Cryolite,"  Cent.  London. 

TYRES  AND  WHEELS - 

Palmer  Tyre,  Ltd.,  Shaftesbury'  Avenue,  W.C.  2 
Gerrard  t2t4  ;  11  Tyricord,”  Westcent,  London, 

VARNISHES  AND  COLOURS- 

The  British  Emaillite  Co.,  Ltd.,  Brentfield  Road, 
Stonebridge  Park,  N.W.  to. 

Willesden  2346  and  2347  ; 
“Ridleypren,"  London, 
Naylor  Bros.,  Ltd.,  Slough,  Bucks. 

Slough  228;  M  Naylor,"  Slough. 


WELDINGS,  REPAIRS— 

Barircar,  Ltd.,  10,  Poland  St.,  London,  W.  i. 

Gerrard  8173 ;  “  Bariquamar,”  Reg,  London. 


WIND  SHIELDS— 

Auster,  Limited,  133,  Long  Acre,  W.C.  3 


WIRES  AND  CABLES  (Aeroplane*)- 

Bullivants,  Ltd.,  72,  Mark  Lane,  E.C.  3. 

Works:  Millwall,  E.  14, 
Cliffords  Sons,  Ltd.,  Birmingham. 


Manufacturers 

of 


PHOSPHOR  BRONZE, 


GUN  METAL,  MANGANESE  BRONZE, 

BRASS  1  COPPER 

Tubes,  Sheets, 

Rods,  Wire  and 

CASTINGS. 

PHOSPHOR  TIN, 
PHOSPHOR  COPPER. 

CHARLES  CLIFFORD  &  SON,  LTD., 

BIRMINGHAM. 


FOR  EVERYTHING  ELECTRICAL  IN  CONNECTION 
WITH  AIRCRAFT:— 


C.  A.  VANDERVELL  &  Co.,  Ltd.,  Acton,  London,  W.3. 


ALUMINIUM  PISTONS 

—  AND  — 

STRUT-PACKING  PIECES 

To  A.I.D.  Requirement*. 

The  LONDON  DIE  CASTING  FOUNDRY,  Ltd., 

Tremlett  Grove,  Junction  Road,  Holloway,  N.  1  9. 

'Phone— Hornsby  1580.  Tube  Station— Hicmc.atb. 


When  communicating  with  advertisers,  mention  of  "  Flight "  will  ensure  special  attention. 
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“  Every  lb.  saved  in 
the  weight  of  the 
engine  means  a  lb. 
added  to  revenue 
load 

The 

400  h.p. 


JUPITER  RADIAL  AIR¬ 
COOLED  AERO  ENGINE 

is  the  lightest  proved  aero  engine 
per  h.p.  in  the  world  and  its  use 
in  commercial  aircraft  makes 
possible  the  transport  of  the 
maximum  revenue-earning  load. 

THE  BRISTOL  AEROPLANE  CO..  LTD., 
FILTON - BRISTOL- 

TeUphtnt ;  3yO0  Bris'o/-  Telrgravu  :  "  .tfr /.V,  •  4 


••  . . . . . . . 


Offers  Greatest  Resistance  to  Flame.  The  Most  Durable.  Non-Poisonous. 

MANUFACTURERS  and  SOLE  PROPRIETORS: 

TITANINE,  Ltd. 


Telegrams: 
Tbtrafksb,  Picct, 
London." 


Telephone. : 
Gut  it  ARD  2312 

AMD 

Rbgbnt  472J. 


( Contractors  to  H.M.  Government), 

Head  OtOce: 

Empire  House,  175,  Piccadilly,  London,  W.  1. 

Work.:  HENDON  (London)  and  NEW  YORK. 
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THE  ORIGINAL  NON-POISONOUS 


Sec  Advert, 
pace  x. 


-  FLAME  RESISTING 


FIRST  A€RO  WCCKLY  IN  TH€  WORLD 


OFFICIAL  ORGAN  OF  THE  ROYAL  AERO  CLUB  OF  THE  UNITED  KINGDOM. 


No.  691.  (No.  X?.  VOL.  XIV.)  R%‘*Sd«VhN.S:p:”,r.i'0‘'  MARCH  23,  1922! 


Sixpence  Weekly. 


EMAILLITE 

AEROPLANE  DOPING  SCHEME  “X,”  ALUMINIUM  FINISH 


AERIAL  DERBY  —  1921  —  MARS  I. 

THE  BRITISH  EMAILLITE  CO.,  LTD.,  Brentfield  Road,  Stonebridge  Park,  N.W.  10. 

'PW:  WILLESDEN  2346/7.  Wires:  RIDLEYPREN.  LONDON. 


AND  D.  M.  DAVIES. 

Aeroplane  Propeller  Designers  and  Manufacturers,  Aeronautical  Engineers. 

Largest  Manufacturers  of  Aeroplane  and  Seaplane  Propellers  in  the  World . 

113,  Cottenham  Road,  Holloway,  London,  N.  19. 


•* 


Write  u>,  'Phone  us,  or  Wire  us.  Hornsey  2472-910-2874. 


RIGGING 


Post  Free 


The  Erection  and  Trueing-up  of  Aeroplanes. 
By  F.  W.  HALLIWELL,  A.M.I.A.E. 


Ft  OrFirF 

36,  Gt.  Queen  St.,  Kingsway,  W.C.  2. 


(It  is  a  fund  of 
information.) 


Subject  to  alteration  without  notice. 
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CURRENT  PRICES  OF 


_  Cord  tyres 

the  palmer  tyre  limited.  119. 121.  123.  sh.fu.bury 


Size. 

COVERS. 

TUBES. 

895  x  150 
935  150 

£18  15  6 
20  OO 

£2  O  O 
2  2  0 

UGHT  CAR  TYRES. 

To  lit  650  by  65  Rijns. 

650  x  65 
700  s  80 
710  x  85 

£2  12  6 

3  10  6 
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WESTLAND 


THE  word  needs  no  translation.  The  world  over  it  is  known  for  the  super  Aircraft  designed  and  constructed 
by  FETTERS  LIMITED. 

LE  mot  n’a  point  besoin  de  traduction.  II  est  connu  1  partout .dans  le :  monde  conune  reprcseutant  les  super 
Appareils  d’ Aviation  dessines  et  construits  par  FETTERS  LIMUEIJ. 

I.A  palabra  no  nece.Ua  traduccion  alguna.  Es  bien  sabido,  en  el  mundo  entero,  que  represents  los  super 
Aparatos  de  Aviacion  disenados  y  construidos  por  PE  ITERS  LI  MI  1  EL). 


Westland  Limousines  for  Business  and  Pleasure. 


land  and  water,  the  interests  of  the  various  nations  were  not  always 
me  nations  and  those  who  knew  nothing  of  the  sea.  The  air  is  free  irom 
national  prejudice,  and  the  opportunity  to  possess  and  use  the  beautilul 

to  all. 

motion  etaient  limites  aux  voyages  par  terre  et  par  mer,  les  intdrets  des 
pas  toujouis  identiques.  11  y  avait  des  nations  man  times,  aussi  bien 
lent  rien  rle  la  mer.  L’air  est  libre  de  restrictions  gdographiques  e 
nnnphmih'  dp  nn^ci'dp.r  et  de  sevvir  d’une  belle  Limousine  Westland  e 5 
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EDITORIAL  COMMENT 

is  now  a  matter  of  five  years  since 
Flight  first  condensed  the  claim  for 
a  separate  Air  Service  into  the  slogan 
'*  One  Air  Service,  one  Uniform,  one 
Badge,”  although  we  had  been  press¬ 
ing  the  claim  for  such  a  service  for 
years  before  that.  The  Air  Service, 
with  its  independent  Minister,  came 
into  being  at  last,  but  ever  since  the  R.A.F.  and  the 
Air  Ministry  have  been  the  subjects  of  attacks  from 
the  older  Services,  who  refused  to  admit 
“  One  Air  the  soundness  of  letting  the  Air  Force 
s^vJSe’  develop  independently  of  the  Army  and 

One  Badge1”’ >*avy  As  we  wcre  t^tie  ^rst  to  Put  *or* 
ward  the  demand  for  the  establishment 

of  the  Air  Service  as  an  independent  arm,  it  was  with 
no  small  satisfaction  that  we  heard  the  very  strong 
and  convincing  statement,  by  Mr.  Chamberlain,  in 
the  House  during  the  Debate  on  the  Navy  Estimates, 
of  the  Government  attitude  towards  the  forces  which 
are  working  for  the  suppression  of  the  R.A.F.  and  for 
its  division  into  separate  naval  and  military  flying 
services.  There  has  been  a  tendency  to  doubt  whether 
the  Government,  when  pressed  for  a  decision,  would 
resist  the  claims  of  the  older  Services  and  take  up  a 
strong  stand  in  favour  of  retaining  the  R.A.F.  as  an 
independent  force.  Mr.  Chamberlain's  statement 
cleared  the  air  at  once,  and  set  at  rest  the  minds  of 
those  who,  having  the  future  of  the  Empire  and  the 
R.A.F.  at  heart,  were  somewhat  doubtful  as  to  the 
support  which  the  Government  would  be  prepared  to 
give  to  our  new  First  Line  of  Defence,  which  is  actually 
what  the  R.A.F.  is  rapidly  becoming. 

The  Navy’s  claim,  as  voiced  by  Rear-Admiral  Sir 
R.  Hall,  was  even  less  strong  than  might  have  been 
expected,  and  the  gallant  Admiral  did  not  succeed  in 
doing  more  than  plead  from  the  peculiarly  narrow 
point  of  view  of  the  Navy.  His  arguments  were  those 
which  the  Navy  has  ever  advanced,  and  he  gave  an 
excellent  proof  of  the  failure  of  the  naval  officer  to 
grasp  the  real  significance  of  the  advent  of  the  Air 
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Arm.  Mr.  Chamberlain,  in  pointing  out  that,  all  our 
fighting  services  exist,  and  only  exist,  for  the  defence 
of  our  common  country,  scored  heavily  in  comparison 
with  the  very  narrow  view  taken  by  Sir  R  Hall,  who 
nppeared  to  look  at  the  matter  entirely  from  the 
xaval  point  of  view,  as  was,  of  course,  only  to  be 
paeected.  All  the  old  arguments  about  the  failure  of 
t  e  necessary  co-operation  between  the  Navy  and  the 
R.A.F.  were  trotted  up  again,  and,  as  usual,  it  was 
omitted  to  poinl  out  that  this  failure  has  been  entirely 
the  fault  of  the  Navy  itself.  Nor  is  this  surprising 
when  one  bears  in  mind  that,  as  the  Navy  was  out  for 
getting  control  of  its  own  air  service,  it  was  obviously 
desirable  that  the  present  arrangement  should  show 
up  as  badly  as  possible. 

However,  Sir  Reginald  Hall,  as  a  result  of  the  very 
strong  stand  taken  bv  Mr.  Chamberlain,  and  realising 
that  the  House  appreciated  the  weakness  of  his  case, 
begged  leave  to  withdraw  his  motion,  and  thus  it  may 
be  supposed  that  the  Admiralty  have,  for  a  time  at 
any  rate,  abandoned  the  idea  of  a  Naval  Air  Force, 
and  that  the  future  of  the  independent  Royal  Air 
Force  is  assured.  This  is  all  to  the  good,  and  we 
congratulate  the  Government  on  their  firm  stand, 
which  is,  to  all  but  those  with  vested  interests  or 
limited  outlook,  obviously  the  right  one. 

Having,  presumably,  been  finally  convinced  that, 
no  matter  how  it  tries  to  pull  the  strings,  it  will  not 
get  its  own  Air  Service,  the  Navy  may  be  found  in 
the  future  to  be  better  disposed  to  co-operate  with 
the  R.A.F.,  seeing  that  it  has  now  nothing  to  gain 
by  refusing  co-operation— for  we  do  not  believe  that 
the  Navy  is  blind  to  the  possibilities  of  aircraft — and 
the  appointment  of  a  Committee  to  look  into  the 
better  co-operation  of  the  two  Services  may  result  in 
a  great  deal  of  good,  even  if  it  is  not  yet  possible  to 
establish  a  Ministry  of  Defence  to  coordinate  the 
work  of  all  three  fighting  services. 

♦  ♦  « 

The  \ir  Elsewhere  in  this  issue  will  be  found  a 

Estimates  brief  summary  of  the  Air  Estimates  for 
1922-23,  which  were  published  on 
March  17.  The  debate  on  them  in  the  House  of 
Commons  is  to  take  place  on  March  21,  but  as  this  is 
the  day  on  which  this  journal  is  at  press,  it  will  not 
be  possible  to  include  a  report  of  the  debate  in  this 
issue.  From  the  summary  of  the  Estimates  published 
this  week,  it  will  be  seen  that  a  reduction  of  just  over 
jl  million  as  against  the  current  financial  year  is  con¬ 
templated,  while  as  regards  personnel  a  reduction  of 
9,700  is  provided  for.  The  revised  Estimates  for 
1921-22  were  £18,421,477  and  a  personnel  of  40,880, 
while  the  corresponding  figures  for  the  current  year 
are  £10,895,000  and  31,176  respectively. 

We  do  not  propose  to  deal  with  the  net  figures  under 
the  various  heads  in  detail  this  week,  but  will  confine 
ourselves  to  a  few  remarks  on  the  Estimates  as  a 
whole.  It  is  true  that,  faced  as  we  are  with  the  vital 
necessity  of  economising  in  every  way  possible, 
reductions  have  to  be  made.  At  the  same  time,  the 
increasing  importance  of  the  R.A.F.  is  now  generally 
admitted,  and  its  functions  are  gradually  expanding, 
as  instanced  by  the  taking  over  by  the  R.A.F.  of  the 
control  of  Iraq.  Consequently  it  was  to  be  expected 
that  the  recommendations  of  the  Geddes  Committee. 

<5>  3> 

Italian  Parachute  Competition 

From  Rome  it  is  reported  that  the  Ministry  of  War  is 
to  organise  a  competition  for  parachute  descents.  First 
prize  is  to  be  of  30,000  lira,  second  15,000  lira,  and  third  5,000 


would  not  be  carried  out  in  full.  Even  so,  the  reduc¬ 
tions  are  considerable,  and  we  do  not  expect  the  forth¬ 
coming  Debate  in  the  House  to  bring  forward  any 
very  strong  criticism  of  the  total  amounts  involved, 
although  possibly  the  manner  of  their  allocation  may 
be  open  to  discussion. 

The  reduction  in  expenditure  on  research  ot 
£529,000  is  certainly  open  to  adverse  criticism.  Ihe 
problems  which  are  still  awaiting  solution  are  so 
many  and  so  important  that  to  reduce  the  amount 
spent  on  research  from  £1,706,000  to  £1,177,000 
cannot  fail  seriously'to  affect  progress.  And  progress, 
in  the  very  nature  of  things,  must  be  rapid  in  aero¬ 
nautics,  in  the  lighting  Air  Force  no  less  than  in  civil 
aviation.  As  far  as  we  are  concerned,  we  cannot 
agree  that  to  cut  down  research  is  anything  but  a 
short-sighted  policy,  and  one  which  we  may  easily 
live  to  regret  some  day  when  it  is  too  late.  Research 
cannot  be  expected  to  give  immediate  results,  and 
now  is  the  time  when  we  should  lay  the  foundation 
for  the  work  which  may  prove  of  inestimable  value  in 
the  future — at  a  time,  probably,  when  it  will  be  most 
urgently  needed 

♦  ♦ 

....  ,  „  While  011  the  subject  of  the  Air  Esti- 

Is  Doing  mates,  it  is  not  without,  interest  to 

examine  what  others  are  doing,  since 
obviously  our  policy  must  be  to  a  large  extent 
governed  by  the  attitude  of  other  countries  towards 
the  Air  Arm.  Nor  is  there  any  necessity  for  going 
far  afield,  our  neighbour  and  ally  France  providing 
an  excellent  example  of  a  very  strong  air  policy.  At 
the  present  time  France  has  somelhing  like  160 
squadrons  on  war  footing,  compared  with  our  18  or 
so.  By  the  end  of  next  year  she  will  have  about  220 
squadrons.  France  has  so  encouraged  aviation  that 
her  output  towards  the  end  of  last  year  was  in  the 
neighbourhood  of  150  machines  per  month.  It  F 
probably  not  far  wrong  to  estimate  t lie  number  of 
machines  built  in  this  country  since  the  Armistice  at 
300. 

France’s  expenditure  011  aviation  is  about  44  ; 
million  francs.  At  par  this  is  equivalent  to 
£17,720,000,  and  bearing  in  mind  the  difference  in 
pay  in  the  two  countries,  and  the  fact  that  in  France 
certain  items,  such  as  land  and  buildings  and  trans¬ 
port,  come  under  other  Votes,  this  figure  is  actually 
more  ahead  of  our  n  million  than  appears  at  first 
sight.  French  Civil  Aviation  copies  in  for  about  95 
million  francs,  out  of  which  approximately  45  million 
francs  is  allotted  for  subsidies.  Compared  with  our 
£880,000,  these  are  formidable  figures,  and  the  wisdom 
of  reducing  our  Civil  Aviation  Vote  b\  £516,000  may 
well  be  questioned. 

The  series  of  articles  by  Brig.-Gen  Groves  in  The 
Times  expresses  some  very  strong  views,  views  which 
merit  the  very  closest  attention.  We  would  urge  all 
who  are  interested  in  aviation  and  in  the  future  of  the 
R.A.F.  to  read  these  very  carefully.  The  importance 
of  Civil  Aviation  to  our  air  power  is  strongly  empha¬ 
sised  in  these  articles,  and  we  hope  to  refer  to  them 
in  more  detail  next  week.  At  present  space  does  not 
allow  of  doing  so,  nor  of  dealing  with  several  items  in 
the  Air  Estimates,  which  appear  to  call  for  comment. 
With  that  we  must  leave  it  at  present. 

❖  <*> 

lira.  Competitors  will  jump  from  an  aeroplane  flying  at  an 
altitude  of  less  than  1. 000  metres,  and  the  pi  izes  will  be  given 
for  alighting,  without  incident,  as  near  as  possible  to  a  pre 
determined  point. 
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THE  NAVY  AND  THE  RAF. 


Following  the  statement  of  Mr.  Aiuery,  Parliamentary 
Secretary  to  the  Admiralty,  on  the  Navy  Estimates,  the 
Navy  made  its  expected  claim  for  a  separate  Air  Service, 
Hear- Admiral  Sir  R.  Hall  moving,  on  March  16,  "  That 
in  the  opinion  of  this  House,  the  naval  Air  Services  should  be 
put  under  the  control  of  the  Board  of  Admiralty  for  the 
full  development  of  the  efficiency  of  these  services,  for  their 
better  co-operation  with  the  Navy,  and  for  the  most  econo¬ 
mical  administration  and  expenditure.”  The  gallant  Admiral 
then  proceeded  to  put  his  case  for  a  separate  Air  Service. 
11c  contended  that  for  some  years  to  come  the  carriage  of 
trade  and  troops  at  sea  will  be  done  by  surface  ships,  and  that 
we  are  faced  with  the  problem  of  defending  or  attacking 
shipping  carrying  troops,  which  involves  acknowledgment 
of  maritime  conditions  of  transport  work.  The  advent  of 
the  air  arm  necessitates  assistance  by  and  defence  for  air¬ 
craft,  but  this  did  not  mean,  the  Admiral  said,  that  the  air 
should  act  separately  any  more  than  the  introduction  of  the 
submarine  meant  that  the  submarine,  should  act  Separately. 
He  thought  that  if  there  are  two  separate  services  the  autho¬ 
rities  of  each  will  develop  their  own  theories  as  to  the  best 
employment,  and  we  should  have  two  sets  of  people  studying 
the  problem  of  invasion  in  separate  w  atertight  compartments. 
No  division  is  practicable,  Sir  R.  Hall  maintained,  in  the 
case  of  the  sea  and  the  air,  w  orking  in  combination  to  maintain 
control  of  a  given  water  area  for  a  prolonged  period.  The 
Admiral  asked  whether  the  Air  Service  is  to  decide  what 
allocation  of  aircraft  is  to  be  made,  maintaining  that  it  cannot 
have  the  knowledge  necessary  as  a  basis  on  which  to  form 
its  opinions.  In  minor  strategy,  the  Admiral  said,  the  air 
arro  is  part  of  the  naval  arm,  and  must  be  worked  in  combina¬ 
tion  with  it.  A  separate  air  service  necessitates  a  separate 
air  staff  and  the  development  of  a  strategy  of  its  own.  When 
Coming  to  the  question  of  battle,  and  the  tactical  side  of  air 
operations,  he  contended  that  here  also  there  must  be  a 
dissipation  of  effort  by  duplication.  He  admitted  that  the 
Air  Force  is  capable  of  performing  many  important  functions, 
but  in  battle  it  must  be  for  the  naval  authorities  to  decide 
how-  many  of  these  functions  require  to  be  developed.  In 
fact,  the  Admiral  contended  that  there  is  no  place  at  sea 
for  a  separate  air  service.  By  way  of  showing,  by  an  example, 
the  fallacy  of  a  separate  service,  the  Admiral  stated  that 
one  of  the  prime  causes  of  the  failure  of  the  German  submarine 
campaign  was  that  in  the  German  navy  the  submarine  was 
practically  an  independent  service,  and  its  operations  were 
not  co-ordinated  with  those  of  the  High  Sea  Fleet.  By  way 
of  strengthening  his  claim  for  a  naval  air  service,  the  Admiral 
stated  that  lie  did  not  know  of  any  foreign  nation  which  lias 
a  separate  air  force,  and  lie  did  not  know  of  any  Admiral  of 
a  foreign  nation  who  recognised  a  separate  air  force,  nor  did 
he  know'  any  distinguished  British  Admiral  holding  a  high 
position  at  sea  today  who  recognises  a  separate  air  force. 

As  regards  the  questions  of  economy  and  personnel,  the 
Admiral  called  attention  to  the  fact  that  we  have  a  largely 
reduced  Navy,  with  large  barracks  which  arc  half  empty, 
and  staff  colleges  at  Greenwich  which  will  bear  filling  up. 
If  we  have  our  officers  in  the  Navy  who  specialise  in  air, 
the  Admiral  thought  that  perhaps  when  the  attractions  of 
flying  are  not  so  great,  or  when  old  age  creeps  on  them,  they 
can  give  up  active  service  and  return  as  specialists,  become 
staff  officers  in  air,  and  eventually  Admirals  who  know 
something  about  the  air. 

Viscount  Curzon  seconded  the  motion,  and  denied  that 
the  Admiralty  were  hostile  towrards  the  K.A.F.  He  referred 
to  the  various  functions  of  aircraft  as  they  are  used  today, 
but  admitted  that  in  the  future  aircraft  would  probably 
become  even  more  important,  and  said  he  wonld  nut  be 
surprised  if,  in  the  future,  the  Coinmander-in  Cliief  him¬ 
self  had  to  go  up  in  an  aeroplane  in  order  to  direct  his 
fleet.  He  said  that  the  Fleet  has  aircraft  carriers,  but 
neither  the.  Admiral  in  command  nor  the  Admiralty  have 
any  control  or  responsibility  for  the  machines  carried  or  for 
the  personnel.  The  Air  Ministry  may  withdraw  pilots  if 
they  want  to  do  so  and  send  them  to  another  quarter  of  the 
globe.  In  conclusion.  Viscount  Curzon  said  he  would  like 
the  Government  to  consider  whether  some  Committee  could 
not  be  set  up  to  enquire  into  the  use  of  aircraft  by  both 
Services. 

The  Air  Ministry  :  Government’s  Decision 

Mr.  Chamberlain,  in  reply  to  the  matters  brought  up  by 
Rear-Admiral  Sir  R.  Hall  and  Viscount  Curzon,  said  that  it 
these  matters  had  related  solely  to  the  Navy  he  would  not 
have  thought  it  necessary  to  intervene.  But  questions  had 


been  raised  which  could  not  be  confined  to  a  single  Service, 
but  which,  in  all  their  implications,  affected  the  three  lighting 
Services  and  the  fighting  Ministries,  ft.  seemed  proper,  he 
said,  that  the  statement  of  Government  policy  should  be 
made  by  a  Minister,  not  the  head  of  one  of  these  various 
departments,  but  on  behalf  of  the  Government  as  a  whole. 
Mr.  Chamberlain  pointed  out  that  he  was  not  laying  down 
a  policy  for  all  time,  but  that  in  what  lie  was  about  to  state 
he  was  declaring  the  policy  of  the  Government  as  things 
stand,  and  that  it  was  essential  that  that  policy  should  be 
known.  He  thought  that  the  gentlemen  who  had  moved 
and  seconded  the  amendment  had  said  everything  that  could 
be  said  in  support  of  their  amendment  from  their  point  of 
view-.  This  was  admittedly  and  essentially  a  rather  narrow 
point  of  view.  Mr.  Chamberlain  made  a  very  excellent  point 
in  referring  to  the  statement  that  it  was  not  fair  to  take 
enterprising  officers  from  the  Naval  Service  for  the  service  of 
the  country  in  another  sphere.  He  would  point  out  that 
we  have  a  common  country,  and  that  all  these  Services  exist, 
arid  only  exist,  for  the  defence  of  that  common  country. 
We  must  therefore  look  at  it,  he  said,  from  a  wider  point 
of  view,  Mr.  Chamberlain  then  gave  a  brief,  but  most 
excellent  review  of  what  has  been  the  history  of  the  Air 
Service  up  to  the  present  time,  As  there  is  always  a  danger 
that  the  steps  which  led  to  the  formation  of  the  R  A  F.  may 
be  forgotten,  we  publish  this  part  of  Mr.  Chamberlain's  speech 
in  full  as  follows  : — 

"  In  ro  12  a  scheme  for  the  creation  of  a  Royal  Flying  Corps 
was  laid  before  Parliament,  The  theory  on  which  that  scheme 
was  based  was  that  the  needs  of  the  Navy  and  Army  differed, 
and  that  each  required  a  technically  developed  arm  respec¬ 
tively  to  sea  and  land  warfare,  but  that  the  foundation  ot 
the  requirements  of  each  Service  was  identical — namely,  an 
adequate  number  of  efficient  flying  men.  The  aeronautical 
service  therefore  was  to  be  regarded  as  one,  and  was  designated 
at  that  time  the  Royal  Flying  Corps.  It  consisted  ot  a  naval 
and  military  wing,  maintained  at  the  expense  and  administered 
by  the  Admiralty  and  the  War  Office  respectively.  There 
was  established,  further,  a  single  Royal  Aircraft  factory, 
common  to  both  Services,  and  a  central  flying  school,  all 
graduating  at  this  school  to  remain  to  specialise  in  naval 
and  military  flying,  and  in  order  to  secure  co-ordination 
between  the  two  branches  of  the  Royal  Flying  Corps  an 
Air  Committee  was  set  up  as  a  Sub-Committee  of  the  Com¬ 
mittee  of  Imperial  Defence.  My  right  hon.  and  gallant 
friend  (Maj.-Gcn.  Seely)  was  the  first  Chairman  of  that 
Committee.  But  even  from  the  first  there  was  a  tendency 
for  the  two  Services  to  drift  apart,  and  in  1914,  before  the 
outbreak  of  the  War,  the  naval  wing  of  the  Royal  Flying 
Corps  had  already  changed  its  title  to  the  Royal  Naval 
Air  Service,  and  with  the  outbreak  of  hostilities  the  separa¬ 
tion  of  the  two  Services  was  virtually  complete.  That  is 
the  first  stage  in  the  history  of  this  arm.  When  war  broke 
out  the  War  Office  were  responsible  for  the  aerial  defence  of 
the  country,  but  all  the  squadrons  of  the  Royal  Flying  Corps 
were  engaged  in  France,  and  at  Lord  Kitchener's  request 
the  Admiralty  took  responsibility  for  home  defence  against 
aircraft  early  in  September,  1974.  Therefore  for  the  first 
tw-o  and  a  half  years  of  the  War  expansion  of  the  two  branches 
of  the  Air  Service  was  developed  independently,  both  as  to 
organisation  and  supply,  by  the  naval  and  military  autho¬ 
rities.  What  was  the  result  ? 

"  My  hon.  and  gallant  friend  proudly  boasts  that  the  Navy 
got  all  the  best  machines  and  all  the  best  officers.  How  did 
it  get  them  ?  Was  that  distribution  dictated  by  the  country's 
needs  at  the  moment,  or  by  any  consideration  of  the  country's 
need  ?  It  was  dictated  by  a  fierce  inter-departmental  com¬ 
petition  in  the  market,  the  resources  of' which  at  that  time 
were  wholly  insufficient  to  supply  the  Servic.es.  It  was  a 
haphazard  and,  therefore,  a  dangerous  arrangement.  It  was 
an  accidental,  and,  therefore,  could  not  be  a  considered, 
arrangement.  It  resulted  in  overlapping,  w^aste  of  effort, 
one  Department  bidding  against  another  in  the  distribution 
and  application  of  the  resources  of  the  country,  not  according 
to  a  considered  view  of  the  country's  needs,  but  according 
to  the  relative  skill  and»  relative  quickness  of  the  different 
Departments  in  getting  hold  of  what  resources  were  available. 
Those  are  the  great  and  glorious  days  the  hon.  and  gallant 
gc-ntleman  holds  up  to  us  as  providing  that  which  his 
Amendment  would  provide,  and  which  the  present  system 
does  not. 

•'  Towards  the  end  of  19x5  so  patent  were  the  facts  that 
there  arose  a  strong  movement  for  co-ordination,  though 
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it  was  not  at  the  time  proposed  to  combine  the  two  Services, 
because  it  was  clear  that  for  a  considerable  time  to  come  the 
great  bulk  of  the  work  in  the  air  would  be  of  a  definitely 
naval  or  military  character.  There  was  already  a  strong 
body  of  opinion  in  favour  of  an  Air  Minister  who  should 
have  entire  control  of  the  Services,  and  a  status  equal  to  that 
of  the  First  Lord  of  the  Admiralty  or  the  Secretary  of  State 
for  War. 

“  The  next  step  in  co-ordination  was  that  in  February, 

1916,  a  Joint  War  Air  Committee  was  appointed  to  collaborate 

in  and  co-ordinate  questions  of  supply  and  design  of  material 
for  the  Naval  and  Military  Air  Services.  That  was  not 
without  some  relation  to  the  state  of  things  on  which  my 
lion,  and  gallant  friend  (Sir  R,  Hall)  so  lovingly  dwelt.  The 
Committee  failed  to  present  an  agreed  Report,  and  it  was 
brought  to  an  abrupt  end  by  the  resignation  of  its  chairman 
(Lord  Derby).  That  committee  was  succeeded  by  an  Air 
Board,  constituted  on  May  it,  1916,  under  the  Presidency 
of  Lord  Curzon.  This  Board  was  free  to  discuss  matters  of 
general  policy  in  relation  to  the  air,  including  combined 
operations  of  the  Naval  and  Military  Air  Services,  and  to 
make  recommendations  to  the  Admiralty  and  the  War  Office 
thereon,  as  well  as  to  discuss  and  make  recommendations  on 
the  types  of  machine  required  for  the  two  Air  Services.  If 
either  Department  declined  to  act  upon  its  recommendations, 
the  President  had  the  right  of  reference  to  the  War  Com¬ 
mittee.  The  Board  was  also  charged  with  the  task  of 
organising  and  co-ordinating — observe  how  often  the  word 
co-ordinating  comes  in  ;  1  emphasise  it  because  it  means 

that  the  system  was  not  working  smoothly,  that  there  was 
not  one  but  two  policies  often  clashing  and  constantly  over¬ 
lapping — the  supply  of  material  and  to  prevent  competition 
between  the  two  Departments.  Finally,  it  was  responsible 
for  the  co-ordination  of  research  in  aerial  matters  between 
all  the  bodies  concerned. 

Alter  further  experience,  in  November  of  that  year,  1916, 
the  Government,  after  prolonged  enquiry,  decided  on  further 
developments,  providing  for  the  Admiralty  and  War  Office 
to  concert  their  respective  aerial  policies  in  consultation 
with  the  Air  Board  and  submit  their  programmes  of  aerial 
production  to  the  Air  Board,  which  was  to  decide  as  to  the 
extent  to  which  the  Departmental  programmes  were  to  be 
approved,  having  regard  to  the  rate  of  production,  the  needs 
of  other  Departments  and  the  respective  urgency  of  the 
demands.  Every  one  of  these  steps  was  necessary  because 
the  profound  lack  of  co-ordination  and  of  a  central  control 
had  landed  the  country  in  difficulties  and  had  failed  to 
provide  us  with  a  satisfactory  defence.  A  change  of  Govern¬ 
ment  took  place  in  December  of  that  year,  but  the  new 
Uovernment  confirmed  the  decision  of  its  predecessor,  and 
the  new  Air  Board  was  actually'  constituted  oil  February  6, 

1917.  Up  to  the  middle  of  1917  all  the  aerial  output  -was 
absorbed  by  the  older  Services.  The  supply  could  not  over¬ 
take  the  demand.  The  constantly  growing  series  of  activities 
to  which  aircraft  was  successfully  applied  outstripped  the 
progress  of  manufacture,  and  forced  us  to  apply  all  the 
machinery'  available  for  a  purely  naval  or  purely  military 
purpose,  and  the  building  up  of  a  reserve  for  an  independent 
aerial  campaign  against  Germany  was  impossible.  By  July, 
19x7,  however,  the  Ministry  of  Munitions  had  the  supply 
position  well  in  hand.  A  deadlock  appeared  to  have  been 
reached  both  in  the  naval  and  military  theatres,  and  it 
seemed  conceivable  that  a  sustained  air  offensive  might 
coo  tribute  more  powerfully'  than  any  other  factor  towards 
undermining  the  moral  of  the  enemy  and  disposing  him 
towards  a  reasonable  peace. 

"  It  was  perfectly  clear,  however,  that  unless  there  was  a 
properly  constituted  Air  General  Staff  under  an  Air  Board 
or  under  an  Air  Ministry,  aviation  output,  however  large, 
would  continue  to  be  absorbed  by  the  two  Services  already 
existing.  Accordingly,  in  August,  1917,  the  Government 
decided  in  favour  of  the  principle  of  uniting  the  Air  Services 
and  of  providing  a  special  branch  for  the  systematic  raiding 
of  German  munition  centres,  and  an  Air  Organisation  Com¬ 
mittee  was  appointed,  under  the  Chairmanship  of  Gen.  Smuts, 
to  work  out  the  details  for  an  Air  Ministry,  an  Air  Council 
and  a  combined  Ah'  Force.  The  Air  Council  was  set  up 
by  Order  in  Council  on  December  21,  1917.  The  independent 
Air  Force  was  constituted  on  June  8,  191s,  under  the  then 
General,  now  Air -Marshal,  Sir  Hugh  Trencliavd,  who  was 
placed  directly  under  the  Air  Ministry,  although  for  purely 
operation  purposes  Gen.  Trenchard  was  under  the  supreme 
command  of  Marshal  Foch.  It  was  during  this  latter  period, 
subsequent  to  the  formation  of  the  Air  Ministry,  that  our 
Air  Services  achieved  their  maximum  successes  in  the  War. 
Although  in  1918  a  serious  shortage  in  the  supply  of  high- 
powered  engines  curtailed  that  programme,  the  limited 


amount  of  raiding  which  took  place  had  a  considerable  effect 
on  the  enemy.  It  is  well  known  that  if  the  War  had  lasted 
a  little  longer  the  range  of  our  bombing  squadrons  would 
have  greatly'  increased  and  would  probably  have  included 
Berlin.  From  that  time  to  this  the  Air  Force  has  remained 
a  separate  force  under  the  Air  Ministry. 

I  hope  the  House  does  not  think  that  1  have  taken  too 
long  with  the  summary,  which  I  could  not  well  have  made 
shorter  if  I  were  to  give  the  House  all  the  events  that  led  up 
to  the  formation  of  the  Air  Ministry  and  of  a  separate  Air 
Board  by  an  Act  of  Parliament  on  the  decision  of  this  House. 
It  will  be  seen  tint  it  was  war  experience  which  led  to  the 
creation  of  the  Air  Ministry,  and  to  the  constitution  of  a 
separate  homogeneous  Air  Force.  It  was  not  theory  derived 
from  speculation  in  the  past,  but  it  was  practical  experience 
after  trying  a  great  many  other  experiments,  and  the  defi¬ 
ciencies  which  they  left,  which  proved  to  the  Government 
in  the  pressure  of  the  War,  and  for  the  successful  conduct 
of  the  War,  the  necessity  of  creating  the  system  now  in  force.'1 

Viscount  Curzon  :  '*  After  the  Air  Ministry  was  constituted 
did  the  Services  retain  control  of  the  aeroplanes  working 
with  them,  or  were  they  controlled  by  the  Air  Ministry  ?  " 

Mr.  Chamberlain;  "  The  independent  force  was  directly 
under  the  Air  Ministry,  subject  to  the  supreme  control  of 
Marshal  Foch.  Air  squadrons  working  with  the  Army  were 
under  the  Army  Command,  and  air  squadrons  working  with 
the  Navy  were  under  the  Naval  Command.  Now  I  return 
to  the  lessons  wffiich  we  derived  and  the  inferences  which  we 
formed  from  this  war  experience.  However  elaborate  the 
machinery  for  co-ordination,  whatever  the  goodwill  and  the 
desire  to  co-operate  between  the  different  Departments,  it 
w'as  found  during  the  War  supremely  difficult  to  achieve 
full  efficiency  in  the  Air  Services  so  long  as  those  Services 
remained  divided,  part  under  the  War  Office  and  part  under 
the  Admiralty.  So  long  as  the  supply  of  machines  and 
engines  remained  under  the  two  Departments  there  resulted 
only  a  disastrous  and  wasteful  competition.  We  were  driven 
step  by  step  to  a  greater  concentration  of  responsibility  for 
the  Air,  until  by  Statute  the  Air  Ministry  and  the  Air  Board 
were  constituted  as  they  exist  today.  It  was  only  after  the 
Air  Ministry  was  constituted,  with  its  air  staff,  that  the 
aeronautical  aspects  of  the  War  were  considered  from  a 
distinctly  Air  point  of  view  and  by  aerial  officers.  Until 
that  time  the  Air  w'as  under  purely  naval  or  military  command, 
and  was  only  thought  of  in  terms  of  naval  or  military  warfare. 

I  do  not  want  it  to  be  thought  that  the  Government  are 
blind  to  the  real  difficulties  which  arise  out  of  the  present 
system.  I  do  not  pretend  for  one  moment  that  it  works 
with  perfect  harmony  or  smoothness  or  gives  satisfaction  to 
everybody,  but  our  view  is  that  the  objections  to  the  re¬ 
absorption  of  the  Air  Forces  by  the  Army  and  Navy  are  far 
greater  than  any  objections  under  the  present  circumstances 
and  for  the  time  to  which  we  can  look  forward — as  I  have 
said  before,  I  am  not  pretending  to  lay  down  a  policy  for 
all  time— which  can  be  raised  against  the  existence  of  a 
separate  Air  Ministry  and  Staff.  If  the  Air  Services  were 
required  only  as  an  adjunct  to  the  naval  and  military  Services 
there  would  be  much  to  be  said  for  their  re-absorption, 
though  I  do  not  think  that  even  then  the  case  would  be 
conclusive,  for  there  would  remain  the  necessity  for  preventing 
the  kind  of  competition  wffiich  took  place  with  such  unhappy 
results  during  the  War. 

“It  is  imperative  that  there  should  be  the  closest  co¬ 
operation  and  the  closest  communication  and  understanding 
between  the  heads  of  the  different  Services  of  the  needs, 
requirements  and  capabilities  not  only  of  their  own  Service, 
but  of  the  other  Services  with  which  they  have  to  act  in 
common.  These  are  points  for  which  we  must  provide,  but 
we  have  in  addition  to  consider  the  development  of  the  aerial 
forces  in  their  own  elements  and  use  those  forces  for  opera¬ 
tions  independent  of  both  the  Navy  and  the  Army.  Already 
great  progress  has  been  made  in  that  direction.  My  right 
hon.  friend,  the  Secretary  of  State  for  the  Colonies,  recently 
gave  the  House  some  very  interesting  information  as  to  the 
success  of  the  Air  Force  in  carrying  out  independent  action, 
and  as  to  the  use  which  we  are  making  of  it  in  Mesopotamia 
at  the  present  time,  and  also  in  Somaliland,  but  not  w-holly 
independent  there.  The  Government  believe,  then,  that  if 
the  Air  Service  were  reabsorbed  by  the  Navy  and  the  Army, 
this  aspect  of  the  service  to  be  rendered  by  the  Air  Force 
would  inevitably  be  relegated  to  the  background.  Sailors 
and  soldiers  would  continue  to  think  of  the  force  in  terms 
of  their  own  Service,  and  would  not  pursue,  and  could  not  be 
expected  to  pursue,  its  development  as  an  independent  force 
outside  the  purpose  with  which  it  was  associated,  and  for 
which  they  desired  that  it  should  be  employed.  Believing, 
however,  as  we  do  that  the  Air  Forces  have  immense  poten- 


March  23.  *92= 


tialities  of  tlieir  own,  and  in  their  own  element,  distinctive 
from  their  other  ami  vitally  important  duties  in  connection 
With  the  naval  and  military  services,  the  great  importance 
of  which  is  not  in  the  least  underrated,  and  convinced  as  we 
are  in  the  future  that  the  greatest  danger  to  this  country 
may  well  be  from  the  action  of  air  forces,  rather  than  of 
naval  or  military  forces,  we  consider  that  it  would  be  a 
retrograde  step  at  this  time  to  abolish  the  Air  Ministry  and 
to  reabsorb  the  Air  Service  into  the  Admiralty  and  the 
War  Office, 

"  It  is  true  that  no  other  nation  as  yet  has  followed  our 
example  in  this  matter,  but  I  think  that  I  am  correct  in 
saying  that  some  high  authorities  in  other  countries  think 
(hat  the  course  which  we  have  taken  is  the  right  course,  and 
are  contemplating  or  discussing  the  advisability  ot  following 
it  in  tlieir  own  case.  It  is  notorious  that  more  than  one 
great  Power  is  most  anxiously  canvassing  the  whole  situation, 
and  I  think  it  not  unlikely,  to  put  it  no  higher,  that-  we 
shall  find  our  example  followed  if  we  do  not  ourselves  abandon 
it.  The  House  will  be  anxious  to  know  in  these,  circumstances 
how  we  propose  to  secure  the  proper  co-operation  and  co¬ 
ordination  of  the  Services,  and  what,  rules  we  shall  lay  down 
to  secure  that  the  Army  shall  have  the  aid  from  the  air 
which  is  required,  and  that  the  Navy  shall  have  the  aid 
from  the  air  which  it  requires.  This  is  a  subject  which  has 
for  a  long  time,  and  very  carefully,  been  considered  by  a 
Standing  Committee  of  the  Committee  of  Imperial  Defence, 
under  the  chairmanship  of  niv  right  hon  friend  the  Lord 
President  of  the  Council.  As  the  result  of  that  enquiry  we 
have  come  to  certain  decisions,  which  l  hope  I  may  be 
permitted  to  give  in  their  entirety,  though  they  are  not 
confined  to  co-operation  between  the  Air  Force  and  the 
Navy,  because,  as  I  have  said  at  the  beginning  of  my  speech, 
it  is  impossible  for  the  Government  to  treat  this  matter  as 
the  hon.  and  gallant  Member  for  the  West  Derby  Division 
of  Liverpool  (Sir  R.  Hall)  very  easily  and  fairly  put  it  in 
moving  his  Amendment,  as  one  to  be  decided  in  the  light  of 
naval  considerations  alone.  We  can  only  come  to,  and 
defend,  our  decision  by  a  survey  of  the  whole  position.  These 
are  the  conclusions  at  which  we  have  arrived  : — 

“In  the  first  place,  that  the  Air  Force  must  be  autonomous 
in  matters  of  administration  and  education. 

“  Second,  that  in  the  case  of  defence  against  air  raids  the 
Army  and  Navy  must  play  a  secondary  r6le. 

"  Third,  that  in  the  case  of  military  operations  by  land 
or  naval  operations  by  sea,  the  Air  Force  must  be  in  strict 
subordination  to  the  general  or  admiral  in  supreme  command. 

“  Fourth,  that  in  other  cases,  such  as  the  protection  of 
commerce  and  attacks  on  enemy  harbours  and  inland  towns, 
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Air  estimates  for  1922-23,  issued  on  March  17,  show  a  net 
reduction  on  those  for  the  current  financial  year  of  £7,516,477. 
The  estimated  gross  expenditure  is  £15,666,500,  but  appro- 
priations-in-aid  are  expected  to  realise  £4.771,500,  leaving  a 
net  total  of  £10,895,000.  This  sum  includes  war  liabilities 
amounting  to  £959,500. 

It  is  proposed  to  reduce  the  force  by  the  equivalent  of 
two  squadrons,  the  decrease  in  officers  and  men  provided 
for  being  9,704.  The  totals  for  the  two  years  compare  as 
follows  : — 

Net  estimates,  1922-23  ..  ..  .,£10,895,000 

Revised  estimates,  1921-22  , .  ..  ..  ..  18,411,477 


Net  reduction. . 


••  i7.5t6.477 


Numbers,  all  ranks,  1922-23 
Numbers,  all  ranks,  1921-22 


31.176 

40,880 


Decrease  . .  . .  , ,  . .  g,  704 

The  general  abstract  of  the  estimates  gives  the  following 
net  figures  under  the  various  heads  of  expenditure : — 


Pay,  etc.,  of  the  Air  Force 

Quartering,  stores  (except  technical),  supplies, 
and  transport  . ,  . .  .... 

Technical  and  warlike  stores  . ,  , . 

Works,  buildings,  and  land  . . 

Air  Ministry  ,  , 

Miscellaneous  effective  services 
Civil  aviation. . 

Experimental  and  research  services 

Half-pay,  pensions,  and  other  non-eifective  services 


£3,781,000 

1,530,000 

1,295,000 

1,826,000 

680,000 

85,000 

364,000 

1,177,000 

157,000 


Total 


£10,895,000 
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the.  relations  between  the  Air  Force  and  the  other  Services 
shall  be  regarded  rather  as  a  matter  of  co-operation  than  of 
the  strict  subordination  which  is  necessary  when  aeroplanes 
arc  acting  merely  as  auxiliaries  to  other  arms, 

‘  Lastly,  the  Government  have  decided  to  appoint  a 
Committee  which  will,  I  say  without  hesitation,  consist  either 
of  the  Standing  Committee  or  the  Sub-Committee  of  the 
Committee  of  Imperial  Defence*  to  examine  carefully  into 
the  system  of  naval  and  air  co-operation,  and  to  advise  us 
how  we  can  best  secure  that  the  Air  Force  should  be  enabled 
to  render  to  the  Navy,  and  in  connection  with  the  Navy  other 
sendees,  the  aid  that  they  may  require.’' 

Finally  Mr.  Chamberlain  said  :  “  To  sum  up  what  I  have 
said,  the  Government  believe  that  to  abolish  the  Air  Ministry, 
to  reabsorb  the  Air  Service  into  the  services  of  the  Army  and 
the  Navy,  would  be  a  fatally  retrograde  step.  Even  if  it 
removed  a  little  friction  and  improved  and  facilitated  the 
co-operation  between  the  Air  Services  and  purely  naval  and 
military  operations,  which  is  very  doubtful,  it  would  unques¬ 
tionably  retard  the  development  of  the  Air  Services  in  their 
own  element,  in  which  it  may  be  that  the  future  of  national 
defence  lies.  To  take  this  step  would  be  to  bring  back  also 
all  the  evils  of  divided  control  which  existed  in  this  matter 
in  the  early  part  of  the  War.  The  decision  of  the  Government 
to  establish  a  separate  Air  Ministry  was  based,  as  I  have  said, 
on  wrar  experience.  What  is  now  required  in  order  to  ensure 
the  success  of  the  present  scheme  is  close  and  intimate 
co-operation,  and  that  the  three  Services  should  regard 
themselves  as  the  common  servants  of  the  nation  in  endeavour¬ 
ing  to  attain  a  single  object.  This  cannot  be  achieved  so 
long  as  the  existence  of  the  Air  Ministry  and  the  Air  Force 
remains  in  doubt,  and  the  Government  thought  it  right  and 
fair  to  that  service  and  to  the  distinguished  officers  who  are 
at  its  head,  and  no  less  fair  to  the  other  two  great  Services, 
that  they  should  define  their  attitude  in  this  matter  so  that 
all  may  know  what  is  expected  of  them  and  what  system 
they  would  have  to  follow.’’ 

Maj.-Gen.  Seely  expressed  satisfaction  with  the  definite 
and  final  decision  of  the  Government  to  maintain  a  separate 
Air  Force  and  Air  Ministry. 

Rear-Admiral  Sueter  also  expressed  satisfaction  with  the 
very  clear  statement  of  Government  policy,  but  regretted 
that  the  Government  could  not  set  up  a  Ministry  of  Defence. 

Mr.  Chamberlain  then  suggested  that  the  amendment  should 
be  withdrawn, 

Sir  R.  Hall  :  “I  fear  it  will  be  a  great  disappointment  to 
many  Members  who  came  to  the  House  primed  with  speeches, 
but  after  the  statement  made  by  the  lieader  of  the  House 
I  beg  to  ask  leave  to  withdrawr  my  Amendment,’' 
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As  regards  establishment,  the  numbers  on  the  strength  of 
the  active  force,  exclusive  of  officers  and  men  serving  in 
India,  are  as  set  out  below  : — 


Air  officers 

20 

Airmen 

- .  22.195 

Comm’d  officers 

-  •  2,909 

Boys  . . 

. .  1,700 

Cadets 

, .  100 

Warrant  officers 

300 

Total  . . 

•  •  31.024 

N.C.Os. 

. .  3,800 

The  remainder  consists  of  11  air  officers  122  commissioned 
officers,  and  5  other  ranks  attached  to  the  Air  Ministry,  and 
14  commissioned  officers  engaged  in  experimental  and  research 
services. 

War  Liabilities 

In  expenditure  the  principal  reductions  are  in  pay 
(£1,023,010),  quartering,  supplies  and  transport  (£1,575,000), 
technical  and  warlike  stores  (£2,463,000),  works  and  buildings 
(£1,192,000),  civil  aviation  (£516,000),  and  research  services 
(£529i000)-  In  the  case  of  technical  and  warlike  stores  the 
principal  heads  compare  as  under  : — 


Aeroplanes,  seaplanes,  and  engines  . . 
Airships  and  airship  engines  . . 
Aircraft  technical  and  warlike  stores. . 
Armament  and  ammunition  .  . 
Electrical  stores . ,  , ,  * 

Miscellaneous  engineering  stores 
Miscellaneous  materials 
Hangars  . . 

Mechanical  and  other  transport 
Petrol  and  oil  . . 

In  the  case  of  civil  aviation  the  chief 
are :  Civil  aviation  subsidies,  £207,000 ; 


1922-23. 

1921-22. 

£ 

£ 

786,000 

. .  1,837,000 

100 

. .  16,800 

22,500 

. .  49,000 

139,5°° 

. .  249,500 

79,5°° 

, .  99,000 

22,500 

..  31,000 

66,500 

..  116,000 

2,000 

46.250 

214,300 

. .  659,000 

360,000 

..  471,000 

items  of  expenditure 
aerodromes,  £38,000; 


March  23,  1922 


mifm 


works  and  buildings,  £61,000 ;  meteorological  services, 
£79,000  ;  aerial  routes  (surveys,  etc.),  £15,000. 

Appended  are  details  of  the  war  charges  included  in  the 
estimates  : — 

Rewards  to  inventors  and  miscellaneous  claims  .  .£500,000 
Liquidation  of  war  contracts,  reinstatement  of  public  ' 
roads,  and  completion  of  necessary  war  services. .  133,000 
Compensation  in  respect  of  the  occupation  of  land.  .  155,000 

Reinstatement  of  lands  and  buildings  on  relinquish¬ 
ment,  etc. 

Liquidation  ol  war  contracts  for  experimental  air¬ 
craft,  etc. 


131,500 

40,000 


Total  war  liabilities 


-•  £959.500 


In  au  explanatory  memorandum  accompanying  the  Esti¬ 
mates  Capt.  Guest  outlines  the  steps  taken  to  give  effect, 
where  possible,  to  the  Geddes  Committee's  recommendations, 
and  the  reasons  which  have  prevented  the  adoption  of  certain 
of  that  body’s  proposals.  He  states  : — 

The  net  total  of  the  estimates  now  presented  is  £9.935.500 
for  normal  services  and  £959. 5°o  for  war  liabilities'  making 

0.895, 000  in  all.  The  comparable  figures  for  1921-22 
(original  estimates)  were  £15,809,000  for  normal  services  and 
£L47L0o°  for  war  liabilities,  making  £17,280,000  in  all. 
There  is  thus  a  reduction  of  about  £6,400,000,  or  37  per  cent. 
A  reduction  of  some  20  per  cent,  was,  in  compliance  with  the 
directions  given  by  the  Government  to  all  departments, 
effected  in  the  sketch  estimates  prepared  in  July,  1921,  and 
laid  before  the  Geddes  Committee ;  the  remaining  savings 
have  been  effected  subsequently  on  lines  partly  suggested  by 
the  Committee  and  partly  arrived  at  independently.  The 
process  has  been  continuous,  and  some  further  reduction 
has  even  been  made  on  the  figure  provisionally  approved  by 
the  Government  and  embodied  in  the  forecast  of  expenditure 
recently  submitted  to  the  House  of  Commons  by  the  Chan¬ 
cellor  of  the  Exchequer. 

The  estimates  provide  for  an  appropriation-in-aid  amounting 
to  £3. 733. 000  respect  of  Middle*  East  services.  This  sum  is 
voted  under  Class  V ,  3,  of  the  Civil  Service  Estimates,  and  is 
repaid  by  the  Colonial  Office  to  the  Air  Ministry.  The  figure 
includes  provision  for  works  and  other  ancillary  services,  and 
increased  provision  for  armoured  cars,  the  cost  of  which  has 
hitherto  fallen  on  Army  Votes,  the  transfer  of  responsibility 
for  these  services  being  made  in  consequence  of  the  recently 
approved  schemes  of  Air  Force  control  in  Iraq  and  Palestine. 
Omitting  these  transferred  services,  the  comparable  figures 
for  air  units  in  the  Middle  East  are  £1,571,000  for  1921-22 
and  £L750,°oo  for  1922-23,  the  latter  being  approximately 
the  same  as  that  laid  before  the  Geddes  Committee  in  the 
sketch  estimates.  The  increase  of  the  provision  under  certain 
subheads  of  the  Votes  for  1922-23  over  that  under  the  same 
subheads  for  1921-22  is  due  to  expenditure  on  the  transferred 
services  in  the  Middle  East.  These  subheads  are  gross  figures, 
the  appropriations-in-aid,  which  include  repayment  for  such 
expenditure,  being  shown  in  the  final  subhead  of  each  Vote. 
The  net  figures  for  complete  Votes  arc  consequently  a  better 
basis  for  comparison  between  the  two  years. 

The  active  strength  of  the  Air  Force  will  be  reduced  by  the 
equivalent  of  two  squadrons.  The  Geddes  Committee  con¬ 
templated  that,  failing  some  equal  or  greater  reduction  in 
the  Navy  or  Army,  a  reduction  of  squadrons  could  be 
made.  The  Government  have  not  felt  able  to  accept  this 
recommendation,  but  they  have  fallen  in  with  the  views  of 
the  Committee  to  the  extent  of  directing  that  over  and  above 
the  actual  reduction  of  two  squadrons  the  equivalent  of  three 
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more  squadrons  should  be  withdrawn  from  Navy  and  Army 
co-operation  and  allocated  primarily  to  Home.  Defence.  These 
squadrons  will  still  be  available  for  co-operation  work  on 
special  occasions  when  required.  They  will  also  be  used  for 
training  purposes,  thus  eaabling  economies  to  be  made  in  the 
training  establishments. 

The  reduction  of  £j,5°o,ooo  on  the  sketch  Air  Estimates 
which  the  Geddes  Committee  believed  to  be  possible  (but 
which  the  Air  Council  were  unable  in  large  part  to  verify 
upon  analysis)  compares  with  a  reduction  of  over  £2,500.000 
embodied  in  these  estimates,  a  figure  which  would  have  been 
still  higher  had  it  not  been  for  variations  in  appropriations- 
in-aid  since  the  sketch  estimates  were  framed.  A  considerable 
portion  of  this  difference  is  attributable  to  the  fact  that,  as 
explained  above,  in  order  not  to  denude  the  Navy  and  Army 
of  Air  co-operation,  and  in  order  to  enable  the  nucleus  of  a 
force  for  Home  Defence  to  be  set  up,  all  but  two  squadrons 
are  to  be  retained. 

The  remaining  recommendations  of  the  Committee  have 
received  the  most  careful  consideration,  and  effect  is  being 
given  to  them  to  a  very  large  extent.  To  take  the  most 
important  items  of  reducible  expenditure,  works  services 
have  been  cut  to  bare  minimum,  and  stocks  of  machines, 
engines,  and  spares  will  be  drawn  on  without  replacement 
wherever  possible.  Here,  however,  a  word  of  caution  is 
necessary.  The  ■'  reconditioning  “  of  machines  is  not  a 
process  of  improvement  and  embellishment,  but  one  of 
making  machines  safe  to  fly.  Economies  in  this  direction 
must  be  governed  by  a  sense  of  the  most  serious  responsibility. 
Apart  from  this  it  should  be  realised  that  the  patching  up  of 
temporary  buildings  and  living  on  stocks  is  essentially  a 
process  of  deferment  of  expenditure  which  must  tend'  to 
force  Air  Votes  up  again  in  future  years,  and  is  justified 
only  by  extreme  financial  pressure. 

The  general  principles  on  which  the  training  of  the  technical 
personnel  of  the  Air  Force  is  founded  will  be  maintained,  but 
in  order  to  reduce  the  cost  the  existing  scheme  will  be  modified 
by  lengthening  the  term  of  service  of  boy  mechanics  on 
completion  of  their  training.  A  token  sum  of  £20,000  has 
been  included  to  provide  for  the  inception  of  the  scheme  of 
an  Auxiliary  .Air  Force  on  a  territorial  basis.  The  same 
provision  was  made  in  the  current  year,  but  the  Air  Council 
have  felt  compelled,  with  much  regret,  to  defer  this  expendi¬ 
ture  for  another  twelve  months.  A  severe  scrutiny  has  been 
applied  to  the  staff  of  the  Air  Ministry,  and  the  expenditure 
forecasted  last  July  has  been  reduced  by  nearly  £150,000. 
The  total  reduction  on  the  sum  provided  for  the  current 
year  is  £235,000. 

I  he  recommendations  of  the  Geddes  Committee  in  regard 
to  civil  aviation  have  been  accepted  in  principle,  but  existing 
commitments  have  made  it  necessary  to  provide  some  £50,000 
more  than  the  committee  believed  would  be  required  on  that 
basis.  The  approved  scheme  for  subsidies  for  cross-Channel 
flights,  as  published,  which  comes  into  full  operation  on 
April  1,  remains  unaffected. 

A  reduction  of  some  £320,000  has  been  made  on  the  sum 
provided  in  the  sketch  estimate  for  experiment  and  research. 
Hus  falls  appreciably  short  of  the  committee’s  recommenda¬ 
tions,  but  it  was  found  that,  existing  objections  and  commit¬ 
ments  would  have  accounted  for  the  whole  of  the  reduced 
figure  which  they  suggested,  and  would  have  left  nothing 
over  for  the  development  of  new  ideas  during  the  coming 
year.  Ihis  was  a  position  which,  in  the  case  of  a  new  science 
like  aeronautics,  it  was  hardly  possible  to  accept,  and  pro¬ 
vision  has  therefore  been  made,  though  on  a  very  restricted 
scale,  for  some  experimental  orders  to  be  placed  in  1922-23. 
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Our  Prince’s  Departure  from  India 

"  The  Air  Force  provided  the  last  guard  of  honour  at 
Kiamari,”  is  the  note  made  by  The  Times  special  corre¬ 
spondent,  cabling  from  Karachi'  on  March  17  an  account 
of  the  departure  from  India  of  the  Prince  of  Wales  after  his 
wonderful  tour. 

The  Marseilles-Monaco  Seaplane  Contest 

Last  week  we  published  a  list  of  the  entrants  for  the 
seaplane  contest  at  Marseilles,  a  Croisiive  from  Marseilles 
to  Monaco.  The  following  official  entries  by  the  Navy 
(competing  hors  de  concours)  are  now  to  hand  :  Capt.  Henri 
Lefrane  (Hanriot,  130  Clerget)  ;  Second  Mate  Y  ves  1c  Roux 
(G.L.,  300  Renault)  ;  Lieut.  Maurice-Rene.  Mas  do  Saint 
(G.L.  300  Renault)  ;  Second  Mate  Jean  Riou  (G.  L.  300 
Renault);  Master-Pilot  Alfred  Fourchon  (Hanriot,  130 
Clerget)  ;  Second  Mate  Yves  Lantz  (F.B.A.,  130  Clerget)  ; 
First  Mate  Mathurin  Le  Hyarric  (Hanriot,  130  Clerget)  ;  Mate 


Desire  Pierre  (Hanriot,  130  Clerget)  ;  Second  Mate,  Pilot  Henri 
Priol  (F.B.A.,  130  Clerget)  ;  Ensign  Raymond  Protoche 

(F.B.A.,  200  Hispano)  ;  Lieut.  Jean  Raffin  (F.B.A.,  200 
Hispano)  ;  Second  Mate  Rousselct  Gerasi  (F.B.A.,  200 
Hispano). 

Rotterdam- London  Air  Service 

Ihe  Koninkbjke  Luehtvaart  Maatschappij  voor  Neder¬ 
land  en  Kolonien  of  Amsterdam  inform  us  that  they  intend 
reopening  the  line  Amsterdam- Rotterdam-London  on  April  jS 
with  one  daily  service  in  both  directions  for  the  present. 
Later  this  service  will  be  twice  daily.  The  time  table 
(summer  time)  of  the  one  daily  service  will  be  as  follows  : — 

Departure,  London,  10a.m.;  arrival,  Rotterdam,  1.30  p.m. ; 
departure,  Rotterdam,  1.45;  arrival,  Amsterdam,  2.15. 

Departure,  Amsterdam,  2.0  p.m.  ;  arrival,  Rotterdam, 
2.30 ;  departure,  Rotterdam,  2,45 ;  arrival,  London, 
5.30  p.m. 
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THE  CALTHROP  “  H  "  TYPE  PARACHUTE  AND 
FRONTAL  SUSPENSION  HARNESS 


In  the  latest  model  ”  Guardian  Angel  M  Parachute  manufac¬ 
tured  by  E.  R.  Calthrop’s  Aerial  Patents,  Ltd.,  of  423A, 
Edgware  Road,  several  very  important  improvements  on 
the  earlier  types  are  to  be  found.  The  remarkably  quick 
and  reliable  positive  opening  still  forms  the  principle 
characteristic  of  this  “  H  ”  type  parachute,  but  its  method 
of  functioning  has  been  very  much  simplified.  As  no  doubt 
many  of  our  readers  are  aware,  in  the  original  "  Guardian 
Angel  "  parachute  the  silk  body  is  folded  between  two 
aluminium  discs,  contained  within  a  case  in  such  a.  way 
that,  as  the  parachute  is  withdrawn — by  the  fall  of  the  load-- 
it  unfolds  progressively  from  periphery  to  centre  over  the 
lower,  or  launching,  disc,  which  serves  to  keep  the  walls  of 
the  parachute  apart,  and  allows  a  column  of  air  to  become 
imprisoned  within  from  the  moment  the  periphery  of  the 
parachute  emerges  from  the  case.  The  parachute  rigging, 
or  tapes,  it  should  be  mentioned,  are  also  folded  in  separate 
units  below  the  launching  disc,  and  similarly  unfold  by  the 
pull  of  the  falling  load— the  parachute  body  emerging, 
of'  course,  as  soon  as  the  rigging  is  fully  extended. 


In  connection  with  this  parachute,  mention  must  be  made 
of  the  new  harness  and  combined  instant-connector  and 
quick-release.  The  question  of  attachment  (of  aviator)  to 
the  parachute  is  a  very  important  one,  and  considerable 
thought  and  experiment  has  been  given  to  this  matter  by 
Mr.  Calthrop.  There  are  some  aviators  who  object  to  carrying 
the  weight  of  a  parachute — about  20  lbs.  is  the  lightest 
that  can  be  used  with  safety— on  the  body  during  normal 
conditions,  whilst  the  restriction  to  freedom  of  movement, 
especially  in  the  case  where  the  aviator  is  connected  by  the 
life-line  to  the  parachute  (mounted  on  some  part  of  the 
machine)  all  the  time  the  machine  is  in  flight,  is  a  decided 
drawback.  It  would,  therefore,  be  of  great  advantage  if 
the  aviator  were  free  of  any  connection,  and  could,  in  the 
event  of  a  catastrophe,  instantly  attach  himself  securely 
to  his  parachute,  in  order  that  he  may  make  his  jump  without 
loss  of  time.  Again,  it  has  been  found  from  past  experience 
with  parachutes.  Unit  when  the  parachutist  reaches  the 
ground,  there  is  a  period  of  from  5  to  7  secs. w  hen  the  parachute, 
in  passing  from  its  vertical  position  to  an  angle  of  about 


THE  CALTHROP  “H  ”  TYPE  PARACHUTE:  The  Frontal  Suspension  Harness,  and  the  combined  instant 

connector  and  quick- release,  used  in  connection  with  this  parachute. 


In  the  "  H  "  type,  these  aluminium  discs  are  dispensed 
with,  and  the  parachute  body  is  folded  in  a  series  of  vertical 
pleats  and  progressive  horizontal  folds  within  a  flexible 
container,  w'hich  is  slung  from  the  aircraft.  The  periphery 
is  pleated  edgeways  at  the  base  of  the  container,  where, 
in  the  centre,  is  another  container  housing  the  rigging,  which 
is  folded  in  isolated  units  as  before.  Attached  to  the  rigging 
container  is  the  connecting  loop  to  the  life-line  from  the 
harness.  , 

The  action  of  the  parachute  is  as  follow's.  The  -weight 
of  the  falling  load  first  pulls  away  the  rigging  container,  the 
parachute  body  remaining  in  the  main  container  on  account 
of  its  centrifugal  springing  outwards.  As  the  rigging  con¬ 
tainer  falls,  the  nested  tapes  unfold  until  momentarily 
checked  by  the  reaction  tapes,  which  extend  from  the  top 
of  the  container  and  are  attached  by  breaking  cords  to  the 
rigging  tapes.  On  these  breaking  pieces  snapping  the  pull 
of  the  load  comes  synchronously  upon  the  -whole  periphery 
of  the  parachute,  which  then  issues  instantly  from  the 
container.  The  periphery,  having  been  held  in  a  true  circle 
pressing  outwards  inside  the  container,  expands  instantly 
to  a  circle  of  about  24  ins.,  -thus  providing  a  large  opening 
by  which  the  uprising  air  can  enter  the.  body — the  principal 
characteristic  of  the  “  Guardian  Angel”  parachutes.  The 
ventilator  ring  in  the  top  of  the  parachute  is  held  in  the 
top  of  the  container  by  breaking-pieces  which  snap  when 
the  body  is  fully  extended. 


450,  exerts  no  pull  upon  the  parachutist,  even  in  a  high  wand. 
Afterwards  the  pull  is  again  exerted,  sometimes  with  consider¬ 
able  force  and  not  without  some,  danger  to  the  parachutist. 
In  fact,  cases  have  been  known,  during  the  war,  in  which 
observers,  having  descended  in  safety  from  a  burning  lcite- 
balloon,  have  been  dragged  by  their  parachutes  through 
barbed-wire  entanglements  and  terribly  mutilated  or  killed. 
It  is  essential,  therefore,  that  a  parachutist  should  be  able 
to  release  himself  during  the  period  of  ”  slack  ”  previously 
referred  to.  On  the  other  hand  provisions  should  be  made 
whereby  it  is  impossible  for  the  parachutist  to  become  dis¬ 
connected,  accidentally,  from  his  parachute  until  the  right 
moment, 

All  these  points  have  been  kept  in  view  in  designing  the 
extremely  ingenious  instant-connector  and  quick-release 
employed  on  the  ”  H  ”  type  ”  Guardian  Angel.”  This 
device  is  exceptionally  simple  in  construction  and.  operation, 
and  is  absolutely  fool-proof.  It  consists  of  only  two  moving 
parts  (exclusive  of  springs)  and  can  be  operated  by  one  hand. 
Briefly,  it  comprises  two  detents,  or  jaws,  carried  in  a 
substantial  aluminium  franfe-plate,  which  is  secured  in  the 
waistbelt  of  the  harness.  These  detents  interlock  through 
the  action  of  springs  mounted  in  the  frame,  and  so  form  a 
bridge  across  a  gap  in  the  centre  of  the  frame-plate.  When 
the  connecting  loop  from  the  parachute  is  pressed  down  on  to 
the  detents,  they  open  and  allow  the  loop  to  pass  between 
them  into  the  space  below  them.  They  tfien  spring  back 
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into  tbcir  original  position,  and  the  weight  of  the  parachutist, 
the  frictional  resistance  of  the  detent  points  in  the  lifting 
of  the  load  through  about  f  in.,  together  with  the  shortness 
of  the  operating  levers,  render  it  absolutely  impossible  for 
the  detents  accidentally  to  draw  apart  and  release  the 
connecting  loop — so  long  as  there  is  a  load  on  the  latter. 


THE  CALT11ROP  “  H  M  TYPE  PARACHUTE  :  .Sec¬ 
tional  drawing  showing,  more  or  less  diagrammatically, 
the  body  folded  In  the  flexible  container.  In  the  right- 
hand  top  corner  is  a  detail  view  of  the  rigging  container. 


lor  the  greatest  possible  comfort  combined  with  safety, 
and  that  the  connector-release  is  very  securely  built  into 
the  hell — it  is  not  dependent  on  bolts  or  rivets — at  the  exact 
point  where  the  stresses  are  concentrated  upon  the  harness. 
A  rigid  and  strengthened  sector,  with  elastic  connections  at 
the  ends,  prevent  undue  compression  on  the  aviator's  ribs. 

The  weight  of  the  complete  harness,  with  shoulder  straps, 
is  4  !bs  11  oz.,  the  weight  of  the  connector-release  being  1  lb. 
The  weight  of  the  H  ”  type  parachute,  in  its  container, 


T  HE  CALTHROP  “  H  J’  TYPE  PARACHUTE  :  Dia¬ 
grams  showing  four  progressive  stages  in  the  operation 

of  the  parachute. 


Neither  detent  can  be  operated  when  the  load  is  on  them,  is  about  20$  lbs.,  and  it  is  worthy  of  note  that  not  only 

and  both  have  to  be  operated  to  effect  the  connection  on  is  this  parachute  extremely  compact  when  packed — measuring 

release.  As  soon  as  the  pidl  on  the  loop  ceases  it  is  an  easy  about  18  ins.  by  26  ins.— but  it  is  so  non-rigid  and  flexible 

matter  to  press  the  operating  levers  together  and  so  unlock  in  its  container  that  it  can  be  distorted  without  the  least 

the  detents,  releasing  the  loop.  Thus  instant  connection  to  effect  upon  its  speed  and  reliability  of  action.  A  modified 
the  parachute  and  instant  aTease  on  landing  arc  obtained.  device  is  now  being  worked  out  by  Mr.  Callluop  to  enable 

As  regards  the  harness,  little  need  be  said  further  than  a  passenger  to  make  a  free  jump  in  the  air  withont  the 

that  its  design,  the  result  of  considerable  experience,  makes  container  being  attached  to  the  aeroplane. 
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THE.  ROYAL  AERO  CLUB  OF  THE  U.R. 

OFFICIAL  NOTICES  TO  MEMBERS 


ANNUAL  GENERAL  MEETING 
The  Annual  General  Meeting  will  be  held  at  the  Club  premises, 
3,  Clifford  Street,  London,  W.  J,  on  Wednesday,  March  20, 
1022,  at  6  o'clock 

Agenda 

1.  Chairman's  Report, 

2.  To  announce  result  of  Ballot  for  Committee. 

3.  To  elect  President,  Vice-President  and  Council  for  the 
ensuing  year. 

Committee 

The  following  Members  have  beep  nominated  for  election 
to  the  Committee  : — 

Croup-Capt.  F  W  Bowhill,  C.M.G..  D.S.O.,  R.A.F. 

Maj.-Genl.  Sir  \\  S.  Brancker,  K.C.B,,  A.K.C, 

Ernest  C.  Bucknall. 

G.  B,  Cockburn. 

Flight  Lieut  I  .  H  Cockey,  R.AF 

Col.  F.  Lindsay  Lloyd,  C.M.O.,  C.B.E 

Ijeut.-Ool,  J.  T.  C.  Moore-Brabazon,  M.C.,  M  B. 

Lieut. -Coil.  Mervyn  O'Gorman,  C.B. 

Air-Commodore  C.  R.  Samson,  C.M.G.,  D.S.G.,  A.F.C., 
R.A.F. 

Sir  A.  Mortimer  Singer,  K.B.K. 

Ballot  papers  have  been  posted  to  all  Members,  and  should 
be  returned  not  later  than  12  noon  on  Tuesday,  March  2S, 
1922.  - - 

COMMITTEE  MEETING 

A  meeting  of  the  Committee  was  held  on  Wednesday, 
March  15,  1922,  when  there  were  present :  Brig.-Genl  Sir 


Capel  Holden,  K.C.B.,  F.R.S.,  in  the  Chair ;  Mr.  Ernest  C 
Bucknall,  Lieut.-Col.  J.  T.  C.  Moore-Brabazon,  M.C.,  M.P., 
Lieut.-Col.  Alec  Ogilvie,  Lieut.-Col.  M.  O'Gorman,  C.B.,  and 
IT.  E.  Perrin.  Secretary. 

Election  of  Members 

The  following  new  members  were  elected  : — 

Flight-Lieut.  C.  IT.  Hayward. 

Arthur  Ernest  Johnson. 

Committee  Election 

The  nominations  for  election  to  the  Committee  were 
reported. 

Entrance  Fee 

It  was  decided  to  suspend  the  Entrance  Fee  of  £5  5$.  for 
new  members  up  to  100  elected  during  the  next  six  months. 

New  members  elected  during  this  period  will  pay  an  annual 
subscription  of  ^7  7 5.  only. 

Gordon  Bennett  Balloon  Race 

It  was  reported  that  the  Club  had  made  entries  foi  three 
balloons  to  compete  in  the  Gordon  Bennett  Balloon  Race  to 
Lie  held  at  Geneva  on  August  b  next. 

Racing  Committee 

The  report  ol  the  Racing  Committee  was  received  and 
adopted. 
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Flight 

LONDON  TERMINAL  AERODROME 


Monday  Evening,  March  ao. 

Details  of  the  new  services  and  time-tables  are  now  becoming 
available.  The  Messageries  Aeriennes  have  arranged  an 
extensive  programme  for  the  coming  summer,  which  includes 
a  new  weekly  service  between  London  and  Marseilles.  This 
service,  which  is  to  be  operated  with  “  Goliaths,”  will  leave 
London  at  8  a.m-  and  arrive  at  Marseilles  at  4.45  p  m-  Two 
halts  will  be  made  en  route — one  for  an  hour  at  Paris,  and 
the  other,  a  short  stop  of  15  minutes  at  Lyons.  The  return 
machine,  will  leave  Marseilles  at  7  a.m,  and  arrive  at  Croydon 
at  3.45  p.m.,  although  passengers  may  break  their  journey 
at  Paris  and  come  on  to  London  by  a  later  ’plane. 

The  Messageries  Paris  service  is  to  be  increased  next 
month  to  two  machines  a  day  in  each  direction,  and  in  June 
an  additional  machine  will  be  put  on,  leaving  the  terminals 
at  5  a.m.  This  machine  is  intended  for  the  carriage  of 
newspapers  and  mail,  although,  should  passengers  be  forth¬ 
coming  at  this  early  hour,  arrangements  would  no  doubt  be 
made  to  accommodate  them. 

The  through  air-fare  to  Marseilles  is  to  be  ^17  17s.,  and  to 
Lyons  £12  12s,  Goods  will  be  carried  at  from  5s.  to  3s.  gd. 
a  pound  (according  to  weight)  to  Marseilles,  and  from  3s,  gd, 
to  is.  4 d.  to  Lyons. 

The  Messageries  will,  in  addition,  run  their  service  between 
Paris  and  Havre  in  connection  with  the  arrival  of  liners  from 
America. 

This  Company  have  also  opened  London  offices  in  the 
Haymarket,  and  have  obtained  the  agency  for  the  French 
companies  running  air  services  from  Paris  through  central 
Europe,  and  also  for  the  Toulouse-Casablanca  line. 

The  New  Air  Offices  on  the  ’Drome. 

There  is  still  intense  activity  in  the  erection  of  offices. 
The  roof  of  the  one  for  “  Daimler  Airways  ”  is  now  being 
fixed,  and  the  Marconi  Company  are  erecting  an  office  along¬ 
side  it. 

Handley  Page  Transport  have  managed  to  rent  a  brick 
building  alongside  the  tarmac  in  front  of  the  Customs'  House— 
a  position  which  is  undoubtedly  the  best  on  the  aerodrome — 
and  are  busy  turning  it  into  offices. 

Lloyd’s  have  taken  an  office  on  the  aerodrome,  and  their 
representative  is  now  installed.  This  is  very  cheering  to 
civil  aviation  enthusiasts,  who  see  in  the  fact  that  this  office 
is  in  actual  being  a  definite  triumph  for  air  transport, 

The  K.L.M.  have  again  changed  their  minds  as  to  their 
Amsterdam  service.  They  now  intend  to  commence  on 
April  18  with  a  single  service  in  the  morning,  which  is  to  be 
increased  on  May  15  by  the  addition  of  an  afternoon  service. 
They  do  not  intend  to  run  their  service  between  Amsterdam 
and  Hamburg  this  year  ;  but  the  Danish  Company  are  in 


negotiation  with  the  Danish  Government  for  a  subsidy  to  run 
an  air-mail  service  from  Copenhagen  to  Amsterdam  t° 
connect  with  the  night  boats  to  and  from  England.  This 
service  will  probably  be  run  with  D.H.c/s. 

The  French  Air  Minister,  M.  Eynac,  came  over  by 
”  Goliath  ”  during  the  week  to  attend  the  quarterly  Anglo- 
Franco-Belgian  Air  Conference.  He  was  met  on  the  aero¬ 
drome  by  Gen.  Sykes,  who  also  accompanied  him  on  Friday 
morning  when  he  arrived  at  the  'drome  to  return  to  Paris  by 
air  at  9.30  a.m  Unfortunately  the  weather  at  that  time 
was  unfit,  and  M.  Eynac  with  his  staff  returned  to  London  to 
catch  the  11  o’clock  boat-train.  It  seemed  as  though  they 
had  little  faith  in  the.  weather  office,  which  told  them  the 
weather  would  clear  later.  This  in  fact  it  did,  several 
machines  flying  between  London  and  Paris  during  the  day, 
and  actually  beating  the  boat-train  by  hours. 

Trial  of  a  New  Aero- Engine  Silencer 

Invented  by  Maj.  Grant,  of  the  Disposal  Company,  a  new 
aero-engine  silencer  was  tested  during  the  week  on  a  D.H<> 
flown  by  Mr.  Larry'  Carter 

The  silencer  appeared  to  be  quite  effective,  and,  as  it  is 
both  light  and  fairly  cheap,  some  of  the  regular  air  expresses 
may  be  fitted  with  it  shortly. 

After  much  hard  labour,  workmen  managed  to  dig  an 
enormous  hole  into  the  solid  chalk  to  accommodate  the  new 
7,000  gallons’  petrol  tank  :  but  apparently  they  dug  it  in 
the  wrong  position.  At  any  rate,  it  has  been  carefully  filled 
up,  and  a  new  hole  is  being  excavated  some  ten  yards  nearer 
the  new  hangars, 

Capt  Muir  of  the  Surrey  Flying  Services  had  one  of  that 
company's  joy-ride  Avros  out  during  the  week-end,  and 
business  was  quite  brisk.  There  should  be  quite  a  lot  of  joy¬ 
riding  this  summer,  now  that  the  aerodrome  is  more 
attractive  ;  and  especially  if  the.  crowds  which  are  expected 
to  visit  the  air-races  begin  to  realise  what  is  going  on  daily 
at  the  station. 

The  swinging  illuminated  landing-sign,  which  has  been 
built  by  the  Gas  Accumulator  Company,  has  now  been 
erected  at  the  aerodrome,  away  in  the  south-east  corner.  It 
is  shaped  like  a  huge  wind-vane,  with  side  arms,  so  that  from 
the  air  it  appears  like  a  landing  ”  T.”  The  central  light, 
which  shines  through  lenses  along  each  of  the  three  arms  of 
the  "  T,”  sends  out  a  beam  of  27,000  candle-power.  The 
“  T  ”  can  be  seen  12  miles  away,  while  the  wind-direction 
will  be  distinguishable  from  a  distance  of  from  two  to  three 
miles.  If  the  sign  is  found  satisfactory,  it  is  intended  to 
erect  two  or  three  on  pieces  of  ground  which  would  be  suit¬ 
able  tor  emergency  landing.  As  the  light  is  automatic  irv 
action,  no  attendant  would  be  needed. 


<§>  <$>  ^  <$> 

IN  PARLIAMENT 


R.A.F.  in  Mesopotamia 

Mr.  Malone  asked  the  Secretary  of  State  for  Air  whether  the  flights 
from  Egypt  to  Mesopotamia  are  the  only  routine  flights  carrying  mails,  etc., 
undertaken  by  the  Air  Ministry  ;  whether  this  work  was  organised  by  the 
department  of  the  Chief  of  the  Air  Staff  or  of  the  Controller-General  of  Civil 
Aviation  ;  and  which  Department  now  controls  this  service,  and  why  ? 

Capt.  Guest  :  The  answer  to  the  first  part  of  the  question  is  in  the  affirmative; 
as  regards  the  rest  of  the  question,  the  carrying  of  mails  is,  at  present, 
incidental  to  flights  by  service  machines  undertaken  for  training  or  for  passing 
machines  to  Iraq  by  air  in  preference  to  the  more  expensive  sea  route.  The 
responsibility  accordingly  rests  with  the  service  branch  of  the  Air  Ministry. 
I  look  forward  to  the  future  organisation  of  regular  air  mail  sen-ices  on  tbi* 
route  by  commercial  air  enterprise. 

Helicopters 

Mr.  L'Estrange  Malone  asked  whether  it  is  intended  to  hold  a  State 
competition  for  helicopters  ;  what  prizes  are  offered  ;  what  are  the  condi¬ 
tions  ;  and  when  will  the  competition  take  place  ? 

Capt.  Guest  :  The  Air  Ministry  have  decided  to  offer  a  prize  of  Ao.ooo. 
The  conditions  under  which  entries  will  be  received  will  be  announced  as  soon 
as  possible. 

Mr.  Malone  asked  whether  the  Air  Ministry  have  been  following  the 
experiments  made  by  helicopters  in  various  countries  ;  what  conclusions  have 
been  arrived  at  by  his  experts  as  to  the  practicability  of  helicopters  for  war 
or  civil  fiurposes  ;  and  whether  he  intends  to  make  any  practical  experiments 
with  helicopters  in  his  Department  ? 

Capt.  Guest  :  The  answer  to  the  first  question  is  in  the  affirmative;  to 
the  second,  that  the  advantages  of  a  practicable  helicopter  for  both  military 
and  civil  purposes  are  considered  sufficiently  important  to  warrant  investiga¬ 
tion  and  experiment;  to  the  third,  that  such  experiments  arc  already  in 
progress. 

British  Airships 

Sir  H.  Brittain,  on  March  14,  asked  the  .Secretary  of  State  for  Air 
whether  any  foreign  group  has  entered  into  negotiations  for  the  purchase 
of  the  British  airships  ;  and,  if  so,  from  what  country? 

Captain  Guest  :  The  answer  to  the  first  question  is  in  the  negative  ;  the 
second  does  not,  therefore,  arise. 

R.A.F.  Reserve 

Sir  H.  Brittain,  on  March  15,  asked  the  Secretary  of  State  for  Air 
whether  he  is  aware  of  tie  methods  now  being  adopted  by  France  for  the 
creation  of  a  reserve  of  officers  for  her  air  force;  whether  anything  of  a 
similar  nature  is  being  carried  out  in  this  country  ;  and  what  is  our  total 
number  of  reserve  officers  in  this  arm  of  defence  ? 

Captain  Guest  :  I  am  aware  of  the  general  organisation  of  the  Air  Service 
in  France,  but  the  methods  adopted  there  are  not  altogether  applicable  to 
a  country  which  depends  on  voluntary  enlistment  and  not  on  conscription.  1 


am  glad  to  say  that  the  scheme  of  organisation  of  our  Air  Force  Reserve  i* 
complete,  and  the  Regulations  will  be  promulgated  shortly.  A  commencement 
of  the  manning  of  it  will  be  made  this  year  with  the  short  service  officers 
who  will  be  passing  to  the  reserve  on  the  completion  if  their  period  on  the 
active  list.  1  am  not  in  a  position  as  yet  to  give  the  numbers  asked  for. 

Enemy  Air  Raids  Compensation 

Sir  F.  Flannery  asked  the  Financial  Secretary  to  the  Treasury  the  period 
within  which  the  £100,000  allocated  to  be  used  for  compensation  to  tbe 
sufferers  from  air  raids  during  tbe  War  in  the  most  necessitous  cases  will 
be  distributed  ;  and  whether  the  case  of  Mr.  Robert  Pilgrim,  nurseryman, 
of  Braintree,  Essex,  whose  premises  were  destroyed  six  years  ago  in  an  air 
raid,  can  now  be  favourably  considered,  the  application  having  been  made 
by  Mr.  Pilgrim  to  the  Board  of  Trade  Department  shortly  after  injury  and 
again  on  20th  May,  1920,  in  accordance  with  the  promise  made  to  this  House 
by  the  Prime  Minister  that  all  suffering  by  air  raids  would  be  compensated  ? 

Mr.  Young:  The  sum  of  £100,000  is  the  estimated  amount  required  to 
meet  awards  by  the  Royal  Commission,  presided  over  by  Lord  Sumner, 
up  to  March  31,  and  a  further  sum  of  £4,900,000  is  being  provided  for  1922— 23 . 
Individual  cases  are  a  matter  for  the  Royal  Commission. 

Aeroplane  Squadrons 

Mr.  Raper,  on  March  16,. asked  the  Secretary  of  State  for  Air  how  many 
effective  squadrons  of  aeroplanes  are  owned  by,  respectively,  Great  Britain 
and  France,  stating  bow  many  effective  machines  and  pilots  are  calculated  per 
squadron  ;  and,  so  far  as  Great  Britain  is  concerned,  how  many  of  these 
effective  squadrons  are  at  present  stationed  in  this  country  for  borne  defence  ? 

Captain  Guest  :  As  regards  the  first  part  of  the  question,  the  differences  in 
organisation  of  the  Air  Services  of  Great  Britain  and  France  make  it  impos 
sible  to  supply,  within  the  limits  of  a  parliamentary  answer,  comparative 
figures  which  would  be  of  any  value.  The  present  strength  of  the  Royal  Air 
Force,  in  terms  of  active  units,  is  32  squadrons,  of  which  the  number  stationed 
in  England  for  all  purposes  is  12  I  would  ask  the  lion.  Member  to  wait  for 
my  speech  on  Air  Force  Estimates,  in  which  I  hope  to  be  able  to  deal  briefly 
with  the  question  of  borne  defence. 

Ex-Pilots 

Mr.  Raper  asked  the  Secretary  of  State  for  Air  if  he  can  now  see  his 
way  to  grant  to  ex -Air  Force  pilots  the  same  facilities  as  are  accorded  both 
in  France  and  the  United  States  to  enable  those  who  desire  keeping  in  prac¬ 
tice,  so  far  as  the  actual  flying  of  machines  is  concerned,  thereby  maintaining 
at  a  minimum  expense  a  most  useful  type  of  Reserve  ? 

Captain  Guest :  The  regulations  for  the  Air  Force  Reserve,  when  they 
become  operative,  will  provide  for  periodical  flying  practice  by  officers  belong¬ 
ing  to  it.  But,  as  my  hon.  friend  has  previously  been  informed,  I  do  not 
think  that  provision  from  public  funds  of  free  facilities  for  flying  could  be 
justified  in  the  case  of  persons  who  have  no  Reserve  liability. 
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RADIOLOGICAL  RESEARCH 

By  Dr.  V.  E.  PULLIN,  Director  of  Radiological  Research,  Royal  Arsenal,  Woolwich. 


The  paper  under  above  title,  read  by  Dr.  Pullin  on  March  16 
before  the  Royal  Aeronautical  Society,  was  one  of  unusual 
interest,  dealing  as  it  did  with  a  subject  which  has  not  yet 
received  in  the  aviation  world  the  attention  which  it  appears 
to  deserve.  Lieut. -Cob  O’Gorman  was  in  the  chair,  and 
after  introducing  the  lecturer  called  upon  him  to  read  his 
paper.  As  a  great  part  of  the  paper  was  in  the  nature  of 
an  explanation  of  the  lantern  slides  shown,  of  which  there 
were  about  50,  it  is  impossible  for  us  to  report  this  section  of 
the  lecture.  The  following  synopsis  of  the  introductory 
remarks  may,  however,  help  to  give  those  not  intimately 
acquainted  with  the  subject  a  general  idea  of  the  problems 
involved  and  of  the  apparatus  used  in  radiological  research. 

The  object  of  the  lecture,  Dr  Pullin  stated,  is  to  show  the 
present  position  of  radiology  with  regard  to  its  usefulness  in 
affording  a  means  of  inspection  of  various  materials,  and 
more  especially  the  materials  and  parts  used  in  aeroplane 
construction.  At  the  present  time  a  good  deal  is  written 
about  X-rays,  and  those  who  are  working  on  the  subject 
have  to  combat  two  extreme  points  of  view  :  on  the  one 
hand,  the  popular  idea  that  X-rays  can  penetrate  anything, 
and,  on  the  other,  the  idea  that  the  whole  subject  is  all  very 
well  as  a  laboratory  piece  of  apparatus — in  other  words,  a 
toy.  but  of  no  value  whatever  to  the  practical  man. 

The  lecturer  said  he  wanted  to  show  exactly  what  X-rays 
are  capable  of  doing  now,  what  modern  apparatus  and  tech¬ 
nique  can  achieve,  and  also  what  the  limitations  are  and 
how  far  it  will  be  possible  for  research  to  overcome  them 
within  a  reasonable  time.  In  the  first  place,  he  gave  a  general 
sketch  of  the  activities  of  the  Radiological  Laboratory  in  the 
Research  Department  at  Woolwich.  The  whole  idea  of 
radiological  research  there  is  to  apply  radiology  as  far  as 
possible  in  every  direction  to  the  needs  of  the  fighting  services. 
The  Department  is  not  concerned  at  all  with  pure  research 
for  its  own  sake,  and  only  undertakes  such  problems  when 
they  form  a  very  definite  means  towards  a  practical  Service 
end. 

The  apparatus  required  for  inspection  purposes,  which 
form  one  of  the  main  directions  of  work  of  this  Laboratory', 
are  as  follows  : — (1)  An  X-ray  tube  capable  of  a  heavy  output 
of  rays  and  designed  to  run  for  long  periods,  (2)  A  con¬ 
venient  high-tension  electrical  transformer  with  a  suitable 
rectifying  device.  For  general  inspection  or  factory  use, 
the  installation  should  be  portable,  and,  perhaps  most  impor¬ 
tant  of  all,  the  whole  apparatus  must  be  absolutely  safe  both 
as  regards  X-ray  and  electrical  dangers.  Such  a  set,  to  have 
a  maximum  value,  must  also  possess  a  simplicity  of  control 
in  order  that  it  may  be  put  into  the  hands  of  comparatively 
unskilled  workers. 

Dr.  Pullin  stated  that  he  did  not  propose  to  discuss  in  any 
wray  the  physics  of  X-rays,  but  would  merely  refer  to  what 
are  the  essential  pieces  of  apparatus  required  :  a  source  of 
high-tension  uni-directional  current,  an  X-ray  tube,  protec¬ 
tion  for  the  operator,  and  also  a  method  of  registering  the 
rays  after  passing  through  the  specimen.  For  our  present 
purpose  we  need  consider  only  the  high-tension  transformer 
as  a  source  of  high-tension  current,  and  as  it  may  be  taken 
generally  that  the  penetrating  power  of  the  X-rays  produced 
depends  entirely  on  the  voltage  which  is  applied  to  the  tube, 
it  is  clear  that  transformer  design  affords  a  very  large  field 
for  research  in  general  radiology. 

For  example,  a  transformer  designed  to  give  an  (R.M.S.) 
voltage  of  150,000  should,  all  other  things  being  equal,  enable 
us  to  penetrate  three  inches  of  steel,  and  with  modern  technique 
should  enable  us  to  detect  a  flaw  of  about  g^th  of  an  inch.  The 
current  required  for  the  operation  of  an  X-ray  tube  must  be 
uni-directional.  It  is  therefore  necessary  to  provide  a  device 
which  shall  rectify  the  alternating  current  delivered  by  the 
transformer.  Here  again  is  another  subject  for  research. 

The  next  and  most  important  piece  of  apparatus  is,  of 
course,  the  X-ray  tube  itself,  and  if  the  lecturer  had  the 
time  it  would  be  possible,  he  said,  to  say  quite  a  lot  ou  this 
subject.  He  only  proposed  to  ask  the  audience  to  remember 
that  the  best  type  of  tube  for  the  work  under  consideration 
is  that  which  is  known  as  the  hot  cathode  type,  in  which 
the  production  of  X-rays  depends  upon  the  emission  of 
electrons  from  an  incandescent  filament.  The  great  advan¬ 
tage  of  such  a  tube  is  that  it  is  capable  of  very  accurate 
control,  and  it  is  more  or  less  consistent  in  its  performance. 
The  next  point  for  consideration  in  an  X-ray  installation  for 
inspection  work  is  that  of  protection  for  the  operator  and 
workers  from  X-ray  and  allied  dangers.  In  addition  to  the 


danger  of  shocks,  the  presence  of  high-tension  electricity  in 
the  atmosphere  is  associated  with  certain  obscure  physio¬ 
logical  conditions  which  may  prove  very  harmful.  It  is 
therefore  essential  that  all  high-tension  apparatus  should  be 
carefully  protected,  and,  further,  that  any  room  in  which 
an  X-ray  installation  is  continually  operated  should  be 
thoroughly  well  ventilated. 

Regarding  the  dangers  due  to  X-rays,  these  are  of  the 
greatest  importance,  because  the  physiological  effect  of  the 
ray'  is  not  by  any  means  understood.  It  is  known  that  one 
type  of  X-radiation  produces  skin  disease  which  does  some¬ 
times  manifest  itself  in  a  severe  form,  but,  fortunately,  this 
particular  form  of  radiation  may  be  eliminated  by  a  suitable 
system  of  screening.  There  is  another  type  of  radiation 
which  is  produced  at  the  same  time  which  will  penetrate  a 
considerable  thickness  of  almost  any  protective  material, 
and  it  is  probable  that  these  rays  have  a  much  more  serious 
physiological  effect,  probably  on  the  blood  and  deeper  tissues. 
The  problem  is,  then,  to  provide  protection  for  the  operator 
from  the  whole  of  this  radiation. 

The  next  item  on  the  list  of  apparatus  is,  perhaps,  one  of 
the  most  important  from  the  point  of  view  of  the  practical 
man.  It  is  the  method  of  registering  the  rays.  It  is  not 
necessary  to  refer  here  to  the  photographic  method,  which, 
although  valuable  when  examining  certain  of  the  heavier 
specimens,  does  not  apply  when  considering  the  question  of 
routine  examination,  which  has  proved  of  so  much  service 
in  aircraft  construction.  In  this  respect  we  need  only  con¬ 
sider  the  fluorescent  screen,  which  forms  a  means  of  rapid 
visual  examination.  The  visual  examination  depends, 
roughly,  on  three  factors : — (1)  the  screen  itself,  (2)  the 
optical  arrangement  of  the  installation,  (3)  the  physiological 
characteristics  of  the  observer. 

The  choice  of  screen  is  important.  X-rayr  screens  in 
general  are  made  of  a  coating  of  granular  fluorescent  substance 
on  a  card  or  other  material 

The  fluorescent  substance  generally'  used  is  platino-cyanide 
of  barium.  Another  cheaper  but  efficient  type  of  screen  is 
now  made  which  is  coated  with  a  different  fluorescent  material, 
and  is  known  commercially  as  a  white  salt  screen.  The 
points  about  the  choice  of  screen  for  this  work  are  :  (1) 

luminosity  under  the  influence  of  the  rays,  (2)  contrast, 
(3)  granularity,  (4)  fatigue. 

Fluorescent  screens  vary'  considerably  on  each  of  these 
points.  For  instance,  with  regard  to  luminosity',  a  difference 
of  as  much  as  25  per  cent,  was  observed  between  one  com¬ 
mercial  screen  and  another.  With  regard  to  a  comparison 
between  the  two  types  of  screen  referred  to,  there  is  very 
little  to  choose.  Perhaps  in  general  a  platinum  screen  is 
superior,  but  this  is  more  than  compensated  for  by  the  far 
smaller  cost  of  the  white  salt  screen,  The  construction  of 
the  optical  arrangements  is  important.  Examination  should 
always  be  made  indirectly — that  is,  by  means  of  a  mirror. 
All  light  should  be  excluded  as  far  as  possible,  as  the  presence 
of  stray  light  detracts  enormously  from  the  efficiency  of 
observation, 

The  physiological  characteristics  of  the  observer  vary 
considerably.  One  man  may  prove  to  be  an  excellent 
observer,  while  another  may  fail  almost  entirely  to  appre¬ 
ciate  fine  detail.  The  eye  may  to  a  certain  extent  be  rendered 
more  sensitive  by  remaining  for  about  five  to  ten  minutes  in 
the  dark,  but,  of  course,  visual  acuity  varies  considerably 
in  different  people.  A  good  observer  must  possess  an  acute 
sense  of  contrast  in  illumination.  It  is  a  well-known  fact 
that  it  is  much  easier  to  appreciate  such  contrast  when 
illumination  is  brilliant  than  when  it  is  feeble.  Consequently 
we  must  aim  at  brilliant  illumination  of  the  screen,  but  this 
means  a  heavy  current  through  the  X-ray  tube,  and  at  the 
present  time  really  brilliant  illumination  of  the  screen  is  not 
possible  when  examining  metal  structures. 

The  research  is  proceeding  along  the  lines  indicated,  and 
progress  in  every  direction  is  to  be  looked  for,  but  at  the 
same  time  the  use  of  X-rays  at  the  present  state  of  develop¬ 
ment  is  certainly  not  properly  appreciated.  This  applies 
more  especially  to  those  who  are  engaged  in  manufacture 
and  inspection  of  aircraft,  which  by  reason  of  the  lightness 
of  the  parts  renders  the  radiological  examination  compara¬ 
tively  simple  ;  the  one  important  essential  is  that  skilled 
attention  shall  be  devoted  to  suitable  design  of  the  installation. 

Another  point  of  noteworthy  importance  is  that  radio¬ 
logical  examination  is  absolutely  reliable.  The  enormous 
importance  that  attaches  to  the  security,  workmanship  and 
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materials  of  an  aeroplane — a  matter  always  of  life  and  death — 
demands  that  no  method  of  inspection  which  adds  or  may 
add  so  much  to  the  security  of  the  structure  as  a  whole  can 
be  ignored  without  the  fullest  possible  investigation. 

Slides  were  then  shown  illustrating  general  radiological 
inspection  work. 

The  majority  of  these  were  radiographs  of.  objects  not 
connected  with  aircraft  construction,  although  some  illus¬ 
trated  well-known  aeroplane  components.  One  slide  showed 
an  aeroplane  spar  with  internal  cross-grain  which  was  not 
visible  externally  ;  others  illustrated  what  appeared  to  be 
defects  in  welding  elevator  and  aileron  king  posts.  The  most 
glaring  example  was,  however,  furnished  by  a  slide  showing 
a  radiograph  of  a  control  lever  in  which  the  end  of  the  pivoted 
portion  was  not  pushed  sufficiently  far  into  the  main  tube, 
the  two  pins  which  were  intended  to  secure  the  two  parts 
to  one  another  passing  through  the  main  tube  only.  A 
quantity  of  solder  at  the  outer  end  was  all  that  kept  the 
control  tube  attached  to  its  swivelling  base.  Had  this  control 
tube  been  mounted  in  the  machine  an  accident  would  almost 
certainly  have  happened. 

The  Discussion 

Thk  Chairman,  Lieut. -Col.  O'Gorman,  said  that  some  Seven 
years  ago  he  visited  a  large  French  aircraft  factory  not  far 
from  Paris,  and  he  discovered  that  this  establishment  had 
a  radiological  research  department.  This  was,  however,  of 
a  very  dangerous  nature,  he  was  told,  and  he  was  not  allowed 
to  see  very  much  of  it.  Great  satisfaction  was  expressed 
with  the  work  which  could  be  carried  out.  although  apparently 
the  only  detect  which  had  ever  been  discovered  by  the  aid 
of  radiological  examination  was  a  small  crack  in  a  certain 
component.  As  this  crack  was  easily  visible  by  ordinary 
inspection,  the  value  of  the  installation  seemed  somewhat 
doubtful.  He  hoped  that  modern  work  was  of  more  value. 
He  then  asked  the  audience  to  consider  the  paper  open  for 
discussion. 

Col.  Briggs  thought  that,  as  metal  construction  is  now 
coming  to  the  fore,  any  means  which  would  enable  one  to 
detect  flaws  was  of  importance,  and  especially  for  metal 
propellers,  where  there  was  a  great  deal  of  welding,  radio¬ 
logical  inspection  might  be  of  considerable  help.  He  thought 
that  the  A.I.D.  might  make  more  use  of  it,  and  wanted  to 
know  if  it  would  be  possible  to  have  a  portable  plant  which 
could  be  used  by  the  A.I.D.,  and  how  much  such  a  plant 
would  cost. 

Mr.  Manning  said  that  he  had  watched  with  great  interest 
the  various  slides,  and  noted  the  dark  spots  and  light  spots, 
but  he  was  somewhat  at  a  loss  to  interpret  the  radiographs, 


and  would  like  more  information  regarding  the  manner  in 
which  an  inspector  could  interpret  the  information  conveyed 
by  the  radiograph, 

One  member  of  the  audience,  whose  name  we  failed  to 
catch,  asked  if  it  was  usual,  during  inspection,  to  turn  the 
specimen  over rior  examination,  so  that  a  defect  which  in 
one  view  appeared  as  a  hole  might  be  revealed  in  another 
position  as  a  line  or  crack. 

Mr.  Kaye,  of  the  N.P.L..  stated  that  the  A.I.D.  already 
had  an  apparatus  at  the  N.P.L.,  and  that  a  certain  amount 
of  work  had  been  carried  out.  He  thought,  however,  that 
we  still  had  a  long  way  to  go  before  we  could  popularise 
X-ray  inspection.  The  work  was  often  laborious,  and  the 
workers  must  be  allowed  to  do  the  work  in  their  own  way 
and  immediate  results  not  expected.  He  expressed  the  hope 
that  the  Geddes  Committee  would  be  sympathetic  to  this 
kind  of  research  work. 

Mr.  Bowden  said  he  could  see  one  way  in  which  radiology 
could  be  the  means  of  saving  an  enormous  amount  of  money. 
If  it  were  possible  to  increase  the.  penetration  to  about  6  ins., 
so  that  ingots  of  this  size  could  be  examined,  he  thought 
there  was  an  enormous  future  for  X-ray  work.  He  under¬ 
stood  that,  in  the  case  of  a  ship,  the  power  curve  increased 
as  the  cube  of  the  speed.  He  hoped  that  the  curve  repre¬ 
senting  the  penetration  of  X-rays,  on  a  basis  of  voltage, 
would  not  be  found  to  increase  in  a  similar  manner,  so  that 
to  increase  the  penetration  from  3  to  6  ins.  would  mean 
impracticable  voltages. 

Col.  O'Gorman  said  he  was  not  so  critical  as  some  of  the 
speakers,  but  thought  that  radiology  might  be  found  to  be 
a  great  help  in  aircraft  construction.  For  one  thing,  if,  as 
he  was  not  quite  convinced,  radiography  did  show  defective 
welding,  it  would  be  of  the  very  greatest  value.  Welding 
might  then  come  back  into  aircraft  construction,  since  good 
welding  was  extremely  satisfactory  in  aircraft.  It  was  the 
bad  weld  which  was  dangerous,  and  at  present  we  had  no 
means  of  detecting  the  bad  weld,  with  the  consequence  that 
welding  had  to  be  abandoned  for  stressed  parts.  When,  lie 
said,  two  pieces  of  25-ton  steel  were  welded  together  it  was 
often  found  that,  as  a  result  of  the  heat,  the  metal  near 
the  weld  had  its  strength  decreased  to  about  10  tons.  It 
radiology  could  detect  this  change  in  the  structure  of  the 
steel  it  would  be  of  enormous  value,  and  we,  as  aircraft 
engineers,  should  welcome  any  weapons  which  would  enable 
us  to  make  our  structures  more  safe  without  making  them 
heavier.  He  then  called  upon  the  audience  to  pass  a  hearty 
vote  of  thanks  to  the  lecturer. 

Dr.  Pullin  had  another  appointment,  and  asked  to  be 
allowed  to  reply  to  the  various  questions  in  writing. 


BBSS 


Model  of  the  R.A.F.  War  Memorial  to  be  erected  at  the  head  of  the  Whitehall  Stairs,  on  the  Embankment,  about 
midway  between  Charing  Cross  and  Westminster  Bridges.  The  Memorial  has  been  designed  by  Sir  Reginald 
Blomfield,  R.A.,  and  the  eagle  is  being  carried  out  from  his  design  by  Mr.  Reid  Dick,  A.R.A. 

The  Memorial,  as  will  be  seen,  consists  of  a  lofty  pylon  of  Portland  stone,  supporting  a  large  bronze  eagle 
encircled  by  the  Zodiac.  The  dedication  inscription  will  be  cut  on  the  panel  facing  the  Embankment,  with  the 
badge  of  the  Air  Force  above  it,  and  on  the  band  of  stone  below  the  cornice  the  motto  of  the  Air  Force,  “  Per 
ardua  ad  astra.”  A  shorter  inscription  in  larger  letters,  and  the  Pilots’  Badge,  will  be  carved  on  the  side  facing 

the  river. 
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London  Gazette,  March  7,  1922 
General  Duties  Branch 

Flying  Officer  R,  de  L.  Steelman  is  granted  a  permanent  cum  inn.,  retaining 
ins  present  substantive  rank  and  seny.  ;  Dee,  12,  1919  ( Gazelle  Dec,  12,  1919, 
min  ting  him  to  .1  short  servine  commit,  is  cancelled). 

be  following  arc  granted  short  service  columns,  as  Flying  Officers,  with 
effect  from  and  a  ay.  of  dotes  indicated  .  \V.  F.  Hamilton  ;  Feb.  23.  C.  A 

Mason  ;  Feb.  22. 

The  following  Flight  Licuts.  are  restored  to  full  pay  from  half  pay  • — C.  P.  O. 
Bartlett  ,D.SX  . .  Feb.  -34  .  G.  E.  Wilson.  Feb.  24. 

Stores  Branch 

Flying  Officer  H.  N.  Stevens  is  grauled  a  permanent  coin m n.,  retaining 
his  present  substantive  rank  and  seny.  ;  June  17,  1920, 

Metnatanda 

Capt,  G.  If.  Warner  relinquishes  his  temp,  coraitin.  on  ceasing  to  b« 
employed,  and  is  permitted  torctatn  Ins  rank  ,  feh,  13.  Lieut.  (actingCapt.) 
A.  E.  N.  Fortescuc,  M  li  1  .,  relinquishes  his  temp,  comma.,  and  is  permitted 
to  retain  rank  of  Capt.;  Feb.  17.  See.  Lieut.  (Horn  Lieut.)  A.  Dulbie  is 
trausfd.  to  the  unemployed  list ;  May  10,  1919  (substd,  for  Gaxeite  May  20, 

London  Gazette,  March  10,  1922 

Air  Vice-  Marshal  Sir  W.  G.H.Saltnortd,  K.C.M.G.,  C.B.,  D.S.O.,  is  appointed 
Director  General  of  Supply  and  Research.  Air  Ministry,  vice  Air  Vim  Marshal 
Sir  E,  1.  Filing  ton,  K.C.B.,  C.M.G.,  C.B.F.;  February  23. 

General  Duties  Branch 

Flying  Officer  P.  N,  Mehlffs  is  granted  the  lion,  rank  of  Fltght-Lieut.  on 
promotion  to  Capt.  111  Royal  Wat  wicks  Regiment  ;  January  15.  Flight-Lieut, 
G.  E.  Wardle  to  take  rank  and  precedence  as  if  his  name  appeared  in  the  Air 
Force  List  immediately  below  that  of  Flight-Lieu).  W.  S.  Caster,  M.C.  Re¬ 
duction  to  take  effect  from  February  2.  Flying  Officer  T.  H.  Moon  is  placed 
on  b-p.  Scale  B  ,  February  25,  Gazette,  August  lo,  1920,  concerning  Flying 
Officer  A.  C.  Sanderson,  P.F.C.,  is  cancelled. 

Memoranda 

Three  Cadets  .uv  granted  bon.  Columns,  as  Sec.  I.ieuls.,  with  effect  from 
the  dates  of  their  demobilisation. 


Permission  granted  to  the  following  officer-  to  tv  tain  roult  of  Sec.  Lieut,  is 
withdrawn  on  their  joining  the  Army ;  W  R.  Wright,  J.  1  R.  W’yuu  ; 
January  19,  3927. 

Gazette,  February  28,  1919,  concerning  Sec.  Licet.  (Hon.  Major)  G.  A.  F. 
Chapman,  is  cant  oiled. 

1. onth m  Gazette,  March  14,  1922 
General  Buttes  Branca 

Flying  Of/r.  C.  S.  Gray  is  placed  on  the  Retd,  list  on  account  of  ill  health 
contracted  on  active  service;  March  is.  Sqcadn.  Leader  K.  I..  Conran, 
M.C.,  is  placed  on  half-pay,  Scale  Ji  (from  Feh.  14  to  April  12  inclusive). 

Stores  Branch 

Flying  Offr.  V.  G.  A.  Bennett  is  granted  permanent  couitnn.,  in  the  rank 
stated,  with  effect  from  Sept,  u,  <919,  and  r-  transferred  to  the  Stoics 
Branch  for  accountant  duties,  with  effect  from  Feb.  1  ;  Gazelle  Sept.  12,  1919, 
appointing  him  to  a  short  service  comma,  is  cancelled.  Flying  Offr.  (aetg. 
Fit.  Lieut.)  LL  F.  Fuller  is  granted  a  permanent  commo.  ac  a  Fit.  Lieut,  for 
accountant  duties;  Oct.  25.  1921.  The  seniority  of  all  officers  granted  commie., 
in  the  Stores  Branch  for  accountant  duties  k  pros Bumal  only  The  final 
seniority  list  of  all  such  officers  will  be  promulgated  when  the  establishment 
is  completed. 

Memorandum. 

Lieut.  G.  A.  Dcnty  relinquishes  his  temp,  commit,  on  ceasing  to  be  empld., 
and  is  permitted  to  retain  his  rank  ;  Feb.  23. 

London  Curdle,  March  37,  1922 
General  Duties  Branch 

The  follg.  Pilot  Offrs.  on  probri.  are  confirmed  in  rank  : — J.  G,  Shackle  ton  ; 
March  5.  C.  E.  B.  Winch  ;  March  7. 

The  follg.  Flying  Offrs.  are  placed  on  h.p.,  Scale  B  L.  Burton  ;  March  t :. 
V,  Croome  ;  March  10. 

Flying  Offr.  W.  A.  Berry  is  granted  lion,  rank  of  Flight  Lieut,  on  promotion 
to  Capt,,  4U1  D.G. ;  Sept.  1 7,  1921. 

Memoranda 

Three  Cadets  are  granted  hop,  commas,  as  Sec.  Lieuts.,  with  effect  from 
dates  of  their  demobilisation. 


ROYAL  AIR  FORCE  INTELLIGENCE 


Appointments,  the  following  appointments  in  the  Royal  Air  Force  are 
uo Utiod  . — 

Air  Vice  Mu < dud  I.  F.  A.  Higgins,  C.B.,  D.S.O  ,  A.F.C.,  from  Headquarters 
Inland  Area  (on  e  a  inr  to  hr  attached  to  the  Air  Ministry)  to  R  A  F.  Depot 
(Inland  Area)  (Supetuunirr.it \-.j  Whilst  attending  R.N  Staff  College  lor 
Senior  Oth'tt-i-  War  Course  j.pjt. 

Group  Capt  I  M.  Bonham (  irler,  O.B.E. ,  from  Vo,  ix  (Irish)  Wing  to 
Headquarters,  R  A  F.,  Ireland.  17.-'.;.'. 

Wing  Commander  (.  1  prettvman,  D  S.O  ,  O.B.E. ,  from  R.A.F.  Depth 
(Inland  Am),  to  1  mmmd  No.  it  Wing  Headquarters  (Inland  Area). 
1.3.33. 

Wing  Commander  V.  J.  Gill,  C.B.F,  ,  ML.,  troin  R.A.F.  Depbt  (Inland 
Area)  to  command  Aeroplane  Experimental  Establishment  (Coastal  Area). 

1.3.22. 

Wing  CmomnndPt  A.  V  Bcttington,  C.M.G.,  from  Headquarters,  No.  n 
(Irish)  Wing  to  R.A.F.  Dcpbt  (Inland  Area),  37.2.22. 

Wing  Commambr  X.  Gold-ninth,  f*  B.E.,  from  Aircraft  Depot,  Egypt 
(Middle  East  Area)  to  command  M.T  Repair  Depot  (Inland  Area).  13.2.22. 

Squadron  Leaders  -G.  H.  Bowman,  D.S.O.  D.F.C.,  from  R.A.F.  Depot 
(luland  Area)  to  command  No.  8  Squadron  (Iraq  Group).  24.2.22.  W.  S. 
Douglas,  ALL..  D  I  G  ,  from  No.  f*  Flying  1  raining  School  (Inland  Area)  to 
R.A.F.  Staff  College  (Inland  Area).  3.4.22  C.  W.  H.  Pulford,  O.B.E,, 
A.F.C.,  from  R.A.F  Base.  Gosport  (Development  Flight)  (Coastal  Area)  to 
R.A.F'.  Staff  College  (Inland  Area).  3.4.22.  C.  F.  A.  Portal,  D.S.O.,  M.C., 
from  R.A.F.  Cadet  College  (Flying  Wings)  (CranweJl)  to  R.A.F.  Staff  College 
(inland  Area).  3.4.::.  B.  E.  Smythies,  D.F.C.,  from  No.  3  Flying 

Training  School  (Inland  Area)  to  R.A.F.  Staff  College  (Inland  Area).  3.4.22. 
W.  A.  McClaughry,  D.S.O.,  M.C,,  D.F.C..  from  Air  Pilotage  School  (Cadre) 
(Iulaud  Area)  to  R  A.F.  Staff  College  (luland  Area).  3.4.22.  L.  L,  Maclean 
from  Nri.  2  l  iving  framing  School  (inland  Area)  to  R.A.F.  Staff  College. 
(Inland  Area).  '  3.4.22.  K.  R.  Park,  M.C,,  D.F.C.,  from  School  of  Technical 
Training  (Men)  (Inland  Area)  to  R.A.F.  Staff  College  (Inland  Area).  3.4.32. 
r.  T.  Babington,  D-S.O. ,  from  Vo.  0  Flying  Training  School  (Inland  Area) 
to  R.A.F.  Depot  (Inland  Area).  3.4.22.  j.  V.  Steel,  O.B.E.,  from  R.A.F. 
Depot  (Inland  Area)  to  School  of' Technical  Training  (Men)  (Inland  Area). 

20.3.22.  G.  F.  Brecse,  D.S.C.,  from  No.  238  Squadron  (Cadre)  (Coastal  Area) 
to  R.A.F.  Pepfft  (Inland  Aroa).  14.3.22.  J.  C.  M.  Lowe  from  Air  Ministry 
(Director- General  ot  Supply  and  Keseart  h)  to  Air  Ministry  (Directorate  of 
Operations  and  Intelligence).  0.3.22.  G.  Blatherwick  from  Central  Flying 
School  (Inland  Area)  to  School  of  Photography  (Inland  Area).  Super¬ 
numerary.)  3.4.32  T.  V  .  FEdon,  Irom  No.  29  Group  Headquarters  (Coastal 
Area)  to  K  A.F.  Depot  (inland  Area).  (Supernumerary.)  6.2.22.  D.  Harries, 
A.F.C.,  from  R  A.F  Airship  Base  (Coastal  Area)  to  Headquatters  (Coastal 
Area).  (Supernumerary.)  Pending  dosing  down  of  R.A.F.  Airship  Base. 
24.2.22  H.  C.  Fuller,  from  R.A.F  Airship  Base  (Coastal  Area)  to  Headquarters 
(Coastal  Area)  (Supernumerary.)  To  remain  attached  to  Pulham  Airship 
Station.  24.2.22.  P  Babington,  M.C.,  A.l’.C  ,  from  Egyptian  Group 
Headquarters  (Middle  Fast  Area)  to  R.A.F.  Depot  (inland  Area).  (Super 
numerary.)  3.3.22. 

Flight  Lieutenants--  If  1-.  Flavelle  from  R.A.F.  Depflt  (Inland  Area)  to 
Headquarters  No.  r  School  of  Technical  Training  (Boys)  (Hal ton) .  22.2.22. 

T.  W.  Voodhousc,  D  S.O.,  M.C.,  frofh  No.  r  Flying  Training  School  (Inland 
Area)  to  Ceutral  Flying  School  (Inland  Area).  13.3.22.  A.  Lees  from  No.  6 
Flying  Training  School  (Inland  Area)  to  Central  Flying  School  (Inland  Area). 
1-R3. ac.  J.  K.  Summers,  M.C;.,  from  No.  5  Flying  Training  School  (Inland 
Area)  to  Central  Flying  School  (Inland  Aren).  23.3.22.  B.  McEntegart 
from  No.  2  Flying  Training  School  (Inland  Area)  to  Central  Flying  School 
(Inland  Area).  13.3.22.  H.  G.  Bowen  from  R.  A.  F.  DepOt  (Inland  Area)  to 
Central  Flying  School  (Inland  Area).  13.3.22.  J.  J.  Williamson,  A.F.C., 
from  No.  100  Squadron  (No.  11  (Irish)  Wing)  to  Central  Flying  School  (Inland 
Area).  13.3,22,  T.  M.  Walker  from  Research  Laboratory  and  Medical 
Officers  School  of  Instruction  (Inland  Area)  to  Headquarters  No.  1  School 
of  Technical  Training  (Boys  (Halton).  27.2.22.  A.  C.  Ranslord,  from 
Research  Laboratory  and  Medical  Officers  School  of  Instruction  (Inland  Area 
to  R.A.F.  Depbt  (inland  Area).  27.2.22.  A.  C.  Snow,  from  R.A.F.  School 
(India)  to  R.A.F.  Dep6t  (Inland  Area).  31.1.22.  L.  N.  Hollingburst, 


D.F.C.,  from  No.  5  Squadron  (India)  to  R.A.F,  DepAt  (Inland  Area).  31.x. 22. 
D.  A  Stewart,  M.C.,  D.F.C.,  A.F.C.,  from  No.  2x6  Squadron  (Middle  Fast 
Area)  to  R.A.F.  Depbr  (Inland  Area).  13.2.22.  F.  G.  M.  Williams  from 
R.A.F.  Depbt  (Inland  Area)  to  No.  :o  Group  Headquarters  (Coastal  Area). 

1.3.22.  H.  McWilliams  Daniel,  MR.,  from  R.A.F.  (Inland  Area)  to 
No.  1  School  of  Technical  Training  (Boys)  (Holton).  3.3.22.  J.  H  O. 
Jones  from  R.A.F.  Base,  Gosport  (No.  cro  Squadron)  (Coastal  Area)  to 
R.A.F.  Base,  [Gosport  (Observers’  Training  Might)  (Coastal  Area).  1.3.22. 
O.  C.  Bryson  M.C.,  A.F.C.,  A.M.,  from  R.A.F.  Base  Gosport  (Observers' 
Training  Flight)  (Coastal  Area)  to  R.A.F.  Base,  Gosport  (No.  210  Squadron) 
(Coastal  Area)  T.3.22,  G  E.  Wilson  from  Half-pay  List  to  No  4  Flying 
I  raining  School  (Middle  East  Area).  24.2.22.  E.  S.  Goodwin,  A.F.C.,  from 
Marine  and  Armament  Experimental  Establishment  (Coastal  Area)  to  No. 
216  Squadron  (Middle  East  Area).  24.2.22.  A.  Coningharn,  D.S.O.,  M.C., 
D.F.C.,  from  Central  Flying  School  (Iidarid  Area)  to  No.  55  Squadron  (Iraq 
Group).  24.2.22.  C.  P.  O.  Bartlett,  D.S.C.,  from  Half-pay  Fist  to  No.  30 
Squadron  (Iraq  Group).  24.2.22.  H.  M.  Massey,  M.G..  from  No.  39  Squadron 
(Inland  Area)  to  No.  8  Squadron  (Iraq  Group).  34.2.22.  F.  N.  Hudson, 
M.C.,  from  R.A.F  Cadet  College  (Flying  Wing)  (Cranwell)  to  No.  6  Squadron 
(Iraq  Group).  24.2.22.  R.  A.  Courtney,  M.B.E.,  Irom  No.  n  Whig  Head¬ 
quarters  (Inland  Area)  to  Headquarters  (Iraq  Group).  24 .2.22,  J  H. 
D'Albiac,  D.S.O.,  from  No.  4  Flying  Training  School  (Middle  F.ast  Area)  to 
No.  47  Squadron  (Middle  East  Area).  13.2.22.  F.  R.  ,-Mlord,  M.C.,  from 
No.  10  Group  Headquarters  (Coastal  Area)  to  Armament  and  Gunnery  School 
(Cadre)  (Inland  Area).  6.3.22.  H.  S.  Shields,  M.C  .  from  No.  co8  Squadron 
(Middle  East  Area)  to  R.A.F.  Depot  (Inland  Area)  (Supernumerary).  8.2.22. 
W.  R.  Reith,  M.E>.,  A.M..  from  No.  1  School  of  Technical  Training  (Boys) 
(Halton)  to  R.A.F.  Depot  (Inland  Area).  Foe  duty  as  Medical  Officer. 

7.3.22.  R.  E.  H.  Daniel  from  Air  Ministry  (Directorate  of  Training  and 

Organisation)  to  R.A.F.  Llepot  (Inland  Area)  (Supernumerary).  5.3.22. 
E.  B.  C.  Betts,  D.S.C.,  D.F.C.,  front  R.A  F.  DepOt  (Inland  Area)  to  R.A.F. 
Staff  College  (inland  Area).  3  4.22  E.  B.  C.  Betts,  D.S.C.,  D.l  C  ,  from 
H.M.S.  ‘‘Pegasus"  (Mediterranean  Group)  to  R.A.F.  Depot  (Inland  Area) 
(Supernumerary).  28.2.22.  G.  II.  White  from  No.  1  School  ol  Technical 
Training  (Boys)  (Halton)  to  No.  4  Squadron  (Inland  Area).  15.3,22.  1).  H. 

Dabbs  from  No.  3  Flying  Training  School  (Inland  Area)  to  No.  4  Flying 
Training  School  (Middle  East  Area),  21.1.23.  G.  C  I'irie.  M.C.,  D.F.C., 
from  R.A.F.  DepAt  (Inland  Area)  to  School  ol  Army  Co-operation  (Inland 
Area).  10.3.22.  J.  B.  Cole-Hamiltou  from  Boys'  Wing  (Cranwell)  to  R.A.F. 
Staff  College  (Inland  Area).  3.4.22.  G  M.  Lawson.  M.C. ,  from  Armament 
and  Gunnery  School  (Cadre)  (Inland  Area)  to  R.A.F.  Staff  College  (Inland 
Area).  3.4.22.  Id.  S.  Kerby,  D.S.C.,  AFC.,  from  No.  1  School  of  Technical 
Training  (Boys)  (Halton)  to  R.A.F'.  Staff  College  (Inland  Area).  3.4.22. 
W.  B.  Farrington,  D.S.O.,  from  Headquarters,  R.A  F  ,  Cranwell,  to  R  A  F. 
Staff  College  (Inland  Area).  3.4,22.  VV.  I<.  F)yke  Aeland,  D.F.C..  A.F.C., 
from  H.M.S.  "  Argus  ”  (Coastal  Area)  to  K.A T.  Staff  College  (Inland  .Area). 

3.4.22.  C.  H.  Hayward  from  R.A.F-  Depot  (Inland  Area)  to  R.A.F.  Staff 
College  (Inland  Area).  3.4.22.  N.  W.  Waltham  from  R.A.F.  Base.  L.cucliars 
(Coastal  Area)  to  R.A. Fv  Staff  College  (Inland  Area).  3.4.22.  R.  M.  Drum 
mond,  D.S.O.,  M.C.,  from  School  of  Army  Co-operation  (Inland  Area)  to 
R.A.F.  Staff  College  (Inland  Area).  3.4.32,  F.  If.  Beautnau  from  No.  10 
Group  Hdqrs.  (Coastal  Area)  to  R  A.F.  Staff  College  (Inland  Area).  3.4.23. 
Lf.  S.  Powell,  M.C.,  from  No.  xi  Wing  Fldqrs.  ( I  Maud  Aren)  from  R.A  F.  Staff 
Col.  (Inland  Area),  3.4.22.  H,  11.  McLeod  1  rust  t  ,  from  Central  FlyhigSrhooI 
(Inland  Area)  to  School  of  Photography  (Inland  Area)  (Supernumerary.) 

3.4.22.  D.  W.  Clappen,  from  Central  Flying  School  (Inland  Area)  to  School 
of  Photography  (Inland  Area).  (Supernumerary.)  3.4  :2  I  S'  li,  Wal¬ 
dron,  from  Central  Pay  Office  (Inland  Area)  to  No,  4  Stores  Depot.  20.3.22. 

A.  L.  Neale,  M.C.,  from  R.A.F  Depot  (Inland  Area)  to  No.  yj  Squadron 
(Inland  Area).  15.3.22.  R.  J.  O.  Cpmpston,  D  S  l D.F.C.,  from  R.A.F. 
Depot  (Inland  Area)  to  No,  1  School  of  Technical  Training  (Boys)  (Halton). 

15.3.2 2.  T.  L.  P.  Harries,  M.B.,  from  R.A.F.  Depot  (lulanii  Area)  to  No.  1 
Flying  Training  School  (Inland  Area).  8.3.2:  R  M.  King,  to  R.A.  F.  Depot 
(Inland  Area).  On  attachment  to  Royal  Air  Force  from  Army  Dental  Corps. 

21.2.23.  A.  Briscoe,  M.B.,  from  No.  20  Squadron  (India)  to  No,  28  Squadron 
(India).  l6.I0.2I. 


March  23,  192a 


SIDE-WINDS 

In  view  of  the  very  great  importance  to  modern  aviation 
of  reliable  instruments  of  all  kinds,  it  is  not  surprising  that 
Uns  part  oi  the  equipment  of  aircraft  should  come  in  for  a 
good  deal  pi  study.  As  an  instance,  mention  may  be  made 
of  the  fact  that  on  Match  13  a  party  of  students  from  the 
Koya!  College  of  Science  and  Technology  paid  a  visit  to  the 
Trickle  wood  works  of  Messrs.  S.  Smith  and  Sons  (M.A.)  Ltd. 

Ihhv  were  particularly  interested  in  the  calibrating 
department,  where  airspeed  indicators,  pressure  gauges, 
petrol  level  indicators,  1  evolution  counters  and  altimeters 
an:  calibrated  and  tested.  They  were  shown  the  special 
overload  test  on  the  Smith  pressure  gauges,  whereby  the 
ordinary  5  lb.  gauge  is  subjected  to  a  pressure  of  20 lbs  , 
and  a  too  lb  gauge  to  a  pressure  of  over  300  lbs.  before  it  is 
finally  accepted  lor  shipment  to  the  customer.  They  were 
also  interested  in  some  special  airspeed  indicators  which  have 
been  made  up  for  the  new  Handley  Page  London-Paris 
machines,  for  fitment  in  the  passenger  cabins.  Both  the 
altimeter,  airspeed  indicator  anti  clock  are  arranged  with 
highly  polished  bezels  and  silvered  dials,  which  harmonise 
with  the  general  arrangement  of  the  cabin  and  have  a  more 
artistic  ajipea ranee  than  the  standard  pattern  ot  black 
msti  mnents.  Besides  visiting  the  aviation  section  of  the 
works  the  party  made  a  general  tour  of  inspection  of  the 
various  machine  and  assembly  shops,  the  stores  and  despatch 
department,  canteen  and  recreation  rooms,  dance  hall,  etc. 

Wk  have  received  from  the  Bristol  Aeroplane  Co.,  Ltd., 
copies  of  an  interesting  little  booklet  dealing  with  their  gas 
starter  for  aero  engines.  This  starter,  which  was  described 
m  Flight  on  December  1  1921 ,  is  suitable  for  engines  having 
six  or  more  cylinders,  and  a  cubic  capacity  up  to' 2,500  cubic 
ins.  A  feature  of  the  starter  is  that,  as  there  ate  no  gears 
between  the  starter  and  the  engine,  the  starter  may  be 
installed  in  any  convenient  place  within  20  ft.  of  the  engine. 

I  lie  weight  of  the  unit  is  only  36  lbs.  The  booklet  gives  a 
very  clear  illustrated  description  of  the.  starter  and  its  method 
of  working,  and  we  should  recommend  all  interested  in  the 
subject  of  engine  starters  to  obtain  a  copy.  Finally,  it  might 
be  mentioned  that  the  price  of  the  starter  is  £$5  delivered 
at  the  l  ilton  works.  This  figure  docs  not  include  the  cost 
of  the  distributor,  which  varies  according  to  the  type  of 
engine. 

I  here  was  a  time,  and  looking  back  it  does  not  seem  very 
lung  ago,  w  hen  the  running  of  an  aero  engine  was  a  delicate 
business.  The  engines  required  very  careful  attention,  and 
even  then  they  had  to  be  dismantled  and  overhauled  after 
\eiy  short  periods  in  the  air.  The  modern  aero-engine 
is  quite  a  different  proposition  in  this  respect,  and  by 
way  of  an  example  it  may  be  mentioned  that  quite  recently 
a  -Napier  Lion  ”  used  on  the  London-Paris  services  com- 
pleted  20,000  miles  without  having  been  taken  down.  This 

sinking  testimony  to  the  manner  in  which  these  engines 
stand  ilp  to  their  work,  and  is,  of  course,  mainly  due  to  the 
fact  that  their  weight  is  so  low  in  relation  to  the  power 
developed  that  they  can  be  run  normally  at  about  Go  per 
icnt.  of  their  power  and  still  give  the  machines  sufficient 
cruising  speed. 

We  learn  from  Barinmr.  Ltd.,  of  10,  Poland  Street,  W.  1. 
that  they  are  not  involved  in  the  present  engineering  dispute, 
and  that,  therefore,  there  is  no  ban  011  the  employment  of 
banruar  experts.  Mr.  C.  W.  Brett  informs  us  that  welding 
work  is  plentiful,  and  is  being  carried  on  as  usual. 

*  &  m  m 

R.A.F.  Club. 

Ihk  following  arrangements  have  been  made  by  the 
t  onmuttec  lor  the  two  forthcoming  dances  at  the  R  \  F  C 

Thursday,  March  23,  y.30  to  2.30.  Tickets,  10s.  6 d.  Dinner 
served  from  S  p.m  ;  5 s. 

Thursday,  April  6,  g  to  1.  Tickets,  7 s.  6d.  Dinner  from 
7.30  p.m. 

The  number  of  dance  tickets  will  be  limited  in  each  case 
to  200. 

Members  desiring  to  reserve  tables  should  make  application 
to  the  steward.  Music  wilt  be  provided  by  the  Kendal 

The  small  dining-room  will  be  set  aside  between  7  and  8  p  m. 
or  members  desiring  to  dine  in  the  Club  who  do  uni  wish 
o  dine  111  the  large  dining-room.  The  large  dining-room  will 
lie  opened  to  members  washing  to  dine  lady  guests,  but  the 
number  of  tables  will  be  limited  to  admit  of  members  dining 
n  the  dming-room  also.  & 


THE  LONDON  AERO-MODELS  ASSOCIATION 

Competition  No.  2  for  R.O.G.  Duration  for  prizes  given  by 
Mr.  Louth  and  Mi'.  Wilson.  First,  £1  is.  ;  second,  10s. 

10  be  held  on  Wormwood  Svnibbs  on  Sunday,  April  16,  at 

11  am.  Models  limited  to  |  ozs.  in  weight;  no  other  restric¬ 
tions.  Judges,  Mr.  W  ilson  and  Mr.  Gray. 

Competition  .Yu.  3  for  R.O.G.  Duration,  limited  to  enclosed 
models  weighing  not  less  than  8  ozs  ,  any  power.  Loading 
limit  (minimum),  6  ozs.  to  the  sq.  ft,  for  mutloplanes  and 
5  ozs.  per  sq.  ft.  for  biplanes.  To  take  place  on  Wimbledon 
Common  at  n  a. in.,  start  11.15  a.ra„  May  7.  Flights  timed 
from  release  of  propellers.  Prizes  given  by  Messrs.  W.  G. 
Evans  and  Sons  .  first,  255.  ;  second,  10s.  ;  third,  7 s.  At 
least  two  flights  per  competitor.  Judges  to  be  appointed 
later. 

Competition  No,  3.  Prize  given  by  Mr.  D.  A.  Pavely, 
value  ios.,  awarded  to  member  who  first  makes  duration  of 
Go  secs.  R.O.G,  with  enclosed  model.  Will  members  take 
special  notice  of  Competition  Rules  Nos.  1  and  3  ? 

S.E.  Section 

Report  by  Official  Observer  (Mr.  L,  G.  H.  Hatfull)  as  follows  : 
A  meeting  of  the  above  Section  was  held  at.  Blackheatli  at 
8  a. m.  on  Sunday,  March  12.  Messrs.  Brown,  Rippon, 
Wilson,  Cummings  and  Hatfull  attended.  Mr  Scott  vvas  also 
present.  All  were  flying  tractor  models,  and  a  very  interest¬ 
ing  exhibition  took  place.  At  17,30  an  impromptu  "  Aerial 
Derby  was  held,  Mr.  Wilson  winning  with  15  flights.  The 
course  was  triangular,  bases  being  about  250  yds.  apart. 
An  enjoyable  competition  was  concluded  in  under  hall  an 
hour.  Conditions  were  very  favourable,  there  being  very 
little  wind  The  meeting  closed  at  10  a.w.  Competition 
Secretary.  Mr  C.  V  Rippon,  52,  Fairbridge  Road,  Holloway. 
N.19.  Hon.  Sec..  A.  K.  Jones,  48,  Narcissus  Road,  N.W.  6, 
Meetings  held  every  Thursday  evening  at  General  Head¬ 
quarters,  20,  Great  Windmill  Street,  Piccadilly  Circus,  W.  1, 
at  7.30. 

*  »  m  m 

aeronautical  patent  specifications 

Abbreviations  :  cyl.  -  cylinder;  r.C.  =•  internal  combustion  ;  in.  -  motor* 
The  numbers  in  brackets  are  those  under  which  the  Specifications  will 
be  printed  and  abridged,  etc.. 

APPLIED  FOR  IN  1920 

Puhh  hc.d  Mtifi! i  -  3 ,  J9Z-2 

31,56k  J-  V-  Martin.  Landing-wheels  (m  .utotalt.  (17*,, 70b.) 

32,455  1  C  !!•  nic  V.  Vaxpevet.uk.  Aeroplane  ccuitrul  mechanism. 

(154,89?.) 

33, mk  1  l.l.  ANh  D  A  S.u  nukju  .  JnchiiMDieiers.  (175,771.) 

33,689  E.  K.  CAtritKoi'.  Parachutes.  (175,780.) 

34,230.  C.  k  Frfeaiantll.  Wind-screens,  (175,798.) 

APPLIED  FOR  IN  1921 

Pubhahtcl  March  43,  19.-4 

4i,35o.  J.  H.  \\ .  Gill,  Screw  prupelli,!-,.  (r75,9ir  ) 

19.399-  -LorKscuiri'isAi'  Zkpmui.n  r,,  p  Taiuy.  Uas  valves  for 

hghter-thau-air  airrr.ut  (167, 749  ) 

If  you  require  anything  pertaining  to  aviation,  study 
“Flights''  Buyers’  Guide  and  Trade  Directory, 
which  appears  in  our  advertisement  pages  each 
week  (see  pages  iii  and  xiv). 
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NOTICE  TO  ADVERTISERS 
All  Advertisement  Copy  and  Blocks  must  be 
delivered  at  the  Offices  of  “Flight,”  36,  Great 
Queen  Street,  Kingsway,  W.C.2,  not  later  than 
12  o  ’clock  on  Saturday  in  each  week  for  the  following 
week ’s  issue. 

PLIGHT 

The  Aircraft  Engineer  and  Airships 

36,  GREAT  QUEEN  STREET.  KINGSWAY,  W.C.2. 

Telegraphic  address  :  Truditur,  Westcent,  London. 
Telephone  :  Gerrard  1828. 

SUBSCRIPTION  RATES 

”  Flight  "  will  be  forwarded,  post  free,  at  the  following  rates 
United  Kingdom  Abroad* 

d,  d 

3  Months,  Post  Free...  773  Months,  Post  Free...  8  3 

6  "  . 2  6  „  ...16  6 

12  **  •>  ***3°  4  12  „  „  ...33  o 

These  rates  are  subject  to  any  alteration  found  necessary 
under  abnormal  conditions  and  to  increases  in  postage  rates 

European  subscriptions  must  be  remitted  in  British  currency 

Cheques  and  Post  Office  Orders  should  be  made  payable  to  the 
Proprietors  of  "  Flight,"  36,  Great  Queen  Street,  Kingsway, 
vV.C.  2,  and  crossed  London  County  and  Westminster  Bank 
otherwise  no  responsibility  will  be  accepted 
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FLIGHT  BUYERS’  GUIDE  AND  TRADE  DIRECTORY- 

(Continued  fr*m  p.  xiv.) 


LEATHER  CLOTH 

New  Pegamoid  Ltd.,  134,  Queen  Victoria  St.,  E.C.  j 

City  9704  (2  lines),  j 
"  Pegamoid,"  Phone,  London. 


•LUBRICATING  OILS 

Wakefield,  C.  C.,  &  Co..  Ltd.,  Cheapside,  E.C.  «. 
Central  1x56  (3  lines)  ;  “  Cheery,"  Cent.  I.ondon. 


MACHINING 

Arnott  &  Harrison,  Ltd.,  Hythe  Road,  Willesden 
Junction.  ^  Willesden  2297. 

Monk  Engineering  C®.,  Ltd.,  Coventry. 

Coventry  S07  ;  “  Assistance,''  Coventry. 


MAGNETOS 

British  Thomson- Houston  Co.,  Ltd.,  Lower  Ford 
Street,  Coventry. 

Telephone  378  ;  “  Asteroutai,"  Coventry, 


METALS,  (Anti-Friction) 

Hoyt  Metal  Co..  Ltd.,  1  >codar  Road,  Putney, 
S.W.  ij.  Putney  1333. 


METAL  PARTS  AND  FITTINGS- 

Brown  Bros.,  Ltd.,  Great  Eastern  Street,  London, 
E.C.  a. 

Grahame- White  Company,  Ltd.,  Hendon,  N  W.  9. 

Kingsbury  rao. 

London  Office:  tz,  Regent  Street.  Pall  Mall, 
S.W.  ».  Regent  2084. 

Monk  Engineering  Co.,  High  St.,  Coventry. 

Coventry  807;  Assistance,  ’  Coventry. 
Rubery.  Owen  ■'c  Co.,  Darlas  ton. 

Darlaston  07  ;  "Roofs,"  Darlaston. 


MODELS— 

lone*.,  A  E.,  I  td..  ?«,  l-.versholt  Road.  Camden 

Town,  V  w.  >. 


MOTOR  CARS  AND  MOTOR  BICYCLES  - 

Auto-Carrion  Ltd.,  tSt-ifa,  Hercules  Rd., 

Westminster  Btidge  Rood,  London,  S.E.  r. 


NIGHT  LANDING  LIGHTS 

Aileil-Liversidge.  Ltd. amalgamated  with  Imperial 
Light.  Ltd.,  106,  Victoria  St.,  S.W.  1. 

Victoria  4155  :  11  Aceterator,"  Sowest,  London. 


PARACHUTES- 

E.  R.  Calthrpp's  Aerial  Patents,  Ltd.,  423a, 
Edgware  Rond,  London,  W,  e. 

Paddington  6332. 


PETROL- 

Anglo-Amcricau  Oil  Co.,  Ltd.  (Pratt's),  Queen 
Anne’s  Gate,  S.W.  1. 

Shell-Mex  Ltd.,  Shell  Corner,  Kingsway,  W.C.2. 
Holborn  2303-4  ;  “  Shelrine,"  Westcent,  Loudon. 


PHOSPHOR  BRONZE  AND  GUNMETAL- 

ClitTord,  Charle*,  &  Son,  Ltd.,  Fazeley  Street  j 
Mills,  Birmingham. 

Central  3634  Qlines):  “  Clifford,”  Birmingham. 
Keeling,  A.  D.,  Ltd.,  Caroline  Street, 
Birmingham. 

Central  440  (3  lines);  “  Nickel,"  Birmingham. 


PHOTOGRAPHIC  APPARATUS— 

Kodak,  Ltd.  (Wratten  Div.),  Kingsway,  W.C.  1. 


PROPELLERS- 

Falcon  Airscrew  Co.,  113,  Cottenliam  Road, 
Holloway,  N.  19.  Hornsey  910  h  2473. 

Lang  Propeller  Ltd.,  Wcybridge,  Surrey. 

? 20-52 1,  We, bridge;  “  Aerosticks,"  Wcybridge. 


RADIATORS  AND  RADIATOR  REPAIRS— 

Serck  Radiators,  Ltd.,  Warwick  Road,  Greet, 
Birmingham. 

Victoria  53s  (3  lines);  "Nerlcak,"  Birmingham. 


SHEET  METAL  WORK  STAMPINGS  AND 
PRESSINGS 

Rubery,  Owen  &  Co.,  Darlaston. 

!  >arlaston  87  ;  "  Roofs, "  Darlaston. 


SPARKING  PLUGS- 

Robinhood  Engineering  Works,  Ltd.,  The,  Putney 
Vale,  S.W.  15.  Putney  2132,  2133. 

Kaalgee,"  Phone,  London. 


SPRAYING  PLANT 

Aerograph  Co.,  Ltd.,  43,  Holborn  Viaduct, 
E.C.  t. 

Holborn  2041 ;  “  Aerography,''  London. 
Midland  Fan  Co.,  Ltd.,  46, Aston  Rd., Birmingham. 

Central  3463;  “  Blast,"  Birmingham. 


STABILIZERS 

Auto  Controls,  Ltd.,  jo.  Regent  Street,  Piccadilly 
Circus,  London,  S.W.  1.  Regent  3649. 


TAPES  AND  WEBBING— 

MacLennan,  John,&Co..  115,  Newgate  at.,  E.C.  t. 

;City  3115  ;  “  Vanduara,"  Cent.  London. 

TESTING— 

Tait-Cox  &  James,  c  o  S.  HeckstallStnith,F.R. Ae.S., 
4,  Golden  Square,  W.  Orrrard  3489. 

TIMBER— 

Owen,  Joseph,  &  Son,  Boro'  High  Street,  S.E. 

Hop  3811 ;  11  Bucheron,"  London. 

TUBES,  ALUMINIUM 

British  Aluminium  Co.,  Ltd.,  The,  129,  Queen 
Victoria  St.,  London. 

City  2676 ;  "  Cryolite,"  Cent.  London. 


TYRES  AND  W  HEELS - 

Palmer  Tyre,  Ltd.,  Shaftesbury  Avenue,  W.C.  z. 
Gerrard  1214;  “  Tyricord,”  Wejtcent,  London. 


VARNISHES  AND  COLOURS- 

The  British  Emaillite  Co.,  Ltd.,  Lrentfield  Road, 
Stonebridge  Park,  N.  W.  10. 

Willesden  2346  and  2347  ; 
"  Ridleypren,"  London. 
Naylor  Bros.,  Ltd.,  Slough,  Bucks. 

Slough  228;  "  Naylor," Slough. 


WELDINGS,  REPAIRS— 

Barimar,  Ltd..  10,  Poland  St.,  London,  W.  t. 

Oerrard  8173;  11  Bariquamai-,"  Reg,  London . 


WIND  SHIELDS 

Auster,  Limited,  133.  Long  Acre,  W.C.  * 


WIRES  AND  CABLES  (Aeroplane* )- 

Bullivants,  Ltd.,  7Z,  Mark  Lane,  E.C.  3. 

Works;  MilUvatl,  E.  14. 
Clifford  &  Sons,  Ltd.,  Birmingham. 


AVIATION  INSURANCE 

Go  to  the  most  experienced  Aviation  brokers : 

Bray,  Gibb  &  Co.,  Ltd.,  166,  Piccadilly, W.  1 . 

NOTE . — Personal  Accident  Policies  for  the  Royal  Air  Force  at  Special  Rates , 

Quotations  now  available  for  insurance  of  machines  hired  from  the  Air  Ministry  for  any  purpose. 

- ; - - -  .  .  -  --  — ■  _ 
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Telegram*  1 

"Aviation.  Bristol. 


THE  BRISTOL  AEROPLANE  CO.,  LTD. 
FILTON  —  BRISTOL. 


Telephone  9 

3906  Bristol. 


T o  Secure  Economy 

in  commercial  flying  means,  in  the  first  place, 
that  the  designer  must  make  a  special  study 
of  the  many  points  which  ensure  economy 
|  in  service.  Have  you  considered  how  these 

features  have  been  studied  in  the 


Ten-Seater  Commercial  Biplane. 


By  the  use  of  the  lightest  proved 
aero  engine  of  its  power  in  the 
world,  the  400  h.p.  “  Bristol  ” 
Jupiter  Air-cooled  engine,  the 
machine  is  able  to  transport 
700  lb.  of  cargo  in  addition  to 
pilot,  nine  passengers,  and  fuel 
for  400  miles.  Amongst  other 
features  may  be  mentioned  the 
complete  unit  mounting  for  the 
engine.  By  means  of  the  swivel¬ 


ling  mounting,  immediate  access 
is  provided  for  swinging  back 
the  whole  of  the  engine  for 
adjustment  of  the  magnetos, 
etc.  With  this  mounting  the 
engine  can  be  dismantled,  com¬ 
plete  with  its  cone  mounting, 
cowling  and  exhaust  pipes,  in 
one- quarter  the  time  required 
to  dismount  the  ordinary  air 
line  Vee-type  engine. 
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RIGGING 

The  Erection  and  Trueing-up  of  Aeroplanes. 

.  By  F.  W.  HALLIWELL,  A.M.I.A.E. 

Flight  Office, 

36,  Gt.  Queen  St.,  Kingsway,  W.C.  2. 


Post  Free 
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(It  is  a  fund  of 

A 

information.) 


NUMBER  ELEVEN  ALLOY- IN  LARGEST  USE  FOR  AERO  ENGINES. 

THE  WORLD'S  .BEST.  THE  TOUQHEST  MADE. 


DIE-CAST  BEARINGS. 


HOYT 

ANTI-FRICTION  (WHITE) 

bearing  ■HBHHRHHHBHH 

Specimen  twbtad  and  hemmered  cold,  ihowing  toughne*t.  AUolutely  the  highent  quality  white  metal  made. 

METALS  Please  write  for  interesting  free  leaflets  on  White  Metalline  and  Lubrication.  Expert  advice  free. 

_ THE  HOYT  METAL  CO.,  LTD.,  Deodar  RotTd,  Putney,  LONDON,  S.W.  15  For  Repetition  only. 


C  E  LLO  N  (  rich  mono)  LT.° 
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H.M.  GOVERNMENT 

22,  CORK  STREET 
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Ttltpkone GERHARD  440  (2  Ifnaa) 
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AIRCRAFT  DISPOSAL  COMPANY,  LIMITED 
I^Reeent  Bouse,  Kingsway,  London,  W.C.2./" 


THE  WORLD’S  AIRCRAFT 

BRITISH  AIRCRAFT 

supplied  by 

THE  AIRCRAFT  DISPOSAL  Co.,  Ltd 


Opociftoitlont  ina  CtUmalM  for  oil  ijrprt  o*  Bettlo*  Aircraft.  Mirn 
Orodo  Aato  Enpinn,  l#«r«  Porto,  lnt(rwm«n|»  and  AccmiotIaa  for  iMM  EDI ■ 
OlUVfRV  m  application. 


LIMITED 


Sea-going  Amphibian  ''Seal"  ML,  II  Deck  Landing  Fleet  Spotter 
The  latest  Development  in  Naval  Aircraft  (Napier  Lion  Engine). 


THE 


SUPERMARINE 


Aviation  Works  Ltd. 


Southampton,  Eng. 


DESIGNERS  and  CONSTRUCTORS  of  NAVAL  AIRCRAFT 

Contractor*  to  H-M.  Admiralty,  H.M.  Air  Ministry,  The  Royal  Norwegian  Navy, 

The  Imperial  Japaneac  Navy.  The  Royal  Swedish  Navy,  The  Portuguese  Navy, 

The'  Bermuda  and  West  Atlantic  Aviation  Co.,  Ltd,  and  other  Marine. 


Vi  ncoi  ruwmiv  fT  » 

Passenger  and  Commercial  Aircraft  Companies. 


TELEPHONE:  -  -  - 

CARLES  and  TELEGRAMS : 


ESTAB. 


.  WOOLSTON  37  (2  LINES). 
"SUPERMARIN."  SOUTHAMPTON. 

Cable  Codes  i 

Western  Union,  Universal  and 
5  Letter  Edition  and  A.B.C.  (5th  Edition) 
and  Marconi  International. 


1912. 


FLYING 

BOATS 


AND  SEA-GOING 

AMPHIBIANS 


Sea-going  Amphibian  "  Seal”  Mk.  1 1  Deck  Landing 
Fleet  Spotter  (Napier  Lion  Engine) 
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DIARY  OF  FORTHCOMING  EVENTS 

Club  Secretaries  and  others  desirous  of  announcing  the  dates 
of  important  fixtures  are  invited  to  send  particulars  for 
inclusion  in  the  following  list : 

1922. 

Mar.  26- 

April  2  Nice  Meeting 

Mar.  30  ....  Lecture,  “  The  Design  ol  a  Commercial  Aero¬ 
plane,”  by  Capt.  de  Havilland,  belore 
R.Ae.S. 

Mar.  81  ....  Lecture,  “  Aircraft  Design  ”  by  H.  P.  Foil  and, 
belore  I.Ae.E. 

April  7  ....  Lecture,  ”  Some  Ontstanding  Problems  in 
Aeronautics,”  by  Professor  L.  Bairstow, 
before  Students’  Section,  R.Ae.S. 

April  17  ....  R.Ac.C.  Race  Meeting,  at  Waddon 
April  17-19  Seaplane  Contest.  Marseilles 
June  1  ....  Entries  close  lor  Schneider  Cup  Race 

June  5  R.Ae.C.  Easter  Race  Meeting,  at  Waddon 
June  23-25  International  Competition  for  Touring  Aero¬ 
planes,  Brussels 

July  6-20  French  Gliding  Competition 
Aug.  6  ....  Gordon-Bcnnett  Balloon  Race,  Geneva 
Aug.  7  ....  R.Ae.C.  Race  Meeting,  at  Waddon 
Aug.  (last 

fortnight)  Schneider  Cup  Seaplane  Race,  at  Naples 

Sept .  Tyrrhenian  Cup,  Italy 

Sept.  ....  Italian  Grand  Frix 

Sept,  or  Oct.  R.Ae.C.  Race  Meeting,  at  Waddon 

Sept,  22  ...  Coupe  Deutsche  (800  kil.) 


INDEX  FOR  VOL.  XIII. 

The  Index  for  Vol.  XIII  of  FLIGHT  (January 
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EDITORIAL  COMMEHT 

-4  jHE  series  of  articles  in  The  Times  by 
Brig. -Gen,  Groves,  under  the  title 
"  Our  Future  in  (he  Air/'  which 
should  be  read  by  all  who  have  the 
welfare  of  the  Empire  at  heart,  have 
aroused  an  interest  so  widespread  as 
to  rivet  the  attention  not  only  of  all 
sections  of  the  community  at  home, 
but,  without  doubt,  also  the  majority  of  European 
nations.  For  sheer  logic  of  argument  and  lucidity 
of  exposition  the  articles  have  never 
Future  been  surpassed  in  any  debate  on  ques- 
in  the  Air  fi°ns  of  air  policy,  and  had  it  been  at 
all  possible  to  do  so  we  should  have 
liked  to  publish  them  in  full.  That,  however,  is 
entirely  out  of  the  question,  and  we  must  perforce 
confine  ourselves  by  referring  to  Gen.  Groves'  main 
points. 

Broadly  speaking,  the  argument  advanced  by 
Gen.  Groves  is  that  there  is  one  way,  and  one  way 
only,  in  which  the  Empire  can  safeguard  itself  against 
attack  from  the  air  :  by  the  establishment  and 
maintenance  of  an  offensive-defensive  long-distance 
“  striking  force  ”  which  shall  be  capable  of  attacking 
the  centres  of  any  potential  invader  and  paralyse 
him  before  he  has  had  time  to  get  ready  to  attack  us. 
This  "  striking  force,"  it  is  contended,  must  consist 
of  bombers  drawn  from  a  subsidised,  organised  and 
well-developed  Civil  Aviation,  protected  by  the 
fighting  machines  of  the  R.A.F. 

Gen.  Groves  calls  attention  to  the  way  in  which 
Germany,  handicapped  as  she  has  been  since  the 
War,  is  building  up,  or  preparing  to  build  up,  air 
power  under  the  guise  of  Civil  Aviation,  and  points 
out  that  France  has  good  cause  for  anxiety,  and  is 
well  justified  in  developing  by  all  means  her  air 
power.  lie  proves  that  aerial  preparedness  on  any 
other  basis  than  that  of  a  "  striking  force,"  the  main 
body  of  which  is  fed  by  Civil  Aviation,  is  quite 
impracticable,  and  would  involve  the  expenditure  of 
absurd  sums  of  money  and  the  maintenance  of  huge 
personnel. 
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In  connection  with  the  possibility  of  c.onv citing 
commercial  aeroplanes  into  bombers,  Gen.  Groves 
calls  attention  to  the  paradoxical  attitude  of  our 
Government,  which,  while  agreeing  with  our  Allies 
that  German  Civil  Aviation  may  constitute  a  danger, 
owing  to  the  possibility  of  converting  machines  for 
military  purposes,  yet  refuses  to  admit  that  British 
Civil  Aviation  is,  or  would  be  if  it  existed,  of  any 
military  value  in  the  event  of  a  war.  This  in  spite 
of  recommendations  made  by  the  Civil  Aerial  Trans¬ 
port  Committee  and  other  representative  bodies. 
Instead  of  fostering  Civil  Aviation,  the  Government, 
as  represented  by  the  Air  Ministry,  has  pursued  an 
archaic  militarist  policy  which  has  viitually  mined 
the  aircraft  industry. 

The  arguments  advanced  by  Gen.  Groves,  in 
the  main  the  same  as  have  been  put  forward  in 
Flight  for  the  past  three  or  font  years,  maintain 
that  Civil  Aviation  is  not  a  form  of  locomotion  which 
must  stand  or  fall  by  its  commercial  success,  but  is 
rather  to  be  looked  upon  as  a  form  of  national 
insurance.  It  is  no  manner  of  use  saying  that  we 
cannot  afford  Civil  Aviation.  Looked  upon  from  out 
point  of  view,  and  that  of  Gen.  Groves,  we  simply 
cannot  afford,  if  only  from  the  mere  self-preservation 
point  of  view,  not  to  develop  it.  The  maintenance  of 
an  Air  Force  of  sufficient  proportions  adequately  to 
meet  the  requirements  of  the  units  co-operating  with 
the  Army  and  Navy,  for  home  defence,  for  policing 
in  the  East,  etc.,  would  at  present,  toi  reasons  of 
economy,  be  out  of  the  question.  By  making  a 
better  and  fuller  use  of  Civil  Aviation  this  expense 
could  be  great lv  reduced,  while  at  the  same  time 
giving  all  the  advantages  of  the  most  rapid  means 
of  communication.  The  result  of  this  failing  on  the 
part  of  the  Government  to  recognise  the  potential 
value  of  Cnil  Aviation  has  been  that  the  Navy  will 
find  itself  in  a  serious  position  owing  to  lack  of 
squadrons  for  naval  duties,  while  in  the  case  of  the 
Army  the  position  is  very  nearly  as  bad. 

■e*  <*» 

Having  outlined  the  present  unsatis- 
Remedv  factory  position,  Gen.  Groves  proceeds 
to  summarise  what,  in  his  opinion,  is 
the  course  we  must  adopt  in  order  to  secure  an 
adequate  defence  against  invasion  by  air.  1  he  aims 
of  British  air  policy,  Gen.  Groves  states,  should  be  : 

1.  First  and  foremost,  to  build  up  as  rapidly  as  possible 
and  in  the  most  economical  manner  a  Striking  Air  Force 
for  home  defence.  If  this  is  not  done  the  heart  of  the  Empire, 
England  itself,  will  be  open  to  sudden  direct  attack  from 

the  air.  •  ■  ^  ^  .  ..  . 

2.  To  provide  the  Navy  and  Army  with  the  specialised 

air  forces  essential  to  their  efficiency. 

2  To  create  a  Royal  Air  Force  organisation  to  cairy  out 
duties  at  present  performed  by  the  two  other  Services  where 
such  duties  can  be  effectively  and  more  economically  so 

performed.  ,  ,  .  , 

4.  Last,  but  not  least,  to  maintain  and  develop  the  air¬ 
craft  industry.  This  will  be  secured  automatically  if  the 
above  specified  aims  are  achieved. 

The  only  possible  method  for  us  to  create  and 
maintain  a  defensive  air  fleet  is  by  making  use  0 1 
Civil  Aviation,  by  subsidies  if  necessary,  and  to 
organise  and  develop  it  in  such  a.  manner  that  the 

0  0 

China’s  Air  Service  Wilting 

Chinese  "  finance  ”  was  ever  a  thing  to  be  marvelled 
at,  and  one  of  the  latest  enterprises  to  suffer  at  its  hands 
appears  to  be  the  Air  Service  which  was  inaugurated  last 
year  under  such  favourable  auspices  with  the  assistance  of 
Messrs.  Vickers,  Ltd,  It  seems  that  the  cash  provided, 


bulk  of  the  personnel  and  malirid  shall  be  instantly 
available  in  the.  case  of  a  war.  Gen.  Groves  suggests 
that,  in  addition  to  the  escorting  fighting  machines, 
which  are  specialised  aircraft  to  be  developed  by  the 
R.A.F.,  the  squadrons  of  converted  civil  bombers 
should  be  led  by  ''  Service  Bombers  ”  acting  as 
formation  leaders. 

As  regards  the  question  of  administration,  Gen. 
Groves  emphasises  that  unless  there  is  the  closest 
co-operation  between  the  Service  and  Civil  depart¬ 
ments  of  the  Air  Ministry  the  policy  outlined  obviously 
cannot  be  realised.  At  the  present  moment  it  is  no 
secret  that  this  co-operation  does  not  exist.  We 
therefore  cordially  endorse  the  suggestion  that  it 
would  he  well  to  have  C  ivil  Aviation  more  strongly 
represented  on  the  Air  Council,  and  this  might  be 
done  by  placing  it,  as  Gen.  Groves  says,  "  under  the 
wing  of  the  Under-Secretary  of  State  for  Air."  There 
would  then  be  two  members  of  the  Air  Council 
responsible  for  Civil  Aviation,  one  politically  and  the 
other  administratively. 

No  less  important  is  the  question  of  Air  Force 
units  required  for  tactical  co-operation  with  the  Army 
and  Navy,  and  we  entirely  commend  the  suggestion 
of  Gen.  Groves  that,  failing  a  Ministry  of  Defence, 
it  might  be  advisable  to  add  to  the  Air  Council,  as 
ex  officio  members,  a  representative  from  the  Ad¬ 
miralty  and  one  from  the  War  Office.  We  are  quite 
certain  that  both  Navy  and  Army  fully  realise  ihe 
vital  importance  of  the  air  to  their  Services,  and  the 
inclusion  of  representatives  on  the  Air  Council  should 
go  a  long  way  towards  establishing  better  relations. 
The  proposed  reductions  in  the  squadrons  allotted 
for  co-operation  with  the  Navy  and  Army  cannot  but 
be  felt  to  a  very  great  extent  by  these  Services,  and 
the  gain  which  it  is  expected  to  realise  thereby— 
three  squadrons  for  home  defence — is  extremely 
small.  As  a  matter  of  fact,  regarded  as  anything 
beyond  a  mere  nucleus,  three  squadrons  for  home 
defence  are  totally  inadequate. 

In  conclusion,  Gen.  Groves  claims  as  an  essential 
that,  in  view  of  the  fact  that  our  first  line  of  defence 
is  now  the  R  A  F.,  the  post  of  Air  Minister  should  he 
held  by  a  statesman  of  Cabinet  rank.  We  hardly 
think  anyone  will  seriously  quarrel  with  that  conten¬ 
tion,  as  it  follows  as  a  logical  corollary  of  the  para¬ 
mount  importance  which  the  air  is  assuming,  indeed 
already  lias  assumed. 

As  we  have  already  stated,  the  views  expressed  by 
Gen.  Groves  have,  for  the  greater  part,  been  voiced 
in  these  columns  time  after  time,  and  it  is  therefore 
with  the  deepest  satisfaction  that  we  welcome  his 
extremely  valuable  contribution  to  the  discussion  of 
our  air  policy.  He  has  made  many  very  frank 
statements,  but  he  has  not,  we  think,  put  forward 
a  single  one  which  cannot  be  justified  or  has  already 
been  substantiated.  His  reasoning  is  so  logical  that 
his  arguments  are  incontrovertible,  and  it  is  sincerely 
to  be  hoped  that  his  timely  warning  will  be  taken  to 
heart  before  it  is  too  late.  To  quote  his  own  words, 
,f  Let  the  leaders  of  light  and  learning  in  this  sphere 
not  forget  that,  in  accordance  with  the  teaching  of 
history,  those  who  cease  to  learn  tail  to  lead.” 

0  0 

which  should  have  gone  to  run  the  service  to  a  commercial 
success,  has  filtered  away  through  the  Government  inaptitude 
until  nothing  remains  for  wages,  coupon  interest,  or  anything 
else  without  some  financial  miracle  happens.  From  latest 
reports  it  looks  as  if  the  whole  scheme  may  easily  become 
another  monument  to  Chinese  methods  of  how  not  to  do  it 
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THE  D.H.  TYPE  34  COMMERCIAL  BIPLANE 

First  Machines  Ready 


In  our  issue  of  January  5,  1922,  we  published  general 
arrangement  drawings  and  a  brief  preliminary  description 
of  the  D.II. 34  biplane,  Napier  "  Lion  ”  engine,  then  in 
course  of  construction  at  the  Stag  Lane  Works,  Edgware,  of 
the  de  Havilland  Aircraft  Co.,  and  promised  to  give  further 
particulars  and  illustrations  when  the  machines  were  com¬ 
pleted.  This  week  we  are  able  to  fulfd  our  promise,  and 
some  of  the  more  interesting  and  novel  details  of  the  34  are 
illustrated  in  the  accompanying  sketches  For  the  use  of 
flic  photographs  we  are  indebted  to  the  Daimler  Airway, 
for  whom  the  first  of  the  machines  to  be  finished  are  intended. 
Quite  a  number  of  34  '5  are  coming  through  the  works,  and 


introducing  such  improvements  in  construction  and  fitting-out 
as  have  been  shown  in  practice  to  be  desirable,  or  which  have 
been^asked  for  by  the  operational  firms  who  arc  to  use  the 
machines.  There  is  every  appearance  in  these  machines  of 
the  closest  co-operation  between  constructor  and  user,  and 
the  result  cannot  fail  to  be  a  considerable  improvement. 
In  the  past  the  constructor  has  been  handicapped  by  not 
knowing  exactly  what  the  user  wants,  while  the  user,  on 
the  other  hand,  has  found  fault  with  certain  features  of 
machines,  which  were  due  to  the  lack  of  realisation  of  his 
requirements  on  the  part  of  the  constructor.  It  is  quite 
evident  that  only  by  close  co-operation  can  we  hope  to  attain 


THE  D.H.  34  :  Front  view.  Note  petrol  tanks  under  top  plane. 


on  our  visit  last  week  we  inspected  several  in  the  new  build¬ 
ings  recently  erected  at  Stag  Lane.  Some  of  these  machines 
are  painted  all  over  in  "  pillar-box  ”  red.  this  being  the 
colour  chosen  by  Daintier  Airway  for  their  machines. 
Others  are  painted  the  particular  blue  which  one  associates 
with  the  lnstone  Air  Line,  and  it  was  Lamed  that  these  wore, 
as  a  matter  of  fact,  being  built  for  that  lirm.  With  such 
up-to-date  flying  stock,  the  air  lines  should  do  good  business 
during  the  coming  season,  and  already  there  are  indications 
of  considerable  competition,  which,  We  are  always  being 
told,  is  good  for  trade. 

Ihc  D.H. 34  resembles,  as  regards  outward  appearances, 
the  famous  "  i8’s,"  which  have  done  such  good  work  on 
the  London- Paris  services  for  a  couple  of  years  now,  and  we 
understand  that,  as  a  matter  of  fact,  it  has  been  the  aim  of 
the  designers  to  retain  the  aerodynamical  features  of  the 
18,  which  were  found  excellent,  while  at  the  same  time 


success,  and,  as  already  stated,  the  D.H. 34  bears  traces  of 
such  co-operation.  This  is  highly  gratifying,  and  is  decidedly 
a  step  in  the  right  direction. 

White  thus  retaining  the  good  aerodynamical  features  of 
the  x 8,  the  D.IT. 34  is,  in  reality,  quite  different  as  regards 
its  construction  and  also,  to  a  certain  extent,  in  the  manner 
in  which  component  weights  are  disposed.  The  most 
notable  departure  in  this  respect  is  the  placing  of  the  pilot 
in  front  of  the  wings,  instead  of  far  aft  in  the  fuselage, 
behind  the  cabin,  as  he  was  in  the  18.  There  are,  we  believe, 
several  reasons  for  this  innovation  To  begin  with,  the 
cabin  is  considerably  larger  than  that  of  the  18.  and  even  if 
shifted  forward  it  would  have  brought  the  pilot  very  far 
back.  Also,  the  forward  position  of  the  pilot  will  probably 
result  in  a  better  view,  although  this  is,  perhaps,  open  to 
discussion.  In  the  34  the  pilot  has  an  excellent  view  on 
one  side,  but  the  engine  certainly  appears  to  restrict  the 


THE  D.H.  34  : 


Three-quarter  front  view. 
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THE  D.H.  34  :  View  inside  cabin,  looking  aft. 

view  forward,  and  to  the  other  side.  However,  most 
pilots  would  probably  prefer  the  forward  placing  of  the 
seat,  although  after  being  used  to  the  18’s,  the  change  must 
appear  somewhat  bewildering  at  first.  One  advantage  of 
the  present  arrangement  is  that  the  cabin  is  well  separated 
from  the  engine,  not  only  by  two  bulkheads  but  also  by  the 
space  occupied  by  the  pilot's  cockpit.  As  very  long  exhaust 
pipes  are  fitted,  there  should  be  comparatively  little  noise 
in  the  cabin,  and  we  understand  that,  as  a  matter  of  fact, 
it  is  quite  easy  to  converse  during  the  journey. 

As  regards  construction,  the  34  differs  from  the  18  mainly 
in  the  manner  of  building  up  the  fuselage,  the  w  hole  of  which 
in  the  34  is  built  up  of  triangulated  struts,  the  framework 


being  covered  throughout  with  three-ply  wood.  This  form 
of  construction  has  been  found  in  practice  to  stand  up  well 
to  wear  and  tear,  and  to  require  little  or  no  attention  beyond 
the  usual  cleaning  of  the  cabin.  With  a  wire  braced 
structure  there  is  always  the  possibility  of  wires  stretching 
and  necessitating  trueing-up.  In  the  construction  ol  the 
wings  there  is  less  change,  the  general  design  of  spars,  ribs, 
and  fittings  being  similar  to  that  of  the  18  wings,  although  the 
dimensions  are-  somewhat  different,  the  wing  section  not 
being  the  same  as  that  of  the  18. 

The  undercarriage  is  similar  to  that  of  the  18,  or  rather  to 
its  later  version  as  exemplified  in  the  29  monoplane.  It 
consists  of  two  simple  Vees,  of  which  the  front  legs  are  . 
rigid  while  the  rear  are  telescopic  and  provided  with  rubber 
shock  absorbers  and  oleo  damping  gear.  A  feature  of  this 
undercarriage  is  its  great  resiliency,  and  its  height  winch 
brings  the  machine  down  at.  a  large  angle  of  incedence  when 
the  tail  skid  is  on  the  ground,  thus  enabling  it  (the  machine, 
not  the  ground)  to  be  pulled  up  very  quickly  on  landing. 
While  on  the  subject  of  undercarriages,  it  might  be  mentioned 
lhat  the  very  substantial  tail  skid,  the  details  of  which  are 
shown  in  some  of  our  sketches,  is  provided  with  an  easily 
renewable  cast-iron  shoe,  so  that  replacements  can  be  easily 
and  quickly  carried  out.  At  the  same  time,  a  cast-iron  shoe 
is  cheap  to  manufacture,  and  its  frequent  renewal  is  not  a 
large  item  in  the  expense  sheet, 

As  in  the  18,  and  29  monoplane,  the  Napier  ‘  Lion 
engine  is  mounted  as  a  separate  unit,  attached  to  the  main 
fuselage  structure  by  four  bolts,  and  separated  from  the 
pilot’s  cockpit  by  a  fireproof  bulkhead.  The  underslung 
radiator  is  cowled-in,  but  swivelling  slats  in  the  front  of 
the  cowling  allow  of  varyiug  the  amount  of  air  admitted, 
the  air  escaping  through  an  opening  under  the  bottom  of 
the  fuselage.  One  advantage  of  this  placing  of  the  radiator, 
quite  apart  from  any  question  of  cooling,  is  that  it  can  be 
removed  without  interfering  with  the  propeller,  whereas 
a  nose  radiator  usually  necessitates  taking  the  propeller  off 
in  order  to  remove  the  radiator. 

The  general  appearance  of  the  D.H. 34  is  well  showm  m 
the  accompanying  photographs.  One  of  these  shows  the 
cabin,  which  has  seating  accommodation  for  nine  passengers. 
The  seats  are  of  the  w'icker-work  type,  having  their  legs 
resting  in  sockets  in  the  floor,  and  being  secured  by  leather 
straps,  which  prevent  the  legs  from  coming  out  of  the 
sockets.  At  the  same  time,  all  the  chairs  can  be  easily 
removed,  should  it  be  desired  to  use  the  machine  for  goods 
or  other  cargo.  As  a  result  of  practical  experience,  it  has 
been  found  that  it  is  often  desirable  to  be  able  to  transport 
a  spare  engine  from  Paris  to  London,  or  vice  versa,  and 
consequently  provision  has  been  made  for  allowing  this  to 
be  done.  The  cabin  door,  which  is  on  the  starboard  side, 
is  of  a  peculiar  shape,  and  just  allows  of  passing  a  Napier 
“  Lion  "  through.  Owing  to  the  insufficient  width  of  the 
cabin  it  is  not,  however,  possible  to  turn  the  engine  unless 
the  two  rear  cylinders  are  removed  first.  In  order  to  avoid 
the  necessity  for  doing  this,  a  circular  opening  has  been  cut 
in  the  port  side  of  the  cabin  wall,  through  which  the  propeller 


The  D.H. 34  :  Sketch 
showing  door  of 
cabin,  and  folding 
ladder  by  means 
of  which  passengers 
enter.  Inset  shows 
the  small  spring 
clip  which  locks 
ladder  in  position 
when  folded. 
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The  D.H.  34  :  Some  details  of  the  very  substantial  tail  skid. 
This  is  of  the  steerable  type,  and  consequently  the  point  of 
attachment  of  the  rubber  shock  absorbers  swivels  with  the 
skid.  The  shoe  is  of  cast  iron,  and  is  easily  renewable. 


to  get  the  cabin  as  light  as  possible, 
additional  fabric-covered,  roof  lights  are 
provided.  Some  of  these  also  serve  as 
emergency  exits.  For  night  flying  the 
machine  is  thoroughly  equipped,  not  only 
as  regards  lighting  the  cabin  itself,  but  also 
with  the  necessary  navigation  lights,  Holt 
flares  under  the  wings,  etc.  The  power  for 
the  lighting  is  obtained  from  a  dynamo 
driven  by  the  engine,  a  special  gear-box 
having  been  provided,  with  a  short  shaft 
running  through  the  engine  bulkhead  to  the 


The  D.H.34  :  Some  details  at 
the  root  of  the  lower  plane. 


boss  and  a  small  portion  of  the  forward  part  of  the  crank¬ 
case  can  pa?.$,  thus  allowing  of  swinging  the  engine  round. 

The  cabin  itself  is  very  roomy,  there  being  about  7  ft., 
head  room  iii  the  centre.  Provision  has  been  made  for 
heating  and  ventilation.  The  former  is  effected  by  hot 
air  from  a  muff  around  the  exhaust  pipe  on  the  starboard 
idc,  led  to  perforated  boards  under  the  floor,  via  a  diffuser 
tiox  having  a  movable  flap  by  means  of  which  the  amount  of 
air  can  be  regulated  by  the  passengers  themselves.  Cold  atr 
is  passed  to  this  box  from  a  trumpet  projecting  through 
the  roof  of  the  cabin  just  aft  of  the  pilot’s  cockpit, 
and  the  regulator  is  so  connected  up  that  at  the  same 
time,  as  the  hot  air  is  admitted  the  cold  air  is  cut  off,  or 
•ice  vrrsa.  I11  this  manner  it  is  hoped  that  an  agreeable 
temperature  may  always  be  maintained  without  giving  a 
draught  The  foul  air  is  sucked  out  of  the  cabin  by  louvres 
in  the  roof. 

In  addition  to  the  question  of  ventilation  and  heating, 
the  problem  of  lighting  has  also  received  attention.  The 
windows  in  the  side  give  a  fair  amount  of  light,  but  in  order 


dynamo  placed  on  a  shelf  to  the  right  of  the  pilot.  The 
current  for  the  wireless  outfit  is  obtained  from  a  wind-mill 
driven  generator,  mounted  on  a  shelf  on  the  port  side  of  the 
machine. 

As  regards  instruments,  etc.,  the  34  is  very  well  equipped, 
and  in  fact  it  probably  carries  a  more  complete  set  than  any 
machine  at  present  in  use.  The  pilot  has  a  good  deal  to 
look  after,  and  there  is  little  fear  of  him  getting  bored  on  a 
trip,  what  with  flying  the  machine,  keeping  his  course, 
watching  a  number  of  dials,  etc.  In  his  cock-pit  there  is 
a  seat  for  an  engineer,  navigator,  or  any  passenger  who 
prefers  to  travel  "  outside.1'  Probably  for  the  London-Paris 
service  it  wall  not  be  necessary  to  carty  a  navigator,  and 
presumably  the  spare  seat  in  this  cockpit  voll  usually  be 
occupied  by  a  passenger. 

A  great  deal  of  attention  has  been  given  to  such  items  as 
aflect  the  running  of  the  machine  in  actual  service.  For 
instance,  the  doors  in  the  engine  housing  have  been  so  designed 
that  they  hinge  so  as  to  project  horizontally,  being  supported 
when  in  this  position  by  cables.  They  thus  form  platforms 


The  D.H.34  :  Sketch 
showing  details  of 
the  trolley  used  for 
supporting  the  tail 
when  wheeling  the 
machine  about  on 
the  ground.  The 
ball  on  the  stern 
post  rests  in  the 
socket  on  the  trolley, 
where  it  is  locked  in 
position. 
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The  D.H.34  :  The 
sketch  on  the  left 
shows  the  folding 
platform  and  engine 
starting  handle,  and 
also  the  ladder  lead¬ 
ing  up  to  the  pilot’s 
cockpit.  On  the 
right  is  the  muff 
around  the  exhaust 
pipe  from  which  the 
cabin  is  heated. 
Note  the  swivelling 
bracket,  which 
allows  the  exhaust 
pipe  to  expand. 


The  D.H.  34  :  Some  details  of  the  ailerons  control 
system.  In  the  top  left-hand  corner  may  be  seen  the 
small  crank  arm,  working  on  ball  bearings,  which  is 
operated  from  the  control  stick  via  rods  and  chain. 

The  aileron  strut  is  adjustable  for  length. 

on  which  mechanics  can  stand  while  making  adjustments 
to  the  engine.  The  value  of  this  in  tho  case  of  a  forced 
landing  will  be  apparent.  Normally,  without  these  platforms, 
it  would  he  a  matter  of  the  greatest  difficulty  for  the  pilot, 
or  engineer  to  reach,  for  example,  the  sparking  plugs, 
assuming  that,  the  machine  had  been  forced  down  by  sootecl 
plugs.  With  the  platforms  it  is  an  easy  matter  to  get  at 
any  part  of  the  engine,  even  when  no  steps  or  other  appliances 
external  to  the  machine  are  available. 

1'he  Napier  "  laon  "  is  started  by  means  of  a  starting  handle 
on  the  port  side,  and  a  platform,  which  folds  flat  against  the 
side  of  the  fuselage  when  not  in  use,  is  provided  for  the 
engineer  to  stand  on.  Thus  the  antiquated  method  of 
swinging  the  propeller  is  to  be  done  away  with  entirely.  It 
is  features  such  as  these,  which  may  seem  but  small  items 
in  themselves,  which  make  for  smooth  working,  and  we  think 
that  this  is  really  the  first  time  we  have  seen  such  subjects 


seriously  considered.  In  the  past  there  lias  been  too  much 
tendency  to  let  the  mechanics  scramble  about  on  machines 
as  best  they  might,  providing,  in  the  best  of  cases,  a  step 
011  a  strut  or  a  foot  plate  on  a  wing.  We  therefore,  welcome 
these  improvements  as  a  sign  of  that  co-operation  between 
constructor  and  user  to  which  we  have  already  referred. 

The:  petrol  system  comprises  two  tanks,  mounted  some 
distance  out.  under  the  top  plane.  Their  height  is  not  suffi¬ 
cient  to  give  direct  gravity  feed,  tint,  a  low-pressure  pump, 
delivering  petrol  through  Blaisdell  "  Pctro-Flex  '  should  not 
be  a  source  of  any  trouble,  even  if  one  might  have  preferred 
to  see  direct  gravity  feed  incorporated  On  the  front  of 
each  petrol  tank  is  a  level  gauge,  which  can  be  easily  read 
from  the  pilot's  seat  • 

The  controls  are  of  the  usual  type,  except  that  several 
features  from  the  lf.H,  monoplane  have  been  incorporated. 
Thus  .all  controls  and  control  surfaces  work  in*ba)J  bearings, 
and  the  use  of  cables  is  reduced  to  a  minimum.  Wherever 
cables  have  to  be  guided,  a  short  length  of  metal  rod  is 
incorporated,  passing  through  a  guide  of  large  area,  so  that 
there  should  be  no  question  of  cables  wearing  opt.  The 
system  of  differential  movement  of  etiitwu.ss  first  tested  in 
the  monoplane,  has  been  incorporated  in  the  34.  Short 
crank  arms,  working  in  ball  bearings,  arc  housed  in  the  top 
plane  under  the  front  spars.  From  these,  tubes  ran  to  the 
upper  alley  on  kingposts,  while  struts  connect  upper  and  lower 
ailerons.  In  the  aileron  control  system  there  should  be  no 
q  ucs lion  of  cable  stretch  and  but  little  adjustment  be  required, 
although  provision  has  been  made  for  adjustment  of  the 
length  of  the  aileron  struts  if  necessary. 

We  are  informed  that  the  first  of  the  34’s  was  tested  011 
Sunday.  March  26,  and  was  found  to  handle  very  well  indeed, 
Mr.  Cobham  being,  wc  believe,  the  pilot*  Following  are 
tho  main  characteristics  of  the  D.H.34  :■ — Length,  39  ft.  ; 
span,  51  ft.  ;  height,  12  ft.  ;  wing  area,  590  ?q.  ft.  ;  weight 
of  machine  empty,  3,365  lbs.  ;  useful  load,  10  passengers  with 
luggage,  or  about  2.000  lbs. ;  total  loaded  weight,  about 
6,300  lbs.  ;  power  loading,  13.8  lbs./h.p.  ;  wing  loading.  10.5 
lbs./sq.  ft.  ’  cruising  speed  about  105  m.p.h  ;  range,  hours 
at  Cruising  speed. 

As  already  mentioned,  the  first  of  the  34's  are  to  be  put 
on  tho  London-Paris  service  by  Daimler  Airway,  while 
others  are  to  be  used  by  the  Instone  Air  Line  on  the  same 
route,  The  machines  should  prove  a  distinct  improvement 
on  the  i.s,  although  that  machine  has  an  excellent  record, 
and  wc  think  that  with  fhe  D.FI.34,  one  more  step  has  been 
made  towards  the  ideal  commercial  aeroplane. 


s  ® 


Policing  Iraq  by  Aircraft 

Sir  Percy  Cox,  High  Commissioner  of  Iraq,  made  his 
first  inspection  by  air  of  part  of  the  country  lying  along  the 
Euphrates  on  March  21,  when  he  visited  Fahad  Beg  I  bn 
Ilaahdhal,  Sheikh  of  Amarat,  at  his  headquarters,  about 
30  miles  N.W.  of  Hit.  He  was  accompanied  by  his  staff 
and  a  Royal  Air  Force  guard  of  honour. 

The  party,  we  learn  officially,  left  Baghdad  in  three  Vickers 
Vernon  machines,  one  of  which  also  carried  stores  lor 
armoured  cam,  with  an  air  escort  of  12  machines. 

1  he  Amarat,  who  are  well  armed  and  number  5,000  rifles, 
range  the  eastern  half  of  the  Hamad  as  far  north  as  Pair  az 
Zaur.  The  tribe  is  regarded  as  friendly  to  the  British, 
lhe  effect  of  the  visit  and  the  demonstration  of  air  power 
by  the  assembled  aircraft,  and  of  machine-gun  fire  by 
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armoured  cars,  which  were  also  present,  is  reported  to  have 
been  very  impressive.  The  flight,  which  covered  about 
300  miles  out  and  home,  partly  following  the  course  of  the 
Jlaghdad-Cairo  air  line,  was  accomplished  successfully  on 
the  day  of  the  inspection,  by  the  75  machines  engaged. 

The  Vickers  "  Vernon  ”  machines  which  were  used  for 
conveying  the  official  party  am  twin-engined  troop-carrying 
aeroplanes  that  have  been  sent  recently  to  Iraq  to  augment 
the  air  units  stationed  there,  and  arc  destined  to  take  an 
important  part  in  the  garrisoning  of  this  vast  territory 
when  it  comes  entirely  under  Royal  Air  Force  control. 

lhc  machine  is  capable  of  carrying  a  load  of  nearly 
tw'O-  tons,  and  can  accommodate  12  persons,  with  full 
military  equipment,  in  addition  to  the  pilots,  water,  and 
food  supplies. 
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THE  .  1,000 


H.P.  NAPIER  AERO 

Some  Additional  Particulars 


ENGINE 


In  Our  issue  of  February  23,  1922,  we  published  a  brief 
description  of  the  t,ooo  h.p.  Napier  aero  engine,  nicknamed 
the  ' '  Cub.”  We  are  now  able  to  give,  a  few  further  particulars, 
although  a  very  detailed  description  is  not  yet  permitted 
by  the  Air  Ministry.  The  "  Cub,”  it  will  be  remembered, 
has  16  cylinders,  arranged  in  four  banks  of  four  each,  somewhat 
in  the  formation  of  a  letter  X.  although  the  angles  between 
the  cylinder  banks  are  not  the  same  at  the  top  as  at  the 
bottom.  The  bore  of  the  cylinders  is  ins.,  and  the  stroke 
l\  ins.  f he  normal  brake  horse-power  of  1,000  h.p.  is 
developed  at  a.  speed  of  r.Soo  r.p.m.  The  total  swept  volume 
of  the  engine  is  3,681  ’6  Cubic  ins,,  and  the  compression  ratio 
is  v  2  to  1 .  A  spur  gearing  reduction  gear  brings  the  speed 
of  the  propeller  down  to  752  r.p.m.,  which  allows  of  a  large 
diameter  efficient  propeller  being  fitted. 

1  he  direction  of  rotation  of  the  engine  is  anti-clockwise, 
viewed  from  the  propeller  end,  and  the  propeller  revolves 
in  the  opposite  direction. 

It  is  now  permissible  to  state  that  the  petrol  consumption 
is  very  good,  tests  having  demonstrated  it  to  be  J  pint  per 
horse-power  per  hour,  At  full  throttle,  therefore,  the  engine 
udt  consume  approximately  63  gallons  or  43a  lbs.  of  petrol 
per  hour.  For  a  three  hours’  journey  a  bagatelle  of  1,300  lbs. 
of  petrol  would  have  to  be  carried.  Since,  however,  a 


machine  in  which  an  engine  of  this  power  would  be  installed 
would  carry  probably  at  least  20  passengers,  and  cover  about 
joo  miles  in  three  hours,  the  figures  for  petrol  arc  not  neatly 
as  terrifying  as  they  may  appear  to  be  at  first  sight.  As  a 
matter  of  fact,  the  consumption  is,  of  course,  very  good,  and 
there  is  reason  to  believe  that  if  the  necessary  number  of 
passengers  could  be  assured,  a  machine  fitted  with  this 
engine  would  be  a  very  good  commercial  proposition.  We 
hope  that  before  long  it  may  be  found  possible  to  instal  a 

Cub  in  a  commercial  machine.  At  present  the  engine 
is  being  put  into  a  military  machine  of  extraordinary  promise, 
and  it  will  lie  interesting  to  see  her  behaviour  in  the  air.  No 
reference  is,  however,  permissible  at  present. 

In  connection  with  the  problem  of  starting  an  engine 
of  this  power,  it  is  of  interest  to  mention  that  the  ”  Cub  ” 
is  provided  with  a  distributor  for  a  gas  starter.  As  the 
choice  of  starters  of  this  type  is  not  a  very  wide  one,  it  may 
fairly  safely  be  guessed 'that  this  will  be  a  '‘Bristol.” 
Already  this  starter  has  been  used  successfully  on  engines 
of  smaller  power,  and  has  demonstrated  that  it  is  thoroughly 
sound  in  principle. 

As  soon  as  it  becomes  permissible  to  do  so  we  hope 
to  publish  a  more  detailed  description  of  the  Napier 
"  Cub.  ” 


<»>  <s>  <$>  <s> 

NOTICES  TO  AIRMEN 


Austria  :  Conditions  Governing  Flight 

1.  In  consequence  of  the  admission  of  Austria  into  the 
League  of  Nations  the  provisions  of  the  Treaty  of  St.  Germain 
en-Laye  relating  to  Allied  aircraft  flying  over  Austrian  terri¬ 
tory  are  no  longer  in  force. 

2.  Foreign  airrrafi  Hying  over  or  landing  on  Austrian  terri¬ 
tory  must  be  provided  with  a  permit  issued  by  the  Austrian 
Ministry  of  Roads  and  Communications. 

(No  24  of  1922.) 

<3>  <$> 

Institution  of  Aeronautical  Engineers 

On  March  22,  a  party  of  twenty  members  with  their 
friend-;  Visited  the  works  of  the.  Do  riavilland  Aircraft-  Co., 
Ltd  .it  Stag  Lane  kcrodromc,  Edgware.  By  the  courtesy 
of  the  Company,  Mr.  C.  (.  Walker  showed  ' the  party  all 
tlie  detail-  of  the  numerous  machines  which  were  in  course 
-of  construction.  They  were  especially  interested  in  the 
new  monoplane  which  is  putting  up  snetia  good  performance 
in  weight  carried  per  horse-power. 

In  the  evening,  a  Paper  was  read  before  the  Institute  at 
the  Engineers*  Chib,  Coventry  Street,  by  Mr.  W.  O.  Manning, 
M  l  Ae  E.  (Hons).  The  title  of  the  Paper  was  ,r  Seaplane 
Design,”  and  many  members  took  advantage  of  hearing  the 
Paper,  the  lollowilig  taking  part  in  the  Discussion  :  Major 
Hume,  Captain  Nicolsnn.  Capt.  Sayers,  Major  Wright  and 
Mr.  Evans, 


France  1  Antibes,  Le  Bourget  and  Beauvais 

Previous  Notices  to  Airmen  relating  to  France  have  been 
amplified  and  amended  in  regard  to,  1,  Antibes— Cnstom* 
Seaplane  Station  ;  2,  Le  Bourgei ;  and  3  Beauvais . 

(No.  26  of  1922.) 

France  :  Landing  Grounds,  etc. 

C-un  ions  and  care  notified,  relating  to  France  in 
regard  to:  — i.  Bevck-sur-Mer  ;  2.  Beauvais  ■  3.  Sf.  Quentin  : 
4.  C  areas  son  ue.  (No.  28  of  1922.) 

<3>  <$> 

The  next  Paper,  “  Aircraft  Design,”  will  be  read  by  Mr. 
H.  P.  Tolland  at  the  Royal  Society  of  Arts,  at  8  p.m.  on 
March  31. 

Portuguese  and  Atlantic  Flying 

Trom  Lisbon  it  is  reported  that  two  Portuguese  aviators 
contemplate  an  aeroplane  trip  across  the  Atlantic,  from 
Portugal  to  Brazil.  But  as  the  time  for  starting  was  down 
for  March  22— 23,  we  are  left  wondering. 

Our  Airships’  Doom 

Cable  advices  from  New  York,  under  date  March  25, 
record  the  appearance  in  the  chief  newspapers  of  the  offer 
by  the  British  Government  of  the  four  airships  R33,  36,  37 
aud  80,  w  ith  or  w  ithout  aerodromes,  hangars  and  other  equip¬ 
ments,  Getting  the  aircraft  across  the  “pond”  is  all  right, 
but  the  shipment  ot  the  aerodromes  arouses  our  curiosity. 


A  SUPERMARINE  SINGLE-SEATER  FIGHTING  SCOUT  AMPHIBIAN  :  Three  illustrations  of  the  “  Sea 
King,  Mark  I,”  fitted  with  300  h.p.  Hispano-Suiza  engine.  This  machine  is  capable  of  all  the  usual  tricks  of  a 

laud  aeroplane,  being  capable  of  being  looped,  rolled,  spun,  etc. 
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LONDON  TERMINAL  AERODROME 


Monday,  March  27,  1922. 

StOkmy  weather  Over  south-east  England  and  the  Channel 
interfered  with  the  smooth  running  of  the  London- Paris 
Air  Service  at  the  beginning  of  the  week.  On  Monday,  the 
only  machine  to  get  through  from  Paris  to  Croydon  was  a 
D.H  i8  on  the  Instone  service.  Mr.  Robins,  who  was 
piloting  this  machine,  said  that  it  snowed  continuously  all 
the  way  from  Lympne  to  Paddock  Wood,  and  that  it  was 
impossible  to  recognise  any  ot  the  familiar  landmarks. 
It  was  only  by  flying  low'  and  "  hugging  ”  the  railway  line  that 
he  was  able  to  keep  to  his  course.  The  inward  Handley 
Page  landed  at  Hawkinge,  aud  the.  two  French  machines 
got  down  before  they  reached  the  Channel.  All  the  machines 
from  Croydon  to  Paris  got  through. 

On  Tuesday,  the  gale  having  increased,  the  service  was 
entirely  suspended,  the  only  machine  to  fly  at  all  being  one 
of  the  Mcssageries  Spads,  which  had  landed  in  Northern 
France  the  day  before,  and  which  managed  to  fly  on  to 
Croydon  The  normal  air  services  were  resumed  on  Wednes 
day,  although  some  of  the  cross-Channel  boats  did  not 
venture  to  leave  port. 

Saturday  reproduced  some  of  the  activity  of  last  summer, 
the  aerodrome  being  alive  with  cars  bringing  both  passengers 
and  sightseers. 

The  Instone  Air  Line  now  bring  their  passengers  to  the 
aerodrome  in  a  super  motor-char-a-banc.  This  is  equipped  as 
comfortably  as  a  limousine  car,  but  will,  of  course,  seat  a 
greater  number  of  passengers.  This  car  is  also  used  to  bring 
parties  of  interested  people  to  the  aerodrome  on  a  sightseeing 
tour.  The  Instone  Air  Line  are  of  the  opinion  that  the 
air-station  should  be  one  of  the  popular  sights  of  London,  and 
one  which  all  visitors  should  game  to  see  just  as  they  visit 
.other  places  of  popular  interest.  Tins  idea  lias  also  occurred 
to  the  Lepaerial  Travel  Bureau,  who  are  commencing  a 
-imilar  scheme  of  conducted  sightseeing  parties  from  London 
to  the  air-station.  Arrangements  are  being  made,  also,  to 
provide  short  flights  for  those  who  wish. 

The  Value  of  Air  Speed  in  Business 

The  negotiations  for  the  manufacture  of  Napier  "  Lion 
engines  in  France  arc  now  nearing  completion,  and  Napiers' 
managing  director,  Mi.  Vane,  is  at  present  in  Paris  in  connec¬ 
tion  with  this  matter.  On  Saturday  morning  he  discovered 
that  certain  papers  which  were  required  at  a  meeting  in  Paris 
that  afternoon  were  still  in  London.  Being  familiar  with 
the  possibilities  of  air  transport,  however,  that  did  not  worry 
him  overmuch.  Telephoning  to  Napiers’  West-End  offices, 
he  asked  Mr,  F.  LI.  Jones  to  catch  the  12.13  “  air-express  " 
and  bring  the  papers  over  to  Paris.  Mr  Jones,  who  did 
not  leave  New  Burlington  Street  until  11.30,  was  in  Paris 
with  the  required  papers  shortly  after  3  p  in. 

Rumour  has  it  that  Mr.  Michael  Collins,  the  President  of 
the  Irish  Free  State,  has  been  in  communication  with  the 
British  air  transport  companies  with  the  idea  of  arranging 
for  an  air  service  to  Dublin.  It  is  understood  that  the  Irish 
Free  State  are  prepared  to  offer  a  subsidy,  but  the  terms  are 
not  yet  known  This  air  line  would,  of  course,  come  under 
the  heading  of  inland  services,  and  the  Air  Ministry  have 
already  announced  their  willingness  to  subsidise  a  service 
of  this  character.  Although  somewhat  off  the  direct  route, 
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it  is  probable  that  Manchester  would  be  made  a  stopping- 
place,  should  this  scheme  materialise. 

Mr.  Shaw  tested  the  new  D  II.  18  for  Handley  Page 
Transport  on  Saturday.  The  machine  is  very  fast  anil  climbs 
well.  Later  in  the  day  Mr.  Obey  made  the  necessary  six 
landings,  piloting  this  machine,  in  order  to  have  it  put  on  his 
licence. 

Mr.  Bradley,  who  was  with  Aircraft,  Transport  and  Travel 
and  has  now'  joined  the  Instone  Air  Line,  piloted  the  Instone 
D.H.4A  to  Paris  on  Sunday. 

Mr.  Macintosh  made  a  double  trip  cm  the  Handley  Page 
company’s  “  Bristol,"  leaving  Paris  in  the  morning  and 
returning  011  the  same  machine  on  the  12.30  service. 

The  Newr  Daimler  Airway 

A  NUMBER  of  the  Daimler  Airway  pilots  and  mechanics 
put  in  an  appearance  on  the  aerodrome  today  Mr. 
Hincliliffe,  who  is  to  be  chief  pilot,  and  also  aerodrome 
manager  at  Paris,  was  here  with  Mr.  Duke  in  attendance. 
This  company  are  due  to  commence  operations  next  Monday, 
but  there  wall  have  to  be  a  tremendous  last  minute  "  hustle  ” 
if  everything  is  to  be  ready. 

Grands  Express  have  just  completed  an  agreement  with 
the  municipal  rulers  of  Lausanne,  Switzerland,  which  gives 
them  a  monopoly  of  air  transport  to  and  from  that  city. 
They  are  still  running  their  week-end  service  from  Paris  to 
Lausanne,  and  there  is  a  possibility  that  there  will  be  a 
through  one-day  connection  to  London  this  year. 

The  Mcssageries  Aeriennes  are  now  using  their  Goliaths 
to  a  greater  extent  on  the  London  Paris  service,  although 
we  are  still  awaiting  the  advent  of  one  ot  the  Renault-engined 
Goliaths.  On  Saturday,  their  inward  Goliath  from  Paris 
wjas  compelled  to  land  at  Lympne,  owing  to  weather.  The 
passengers  proceeded  to  London  by  train,  and  the  machine 
flew  up  to  Croydon  the  next  morning. 

The  Bulk  Storage  Fuel  Schemes 

Thk  big  7,000  gallon  petrol  tank  that  the  Anglo-American 
Oil  Company  are  putting  down  has  now  been  lowered  into 
its  correct  hole  in  the  ground,  and  the  pipes  are  being  laid 
out  to  the  hangars  Digging  operations  are  proceeding  for 
the  tank  that  the  British  Petroleum  Company  are  installing. 

During  the  week,  lighting  experts  were  examining  the  red 
Strontium  flare  on  the  top  of  the  permanent  hangars  wrth 
a  view  to  improving  it.  and  providing  it  with  a  permanent 
housing.  I  understand  it  is  as  effective  as  was  expected,  and 
that  the  Air  Ministry  officials  are  quite  satisfied  with  it. 

Captain  Muir,  of  the  Surrey  Plying  Services,  was  taking 
joy-riders  for  flights  during  the  week-end.  He  tells  me  that 
the  firm  have  a  large  number  of  bookings  to  attend  fetes  aud 
fairs  during  the  summer.  For  May,  in  fact,  they  are  quite 
booked  up. 

The  service  to  Constantinople  is  to  be  run  this  summer. 
It  will  be  a  continuation  of  the.  present  service  from  Paris 
to  Warsaw,  branching  off  at  Prague.  The  route  will  be  by  way 
of  Vienna,  Budapest,  Belgrade  and  Bucharest.  It  -will  be 
opened  in  stages.  The  last  stage,  that  from  Bucharest  to 
Constantinople,  will  be  opened  on  July  14.  The  through, 
fare  from  London  to  Constantinople  is  to  be  £3 7  16$.,  and. 
when  the  Inst  one  night  service  is  running,  it  will  be  possible 
to  reach  Constantinople  40  hours  after  leaving  London. 

0  0 


THE  LONDON-CONTINENTAL  SERVICES 


FLIGHTS  BETWEEN  MARCH  5  AND  MARCH  18,  INCLUSIVE 


No.  of  flights* 

No.  of  passengers 

No.  of 
flights 
carrying 

SO 

r  a> 

£ 

Average  flying 
time 

Type  and  (in  brackets) 
Number  of  each  type  flying 

Route} 

Mails 

Goods 

0.  g, 

z 

Fastest  time  made  by 

Crovdon-Paris . 

47 

94 

21 

36 

45 

h.  ro. 

2  58 

Bristol  G-EAWY  (:h.  15m.) 

B.  (3),  Br.  (i),  D.H.  4  (2),  D.H. 

Paris-Croydon  ...  ... 

49 

138 

n 

42 

43 

2  48 

D.I1.  iSG-EAWW  (lb.  56m.) 

13(2),  G.  (7)»  H.P.  (2),  Sp.  (5), 
V-  (1). 

B.  (3),  Br.  (1).  D.H.  4  (2),  DIE 

Totals  for  2  weeks  ... 

96 

232 

32 

78 

88 

>8  (2),  G.  (7).  H.P.  (i),Sp.  (7), 
V.  (1). 

No/e  :  One  flight  (1  pass.)  between  Croy don-Am sterdam  made  on  13th. 

•  Not  including  “  private”  flights.  J  Including  certain  journeys  when  stops  were  made  en  route. 

|  Including  certain  diverted  journeys. 
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rHE  AIR  ESTIMATES  DEBATE 


.  Iarch  2?<  upon  the  Air  Estimates  being  presented  to 
a  hament  C  aptam  F.  E.  Guest,  Secretary  of  State  for  Air, 

1?  dTLed  \°  glVC  cxPressi°u  to  the  satisfaction 
Z'f  K  1  ,e,n  f-elt  not  on'y  hy  those  in  charge  of  the  Depart- 
rnent  both  Ministers  and  senior  officers,  but  by  the  whole 

1  O' ' '  forc®'  with  the  announcement  made  last  week 

>v  the  Leader  of  the  House  in  connection  with  the  separate 
and  autonomous  existence  of  the  Ministry.  Two  of  the 
oundations  upon  which  they  would  rest  now  and  in  the 
in'  “re,.were— (TJ  that  the  Air  Force  must  be  autonomous 
m  matters  of  administration  and  education,  and  (2)  that  in 
the  case  of  defence  against  air  raids  the  Army  and  Navy 
inns  p  ay  a  secondary  rdle.  There  were  two  great  countries 

lLWIVCAthlS-SVbjCCt  was  camin«  a  great  deal  of  interest, 
almost,  he  might,  say,  consternation,  due  entirely  to  the 
unsatisfactory  state  of  affairs  existing  in  them.  In  America, 
ic  understood  that  the  highest  opinion  was,  at  least,  divided, 
and  that  some  of  the  most  influential  opinion  was  very  much 
impressed  by  the  separate  organisation  in  England.  In 
France  where  the  Government  had  given  a  great  impetus 
to  aviation,  a  Commission  had  reported  to  the  Chamber 
ommittee  on  Military  Affairs  that  in  their  opinion  aviation 
would  never  have  its  proper  influence  and  take  its  proper 
place  until  it  was  given  complete  autonomy  and  independence. 

\\a^-.  quite  clear  that  what  we  had  been  doing  was  being 
very  closely  watched,  and  he  would  not  be  surprised  if  nur 
example  was  very  shortly  followed. 

Previous  to  the  economies  effected  under  the  recommenda- 
V!  w  °L  thc  Geddes  Committee,  the  Air  Force  consisted  of 
ughtmg  units.  The  reductions  in  service  strength  which 
mu  been  effected  under  those  recommendations  "were  the 
equivalent  of  tivn  squadrons,  and  the  reductions  in  their 
framing  schools  might  also  be  considered  to  be  the  equivalent 
ot  two  more  service  units.  So  that  they  were,  in  fact,  the 
equivalent  of  four  service  units  weaker  than  they  were 
before  the  Government  went  into  the  question  of  economies. 

ney  had  still  at  their  disposal  31 J  service  units,  and  of  these 
iOi  were  abroad,  allocated  as  follows:  India,  six;  Iraq, 

'  !r' . 1  ’  -RVlA  three;  Palestine,  one  ;  and  the  Mediterranean, 
doing  naval  co-operation  work,  i$.  There  were  twelve  at 
nome  o!  which  one  was  doing  miscellaneous  work — that 
was  the  communication  squadron  at  Kcnlcy ;  one  was 
practically  permanently  allocated  to  Army  co-operation; 

nee  were  in  reserve  ;  and  three  would  be,  under  the  scheme 
which  he  would  outline,  their  first  modest  contribution  for 
borne  defence.  The  work  done  by  the  Air  Force  in  different 
parts  of  the  Empire,  such  as  the  North-West  Frontier  and 
Somaliland,  illustrated  the  fact  that  Air  Force  action  was 
less  temporary  lhan  Army  action,  and  proved  two  things— 
one  that  under  certain  conditions,  such  as  the  patrolling 
and  policing  of  semi-civiJised  portions  of  the  Empire,  the 
Alt  Force  was  quicker  in  action,  cost  far  less,  and,  in  its 
power  to  take  life,  more  humane  ;  and  (2)  that  the  effects 
'v,  re  certainly  not  less  lasting  than  those  which  were  obtained 
by  military  expeditions. 

Emphasising  that  they  had  already  had  evidence  of  the 
remarkable  effect  of  aeroplanes  in  quickly  suppressing  out¬ 
breaks,  Captam  Guest  gave  several  well-known  instances,  one 
being  that  against  Sheik  Mahmud,  which  was  settled  in 
a  week  with  eight  aeroplanes,  as  against  the  use,  three  years 
previously,  of  two  brigades  operating  for  two  and  a-half 
months  in  an  exactly  similar  outbreak. 

There  was  another  point  which  the  House  would  appreciate, 
and  it  was  that  in  these  countries  the  only  way  in  which 
military  forces  could  keep  tribes  in  subjection  was  by  placing 
garrisons  m  the  semi-civiliscd  areas.  That  was  just  asking 
<>t  trouble.  It  offered  the  one  opportunity  that  the  natives 
were  looking  for,  and  that  was  something  to  come  and  sit 
rmind  and  strike  at  in  the  hope  of  eventually  getting  some 
rifles  or  some  loot.  They  bad,  he.  regretted  to  say,  had 
tw  oral  detachments  cut  off  in  that  country,  but  they  proposer! 
u  the  future,  when  the  transfer  took  place,  to  adopt  the  more 
imodcrn  method  of  patrolling  the  country  from  a  distance 
and  of  keeping  their  base  well  back  among  friendly  tribes, 
and  tar  out  of  reach  of  any  marauding  bands.  In  Iraq  also 
an  opportunity  was  afforded  of  carrying  out  one  of  their 
operational  performances  which  might  carry  in  its  train  the 
beginning  of  civil  aviation  there,  and  that  was  the  develop- 
n  1  Tnms\Iordar|ia  route.  During  the  year  they 

lacJ  established  that  line  by  air  as  a  communication  between 
Gairo  and  Baghdad.  Both  from  the  operational  and  the 
training  point  of  view,  this  was  a  great  advance.  By  this 
means  quantities  of  official  and  public  mails  were  carried  from 
airo  to  Baghdad,  It  was  used  for  reinforcements,  and  it 


SSSS7  Slr  rtly  bv,sed  for  thp  evacuation  of  troops  from 
Baghdad  to  Cairo.  It  enabled  them  to  send  to  the  eight 

inmediment  >  a11  their  spares,  new  machines,  and 

r0i;tc  ,n  two  °r  days,  instead  of 
Persian*  (nU  H  1  \  and  se,ndinS  th™  round  by  the 

whole  nf  thG  7,  ",g  twent.v*W  days  to  do  it.  The 

whole  of  this  route  was  covered  in  two  flights.  The  total 

distance  was  about  900  miles,  and  the  record  flying  was 

seven  and  a-half  hours.  There  was  a  story  of  a  forced 

w?renrgaffid<ivnberoT  Wlt?t  thif  r0"tc  wbich  sh°wed  that  they 
were  rapidly  becoming  the  handy  men  which  their  sister 

Service  had  claimed  to  be  for  so ‘long.  Some  time  ago  an 

casuaiatrouhli  *”¥?  thC  formation  wing  to  some  kind  of 
desert  -on  nJt.  f  Came  \°  thc  ground  somewhere  in  the 
0  miles  from  anywhere,  The  personnel  were  picked 

the  deTt  riner°Pfane'v.and  ^  disabled  "aft  was  left  in 
he  desert.  In  a  few  hours  by  means  of  transport  the 

necessary  spare  parts  were  brought  to  it  by  another 
machme^  I  twas  repaired  in  the  middle  of  the  desert,  and 
withm  three  days  from  the  time  of  the  accident  the  aeroplane 
had  flown  away  to  its  original  destination  P 

For. ,!era?f?™g*?1Wiaf,was  being  done  in  training  the  Air 
orce  at  Cranwell  College,  Lincolnshire,  and  at  Halton 
Captain  Guest  said  that  some  new  schools  had  been  opened 
this  year  for  intensive  flying  training  for  older  officers.  The 
greatest  things  were  hoped  from  the  Staff  College  at  Andover, 
which  was  quite  a  new  departure,  and  was  the  first  of  its 
h-d- th!  world'  We  were  the  only  nation  who  would  have 
the  advantage-  of  a  highly-trained  Air  Staff,  and  the  Air  Force 

eul.  +u°  r°re  bG  nm  efficientlY  without  a  trained  staff 
than  the  Army  or  the  Navy.  The  problems  were  just  as 
Complicated,  just  as  far-reaching,  and  quite  different.  A 
schoo  of  armaments  and  gunnery  was  being  started  at 

3nd  f°r  olt'  PurP°ses  of  night  flying  an  Anri- 
Amcraft  Co-operation  School  at  Biggin  Hill  had  been  opened. 
The  method  of  technical  training  adopted  in  the  Air  Force 
was  on  quite  new  lines.  Instead  of  spending  large  sums  of 
money  in  building  technical  colleges,  they  were  making  use 
ol  the  great  civihan  universities  and  colleges. 

,,  ^<i  V’l’‘wing^  developments  in  the  realm  of  research  during 
ic  last  twelve  months.  Captain  Guest  said  their  activities 
had  been  largely  directed  to  securing  greater  safety  and  com- 
or  in  travelling  by  aeroplane.  A  most  important  number 
of  instruments  for  safer  navigation  of  aircraft  had  been 
invented  and  brought  into  use.  Great,  advance  had  been 
made  in  fire  precautions.  They  had  also  developed  air¬ 
cooled  engines,  which  were  a  great  advantage  from  the  point 
of  view  of  safety.  Advance  had  been  made  in  the  direction 
of  silencing  engines,  and  study  was  now  being  directed  to 
silencing  the  propeller.  The  new  types  of  machines  brought 
out  this  year  were  not  many,  but  one  was  very  important 
and  it  was  very  hard  to  determine  what  place  exactly  the 
amphibian  would  play  in  aerial  performances  in  the  future. 
He  was  trying  to  arrange  for  scientific  research  to  be  carried 
on  continuously,  chiefly  by  the  scientific  bodies  outside 
the  Air  Ministry,  with  financial  assistance  from  the  Govern¬ 
ment. 

,fIn  reffard  to  new  responsibilities  undertaken  by  the  Air 
Ministry,  he  said  that  acceptance  of  the  command  of  the 
forces  in  Iraq  was  the  first  practical  experiment,  in  the 
economical  substitution  of  one  arm  for  another.  He  could 
not  guarantee  success.  They  might  get  their  set-backs 
just  as  other  arms  of  the  Crown  had.  but  they  thought  they 
could  satisfy  those  who  resided  in  that  land  that  those  set¬ 
backs  wou  d  be  only  temporary,  and  that  they  need  have  no 
tear  that  because  of  this  substitution  their  lives  would  be 
m  more  danger,  Referring  to  the  decision  of  the  Cabinet 
to  hand  over  to  the  Air  Ministry  the  responsibility  for  air 
defence  against  air  attack,  Captain  Guest  said  it  struck  him 
at  once  that  at  night  time  it  would  be  quite  impossible  to 
form  a  line  of  demarcation  between  the  land  and  the  sea. 
and  that  unless  the  command  were  unified,  we  should  have 
both  the  Army  and  the  Navy  each  feeling  it  incumbent  ujion 
them  to  have  its  own  system  of  defence  against  air  raids. 

I  ho.  only  defence  against  air  raids  was  by  fighting  in  the  air. 

It  was  no  good  imagining  that  surrounding  our  cities  and 
coasts  with  batteries  of  anti-aircraft  guns  would  really  serve 
the  purpose  required.  That  was  the  last  line  of  defence, 
the  (nst  hue  of  defence  was  carrying  thc  fighting  into  the 
enemy  s  area.  That,  coupled  with  air  fighting  in  its  highest 
lorm,  was  the  only  method  by  which  an  invasion  of  that 
character  could  be  overcome  and  repelled. 

In  regard  to  home  defence  thc  Air  Ministry  were  availing 
themselves  of  the  experience  of  other  countries.  Provision 


IQI 


March  30,  1922 


for  home  defence  was  made  on  a  much  larger  scale  by  other 
countries,  but,  of  course,  their  conditions  in  each  case  varied 
considerably.  The  Americans  were  no  guide  to  us,  but  they 
had  roughly  twenty-seven  squadrons  within  their  own 
areas,  although  their  Service  was  in  its  infancy.  Italy  had 
made  a  start,  and  had  something  like  400  machines  to-day. 
Tn  Japan  there  was  considerable  development,  but  the 
biggest  development  had  been  in  France,  which,  having  had 
< '■  vperience  of  invasion  by  aircraft,  was  determined  it  should 
not  occur  again  if  it  could  be  at  all  defeated.  The  Air  Force 
for  home  defence  in  France  consisted  of  sixty  to  seventy 
squadrons,  apart  from  those  available  for  Army  and  Navy 
co-operation,  and  there  were  reports  of  a  very  largely 
increased  programme.  The  French  squadron  was  made  up 
of  eight  aeroplanes  for  fighting  and  twelve  aeroplanes  for 
bombing.  The  strength  of  our  squadron  was  twelve  machines 
(in  war,  eighteen).  In  this  connection,  he  thought  the  article 
in  The  Times  by  a  distinguished  late  officer  of  the  Flying 
Corps  was  of  great  interest.  Another  point  of  importance 
was  that  the  Air  Force  would  form  a  link  between  the  forces 
that  fought  on  sea  and  on  land.  The  Army  and  Navy  were 
dependent  for  assistance  in  the  air  for  all  future  manoeuvres, 
but  the  Air  Service  could  act  perfectly  well  without  either. 
If  it  were  to  break  down  the  barriers  which  had  for  so  long 
existed  between  the  Army  and  Navy,  by  providing  a  common 
meeting  ground  for  the  two  Forces,  it  would  be  a  great 
advantage  to  those  branches  of  the  Service  and  to  the  nation 
as  a  whole. 

There  were  three  recommendations  of  the  Geddes  Com¬ 
mittee.  in  regard  to  the  Air  Force  with  which  the  Govern¬ 
ment  disagreed.  The  first  was  the  total  abolition  of  eight 
and  a-hali  squadrons  at  home  which  were  used  for  Army  and 
Navy  co-operation.  This,  it  was  said,  would  effect  economies 
amounting  to  £2, 500, 000,  though  the  figures  by  which  the 
calculation  was  arrived  at  were  confused.  But  what  was 
entirely'  ignored  was  the  fundamental  argument  that  those 
squadrons  were  the  only  reserves  from  which  the  officers 
and  men  required  for  the  squadrons  overseas  were  to  be 
obtained.  The  second  recommendation  of  the  Geddes  Com¬ 
mittee,  from  which  the  Government  differed,  was  the  aboli¬ 
tion  of  the  boy's’  training  school.  He  feared  that  without 
the  school  the  skdled  men  required  by  the  Service  could  not 
be  obtained.  For  the  technical  knowledge  needed  in  the 
Service  fifty-four  trades  had  to  be  learned.  As  to  Halton 
expenditure,  they  were  within  20  per  cent,  of  completion  of 
all  the  buildings,  and  then  the  organisation  they  had  wanted 
ever  since  the  end  of  the  War  would  be  completed.  More¬ 
over,  they  had  economised  towards  that  by  prolonging  the 
service  by  two  years.  Tile  Geddes  Committee  were  wrong 
in  suggesting  that  the  re-conditioning  of  machines  was 
simply  intended  to  make  the  machines  pretty.  On  the 
contrary,  it  increased  the  life  of  a  machine  from  three  years 
to  four.  He  recognised  that  this  had  a  disadvantage.  If 
there  were  no  new  orders  for  machines,  the  civil  industry 
would  collapse. 

C  aptain  Guest  having  dealt  generally  with  the  figures  in  the 
v°tes  themselves,  said  the  exact  economy  effected  in  the 
Estimates  under  the  recommendations  of  the  Geddes  Com¬ 
mittee  was  £6,500,000.  Half  a  million  of  that  was  a  reduction 
in  war  liabilities,  and  therefore  they  could  not  claim  more 
than  £6,000,00 o,  or  37  per  cent,  of  their  original  estimated 
expenditure.  He  wished  to  take  that  opportunity  of  in¬ 
forming  those  outside  that  the  Air  Ministry  would  in  future 
grant  no  more  commissions  than  they  could  guarantee  careers 
for.  They  had  also  decided  to  make  a  further  experiment 
with  non-commissioned  pilots  by  recommendation  and  selec¬ 
tions  from  men  under  twenty-five  and  not  above  the  rank  of 
Sergeant,  or  below  that  of  leading  Aircraftsman. 

Proceeding  to  outline  a  new  scheme  of  internal  organisation 
at  the  Air  Ministry,  he  said  that  up  to  the  present  the  Service 
side  has  been  represented  on  the  Air  Council  by  one  member 
only,  the  Chief  of  the  Air  Staff.  Now  he  proposed  to  place 
the  Council  more  on  a  footing  with  the  Board  of  Admiralty 
and  the  Army  Council,  and  to  broaden  the  basis  of  responsi¬ 
bility.  The  Chief  of  the  Air  Staff  would  continue  to  be  senior 
member  of  the  Council,  and  would  have  control  of  the  Opera¬ 
tions,  Intelligence,  Training  and  Works  Department,  but 
he  would  be  relieved  of  all  duties  connected  with  discipline, 
personnel,  organisation,  equipment,  and  transportation.  The 
Director-General  of  Supply  and  Research  and  the  Director- 
General  of  Personnel  would  share  those  duties.  Dealing 
with  the  Civil  Aviation  Vote  of  £350,000,  he  said  £200,000 
of  it  was  taken  up  with  subsidies  and  £80,000  by 
meteorology.  As  it  would  take  a  considerable  time  to  bring 
this  Department  into  conformity  with  the  reduced  scale  of 
the  other  Departments,  he  had  invited  Sir  Frederick  Sykes, 
whose  appointment  as  Director-General  would  normally 


terminate  on  April  1,  to  retain  his  post  for  a  further  period 
of  one  year.  The  contraction  of  civil  aviation  was  in  no 
way  the  fault  of  the  Department  over  w’hich  Sir  F.  Sykes 
presided.  It  was  the  difficulties  of  the  times  in  which  they 
lived  that  were  responsible.  It  might  be  that  in  time  to 
come  this  side  of  their  work  would  expand. 

With  regard  to  the  position  of  the  airships,  he  said  that  the 
Government  had  reluctantly  come  to  the  decision  to  hand 
ovei  the  entire  fleet  to  the  Disposals  Board."  On  the  subject 
of  the  cross-Channel  services,  he  said  that  be  was  very  much 
m  favour  of  maintaining  them,  as  they  acted  as  a  demonstra¬ 
tion  and  an  advertisement  of  what  was  now  possible.  He 
also  regarded  them  as  the  initial  stages  in  the  future  develop¬ 
ment  of  schemes  of  Imperial  communication.  We  had,  as 
an  Empire,  a  much  more  vital  interest  in  civil  aviation  than 
any  other  country.  It  was  the  definite  policy  of  the  Ministry 
steadily  to  develop  the  further  links  in  the  Imperial  chain, 
and  as  soon  as  the  various  stages  were  safely  opened  to 
hand  them  over  to  civil  aviation  to  be  developed  on  com¬ 
mercial  lines. 

It  was  his  duty  to  look  beyond  the  horizon  and  to  the 
probable  future,  and  when  one  considered  the  rapid  advances 
during  the  last  ten  years  it  was  impossible  not  to  indulge  in 
some  flight  of  imagination.  Two  hundred  miles  an  hour 
was  now  a  normal  rate,  and  560  miles’  continuous  flight  an 
ordinary  performance.  With  the  exception  of  fog,  weather 
was  now  a  negligible  consideration.  From  the^  point  of 
view  of  national  defence,  he  held  that  the  force  was  now 
powerful  enough  to  defend  our  shores  against  invasion  from 
the  air.  It  was  his  belief  that  in  the  next  few  years  powerful 
aircraft  would  progressively  expand  in  areas  in  which  enemy 
ships  could  not  move  with  impunity.  This  would  bring 
about  further  economies  in  ships  of  war.  The  possibilities 
of  the  bomb  dropped  from  above  were  so  far  only  partially 
explored  ;  but  it  had  been  shown  that  they  were  terrible , 
One  bomb  dropped  from  the  air  could  destroy  the  most 
powerful  battleship  iu  a  few  minutes.  In  ten  years’  time  he 
believed  that  a  combat  between  the  forces  of  the  air  and  the 
forces  of  the  sea  would  have  become  a  grotesque  and  patheti¬ 
cally  one-sided  affair.  In  the  field  of  transportation  he 
could  see  aeroplaues  conveying  small  portions  of  artillery 
to  the  lines  of  operation,  so  dispensing  with  vulnerable  lines 
of  communication.  When  the  finances  of  the  nation  justified 
the  capital  expenditure,  such  expenditure  would  give  a 
substantial  return  in  the  decrease  of  blood  and  treasure  in 
the  minor  wars  in  which  an  Empire  like  ours  was  constantly 
engaged. 

The  Air  Force  was  a  wondrous  creation.  It.  was  a  service 
of  young  men,  enthusiastic  men,  led  and  inspired  by  an 
incomparable  chief.  It  was  this  service  which  would  even¬ 
tually  have  to  meet  the  first  clash  of  war  should  it  ever  come 
again.  The  battle  in  the  air  would  be  joined  before  the 
Army  reservist  had  reached  the  station  or  the  battleship 
had  got  up  steam.  That  was  the  duty  of  the  Air  Force, 
and  it  was  with  this  forecast  that  he  confidently  submitted 
the  Estimates  to  the  House. 

Major-General  Seely  congratulated  the  Air  Minister  on 
his  lucid  statement,  and  also  on  the  result  of  the  careful 
enquiry  made  by  the  Committee  of  Imperial  Defence,  which 
had  definitely  disposed  of  attacks  made  upon  the  establish¬ 
ment  of  a  separate  Air  Ministry  and  a  separate  Air  Force. 
He  rejoiced  also  at  the  decision  that  the  education  of  the 
airman  was  to  be  altogether  distinct  from  that  of  men  of 
other  forces.  He  pleaded  with  the  Secretary  of  State  to 
try  to  prevent  the  standardisation  of  manuals,  and  not  to 
let  I113  manuals  increase  too  fast.  Let  him  keep  the  education 
of  the  Royal  Air  Force  what  it  really  should  be — a  thing 
constantly  seeking  new  methods  and  new  ideas.  He  urged 
that  the  Secretary  of  State  should  have  a  seat  in  the  Cabinet, 
with  the  First  Lord  of  the  Admiralty  and  the  War  Minister. 
This  should  be  the  rule — all  three  should  be  in  the  Cabinet 
or  none  should  be  in  the  Cabinet.  He  regarded  it  as  a  very 
serious  thing  to  give  up  all  practical  research  into  airships 
while  other  nations  were  carrying  on  researches,  and  he  could 
not  believe  that  it  was  wise  completely  to  abandon  experi¬ 
ments  in  this  matter.  So  far  as  economy  was  concerned, 
he  thought  they  had  probably  gone  quite  as  far  as  it  was 
safe  to  go. 

He  had  been  furnished  with  some  remarkable  figures  as 
to  what  the  French  were  doing.  His  figures  differed  very' 
slightly  from  those  of  the  Secretary  of  State,  and  only  in 
one  particular  from  those  given  by  General  Groves  in  The 
T Ames.  At  the  end  of  last  year  the  French  had  126  squadrons 
of  eight  or  nine  machines  each,  and  of  these  only  four- 
nineteenths  were  abroad.  If  their  present  programme  was 
carried  out,  the  French  Government  would  have  220  squad¬ 
rons,  of  which  from  165  to  170  would  be  at  home,  in  order 
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to  maintain  the  integrity  of  their  country.  The  Air  Minister 
told  them  that  for  this  specific  purpose  he  had  three  units. 
No  one  had  ever  seen  what  an  air  attack  would  be  like. 
We  were  going  to  have  air  attacks  in  1919.  and  as  he  was 
partly  responsible  for  preparing  them,  he  knew  that  the  facts 
and  figures  given  by  General  Groves  were  perfectly  accurate. 
Nobody  ever  attempted  to  bomb  a  place  with  more  than 
fifty  aeroplanes  during  the  War.  but  it  would  be  quite  easy, 
and  no  doubt  would  be  done  if  ever  they  went  to  war,  to 
bombard  with  300  aeroplanes,  which  would  carry,  not  the 
little  bombs  that  were  carried  by  the  thirty-six  aeroplanes 
that  raided  London,  but  bombs  at  least  ten  times  that 
weight  and  at  least  four  or  five  time  the  effective  power  per 
weight  of  projectile  dropped.  It  was  hopeless  to  attempt 
to  protect  yourself  against  raids  with  300  aeroplanes.  It 
took  32,000  men  to  protect  London  against  the  raids  of 
thirty-six  machines,  and  then  they  only  made  it  more  difficult 

r  He  urged  that  in  order  to  meet  the  new  kind 

of  danger  in  future  we  must  have  the  most  highly  skilled 
staff  and  men,  and  we  must  have  the  power  of  expansion 
We  had  a  very  much  larger  proportion  of  skilled  pilots  than 
■  my  other  country,  and  he  believed  that  in  technical  training 
vve  were  as  great  as,  if  not  greater  than,  any  other  country. 
Lut  in  [lower  of  expansion  we  were  ridiculously  short,  as 
compared  with  other  nations.  We  should,  therefore,  so 
encourage  civil  aviation  as  to  have  a  reserve  by  which  in 
an  emergency  our  machines  could  be  greatly  increased. 

Lieut. -Colonel  Moorc-Brabazon  said  that  forever  a  hundred 
yi-ars  the  Navy  had  been  the  spoiled  darling  of  the  nation. 
Lut  it  was  for  one  reason  only,  and  that  was  that  they  could 
defend  us.  But  a  vast  change  had  taken  place.  If  the 
Channel  were  dried  up,  could  the.  Navy  defend  us  ?  Some¬ 
thing  tantamount  to  that  had  occurred  when  the  air  became 
an  avenue  of  attack.  Consequently  the  Navy  could  no  longer 
be  responsible  for  the  defence  of  the  country.  He  had 
heard  it  said  that  the  Navy  alone  could  protect  the  commerce 
o  the  country  on  the  high  seas.  During  the  War  the 
Navy  was  unable  to  do  that  without  the  assistance  of  air 
power,  la  these  circumstances,  was  it  not  logical  to  put  a 
Service  which  could  not  do  a  thing  under  a  Service  which 
cuukl  t  Surely,  people  realised  now  that  the  Navy  today 
was  obsolescent.  The  poor  Air  Force  was  attacked  from 
every  side,  but  that  force  did  know  that  they  were  a  power 
for  economy.  We  had  a  certain  amount  of  money  to  spend 
on  defence,  and  we  must  use  it  to  the  best  advantage.  From 
the  point  of  view  of  defence,  the  Air  Force  must,  take  first 
place.  And  yet,  while  ^130,000,000  was  allotted  to  the 
At  my  and  Navy,  only  0,000, 000  was  allotted  to  our  first 
line  of  defence. 

Sir  W.  Joynson-Hicks  said  the  next  war  would  be  a  war 
in  which  women  and  children  would  be  bound  to  suffer  as 
much  as  men,  and  would  probably  break  out  without  the 
possibility  of  our  knowing  twenty-four  hours  beforehand 
We  were  as  vulnerable  from  the  air  as  France  was,  and  it 
was  ridiculous  to  say  we  were  prepared  for  the  future  with 
halt  a  dozen  Service  squadrons  at  our  disposal.  He  asked 
whether  any  arrangement  had  been  made  with  regard  to 
the  new  kingdom  of  Egypt  for  our  hold  upon  Egypt  as  an 
air  centre.  He  was  one  of  those  who  believed  that  the  air 
was  destined  in  the  future  very  largely  to  supersede  both  the 
Navy  and  the  Army.  Knowing  all  that  the  Air  Service  did 
<iumig  the  War,  knowing  what  those  of  them  who  believed 
m  the  Air  had  prophesied,  he  wanted  the  House  to  approach 
the  question  from  the  point  of  view  that  the  Air  in  the  next 
lew  years  was  going  to  be  the  paramount  Service,  and  was 
not  going  to  be  looked  upon  merely  as  an  auxiliary.  The 
question  would  be,  how  much  money  it  was  desirable  to 
transfer  from  the  Navy  and  the  Army  to  the  Service 
which  would  gradually  take  the  place  of  these  two  great 
Services.  6 


ield-Marshal  Sir  If.  Wilson  said  soldiers  and  sailors 
were  as  fully  alive  to  the  coming  powers  of  the  air  as 
anybody  in  the  Air  Force.  It  was  because  they  wanted 
to  have  all  the  power  possible  kmi  the  air  that  they 
disliked  an  independent  Air  Force,  and  not  because  they 
disparaged  the  air.  That  it  was  absolutely  essential  to 
guarantee  a  supply  of  air  machines,  and  even  of  personnel, 
as  between  the  Navy  and  the  Army  was  certain  ;  but  he 
challenged  the  contention  that  because  they  did  that  they 
must  go  another  step,  and  have  an  Air  Force  independent 
of  the  Navy  or  the  Army.  So  far  as  he  know,  we  were  the 
y  country  that  had  decided  to  have  an  independent 
An-  Force.  What  was  happening  now  was  that  in  order 
to  become  autonomous  the  Air  Force  w'as  duplicating  practi¬ 
cally  every  service  in  the  Army  and  the  Navy,  at  a  time  when 
we  were  very  hard  up. 

He  did  not  quite  understand  the  decision— that  the  Air 
-should  take  over  anti-air  defence  at  home.  Here  we  were 


H,  ,  ■  6  ■ umtsnviu!.,  101  It  was  quite  certain 

hat  in  any  future  theatre  of  operations  there  w'ould  have 
Uj  i>e  anti-aircraft.  We  were  spending  very  little  money 
on,  and  getting  very  little  from,  civil  aviation.  If  a  big 
war  came  the  Air  force  would  require  an  enormous  expan- 
L  ^ereforepleaHc.cl  strongly  for  a  big  sum  of  money 
to  be  devoted  to  rival  aviation,  on  which  we  should  have  to 
depend  for  such  expansion, 

,  Vi°r<1v  H  T.Ceci1  Kaid  tiiat  110  discipline  and  management 
ot  the  Air  Force  was  possible  unless  that  Force  was  indepen¬ 
dent,  and  he  hoped  that  the  Government  would  not  fritter 
away  their  wise  decision  to  maintain  a  separate  Air  Force 
by  under  the  name  of  co-operation,  conceding  any  control 
ot  discipline,  promotion,  or  training  either  to  the  Navy  or  to 
the  Army  As  to  home  defence,  there  was  no  advantage  m 
having  only  three  squadrons.  Either  they  must  compete 
with  Continental  nations,  or  they  must  make  no  attempt 
whatever,  the  arguments  used  filled  him  with  the  con¬ 
viction  that  the  whole  thing  was  impossible.  An  air  strugede 
between  two  European  Great  Powers  could  only  result  V 
the  total  destruction  of  both. 


Colone1  Wedgwood  said  the  debate  was  highly  valuable. 
VVhat  we  had  to  do  now  was  to  instil  into  the  minds  of  the 
Admirahty  and  War  Office  some  conception  of  the  power  and 
capacity  of  the  new  arm.  Most  people  must  now  sec  that 
the  Navy  was  not  our  first  line  of  defence,  but  rather  the 
Air  Force. 


A  discussion  then  followed  upon  an  amendment  put  forward 
by  Lieut. -Col.  YV .  Guinness  to  the  following  effect  :  "  In  the 
opmion  of  this  House,  to  enable  the  best  use  to  be  made  of 
the  Air  Service,  all  defence  forces  should  be  represented  on 
and  their  activities  co-ordinated  by  the  Committee  of 
Imperial  Defence,  which  should  meet  regularly  and  fre¬ 
quently  and  that  a  Minister,  who  is  not  departmentally 
responsible  tor  any  of  the  fighting  Services  should  be  appointed 
as  permanent  Vice-Chairman  of  the  Committee,  to  take  the 
Chair  in  the  absence  of  the  Prime  Minister.” 

Mr.  Churchill  ultimately  replied  to  the  whole  discussion 
by  saying  the  question  of  first  importance  raised  by  the 
debate  was,  Ought  there  to  be  a  separate  Air  Sendee  ?  ’’ 
But  surely,  for  the  time  being,  at  any  rate,  there  was  in 
existence  a  separate  Air  Service  established  by  Act  of  Parlia- 
ment.  It  was  born  in  the  convulsions  of  the  Great  War. 

ie  only  question  now  was  whether  we  should  go  back  on 
our  experiences  derived  from  the  War  and  repeal  the  Act 
setting  up  the  Air  Ministry.  The  developments  which  were 
m  progress  in  the  War  were,  owing  to  our  having  run  short 
o  ermans,  never  reached.  Had  it  been  continued  another 
3 ear,  or  a  year  and  a-half,  people  would  have  seen  an  entirely 
new  consideration  brought  into  the  whole  struggle.  Military 
science  as  it  was  at  the  close  of  the  struggle  must  be  our 
starting  point  for  the  future.  A  separate  Air  Force  existed 
,  j  \  0  Parliament,  arid  extraordinarily  strong  arguments 
would  have  to  be  adduced  by  those  who  wished  to  make  a 
change.  We  must  be  sure  that  in  the  great  developments 
which  were  taking  place  we  had  leadership  in  all  forms  of 
aerial  war  from  a  defensive  point  of  view.  The  greatest 
form  of  defence  would  undoubtedly  be  offence.  Did  the 
douse  think  the  Air  Service  would  get  its  chance  if  it  were 
separated  into  two  parts — one  handed  over  to  the  Navy 
and  the  other  to  the  Army  The  whole  prejudices  of  the 
higher  officers  of  the  Army  and  Navy  must  lead  them  to 
depreciate  the  possibilities  of  this  new  and  subversive  element. 
As  to  the  relations  of  the  Air  Force  and  the  Navy,  he  felt 
hat  it  w'as  the  business  of  the  Air  Force  to  cater  for  the 
Navy,  just  as  it  catered  for  the  Colonial  Office.  They  knew' 
how  easily  the  relations  of  the  .\rmy  writh  the  Air  Force 
in  h ranee  were  adjusted  in  the  course  of  the  War.  But  the 
Navy  was  more  specialised  in  some  ways,  and  it  would  be 
a  great  mistake  for  the  Air  Ministry  not  to  put  the  Admiralty 
at  their  ease  in  this  matter.  A  Committee  had  been  set 
up  to  examine  the  question,  and  he  believed  that  they 
would  be  able  to  come  to  an  agreement. 

7  de  P°iat  W'as  not  the  division  of  the  responsibility  as 
if  h  were  booty  to  be  shared,  but  the  harmonious  association 
of  the  three  Services  in  the  discharge  of  a  common  duty. 
Pher-e  was  no  final  solution  of  a  harmonious  kind  of  these 
difficulties  except  in  a  Ministry  of  Defence.  But  they  could 
not  possibly  achieve  that  at  the  present  time.  The  practical 
steps  which  it  was  open  to  them  to  take  were  being  taken. 
The  creation  of  the  brain  of  a  common  service  was  to  be  the 
subject  of  an  enquiry  by  a  sub-committee  of  the  Committee 
of  Imperial  Defence.  A  system  of  training  which  W'ould 
unite  officers  of  middle  rank  in  the  three  Services  ought  not 
to  be  delayed,  and  the  sub-committee  was  being  set  up  with 
directions  to  formulate  such  a  scheme.  He  thought  that 
was  all  it  was  wise  and  practicable  for  them  to  do  this  year. 

The  amendment  was  then  withdrawn. 
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Married 

Capt.  Charles  Stewart  Touzeaet  Lavers,  D.F.C  ,  elder 
son  of  Mr.  and  Mrs.  C.  H.  Lavers,  Clarence  Hoad.  St.  Albans, 
■was  married  on  March  15,  at  The  Abbey,  St.  Alban?,  to  Elsie, 
younger  daughter  of  Mr.  and  Mrs.  A.  H.  Smith,  Norland, 
Woodstock  Road,  St.  Albans. 

To  be  Married 

The  engagement  is  announced  between  M.  Philip  E. 
Harrisson,  late  the  Buffs,  and  RAF.,  eldest  son  of  Major 
A.  H.  P.  Harrisson,  late  the  King's  Regiment,  and  Mrs. 


Harrisson,  of  Greenhill  Farm,  Farnhani,  Suirey,  and  Nesta, 
only  daughter  of  Mr,  and  Mrs.  F,  P.  Neve,  of  Johannesburg. 
South  Africa. 

A  marriage  has  been  arranged,  and  will  take  place  at  the 
Parish  Church  of  Lochbroom  on  June  7,  between  Sqdn.-Ldr. 
H.  A  Hewat,  R.A.F.,  M.S.,  younger  son  of  the  late  R  t* 
Hewat  and  of  Mrs.  Flewat,  2,  North  Charlotte  Street,  Edin¬ 
burgh,  and  iso  EE  I.  Margaret,  elder  daughter  of  Lieut. -Col. 
J.  W.  Fraser,  C.M.G.,  and  Mrs.  Fraser,  of  Leckmelm,  Uarve. 
Ross-shire. 


0 


0 


0 
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ROYAL  AERONAUTICAL  SOCIETY  NOTICES 


Lectures. — The  remaining  lectures  of  the 
present  session  are  as  follows  :  March  30, 
Capt.  G.  de  Havilland  on  ”  The  Design  of 
a  Commercial  Aeroplane " ;  on  April  6,  at 
5.30  p.m.,  M.  Louis  Breguet  will  read  a 
paper  on  ”  Aerodynamical  Efficiency  and  the 
Reduction  of  Air  Transport  Costs." 

Election  of  Members.— The  following  Mem¬ 
bers  were  elected  at  a  meeting  of  the  Council 
held  on  March  21  : — 

Associate  Fellow. — Squad. -Ldr.  J.  Sowrey,  A.F.C. 
Students.— G.  F.  Law,  A.  E.  Woodward  Nutt.  A.  D.  Pat- 
wardham,  E.  J.  D.  Townescnd,  T.  E.  Waldeck. 

Member, — Capt.  S.  H.  Starey. 

0  0 


Foreign  Members. — Lieut. -Cmdf  K.  Arisaka,  I  I  A  •  1  apt. 

D.  Tiselius,  R.S.N.  , 

Associate  Fellowship  Examination. — The  Council  have 
decided,  as  a  result  of  representation  which  has  been  made 
to  them,  to  hold  the  examination  for  Associate  Fellowship 
in  September  next,  instead  of  in  April  this  year,  as  it  has 
been  found  that  this  would  be  more  convenient  tor  the 
majority  of  Students  who  desire  to  sit  for  the  examination, 
owing  to  their  studies  having  been  delayed  by  the  M  ar 
Intending  applicants  should  forward  then  names  to  the. 
Secretary  not  later  than  July  31. 


0 


0 


W.  LOCKWOOD  MARSH. 
Secretary 


CELLON  DEVELOPMENTS 


“  Cerric  ” 

“  Doped  with  Cellon  ”  has  become  what  one  might  call  a 
standard  aeronautical  term,  meaning,  in  simple  language, 
that  the  fabric,  or  whatever  it  is,  has  received  a  special  treat¬ 
ment  whereby  it  is  rendered  fit  to  carry  out  its  functions. 
Our  readers,  however,  are  thoroughly  conversant  with  the 
nature  of  doping  fabrics,  etc.,  and  with  the  high  qualities 
of  Cellon,  but  we  venture  to  state  that  few  realise  the  enor¬ 
mous  amount  of  research  and  laboratory  work  entailed  in 
the  production  of  an  efficient  dope,  such  as  Cellon.  The 
manufacturers  of  the  latter  dope,  "  Cellon  (Richmond), 
Ltd.,”  have  during  the  past  dozen  years  or  so  carried  out  a 
considerable  amount  of  research  in  the  matter  of  the  various 
cellulose  constituents  suitable  for  use  as  aeroplane  dopes. 

As  a  result,  not  only  were  they  able  to  produce  a  full 
range  of  highly  efficient  dopes  suitable  for  all  conditions,  but 
the  extensive  knowledge  obtained  of  the  properties  of  the 
cellulose  and  other  components  involved  has  opened  up  a 
new  and  remarkably  wide  field  for  their  application  other 
than  for  aeroplanes  dopes.  Although  not  connected  directly 
with  aviation,  a  brief  reference  to  this  new  "  side  line  of 
Cellon’s  will,  we  think,  interest  many  of  our  readers.  It 
consists,  metaphorically  speaking,  of  various  processes  for 
”  doping  ”  innumerable  articles  of  everyday  use  and  so 
preserving  their  surface,  or  giving  them  an  artistic  finish. 

The  "  dope  "  employed  is  not  the  same  as  the  aeroplane 
dope,  but  varies  according  to  the  particular  use  to  which  it 
is  being  put.  In  each  case,  however,  cellulose  forms  the 
base  one  way  or  another,  and  a  thin  hard  film — polished  or 
matt — covers  the  surface  of  the  article  treated-  The  variety 
of  articles  that  can  be  treated — and  the  variety  in  character 
of  the  treatment — with  "  Cerric  ”  productions,  as  they  are 
called,  is  really  astonishing,  as  may  be  gathered  from  the 
following  examples  : — 

“  Cerric  ”  Enamels :  These  are  applicable  wherever  a 
matt  or  highly- finished  glossy  surface  is  required,  as  for 
fancy  boxes,  tins,  baskets  and  other  fancy  articles,  table 
tops,  trays,  ornaments,  etc.  The  enamels  are  made  in  all 
colours,  and  are  easily  and  quickly  applied  either  by  spray, 
brush  or  dipping;  they  dry — very  rapidly — with  an  egg¬ 
shell  "  finish,  a  glossy  surface  being  obtained  by  buffing  or 
by  a  final  coat  of  ”  Cerric  "  varnish.  "  Cerric  ”  enamels  are 
not  affected  by  hot  articles  standing  on  them,  nor  by  spirits, 
water,  petrol  or  oil.  We  have  seen  several  examples  of 
ordinary,  unglazed  clay  pottery,  treated  with  "  Cerric 
in  a  variety  of  colours,  glazed  and  matt,  and  it  must  be  admitted 


Productions 

that  the  finish  and  artistic  effect  were  equal  to  any  high-class 
fire-glazed  pottery ;  clay  pottery  so  treated  is  water-proof - 
•'  Cerric  "  White  Enamel,  or  ”  Porcelac."  gives  a  porcelam- 
like  surface  to  the  articles  to  which  it.  is  applied,  and  being 
antiseptic  and  washable  is  specially  suitable  for  surgical 
fittings,  sanitary,  and  hospital  furniture,  or  bath-room  ete.^ 
fittings.  ”  Cerric  Black  Enamels  give  "  Dead  Matt,"  “  Malt, 

"  Serai-Matt,”  or  ”  Glossy  ”  finishes,  and  do  not  require 
stoving,  and  do  not  chip  or  crack.  These  enamels  are  suitable 
for  motor  accessories,  lamps,  instruments,  and  woodwork. 

*'  Cerric  ”  Lacquers  greatly  facilitate  all  form?  of  lacquer 
work,  they  are  colourless,  and  may  be  applied  by  spray, 
brush  or  dipping  to  any  metal  article  without  affecting  its 
colour.  Coloured  lacquers  in  all  standard  shades  of  gold, 
or  any  special  colour,  are  also  produced. 

French  Polishing  is  an  exceedingly  tedious  process,  requiring 
also  no  small  amount  of  skill  for  the  best  results.  By  the 
use  of  ”  Cerric  ”  Wood  Solutions  exactly  similar  effects  may 
be  given  to  wood  surfaces  by  spraying,  instead  of  the  usual 
lengthy  operations  obtaining  in  French  Polishing,  but  with 
this  advantage  :  they  withstand  the  action  of  spirit,  water, 
petrol,  etc.,  and  are  not  effected  by  the  contact  with  hot 
articles.  They  are  transparent,  the  wood  being  treated 
with  '*  Cerric "  wood  filler,  and  then  stained  the  desired 
shade,  before  the  application  of  the  solution 

Bronzing — for  picture  frames,  mouldings,  mounts,  fur¬ 
niture,  fancy  goods,  etc. — may  also  be  done  by  means  of 
the  ”  Cerric  "  Bronzing  Medium,  which  gives  a  beautiful 
finish  that  does  not  crack  or  chip  and  prevents  tarnishing 
and  rusting.  A  metallic  powder  of  any  desired  shade  is 
mixed  with  ”  Cerric  ”  Medium  and  applied  to  the  article  by 
spray — or  special  Medium  can  be  supplied  for  applying  by 

brush  or  by  rollers.  ,  ,  „  .  , . 

Other  "  Cerric  ”  products  consist  of  Leather  Solutions 
in  black  and  all  colours  (the  leather  does  not  lose  its. 
flexibility  by  the  use  of  these  solutions)  ;  Artificial  Leather 
Solutions  for  leather  cloth  and  leatherette  paper,  in  all  colours, 
waterproof  and  flexible ;  Wall  Paper  Solutions,  Matt  01 
Gloss}',  also  waterproof;  transparent  colours  for  electric 
lamp  bulbs,  etc.  \  and  "  Cerric  ,J  Paper  Varnishes,  for  show 

cards,  posters,  etc.  ,  .  .  ,, 

Thus,  our  readers  will  see  that  the  uses  to  which  these 
various’  ”  Cerric  ”  products— originating  from  the  "  Cellon  ‘ 
Aeroplane  Dopes — can  be  put  are  many,  and  their  advantages 
over  existing  methods  very  considerable  in  several  cases.  - 
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London  Gazelle,  March  2 1,  1922 
General  Duties  Branch 

Flying  Offr.  E.  D,  H.  Davies  is  granted  a  permanent  tommn.,  retaining,  his 
present  substantive  rank  and  seny.  ;  Sept.  xG,  1919,  Gazette,  Sept.  16,  ttjirj, 
appointing  him  to  a  short  service  commn.  is  cancelled.  Flight  Celt.  G.  C. 
Shepherd,  having  successfully  passed  out  of  the  R.A.F.  (Cadet)  College,  is 
granted  a  permanent  c.ommn.  as  a  Pilot  Oftr.  ;  Feb.  27.  </.,  V.  A.  Burkn’all, 

late  Lt,,  the  Inniskilling  Drgns,,  is  granted  a  short  service  commn.  as  a  Flying 
Otfr.,  retaining  his  original  seny.  in  the  R.A.F.  ;  March  7.  W.  A.  Chase  is 
granteil  a  short  service  commn.  as  a  Flying  Offr.  with  effect  from  and  with 
seny.  of  March  7.  Flying  Oflr,  L.  H.  I.  Bril  is  placed  on  Retired  List  on  account 
ot  ill-health  ;  March  22,  Flying  Offr.  E.  S.  Robins  resigns  his  permanent 
cominn.  and  is  permitted  to  retain  rank  of  Lt.  ;  March  22.  Flight  Lt  B.  C. 
Meates  is  transferred  to  Reserve,  Class  A  ;  March  22. 

Medical  Service 

J  C.  T.  Fiddes,  M.B.,  is  granted  a  short  service  commn.  as  a  Flight  Lt.,  with 
effect  from  and  with  seny.  of  March  6.  Squadron  Ldr.  R.  1.  Roe,  O.B.E., 
M.B.,  relinquishes  his  short  service  commn.  on  account  of  ill  health,  and  is 
permitted  to  retain  rank  of  Maj .  -  March  22 

Stares  Branch 

The  follg.  are  granted  short  service  commns.  as  Flying  Offrs.,  with  effect 
from,  and  with  seny,  of,  Feb.  25  —  S.  A.  Martindale,  C.'  W.  Rugg,  C.  N.  Scott. 


1  he  follg.  arc  granted  short  service  commns.  for  Accountant  duties  as 
Flymg  Offrs.  on  probation  ;  Feb.  20  :-J.  Baines,  1.  J.  Calger,  F.  C.  Chalmers, 
y\.  L.  Ennis,  W.  F.  Fisher,  M.C.,  A.  W.  Gray.  R.  \V  Leamon,  W.  F  V 
Richards,  R.  G.  D.  Thomas,  A,  E.  Vautier,  M.C. 

Note.-  The  seny  of  offrs.  granted  commns.  in  the  Stores  Branch  for 
Accountant  duties  is  provisional  only.  The  final  seny.  list  of  all  suih  ofus 
will  be  promulgated  when  establishment  is  completed. 

Memoranda 

t  apt.  R.  H.  Moore  relinquishes  his  tempy.  commn.  on  censing  to  be  em¬ 
ployed,  and  is  permitted  to  retain  his  rank  ;  Feb.  15. 

The  permission  granted  to  Lt.  G.  G.  Moore  to  retain  his  rank  is  withdrawn 
on  his  joining  the  T.A. 

London  Gazette ,  March  24,  1922 
General  Purposes  Branch 

The  follg.  are  placed  on  half  pay,  Scale  B.— Flight  Lieut.  H.  G.  Bowen 
March  18.  Flying  Offr.  B.  Ankers,  D.C.M,  ;  March  13. 

Stores  Branch 

The  date  of  transfer  to  the  Stores  Branch  of  Flight  Lieut.  D.  W.  Wilson 
is  Jan.  T3  1921,  and  not  June  17,  1920,  as  Gazette,  May  24,  1921.  Fligtb 
Lieut.  H.  V .  Jerrard  is  restored  to  full  pay  from  half  pay  ;  March  20. 

Memorandum 

Sec.  Lieut.  R.  C.  Taylor  relinquishes  his  temp,  cornmn,  on  ceasing  to  be 
empld.,  and  is  permitted  to  retain  his  rank  ;  March  21,  1919. 


ROYAL  AIR  FORCE  INTELLIGENCE 


Appointments. — The  followiug  appointments  in  the  Royal  Air  Force  are 
notified  : — 

Gnnip  Captain  U.  J.  D.  Bourke,  C.M.G.,  from  Half  Pay  List  to  Command 
Inland  Area  Aircraft  Depfit  (Inland  Area).  10.4.22, 

Wing  Commander  J.  C.  Halahan.  C.B.E..  A.F.C.,  to  Command  R.A.F. 
School  (India).  9  w.2-2. 

Squadron  Lcaders.^A.  C  Winter,  O.B.E.,  from  No.  24  Squadron  (Inland 
Area)  to  No.  4  Flying  Training  School  (Middle  Fast  Area).  10.3.22.  M.  G.  B. 
Coperiiau  from  Armament  and  Gunnery  School  (Cadre)  (Inland  Area)  to 
Headquarters  (Middle  least  Area)  (Supernumerary).  To  command  No,  2 
Armoured  Car  Co.  (on  formation).  TO.3.22.  B  P.  Henry  de  Roeper,  A.F.C., 
from  School  of  Photography  (Inland  Area)  to  No.  1  Flying  Training  School 
(Inland  Area).  20.3.22.  H.  F..  Bell,  M.B.,  from  Headquarters  No.  it  (Irish) 
Wing  to  Headquarters.  R.A.F.,  Ireland.  17.2.22.  J.  T.  Whittaker,  M.C., 
from  RAF.  DcpOt  (inlaud  Area)  to  Command  No.  28  Squadron  (India). 

7.3.22.  H.  L  M.  Watkins,  A.F.C.,  from  Seaplane  Training  School  (Coastal 
Area)  to  Headquarters,  Iraq  Group  (Supernumerary).  To  command  R.A.F 
Rest  Camp  (on  formation).  7.3.22.  F.  C,  Williams,  O.B.F. ,  from  No.  4 
Stores  Depot  to  Headquarters,  Iraq  Group  (Supernumerary).  7.3.22.  W. 
Milleit,  from  Headquarters,  Inland  Area,  to  Headquarters,  Iraq  Group 
(Supernumerary).  7  3  22  C.  S.  Wynne- Fyton,  D.S.O.,  from  Headquarters, 
No,  it  (Irish)  Wing,  to  Headquarters,  R.A.F.,  Ireland.  17.2.22. 

Plight  Lieutenants. — P.  C.  Livingstone,  D.P.H  from  No.  28  Squadron 
(India)  to  No.  20  Squadron  (India)  16.10.21.  H.  Carmirhael  Irwin,  A.F.C., 
from  RAF.  Airship  Base  (Coastal  Area)  to  Headquarters  (Coastal  Area) 
(Supernumerary).  24.2.22  ,  and  to  R.A.F.  Base,  Leuchars,  13.3.22  W.  A. 
Kingston,  from  R.A.F.  Airship  Base  (Coastal  Area)  to  Headquarters  (Coastal 
Area).  (Supernumerary.)  Pending  closing  down  of  R.A.F.  Airship  Base. 
24*2.22.  S.  Nixon,  O.B.F.,,  from  R.A.F.  Airship  Base- (Coastal  Area)  to 
Headquarters  (Coastal  Area).  (Supernumerary.)  To  remain  attached  to 
Pulliam  Airship  Station.  24.2.22  J.  F.  M.  Atherlev,  from  R.A.F.  Depot 
(Inland  Area)  to  Armament  and  Gunnery  School  (Cadre)  (Inland  Area). 

24.3.22.  H.  V.  Drew,  A.F'.C.,  from  R.A.F,  Airship  Base  (Coastal  Area)  to 
No.  xo  Group  Headquarters  (Coastal  Area).  13.3.22.  L.  Whitworth, 
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A.F.C.,  from  R.A.F.  Airship  Base  (Coastal  Area)  to  R.A.F.  Depot  (Tnlatid 
Area).  15.3.22.  C.  FI.  N.  Nunn,  from  R.A.F.  Depet  (Inland  Area)  to 
Armament  and  Gunnery  School  (Inland  Area).  1.4.22.  J.  F.  Roche,  irom 
instrument  Design  Establishment  (Inland  Area)  to  Experimental  Section, 
Royal  Aircraft  Establishment  (Inland  Area).  1.4.22.  J.  C.  Thomas  Fiddes, 
M  B.,  to  Research  Laboratory  and  Medical  Officers’  School  of  Instruction 
(Inland  Area).  On  appointment  to  Short  Service  Commission.  6.3.22. 
K.  M.  King,  from  R.A.F.  Depot  (Inland  Area)  to  No.  207  Squadron  (Inland 
Area).  16.3.22  C.  B.  Cooke,  from  Inland  Area  Aircraft  Depfit  Inland 
Area)  to  Aircraft  Depf.t  (India).  7.3.22.  A.  P.  V.  Daly,  from  School  of 
technical  Training  (Men)  (Inland  Area)  to  No.  60  Squadron  (India).  7.3.22. 
A.  T  Williams,  from  Boys’  Wing  (Cranwell)  to  Headquarters,  Iraq  Group 
Supernumerary).  7.3.8=.  J-  Leacroft,  M.C.,  from  R.A.F  Cadet  College 
(r lying  \Ving)  (Cranwell)  to  Headquarters,  Iraq  Group  (Supernumerary). 
7. 3  22.  E.  L.  Ardley,  from  No.  27  Squadron  (India)  to  No.  1  Wing  Head- 
quarters  (India).  20.2.22.  J.  A.  Slater,  M.C..  D.F.C.,  from  No.  3  Flying 
framing  School  (Inland  Area)  to  No.  4  Flying  Training  School  (Middle  East 
Area).  8.3.22.  F.  M.  Rope,  from  Aeroplane  Experimental  Establishment 
(Coastal  Area)  to  Headquarters,  Iraq  Group.  7.3.22.  W.  R.  Cox,  M.C., 
A.F.C.,  from  R.A.F.  Cadet  College  (Flying  Wing)  (Cranwell)  to  Headquarters, 
Iraq  Group.  7.3.22.  C.  F.  Horsley,  M.C.,  from  No,  24  Squadron  (Inland 
Area)  to  Headquarters,  Iraq  Group.  7.3-22  H.  B.  Russell,  A.F.G.,  from 
No  39  Squadron  (Inland  Area)  to  Headquarters.  Iraq  Group.  7.3.22.  If.  E. 
P.  W iggles worth,  D.S.C.,  from  R.A.F.  Dep6t  (Inland  Area)  to  Inland  Area 
Aircraft  Dc-p6t  (Inland  Area).  20.3.22.  H.  J.  Roach,  A.F.C.,  from  R.A.F. 
Depot  (Inland  Area)  to  No.  1  School  of  Technical  Training  (Boys)  (Halton). 

20.3.22.  H.  G.  Bowen  from  R.A.F.  Depot  (Inland  Area)  to  Half-pay  List. 
.Pending  embarkation  overseas.  18.3.22.  H.  V.  Jerrard,  from  Half-Pay  List 
to  R.A.F.  DcpSt  (Inland  Area)  (Supernumerary).  20.3.22.  J.  C.  T.  Fiddes, 
M.B.,  from  Research  Laboratory  and  MedicaTOfficers  School  of  Instruction 
(Inland  Area)  to  R.A.F',  DepiU  (inland  Area).  20.3.22.  N.  S.  Douglas  from 
Egyptian  Group  Headquarters  (Middle  East  Area)  to  No.  56  Squadron 
(Middle  East  Area).  19.2.22.  L  W'anless-O’Gowan,  from  Staff  of  Military 
Attache,  1  okio,  to  R.A.F.  Depot  (Inland  Area)  (Supernumerary).  17. 1.22. 
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IN  PARLIAMENT 


Air  Attaches 

Mr.  Raper  asked  whether  France  has  decided  to  withdraw  her  Air 
Attaches  ? 

Captain  Guest  :  I  am  not  aware  of  any  general  withdrawal  by  France  «f 
her  Air  Attachfis,  but  their  number  has  been  recently  reduced  from  seven  to 
four. 

Mr.  Raper  •  Is  it  not  a  fact  that  France  has  withdrawn  her  Air  Attaches, 
and,  if  that  is  so,  will  he  then  agree  to  withdraw  our  Air  Attaches  ? 

Captain  Guest  :  No.  The  facts  do  not  bear  out  the  suggestion  of  the  bon. 
Member.  The  number  reduced  by  the  French  Government  is  from  seven  to 
four,  but  one  in  London  &till  remains. 
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Halton  Air  Station 

Mr.  Kendall  oh  March  20  asked  the  Secretary  of  State  for  Air  whether 
all  the  land  and  premises  owned  by  the  Government  at  Halton,  Dorset,  are 
now  occupied  by  the  Air  Ministry  *  if  not,  in  whose  hands  the  remainder  is  ; 
for  what  purposes  the  Air  Ministry  is  using  the  Flalton  property  ;  and  how 
many  airmen,  mechanics  and  cadets  he  intends  shall  be  stationed  at  Flalton 
when  the  buildings  mow  in  progress  are  completed? 

Capt.  Guest:  the  answer  to  the  first  and  second  questions  is,  about 
60  per  cent,  of  the  original  land  and  premises,  the  remainder  being  either 
sold  or  about  to  be  sold  by  the  Disposal  and  Liquidation  Commission;  to 
the  third,  as  a  training  station  for  mechanics  and  also  as  a  hospital  serving 
a  group  of  stations  ;  to  the  fourth,  about  3,000. 
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PUBLICATIONS  RECEIVED 


Acoustics  of  Moving  Sources  with  Application  to  Airscrews. 
By  Prof.  G.  H.  Bevan,  F.R.S.  Aeronautical  Research  Com¬ 
mittee  Reports  and  Memoranda,  No.  684.  August,  1920. 
London  1  H.M.  Stationery  Office.  Price  6 d.  net  (post  free 
7  d.)* 

Experiments  on  Rigid  Airship  “  R. 29.”  By  J  R.  Pannell 
and  A.  H.  Bell.  Aeronautical  Research  Committee  Reports 
and  Memoranda,  No.  675.  January,  1920.  London  ;  II.M. 
Stationery  Office.  Price  is.  bd.  net  (post  free  is.  l\d.). 

Technical  Note  No.  84.  New  Data  on  the  Laws  of  Fluid 
Resistance.  By  C.  Wieselsberger.  National  Advisory  Com¬ 
mittee  for  Aeronautics,  Navy  Building,  Washington,  D.C,, 
U.S.A. 

Technical  Note  No.  86.  Surface  Area  Coefficients  for  Airship 
Envelopes.  By  W.  S.  Diehl.  National  Advisory  Committee 
for  Aeronautics,  Navy  Buildings,  Washington,  D.C., 
U.S.A. 


Technical  Note  No.  89.  The  Choice  of  the  Speed  of  an 
Airship.  By  Max  M.  Munk.  National  Advisory  Committee 
for  Aeronautics,  Navy  Building,  Washington,  D.C.,  U.S.A. 

Report  No.  113,  Tests  on  Air  Propellers  in  Yaw.  National 
Advisory  Committee  for  2\.eronautics,  Navy  Building,  Wash¬ 
ington,  D.C.,  U.S.A. 

Report  No.  123 .  Simplified  Theory  of  the  Magneto.  National 
Advisory  Committee  for  Aeronautics,  Navy  Buildings, 
Washington,  D.C.,  LT.S.A. 

Report  No.  139.  Influence  of  Model  Surface  and  Air  Flow 
1  exture  on  Resistance  of  Aerodynamic  Bodies.  National 
Advisory  Committee  for  Aeronautics,  Navy  Building,  Washing¬ 
ton,  D.C.,  U.S.A. 

Report  op  the  Commercial,  Industrial  and  Economic  Situaticm 
of  Italy  in  December,  1921.  By  J.  H.  Henderson,  O.B.E. 
Department  of  Overseas  Trade.  London  ;  H.M.  Stationerv 
Office,  Price  is.  yd.  net, 
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“  Jupiters  ”  in  the 
0/400.  Since  being 
installed,  these  engines 
have  flown  for  some 
25  hours,  and  have 
proved  extremely 
powerful  and  reliable. 
With  a  total  load  which 
brought  the  all -on 
weight  of  the  machine 
up  to  12,000  lbs.,  the 
climb  to  3,000  ft.  was 
accomplished  in 
6  mins.  15  secs.  The 
engines  are  started  by 
means  of  the  Bristol 
gas-starfer. 
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THE  LONDON  AERO-MODELS  ASSOCIATION 

Competition  No.  5.  Mr.  F.  J.  Gamin’s  Cup.  Full  parti¬ 
culars  wall  be  published  later. 

Competition  No.  7.  Mr.  Felix  Kelly's  Cup.  For  best 
duration  in  a  single  flight  by  compressed-air  driven  model 
aeroplane.  Conditions  of  competition  as  follows  : — The 
holder  of  the  Cup  for  each  year  to  be  the  entrant  of  the 
machine  giving  the  best  performance  under  the  following 
conditions  : — 

(1)  Models  to  be  limited  to  those  driven  by  compressed  air. 

(2)  Minimum  weight  complete,  1  lb. 

(3)  Winning  flight  minimum  duration,  1  minute. 

(4)  Minimum  loading,  8  ozs..  equals  1  sq.  ft.  for  all  hori¬ 
zontal  surfaces.  In  the  case  of  a  dihedral  or  other  angle,  the 
area  of  such  surfaces  will  be  measured  separately. 

(5)  Machines  to  rise  off  the  ground  under  their  own  power. 

(6)  Flights  to  take  place  over  reasonably  level  ground. 

(7)  Machines  at  termination  of  flight  to  be  in  proper  flying 
condition,  and  shall  make  a  further  flight,  rising  oft  the 
ground,  of  at  least  15  secs,  to  prove  its  proper  flying  condition 
is  still  unimpaired. 

(8)  All  air  containers  to  be  inflated  by  pumps  operated  by 
physical  energy  only. 

(9)  At.  least  three  attempts  shall  be  allowed. 

The  Cup  is  won  outright  by  the  entrant  holding  it  for  three 
consecutive  years. 

The  competition  will  be  held  at  the  beginning  of  September. 
Actual  date  and  flying  ground  will  be  announced  in  due  course. 

Hampstead  Section 

Report  by  Official  Observer  (Mr.  C.  J  .  Burchell)  Members 
turned  up  in  good  numbers  cm  Sunday,  the  19th  inst.  Nearly 
every  member  present  had  a  machine  to  fly.  Messrs.  Rippon, 
Morannc,  Lansdown,  Whelpton,  Burchell,  Burchell,  Jun.. 
and  others  made  several  flights  and  obtained  plenty  of  prac¬ 
tice  in  view  of  the  forthcoming  competitions.  The  enthu¬ 
siasm  of  the  Hampstead  members  of  the  L..AM.A.  appears 
to  be  increasing  weekly.  Great  credit  is  due  to  the  recently 
joined  members  of  the  Association  who  are  building  models, 
the  workmanship  comparing  favourably  with  that  of  the 
older  members. 

m  m  m  m 
SIDE-WINDS 

Sir  Ross  Smith,  acting  no  doubt  on  the  results  he  obtained 
with  the  Smith  aviation  instruments  he  used  during  his 
Australian  flight,  is,  we  understand  from  S.  Smith  and  Sons, 
having  the  Vickers  “  Viking  ”  on  which  he  wall  attempt  the 
flight  round  the  world  fully  equipped  with  Smiths'  instru¬ 
ments.  These  will  include  the  following  :  Revolution  indi¬ 
cator,  air-speed  indicator,  altimeter,  oil  and  petrol  pressure 
gauges,  Cambridge  radiator  thermometers  and  Campbell- 
Bennett  aperiodic  compass. 

And,  of  course,  he  will  use  K.L.G.  sparking  plugs. 


AERONAUTICAL  PATENT  SPECIFICATIONS 

Abbreviations:  cyl.  **  cylinder;  I.C.  -"internal  combustion;  rn.  =•  motors 
The  numbers  in  brackets  are  those  under  which  the  Speci6cations  will 
be  printed  and  abridged,  etc. 

APPLIED  FOR  IN  1920 

Published  March  40,  1922 

32,173.  C.  S.  Cooksox.  Si  row  propellers.  (1.76,066.) 

35,997.  Srr.RRs  Gyroscope  Co.  Gyroscopic  compasses.  (151,018.) 

34,467,  E.  F.  Burriu.  and  C.  M.  Broke.  Propelling  and  sustaining  appara¬ 
tus  for  aircraft,  (r 54,929.) 

APPLIED  FOR  IN  1921 

Published  March  30,  1922 

T,6b~.  A.  L.  Fi  attcm.  Aerial  propellers.  (157,956  ) 

If  you  require  anything  pertaining  to  aviation,  study 
“Flight’s”  Buyers’  Guide  and  Trade  Directory, 
which  appears  in  our  advertisement  pages  each 
week  (see  pages  ill  and  xiv). 

NOTICE  TO  ADVERTISERS 
All  Advertisement  Copy  and  Blocks  must  be 
delivered  at  the  Offices  of  “Flight,"  36,  Great 
Queen  Street,  Kings  way,  W.C.  2,  not  later  than 
12  o’clock  on  Saturday  in  each  week  for  the  following 
week’s  issue. 


FLIGHT 

The  Aircraft  Engineer  and  Airships 
36.  GREAT  QUEEN  STREET.  KINGSWAY,  W.C.  2. 
Telegraphic  address  ;  Truditur,  Westcent,  London. 
Telephone  :  Gerrard  1828. 


SUBSCRIPTION  RATES 

"  Flight  ”  will  be  forwarded,  post  free,  at  the  following  rates  : — 
United  Kingdom  Abroad* 

s,  d.  s.  d. 

3  Months,  Post  Free...  77  3  Months,  Post  Free...  8  3 

6  „  ...15  26,,  „  ...16  6 

12  I,  i.  •••3®  4  ^  »»  »»  ’"33  ® 

These  rates  are  subject  to  any  alteration  found  necessary 
under  abnormal  conditions  and  to  increases  in  postage  rates. 
*  European  subscriptions  must  be  remitted  in  British  currency 

Cheques  and  Post  Office  Orders  should  be  made  payable  to  the 
Proprietors  of  “  Flight,’*  36,  Great  Queen  Street,  Kingsway, 
W.C,  2,  and  crossed  London  County  and  Westminster  Bank, 
otherwise  no  responsibility  unll  be  accepted. 

Should  any  difficulty  be  experienced  in  procuring  ”  Flight  ” 
from  local  newsvendors,  intending  readers  can  obtain  each  issue 
direct  from  the  Publishing  Office,  by  forwarding  remittance  as 
above, 
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FLIGHT  BUYERS’  GUIDE  AND  TRADE  DIRECTORY-«wtfmwrf 


leather  cloth- 

New  Pegamoid  Ltd-,  13^,  Queen  Victoria  St.,  E.C. 

City  9704  (?  lines). 
“Pegamoid,"  Phone.  London. 


LUBRICATING  OILS 

Wakefield,  C.  C.,  &  Co..  Ltd.,  Cheapside,  F.C.  ». 
Central  uj6  (3  lines);  “  Cheery,"  Cent.  London. 


MACHINING— 

Arnott  &  Harrison,  Ltd.,  Hythe  Road,  Willesden 
junction.  Willesden  1397. 

Monk  Engineering  C®.,  Ltd,,  Coventry. 

Coventry  307  ;  "  Assistance,"  Coventry. 


MAGNETOS 

British  Thomson- Houston  Co.,  Ltd.,  Lower  Ford 
Street,  Coventry. 

Telephone  278  “  Asteroioai,"  Coventry. 


METALS  (Anti-Frictioo) 

Hoy*  Metal  Co.,  Ltd.,  Deodar  Road,  Putney, 
S.W.  *5-  Putney  *3*3. 


METAL  PARTS  AND  FITTINGS 

Brown  Bros.,  Ltd.,  Great  Eastern  Street,  London, 
E.C.  a. 

Graham*- White  Company,  Ltd.,  Hendon,  N.W.  9. 

Kingsbury  00. 

London  Office :  12,  Regent  Street,  Pall  Mall, 
S-W.  r.  _  Regent  0084. 

Monk  Engineering  Co«  High  St.,  Coventry. 

Coventry  807 3  **  Assistance,  '  Coventry’. 
Rubery.  Owen  &  Co.,  Darlaston. 

Harlaston  3;  ;  “  Roofs,"  Darlaston. 


MODELS— 

(ones.  A.  E.,  Ltd.,  25,  F.\tltin|t  Rrcid.  Camden 
Town,  N.W.  j.J 


MOTOR  CARS  AND  MOTOR  BICYCLES  - 

Anto-Cartiers-  O911).  Ltd.,  iffr-iSa,  Hercules  Rd.. 
Westminster  Bridge  Road.  London.  S.F..  , . 


NIGHT  LANDING  LIGHTS 

Allen .Liversidge,  Ltd.,  amalgamated  with  Imperial 
Li^ht.  Ltd.,  to6,  Victoria  St..  S.W.  r. 

\  ictorla  4x55  ;  “  Aceterator,”  So  west,  I.ondon. 


(Ctntinutd /rom  p.  xivj 

PARACHUTES 

E.  R.  Calthrop's  Aerial  Patents,  Ltd.,  423a, 
Edgware  Road,  London,  W,  2 

Paddington  6332. 


PETROL- 

Anglo-, American  Oil  Co.,  Ltd.  (Pratt's),  Queen 
Anne's  Gate,  S.W.  t. 

Shell -Me*  Ltd.,  Shell  Corner,  Kingsway,  W.C. 2. 
Holhom  2303-4  ;  “SheWne."  Westoem  London. 


PHOSPHOR  BRONZE  AND  GUNMETAL- 

Clifford,  Charles,  &  Son,  Ltd.,  Frweley  Street 
Mills.  Birmingham. 

Central  3634  (4 lines);  “  Clifford,”  Birmingham. 
Keeling,  A.  !>.,  Ltd.,  Caroline  Street, 
Birmingham. 

Central  440  (j  lines);  “  Nickel,"  Birmingham. 


PHOTOCRAPHIC  APPARATUS 

Kodak,  Ltd.  (Wratten  I»iv.),  Kingsway,  W.C.  2- 


PROPELLERS- 

Falcon  Airscrew  Co.,  113,  Cottenharo  Road, 
Holloway,  N.  19.  Hornsey  910  &  2472. 

Lang  Propeller  Ltd.,  Wey  bridge,  Surrey. 

530*521,  VVeyhridge ;  '*  Aerosticks,"  Weybridge. 


RADIATORS  AND  RADIATOR  REPAIRS— 

Serck  Radiators,  Ltd,,  Warwick  Road,  Greet, 
Birmingham. 

Victoria  53*  (3  lines);  “Nerleak,"  Birmingham. 


SHEET  METAL  WORK  STAMPINGS  AND 
PRESSINGS 

Rubery,  Owen  &  Co.,  Darlastoti. 

Oat  laston  S7  ;  “  Roofs.”  Darlaston. 


SPARKING  PLUGS— 

Robinhood  K.ngineering  Works,  Ltd,,  The,  Putney 
Vale,  S.W.  *5.  Putney  2132,  2x33. 

11  Knalgee,”  Phone,  London. 


SPRAYING  PLANT  - 

Aerograph  Co.,  Ltd.,  43.  Holhorn  Viaduct.. 
E.C.  t. 

,  t  Hoi  born  204c ;  '•  Aerograph  y,”  Londor  . 
Midland  f  an  Co. .  Ltd.,  46,Aston  Rd.,Birminghan  . 

Central  3463;  “Blast,"  Birrninghan  _ 


STABILIZERS 

Auto  Controls,  Ltd.,  19,  Regent  Street,  Piccadilly 
Circus,  London,  S.W.  1.  Regent  3649. 


TAPES  AND  WEBBING-  . 

Mac  Lennon,  John,  &  Co..  115,  Newgate  St,,  E.C.i. 
City  3115;  “  Vanduara,”  Cent.  London 

TESTING— 

Tait-Cox  &  James,  c/o  S.  Heckstall  Smith, F.  K  .Ae.S. 
4,  Golden  Square,  W.  Gerrard  3489. 

TIMBER— 

Owen,  Joseph,  &  Son,  Boro’  High  Street,  S.E. 

Hop  33ti;  *.*  Bucheron,"  London. 


TUBES,  ALUMINIUM 

British  Aluminium  Co.,  Ltd.,  The,  too,  Queen 
Victoria  St.,  London. 

City  2676;  “Cryolite,"  Cent.  London. 


TYRES  AND  WHEELS- 

Palmer  Tyre,  Ltd.,  Shaftesbury  Avenue,  W.C.  2. 
Gerrard  1214;  “  Tyricord,"  Westcent,  London. 


VARNISHES  AND  COLOURS— 

The  British  Emaillite  Co,,  Ltd..  Brentfield  Road, 
Stonehridge  Park,  N.W.  to. 

Willesden  2346  and  2347  ; 
“  Ridleypren,"  London. 
Naylor  Bros.,  Ltd.,  Slough,  Bucks, 

Slough  228  ;  “  Naylor,"  Slough. 


WELDINGS,  REPAIRS 

Barimar,  Ltd.,  to,  Poland  St.,  London,  W.  t. 

Gerrard  8173  »  “  Bariquamar,"  Reg,  London, 


WIND  SHIELDS  - 

Auster,  Limited,  *33,  Long  Ace,  W.C.  2. 


WIRES  AND  CABLES  (Aeroplane*  )- 

Bullivants,  Ltd.,  72,  Mark  Lane,  E.C.  3. 

Works:  Mill  wall,  E.  14. 
Clifford  &Sons,  Ltd.,  Birmingham. 


RING  UP  CHISWICK  2000  (10  linn) 

For  everything  Electrical  in  connection  with  Aircraft. 

C.  A.  VANDERVELL  &  Co.,  Ltd., 

Acton  -  -  London,  W.  3. 


ALUMINIUM  PISTONS 

—  AND  - 

STRUT-PACKING  PIECES 

To  AXD.  Requirements. 

The  LONDON  DIE  CASTING  FOUNDRY,  Ltd., 

Tremlett  Grove,  Junction  Road,  Holloway,  N.  19. 

‘Phone — Hornsey  1580.  Tube  Station— Highgatk. 


When  oommunicating  with  advertisers,  mention  of  14  Flight  ”  will  ensure  special  attention . 
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1909  The  first  circular  mile  flown  in  Great  Britain  was  with  a  Green  Engine* 

1 909  to  1919  A  long  list  of  record  flights. 

1919  One  35  h.p.  Green-Avro-Baby  competed  and  won  the  Aerial  Derby  Handicap. 

1920  Two  35  h.p.  Green- Avro-Babys  competed  with  14  other  Competitors  and 
won  1st  and  2nd  prizes  in  the  Aerial  Derby  Handicap. 

1920  Green-Avro-Baby  flies  to  Rome  and  ;back,  including  a  non-stop  flight  from 
Croydon  to  Turin. 

192 1  Green-Avro-Baby  flies  from  Sydney  to  Bundaberg,  non-stop  flight,  nearly 
800  miles  in  9  hours. 

The  Pioneer  in  1909. 
Still  going  strong  in  1922. 


THE  GREEN  ENGINE  Co.,  Ltd., 
166,  Piccadilly,  W.  1. 


T  ,  ,  f  Gerrard  8165. 

Telephones  Richmond  1293. 


Telegrams  :  “  Airenginc,  London.” 
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THE  ORIGINAL  NON-POISONOUS 
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Japes  Webs  (ords#  Threads 


IN  ALL  QUALITIES  SUITABLE  FOR  AIRCRAFT  CONSTRUCTION 

DELIVERY  FROM  STOCK 

John  Maclennan  &  C? 

115  NEWGATE  ST..  LONDON,  E  C.I. 


RIGGING 

f  The  Erection  and  Trueing-up  of  Aeroplanes. 

By  F.  W.  HALLIWELL,  A.M.I.A.E. 

Flight  Office, 

36,  Gt.  Queen  St.,  Kingsway,  W.C.  2. 
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(It  is  a  fund  of 
information.) 


When  the  speed  record  for  the 
world  was  regained  for  Great 
Britain  by  Mr.  J.  James,  on  a 
u  Bamel  *  ’  ( Napier  -  Gloucester¬ 
shire)  machine ,  “  K.L.G. 99  Plugs 
were  used. 


“All  were  available  ‘  K.L.G.*  were  chosen. ,f 


A  PR  II.  6,  1922 


^RCRA^^MlALrac6MPANY,  LIMITED: 


IRegent  House,  Kingsway,  London,  W.C.2 
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THE  WORLD’S  AIRCRAFT 


BRITISH  AIRCRAFT 

supplied  bv 

THE  AIRCRAFT  DISPOSAL  Co.,  Ltd. 


IN  THE  BRITISH  COLONIES 

AUSTRALIA  INDIA 

CANADA  SOUTH  AFRICA 

NEW  ZEALAND 


AND  FOLLOWING  COUNTRIES 


ARGENTINE 
BELGIUM 
BRAZIL 
CHILI 
CHINA 
DENMARK 
DUTCH  EAST 
INDIES 
ESTHONIA 
GREECE 
GUATEMALA 
HOLLAND 


HONDURAS 
JAPAN 
LITHUANIA 
NORWAY 
PERU 
POLAND 
PORTUGAL 
ROUMANIA 
SPAIN 
SWEDEN 
SWITZERLAND 
URUGUAY,  etc.,  etc. 
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•>  RO  MACRIRE  LEAVES  WAIDOR  WORM  UTIL  IT  HAS  BEER  TESTED. 


epceifVcaU***  and  ro#  all  type*  o«  IM-iflt*  •‘'J1'5**** 

Grad*  Amro  Rnflnaa,  Spar*  Part*,  Imtrvmcntt  And  Acc#»aorl»A,  *t>r  IMMEDlATl 
^  OlUVCPTY  A#»*UC*tlOA 


STEELWORK  tor  FACTORIES 


Do  you  contemplate  extending 
your  works  or  require  designs 
for  extensions  in  the  near 
future?  Being  experts 

in  Constructional  Steelwork  of 
many  years’  experience, 
we  can  give  you  sound  and 
practical  advice  which  will 

save  you  not  only 
trouble  but  expense. 


Get  in  touch  with  us. 


ARCHIBALD  D.  DAWNAY  \.?£s’ 

STEELWORKS  ROAD,  BATTERSEA,  S.W.  11. 


Telegrams— “  Da  wnay,  Batt square, 

AND  AT  EAST  MOORS,  CARDIFF.  London  ” 


Telephone  Battersea  10M  (3  lines). 


Telephone— Cardiff  2SS7. 


Telegrams — ’*  Davraay,  Cardiff-” 


When  communicating  with  advertisers,  mention  of  “Flight”  will  ensure  special  attention . 
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Founder  and  Editor  :  STANLEY  SPOONER 
A  Journal  devoted  lo  the  Interests,  Practice,  and  Progress  of  Aerial  Locomotion  and  Transport 
OFFICIAL  ORGAN  OF  THE  ROYAL  AERO  CLUB  OF  THE  UNITED  KINGDOM 


No  6<>3.  (No.  14,  Vol.  XIV.) 


April  6,  1922 


. ,  Price  6d, 
Post  free,  7d. 


Flight, 

Thi  Aircraft  Engineer  and  Airships 
HJiterial  Offices:  36,  GREAT  QUEEN  STREET,  KINGSWAY,  W.C.  j 
Telegrams  :  TrurliUir,  Westcent,  London.  Telephone  :  Gerrard  r8a« 

it  ,  Aonual  Subscription  Rate?,  Post  l*tee  : 

United  Kingdom  ..  3 01,44.  Abroad  ..  33s.  od.» 

1  bese  rate<  are  subject  to  *ny  alteration  touod  necessary  under  abnorrnai 
conditions  and  to  increases  in  postage  rates 

•  European  subscription*  must  be  remitted  in  Jirilish  currency 
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Can  It  be  Done?  .  , . 
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DIARY  OF  FORTHCOMING  EVENTS 

0  lub  Secretaries  and  ethers  desirous  i.J  announcing  the  dales 

of  important  fixtures  ate  invited  to  send  particulars  for 
inclusion  in  the  jolLmng  list: 

1922. 

April  6  .... 

Lecture,  “  Aerodynamical  Efficiency,”  by 

M.  Louis  Bregnet,  before  R  Ae.S. 

April  7  .... 

Lectnre,  “  Some  Outstanding  Problems  in 
Aeronautics,”  by  Professor  L.  Bairstow, 
before  Students'  Section,  R.Ae.S. 

April  17  .... 

R.Ae.C.  Race  Meetiug,  at  Waddon 

April  17-19 

Seaplane  Contest,  Marseilles 

June  1  .... 

EntrieB  dose  for  Schneider  Cup  Race 

June  5  .... 

R.Ae.C.  Easter  Race  Meeting,  at  Waddon 

June  23-25 

International  Competition  lor  Touring  Aero¬ 
planes,  Brussels 

July  6-20 

French  Gliding  Competition 

Aug.  6  .... 

Gordon-Bennett  Balloon  Race.  Geneva 

Auk.  7  .... 

R.Ae.C.  Race  Meeting,  at  Waddon 

Aug.  (last 

fortnight) 

Schneider  Cup  Seaplane  Race,  at  Naples 

Sept. 

Tyrrhenian  Cup,  Italy 

8ept . 

Italian  Grand  Prix 

Sept,  or  Oct. 

R.Ae.C.  Race  Meeting,  at  Waddon 

Sept.  22  ... 

Coupe  Deutsche  (300  kil.) 

1923. 

Dec.  1 

Entries  Close  for  French  Aero  Engine  Com¬ 
petition 

1924. 

Mar.  1  .... 

French  Aero  Engino  Competition. 

INDEX  FOR  VOL.  XIII. 

The  Index  for  Vol.  XIII  of  FLIGHT  (January 
to  December,  1921)  is  now  ready,  and  can  be 
obtained  from  the  Publishers,  36,  Great  Queen 
Street,  Kingsway,  W.C.  2.  Price  Is.  per  copy. 
(Is.  Id.  post  free). 


EDITORIAL-  COMMENT 

FOLLOWING  as  it  did  so  closeljr  upon 
the  announcement  ol  the  handing 
over  to  the  Disposals  Board  of  all 
airships  and  airship  material,  the  news 
of  the  very  serious  attempt  to  form  a 
company  foi  the  carrying  out  of  an 
airship  mail  and  passenger  service  to 
India  and  Australia  probably  came  as 
a  surprise  to  most  people.  It  was  generally  thought 
that,  what  with  South  Africa  and  then  India  turning 
down  the  airship  proposition,  the  whole 
Airship  huestion  "’as  deferred  till  belter  times 
scheme  J  he  new  scheme,  having  the  backing  of 
,  Such  very  solid  and  influential  firms  as 
Vickers  and  the  Shell  motor  spirit  group,  is  a  welcome 
sign  of  faith  in  the  future  of  the  airship. 

With  reference  to  the  scheme,  which  is  briefly 
indicated  elsewhere  in  this  issue,  this  calls  for  a  total 
capital  of  £4,000,000,  which  is  not  by  any  means  an 
unduly  large  amount  wherewith  to  start  a  service  to 
the  other  side  of  the  world.  It  will  be  noticed  that 
no  capital  outlay  is  asked  for  from  the  Government, 
but  merely  a  contingent  liability,  in  the  form  of  a 
guarantee  of  interest,  of  £91,000  per  annum  until 
such  time  as  the  undertaking  is  able  to  pay  the 
interest  itself.  This  period  is  estimated  by  experts 
at  lour  to  five  years.  It  is  proposed  that  India  and 
Australia  should  undertake  a  similar  guarantee  of 
interest,  but  only  to  the  extent  of  £40,000  each,  or 
amounts  which  are  thought  to  correspond  with  the 
benefits  to  be  derived  from  the  services  by  the  three 
countries. 

I11  view  of  the  fact  that,  as  Maj.  Scott  stated  at  the 
recent  Air  Conference,  we  shall  be  forced  to  take  up 
airships  again  in  a  few  years'  time  whether  wre  like  it 
or  not,  a  fact  which  has  not  been  disputed,  it  would 
seem  that  the  Government  cannot  well  turn  down 
this  proposal,  w'hieh  would  have  the  effect  of  creating 
a  commercial  airship  service  which  could  not  fail  to 
he  of  the  greatest  importance  as  a  reserve  in  personnel 
and  materiel  against  an  emergency.  Even  in  the 
event  of  the  Governments  having  to  hand  over  the 
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entire  guarantees  of  £171,000  per  annum,' the  price 
would  be  a  small  enough  one  to  pay  for  the  benefits, 
from  an  Imperial  point  of  view,  of  such  services.  '  1 
It  should  not  be  forgotten  that  the  starting  of  such 
an  airship  service  would  have  an  accumulative  effect 
on  commercial  aviation  in  general,  because  once  the 
airship  service  was  started,  branch  or  feeder  lines 
operated  with  aeroplanes  or  seaplanes  would  be 
established  almost  at  once.  In  this  way  a  network 
of  aerial  routes  would  come  into  being,  which  would 
be  of  the  most  far-reaching  importance  as  an  item  in 


routes  to  different  parts  of  the  Empire,  it  is  difficult 
to  see  how  one  can  leave  out  the  airship,  which  is  the 
long-distance  aircraft  par  excellence.  On  the  other 
hand,  once  the  greatest  distances  between  parts  of 
the.  Empire  are  linked  up  by  airships,  the  development 
of  heavier-than-aircraft  services  within  the  Dominions 
and  Colonies  will  follow  as  a  matter  of  course. 

At  the  moment  of  writing  the  Air  Council  has  not 
announced  its  views  in  this  matter,  but  we  really 
cannot  see  on  what  grounds  it  could  refuse  its  co¬ 
operation.  The  handing  over  of  existing  airships  and 
material  would  certainly  not  mean  a  great  loss  to  the 
nation,  as  the  ships  and  equipment  would  not  be 
likely  to  fetch  very  much  as  scrap.  On  the  other 
hand,  although  existing  ships  would  be  useless  for 
the  service,  they  would  form  a  very  good  fleet  for 
training  and  similar  purposes.  A  further  point  for 
the  Government  to  consider  is  that  the  saving  in 
dole  money  by  reason  of  the  building  of  new  airships 
might  easily  exceed  the  amount  of  the  interest  they  arc 
asked  to  guarantee. 


The  Ships  With  regard  to  the  airships  which  it  is 
to  be  Used  proposed  to  build  for  the  projected 


services,  these  appear  to  us  somewhat 
ambitious.  It  is  now  generally  admitted  that  before 
we  can  with  certainty  and  safety  build  ships  larger 
than  2,500,000  cubic  ft.  further  research  is  necessary. 
It  is  a  big  jump  from  2,500,000  cubic  ft.  to  3,800,000 
cubic  ft.,  and  if  the  Government  agrees  to  the  suggested 
scheme,  it  might  be  advisable  to  use  one  or  two  of  the 
existing  airships  for  purposes  of  full-scale  research, 
of  which,  we  believe,  not  a  very  great  amount  is 
required  in  order  to  establish  certain  fundamental 
principles  in  design.  Failing  this,  we  are  afraid  that 
the  construction  of  an  airship  of  close  on  four  million 
cubic  feet  will  be  somewhat  of  an  experiment,  and 
might  easily  prove  a  very  expensive  one.  If  the 
airship  service  is  to  be  a  success  it  is  of  the  utmost 
importance  that  public  confidence  should  not  be 
shaken  at  the  beginning  by  any  untoward  incident. 


The 

Projected 

Route 


It  is  expected  that  the  new  large  airships 
will  be  capable  of  a  speed  of  70  knots,  but 
as  stops  have  to  be  made  en  route,  and 
an  allowance  of  six  hours  at  each  moor¬ 
ing  mast  has  been  made,  the  average  speed  has  been 
put  at  the  conservative  figure  of  40  knots.  This 
would  mean  that  the  journey  to  Bombay  would 
occupy  5J  days,  as  against  the  present  17  days. 
Rangoon,  instead  of  being  22  days  from  London, 
would  be  brought  within  7-J  days,  Hong  Kong  should 
be  reached  in  8|  days — it  now  takes  about  4!  weeks  ; 
and  Perth,  in  Australia,  should  be  within  11  or  12 
days  of  London.  This  represents  in  the  case  of  Perth 
a  saving  of  between  a  fortnight  and  three  weeks,  and 
by  the  time  overland  air  services  by  aeroplanes  had 


been  established  Southern  Australia  should  be  brought 
correspondingly  nearer  to  London.  The  gain  in  time 
over  the  whole  route  is  such  that  both  for  mails  and 
passengers  there  should  be  no  lack  of  public  support 
of  the  scheme,  quite  apart  from  any  consideration 
of  the  advantages  from  the  point  of  view  of  Imperial 
defence. 


Can  It 
be  Done  ? 


Imperial  defence.  If  we  are  to  have  “  all- red  '  air 


We  have  already  referred  to  the  fact 
that  we  do  not  consider  it  possible  to 
build  airships  of  close  upon  four  million 
cubic  feet  until  further  research  has  been  made,  and 
have  suggested  that  one  or  two  of  the  existing  airships 
should  be  used  for  research  on  full  scale.  There  is 
another  item  in  the  scheme  which  appears  to  us 
somewhat  doubtful.  It  has  been  stated  that  the  new 
airships  can  be  built  at  a  cost  of  £125,000  to  £150,000. 
Where  ?  Certainly  not  in  this  country.  We  presume 
it  is  not  intended  to  buy  the  ships  from  Germany,  and 
the  possibility  of  building  a  ship  of  3,Soo,ooo  cubic  ft. 
capacity  for  £150,000  in  this  country  is,  it  seems  to 
us,  very  much  open  to  doubt.  Germany  during  the 
War  had  exceptional  production  facilities — turning 
out,  we  believe,  a  complete  rigid  airship  in  something 
like  two  months.  Even  then  the  cost  of  a  ship  was 
generally  admitted  to  be  approximately  £250,000, 
and  the  ships  then  built  were  certainly  very  much 
smaller  than  the  type  contemplated  for  the  new  airship 
service.  However,  even  if  the  cost  should  exceed  the 
suggested  figure,  improvements  are  in  sight  which 
will  materially  reduce  the  running  costs.  One  of  the 
chief  among  these  is  the  use  of  hydrogen,  in  conjunc¬ 
tion  with  petrol,  as  fuel.  It  has  been  estimated  that 
this  will  increase  the  paying  load  by  40  per  cent.  In 
the  estimates  placed  before  the  Dominion  Premiers 
the  production  of  hydrogen  was  taken  as  costing 
20s.  per  1,000  cubic  ft,  whereas  with  modern  methods 
it  is  thought  that  this  can  be  reduced  to  about  4s. 
per  1,000  cubic  ft.  There  are  other  improvements 
which  may  reasonably  be  counted  upon  within  the 
next  few  years,  and  so  probably  the  estimated  figures 
of  costs  will  prove  somewhere  near  the  mark,  even  if 
the  relative  amounts  of  the  different  items  may  have 
to  be  given  a  somewhat  different  allocation. 

Taking  everything  into  consideration,  we  think  the 
proposed  scheme  deserves  every  support,  and  we  hope 
— even  if  it  demands  certain  modifications  in  detail — 
the  Air  Council  will  decide  to  support  the  scheme 
somewhat  in  the  manner  suggested. 


The 


On  another  page  of  this  issue  of  Flight 
will  be  found  copies  of  the  correspond- 
Resi^"ation  ence  which  passed  between  Maj.-Gen. 
General  Sir  Frederick  Sykes  and  Capt.  Guest, 
Sykes  referring  to  the  resignation  of  the  former 
as  Controller-General  of  Civil  Aviation 
on  the  expiration  of  his  term  of  office.  It  had  been 
thought  that  Sir  Frederick  would  accept  the  offer  of 
the  Secretary  of  State  for  Air  to  remain  in  office 
for  another  year,  but  this  he  has  now  declined  to  do, 
and  his  resignation  has  been  accepted. 

It  has  been  alleged  in  certain  quarters  that  the 
present  state  of  civil  aviation  was  due  to  Sir  Frederick's 
handling  of  the  Government's  side  of  it.  With  that 
view  we  have  never  agreed,  and  that  civil  aviation 
fell  on  evil  days  wras  due  to  the  Treasury  limitations 
imposed  upon  the  department  rather  than  to  any 
fault  on  the  part  of  the  Department  itself.  They 
had  to  administer  a  policy,  but  were  not  to  blame 
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fur  that  policy,  and  in  the  administration  of  it  we 
tiiink  it  will  be  agreed  by  every  one  who  has  had 
anything  to  do  with  the  C.G.C.A.  that:  very  great 
sympathy  and  courtesy  has  always  been  shown.  We 
do  not  know  what  plans  Sir  Frederick  Sykes  has  for 
the  future,  but  we  do  desire  to  express’ to  him  our 
thanks  lor  his  conscientious  work  in  the  Civil  Aviation 
Department,  and  wish  him  all  good  luck  in  whatever 
direction  he  may  decide  to  apply  his  great  gifts  as 
an  organiser. 

So  tar  no  successor  to  Sir  Frederick  Sykes  has  been 
appointed,  and  it  is  doubtful  whether  any  will  be 
appointed.  Rather  do  we  expect  that  the  office  will 


<$> 


<$> 


>c  allowed  to  lapse-  at  any  rate,  in  its  present  form, 
apt.  Guest,  in  his  remarks  introductory  to  the  Air 
estimates  debate,  outlined  a  scheme  of  reorganisation 
oi  the  administrative  side  of  the  Air  Ministry, 
xrobably  now  that  Sir  Frederick  has  resigned,  the 
department  of  Civil  Aviation  will  be  placed,  not 
under  a  Controller-General,  but  under  a  Director, 
possibly  with  the  title  Director  of  Civil  Aviation. 
If  that  prove  to  be  the  intention  of  the  Government, 
we  trust  that  the  new  D.  of  C.A.  wall  be  given  a  seat 
on  the  Air  Council,  as  otherwise  there  would  appear 
to  be  a  danger  of  Civil  Aviation  becoming  too  much 
ot  a  sub-department  of  the  service  side  of  aviation. 

<$>  <$> 


RESIGNATION  OF  SIR  FREDERICK  SYKES 

ZT‘rC'.'}™  A!*!.  '♦•>«  Maj,-Geo,  Sir 


Sykes'  G.B.E.;  K CR. Em.G.7  b. g 
mK000  ?  ^ J0n  1  roHcr-Gflaiera I  of  Civil  Aviation,  on  the 
-xpirahon 1  of  the  term  for  which  he  was  originally  appointed. 

sJrcHrv  cforrfP°ndi,-«Cc  has  Passpd  between  the 

Secretary  of  State  for  Air  and  Sir  Frederick  Sykes 

Dear  Guest,  AlR  Ministrv' *  *9** 

y°,Ur  nt]V^um  to  continue  in  my  position 
as  Controller-Genera!  of  Civil  Aviation  for  another  year 

,nJ,ltatl,)n[  was  conveyed  to  me  in  a  letter  received  late 
.»  -Monday  night  (the  20th  inst.)  and  it  was  necessary  for  me 
to  give  a  decision  before  your  statement  in  the  House  of 
Common8  on  Tuesday  (the  ,.st),  I  had,  therefore  very 
r  C?nT&,clcration'  ;ind.  a*  1  intimated  to  you  on 
in Th !  ‘  *  ’ 1  was  PccPared-  because  of  my  keen  interest 

in  tn<  air,  to  accept  it.  Un  reconsideration,  however.  I  have 
now  come  definitely  to  the  conclusion  'hat,  owing  to  the  very 
small  scale  to  which  you  have  found  it  necessary  to  reduce 
the  Department  of  Civil  Aviation,  there  is  no  scope  for  such  a 
m'ne-  and  lha*  I  would  not  be  justified  in  con- 

iirr.mf^r0  f°r  a,  ytor  t0  rCCcive  3  sa,afy  for  work  which 
circumstances  make  u  impossible  for  me  to  perform.  I 

wnC;  llrrf^r!’  that  my  appointment  should  terminate  on 
he  r  -  lT  *e  cl  Originally  fixed,  but  if  you  think  that  1  can 
be  ot  assistance  in  connection  with  the  re-organisation  which 
coruemplatc,  1  s,ia,i  8Iad,y  place  mv  services  at  vour 
disposal  in  a  voluntary  capacity. 

Yours  sincerely, 

ti  o-i...  ^  (Signed)  F.  H.  Sykes 

Capt  The  Right  Hon.  F.  E.  Guest,  P  S.O.  MP 
Secretary  of  State  for  Air. 


Air  Ministry,  Ad  astral  House, 

tx  „  March  31,  1922 

Dear  Sykes,  j 

I  am  in  receipt  of  your  letter  of  March  29,  in  which  you 
tender  me  your  resignation  of  the  post  of  Controller-General 
of  Cavil  Aviation,  on  the  expiration  of  your  original  three 
years’  term  of  office  on  April  1 

1  feel  that  your  action,  prompted  as  it  is  by  an  appreciation 
ot  the  position,  of  the  national  finances,  which  have  forced  us 
to  curtail  the  activities  and  the  expenditure  on  vour,  as  well 
as  on  other  Departments,  is  entirely  honourable  to  yourself. 

I  greatly  regret  that  our  association  cm  the  Air  Council 
and  m  the  Air  Ministry,  should  now  terminate,  but  I  do  not 
hesitate  to  accept  your  decision. 

1  know  how'  deep  your  interest,  in  your  work  has  been,  and 
what  it  must  mean  to  you  to  leave  it,  but  you  have  the 
satisfaction  of  knowring  that  the  ground  work  of  the  Air 
Ministry’s  plans  in  regard  to  Civil  Aviation  has  been  well 
laid.  1  am  confident  that  both  the  Air  Ministry  and  the 
public  will  remember  your  services  with  gratitude. 

In  my  own  name  and  on  behalf  of  niv  colleagues,  I  wish  to 
thank  you,  and  to  express  the  hope  that  your  departure  from 
the  Air  Ministry  will  not  impair  your  interest  in  the  Air  Force 
and  in  C  ivil  Aviation,  in  the  auguration  of  both  of  which  you 
have  played  so  large  and  so  distinguished  a  part. 

It  is  good  of  you  to  offer  your  voluntary  services  in  con¬ 
nection  with  the  re-organisation  which  I  outlined  in  the 
House  of  Commons  last  week,  and  1  shall  certainly  be  very 
glad  to  avail  myself  of  your  offer,  as  opportunity  arises. 

Yours  sincerely, 

~  (Signed)  Frederick  Guest 

Maj -Gen.  Sir  F.  H  Sykes,  G.B.E.,  K  C.B.,  C-M.G, 
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THE  LONDON-CONTINENTAL  SERVICES 

FLIGHTS  BETWEEN  MARCH  19  AND  APRIL  1,  INCLUSIVE 
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Croydon- Paris . 

54 

*3  4 

16 

39 

52 

h.  m. 

2  33 

Paris-Croydon . 

54 

155 

9 

39 

4G 

3  24 

Totals  for  2  weeks  ... 

108 

289 

25 

78 

98 

Fastest  time  made  by 


Type  and  (in  brackets)' 
Number  of  each  type  flying 


D.H.  iS  G-EAWW  (ih.  57m.) 
D.H,  4a  G-EAWH  (2I1.  9m.) 


B.  (5),  Br.  (1),  D.H.  4  (2),  D.H. 
18  (3),  G.  (5),  H.P.  (r),  V.  (,). 

B.  (6),  Br.  (1),  D.H.  4  (2),  D  H. 
18  (2),  C.<5\  H.P.  (2),  V.  (1). 

•  Not  including  .•'nrivate^flSl  °  paSS)  5roydon-Amsterdam  made  on  13th. 

g  f  te  flights.  t  Including  certain  journeys  when  stops  were  made  en  rente 

t  Including  certain  diverted  journeys. 

F.  -  Fokkerri  Fa.  araan  F  £  G  icdtaft  F™,„  H  P  RdT  a,  »  DH<  "  Ce  Havilland  ,,  D.H.,  tele.). 

R.  =  Rumpler.  'ft-fi^*^"**-*** 


P.  =  Pote?. 
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LONDON  TERMINAL  AERODROME 


Monday  evening,  April  3, 

Particularly  changeable  weather  has  marked  the  past  week. 
There  have  been  snowstorms,  gales,  and  ideal  dying  days 
so  hopelessly  mixed  as  to  prevent  any  tiling  like  regularity  of 
service.  On  Thursday  snowstorms  were  experienced  all  the 
way  from  Northern  France  to  Croydon,  and  pilots  had  great 
difficulty  in  getting  through.  One  of  the  Messageries’ 
Breguets  had  a  particularly  rough  time.  The  pilot  of  this 
machine,  which  was  cn  route  from  Paris  to  Croydon,  saw  a 
large  snowstorm  right  in  his  track  when  approaching 
Boulogne,  and  in  order  to  avoid  this  he  struck  out  over 
the  sea  at  Paris  Plage.  The  snow  was  so  heavy,  however, 
that  he  completely  lost  his  way,  and  it  was  only  by  good 
fortune  that  lie  eventually  found  himself  over  the  coast 
near  Lympne,  after  flying  above  the  water  for  nearly  an 
hour — during  which  time  he  was  forced  down  occasionally 
to  within  30  ft.  of  the  sea  by  low  clouds,  lie  landed  at 
Lyutpne  for  weather  reports,  and  then  ilewr  011  to  Croydon, 
having  to  pass  through  a  snowstorm  on  his  way. 

Mr.  Obey,  flying  a  Handley  Page  0-400,  had  to  land  at 
Lympne  and  Biggin  Hill  before  finally  reaching  Croydon. 

The  pilot  of  the  Instone  machine  got  through  without  a 
stop,  but  was  greatlv  troubled  by  the  “  smoke  barrage." 
This  "barrage"  is  encountered  whenever  the  prevailing 
wind  is  from  the  north  or  north-west,  and  consists  of  smoke 
and  other  atmospheric  impurities  which  are  carried  oyer 
Surrey  and  Kent  from  London.  On  this  particular  occasion 
it  had  drifted  as  far  as  4  miles  out  into  the  Channel,  and 
persisted  all  the  way  to  Croydon  It  produces  an  effect  ot 
thick  haze,  ant,  although  troublesome,  seldom  actually 
prevents  flying. 

Today,  again,  there  was  stormy  weather  with  heavy 
snow  in  England,  anrl  copious  rain  in  France,  and  the  entire 
service  was  suspended.  It  was  extremely  unfortunate  that 
this  should  happen  today  as  two  new  services,  both  advertised 
widely,  were  to  have  begun.  The  Messageries  Adriennes  had 
arranged  for  a  newspaper  "special"  to  leave  Croydon  at 
7  a. m.,  and  a  similar  machine  with  French  newspapers  was 
to  have  left  Le  Bourget  ;  while  the  new  services  instituted 
by  Daimler  Airways  wrere  also  to  have  been  inaugurated. 

Advent  of  the  New  “  Air  Expresses  ” 

Ox  Friday  the  first  of  the  D.H.34’s,  which  have  been 
eagerly  awaited,  arrived  on  the  aerodrome  from  Stag  Lane. 
Mr.  Hinchcliffe  was  piloting  the  machine,  while  Mr,  Herne 
was  in  the  seat  next  the  pilot,  The  aeroplane  aroused 
much  interest,  and  during  the  day  the  various  pilots  of 
Daimler  Airways  were  getting  experience  on  the  machine, 
and  doing  the  requisite  number  of  landings  in  order  to  get 
the  "  34  "  put  on  their  licences. 

On  Sunday  Mr.  Hinchclifie  flew  the  machine  to  Paris 
with  a  load  of  newspapers.  The  load  was,  apparently,  too 
much  for  the  machine,  and  after  an  extraordinarily  long  run 
it  only  just  managed  to  clear  the  hedge,  and  was  actually 
so  low  that  it  disappeared  from  sight  in  the  valley  south  of 
the  aerodrome.  The  flight  to  Paris  occupied  3  hours 
18  minutes,  and  the  petrol  ran  dry  on  Le  Bourget  aerodrome  ; 
so  it  would  appear  that  Mr.  Hinchclifie  either  had  trouble 
with  the  machine  or  went  a  long  way  out  of  his  course. 

When  attempting  to  leave  Le  Bourget  for  the  return 
journey,  again  with  a  heavy  load,  the  machine  stuck  in  the 
mud  and  was  unable  to  get  away. 

This  sort  of  thing  rather  amuses  the  “  old  hands,"  as  they 
have  all  been  through  it  years  ago  ‘  but  it  would  perhaps 
be  better  if  new  companies  could  benefit  by  some  of  this 
experience,  and  start  where  others  have  left  off,  instead  of 
beginning  all  over  again,  and  making  the  same  mistakes 
that  were  made  in  early  days.  It  will  be  remembered  that 
the  same  sort  of  thing  happened  with  the  D.H.xS’s.  For  a 
long  time  their  full  load  was  at  the  most  seven  passengers, 
but  when  pilots  and  mechanics  had  gained  experience  on 
the  machines  the  full  load  of  eight  passengers  and  quantities 
of  baggage  could  be  carried  with  ease. 

The  Instone  Air  Line  have  also  had  delivery  of  their  first 
D.H.34,  and  this  made  its  maiden  trip  to  Paris  and  back  on 
Sunday  with  a  number  of  newspaper  representatives.  There 
was  quite  a  race,  in  fact,  between  the  Instone  and  the  Daimler 
people  to  get  away  first.  Mr.  Barnard  piloted  the  Iustone 
*'  34,"  and  had  the  same  sort  of  trouble  in  taking  off,  but, 
having  had  previous  experience  of  this  kind  of  thing,  he 
"  taxied  "  back  and  the  machine  was  lightened  by  two 
passengers.  The  second  attempt  was  successful,  and  he 
made  the  trip  to  Paris  in  2  hours  40  minutes.  He  also 
made  the  return  journey  in  fairly  good  time,  but  had  to 
idnd  at  Lympne  for  minor  adjustments  to  the  engine. 


In  addition  to  the  “  34,"  the  Instone  Line  sent  a  "  4a  " 
and  the  "  Virtty  "  to  Paris  on  Sunday,  while  a  D.H.18 
returned  from  Paris,  a  total  of  five  journeys  for  the  day. 

Amsterdam  and  Back  at  4^ cl.  a  Mile 

Mk.  Leverton  informs  me  that  when  the  K.L.M.  re-open 
their  Amsterdam  service  on  the  iSth,  the  fares  will  be  reduced 
from  j£S  8s,  single  to  £6  Os.,  and  from  £ 1 5  15s.  return  to 
fxo  10s.  The  return  fare  is,  1  believe,  the  lowest  on  any 
of  the  "  airways,”  working  out  at  a  fraction  over  4 §d.  a 
mile. 

The  Messageries  Adriennes,  with  the  opening  of  their 
new  office  in  the  Haymarkct,  have  a  new  London  manager, 
Mr.  P.  E.  Grosfils,  and  he  tells  me  that  his  Company  are 
now  the  general  agents  in  London  for  many  of  the  airways 
operating  in  France,  including  the  line  from  Paris  to  Con¬ 
stantinople.  His  Company  are  finding  their  present  offices 
on  tire  aerodrome  too  cramped,  and  are  to  build  another 
just  at  the  entrance  to  the  'drome. 

At  the  moment  there  is  great  rivalry  between  the  different 
firms  for  pride  of  place  in  both  offices  and  signs  ;  hut  the 
Handley  Page  Company  have  certainly,  up  to  the  present, 
said  the  last  word  with  a  gigantic  sign  running  along  the 
apex  of  their  new  office  roof,  and  visible  from  all  parts  of 
the  aerodrome  and  also  from  Plough  Lane. 

Mr.  Shaw  flew  an  "  18  "  to  Paris  011  Friday  for  the  Instone 
Air  Line,  and  encountered  bad  weather  on  the  way.  Near 
Poix  aerodrome,  while  flying  below  the  level  of  the  tree-tops, 
he  narrowly  missed  a  "  Spad  "  that  had  forced -landed  in 
a  ploughed  field  on  the  other  side  of  the  road  to  the  aero¬ 
drome,  Some  idea  of  the  weather  conditions  may  be 
gathered  from  the  fact  that  the  pilot  of  the  "  Spad  ”  had 
been  unable  to  rise  high  enough  to  clear  the  trees,  and  get 
into  the  aerodrome,  because  of  the  lowness  of  the  clouds. 
On  Mr.  Shaw’s  return  journey  the  weather  was  so  bad  in 
the  Beauvais  district  that  he  flew  off  from  Le  Bourget  due- 
north  and  then,  edging  towards  Abbeville,  flew  into  clear 
weather. 

The  enclosure-side  of  the  aerodrome  is  a  mass  of  mounds 
of  earth  and  trenches,  where  the  petrol  companies  arc  busily 
putting  in  tanks  and  pipe-lines.  Whc-n  the  present  schemes 
are  finished,  there  will  be  bulk  storage  for  1O.000  gallons 
of  petrol.  The  Daimler  Airway  have  their  own  3,000-gallon 
tank  and  pump,  so  that  they  will  avoid  having  to  wait  if 
they  find  all  the  pumps  in  use.  1  understand  that  the  mixing 
of  the  petrol  and  benzole  for  the  Napier  engines  is  to  be  done 
in  this  tank,  instead  of  in  the  tanks  of  the  “  34’s.” 

The  D.H.18  G-KAWO,  which  was  loaned  to  the  Instone 
Air  Line  by  the  Air  Ministry,  was  handed  over  to  the  Daimler 
Airways  yesterday,  and  riggers  from  Do  Havilland’s  were 
working  kite  last  night  fitting  new  wings  to  the  machine, 
which  has  now  flown  over  Ooq  hours,  flic  old  wings  arc  to 
go  back  to  Stag  Lane  to  be  done  up. 

Mimic  Tornado  on  ilie  ’Drome 

Ox  Friday  afternoon  there  was  an  amusing  and  unusual 
event  on  the  aerodrome.  The  Royal  Aero  Club’s  "  Avl'os  ’’ 
played  a  leading  part,  being  required  to  provide  a  gale  of 
wind  for  the  filming  of  a  scene  in  a  South  American  tornado 
by  the  Welsh -Pearson  Company.  Fire  hydrants,  with  special 
sprinkler  attachments,  were  run  out  to  provide  the  torrential 
rain,  and  the  hero  of  the  film  story  struggled  in  the  tempest 
thus  produced.  Incidentally,  the  grassy  surface  of  the 
aerodrome  gave  a  realistic  representation  of  a  South  American 
pampas. 

Capt.  Muir,  of  the  Surrey  Flying  Services,  tells  me  that 
the  charges  for  the  hire  of  that  company's  "  Avros  ”  and 
D.H.9  for  taxi  work  are  to  be  on  the  basis  of  2s.  a  mile. 
As  the  "  9  ”  will  take  three  passengers,  this  works  out  at 
only  8d.  per  mile  per  passenger,  which  is  beginning  to  compare 
favourably  with  the  rates  for  ordinary  taxis. 

The  Trust  House  have  now  replaced  the  old  settees  and 
easy- chairs  with  more  substantial  furniture,  upholstered  in 
leather,  and  the  lounge  has  been  the  one  cosy  place  on  the 
aerodrome  during  the  inclement  weather  and  biting  winds  of 
the  past  week. 

Mr.  Pudney,  who  has  bought  the  Renault-Avro  previously 
owned  by  Mr.  Herne,  flew  off  yesterday  ostensibly  on  a  test 
flight,  but  apparently  finding  the  machine  “  O.K.”  and  the 
weather  perfect,  made  off  to  an  unknown  destination. 

®  pi  E  E 

’Planes  Assist  Seal  Catching 

A  grand  catch  of  50,000  seals  is  recorded  from  Montreal 
as  the  first  week’s  haul  of  the  Newfoundland  Sealing  Fleet, 
which  was  guided  by  aeroplanes  to  the  location  of  the 
herds. 
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April  6,  192a 


ANNUAL  GENERAL  MEETING 

This  Annual  General  Meeting  was  held  at  the  Club  on  Wednes¬ 
day,  March  29,  Brig. -Gen.  Sir  Capel  Holden,  K.C.B, 

F. R.S.,  (Chairman  of  the  Club)  presided,  supported  by  Rear- 
Admiral  Sir  Godfrey  M.  Paine,  K.C.B.,  M.V.O.,  Lieut.-Col 
J.  T.  C.  Moore-BrabazcttJ,  M.C.,  M.P.,  Lieut.-Col.  Mervyn 
O’Gorman,  C.B.,  Col.  F.  Lindsay  Lloyd.  C.M.G.,  O.B.E., 
Mr.  F.  Handley  Pago,  Mr.  Ernest  C.  Bucknnll. 

The  result  of  the  Ballot  for  the  nine  vacancies  on  the 
(Committee  was  declared  as  follows  : — 

Group-Capt.  F.  W.  Bowlull,  G.M.G.,  D.S.O  .  R.A.F. 

Maj  -Gen.  Sir  W.  S.  Brancker,  K.C.B.,  A.F.C. 

Ernest  C,  Buck  nail. 

G.  B.  Cockburn. 

Col.  F.  Lindsay  Lloyd,  C.M.G.,  C.B.E. 

Lieut  Col.  J,  T.  C.  Moored Irahazon,  M.C  ,  M.P. 

Lieut.-Col.  Mervyn  O'Gorman,  C.B. 

Air-Commodore  C  R.  Samson  ('MG,  D.S.O. .  A.F.C-., 
R  A.F, 

Sir  A.  Mortimer  Singer.  K.B.L, 

Election  of  President,  Vice-President  and  Council. 

The  following  were  unanimously  elected 

President. — Brig. -Gen.  the  Duke  of  Atholl,  K.T.,  M.V.O., 
D.S.O. 

Vice -  President. — Viscount  NbrthclilTe, 

Council 

S.AJ.  Prince  Roland  Bonaparte. 

The  Earl  of  Hardwicke. 

The  Earl  of  Lonsdale. 

Admiral  of  the  Fleet,  The  Earl  Beattv,  G.C.B.,  O.M., 

G. C.V.O.,  D.S.O 

The  Rt.  Hon.  Lord  Hugh  Cecil,  M.P. 

The  Lord  Howard  de  Walden 

The  Lord  Kiunaird,  K.T.,  F.R.G.S.,  D  L.,  J.P. 

The  Lord  Montagu  of  Beaulieu,  C.S.I. 

Admiral  of  tile  Fleet,  the  Rt.  Hon  Sir  Edward  Seymour, 
G.C.B.,  O.M.,  G.C.V.O. 

Admiral  The  Hon.  Sir  Edmund  Fremantle,  G.C.B.,  C.M.G. 
Count  Henry  de  la  \aulx. 

Sir  David  Salomons.  Bart. 

The  Rt.  Rev.  Bishop  Welldon. 

Martin  Dale. 

Andre  Michelin. 

Sir  Basil  Zaharoff,  G.B.E.,  G.C.B. 

Air-Marshal  Sir  Hugh  M-  Trench  aid,  Bart.,  K.C.B.,  D.S.O 

The  Chairman,  in  his  statement  at  the  Meeting,  said  : 
The  Club  is  the  Society  for  encouragement  of  the  sport  of 
Aviation  in  this  country,  and  last  year  the  programme  of 
races  was  carried  through  successfully.  The  cost  of  or¬ 
ganising  races  and  provision  of  prizes  fell  rather  heavily 
upon  the  Club  ;  there  was,  however,  every  indication  that 
the  general  public  was  prepared  to  support  these  races,  and  it 
is  hoped  that  this  year  the  expenses  would  be  more  than 
covered. 

The  Aerial  Derby  last  year  produced  a  very  exciting  race, 
and  brought  to  light  the  Bamel  machine,  designed  by  Mr. 
H  P.  Folland  and  constructed  by  the  Gloucestershire  Aircraft 
Co.  The  speed  of  the  Bamel  machine  was  163*34  m.p.h. 
This  machine  eventually  represented  Great  Britain  in  the 
Deutsch  Cup  iu  France,  but,  owing  to  a  mishap  to  the  fabric, 
was  unable  to  complete  the  course.  At  a  later  date,  the  Bamel 
machine  flew  at  Martlesham  Heath,  and  put  up  the  British 
speed  record  over  a  kilometre  course  to  196*6  tn.p.h. 

A  new  departure  last  year  was  the  introduction  by  the  Club 
of  an  air  race  between  the  representatives  of  Oxford  and 
Cambridge  Universities,  and  the  result  was  a  very  close 
finish,  ending  in  a.  victory  for  Cambridge.  The  Club  took  over 
the  financial  responsibilities  of  supplying  the  machines. 
Every  effort  is  now  being  made  to  hold  a  similar  race  this 
year. 

Another  new  departure  last  year  was  the  holding  by  the 


Club  of  the  first  race  meeting  at  Croydon.  In  spite  of  the 
inclement,  weather  the  meeting  was  a  distinct,  success,  and  has 
encouraged  the  Club  to  hold  further  meetings  there  this  year 
on  the  same  lines.  The  first:  meeting  will  take  place  on 
Easier  Monday,  April  T7. 

Gordon  Bennett  Balloon  Race  was  started  from  Brussels 
in  September  last,  and  the  Club's  representatives,  Mr.  Allen 
and  Squadron-Leader  Baldwin,  occupied  thesecond  and  fourth 
places  in  a  field  of  fourteen  competitors.  The  winner  alighted 
in  Ireland,  and  the  two  Club  representatives  in  Wales. 

Last  year  the  Club  acquired  four  aeroplanes  for  the  use  of 
Members.  These  are  housed  at  Waddon  Aerodrome,  Croy- 
■  don,  and  are  let  out  to  the  Members  at  a.  very  reasonable 
figure.  The  Flying  Service’s  Fund  is  still  carrying  on  its 
charitable  work  During  the  year  200  applications  for 
assistance  were  dealt  with,  and  grants  and  allowances  to  the 
amount  of  ,£3,109  were  made.  The  Duke  of  York  continued 
to  take  a  great  interest  in  the  Fund,  and  the  other  Members 
of  the-  Committee  have  also  given  much  time  to  the  adminis¬ 
tration. 

The  Annual  Conference,  of  the  F.A.L  was  held  last  year 
in  Madrid,  and  was  opened  by  the  King  and  Queen  of  Spain. 
Col  O’Gorman.  who  attended  all  F.A.I.  Conferences  on 
behalf  of  the.  Club,  had  rendered  very  valuable  assistance. 

The  Racing  Committee  had  worked  very  hard  in  carrying 
ou  t  last  year’s  racing  programme.  They  have  also  prepared 
this  year's  programme,  which  is  on  a  more  extensive  scale 
than  in  previous  years. 

The  Committee  of  the  Club  which  meet  monthly  are 
primarily  engaged  in  the  aeronautical  work  of  the  Club. 
Apart  from  the  Club  Committee  Meetings,  individual  Members 
of  this  Committee  render  valuable  assistance  in  representing 
the  Royal  Aero  Club  on  several  Joint  Committees  outside  the 
Club,  sirch  as  the  Air  Ministry,  International  Conferences, 
Society  of  British  Aircraft  Constructors,  the  Air  League, 
etc. 

He  acknowledged  with  thanks  the  gift  of  two  pictures  of 
the  late  Mr.  H.  G.  Hawker  and  Commander  Mackenzie  Grieve, 
painted  by  Mr.  Ambrose  McEvoy,  and  presented  to  the  Club 
by  the  Directors  of  Rolls-Royce,  Ltd. 

In  conclusion  it  was  announced  that  the  Committee  had 
decided  to  suspend  the  Entrance  Fee  temporarily  for  100  new 
members,  which  it  was  hoped  to  elect  during  the  next  six 
months. 


COMMITTEE  MEETING 

A  Meeting  of  the  Committee  was  held  on  Wednesday, 
March  29,  1922,  when  there  were  present  : — Brig.-Gen.  Sir 
Capel  Holden,  K.C.B.,  F.R.S.,  in  the  Chair,  Mr.  Ernest  C. 
Bucknall,  Lieut.-Col.  J.  T.  C.  Moore-Brabazon,  M.C.,  M.P., 
Lieut.-Col.  Mervyn  O’Gorman,  C.B.,  Mr.  F.  Handley  Page, 
Rear-Admiral  Sir  Godfrey  M.  Paine,  K.C.B.,  M.Y.O.,  and  the 
Secretary. 

Election  of  Members. — The  following  new  Members 
were  elected  : — 

Edward  Murray  Bates. 

Lieut.-Col.  Maurice  Ormonde  Darby. 

Lieut. -Col.  Ivan  Buchanan  Davson. 

Flight-Cadet  Ellis  Reid. 


ROYAL  AIR  FORCE  AND  AIR  RACING 

The  Air  Council  has  informed  the  Royal  Aero  Club  that 
they  have  authorised  Air  Officers  Commanding  to  give  per¬ 
mission  to  Officers  and  Airmen  to  take  part  in  Air  Race 
Meetings  organised  by  the  Royal  Aero  Club  at  Waddon 
Aerodrome  on  April  17,  June  5,  and  August  7,  subject  to  the 
provisions  of  the  King’s  Regulations. 

Offices:  THE  ROYAL  AERO  CLUB, 

3,  CLIFFORD  STREET,  LONDON,  W.  1. 

H.  E.  PERRIN,  Secretary. 


France  to  have  a  1922  Aero  Salon 

It  has  now  been  definitely  decided  by  the  Chambre 
Syndicate  des  Industries  Aeronautiques  that  they  will  hold 
an  Aero  Exhibition  in  Paris  this  year.  It  wall  be,  as  before, 


at  the  Grand  Palais,  and  although  the  actual  date  is  n  ot 
yet  settled,  it  will  probably  be  in  December  for  a  fortnight, 
although  there  are  many  who  w'ould  prefer  September  to 
be  the  selected  month. 
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THE  LISBON  TO 


RIO  TRANSATLANTIC  ATTEMPT 

Fairey  Seaplane  Used 


Two  Portuguese  officers,  Sacadura  Cabral  and  Gago  Coutinho, 
left  the  Tagus  on  the  morning  of  March  30,  on  their  first 
stage  of  the  flight  to  Rio,  the  Canary  Islands.  The  distance 
front  Lisbon  is  715  miles,  and  the  machine  arrived  at  Las 
Palmas  at  3  p.m.  For  various  reasons  the  resumption  of 
the  flight  on  the  next  stage,  to  the  Cape  Verde  Islands,  was 
postponed  until  Sunday,  April  2.  when  the  machine  took 
oil  from  Las  Palmas  at  10  am.  The.  distance  to  St.  Vincent 


have  been  fitted  in  order  to  enable  the  machine  to  carry  the 
fuel  necessary  for  long-distance  journeys. 

In  the  accompanying  photograph  the  machine  is  shown  with 
two  large,  fuel  tanks  slung  under  the  bottom  plane.  These 
have,  wTe  understand,  been  removed,  and  the  bulk  of  the 
petrol  has  been  placed  in  tanks  in  the  floats  instead.  In  this 
manner  a  good  deal  of  head  resistance  has  been  saved,  and 
the  performance  correspondingly  increased. 


THE  Pa  I  RE  Y  LONG-DISTANCE  SEAPLANE  USED  IN  TIIE  TRANSATLANTIC  ATTEMPT:  Under  the 
lower  plane  may  be  seen  lar£e  petrol  tanks.*  These  have  now  been  removed,  and  tanks  fitted  in  the  floats 

instead.  Otherwise  the  machine  remains  as  shown  in  the  photograph. 


is  approximately  S40  miles,  so  that  the  machine  should  have 
arrived  at  about  8  or  10  p.m.  on  the  same  day.  Up  to  the 
time  of  going  to  press  no  news  of  its  arrival  has  been  received, 
and  some  anxiety  is  felt  for  the  safety  of  the  gallant  officers. 

The  machine  used  in  the  attempt  is  a  Fairey  seaplane, 
Rolls-Royce  “Eagle.”  engine,  and  was  described  and  illus¬ 
trated  in  our  issue  of  January  19,  1922.  In  the  main  it  is 
similar  to  the  famous  Fairey  type  C  111  D,  but  larger  wings 


Those  who  know  the  standard  Fairey  seaplanes,  and  their 
sea  and  airworthiness,  will  not  he  unduly  alarmed  at  the 
lack  of  news  from  the  trussing  aviators,  as  the  machine 
would  be  able  to  ride  out  a  moderate  sea  in  case  of  a  forced 
descent.  At  the  same  time,  trouble  may  have  developed 
which  could  not  be  put  rigid  by  the  crew,  and  in  that  case 
it  is  to  be  hoped  that  they  will  be  seen  by  a  passing  vessel, 
of  which  there  should  be  a  good  number  on  the  route  followed  . 


0  0  0  0 

AN  AVIATION  WEEK  AT  NICE 


By  D.  W.  THORBURN 


UNDER  the  auspices  of  the  Area  Club  of  the  Cote  d'Azur, 
and  with  the  active  assistance  of  the  various  local  authorities, 
an  Aviation  Week  was  held  at  Nice  from  March  26  to 
April  2.  The  proceeds  were  divided  between  the  Club, 
the  Syndicate  of  the  Sporting  Press,  and  local  charities, 
and  attracted  some  of  the  largest  crowds  1  have  ever  seen 
at  any  flying  meetings.  Practically  all  the  machines  taking 
part  were  land  machines,  which  were  housed  at  an  aerodrome 
specially  prepared  on  the-  shore  at  the  far  western  end  of  the 
Promenade  des  Anglais,  but  the  exhibitions  and  contests 
took  place  over  the  sea  in  front  of  the  centre  of  the  Promenade, 
where  some  hundreds  of  yards  of  the  Promenade  had  been 
enclosed  and  stands  erected. 

The  fact  that  the  pilots  started  at  a  point  about  2  miles 
distant  deprived  the  affair  of  the  clement  of  personal  interest 
usually  so  characteristic  of  Hendon  gatherings,  and  also, 
it  must  be  admitted,  seriously  interfered  with  the  organisa¬ 
tion  of  the  meeting.  An  elaborate  programme  had  been 
prepared,  but  it  bore  little  if  any  resemblance  to  what 
actually  occurred,  and  the  time-table  was  disregarded  entirely. 

The  first  day’s  flying  opened  with  a  defile  of  all  the  pilots 
and  machines.  The  leading  French  aviators  took  part, 
among  them  being  Fonck,  l'ronval,  Sadi  Lccointe,  Madon, 
Bernard,  Bonssotrot,  Maicon,  and  Nungesser,  while  Italy 
was  represented  by  Brachpapa  and  Ferrarin,  and  Belgium 
by  Willy  Coppcns,  well  known  in  London  as  the  Belgian 
Air  Attache.  There  was  therefore  no  lack  of  talent. 

A  contest  for  the  best  figures  of  eight  followed,  but  interest 


was  seriously  distracted  by  the  continual  flying  of  other 
pilots  at  the  same  time.  The  slow  flying  race  was  won  by 
Flachairc  on  a  Spad,  his  speed  being  given  as  3  kiloms.  in 
4  mins.  28-!-  secs.  A  race  between  Lecointe  and  Brachpapa 
over  a  course  of  three  circuits,  resulted  in  a  win  for  the 
Italian  on  his  Fiat.  The  programme,  by  the  way,  made 
no  reference  to  the  motors  which  played  so  important  a 
part  in  the  proceedings. 

Nine  machines  took  part  in  a  competition  for  the  dropping 
of  messages  into  a  marked  area,  the  winner  being  Becquct, 
on  a  Spad.  Other  demonstrations  included  a  special  display 
of  aerial  acrobatics  by  Fronvnl  and  Nungesser. 

The  second  meeting  was  held  on  Thursday,  when  an 
enormous  crowd  thronged  the  long  enclosures.  According 
to  the  official  programme  the  proceedings  should  have  opened 
with  the  arrival  of  a  dirigible  and  an  aerial  attack  on  it  by* 
a  squadron  of  aeroplanes,  but  no  airship  turned  up,  and  the 
first  event  was  the  escape  and  disappearance  of  an  observa¬ 
tion  balloon,  which  was  being  prepared  for  destruction 
later  on  in  the  afternoon. 

The  second  item  announced  was  the  arrival  of  a  squadron 
of  flying  boats  from  St.  Raphael  and  a  combat  with  two 
destroyers.  One  of  the  flying  boats  was  to  have  been 
apparently^  damaged  in  the  flight  and  then  taken  prisoner 
by  a  submarine.  Repairs  were  to  have  been  effected,  and 
the  machine  should  have  delighted  the  crowd  by  making 
its  escape  after  sinking  the  submarine.  This  was  timed 
for  2. 15,  but  no  squadron  ever  turned  up,  and  it  was  much 
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later  in  the  day  when  one  solitary  flying  boat  appeared, 
was  tied  up  to  a  destroyer,  and  never  managed  to  get  started 
again  up  to  the  time  the  crowd  left.  A  submarine  was 
cruising  around  all  the  afternoon,  and  aroused  more  real 
interest  than  anything  else  by  occasionally  submerging  and 
re-appearing. 

Several  parachute  descents  were  to  take  place  at  various 
times  during  the  afternoon,  but  with  the  exception  of  one 
from  a  kite  balloon,  which  occurred  so  far  over  the  sea  as 
to  be  almost  indistinguishable,  nothing  came  off  until  about 
6,30  in  the  evening.  In  the  case  of  the  one  mentioned, 
the  parachute  took  some  time  to  open,  but  I  accept  with  all 
due  reserve  the  report  in  a  local  paper  that  the  daring 
aeronaut  fell  for  the  space  of  22  secs  before  the  parachute 
opened,  covering  too  metres  at  a  terrific  speed  ! 

A  good  deal  of  looping  and  spinning  went  on  at  frequent 


intervals,  and  there  were  long  intervals  in  which  nothing 
aviatic  took  place.  One  missed  sadly  the  brilliant  organisa¬ 
tion  of  our  own  Air  Force  Pageant,  and  the  strict  adherence 
to  time-table  which  makes  all  the  difference. 

The  remaining  days  of  the  Aviation  Week  were  devoted 
to  numerous  official  receptions,  luncheons,  dinners  and  dances, 
with  excursions  for  aviators  and  their  friends  to  resorts  in 
the  neighbouring  district.  Among  others  who  joined  in 
these  proceedings  was  Paulhan,  long  retired  from  active 
flying,  and  now  engaged  in  the  peaceful  pursuit  ol  floriculture 
in  the  region  near  Cannes,  Several  lectures  were  also  given 
during  the  week  on  aeronautic  subjects.  The  weather  on 
Thursday  and  Friday  broke  down,  and  the  sunshine  for 
which  the  Riviera  is  noted  was  conspicuous  by  its  absence, 
to  the  great  detriment  of  the  joy  riding  which  had  been 
arranged  and  the  open-air  charity  bazaar  at  the  aerodrome. 


H  H  H  H 

EMPIRE  AIR  SERVICES 


Hie  New  Airship  Scheme 


Ykrv  considerable  interest  has  been  aroused  by  the  announce¬ 
ment  of  the  scheme  for  trie  formation  of  a  company  to  estab¬ 
lish  an  airship  mad  and  passenger  service  to  India  and  Aus¬ 
tralia.  At  (he  moment  of  writing,  the  decision  of  flic  Air 
Council  in  the  matter  has  not  been  made  public,  Consequently 
il  is  not  known  whether  this  scheme,  which  calls  for  no  capital 
investment  by  the  Government,  but  only  a  contingent 
liability  in  the  foi.m  of  a  State  guarantee  of  interest  of  r ,000 
per  annum,  will  mature  The  proposal  has  the  backing  of 
Vickers,  Ltd.,  and  of  the  Shell  group,  and  the  details  of  the 
•scheme,  were  explained  at  a  private  meeting  at  Paxton  Hall,  on 
March  30,  by  Commander  C.  Dennis  Burney.  Mr.  A. 
H.  Ashbolt,  Agent  General  for  Tasmania,  who  has  long  been 
one  of  the  stoutest  advocates  of  Imperial  airship  services, 
presided,  and  Major  G.  IF  Scott  explained  certain  technical 
considerations.  If  the  scheme  meets  with  Government 
approval,  it  will  presumably  mean  that  existing  airships 
will  not  be  handed  over  to  the  Disposals  Board. 

Briefly,  the  scheme  Submitted  by  Commander  Burney  to 
the  Air  Ministry  1-  as  follows  :  '1  he  company’s  capital  of 
£4,000, oou  would  be  made  up  of  £1,800,000  in  ordinary  shares, 
and  /  2,200,000  m  debenture:',  subject  to  the  Government 
arranging,  by  means  of  a  subsidy,  a  guarantee  of  dividend 
and  interest  for  a  period  of  years.  On  ordinary  shares  a  6  per 
cent  dividend  (free  ol  income-tax)  would  be  guaranteed  for 
10  years,  and  the  debentures  would  carry  4*  per  cent,  interest 
(free  of  income-tax)  until  redemption.  Tt  is  proposed  that 
fjl ,200,000  ordinary  shares  and  £2,200,000  debentures  should 
be  issued  forthwith,  leaving  £600,000  ordinary  shares 
unissued. 

Of  this  sliaro  capital,  Messrs.  Vickers,  Ltd  ,  have  under¬ 
taken  to  subscribe  for  100,000  shares  at  par  and  the  Shell 
group  for  100,000  ordinary  shares  or  debentures  at  par. 
Both  companies  wall  give  full  technical  assistance.  It  is 
stipulated  that  the  Government  shall  transfer  to  the  company- 
free  of  cost  all  airships,  airship  material,  and  airship  bases — 
.such  as  Fulham,  Cardington,  and  Howden,  and  will  supply 
wireless  telegraphy  and  meteorological  serv  ices. 

The  total  contingent  subsidy  per  annum  in  the  form  of  a 
guarantee  of  dividend  on  the  ordinary  shares  and  interest 
on  the  debentures  (on  the  capital  now  proposed  to  be  issued) 
would  be  : — On  £1,200,000  ordinary  shares,  £72,000  for  10 
years  ;  on  £2,200,000  debentures,  £99,000  until  redemption, 
divided  as  follows: — British,  £91,000  per  annum  ;  Australia. 
£40,000  ;  and  India,  £40,000.  These  dividend  and  interest 
payments  would  cease  as  soon  as  trie  profits  from  the  company 
were  sufficient  to  pay  them.  It.  is  suggested  that  no  dividend 
or  interest  should  be  payable  until  the  middle  of  1923,  and 
accordingly  the  coming  Budgets  will  be  unaffected 

H  H 

Air  Parcels  Post  Contract 

Appointment  as  exclusive  contractors  for  carrying  the 
Air  Parcel  Post  to  Paris  has  been  made  by  the  Postmaster- 
General  in  favour  of  the  Instone  Air  Line,  who  have  installed 
a  machine  devoted  exclusively  to  goods.  The  contract  has 
been  secured  in  open  tender. 

London  Papers  on  Paris  Breakfast  Table 

With  this  week  most  of  the  London  papers  will  be 
carried  by  air  and  will  be  available  in  Paris  between  9  and 
10  a. m.,  under  arrangements  made  by  Messrs.  Hachette, 
Excellent ! 

Royal  Air  Force  Club 

The  Annual  General  Meeting  of  the  Royal  Air  Force 
Club  will  be  held  at  5,45  p.m.  on  Monday,  April  24. 


The  programme  of  development  would  be  divided  into  two 
stages — (a)  a  bi-weekly  service  to  India;  (b)  an  alternate 
day  service  to  India,  with  a  weekly  extension  to  Australia. 
Capital  would  thus  be  conserved  until  the  necessary  experience 
lias  been  obtained,  to  render  the  service  efficient  on  the  first 
stage,  before  expanding  to  the  second  stage.  Commander 
Dennis  Burney  asks  that  until  time  has  been  given  for  con¬ 
sideration  of  this  offer  no  airship  or  airship  material  should  1  e 
broken  up  or  otherwise  disposed. 

It  is  estimated  that,  unless  the  public  take  to  airship  travel 
very  rapidly,  there  wall  be  a  loss  on  running  expenses  for  the 
first  two  years  During  this  period  nothing  will  be  earned  to 
write  ofi  depreciation  charges,  but,  on  the  other  hand,  ex¬ 
perience  will  give  rise  to  large  improvements  in  the  design 
of  airships,  and  consequently  the  airships  originally  con¬ 
structed  by  the  company  will  become  obsolete  with  more  than 
normal  rapidity.  The  cost  of  this  will  be  about  £750,000, 
and  it  is  suggested  that  when  the  profits  have  reached  such  a 
figure,  as  to  relieve  the  Government  from  their  guarantee 
of  dividend  upon  the  ordinary  shares,  and  the  company- 
can  show  to  the  satisfaction  of  the  Treasury  that  it  has 
established  the  business  on  a  commercial  basis,  the  Govern¬ 
ment  will  refund  to  the  company  the  £750,000. 

Estimates  of  expenditure  and  revenue  were  also  submitted. 
They  provide  for  the  building  of  five  new  airships  (the  present 
fleet  will  be  used  for  training  and  for  short  journeys  only). 
The  new  ships  will  be  much  on  the  lines  of  the  “  LZ125  " 
so  far  as  size  is  concerned,  with  a  capacity  of  3,800,000  cubic 
ft.  On  a  bi-weekly  service  to  India  it  is  believed  that  there 
would  be  a  return  of  £372,000  per  annum,  alter  paying 
all  costs  and  depreciation  charges.  Details  were  also  given 
of  a  proposed  extension  to  Australia.  The  sum  available 
for  ordinary  shares  is  estimated  at  £240,000  per  annum. 

For  the  first  year  of  full  service  it  has  been  assumed  that 
receipts  wall  only  equal  one-third  of  the  running  costs,  or 
£130,000  as  against  a ‘total  earning  capacity  of  £1 ,482,20b, 
and  for  the  second  year  total  receipts  of  £260,000.  It  has 
been  further  assumed  in  the  computation  of  dividends  that 
when  the  service  is  in  full  working  order  yearly  earning 
of  £1,037,000,  against  the  total  of  £1,482,200,  w  ill  be  obtained. 

The  airships  to  be  used  would  have  a  maximum  speed  of 
70  knots,  and  it  is  thought  that  an  average  speed  of  55  knots 
could  be  maintained.  It  is  proposed  to  establish  bases  with 
mooring  masts  en  rcnile ,  and  allowing  six  hours  at  each,  the 
following  time-table  is  estimated  ; — 

Bombay  . .  5.V  days  (now-  17  days). 

Rangoon  ..  (now  21  to  22  days). 

Hong-Kong  .  .  S|  ,.  (now-  4  to  5  weeks). 

Australia  .  .  ti£  ,,  (now  4  to  5  weeks). 

H  0 

Air  Mail  to  Denmark 

We  understand  that  arrangements  have  been  made  for 
inaugurating,  this  month,  an  air  mail  service  between 
Rotterdam  and  Copenhagen.  The  company  which  is  to 
undertake  the  new  service  is  stated  to  be  Danish,  although 
it  is  intended  to  use  British  machines  and  pilots.  The  plan 
is  to  have  machines  leaving  Rotterdam  in  the  morning, 
after  the  arrival  of  the  night  boat  from  London,  and  it  is 
expected  that  they  wall  be  able  to  reach  Copenhagen  shortly 
after  noon,  so  that  the  mails  should  be  distributed  early 
in  the  afternoon  in  Copenhagen.  In  the  opposite  direction 
machines  will  leave  Copenhagen  at  3  p.m.,  and  will  reach 
Rotterdam  in  time  to  connect  with  the  night  boat  to  London. 
Thus,  instead  of  taking  72  hours,  the  mails  between  London 
and  Copenhagen  should  do  the  journey  in  about  24  hours. 
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THE  DESIGN  OF  A  COMMERCIAL  AEROPLANE 

By  CAPTAIN  G.  DE  HAVILLAND. 


There  was  a  very  good  attendance  to  hear  the  highly  interest  ¬ 
ing  and  instructive  paper,  under  the  above  title,  read  by  Capt. 
de  Havilland  before  the  Royal  Aeronautical  Society,  on  March 
3°.  Col.  O’ Gorm an  was  in  the  chair,  and  without  superflous 
introduction  asked  Capt.  de  Havilland  to  read  his  paper, 
i  he  popularity  of  the  lecturer  was  demonstrated  by  the  ap¬ 
plause  which  greeted  him  as  he  arose  to  commence  the  reading 
of  his  paper.  Although  not  a  very  long  one,  lack  of  space 
does  not  allow  of  doing  more  than  giving  below  a  summary  of 
the  most  important  points  of  the  paper. 

The  object  of  aerial  transport,  Capt.  de  Havilland  said,  was 
the  carrying  of  passengers  and  goods  by  air,  from  one  point 
to  another,  iu  the  shortest  possible  time,  consistent  with 
safety,  comfort  and  economy.  As  the  type  of  machine  used 
for  this  purpose  was  largely  "influenced  by  the  type  of  engine 
available,  it  followed  that,  in  the  absence  of  a  very  high- 
powered  engine,  a  large  machine  would  necessarily  be  a  multi¬ 
engined  one.  The  problem  then  resolved  itself  into  deciding 
whether  to  build  a  single-engined  or  a  multi-engined  machine. 

Single-Engine  or  Twin- Engine  ? 

Regarding  the  latter,  the  lecturer  pointed  out  that  the 
twin-engine  machine  cost  more  to  build  than  two  single- 
engined  machines  using  the.  same  engines  ;  that  it  required 
larger  sheds,  and  that  when  out  of  commission  for  repairs, 
it  represented  a  greater  loss.  Unless  the.  twin-engined 
machine,  he  said,  was  much  over-engined — and  therefore 
uneconomical — it  could  not  fly  on  one  engine  with  futl  load, 
i  he  primary  object  of  a  twin-engined  machine  should  be  its 
ability  to  fly  on  one  engine,  and  the  line  of  development  would, 
therefore,  seem  to  be  less  weight  per  h.p.,  a  better  arrangement 
of  engine  positions,  and  improvements  in  the  control  gear. 
Such  a  machine,  he  thought,  could  probably  not  be  run 
economically  at  the  present  time,  although  he  thought  the 
multi-engined  machine  would  continue  to  be  developed 
together  with  the  single-engined  type. 

^The  Question  of  Loading 

Having  thus  indicated  the  considerations  which  led  one  to 
think  that  the  single-engined  machine  was  the  more  im¬ 
mediately  suitable,  Capt.  de  Havilland  narrowed  down  the 
problem  to  a  choice  between  a  large  si  )w  machine,  and  a  small 
fast  one.  The  latter,  he  emphasised,  would  be  of  low  first 
cost  and  economical  to  run  and  maintain,  and  would,  provided 
the  high  landing  speed  could  be  dealt  with,  and  the  “  get-off  ” 
was  satisfactory,  be  a  desirable  machine  in  every  way.  The 
greatest  objection  to  a  high  wing  loading,  and  consequently 
high  landing  speed,  was  the  long  run  after  touching,  but  this 
could  easily  be  reduced,  he  said,  by  providing  for  a  large 
ground  angle  so  that  on  landing  the  planes  would  act  as  an 
efficient  air  brake.  Wheel  brakes  had  not  proved  very 
satisfactory,  As  regards  landing  shocks,  these  could  be 
dealt  with  bv  a  good  shock-absorbing  undercarriage.  The 
lecturer  mentioned  as  an  example  that  at  Martlesham  a 
machine  which  had  a  ground  angle.  0/17  degrees,  and  a  wing 
loading  of  11.3  lbs./sq.  ft.  (R.A.F.  15-wing  section)  gave  a 
pull-up  of  163  yds.  in  a  five-mile  wiud.  This  machine  had 
flown  about  1,200  hrs.  and  there  had  never  been  a  mishap 
which  could  have  been  avoided  had  the  landing  speed  been 
lower. 

As  regards  the  question  of  "  get-off,”  Capt.  de  Havilland 
stated  that  as  a  result  of  numerous  tests,  and  experience 
of  actual  service  conditions,  the  limiting  "  get-off  ”  for  fully- 
loaded  machines  was  that  a  height  of  50  ft.  should  be  reached 
in  450  yds.  from  a  standing  start  in  a  calm.  These  conditions 
could  be  fulfilled  by  a  machine  having  a  light  loading  and 
comparatively  high  weight,  but  this  type  had  other  disad¬ 
vantages,  such  as  larger  shed  space,  more  petrol  and  oil 
per  mile  flow',  and  greater  percentage  loss  of  ground  speed 
m  a  head  wind,  Against  these  must  be  put  the  greater 
carrying  capacity  of  the  lightlv-loaded  machine  if  designed 
for  the  same  “  get-off.” 

Capt.  de  Havilland  then  pointed  out  that  all  the-  various 
factors,  when  balanced  out  against  each  other  for  r,ooo  hours’ 
flying,  indicated  that  the  passenger  mileage  is  a  maximum  for 
a  machine  having  a  stalling  speed  of  about  55  m.p.h.,  while 
the  all-in  ”  cost  per  seat  per  London-Paris  trip  reaches  a 
minimum  for  stalling  speeds  between  58  and  62  m.p.h.  The 
lest  compromise  at  the  present  time  would,  therefore,  seem 
to  be  a  comparatively  small  single-engined  machine  of  fairly 
high  wing  loading.  Such  a  machine,  with  an  engine  of  450 
h  p.,  wouid  carry  about  2,000  lbs,  of  freight  at  a  cruising  speed 
of  over  100  m.p.h.,  with  a  range  of  350  miles.  He  thought 
1  was  an  open  question  whether  this  machine  should  be  a 
monoplane  or  a  multiplane,  and  that  only  full  scale  tests  could 


decide  the  merits  of  each  type.  Regarding  the  monoplane, 
Capt.  de  Havilland  stated  that  theoretical  estimates  indicated 
that  there  was  only  a  moderate  advantage,  aerodynamically, 
in  this  type.  ”  It  seemed,  however,”  he  continued,  “  that 
if  the  aerodynamic  qualities  were  exactly  the  same  as  a 
corresponding  biplane,  the  monoplane  construction  would  be 
worth  w  hile,  owing  to  the  smaller  surface  required  and  general 
fewness  of  parts  making  for  a  robust  construction.  In  the 
preliminary  lay-out  it  was  found  by  integrating  the  forces 
on  the  various  sections  of  the  wing  that  a  lift,  coefficient  of 
about  .  7  would  be  obtainable.  Later  on,  wind  channel  tests 
showed  a  distinctly  better  figure  on  the  tapered  wing  used,  and 
tests  on  the  complete  model  demonstrated  that  the  presence 
of  the  fuselage  increased  the  lift  so  considerably  as  to  bring 
the  lift  coefficient  up  to  .86. 

“  An  estimate  of  the  weight  of  wing  structure  showed  that 
it  was  safe  to  expect  the  weight  of  the  monoplane  wing  to  be 
at  any  rate  no  more  than  the  equivalent  R.A.F.  15  biplane 
wing  structure  with  an  increase  of  speed  range  of  about 
10  m.p.h.  The  actual  aeroplane  has  borne  out  these  figures, 
as  the  weight  of  the  wing  structure  is  1,050  lbs.,  and  is  equiva- 
lent  to  an  R.A.F.  15  biplane  structure  of  740  sq.  ft.  loaded  to 
ioj  lbs. 

“It  has  not  as  yet  been  possible  to  get  official  performance 
figures,  but  from  the  tests  carried  out  at  the  works,  it  is  evident 
that  there  is  a  general  agreement  with  the  wind  channel 
results.  The  loading  with  full  load  will  be  17  lbs./sq.  ft., 
most  flights  have  been  carried  out  at  15  lbs./sq.  ft.,  and  with 
this  loading  the  machine  lands  at  about  54  m.p.h.  A  speed 
trial  at  10,000  ft.  with  this  loading  gave  116  m.p.h.  Accurate 
tests  are  needed  to  confirm  these  figures,  but  it  seems  evident 
that  the  results  expected  from  this  wing  construction  are 
realised  as  near  as  possible,  and  that  this  big  jump  in  lift 
coefficient  and  consequent  reduction  of  area  can  be  translated 
from  model  to  full  scale  without  serious  error. 

“  This  aeroplane  has  shown  some  interesting  and  difficult 
features.  It  was  anticipated  that  the  propeller  problem  w'ould 
be  a  difficult  one  with  existing  gear  ratios.  This  lias  been 
verified  in  practice,  and  the  need  for  lower  propeller  speeds 
is  manifest.  Small  variations  of  the  disposition  of  obstruc¬ 
tions  in  the  slipstream  have  a  remarkable  effect  on  the  per¬ 
formance.  The  controls  also  have  presented  unusual  features. 
The  lateral  control  is  very  good,  but  rudder  and  elevator 
control  are  soft,  while  rudder  control  when  taxi -in  g  is  entirely 
absent. 

”  The  stability  of  this  type  tends  to  be  more  marked 
than  the  ordinary  machines,  Among  the  reasons  for  this  are, 
doubtless,  the  facts  that  it  has  a  larger  range  of  angles  of 
incidence  and  a  smaller  downwash  than  might  be  expected 
at  slow  speeds.  Both  these  factors  would  tend  towards  fore 
and  aft  stability.  Another  practical  point  to  be  reckoned 
with  is  that  in  a  commercial  machine  the  space  taken  up  by 
the  spars  in  the  cabin  is  rather  large,  and  also  the  fact  that 
spare  wings  are  not  so  easily  transported  as  is  the  case  with  a 
biplane.  There  is  no  doubt  that  every  considerable  increase 
of  lift  coefficient  will  produce,  difficulties  which  take  some  time 
to  surmount.  It  is  now  obvious  that  the  cantilever  mono¬ 
plane  has  very  great  promise,  and  it  remains  to  work  out  the 
incidental  difficulties  in  order  to  transform  the  promise  into 
practical  performance.” 

On  the  subject  of  construction,  Capt.  de  Havilland  repeated 
his  opinion,  expressed  at  the  Air  Conference,  that  for  aero¬ 
planes  intended  to  ba  used  in  normal  climates  there  was 
at  present  little  to  be  gained  by  metal  construction.  He 
called  attention  to  the  higher  cost  of  metal,  and  also  to  the 
question  of  durability,  which,  he  thought,  was  less  for  metal 
when  using  very  thin  metal  and  numerous  rivets.  For 
cheapness  of  construction,  and  for  good  wearing  qualities, 
he  recommended  three-ply  wood  for  the  fuselage.  Metal 
struts  in  fuselage  and  wing  construction  did  not  generally, 
he  stated,  offer  any  advantages  when  considering  simple  and 
economical  construction.  The  same  might  be  said  about 
wing  spars,  at  any  rate  so  long  as  it  was  not  possible  to 
standardise  and  thus  make  use  of  special  metal  sections. 

On  the  question  of  structural  strength,  the  lecturer  ex¬ 
pressed  himself  in  favour  of  a  duplication  of  stressed  parts, 
which  could  often  be  carried  out  without  adding  a  great  deal 
of  weight,  rather  than  work  on  a  very  high  factor  of  safety 
for  vital  members.  As  an  instance,  he  mentioned  the  inci¬ 
dence  bracing  of  a  biplane,  which  is  usually  designed  to  take 
the  full  load  of  either  front  or  rear  truss. 

Turning  his  attention  to  the  subject  of  controls,  the  lecturer 
advocated  the  extensive  use  of  ball  bearings,  not  only  because 
they  made  the  controls  easier  to  work,  but  also  because  they 
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•obviated  backlash.  He  thought  that  the  “  sogginess  "  of  a 
machine,  which  was  often  said  to  be  the  result  of  age,  and  to 
spoil  the  performance  of  a  machine,  was  due  to  lag  in  the 
controls  rather  than  to  any  actual  decrease  in  performance. 
In  cases  where  cables  must  be  run  around  a  bend  or  corner, 
Capt.  de  Havilland  stated,  it  had  been  found  satisfactory  in 
practice  to  run  a  length  of  cycle  chain  over  a  smooth  pulley 
with  a  suitable  guard,  l  ifting  the  control  cables  outside 
the  fuselage,  facilitated  inspection  and  replacement.  While 
on  the  subject,  of  lateral  control,  the  lecturer  described  the 
special  type  first  tested  on  the  “  D.H.2y  ”  monoplane,  and 
now  incoroporated  in  the  “  D. H  .34  ”  biplane,  the  latest 
type  to  be  constructed  for  the  LondOn-Paris  service.  This 
form  of  control  has  already  been  dealt  with  in  Flight,  and 
consists  in  giving  the  ailerons  a  differential  movement,  so 
that  the  aileron  which  is  moving  up  moves  through  a  greater 
angle  than  docs  the  opposite  one,  which  is,  of  course,  moving 
down.  The  result  is  that  the  aileron  in  the  “  up  ”  position 
forms  a  balance  for  that  which  is  in  the  "  down  ”  position. 
By  altering  the  degree  of  differential  motion,  the  amount  of 
balance  can  be  adjusted  to,  practically  anything  requited. 
Capt.  de  Havilland  stated  that  Mr.  A.  E,  Hagg,  of  the  “  D.H.” 
technical  department,  was  largely  responsible  for  this  in¬ 
vention 

A  commercial  aeroplane,  the  lecturer  thought,  should  have 
a  good  degree  of  stability,  so  that  it  could  be  flown  "  hands 
oft  "  under  all  reasonable  conditions,  The  pilot  should  then 
bo  able  to  keep  right  way  up  when  Hying  in  fogs.  Suitable 
turn  indicators  should  enable  the  pilot  to  keep  his  direction, 
but  in  conjunction  with  these  he  thought  it  might  be  an 
advantage  to  have  a  temporary  hand  operated  rudder  control 
for  use  in  fog  conditions. 

Engine  Installation 

Capt.  de  Havilland  stated  that  the  detachable  engine 
mounting  did  not  appear  to  have  proved  necessary  under 
service  conditions,  but  when  machines  were  run  harder, 
and  also  during  actual  construction,  it  was  an  advantage. 


As  regards  the  problem  of  starting  an  aero  engine,  the  lecturer 
thought  that  a  hand  barring  gear  should  be  satisfactory, 
provided  the  ignition  and  doping  systems  were  improved 
for  starting  conditions.  Petrol  .systems  of  the  direct  gravity 
type  were  the  simplest  and  lightest,  but  it  was  not  always 
possible  to  obtain  the  necessary  "  head  "  with  present  car¬ 
burettors.  He  thought  that  probably  the  safest  place  for 
petrol  tanks  was  under  the  top  plane,  just  outside  the  slip¬ 
stream.  Rubber  joints  were  a  source  of  trouble,  but  soft 
steel  piping  seemed  to  be  reliable,  as  did  also  "  Petroflex  ” 
tubing,  which  had  the  advantage  of  a  flexible  tubing,  and 
was  at  the  same  time  durable. 

Passenger  Accommodation 

On  the  subject  of  passenger  accommodation,  Capt.  de 
Havilland  expressed  himself  in  favour  of  the  wicker  type  of 
seat,  arranged  along  the  sides  of  the  cabin,  so  that  all  the 
seats  were  window  seats.  With  regard  to  decoration,  the 
weight  of  this  should  be  carefully  watched,  as  it  was  quite 
easy,  he  stated,  to  throw  away  loo  lbs.  in  paint  and  varnish, 
and  that  this  meant  a  loss  of  from  £5  to  £20  per  day  in  load. 
Ample  window  lighting  was  essential,  and  at  least  two  windows 
on  each  side  should  be  made  to  open.  Emergency  exits 
were  best  arranged  near  the  rearmost  portion  of  the  cabin, 
as  this  part  would  be  above  water  in  the  case  of  a  forced 
descent.  It  should  not  be  difficult  to  silence  the  engine 
sufficiently,  and  the  lecturer  thought  that  long  exhaust 
pipes,  carried  to  a  point  behind  the  cabin,  were  the  most 
satisfactory.  Heating  and  ventilation  should  present  no 
serious  difficulties.  The  luggage  compartment  was  con¬ 
veniently  arranged  immediately  behind  the  cabin,  with  a 
door  in  the  side  of  t he  Juse/age. 

Capt.  de  Havilland  thought  that  the  modern  commercial 
aeroplane  would  be  found  to  have  a  much  greater  durability 
than  generally  supposed,  putting  the  life  of  a  machine 
at  three  years  at  least,  and  probably  much  longer.  This 
would  moan  a  distance  of  well  over  half  a  million  miles. 
The  present  mileage  flown  between  engine  overhauls,  was 


FURTHER  VIEWS  OF  THE  “  D.H.34  ”  :  Last  week  we  published  a  description  and  some  illustrations  of  the  new 
*'  D.H.34  ”  machine,  as  built  for  the  Daimler  Airway  and  Instone  Air  Line.  These  may  now  be  supplemented 
by  the  above  photographs,  taken  on  the  occasion  of  the  lunch  and  subsequent  visit  to  the  Stag  Lane  aerodrome. 
The  two  larger  views  show  the  machine  in  three-quarter  rear  and  side  view,  while  below  is  seen  the  cabin,  door , 
folding  ladder,  etc.  Inset,  shows  the  machine  coming  in  to  land. 
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given  by  the  lecturer  as  between  15,000  and  20,000  miles, 
which  compared  with  any  type  of  motor  transport. 

The  chief  items  of  expense  as  regards  maintenance  were 
given  as  renewal  of  control  cables,  replacement,  of  rubber 
shock  absorbers,  replacement  of  wearing  parts  of  petrol 
pumps,  tail  skids,  and  landing-wheel  tyres.  The  lecturer 
thought  that,  with  the  exception  of  the  last  named,  these 
troubles  had  been  eliminated,  and  the  use  of  solid  tyres 
was  now,  he  said,  receiving  attention.  Capt.  de  Havilland 
concluded  his  very  interesting  paper  by  stating  that  “  if 
we  leave  out  of  consideration  any  aerodynamic  or  structural 
improvements  that  will  probably  appear  ill  the  near  future, 
the  result  of  steady  development  on  normal  lines  gives  every 
reason  for  an  optimistic  outlook.  With  the  appearance 
of  larger  and  lighter  engines  the  cost  of  passenger  or  ton 
mileage  will  further  decrease,  and  owing  to  greater  reliability 
the  dangers  of  forced  landings  will  be  practically  non¬ 
existent.1' 

The  Discussion 

Major  F.  M.  Green  said  that  he  would  now  take  the 
opportunity  of  replying  to  Capt.  de  Havilland,  as  this 
opportunity  was  not  afforded  at  the  Air  Conference  recently. 
He  did  not  agree  on  the  question  of  metal  construction, 
ft  was  now  possible  to  build  machines  of  metal  which  weighed 
less  than  wood  machines,  while  probably  the  cost  would  not 
be  any  higher,  might  even  soon  be  somewhat  lower.  He 
agreed  with  the  lecturer  in  the  matter  of  twin-engined 
machines,  but  thought  that  three-engined  machines  would 
have  an  advantage,  as  in  case  of  cme  engine  stopping  only 
about  one-third  of  the  power  would  be  lost.  He  referred  to 
what  he  termed  the  “  multi-unit  ”  type  of  engine,  on  which 
he  was,  he  said,  now  working.  It  consisted  in  mounting 
three  engines  on  a  common  crank  case,  and  gave  some  promise 
of  good  results. 

Mr.  W.  O.  Manning  did  not  agree  with  the  lecturer  on  the 
question  of  landing  speeds.  He  thought  that  experience 
had  shown  that  low  landing  speeds  formed  a  sort  of  insurance 
against  excessive  damage,  and  quoted  as  proof  the  old  Bleriot 
28-30  h.p.  machines,  which  landed  very  slowly,  and  in  which, 
in  spite  of  many  crashes,  pilots  hardly  ever  were  seriously 
injured.  As  soon  as  the  higher-speed  50  h,p.  machines 
came  along,  which  hacl  wings  with  a  smaller  camber,  crashes 
began  to  result  in  injury,  sometimes  fatal,  to  the  pilots. 

Squadron-Leader  Roderic.  Hill  put  in  a  good  word  for  the 
twin-engined  machine,  saying  that  it  would  enable  a  pilot 
to  make,  a  flat  glide  to  a  landing  ground,  even  if  the  machine 
were  not  capable  of  flying  on  one  engine.  He  could  not.  he 
said,  view  with  equanimity  landing  speeds  of  62  m.p.h.,  and 
thought  that,  as  Mr.  Manning  hail  said,  low  landing  speed 
was  an  insurance  against  too  much  danger.  With  regard  to 
petrol  systems,  he  pleaded  for  greater  simplicity,  saying  that 
it  was  time  we  got  away  from  the  necessity  of  a  pilot  sitting 
in  the  cockpit  of  a  machine  for  three  hours,  trying  to  get 
acquainted  with  all  the  different  cocks. 

Air.  F.  Handley  Page  said  he  was  told  that  insurance 
premiums  would  be  considerably  lower  if  landing  speeds 
were  kept  below  50  m.p.h.  He  caused  much  amusement  by 
admitting  that  to  him  it  seemed  that  there  was  only  one 
way  to  keep  down  the  landing  speed  (referring,  of  course,  to 
the  H  P.  slotted  wing),  but  as  this  was  a  scientific,  society,  and 
not  a  self-advertising  one,  he  would  say  no  more,  about  that. 
He  agreed  with  the  lecturer  that  at  present  wood  construction 
was  most  suitable.  Later  on,  when  we  came  to  build  very 
large  machines,  metal  might  be  used  for  preference,  much 
in  the  same  manner,  and  for  similar  reasons,  that  large  liners 
were  now  built  of  steel,  but  small  craft,  such  as  motor  boats, 
were  nearly  always  built  of  wood.  Wood  machines  appeared 
to  stand  up  well,  and  he  quoted  as  an  example  the  Fokkers 
used  in  Turkey  during  the  War.  He  understood  that  the  way 
in  which  the  Fokkers  stood  up  was  due  to  a  special  secret 
process  of  treating  the  wood,  but  did  not  know  how  much  there 
was  in  this  claim.  As  regards  petrol  systems,  Mr.  Handley 

a  a 

Improving  the  Air  Port  Services 

The  Postmaster-General  announces  that  from  April  4 
a  new  dispatch  of  Air  Mail  letters  was  inaugurated  by  the 
Post  Office  between  London  and  Paris.  The  aeroplane  is 
due  to  leave  Croydon  aerodrome  at  9.30  a  m.  daily.  This 
dispatch  is  additional  to  the  present  service  from  Croydon 
at  12.30  p,m.,  for  which  letters  are  accepted  at  the  General 
Post  Office  up  to  1  r. 10  a.m.  daily. 

By  the  use  of  the  new  sendee,  letters  posted  in  London  too 
late  for  the  ordinary  night  mail  dispatch  to  Paris,  but  in  time 
for  the  last  night  collection,  will  normally  be  delivered  in  Paris 
on  the  following  afternoon,  and  if  they  are  addressed  to  places 
near  Paris  delivery  may  be  expected  in  the  evening  instead  of 


Page  again  amused  the  audience  ^by  saying  that  what  we 
really  wanted  was  placing  the  tank  very  high  above  the 
machine,  so  as  to  get  gravity  feed,  and  then  lead  the  petrol 
to  the  engine  through  5-inch  pipes.  There  would  then  be 
no  danger  of  them  choking  up.  Un fortunately  one  had  to 
have  some  form  of  sky  hook  to  support  the  tanks,  which 
complicated  matters. 

Colonel  Mayo  said  that  Capt.  de  Havilland  was  the  pioneer 
of  high  landing  speed  machines,  pointing  out  the  big  jump 
in  performance  which  was  attained  with  the  introduction  of 
the  heavily-loaded  "  DTI. 4."  For  military  machines,  that 
was  good,  as  one  was  prepared  to  face  the  high  landing  speed 
for  the  sake  of  the  better  performance.  For  commercial 
machines,  however,  he  did  not  think  that  the  high  landing 
speed  was  to  be  accepted.  He  was  surprised  at  the  lecturer’s 
statement  about  the  high  landing  speed  machine  having  had 
no  accident  which  could  have  been  avoided  had  the  landing 
speed  been  lower.  He  would  like  to  know  how  many  journeys 
had  to  be  cancelled  owing  to  the  unsuitability  of  the  high 
speed  machines  for  flying  in  fogs.  As  an  example  of  the  way 
in  which  the  slow-landing  machine  could  carry  on,  he  men¬ 
tioned  the  Farman  “  Goliath.”  This  machine,  he  said,  was 
without  doubt  fitted  with  the  worst  engine  in  the  world, 
but  in  spite  of  this  it  had  an  excellent  record.  He  mentioned 
several  instances  of  this  type  of  machine  having  made  forced 
landings  without  serious  damage.  With  regard  to  petrol 
systems,  Col.  Mayo  stated  that  in  France  gravity  feed  was 
almost  universal. 

Colonel  Bristow  ottered  a  few  criticisms  of  the  inability 
of  the  pilot  to  see  on  more  than  one  side  on  some  machines, 
and  said  that  this  was  very  distressing  in  taking  off  from  an 
aerodrome  with  obstacles.  The  placing  of  the  compass 
where  the  pilot  could  see  it  easily  was  another  point,  and 
controls  should  be  adjustable  so  as  io  be  adaptable  to  different 
pilots.  He  thought  that  the  present  reliability  of  our  air 
services  and  immunity  from  accidents  were  due  to  the  extra¬ 
ordinary  skill  and  experience  of  the  pilots  employed,  and  that 
as  it  was  becoming  increasingly  difficult  to  get  good  commercial 
pilots,  we  should  not  lose  sight  of  the  fact  that  it  would  be  an 
advantage  if  machines  could  be  so  designed  as  to  place  a 
less  severe  tax  on  the  skill  of  the  pilot.  He  also  referred  to 
highly-loaded  machines,  and  stated  that  recently  one  French 
heavily  loaded  machine  had  a  forced  landing  and  crashed. 
The  Goliath  also  had  to  land,  but  did  not  crash. 

Colonel  O’Gorman  before  asking  the  lecturer  to  reply, 
said  that  the  discussion  had  brought  out  a  pronounced  differ¬ 
ence  of  opinion  as  regards  high  loading  versus  low  loading. 
He  thought  that  high  loading  was  quite  all  right  if  the  engine 
was  reliable.  With  regard  to  the  Goliath,  he  was  not  speaking 
from  knowledge  of  the  facts,  but  lie  very  much  doubted 
whether  the  Goliath  got  a  lower  rate  of  insurance  than  did  the 
high -load  French  machines. 

Capt.  do  Havilland  stated  that  he  thought  that  eventually 
metal  construction  would  be  adopted,  but  not  at  present, 
when,  he  was  certain,  a  metal  machine  would  take  three  times 
as  long  to  build.  Wood  was  easy  to  repair.  Incidentally, 
he  had  heard  of  no  reason  why  we  should  be  building  metal 
machines,  except  for  the  tropics.  He  was  very  glad  to  hear 
that  Major  Green  was  studying  the  “multi-unit”  type  of 
engine.  He  said  there  had  been  several  forced  landings  with 
heavily  loaded  machines,  but  with  a  large  ground  angle  they 
pulled  up  as  quickly  as  the  lightly  loaded.  In  a  bad  fog, 
he  thought,  any  machine  was  dangerous,  and  he  did  not 
think  it  made  any  difference  whether  one  was  coming  into  an 
aerodrone  at  50  m.p.h.  or  at  62  m.p.h.  Referring  to  the 
Goliath,  Capt.  de  Havilland  thought  it  was  a  pity  that  the 
one  which  forced-landed  in  Kent  did  not  make  a  perfectly 
safe  landing.  As  regards  gravity  petrol  feed,  he  stated  that 
it  had  been  found  that  the  effect  of  acceleration  in  taking  off 
was  to  double  the  "  head  ”  necessary.  Thus,  if  a  certain 
carburettor  was  stated  to  function  with  a  ”  head  of  2  ft., 
this  was  increased  to  4  ft.  by  acceleration. 

0  a 

on  the  second  morning  following.  Letters  will  be  accepted 
for  the  g.30  a.m.  aeroplane  dispatch  at  the  counter  of  the 
General  Post  Office  up  to  7.15  a.m. 

Letters  from  the  provinces,  posted  too  late  for  the  ordinary 
mails  due  for  dispatch  by  the  night  boat,  benefit  by  the  new 
aeroplane  service  if  they  are  posted  in  time  for  inclusion  in 
mails  due  to  reach  the  London  train  terminus  by  or  before 
6  a.m. 

As  regards  places  at  a  considerable  distance  from  London, 
that  is,  practically  all  localities  except  the  south  and 
south.-east  of  England,  the  use  of  the  air  service  enables  the 
public  to  postpone  the  time  of  posting  for  France  and  beyond, 
by  the  greater  part  of  the  business  day. 
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LONDON-PARIS  BRITISH  AIR  SERVICE 


Last  week  two  gatherings  for  luncheon  took  place  on 
Tuesday  (at  the  Hotel  Cecil)  and  on  Wednesday  (at  the 
Criterion) — the  first  to  celebrate  the  successful  completion 
of  the  first  year’s  operations  of  the  subsidised  British  Air 
Services,  the  hosts  upon  this  occasion  being  the  Directors  of 
Handley  Page  Transport,  Ltd.,  and  Instone  Air  Line,  Ltd., 
and  the  second  function  to  "  christen  ”  the  new  Daimler 
Air  Service,  which  started  on  Monday  last.  % 

The  "  H.P.”  Instone  Meeting 

Lord  Gorkll,  Under  Secretary  of  State  for  Air,  occupied  the 
Chair  at  the  Hotel  Cecil,  and,  in  proposing  "Success  to  the 
British  Aeronautical  Industry,”  said  that  the  two  lines  within 
the  last  twelve  months  had  done  much  good  by  instilling 
into  the  public  the  sense  of  flying. 

Not  very  long  ago,  a  passenger  from  London  to' Paris 
handed  the  pilot  sixpence  on  landing  at  Le  Bourget.  He 
welcomed  that  spirit,  because  it  showed  that  that  passenger, 
at  any  rate,  had  had  such  a  comfortable  journey  that  he 
thought  he  was  in  a  taxi.  Then  there  was  the  case  of  a  lady, 
who  chartered  a  machine  to  fly  to  Harrogate,  and  on  descend¬ 
ing  there  said  ;  “  Wait,  please.”  These  instances  could  be 

multiplied,  and  they  showed  that  the  sense  of  ordinariness 
in  the  air  was  beginning  to  dawn  on  the  British  public, 
and  when  it  dawned  civil  aviation  would  go  right  ahead. 
Messrs.  Handley  Page  Transport,  Ltd.,  and  the  Instone  Air 
Line,  Ltd.,  who  had  both  been  running  regular  daily  cross- 
Channel  services  during  the  pa.st  year,  had  had  a  good  deal  to 
do  with  inculcating  that  spirit  into  the  British  mind. 

In  regard  to  the  cross -Channel  service,  Lord  Gorell  men¬ 
tioned  that  their  two  hosts  rvould  be  joined  in  the  next  few 
days  by  a  third  firm — the  Daimler  Company,  and  fie  was  glad 
to  welcome  them. 

The  two  lines  from  March  19  of  last  year  until  the  present 
time  had  made  526  trips  in  British  machines  from  London 
to  Paris,  and  had  carried  2,989  passengers,  while  in  the  same 
period  775  trips  with  French  machines  had  taken  2,043 
passengers.  In  the  other  direction,  from  Paris  to  London, 
British  machines  made  524  flights  and  carried  2,709  pas¬ 
sengers,  and  French  machines  787,  carrying  2,380  passengers. 
The  totals  were  :  British  machines,  1,030,  with  5,694  pas¬ 
sengers,  and  French  machines,  1,562  with  4,423  passengers. 

He  had  always  held  that  for  the  ultimate  and  general 
development  of  civil  aviation  they  must  look  even  more 
to  goods  than  to  passengers,  but  he  was  afraid  that  the  position 
in  this  respect  had  not  been  so  successful.  He  had  only 
the  figures  for  the  seven  months  between  August,  1921,  and 
February  of  this  year  ;  in  that  period,  the  two  French  firms 
carried  fifty-three  ions  of  goods  and  the  two  British  firms  only 
sixteen  tons  He  hoped  that  in  the  coming  year  every  effort 
would  be  made  to  change  the  proportions. 

Continuing,  Lord  Gorell  said  that  in  the  last  week  aviation 
had  won  a  great  victory.  The  Air  Ministry  had  had  to  battle 
for  its  very  existence,  and  had  finally  come  out  triumphant. 
A  good  sign,  he  thought,  was  the  more  rational  interest 
taken  by  members  of  the  House  in  aviation.  They  had 
realised  wliat  air  power  meant,  and  that  gave  promise  that 
when  more  was  asked  for  by  the  Air  Ministry  there  would 
be  a  strong  section  of  Parliament  which  wTould  support 
them. 

Mr.  Handley  Page,  in  responding,  said  he  first  wished  to 
offer  recognition  of  the  great  work  which  Mr.  Cogni,  their 
General  Manager,  had  done  for  the  cause  of  aviation,  by  his 
indefatigable  zeal  in  promoting  its  interests,  It  was  with 
some  satisfaction  he  could  state  that  his  company  had  flowm 
70,000  miles  with  a  cost  for  breakages  of  only  £50.  That 
reflected  the  security  and  safety  with  which  the  passengers 
had  travelled.  Though  10,000  passengers  had  been  carried 
between  London  and  Paris,  they  ought  to  have  been  carrying 
more  than  that  number  between  this  country  and  our  Colonies. 
What  he  wished  to  urge  upon  the  authorities  was  that  the 
lines  abroad,  the  little  places  we  had  got  to  reach  eventually, 
should  be  throwm  open  to  British  enterprise  and  developed 
under  commercial  auspices,  rather  than  as  part  of  a  military 
unit,  although  he  in  no  way  meant  to  disparage  the  magnificent 
work  done  by  the  military  side.  For  this  purpose,  an  educa¬ 
tional  campaign  was  necessary,  and  the  best  education  was  to 
have  an  interior  air  line  in  this  country.  If  they  could 
make  the  air  lines  prosperous,  they  would  bring  in  the  train  of 
the  aircraft  industry  increased  trade  between  the  different 
parts  of  the  Empire. 

•  Sir  Samuel  Instone,  in  proposing  “  The  Air  Ministry,” 
said  they  had  arrived  at  a  milestone  in  aviation.  They  had 
just  concluded  the  first  period  of  the  subsidy.  He  con¬ 
gratulated  the  Air  Ministry  upon  their  new  lease  of  life  in 


face  of  the  great  campaign  to  annihilate  them.  Sir  Samuel 
paid  a  high  compliment  to  the  Chief  of  their  Staff,  Capt. 
Barnard,  and  said  he  was  pleased  to  say  they  had  recently 
added  Sir  A.  Whitten -Brown  to  their  staff,  which  conveyed 
an  assurance  that  things  would  go  forward.  The  Air 
Ministry’s  wonderful  weather  reports  had  been  of  the  greatest 
importance  to  the  successful  flying,  free  from  accidents 
and  trouble.  He  welcomed  the  series  of  articles  of  General 
Groves  in  The  Times.  He  had  been  able  to  say  what  many  in 
high  places  would  have  liked  to  have  said,  and  it  had  done  an 
immense  amount  of  good.  Civil  aviation,  he  thought,  would 
afford  an  outlet  for  the  young  of  the  coming  generation, 
and  therefore  it  ought  to  be  supported. 

Major-General  Sir  F.  Sykes  claimed  that  Civil  aviation  was 
the  basis  of  the  Air  Force.  Out  of  the  Channel  services  they 
must  build  up  air-routes  in  various  directions  abroad, 
Imperially,  and  at  home. 

Mr  Baldwin  Raper,  M.P.,  responded  for  the  House  of 
Commons. 

Amongst  those  present  were  :  Sir  James  Stevenson, 
Brig.-General  P.  R.  C.  Groves,  Brig. -General  R.  K.  Bagnall- 
Wild,  Sir  H.  White-Smith,  Lieut. -Col.  W.  D.  Beatty,  Colonel 
Blandy,  Sir  A.  Whitten -Brown,  Lieut.-Col.  J.  Barrett- 
Lennard,  Mr,  Theodore  Instone,  Capt.  Alfred  Instone,  Mr.  T. 
A.  Lewis,  M.P.,  Mr,  James  Paterson,  Mr.  F.  G.  L.  Bertram, 
Mr.  Arthur  Logan,  Major  S.  Greer,  Colonel  A.  Ogilvie,  Lieut.- 
Col.  W.  A.  Bristow.  Mr.  E.  Gamage,  Mr.  G.  E.  Howse,  Dr.  G. 
C.  Simpson,  Mr.  J.  S.  Ross,  Mr.  L.  Simon,  and  Mr.  E.  Cogni. 

The  Daimler  Airway  Inauguration 

At  the  Criterion,  Mr.  E.  Manville,  M.P.,  presided,  the 
chief  guest  being  Capt.  Guest,  Secretary  of  State  for  Air. 

Mr.  Manville  at  the  outset  referred  back  to  the  Air  Transport 
Company’s  work,  with  which  they  had  been  associated, 
and  the  experience  then  gained  against  the  snags  which  should 
help  them  to  create  a  commercially  successful  service.  First- 
class  organisation  stood  behind  commercial  success  in  civil 
aviation,  and  if  that  idea  were  carried  to  its  ultimate  end  it 
might  not  be  necessary  to  call  upon  the  Government  for  the 
subsidy  that  was  given  to  approved  companies  who  were 
unable  to  make  ends  meet.  Capt.  Guest,  he  said,  was  some¬ 
what  sceptical  whether  civil  aviation  could  be  made  self¬ 
paying,  but  he  hoped  to  be  able  to  prove  to  him  that  it  was 
possible.  The  Postmaster-General,  who  was  present,  was 
more  than  favourably  inclined  to  sending  mails  by  air,  and 
moreover  he  was  well  satisfied  with  the  results  so  far. 

Capt.  Guest  acknowledging  the  toast,  said  the  Air  Ministry 
welcomed  the  arrival  of  the  third  candidate  in  the  field  of 
competition  for  air  mail  and  air  passenger  services.  There 
was  a  significant  factor  in  connection  with  the  entry  into  the 
field  of  the  Daimler  Hire  Service.  It  was  the  first  very 
definite  sign  of  a  great  motor  company  turning  its  attention 
to  aeronautics,  and  he  hoped  it  would  be  the  fore-runner  of 
the  movement  in  that  direction.  This  was  also  the  first 
company  to  have  indicated  an  expectation  of  carrying  on 
successful  air  travel  without  the  aid  of  the  subsidy.  He  had 
laid  himself  open  to  charges  of  being  optimistic  about  the 
commercial  success  of  civil  aviation,  but  he  thought  he  had 
been  a  little  unfairly  judged,  because  such  expressions  as  he 
had  made  use  of  must  be  taken  with  their  corollary.  Although 
in  England,  through  want  of  space,  the  weather  conditions, 
the  excessive  comfort  and  speed  of  other  forms  of  transport, 
civil  aviation  had  apparently  not  become  popular,  yet  as  a 
corollary  it  was  none  the  less  necessary  that  the  British  Isles 
should  be  the  pioneers  of  a  wider  form  of  civil  aviation  than 
these  islands  offered  to  us.  We  were  merely  the  heart  of  a 
great  Empire  which  had  great  stretches  of  country,  which  were 
unbridgeable  except  by  air,  and  he  had  always  supported 
the  cross-Channel  services  and  the  subsidies  attendant 
thereto,  because  it  was  there,  under  the  most  difficult  condi¬ 
tions,  that  we  could  establish  and  develop  our  ability  in 
civil  aviation,  and  transport  it — organisation  and  all — 
to  other  parts  of  the  Empire  in  order  to  reach  the  desirable 
acme  of  success  which  was  the  Imperial  air  communications. 
There  were  openings  already  at  hand.  A  greater  conception 
was  to  have  a  route  straight  through  Europe  to  Constantinople, 
to  Baghdad,  to  Busra,  and  to  India  at  Karachi.  It  was 
early  yet  to  do  more  than  outline  such  a  possibility,  but 
most  of  the  links  in  that  chain  were  already  covered  and 
undertaken  by  someone,  and  it  seemed  that  the  time  would 
not  be  far  distant  before  we  got  started  on  that  great  route. 

He  wished  to  repudiate  the  charge  that  was  sometimes 
expressed  to  the  effect  that  civil  aviation  was  “  snowed  under  ” 
in  the  Air  Ministry  by  Service  considerations.  This  would 
certainly  not  be  so  while  he  was  at  the  Air  Ministry,  but  he 


207 


April  6,  1922 


thought  people  ought  to  appreciate  the  relative  responsibilities 
ot  the  two  sides  of  the  work.  The  fact  that  they  had  had 
to  devote  the  last  three  years  to  the  formation  of  a  service, 
had  no  doubt  somewhat  over-occupied  their  time,  but  with¬ 
out  that  service  they  would  be  as  dissatisfied  as  they  could 
be  as  citizens  of  this  great  country,  and  therefore  when  they 
heard  or  read  unsupported  attacks  upon  the  Ministry  in 
that  connection,  they  should  take  the  broadest  possible  view 
of  the  necessity  for  the  whole  service  being  built  up  in  this 
country,  and  being  put  into  a  position  of  sufficient  security 
to  keep  pace  with  developments  in  any  other  land.  He  did 
not  Suppose  anyone  believed  in  the  subsidy  as  a  permanent 
doctrine,  but  during  the  stages  Of  infancy  it  was  essential 
that  the  State  should  come  to  the  rescue  and  assist  in  the 
best  way  it  could.  He  looked  forward  to  the  time  when  civil 
aviation  would  not  need  this  artificial  support,  but  so  long 
as  the  period  of  suspense  remained  there  would  be  no  stronger 
advocate  than  himself  of  the  system  of  subsidies  in  this 
connection. 

Mr.  F.  G.  Kellaway,  the  Postmaster-General,  said  he 
admired  the  audacity  of  the  entry  into  aviation  of  the  Daimler 
Hire  Co.  If  the  air  services  could  give  him  good  terms  tor 
carrying  his  goods  those  goods  would  be  at  their  disposal. 
The  three  considerations  necessary  to  the  successful  carrying 
of  mails  were  speed,  cheapness,  and  reliability,  and  the  most 
important  of  all  was  reliability.  The  outlook  now  was 
brighter  than  it  had  been  at  any  time  since  1919.  He  did 
not  know  how  far  the  technical  men  had  got  towards  solving 
the  problem  of  night  flying,  but  that  was  one  of  the  difficulties 
that  stood  in  the  way  of  a  very  considerable  use  of  the  air 
services  for  carrying  mails  between  England  and  Paris. 
The  London  business  man  could  post  a  letter  tonight,  and 
have  it  delivered  in  Paris  next  morning,  and  until  the  air 
services  could  fly  at  night  they  would  not  beat  that,  He 
hoped  that  during  this  year  the  mails  would  be  carried  to 
Brussels  by  air,  and  that  the  service  would  be  extended 
through  Brussels  to  Germany.  For  the  conveyance  of  air 
mails  tq  Amsterdam,  they  were  again  relying  on  the  services 
of  the  Royal  Dutch  Air  Co.  He  was  now  in  communication 
with  the  French  Post  Office  regarding  mails  from  Paris  to 
Prague,  Vienna,  and  Budapest,  but  the  outstanding  examples 
of  what  could  be  done  in  carrying  mails  by  air  was  the  Cairo- 
Baghdad  service..  The  ordinary  mails  going  from  this  country 
to  Baghdad  took  twenty-seven  days,  but  the  Air  Ministry 
was  carrying  them  in  ten  to  nine  days,  and  they  hoped  this 
year  to  reduce  it  to  eight.  The  extent  to  which  that  service 
was  used  was  remarkable,  for  he  was  informed  that  something 
like  45  per  cent,  of  the  letters  sent  between  this  country 
and  Baghdad  were  sent  bv  air.  If  the  Air  Ministry,  or  any  of 
the  civil  aviation  companies  could  guarantee  cheap,  swift, 
and  reliable  communication,  he,  as  Postmaster-General, 
and  t He  Post  Office  as  a  whole,  would  be  onlv  too  glad  to  use 
the  whole  of  their  organisation  to  place  in  their  hands  for 
transport  the  largest  quantity  of  letters  and  parcels  which 
they  Could  possible  carry.  He  saw  no  practical  difficulty 
in  the  way  of  having  an  air  service  which  would  enable 
letters  posted  in  London  today  to  be  delivered  in  Australia 
within  a  week's  time.  If  that  could  be  done,  think  not  only 
of  its  commercial  advantages,  but  of  the  extent  to  which  it 
would  make  all  the  peoples  of  this  Empire  one  great  family, 
it  would  be  a  case  of  audacity  overcoming  insuperable 
difficulties. 

Col.  Frank  Searle,  the  Managing  Director  of  Daimler 
Hire,  Ltd.,  said  they  had  built  up  their  business  upon  service 
to  the  public — value  for  money — and  they  intended  to  follow 
upon  the  same  principle  with  the  Airway.  He  thought  the 
Paris-London  service  could  be  now  run  with  the  subsidy, 
but  he  hoped  in  a  year  to  give  figures  that  would  prove  the 
service  could  be  run  without  a  subsidy  Once  they  could 
prove  they  could  work  at  a  profit,  they  would  be  prepared  to 
go  anywhere  with  a  full  service.  He  maintained  that  the 
expense  for  business  people  in  travelling  by  air  to  Paris 
and  back  in  the  day  was  less  than  by  the  pre-historic 
methods  by  train  and  boat,  absorbing  two  days,  at  least, 
with  all  its  extra  expenses.  He  wanted  the  agencies  to  look 
after  the  airway  more  individually  and  encouragingly  than 
they  had  done.  Col.  Searle  then  paid  a  high  tribute  to 
Messrs.  Napiers,  the  engine  manufacturers,  who  were  giving 
an  immense  amount  of  help  to  the  companies  who  were 
operating,  and  also  to  Capt.  de  Havilland,  who  designed  the 
machines.  Fie  was  most  sympathetic  and  receptive  of 
suggestions  of  a  practical  (not  engineering)  nature,  and  had  as 
far  as  possible,  embodied  them  in  his  machines. 

Amongst  those  present  were  :  The  Duke  of  Sutherland, 
Lord  Gorell  (Under  Secretary  for  Air),  Major-General  Sir  F. 
Sykes  (Controller-General  of  Civil  Aviation),  Sir  J.  Norton 
Griffiths,  M.P.,  Sir  H.  White-Smith,  General  Sir  H.  C.  Z- 


Holden,  Colonel  Grant  Morden,  M.P.,  Colonel  O.  C.  Armstrong 
(President,  Federation  of  British  Industries),  Brig.-General 
Sir  W.  T.  F.  Ilorwood,  Sir  Ilalliwelle  Rogers,  Brig.-General 
P.  R.  C.  Groves,  Sir  A.  J  Hobson,  Mr.  P.  j.  Hannan,  M.P., 
Major-General  Sir  W.  S.  Brancker,  Brig.-General  R,  K. 
Bagdad-Wild,  Mr.  F.  Handley  Page,  Captain  de  Havilland, 
Lieut. -Coi.  W.  D.  Raikes,  Sir  Samuel  Instone,  Lieut. -Col. 
Mervyn  O'Gorman,  Lieut. -Col.  Heckstall  Smith,  Lieut.-Col. 
W.  D.  Beatty,  and  Commander  F.  B.  Armstrong. 


m  m  m  m 

THE  LONDON  AERO-MODELS  ASSOCIATION 

The  Propeller  Competition  held  on  March  25  proved  popular, 
there  being  fifteen  entrants. 

The  judges  were  kept  busy  testing  up  to  10.30,  and  had  to 
continue  on  the  following  Tuesday,  to  complete  their  task. 

The  first  prize  was  won  by  Mr.  W.  E.  Evans,  second  by  Mr. 
L.  Lansdown,  third  by  Mr.  F.  de  P.  Green.  Mr.  F.  J.  Camra 
will  give  full  data  of  the  competition  in  due  course. 

Re  Competition  No.  2,  for  R.O.G.  duration.  Models 
limited  to  4  ozs.  minimum.  No  other  restrictions.  To  be 
held  on  Wormwood  Scrubbs,  Sunday,  April  16,  at  11  a.m. 
(The  word  “  minimum  "  was  omitted  in  error  in  the  announce¬ 
ment  of  March  23), 

On  Thursday,  the  6th  inst.,  Mr.  W.  E.  Evans  will  give  a  short 
lecture  on  “  How  to  Design  a  Model  Aeroplane  Propeller.” 

The  Secretary  has  been  requested  to  draw  members' 
attention  to  General  Rule  No.  3. 

Meetings  are  held  every  Thursday  at  20,  Great  W  indmill 
Street,  Piccadilly,  W.  x.  at  7.30  p.in.,  when  full  particulars  of 
membership  can  be  obtained. — Hon.  See.,  A.  E.  Jones. 


8  m  m  m 

NEW  COMPANY  REGISTERED. 


AEROMOTORS.  LTD. — Capital  £900  in  £1  shares  (300  "  A  "  and  600 
”  B  ").  Aeronautical  and  general  engineers.  Permanent  directors :  W. 
Harris,  D.  F.  H.  FiUtuaunee.  Solicitors  :  Wedlake,  Letts  and  Birds,  it, 
Serjeants'  Inn,  E.C,  4. 

m  x  m  » 

AERONAUTICAL  PATENT  SPECIFICATIONS 

Abbreviations  :  cyl.  cylinder  ;  l.C.  —  internal  combustion  ;  m  *=  motors 
The  numbers  in  brackets  are  those  under  which  the  Specifications  will 
be  printed  and  abridged,  etc. 

APPLIED  FOR  IN  1920 

Pobhshed  April  6,  1922 

25,8j2,  B.  J.  Democrat)?.  Parachutes.  (170,406.) 

30,723.  Armstrong  Siddllsa  Motors,  Lid.,  .1.  I  i.ovo  and  H  N  Wyi.it. 

Means  for  securing  metal  tubes  in  sockets.  (176,432.) 

31,712.  R.  Vkrouzio  and  t  .  Savoi Aeroplane  wing  bracing.  (iM;595-) 
33,316.  H.E.S,  Holt.  Holt  landing  lights  or  flares  fox-attaching  to  aircraft. 
(T76.455.) 

34,819.  P.  W.  ScHoiLAK  and  E  R.  CalthropB  Atrial  Patents,  Ltd. 

Parachute  launching  devices.  (176,518 .) 

36,475.  D.  J.  Moon  tv  and  Ji.  1.  Brown,  All  metal  aeroplane  wings. 


1,167. 

5,028. 

6,644. 


APPLIED  FOR  IN  1921 

Publiih&l  T  pnl  6,  19.12 

Zepplt.in  Wfhiu:  Grs.  Fastening  lot  radiators  lor 

(157,27a.) 

H.  Bros. all.  Head  gcrir  lor  use  on  aircraft.  (176,638.) 
M.  Kapftkpr.  Wheels,  (160,460.) 


aircraft . 


8  8  8  8 

NOTICE  TO  ADVERTISERS 
All  Advertisement  Copy  and  Blocks  must  be 
delivered  at  the  Offices  of  “Flight,”  36,  Great 
Queen  Street,  Kingsway,  W.C.  2,  not  later  than 
12  o’clock  on  Saturday  in  each  week  for  the  following 
week’s  issue. 


FLIGHT 

The  Aircraft  Engineer  and  Airships 
36,  GREAT  QUEEN  STREET,  KINGSWAY,  W.C.  2. 
Telegraphic  address  :  Truditur,  Westcent,  London. 
Telephone  :  Gerrar^l  1828. 


SUBSCRIPTION  RATES 


"  Flight  ”  will  be  forwarded,  post  free,  at  the  following  rales  : — 
United  Kingdom  Abroad* 


s.  d.  s,  d, 

3  Months,  Post  Free...  77  3  Months,  Post  Free...  8  3 

6  „  „  ...15  2  ]  6  „  „  ...16  6 

12  ,.  „  ...30  4  12  „  „  —33  0 

These  rates  are  subject  to  any  alteration  found  necessary 
under  abnormal  conditions  and  to  increases  in  postage  rates. 
•  European  subscriptions  must  be  remitted  in  British  currency 


Cheques  and  Post  Office  Orders  should  be  made  payable  to  the 
Proprietors  of  “  Flight,”  36,  Great  Queen  Street,  Kingsway, 
W.C.  2,  and  crossed  London  County  and  Westminster  Bank, 
otherwise  no  responsibility  will  be  accepted. 


Wf.i:  6,  1922 
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FLIGHT  BUYERS’  GUIDE  AND  TRADE  DIRECTORY '-continued 

0 Continued  /rata  p.  xii.) 


XHER  CLOTH - 

New  Pegamoid  Ltd.,  434,  Queen  Victoria  Si.,  E.C. 

City  0704  (■'  lines). 
••  Pegamoid,"  Phone,  London. 


LUBRICATING  OILS 

Wakefield,  C.  C.,KCo.,  Ltd.,  Cheapside,  E.C.  2. 
Central  1136  (3  lines);  ‘‘Cherry,''  Cent.  London. 


machining - 

Arnott  A  Harrison,  Ltd.,  Hythe  Rond,  Willesden 
Junction.  Willesden  5297. 
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EDITORIAL  COMMENT 

HK  controversy  which  has  occupied  so 
much  space  in  the  daily  press  lately 
relating  to  the  effect  on  ships  of  bombs 
dropped  in  their  immediate  vicinity 
appears  to  us  to  have  strayed  con¬ 
siderably  from  the  points  at  issue. 
Lord  Lee  of  Farehara  has  explained 
the  views  of  the  Admiralty  aud  of  ihc 
Navy  on  the  matter,  and  Lord  Graham,  who  was 
responsible  for  the  aeroplane  carrier  Ii.M.S.  Argus, 
,  .  and  General  Groves,  whose  excellent 
and 1  Bombs  articles  in  The  Times  were  the  im¬ 
mediate  cause  of  the  Controversy, 
have  in  turn  stated  the  case  for  aircraft.  Lord 
Lee  contends  that  even  large  bombs,  if  so  dropped 
as  not  to  be  in  actual  contact  with  the  side 
of  a  ship,  have  an  effect  equivalent  only  to  a 
much  smaller  quantity  of  explosives  which  is  in 
actual  contact  with  the  ship.  We  are  not  at  all 
convinced  that  Lord  Lee  is  right  in  this  contention. 
However,  even  if  it  is  granted  that  he  is  right,  and 
that  actual  contact  is  necessary  for  the  full  effect  of 
explosives  dropped  from  aircraft,  we  think  that  he 
has  failed  to  take  into  account  the  dropping  of  tor¬ 
pedoes  from  aircraft.  He  will  there  get  all  the  actual 
contact  he  wants,  with  the  further  advantage  on  the 
side  of  aircraft  that  if  one  or  two  or  ten  arc  destroyed 
the  loss  in  men  and  material  will  be  insignificant, 
while  out  of  an  attacking  air  squadron  some  are 
certain  to  get.  through  and  find  their  mark. 

But,  as  we  have  already  mentioned,  aud  as  Gen. 
Groves  points  out  in  a  letter  to  The  Times,  the  amount 
of  damage  which  aircraft  can  do  to  battleships  is  a 
mere  detail  of  the  much  greater  problems  at  issue. 
These  are  that  in  the  next  war  the  Navy  by  itself 
cannot  protect  us  against  air  attacks,  no  matter  how 
efficient  it  is  or  how  many  battleships  it  possesses. 
Aircraft,  and  aircraft  only,  can  do  that.  This  is  the 
main  issue  wliich  we  should  keep  in  mind,  and  at  the 
present  moment  this  country  has  to  all  intents  and 
purposes  no  such  defence  against  aerial  invasion.  No 
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one  has  proved  that  there  is  any  other  way  of  estab¬ 
lishing  and  maintaining  such  a  defence  than  the 
"  striking  force  "  advocated  by  Gen.  Groves. 

Rear-Admiral  S.  S.  Hall,  in  a  letter  to  the  Press, 
makes  some  stringent  remarks  about  our  Naval 
Staff  and  its  doctrines,  and  he  emphasises  that  the 
reason  why  he.  considers  the  building  of  two  battle¬ 
ships  a  waste  of  money  is  that  close  blockade  is  dead, 
and  there  is  no  one  wc  can  distantly  blockade,  ft  is 
not,  he  points  out,  a  question  of  one  aeroplane  being 
only  able  to  sink  an  old  battleship  in  shallow  water, 
but  of  future  air  attack  when  clouds  of  ’planes  vail 
attack  at  dusk,  dawn,  or  by  moonlight  the  ships 
before  they  go  to  sea. 

A  trenchant  contribution  to  the  controversy  is  that 
of  Mr.  T.  G.  Tul loch  in  The  Times ,  who  calls  attention 
to  the  seemingly  obvious  fact,  which  is  nevertheless 
often  lost  sight  of,  that  a  three-dimensional  weapon, 
such  as  aircraft  and,  to  a  somewhat  more  limited 
extent  the  submarine,  must  defeat  two-dimensional 
weapons,  such  as  surface-vessels.  This  writer  con¬ 
cludes  with  the  following  very  telling  paragraph  : 
“  Having  regard  to  aerial  warfare,  Great  Britain  is  no 
longer  an  '  island  ’  ;  therefore  why  try  and  defend  it 
as  if  it  were  ?  Precisely.  1  hat  is  the  whole  crux 
of  the  matter.  As  to  how  many  bombs  it  would  take 
to  sink  a  battleship,  and  how  many  machines  would 
be  shot  down  in  the  attempt,  these  are  merely  inci¬ 
dental  problems  which  do  not  greatly  affect  the  argu¬ 
ment  one  way  or  the  other.  Ihe  defence  against 
aircraft  attack  on  cities,  factories,  shipyards,  camps, 
etc.,  is  the  problem  with  which  we  are  faced,  and 
certainly  for  that  purpose  the  Navy  is  useless,  lhat 
the  air  arm  can  also  by  itself  protect  us  against  naval 
attache  we  are  not  so  convinced,  although  we  fully 
realise  the  help  which  the  air  can,  and  should  to  a 
vastly  greater  extent  than  has  hitherto  been  the  case, 
give  to  the  Navy  in  this  respect.  We  are  rather 
afraid  that  some  of  those  who  have  contributed  to 
the  controversy  have  been  carried  away  by  their 
enthusiasm  and  belief  in  the  air,  and  led  to  claim  for 
the  air  arm  feats  which  it  has  not  yet  been  proved 
capable  of  performing.  We  fully  believe  that  some 
day,  and  probably  not  so  far  distant  as  might  be 
imagined,  the  air  will  be  able  to  do  all  these  things, 
but  that  time  is  scarcely  yet,  and  possibly  a  certain 
amount  of  harm  has  been  done  to  the  cause  of  the 
air  by  these  somewhat  extravagant  claims. 

<o.  ♦ 

The  airship  scheme  proposed  by  Corn- 
Air  mander  Burney,  details  of  which  were 
C-ncA  and  plljqjsi1C(j  jn  Flicht  last  week,  has  now, 
1  Scheme^  ^  announced,  been  considered  by  the 

Air  Council,  but  it  is  stated  that  in  their 
original  form  the  Air  Council  regarded  the  financial 
conditions  as  imposing  too  severe  a  liability  on  the 
Government.  Commander  Buniey  has  since  sub¬ 
mitted  certain  modifications  which  are  now  being 
considered  by  the  Air  Council.  These  include  an  offer 
to  repay  the  whole  of  the  money  advanced  as  subsidy 
at  the  rate  of  £25,000  a  year  as  soon  as  the  company 
is  in  a  position  to  relieve  the  Government  of  liability 
under  the  interest  guarantee.  This  certainly  appears 
to  be  a  very  fair  offer,  and  as  it  is  understood  that  the 
Air  Council's  refusal  to  accept  the  original  scheme  was 
based  upon  financial  considerations,  and  not  on  any 
doubts  as  to  the  feasibility  of  the  scheme,  there  is, 
perhaps,  a.  possibility  of  the  revised  offer  being 
accepted.  The  potential  value  of  the  scheme  to 
Imperial  defence  is  such  that  we  sincerely  hope  that 
the  Air  Council  ma}/  regard  it  favourably. 


The  mid-air  collision  which  occurred  in 
The  Air  France  last  week  is  a  most  regrettable 
Disaster  accjf]ent>  the  more  so  in  view  of  the 

recent  inauguration  of  one  of  the  services  involved, 
viz.,  the  Daimler  Airway,  to  which  reference  is  made 
below.  It  is,  however,  an  accident  which  is  not  very 
likely  to  occur  again,  even  if  the  somewhat  elaborate 
schemes  that  have  been  suggested  are  not  adopted. 
The  probability  of  two  machines  meeting  nose-on  in 
this  fashion  is  very  remote.  At  the  same  time  we 
cannot  afford  not  to  take  every  precaution  which  tends 
to  make  flying  safe,  and  the  recent  accident  points 
to  the  desirability  of  making  provision  for  the  pre¬ 
vention  of  a  recurrence.  It  has  been  suggested  that 
machines  travelling  in  one  direction  should  fly  at  one 
altitude,  and  those  going  the  opposite  way  at  a 
different  height.  Also  that  each  should  keep  a  mile 
or  two  to  the  right  of  the  general  route.  Both  plans 
are  open  to  objections  on  the  part  of  the  pilots,  who 
usually  like  to  follow  a  certain  route,  especially  in 
thick  weather.  It  might,  however,  be  found  possible 
to  combine  the  two  ;  that  is  to  say,  the  machines 
going  in  one  direction  flying  slightly  to  the  light  of  the 
route  and  at  a  certain  altitude,  while  those  going  the 
opposite  way  fly  also  to  the  right  and  at  a  different 
altitude.  This  arrangement  would,  however,  necessi¬ 
tate  an  almost  complete  duplication  of  emergency 
landing  grounds,  while  pilots  might  object  to  being 
restricted  to  certain  altitudes,  owing  to  the  difficulties 
which  would  be  encountered  in  the  matter  of  flying 
by  landmarks.  It  is  true  that  wireless  direction 


finding  is  now  proving  very  useful  to  pilots  (lying  out 
of  sight  of  the  ground,  but  the  fact  remains  that  most 
pilots  are  averse  to  flying  above  clouds,  out  of  the 
sight  of  the  ground.  That  may  he  mostly  prejudice, 
but  until  confidence  in  the  wireless  has  been  firmly 
established,  it  is  a  very  easily  understood  prejudice. 

We  think  that,  as  a  matter  of  fact,  no  such  altera 
tion  in  the  arrangements  is  necessary,  at  any  rate  for 
some  time.  It  should  be  comparatively  easy  to 
provide  machines  with  short-range  transmitting  and 
receiving  sets,  all  tuned  alike,  by  means  of  which,  in 
thick  weather,  a  pilot  could  be  apprised  of  the 
approach  of  another  machine  while  still  some  miles 
apart.  In  most  cases  this  would  probably  be  found 
sufficient  to  ensure-  that  the  pilots  of  approaching 
machines  would  see  one  another  while  there  was  still 
plenty  of  time  to  alter  course  and  avoid  collision. 

♦  ♦  ♦ 

Commencing  last  week,  the  air  services 
New* Air  Paris  have  been  augmented  by  the 

Services  new  service  established  by  the  Daimler 
Airway,  and  by  accelerated  services  by 
the  older  companies.  In  addition  to  the  usual  air  mail 
leaving  Croydon  at  12.30,  there  is  now  a  morning 
service  leaving  at  9.30.  By  the  new  service  letters 
posted  in  London  too  late  for  the  ordinary  night 
mail  dispatch  to  Paris,  but  in  time  for  the  last  night 
collections,  will  normally  be  delivered  in  Paris  on 
the  following  afternoon. 

In  addition  to  the  increased  activity  on  the  London 
Paris  route,  it  is  rumoured  that  a  London  Manchester 
service  is  a  probable  starter  soon,  and  it  is  stated  that 
other  lines  radiating  from  Manchester  are  in  contem¬ 
plation — for  instance,  one  linking  Manchester  with 
Dublin.  Altogether,  therefore,  it  looks  as  if  civil 
aviation  is  to  have  a  busy  season,  and  signs  are  not 
lacking  that  we  are  now  over  the  worst,  difficulties 
and  that  henceforth  commercial  aviation  will  develop 
fairly  rapidly  towards  that  importance  which  it  is 
destined  ultimately  to  hold. 
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BLAZING  THE  TRAIL  ”  :  Some  photographs  secured  by  Mr.  Cobham’s  passenger  on  the  6,000  miles  tour. 
I .  The  D.H.9c  at  Batna.  2.  Aerial  view  of  Constantine  in  Algeria.  3.  The  machine  on  the  natural  aerodrome  at 
i'ouggourt.  4.  Mounting  guard  over  the  machine  at  Batna.  5.  Sahara  from  above.  Just  beyond  the  wing  tip 
may  be  seen  Touggourt.  6.  A  bit  of  local  atmosphere.  The  machine  and  a  hangar  (of  sorts)  at  Biskra 

(k‘  Garden  of  Allah  ”). 


» 
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“BLAZING  THE  TRAIL 


Mr.  Cobham’s 

As  an  example  of  what  an  Englishman  can  do  when  he  makes 
up  his  inind,  it  would  be  hard  to  beat  Mr.  Alan  Cobham’s 
performance  of  flying,  with  a  passenger,  from  London  to 
Paris,  Toulouse,  Barcelona,  Alicante,  Malaga,  Gibraltar, 


6,000  Miles 

throughout  the  journey  neither  machine  nor  engine  gave 
the  slightest  trouble.  Truly  a  marvellous  performance,  when 
it  is  remembered  that  the  tour  was  made  without  any  ground 
organisation  whatever,  and  that  Mr.  Cobh  am  had  to  be  his 
own  engineer,  looking  after  machine  and  engine  each  day 
after  the  end  of  a  flight.  We  regret  that  space  does  not  allow 
of  publishing  the  details  of  this  marvellous  flight,  but  it 
does  not  require  any  very  vivid  imagination  to  picture  what 
changing  conditions  were,  must  have  been,  met  with.  The 


La  Rache  Aerodrome,  Spanish  Morocco  :  The  Air 
Service  between  Seville  and  La  Rache  is  run  with 
D.H.9c  machines.  Our  photograph  shows  the 
arrival  of  the  first  machine  after  the  inauguration 
of  the  service. 


Captain  Martel,  of  the  French  Artillery  at  Fez,  and 
Mr.  Cobham. 

Rabat,  Casa  Blanca,  Morocco,  Fez,  Orano,  Algiers,  Touggourt, 
Batna,  Constantine,  Tunis,  Catania,  Messina,  Napes,  Rome, 
Florence  and  Venice.  The  machine  used  was  a  D.H.gc, 
with  Siddeley  ‘‘Puma'’  engine,  and  we  understand  that 


tour  w^as  made  in  a  leisurely  fashion,  it  is  true,  but  even  so 
certain  stretches  of  the  journey  presented  great  difficulties. 
These  were,  however,  all  overcome,  until  fate  overtook  Mr. 
Cobham  at  Venice.  He  was  actually  within  sight  of  the 
aerodrome,  when  a  fog  suddenly  blotted  out  all  land-marks. 
He  w  isely  decided  to  come  down  in  the  sea,  which  he  managed 
to  do  successfully,  and  he  and  his  passenger  were  ultimately 


Sketch-Map  of  the  route  followed  by  Mr.  Cobham  on  his  tour. 
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rescued  unhurt,  although  the  machine  and  engine  suffered 
considerably  from  the  effects  of  the  salt  water. 

Incidents  from  Mr.  Cobliam’s  tour  have  been  recorded 
from  time  to  time,  but  we  have  now  obtained  some  photo¬ 
graphs,  taken  by  the  passenger,  which  will,  we  think,  be 
found  of  interest  as  showing  unfamiliar  country  and  sur¬ 
roundings.  Some  of  these  photographs  will  be  found  on 

p.  211, 

The  accompanying  sketch-map  will  give  a  better  indication 
of  the  route  followed  and  the  countries  visited  than  could 
any  descriptive  matter,  and  will  give  a  very  good  idea  of 
the  magnitude  of  the  trip.  From  Venice  onwards,  the 
dotted  line  route  indicates  the  remaining  portion  of  the 
tour,  which  was  cut  short  by  the  accident  at  Venice.  It  will 
be  seen  that  considerably  more  than  half  of  the  tour  was 
successfully  completed,  and  had  .Mr.  Cobham  chosen  to 
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obtain  another  machine  whereon  to  proceed,  there  is  little 
doubt  but  that  he  would  have  accomplished  the  trip 
successtully.  Even  as  it  is,  however,  the  tour  is  an  achieve- 
ment  of  which  the.  pilot  may  well  be  proud,  and  when  it  is 
remembered  that  no  organisation  beyond  that  already 
existing  was  provided,  the  trip  deserves  to  rank  high  among 
the  flights  of  modern  years.  There  was  no  question  of 
covering  enormous  distances  without  landing,  nor  of  com¬ 
pleting  a  given  distance  in  a  minimum  of  time,  but,  what  is, 
perhaps,  even  more  useful,  the  tour  demonstrated  the 
reliability  of  modern  air  travel,  and,  incidentally,  afforded 
an  opportunity  of  doing  very  excellent  propaganda  work 
abroad. 

Mr.  Cobham 'a  next  adventure  will,  we  think,  attract 
even  more  attention,  but  about  that  nothing  may  be  said 
at  present, 
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“WHAT  CAN  WE  DO  WITH  OUR  SONS?” 


Sir  Samuf.i.  Instone  makes  the  following  valuable  and 
practical  contribution  to  the  discussion  which  has  been  raging 
so  furiously  recently  in  The  Times  : 

"  1  think  a  great  deal  can  be  done  for  '  our  sons  ’  in  civil 
aviation.  It  offers  an  opening  for  young  men,  and  should  be 
supported.  In  the  late  war  all  the  officers  in  the  mercantile 
marine  became  officers  in  the  Royal  Navy,  and  their  work  in 
defeating  the  submarines  and  m  other  operations  at  sea 
was  of  inestimable  value.  In  the  next  war,  there  is  every 
reason  to  suppose,  aircraft  will  be  a  predominant  factor, 
and  the  importance  of  having  an  adequate  reserve  of  officer 
pilots  cannot  be  over-estimated.  1  think,  therefore,  in  the 
interests  of  national  security,  the  Government  should  grant 
a  subsidy  to  the  civil  aviation  companies  to  be  used  solely 
for  the  training  of  pilots,  so  that,  in  time  of  war,  there  shall 
In'  an  adequate  reserve  of  officer  pilots  to  draw  upon,  in  the 
same  manner  as  they  have  drawn  upon  the  officers  of  the 
mercantile  marine. 

Civil  aviation,  as  it  develops,  will,  on  the  other  hand,  offer 
a  fresh  lease  of  life  to  pilots  in  the  Royal  Air  Force  when  they 
have  ceased  to  be  of  value  to  the  fighting  service.  Flying 
111  the  fighting  service  is  a  young  man's  job.  Even  in  peace 
tune,  training  for  air  warfare,  with  '  stunt  ’  flying  and  the 
other  risks  that  must  be  taken,  puts  a  great  strain  upon  the 
nerve,  and  the  useful  career  of  the  fighting  pilot  comes  to  an 
end  at  a  comparatively  early  age.  In  an  '  omnibus  ’  service 
of  a  commercial  aviation  company,  where  *  safety  first  ’ 
is  the  principal  consideration,  his  career  can  be  prolonged 
for  another  ten  years,  and  the  pay  is  good. 

I  hit  we  do  not  rely  entirely  upon  taking  over  pilots  from 
t  he  Royal  Ait  Force.  We  want  to  trait?  our  own  pilot  officers 
and  mechanics,  and  for  that  purpose  we  have  established  a 
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scheme  of  apprenticeship  for  boys  leaving  school.  We  have 
begun  with  two  apprentices,  and  we  are  prepared  to  take 
others.  They  will  wear  a  distinctive  uniform,  as  officers  in 
the  mercantile  marine  do.  The  articles  of  indenture  are, 
I  believe,  the  first  that  have  been  drawn  up  for  a  civil  aviation 
company,  and  from  that  point  of  view  the  original  document 
will  one  day  become  historic.  They  provide  for  a  premium 
of  v’500,  which  need  not  necessarily  be  paid  in  one  sum  ;  and 
the  parents  are  responsible  for  clothing  and  board  and  lodging. 
Tbe  period  of  apprenticeship  is  three  years,  and  the  apprentice 
receives  as  pocket  money.  10.1.  a  week  in  the  first  year,  15s. 
a  week  in  the  second  year,  and  25s.  a  week  in  the  third  year. 
The  company  undertake  to  give  instruction  in  the  profession 
of  aviation  at  their  Wad  cl  on  aerodrome.  Croydon,  or  else¬ 
where,  which  shall  include  a  course  in  the  engineering  shops 
and  flying  instruction  which  will  enable  the  apprentice  at 
the  termination  of  his  apprenticeship  to  apply  to  the  Air 
Ministry  for  a  pilot's  certificate.  If,  however,  the  apprentice 
is  found  to  be  unfit,  on  account  of  his  state  of  health,  or  for 
other  reasons,  for  final  training  as  a.  pilot,  then,  during  the 
last  year  of  his  apprenticeship,  the  company  will  instruct 
him  solely  with  a  view  to  his  becoming  qualified  and  efficient 
to  act  as  a  ground  station  engineer  If  after  the  determina¬ 
tion1  of  his  indenture,  the  apprentice  secures  from  the  Air 
Ministry  a  pilot's  certificate,  the  company  wall  employ  him, 
or  use  their  best  endeavours  to  procure  him  an  engagement 
with  some  other  recognised  company. 

There  will,  I  believe,  be  a  wide  scope  for  these  boys.  The 
Instone  Air  Line  is  establishing  stations  across  the  Empire, 
and  as  soon  as  protection  is  afforded,  and  machines  are 
approved,  station  managers,  technical  experts  and  spare 
pilots  will  be  required. 
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NOTICES  TO  AIRMEN 


Belgium  :  Ostend  Aerial  Lighthouse 

1.  An  aerial  lighthouse  has  been  erected  in  the  W.  corner 
of  the  Ostend  aerodrome,  and  is  in  operation  in  foggy  weather, 
or  after  sunset,  when  the  arrival  of  aircraft  at  the  aerodrome  is 
expected. 

The  light  exhibited  is  a  group  occulting  white  light,  showing 
five  flashes  every  nineteen  seconds,  thus  : — Light,  5  secs.  ; 
eclipse,  r  sec.  ;  light,  2  secs.  ;  eclipse,  1  sec.  ;  light,  3  secs.  ; 
eclipse,  1  sec.  ;  light,  2  secs.  ;  eclipse,  1  sec.  ;  light,  2  secs.  ; 
eclipse,  1  see. 

Note. — This  light  is  additional  to  and  should  not  be  confused 
with  the  marine  light  at  Ostend  Harbour,  notified  in  Notice  to 
Airmen  No.  106  of  1921. 

(No.  32  of  1922.) 
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Honours 

H.M.  the  King  has  granted  unrestricted  permission 
tor  the  wearing  of  the  following  decoration,  which  was 
conferred  by  H.M.  the  Ring  of  the  Belgians  for  valuable 
service  in  connection  with  the  War  ;  — 

Order  of  the  Crown  [Off.) 

Maj.  (acting  Lieut. -Gol.)  A.  V.  Holt,  D.S.O. 

Imperial  Airship  Scheme  under  Consideration 

The  Air  Ministry  announces  that  the  Imperial  Airship 
Scheme  submitted  by  Commander  Burney  has  been  under 
the  consideration  of  the  Air  Council.  In  its  original  form, 
as  communicated  to  the  Press,  the  Air  Council  regarded 
the  financial  conditions  as  imposing  altogether  too  heavy 
a  liability  on  the  Government.  Commander  Burney  has 


France  :  Aerial  Lighthouses,  Aerodromes,  etc. 

Aerial  Lighthouses. — As  from  April  i,  1922,  the  hours  of 
operation  of  the  aerial  lighthouses  in  France  will  be  as  shown 
below  ; — (i)  The  lighthouses  at  Valenciennes,  Strasbourg t 
Lyons,  Dijon,  Ntmes  and  Bordeaux,  which  are  situated  on 
routes  over  which  night  flights  rarely  take  place,  will  only 
be  lit  by  request.  To  test  their  working,  they  will  also  be 
lit  for  half  an  hour  per  week  ;  (ii)  The  lighthouses  of  Le 
Hour  get,  Beauvais,  Poix,  Berck-sur-Mer  and  St.  Ivglcvert  will 
be  lit  regularly  half  an  hour  after  sunset  until  two  hours  after 
sunset.  They  may  also  be  lit  at  other  times  than  those 
indicated,  by  request. 

(No.  34  of  1922.) 

Aerodromes  for  CiviJ  Use 

A  consolidated  list  has  now  been  issued.  (No.  35  of  1922.) 
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since  made  certain  modifications  in  that  scheme,  and  the 
revised  proposals  are  being  further  considered  by  the  Air 
Council.  The  existing  airships  and  the  airship  bases  at 
Cardington  and  Pulham  are  still  in  the  possession  of  the 
Air  Ministry,  and  have  not  been  actually  handed  over  to 
the  Disposal  Commission. 

London-Brussels  Route  to  be  Opened 

The  Air  Ministry  announces  that  the  Instone  Air  Line 
has  now  been  “  approved  "  as  the  company  to  operate  a 
subsidised  air  service  between  London  and  Brussels.  This  is 
welcome  news,  as  the  London-Brussels  line  may  well  prove 
a  very  important  one  in  the  future,  linking  up  as  it  does  this 
country  with  Northern  and  Central  Europe.  We  should  now- 
like  to  see  a  seaplane  service  running  to  North  Germany  ami 
the  Scandinavian  countries. 


213 


APRIL,  13>  1)22 


aoj 


SECOND  CROYDON  AVIATION  RACE  MEETING 

(('fitter  (he  Competition  Rules  of  the  Royal  Aero  Club  and  (he 
Regulatione  of  the  Federation  Aeronautique  I  nt  dr  nationals) 

Al  London  Terminal  Aerodrome,  Croydon,  Easter  Monday, 
April  17,  IQ22,  commencing  at  .5  p.m. 

Club  Handicap.  The  Committee  has  decided  to  open 
this  event  to  all  types  instead  of  confining  it  to  machines  ol 
Avro  type  only. 

Course. — The  circuit  for  each  event  is  approximately 
eight  miles,  the  turning  points  being  W addon  Aerodrome, 
a  White  Cross  on  the  ground  near  Parley  Downs  Golf  Club, 
and  Bedding  ton  Cement  Works. 

Handicapping. — The  handicaps  will  be  fixed  on  the  day 
of  the  Meeting  by  the  Official  Mandicappers  of  the  Royal 
Aero  Club,  viz.  : — 

R  J.  G.  Crouch. 

J.  D.  Coales, 
j.  H.  Lcdeboer. 


Members  of  the  Royal  Aero  Club  will  be  admitted  free  on 
presentation  of  their  Membership  cards. 

The  prices  of  admission  are  as  follows  : — 5 s.  (plus  tax  9 d,), 
2.y.  bd.  (plus  tax  bd.)  and  is.  (plus  tax  3 d.) 

The  charge  for  motor-cars  is  zs.  bd  (instead  of  5s.,  as 
previously  announced),  and  motor-cycles  is. 

Programme 

Club  Handicap. — For  all  types  of  machines.  Two  laps 
of  the  circuit.  Distance,  approximately  16  miles. 


Entrant. 

Fl.-Lt.  W.  H.  Longton, 
D.F.C.,  A.F.C. 

Maj.  J.  R.  Grant  (Aircraft 
Disposal  Depot) 

Maj.  J.  R.  Grant  (Aircraft 
Disposal  Depot) 

FI. -Cadet  N.  Vintcent  ,  , 

De  Havilland  Aircraft  Co., 
Ltd, 

Dr,  E.  D.  Whitehead  Reid 
Henry  Petre 
C.  Dudley  Palmer 
FI. -Officer  A.  F.  Ingram.. 
Bristol  Aeroplane  Co.,  Ltd. 


Fl.-Lt.  H.  O.  Long 
FI. -Officer  R.  S.  Carroll 


Machine,  Engine  and  Pilot. 
Martinsyde  F.4,  300  h.p.  His- 
pano  Suiza  (W.  H.  Longton). 
D.H.qa,  400  h.p.  Liberty  (R.  H. 
S  toe  ken). 

Parnell  Panther,  200  h.p.  B.R.2 
(A.  F.  Muir). 

B.E.2B,  90  h.p.  R.A.F.  (X 
Vintcent). 

D.H.ge,  230  h.p.  Siddeley  Puma 
(C.  D.  Barnard). 

D.H.6,  qo  h.p.  R.A.F  (E.  D.  W. 
Reid). 

Avro,  no  h.p.  l.c  Rhone  (FI. 
Petre) . 

Avro,  no  h.p.  Le  Rhone  (C. 

Dudley  Palmer). 

Avro,  no  h.p.  Le  Rhone  (A.  F. 
Ingram). 

Bristol  Monoplane,  100  h.p. 
"  Bristol  ”  Lucifer  (C.  F. 
Uwins). 

Martinsyde  F  4,  300  h.p.  His- 
pano  Suiza  (H.  O.  Long). 
S.E.5A,  200  h.p.  Wolseley  Viper 
(R  S.  Carroll). 


2nd  Waddon  Flandicap.  For  machines  with  a  speed  of 
not  less  than  foo  m.p.h.  Four  laps  of  the  circuit.  Distance, 
approximately  32  miles 


Entrant. 

Fl.-Lt.  W.  H.  Longton, 
D.F.C.,  A.F.C. 

Maj.  J.  R.  Grant  (Aircraft 
Disposal  Depot) 

Maj.  J.  R.  Grant  (Aircraft. 

Disposal  Depot) 

De  Havilland  Aircraft  Co., 
Ltd. 

Bristol  Aeroplane  Co.,  Ltd. 


Fl.-Lt.  H.  O.  Long  ,, 
Fl.-Officer  R.  S.  Carroll  . . 


Machine.  Engine  and  Pilot. 
Martinsyde  F.4,  300  h.p.  Mis- 
pauo  Suiza  (W.  H,  Longton). 
D.H.qa,  400  h.p.  Liberty  (R.  IF 
Stoeken) . 

Parnell  Panther,  200  h.p.  B.R.2 
(A.  F.  Muir). 

D.H.gis,  230  h.p.  Siddeley  Puma 
(C,  D,  Barnard). 

Bristol  Monoplane.  100  h.p. 
“  Bristol  ”  Lucifer  (C.  F. 
1  wins) . 

Martinsyde  F.4,  300  h.p.  llis- 
pane  Suiza  (IF  O.  Long). 

S. E  5A,  200  h.p.  Wolseley  Viper 


(R.  S.  Carroll). 

2nd  Croydon  Handicap.  For  machines  with  a  speed  of 
less  than  roo  m.p.h.  Three  laps  of  the  circuit.  Distance 
approximately  24  miles. 


Entrant, 

Vice-Admiral  Mark  Kerr, 
C.B.,  M.V.O. 

Dr.  E.  D.  Whitehead  Reid 
Fl.-Cadet  N.  Vintcent  . . 
Flenry  Petre 


Machine,  Engine  and  Pilot. 
B.E.2C.  90  h.p.  R.A.F.  (Mark 
Kerr). 

D. H  .b,  90  h.p.  R.A.F-  (E.  D.  W. 
Reid). 

Avro.  no  h.p.  Le  Rhone  (X' 
Vintcent). 

Avro,  1 10  h.p.  l-e  Rhone  (H. 


Petre). 

C.  Dudley  Palmer  ..  Avit>,  110  h.p.  D  Rhone  (C. 

Dudley  Palmer). 

1st  Spring  Handicap. — For  machines  occupying  the  first 
three  places  in  the  Waddon  and  Croydon  Handicaps. 

Four  laps  of  the  circuit.  Distance,  approximately  32  miles. 

Parachute  Descents. — Double  Parachute  Descent  by 
W.  Newell  in  a  "  Guardian  Angel  ”  Parachute. 

Parachute  Drop  of  a  dummy  man  with  ”  11  *’  type  “  Guar¬ 
dian  Angel  ”  parachute,  showing  the  use  of  a  resistance 
parachute  in  a  nose  dive, 

Exhibition  of  mail  dropping  types  of  "  Guardian  Angel  " 
Parachutes. 

Balloon  Sniping  Competition. — Competitors  : — Lieut. - 
Col.  C.  E.  Risk,  D.S.O.,  Capt  A.  F  Muir,  Flight-Cadet  X 
Vintcent  and  F.  P.  Raynbam. 

Three  small  balloons  will  be  released  at  short  intervals. 
The  machine  will  carry  a  passenger  whose  object  is  to  shoot 
down  the  balloons.  An  ordinary  shot  gun  will  be  used,  and 
the  competitor  who  destroys  the  three  balloons  in  the  shortest 
time  will  be  the  winner. 


How  to  reach  Waddon  Aerodrome,  Croydon.  By 

train  from  Loudon  Bridge  to  Waddon. 

By  train  from  Victoria.  Charing  Cross  and  London  Bridge 
to  East  Croydon  and  thence  by  tram  or  'bus  to  the  aerodrome. 
Offices:  THE  ROYAL  AERO  CLUB, 

3,  CLIFFORD  STREET.  LONDON,  W.  1. 

H.  E.  PERRIN,  Secretary. 


PERSONALS 


Married 

On  January  31,  at  St.  Thomas’  Cathedral,  Bombay. 
Flying  Officer  G.  J.  Stroud,  M.B.E.,  R.A.F.,  was  married  to 
Janet  May,  only  daughter  of  Mr.  and  Mrs.  Edwin  Barton 
Woodgate,  of  High  Halden,  Kent. 

To  be  Married 

The  engagement  is  announced  between  Evelyn  Jack 
Needham,  late  Capt.  3rd  Northamptonshire  Regt.  and  R.F.C., 
elder  son  of  the  late  Lieut. -Col.  the  Hon.  H.  Colville  Needham 
and  the  Hon.  Mrs.  NTeedham,  The  Gate  House,  Windsor,  and 
Mary  Campbell,  only  child  of  the  late  Rev,  Benjamin 
Campbell  Littlewood  and  Mrs.  Littlewood,  Hillside, 
Bracknell,  Berks. 

The  engagement  is  announced  of  Flying-Officer  Bernard 
Leslie  Blofeld,  R.A.F.,  third  surviving  son  of  Mr.  and  Mrs. 


II,  Blofeld  of  the  "  Woodlands,”  Sydenham  Hill,  and 
Dorothy  Evelyn  Fikmin,  widow  of  J.  K.  Firm  in,  Lieut. 
5th  Bait..  Wiltshire  Regt.,  and  eldest  daughter  of  Mr.  and 
Mrs.  A.  G.  Chifferiel,  of  Jnverleith,  Denbigh  Gardens, 
Richmond  Hill. 

Killed 

Denys  Newson  Dickson,  R.A.F.,  who  died  on  March  23  as 
the  result  of  a  flying  accident,  was  the  younger  soil  of  Algernon 
and  Edith  Dickson,  of  Tower  House.  Woolton  Hill,  Newbury. 
He  was  aged  22  years. 

Item 

The  will  of  Lieut.  Andrew  Beauchamp  Proctor,  V.C., 
D.S.O.,  M.C.,  D.F.C.,  of  the  Central  Flying  School,  Upavon, 
Wilts,  who  died  on  June  21  last,  the  result  of  an  accident 
while  flying,  has  been  proved  at  -£945, 
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LONDON  TERMINAL  AERODROME 


Monday  Evening, 

April  10,  1922. 

New  British  “  Expresses  ”  Scheduled 

Handley  Page  Transport  began  their  new  service  to  Paris 
on  Tuesday.  A  machine  is  now  timed  to  leave  Croydon  each 
morning  at  10  am.  and  return  from  Paris  at  3  p.m.  The 
Instone  Air  Trine  have  also  put  on  a  10  a.m.  service,  and  have 
altered  the  time  of  their  midday  service  to  3  p.m  'The 
In  stone  Air  Line  start  operations  on  the  London-Brussels 
service  route  on  May  1,  when  they  intend  to  run  one  machine 
m  each  direction  daily,  and  I  understand  that  the  fare  will 
be  the  same  as  last  year-  that  is  to  sa.y,  £5  3s. 

On  Thursday  tests  with  a  new  life-saving  parachute  were 
held  above  the  aerodrome.  The  idea  was  to  provide  a 
parachute  which  would  actually  lift  a  pilot  out  of  his  seat  in  a 
aeroplane  without  his  having  to  jump  and  fall  some  distance 
before  the  parachute  opened.  To  attain  this  object  a  small 
parachute  is  first  of  all  flung  out,  and  this,  opening  in  the 
rush  of  wind,  drags  the  full-sized  parachute  Irom  its  housing. 
This  in  its  turn  opens,  and  lifts  the  pilot  out  of  his  scat. 

Captain  Muir,  flying  one  of  the  Royal  Aero  Club  "  Avros," 
took  up  this  apparatus,  which  was  tried  initially  with  a 
dummy.  In  order  to  prevent  any  fouling  of  the  controls, 
should  the  apparatus  fail  to  work,  the  dummy  was  placed  on 
the  wing  rather  than  in  the  back  seat  of  the  machine.  Two 
ascents  were  made,  but,  although  it  was  shown 'that  the  idea 
would  work,  details  of  the  release-gear  require  alteration 
before  the  dummy  is  replaced  by  a  human  being. 

The  Early- Morning  Newspaper  Service 

The  Messageries  Adriennes  have  been  putting  up  an 
extremely  good  show  with  their  aerial  newspaper  service, 
which  u  now  scheduled  for  early  each  morning.  Considering 
the  state  of  the  weather,  the  regularity  obtained  by  this 
service  has  been  reminiscent  of  the  days  of  Aircraft  Transport 
and  Travel,  aqfl  I  understand  that  the  various  newspaper 
firms  w  1  u> vi y -tto' consignments  have  been  very  pleased 
indeed  wiSk^pfei^pip  to  date.  Mr.  Grosfils,  by  the  wav, 
expects  to  have*  his  Haymarket  office  open  this  week,  and 
flew  over  to  Paris  on  Tuesday  in  order  to  complete  arrange¬ 
ments  for  certain  schemes  which  the  Messageries  have  in  hand. 

One  ut  these  projects  is,  I  understand,  to  be  an  arrangement 
whereby  a  party  of  three  or  five  people  can,  by  paying  the 
ordinary  air-fare  and  giving  a  day  or  so’s  notice,  have  a  special 
machine  to  leave  at  any  time  convenient  to  themselves.  It 
is  expected  that  there  should  tbc  quite  a  demand  for  this 
facility,  especially  as  there  have  already  been  several  inquiries 
from  ladies  who  wish  to  fly  over  to  Paris  and  do  a  day’s 
shopping,  returning  in  London  the  same  evening. 

On  Wednesday  night  tests  were  carried  out  on  the  lighting 
of  the  British  section  of  the  London-Paris  airway.  Tem¬ 
porary  lights  had  been  installed  at  the  lighthouses  at  Tatsfield 
and  Cranbrook,  and  the  full  lighting  was  in  operation  at  the 
aerodromes  of  Croydon  and  Lympne.  A  Handley  Page 
0-400,  belonging  to  the  R.A.F.,  flew  over  from  Biggin  Hill, 
and,  after  making  a  landing  at  Croydon  down  the  beam  of  a 
searchlight,  ascended  again  and  flew  along  the  airway  at 
Lympne.  The  "  cone  ”  light  at  Lympne  was  picked  up  long 
before  the  lighthouse  at  Cranbrook  was  lost  sight  of.  The 
people  on  board  remarked,  in  fact,  that  it  was  easier  with 
these  lights  to  follow  the  route  at  night  than  by  day,  After 
crossing  the  Channel  the  machine  returned  to  Croydon, 


round  the  aerodrome,  and  then  returned  to  Biggin 


ci  reled 
Hill. 

1  understand  inch  <  al  1  ,  that  the  wireless  on  tins  parti¬ 

cular  Service  Handley  Page  was  so  much  below  the  civil 
aviation  standard  that  the  wireless  operator  at  Croydon  was 
unable  to  get  into  satisfactory  communication  with  the 
machine. 

Night-Flight  with  a  “  Goliath  ”  from  Paris 

The  Grands  Express  "  Goliath,"  equipped  for  night  flying 
is,  weather  premitting,  to  make  an  attempt  at  a  night  flight 
from  Paris  to  London  tomorrow  (Tuesday)  night.  M 
Labouchere  will  pilot  the  machine. 

This  "  air  express  "  is  the  only  foreign  machine  employed 
on  the  "airways"  which  is  fitted  with  wireless,  hut  its 
installation  has,  so  far,  been  unsatisfactory.  There  seems  to 
be  some  mysterious  reason  why  foreign  companies  are  unable 
to  obtain  the  same  apparatus  the  British  companies  use,  and 
which  is  most  satisfactory. 

While  on  the  subject  of  wireless,  it  is  interesting  to  hear 
that  a  private  message,  sent  from  a  passenger  in  an  "  air 
express  ’’  over  the  Channel  to  his  office  in  the  City,  was 
actually  received  in  that  office  only  one  minute  after  it  had 
been  dispatched  from  the  ”  air  express  "  by  wireless. 

On  Tuesday  Mr.  Alan  J.  Cobham  arrived  from  Stag  Lane 
to  take  the  Instone  DTI.  34  back  for  finishing  touches  and 
minor  adjustments, 

Mr  Cobham  tells  me  that  the  De  Havilland  Aircraft  Com¬ 
pany  have  now  a  fleet  of  six  D.H  9  e’s,  which  are  available 
for  "  taxi  ”  work,  and  that  they  are  also  prepared  to  accept 
pupils  for  training  as  pilots.  Already  they  have  had  a 
number  of  ex-Service  pilots  to  take  "refresher”  courses* 
which  consist  of  an  hour's  "  dual  "  on  a  D  II  6,  followed  by 
"  dual  "  and  “  solo  "  on  a  D.II.  9. 

The  Cup  which  Messrs.  Napier  presented  for  competition  for 
inter-section  football  was  received  on  the  aerodrome  on 
Saturday,  and  is  now  on  view  in  ihe  Post  Office.  The  Instonc 
team  won  this  trophy  last  year. 

Mr.  Saul,  who  lias  been  navigation  officer  on  the  aerodrome 
for  some  time,  has  left  to  join  a  new  service  which  Daimler 
Hire,  Ltd.,  are  commencing.  They  intend  to  run  a  fleet  of 
motor-yachts  in  a  similar  manner  to  their  fleet  of  cars — their 
motto,  apparently,  being,  "  Land,  sea,  or  air,  Daimler  Hire 
will  get  you  there.” 

The  Schoolboys  and  their  Air  Trip 

The  24  Harrogate  schoolboys  who  were  to  have  travelled 
by  air  to  Paris  on  Saturday  were  prevented  from  flying  by 
bad  weather,  and  had  to  go  by  train  and  boat.  They  were 
so  disappointed  that,  after  a  hasty  consultation,  it  was 
arranged  that  on  their  way  back  from  their  Continental  tour 
on  April  25,  they  should  fly  from  Paris  to  London. 

On  Tuesday,  when  the  new  10  a.m.  services  of  Handley 
Page  and  Instone  were  started,  two  D.H,  i8s,  one  operated 
by  each  firm,  left  the  aerodrome  within  two  minutes  of  one 
another,  and,  aided  by  a  following  wind,  sped  at  a  great  pace 
to  Paris. 

They  were  reported  over  Lympne  only  35  minutes  after 
leaving  Croydon,  and  less  than  10  minutes  later  a  wire¬ 
less  message  from  one  of  them  reported  passing  Boulogne. 
The  last  machine  to  start  actually  gained  on  its  rival,  arriving 
at  Le  Bourget  only  one  minute  behind  it,  having  accomplished 
the  journey  in  1  hour  59  minutes. 


H  H  0  H 


LONDON-PARIS  MACHINES  COLLIDE 


On  Friday  of  last  week  an  extremely  regrettable  and  most 
unusual  accident  marred  the  running  of  the  London  Conti¬ 
nental  Air  Service,  which  has  hitherto  been  remarkably  free 
from  serious  disasters.  It  is  an  accident,  also,  all  the  more 
unfortunate  in  that  it  involved  the  recently  inaugurated 
Daimler  Hire  Service.  A  Goliath  belonging  to  Grands 
Express — F-GEAD — piloted  by  M.  Mire  and  carrying  a 
mechanic  and  three  passengers  had  left.  Le  Bourget  at 
12  6  p.m.  for  Croydon.  The  weather  was  very  misty  and  visi¬ 
bility  bad,  and  when  flying  over  Thieuloy,  near  Grandvilliers,  , 
at  a  height  of  only  a  few  hundred  feet,  a  D.H.  18,  from 
Croydon — G-EAWO — of  the  Daimler  Service,  piloted  by  R.  E. 
Duke  and  carrying  a  boy  steward  and  mails,  suddenly  loomed 
out  of  the  mist.  Before  either  pilot  could  turn,  the  machines 
collided,  and  then  crashed  to  earth  in  flames.  The  D.H.  18, 
it  is  stated,  had  its  wing  and  tail  broken  off  by  the  impact 
and  fell  immediately,  whilst  the  Goliath  swooped  to  earth  a 
little  farther  off.  Assistance  was  at  once  rushed  to  the 
wrecked  machines,  but  with  the  exception  of  the  boy  steward 
— Hesterman — who  was  terribly  injured,  all  were  found  to  be 


dead.  The  boy  was  taken  immediately  to  the  village,  but 
died  from  his  injuries  some  time  later. 

R.  E,  Duke  was  a  well-known  pilot  of  the  Continental 
services,  and  had  a  distinguished  war  record  in  the  RAF. 
He  was  formerly,  before  joining  the  Daimler  service,  with  the 
Aircraft  Transport  and  Travel  Co.  and  the  Royal  Dutch 
Aviation  Co.  M,  Mire,  the  French  pilot,  was  also  well  known 
as  a  Continental  Air  Service  pilot,  and  had  been  flying  for 
Grands  Express  for  over  a  year. 

The  following  message  of  condolence  has  been  sent  by  the 
Secretary  of  State  for  Air  to  M.  Laurent  Eynac,  French 
Lnder- Secretary  of  State  for  Air,  and  to  the  Chairman  of 
Daimler  Hire,  Ltd.  : — 

"  In  my  own  name  and  that  of  the  Air  Council  I  offer  you 
my  deep  sympathy  on  the  fatal  air  collision  winch  occurred 
yesterday,  the  Only  accident  of  this  kind  in  the  history  of  air 
transport  between  Great  Britain  and  France. 

(Signed)  Frederick  Guest, 
Secretary  of  State  for  Air." 
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ROUND-THE-WORLD  ATTEMPT 


THE 

Sir  Ross  Smith’s 

It  is  now  some  time  since  the  first  announcement,  was  made 
of  the  intention  of  Sir  Ross  and  Sir  Keith  Smith  to  attempt 
the  (fight  around  the  world.  In  the  interval  plans  have 
matured,  and  the  machine,  a  Vickers  "  Viking  Amphibian, 
Napier  “  Lion  ”  engine,  has  been  finished  and  tested.  Need 
less  to  say,  there  are  numerous  preparations  to  lie  made 
before  such  a  flight  can  be  attempted,  and  it  has  been  neces¬ 
sary  to  postpone  the  start  until  some  time  this  month.  All 
being  well,  it  is  hoped  that  a  start  may  be  made  from  Croydon 
on  Tuesday,  April  25,  but  a  good  deal  will,  of  course,  depend 
upon  weather  conditions  and  other  factors  affecting  the  flight. 

It  is  not  the  intention  of  Sir  Koss  to  attempt  to  beat 
Phrneas  Fogg,  Jules  Verne’s  hero  of  ”  Round  the  W  orld  in 
Eighty  Days,”  although  with  a  fair  amount  of  luck  this 
should  be  possible.  It  is  hoped,  however,  to  make  the  tour. 


Proposed  Route 

operator.  Lieut.  Bennett  will,  as  before,  look  after  the 
machine  and  engine,  and  one  is  thus  assured  that  both  will 
receive  the  very  best  attention.  W e  understand  that  in 
order  the  better  to  lit  himself .  for  his  responsible  duties  Sir 
Keith  Smith  has  been  undergoing  a  course  at  Biggin  Hill,  and 
that  he  is  now  well  qualified  to  navigate  the  machine  on  its 
epoch  making  flight. 

Among  the  instruments  carried  on  the  flight  will  be  a  very 
fine  photographic  equipment,  and  both  cinematograph  anu 
”  still  ”  pictures  will  be  taken  en  route-  Ihus  it  is  hoped 
that  a  pictorial  record  of  very  considerable  value  will  be 
obtained  to  supplement  the  account  of  the  tour. 

As  regards  the.  machine,  this,  as  already  stated,  win  be 
one  of  the  Vickers  “  Vikings,”  with  450  h.p.  Napier  Lion 
engine,  A  very  similar  machine  was  illustrated  and  descubod 


I 

SKETCH  MAP  OF  SIR  ROSS  SMITH  S  PROPOSED  ROUTE:  This  map  has  been  drawn  from  a  globe,  and 
gives  a  very  good  idea  of  the  manner  in  which  it  is  proposed  to  circle  around  the  earth.  By  turning  the  map 
around,  the' names  of  the  various  ports  of  call  are  very  conveniently  read.  No  attempt  has  been  made  to  show 
the  actual  path  followed  bv  the  machine,  the  different  points  being  linked  up  by  lines  which  are  straight  in  the 

map,  hut  which,  if  followed,  would,  of  course,  result  in  curved  paths. 


which  will  be  approximately  22,000  miles  in  length,  in  about 
three  months,  and  in  order  to  ensure  fitness  both  of  machine, 
engine  and  crew,  it  is  intended  to  limit  flying  to  approximately 
six  hours  per  day,  with  every  fourth  day  or  so,  according  to 
circumstances,  set  aside  for  rest.  In  the  case  of  the  crew  this 
rest  will  probably  take  the  form  of  strenuous  work  on  machine 
and  engine,  but  it  has  often  been  stated  that  a  change  of 
occupation  is  as  good  as  a  rest,  so  that  going  on  that 
assumption  everything  should  work  out  satisfactorily.  In 
any  case,  both  Sir  Ross  and  Sir  Keith,  and  Lieut.  Bennett, 
who  accompanied  them  on  the  flight  to  Australia,  have  proved 
themselves  capable  of  standing  the  strain,  and  there  is  every 
reason  to  hope  that  they  will  be  able  to  do  so  again  on  this 
occasion. 

As  on  the  previous  great  flight,  Sir  Ross  Smith  will  pilot 
the  machine,  while  Sir  Keith  will  act  as  navigator  and  wireless 


in  detail  in  our  issue  of  October  6,  1921.  There  is  thus  littl4' 
need  to  go  into  details  here,  and  it  suffices  to  indicate  briefly 
the  main  points  in  the  design.  The  machine  is  of  the  flying 
boat  type,  built  as  regards  the  hull  of  a  light  framework  of 
rock  elm  covered  with  ”  Cynsula  ”  ply-wood.  The  wings  are 
of  the  biplane  type,  with  the  Napier  “  Lion  ”  mounted  high 
in  the  gap  between  them,  driving  a  pusher  airscrew.  The 
tail  is  also  of  the  biplane  type,  which  is  a  feature  peculiar  to 
most  Vickers  machines  of  Mr,  Pierson's  design.  The  “  amphi¬ 
bian  ”  gear  consists  of  two  wheels  so  mounted  that  they  can 
be  raised  clear  of  the  water  by  travelling  up  quadrants 
mounted  on  the  sides  of  the  hull.  The  petrol  is  carried  in 
tanks  in  the  boat,  and  is  forced  to  a  gravity  tank  in  the  top 
plane.  For  the  trans- Atlantic  portion  of  the  flight  an  extra 
supply  of  petrol  will  be  carried,  and  it  is  hoped  to  cross  in 
about!  18  hours  if  weather  conditions  are  favourable.  If  not, 

216 


April  13,  1922 


probably  the  southern  route  via  the  Azores  will  be  taken 
which,  although  longer,  does  not  involve  quite  so  long  non¬ 
stop  flights. 

The  route  which  it  is  proposed  to  follow  is  shown  in  the 
accompanying  map.  Starting  from  Croydon,  the  machine 
will  cross  the  Channel  and  proceed  down  through  France, 
probably  stopping  at  Lyons  for  the  night.  The  next  stage 
will  be  to  Italy,  probably  Rome,  whence  the  machine  will 
cross  to  Greece.  Cairo  is  to  he  the  next  port  of  call,  and 
leaving  here  a  course  will  be  taken  across  the  desert  to 
Baghdad.  Basra  and  Karachi  come  next,  and  flying  across 
the  upper  part  of  India,  Calcutta  will  be  the  next  port  of  call 
Leaving  Calcutta  the  machine  will  cross  Burma  to  Mandalay, 
and  hence  it  will  proceed  to  Hanoi  in  French  lndo  China. 
Hong  Kong,  Shanghai  and  Fusan  (the  latter  in  Korea)  will  be 
reached  next,  and  the  adventurous  travellers  will  then  cross 
to  Japan.  From  here  a  course  will  be  laid  for  Petropavlov.sk 
in  Kamchatka. 

The  next  stage  will  include  fairly  long  distances  across  the 
sea,  the  machine  following  the  curve  of  the  Aleutian  Islands 
rather  than  attempting  to  shorten  the  sea  route  by  going 
farther  north  into  the  Bering  Strait.  It  is  expected  to  make 
stops  at  Attu  and  Dutch  Harbour  in  these  islands,  and  Alaska 
will  be  reached  via  Kadiak  Island.  The  mainland  will  be 
made  at  Yakutat,  on  the  coast  of  Alaska  and  the  travellers 
will  thence  commence  their  journey  across  Canada  via  Fort 
Wrangell,  Vancouver,  High  River,  Winnipeg,  and  the  great 
lakes  to  Borden  and  Mew  York.  After  a  stav  at  New  York 


it  is  the  intention  to  start  on  the  longest  single  stage  of  the 
journey,  i.c.,  across  the  Atlantic,  if  weather  conditions 
permit  the  direct  route,  via  Sydney  and  St.  Johns,  Newfound¬ 
land,  will  be  attempted.  If  not,  it  is  possible  that  the  southern 
route,  via  the  Azores  and  Portugal,  may  be  chosen.  In  any 
case  this  portion  of  the  route  will  present  difficulties  in  the 
wa  v  of  a  long  non-stop  flight,  although  in  other  Tespocts  it.  may 
be  less  difficult  by  far  than  some  of  the  other  stretches  that 
have  to  be  negotiated. 

1  he  task  is  a  difficult  one,  and  a  great  variety  of  geo¬ 
graphical  and  climatic  conditions  will  be  met  with.  Thus  the 
flight  will  be  a  very  severe  test  both  of  men,  machine  and 
engine.  However,  there  is  reason  to  suppose  that,  given  a 
reasonable  amount  of  luck,  the  flight  will  be  completed.  It  is 
difficult,  but  certainly  not  fantastic,  and  it  cannot  but  do  a 
great  deal  of  good  as  a  piece  of  propaganda.  That  Sir  Ross 
Smith  has  chosen  the  right  type  of  craft  for  the  attempt  is 
quite  evident.  In  fact,  we  should  be  inclined  to  say  that  no 
machine  but  an  amphibian  would  have  much  chance  of 
getting  through.  Certain  of  the  ports  of  call  require  a.  landing 
to  be  made,  and  would  thus  rule  out  the  pure  seaplane. 
Others,  and  perhaps  the  majority,  call  for  alighting  on  water, 
and  rule  out  the  land  machine.  By  combining  the  two, 
although  this  means  carrying  a  certain  amount  of  extra 
weight,  there  is  a  good  possibility  of  being  able  to  alight 
safely  anywhere  en  route,  and  thus  the  chances  of  success  are 
considerably  enhanced.  We  are  certain  all  our  readers  will 
join  us  in  wishing  the  aviators  bon  voyage. 


<$>  <s>  <s> 

THE  ROYAL  AIR  FORCE  STAFF  COLLEGE 


Tine  Royal  Air  Force  Staff  College.  Andover.  Hants,  which 
is  commanded  by  Air-Commodore  H  R.  M  Brooke-Popham, 
was  officially  opened  on  April  4.  The  Chief  of  the  Air 
Staff,  Air-Marshal  Sir  H.  M.  Trenchant,  had  intended  to 
perform  the  ceremony,  but  he  was  unable  to  attend,  owing 
to  other  urgent  official  duties,  and  his  place  wras  taken  by 
Aii  Vice-Marshal  Sir  J.  M.  Saluiond,  A.O.C.,  Inland  Area, 
K.A.F.,  who  read  the  inaugural  address  on  behalf  of  Sir 
Hugh  Trenchard, 

There  were  present  at  the  opening,  in  addition  to  the 
Commandant,  staff  and  pupils  of  the  first  course,  the  following 
senior  officers  of  the  Royal  Air  Force  :  Air  Vice-Marshal  A.  V. 
Vyvyan,  A.O.C.,  Coastal  Area,  R.A.F.  ;  Air  Vice-Marshal 
V  W.  Game,  Director  of  Training  and  Organisation,  Air 
Ministry  ;  Air  Commodore  F.  R.  Scarlett.  A.O.C.,  R.A.F'.. 
H.dton  ;  Air  Commodore  J  M.  Sterle.  Director  of  Operations 
and  Intelligence,  Air  Ministry  ;  Group  Captain  T.  C.  R. 
Diggings,  Commanding  No.  7  Group,  Inland  Area.  -R.A.F.  ; 
Mr.  W.  F.  Nicholson.  Secretary  to  the  Air  Ministry  ;  and 
Mr.  \V.  A.  Bland,  Deputy- Secretary,  were  also  present 

In  the  opening  remarks  of  Ins  address.  Sir  Hugh  Trenchard 
expressed  his  pleasure  that  they  had  reached  the  day  of 
the  opening  of  the  Staff  College-  the  cradle  of  our  brain." 
It  was  a  great  day  for  the  Royal  Air  Force,  especially, 
looking  back  at  the  formation  of  the  Central  Flying  School 
with  its  Naval  and  Military  wings,  and  then  looking  at  the 
present  work  of  the  Air  Service  as  a  whole. 

“  Our  relations,”  lie  proceeded,  ”  with  the  older  Services, 
have  now  been  defined,  as  you  have  seen,  by  the  Government 
in  the  House  of  Commons,  for  all  to  read.  The  integrity 
of  the  Air  Service  is  assured,  and  though  our  relations  with 
the  Navy  are  still  under  discussion,  l  want  all  officers 
and  men  to  realise  how  much  the  two  older  Services  wrant 
to  help  us,  and  we  must  put  aside  from  our  minds,  any  idea 
that  we  are  omnipotent  and  that  we,  and  we  alone,  are  the 
people  that  cannot  be  argued  with.  For  practical  purposes 
of  the  defence  of  the  Empire,  the  three  Services  are  really 
one  Service,  and  all  of  you  must  realise  that,  whatever 
happens,  whatever  discussions  arise,  it  is  all  three  that  will 
defend  this  Empire.  In  some  cases,  one  will  play  a  major 
part,  sometimes  another.  In  some,  all  will  play  an  equal 
part. 

He  next  touched  upon  the  importance  of  all  instructors 
and  officers  observing  the  strictest  secrecy  as  to  the  confidential 
matters  of  policy  it  will  be  their  business  to  discuss,  and  it 
was,  for  every  one  of  them,  to  remember  that  the  honour 
of  the  College  was  in  their  keeping.  ”  Never,”  he  said 
"  abuse  this  confidence,  and  never  allow  confidential  or 
secret  matters  to  escape  from  the  circle  of  your  comrades.” 

'‘Remember,”  he  continued,  “that  the  one  great  thing 
to  which  you  should,  at  all  times,  apply  your  thoughts  and 
brains,  is  the  expansion  of  the  power  of  material  and  personnel 
without  increasing  either.  .  .  .  What  you  have  to 
weigh,  and  weigh  carefully,  is  the  balance  between  cost  and 
efficiency.  If  efficiency  is  equal  in  each  case,  which  is  the 
more  economical  ?  ” 


i  very  often  hear  of  officers  saying  ”  My  squadron  is 
more  efficient  than  so-and-so's  squadron,”  but  seldom  did 
I,  in  the  old  days,  hear  of  an  officer  saying  ”  My  squadron 
is  as  efficient  as  so-and-so’s  squadron,  but  I  run  mine  at 
half  the  cost  in  petrol  and  tyres  and  machines.”  It  is  from 
that  point  of  view  that  1  want  every  officer  to  approach  the 
question,  to  procure  a  maximum  of  efficiency  at  a  minimum 
of  cost,  and  to  take  a  pride  in  the  result  as  they  do  in 
economy  in  tlicir  homes.”  ...”  I  do  not  want  you 
to  think  that  efficiency  is  not  still  an  important  factor, 
but  1  do  want  you  to  have  it  constantly  in  mind,  that 
economy  is  as  great  a  factor.” 

The  war-like  conditions  take  a  long  while  to  die,  but  by 
degrees,  both  officers  and  men  throughout  the  Air  Force, 
must  be  taught  to  encourage  economy  in  their  own  interests, 
and  each  unit  must  realise  that,  by  being  more  economical 
than  any  other  unit,  they  are  benefiting  the  Air  Force  as 
a  whole.” 

Touching  upon  the  development  of  the  Air,  not  in  sub¬ 
stitution  for  other  forms  of  defence,  but  to  meet  new  forms 
of  attack,  which,  for  the  British  Empire,  is  really  the  vital 
question,  Sir  Hugh  Trenchard  said  he  hoped  it  would  be 
possible  for  Air  Commodore  Brooke-Popham  to  get  Naval 
and  Military  officers  to  come  and  give  their  views  on  this 
subject,  so  that  it  may  be  studied  as  a  whole  and  not  in 
water-tight  compartments. 

On  the  question  of  the  Air,  as  an  auxiliary  to  the  Army 
and  Navy,  he  said  that  he  knew  that  the  two  older  Services 
only  wanted  to  help  the  Air  Force,  and  that  they  looked, 
with  a  single  eye,  to  the  defence  of  the  Empire  as  a  whole. 

“In  the  same  way,  we  know  they  would  help  us  to  solve 
our  problems,  so  we,  on  our  side,  must  do  our  utmost  to  help 
them  in  solving  theirs.” 

Coming  to  the  question  of  our  Reserves,  Sir  Hugh  said, 
It  is  impossible  in  peace  time,  to  maintain  a  force  big 
enough  for  any  eventualities,  nor  should  it  be  necessary. 
Therefore,  wc  have  three  types  of  Reserve,  the  first  being 
the  people  who,  in  the  ordinary  way,  pass  out  of  the  Air  Force 
into  the  Regular  Reserve.  Secondly,  a  form  of  Auxiliary 
Air  Force,  acting  as  the  Territorial  Force  does  towards  the 
Army ;  and  I  foresee  that  this  will  be  a  most  important 
force  for  the  defence  of  these  islands  in  time  to  come,  and 
by  its  means,  I  hope  that,  the  knowledge  of  the  advantages 
of  aviation  will  spread  to  our  civil  population.  Thirdly, 
we  have  civil  aviation.  We  must  look  to  the  civil  aviation 
that  is  developing,  or  may  be  developed,  in  the  future  for 
a  Reserve.  If  a  large  number  of  machines  and  pilots  can 
do  useful  commercial  work  in  their  civil  capacity,  they  will 
be  of  inestimable  value  as  a  Reserve  for  war.” 

Having  dealt  with  some  of  the  wider  aspects,  Sir  Hugh 
Trenchard  turned  to  matters  of  a  less  general  character, 
in  which  he  gave,  to  instructors  and  pupils  alike,  some  very 
sound  and  helpful  advice,  concluding  his  admirable  address 
by  saying  ”  the  setting  up  of  the  Staff  College  is  a  signpost, 
and  on  the  signpost  are  the  words  to  Efficiency,  Economy 
and  Foresight.” 
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AERODYNAMICAL  EFFICIENCY  AND  THE  REDUCTION 

OF  AIR  TRANSPORT  COSTS* 

By  M.  LOUIS  BREGUET. 


The  possibility  for  aeroplanes  used  in  air  transport  services 
to  be  made  to  pay  has,  so  far,  been  very  often  questioned, 
considering  the  present  cost  price  per  ton-mile  flown. 

I  intend  to  demonstrate  that  one  can,  from  now,  predict 
an  important  reduction  in  air  freight  rates,  not  only  through 
greater  safety  of  flight,  mainly  resulting  from  a  longer  life 
of  aeroplanes  and  engines,  but  also  through  the  betterment 
of  several  coefficients  which  characterise  the  aerodynamical 
qualities  of  aeroplanes. 

1  he  study  of  these  coefficients  can  be  made  cither  by 
laboratory  tests  on  models  or  by  full-scale  tests  in  flight, 
which,  if  judiciously  interpreted,  should  yield  information 
sufficiently  accurate  for  practical  purposes.  I  am  of  opinion 
that  these  full-scale  tests  have  not  been  given  yet  all  the 
attention  and  extension  they  deserve.  I  read  a  paper  on 
that  subject  at  the  last  international  Air  Navigation  Congress 
which  was  held  in  Paris  last  November. 

May  1  remind  you  that  the  principles  of  aerodynamics 
lie  in  the  following  formulae  : — 

Rv  =  (K,  +  <r/S)SV*  . . (1) 

wherein  : — 

R*  is  the  total  drag  of  the  whole  aeroplane  along  the 
direction  of  motion. 

K*  is  a  coefficient  relating  to  Rv  and  dependent  upon  the 
value  of  the  angle  of  incidence  in  flight. 

<r  is  the  projected  area,  normally  to  the  direction  of  motion, 
representing  the  passive  resistances  of  the  aeroplane. 

S  is  the  projected  area  of  the  wings  on  a  plane  parallel 
to  the  direction  of  motion. 

V  is  the  speed  of  the  aeroplane  along  the  trajectory 

Ry  =  Kj,SV8  . (2) 

wherein  : — 

R,'  is  the  lift  of  the  aeroplane,  normal  to  the  direction  of 
motion. 

K,  is  a  coefficient  relating  to  R,,  and  dependent  upon  the 
value  of  the  angle  of  incidence  in  flight. 

Dividing  equation  No.  (r)  by  equation  No.  (2),  which 
gives  the  ratio  of  drag  to  lift,  we  have  : — 

Rx/Ry  =  (K*  *f  cr/Sj/Kj,  =  tan  <p  . .  . .  (3) 

That  expression  tan  <p  is  usually  called  the  "  fineness  ” 
of  the  aeroplane,  and  every  aeroplane  is  characterised  by  a 
certain  minimum  value  of  tan  <p  which  can  lie  represented 
by  tan  </>,„.  The  smaller  tan  <p,„  is  the  better  will  be  the 
aerodynamical  qualities  of  the  aeroplane. 

We  will  no\v  consider  the  formula  giving  the  longest  distance 
which  a  given  aeroplane  can  fly  in  a  “  no  wind  ”  atmosphere 
(which  formula  I  established  during  the  war) . 

L  =  (622  pjm  tan  <pm)  log  P/(P  -  p)  ..  . .  (4) 

wherein : — 

L  is  the  said  longest  distance  in  kilometres. 
p  is  the  efficiency  of  the  propeller. 

m  is  the  ,r  fuel  and  oil  ,J  consumption  of  the  engine  per 
horse-power  and  per  hour  in  kilogs. 

P  is  the  total  weight  in  kilogs.  of  the  aeroplane  and  cargoes 
at  the  start. 

p  is  the  weight  in  kilogs.  of  the  “  fuel  and  oil  ”  consumed 
by  the  engine  during  the  flight  and  W’hich  was  included  in  P. 

One  at  once  realises  the  very  great  importance  of  the  fineness 
tan  <p,„  w’hich  is  the  only  term  depending  upon  the  aerodyna¬ 
mical  qualities  of  the  aeroplane. 

For  certain  given  values  of  L,  p,  m  and  P,  a  reduction  of 
tan  <pm  causes  a  reduction  in  tire  “  fuel  and  oil  ”  consumption, 
and  consequently  increases  the  weight  of  paying  freight 
which  could  be  carried. 

The  conclusion  is  that  one  must  bring  to  the  minimum  the 
value  of  tan  <p,n.  It  can  be  obtained  by  choosing  the  best 
possible  profile  for  the  wings,  the  best  designs  for  the  body, 
empennage,  etc.  Moreover,  the  undercarriage  should  be 
made  to  disappear  inside  the  body  or  the  wings  when  the 
aeroplane  is  in  flight,  etc. 

The  power  spent  in  horizontal  flight  is  given  by  the 
formula : — 

W  =  RrV  -  <K,  +  <r/S)  SV3 . {5) 

where 

W  rs  the  power  in  kilogs. 

*  Paper  read  before  The  Royal  Aeronautical  Society,  April  (5,  1922. 


R*  is  the  drag  in  kilogs.  as  calculated  by  formula  (1). 

S  is  the  wing  area  in  sq.  m.  *J 

V  is  the  speed  in  metres  per^sec. 

On  another  side,  the  value'of  the  lift,  as  given  by  formula 
(2),  is  equal  to  the  total  weight  P  of  the  aeroplane  in  horizontal 
m  flight.  We  thus  have  : — 

P  =  Rv  =  KvSV2  . (6) 

.  :  Eliminating  the  speed  V  between  the  two  equations  (5) 
and  (6)  wc  come  to  the  formula  giving  the  powmr  VV  ; — 

W  -  PS(P/S)  (Kx  +  */S)/(K,)»/i  ..  (7) 

We  thus  see  that  the  necessary  power  is  in  direct  proportion 
to  the  value  of  the  term 

(IVr+  <7/S)/(K,.)8/a 

1  have  represented  the  term  by  the  Greek  letter  £  and 
call  it  the  coefficient  of  power. 

For  a  given  aeroplane,  the  value  of  £  will  reach  a  minimum 
for  a  Certain  angle  of  incidence  in  flight,  and  to  that  particular 
value  of  £  will  correspond  the  minimum  of  power  required, 
and  that  is  why  1  propose  to  call  that  special  value  t,.„  the 
coefficient  of  minimum  power. 

that  coefficient  of  minimum  power  can  be  used  to  calculate 
the  minimum  power  necessary  to  maintain  in  horizontal 
flight,  a  given  aeroplane,  and  the  height  of  ceiling  chosen 
will  fix  the  margin  of  power  to  be  provided.  One  can, 
therefore,  see  that,  should  it  be  possible  to  reduce  m  the 
proportion  of  two  to  one,  for  instance,  the  value  of  £,,,.  then 
ail  engine  of  half  the  power  would  be  sufficient  to  reach  the 
same  ceiling,  and  here,  again,  wr-  come  to  the  conclusion  that 
the  aerodynamical  qualities  of  the  aeroplane  must  be 
improved  as  much  as  possible. 

1  am  now  going  to  show  you  how  one  can  design  in  the 
near  future,  starting  from  existing  aeroplanes,  new  ones 
which  should  bring  down  the  rate  of  aerial  freight  to  the 
value  of  those  now  charged  in  France  for  first-class  railway 
passengers. 

An  aeroplane  of  high  standard  quality  now  has  : — 

A  fineness  equal  to  . .  . .  . .  , ,  0.12 

Its  coefficient  of  minimum  power  is  equal  to  . ,  0.55 

Its  propeller  efficiency  is  . .  ..  ..  ..  0.73 

Fuel  and  oil  consumption  of  its  engine  at  an 
altitude  of  2,000  ni.  is  290  gr.  per  horse-power 
and  per  hour. 

We  will,  moreover,  admit  the  total  weight  of  that  aeroplane 
to  be  .such  as  to  allow  it  to  climb  to  4,500  m.  within  1  £  hours, 
and  wre  wall  consider  an  aerial  line  of  800  km.  non-stop 
flights. 

If  such  an  aeroplane  has  a  wing  surface  of  100  sq.  m.,  for 
instance,  and  a  pow’er  plant  of  600  h.p.,  its  dead  weight 
will  be  equal  to  2,200  kilogs.,  and  it  will  be  able  to  carry 
a  total  load  of  2,100  kilogs.  Its  total  weight  will  thus  be 
equal  to  4,300  kilogs. 

Its  flying  speed  at  full  power,  at  an  altitude  of  2,00a  tn., 
will  reach  175  km.  an  hour,  and  its  commercial  speed  at  the 
same  altitude  can  be  reckoned  as  to  be  equal  to  150  or  155  km. 
an  hour. 

The  weight  of  fuel  and  oil  necessary  in  a  still  atmosphere, 
for  a  given  flight,  is  deduced  from  the  formula  (4),  which 
in  the  present  case,  gives  the  weight  as  being  568  kilogs 
But  practical  flying  has  proved  that  one  must  expect 
to  have  to  fly  against  a  50  km.-an-hour  wind,  and,  therefore, 
it  is  necessary  to  have  at  least  a  50  per  cent,  safety  margin  in 
fuel  and  oil.  In  other  words,  we  shall  have  to  carry  in  the 
case  under  consideration  a  total  weight  of  fuel  and  oil  equal 
to  568  X  1.5  850  kilogs.,  whilst  the  average  consumption 

wili  oniy  be  of  about  1.1  times  the  calculated  quantity  of 
568  kilogs.,  that  is  to  say,  625  kilogs. f 

The  crewr  (pilot  and  second  pilot-mechanic)  together 
represent  a  weight  of  about  180  kilogs.,  and  another  70  kilogs. 
are  necessary  for  various  instruments  and  T.S.F.  apparata. 
The  total  weight  of  fuel  and  oil,  crew  and  instruments, 
thus  reaches  i,ioo  kilogs.,  leaving  a  clear  margin  of  1,000 
kilogs.  for  passengers  and  paying  cargo. 

t  The  coefficient  r.i  is  the  average  of  (lata  registered  on  several  hundred 
flights. 
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The  present  running  costs  of  an  aerial  line  of  800  km  long, 
with  the  above  aeroplanes,  are  as  follows  : 

Francs. 


Petrol  (820  litres  at  1.82  francs  for  800  km.  flown) 

per  km,  . .  ..  ..  ..  ..  . .  T.87 

Oil  (50  litres  at  3  francs  for  800  km.  flown)  .  .  O.I9 

Crew  (pilot  at  0.20  francs  per  km.,  second  pilot 

mechanic  at  0.15  francs)*  ..  ..  0.35 

Sinking  fund  for  aeroplane  and  engine  . .  . .  6.50 

Upkeep  of  aeroplane  and  engine,  and  aeroport 

expenses,  etc,  . .  . .  , .  . .  . .  4  30 

General  expenses  of  the  company  . .  , .  . .  4.00 


Francs  17.41 

Should  an  aeroplane  always  fly  with  full  cargo  load,  and 
without  incident  or  interruption,  the  cost  price  per  ton  arid 
per  kilometre  would  thus  he  about  17  40  francs  But  one 
has  to  reckon  with  trips  made  with  smaller  paying  loads, 
nr  bidden  tally  interrupted,  and,  therefore,  it  is  wise  to 
calculate  the  cost  price  pel  ton  on  (lights  with  half  cargo 
loads  as  an  average,  which  brings  the  present  cost:  price 
per  ton  and  per  kilometre  to  35  francs.  That  is  the  price 
at  which  are  now  working  the  best  aerial  lines 

Should  such  prices  be  considered  as  irreducible,  they  would 
be  practically  prohibitive,  and  little  chance  would  be  left 
to  commercial  aviation,  since  one  would  have  to  charge, 
from  r.roo  to  1,200  francs  per  passenger  from  Paris  to 
London  or  vice  versa,  without  any  profit  to  the  company. 

Ilow  can  these  figures  be  reduced  in  the  near  future  ? 
We  will  consider  ; 

1  Advantages  to  be  drawn  solely  from  the  betterment  of 
aerodynamical  qualities  of  the  aeroplanes  and  of  the  thermal 
efficiency  of  engines 

2.  Advantages  resulting  from  such  improvements  in  the 
engines  and  in  mechanical  parts  of  aeroplanes  as  would  bring 
redactions  itl  tile  provision  lor  sinking  funds,  upkeep  of 
machines  and  general  expenses. 


1.  Advantages  to  be  drawn  solely  from  the  betterment 
Of  aerodynamical  qualities  of  the  aeroplanes  and  of 
the  thermal  efficiency  of  engines. 

faking,  for  the  sake  of  demonstration,  the  same  size  of 
aeroplane  as  already  considered,  that  is  to  say  :  — 


Wing  area  :  100  sq.  m. 

Total  weight  :  4.300  kilogs.  at  the  start. 
Ceiling  :  4.500  m. 

And  if  we  suppose  that  we  can  bring  down  : — 


0.065  instead  of  0.12 


Its  fineness  to 

Its  coefficient  of  miniinmm 

power  to  . .  . .  0.2S 

Its  propeller  efficiency  to  ..  0.775 

The  fuel  and  oil  consumption 
of  its  engines  per  horse¬ 
power  and  per  hour  to  ..  215 

then  such  an  aeroplane  will  not  require  more  than  2SS  h.p. 
to  reach  the  same  ceiling  of  4,500  m. 


0-55 
0  73 


200  gr- 


It  is  evident  that  the  reduction  in  power  is  only  due  to 
the  betterment  of  the  fineness  and  of  the  efficiency  of  the 
propeller 

One  can  thus  spate  312  h.p.,  which  means  a  saving  of 
468  kilogs.  of  dead  weight  (at  the  rate  of  kilogs.  per  h.p. 
for  the  engine  and  its  appliances). 

The  quantity  of  fuel  and  oil  to  be  carried  can  be  deduced 
from  the  formula  (4),  as  has  already  been  done  for  the  first 
type  of  aeroplane  considered.  This  gives 
p  =  230  kilogs. 

The  weight  it  is  wise  to  carry  up  will  be  taken  equal  to 
230  X  1.5  =  345  kilogs. 

and  the  average  actual  consumption  will  be  about 
230  X  1. 1  =  255  kilogs. 

The  weight  saved  on  fuel  and  oil  with  the  second  type 
of  aeroplane  will  thus  be  practically 
850  -  345  =  505  kilogs. 

and  the  excess  of  useful  load  is  thus  increased  to  a  total  of 

468  -  -  505  =  973  kilogs. 

The  commercial  efficiency  of  that  type  of  aeroplane  will 
thus  be  practically  double"  that  of  the  first  type,  since  it 


•  Several  companies  now  have  to  spend  an  average  of  0.50  francs  per 
kilometre  for  the  crew,  but  that  is  because  their  lines  arc  rather  short  ones 
(say.  175  km,  on  Paro-London),  and  also  that  the  crew  only  Hies  one  single 
trip  a  day,  and  not  every  day.  With  the  present  minimum  of  salary  one 
has  to  guarantee  them,  as  also  with  the  number  of  pilots  one  has  to  keep 
according  to  subsidies-regulaVkms,  these  pilots  are  far  from  rendering 
efficient  work  (from  “  distances  flown  "  point  of  view).  The  figures  I  have 
taken  of  0.35  francs  apply  to  lines  of  some  800  km.,  a  few  of  which  are  now  in 
contemplation. 


Will  be  able  to  carry  1,1173  kilogs,  of  passengers  or  paying 
freight,  instead  of  t,ooo  kilogs  t 

At  the  same  time,  that  aeroplane  will  cost  25  per  cent,  less 
(hail  the  first,  since  its  power  plant  will  only  be  half  the 
size  of  the  first.,  and  the  value  of  the  power  plant  now  represents 
about  half  the  price  of  an  aeroplane, 

The  running  cost  of  the  new  type  of  machine  will  then  be 
as  follows  : — 

Francs. 

Petrol  (335  litres  at  r.Hi  francs  for  800  km,)  per  0,765 
km. 

Oil  (20  litres  at  3  francs  for  800  km.)  . .  . .  0.075 

Crew .  . 0,33 

Sinking  fund  (75  per  cent,  of  6  50  francs,  since 
the  cost  price  of  the  aeroplane  lias  been  found 
reduced  in  that  proportion)  ..  ..  4.90 

Upkeep  of  aeroplane  and  engine  and  aeroport 

expenses  ..  ..  ..  ..  ..  ..  4-5° 

General  expenses  o£  the  company  . .  ..  , .  4.00 


Francs  . .  14.59 


As  the  paying  load  has  been  raised  to  LQ73  kilogs.,  the 
cost  price  per  ton  ond  per  kilometre,  becomes  equal  to  7.40 
francs,  or — if  calculated  on  a  half  cargo  load  basis  — 14.80 
francs,  instead  of  the  present  cost  price  of  35  francs.  London 
to  Paris  passenger  fares  can  then  be  brought  down  to  some 
450  or  500  francs,  without  profit  for  the  company.  Although 
very  high,  these  last  figures  are  more  encouraging  and  nearly 
workable. 

2. — Advantages  resulting  from  such  improvements 
in  the  engines  and  in  mechanical  parts  of  aeroplanes 
as  could  bring  reduction  in  the  provisions  for  sinking 
funds,  upkeeping  and  general  expenses. 

When  one  can  rely  on  an  average  life  of  1,000  hours  for 
aeroplanes  and  engines,  instead  of  the  present  200  or  250, 
much  better  prices  will  be  obtained.  Supposing  that  such 
an  aeroplane  be  bought  for  the  same  price  as  the  last  one 
mentioned,  hut  calculating  on  1,000  hours  life,  the  sinking 
fund  only  calls  for  r.ro  francs,  whilst  the  upkeep  can  be 
reasonably  considered  as  half  as  expensive,  since  the 
aeroplanes  and  engines  will  be  of  much  better  quality  and 
strength.  General  expenses  will  also  be  considerably 
reduced  through  the  much  larger  turnover  that  the  companies 
will  then  be  able  to  secure. 


In  such  conditions,  the  running  costs  would  be  as  follows — 


Petrol 

per  kilometre,  francs  0  765 

Oil  .. 

. O.075 

Crew  . .  . . 

. 0.35 

Sinking  fund 

I. TO 

Upkeeping  . . 

..  ...  ..  2.25 

General  expenses  , . 

.  .  .  .  .  .  .  .  I. OO 

Francs  ...  .5.54 

That  is  to  say,  5.55  francs  for  1,973  kilogs.  carried,  or  2.82 
francs  per  ton  and  per  kilometre,  or  5-65  francs  if  calculated 
on  the  usual  half  cargo  load  basis.  Then  the  Paris  to  London 
fare  will  become  about  190  francs,  or  say  ^4. 

When  that  time  comes,  then  the  aerial  transport  companies 
will  be  flourishing  paying  concerns,  and  no  more  subsidies 
will  be  required  from  "the  State,  because  the  time  spared  in 
travelling  by  air  from  Paris  to  London,  for  instance,  will 
certainly  be  worth  a  fare  of,  say,  £6. 

It  is  worth  noting,  in  the  last  cost  price  we  have  given,  that 
fuel  and  oil,  although  intrinsically  very  expensive,  amount 
only  to  15  per  cent  ' of  the  total  cost  price,  whilst  the  crew' 
draws  6.4  per  cent. 

On  the  other  side,  sinking  fund,  upkeep  and  general 
expenses,  which,  on  the  present  cost  of  35  francs,  represent 
86  per  cent,  of  the  total  cost  price,  have  grown  to  92  per  cent, 
with  the  second  example,  and  come  dawn  to  78  per  cent, 
in  the  last  considered  circumstances 

May  I,  therefore,  state-  in  opposition  to  the  .sayings  and 
writings  of  certain  experts  who  do  not  know  much  about 
aerial  transports— that  it  is  not  the  cost  of  fuel  or  crew  which 
makes  aeroplanes  expensive  machines,  but  only  their  present 
short  life,  with  resulting  consequences.  But  we  must  expect 
and  hope  to  see  large  and  strong  aeroplanes  of  the  future 
become  as  safe  as  motor  cars,  steamships  and  railways,  and 
when  that  time  comes,  then  we  will  be  able  to  apply  to 
sinking  funds  the  same  coefficient  as  is  now  used  for  steamships, 
that  is  to  say,  an  average  life  of  twenty-five  years  ! 

t  As  a  matter  of  fact,  one  should  deduct  from  that  weight  some  180  to 
200  kilogs,,  for  the  accommodation  of  the  surplus  of  passengers  and  freight. 
But  on  another  side,  one  can  reasonably  expect  that  the  daily  progress  made 
in  the  manufacture  of  aeroplanes  and  the  use  of  stronger  material  will  allow 
saving  on  dead  weight  of  practically  the  same  amount. 
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From  the  example  1  have  taken  for  the  purpose  of  demon¬ 
stration,  of  an  aeroplane  of  100  sq.  rn.  wing  area  and  4,300 
kilogs.  total  weight,  you  must  not  infer  that  I  expect  the 
improvements  of  aerodynamical  qualities  (with  the  conse¬ 
quences  1  drew  from  it)  to  be  realised  by  such  small  machines. 
1  believe  one  can  build  very  good  aeroplanes  of  4  to  5  tons 
total  weight  ;  but  I  think  it  would  be  much  nearer  to  reality 
to  talk  of  goo  sq.  in.  wing  surface.  20  to  40  tons  total  weight 
and  1,500  to  4,000  h.p.  Such  large  machines  will,  most 
probably,  have  very  thick  wings.  By  thick,  1  mean  about 
6  ft.,  and  within  these  wings  will  be  provided  cabins,  saloons 
and  every  comfort,  for  passengers.  It  is  worth  noting  that 
if  a  large  increase  of  the  size  of  an  aeroplane  does  not  improve 
materially  its  commercial  efficiency,  it  has,  nevertheless, 
the  great  advantage  of  allowing  much  more  room  for  passen¬ 
gers  and  freight,  and  that  can  be  easily  understood  when  one 
remembers  that  whilst  the  weight,  the  power,  the  capacity 
in  cargo  and  the  cost  price  of  an  aeroplane  vary  as  the  square 
of  its  lineal  dimensions,  the  volume  to  be  reserved  for  passen¬ 
gers  will  vary  as  the  cube  of  the  same  dimensions.  In  other 
words,  if  the  weight,  surface  and  power  have  been  increased 
100  times,  then  the  cubic  capacity  will  be  r.ooo  times 
larger. 

It  is  not  exaggerated  to  talk  of  the  days  when  the  price 
of  aerial  transport  will  come  down  to  2  francs  per  ton  and 
per  kilometre,  since  an  average  life  of  two  or  three  years — 

E  E 

A  WAR  RECORD  OF 

In  a  summary  of  statistics  of  the  Zeppelins  and  other  airships 
employed  by  the  German  Navy  during  the  war,  published  in 
the  Marino  Rundschau,  the  facts  concerning  these  aircraft 
are  available  for  the  first  time.  Included,  The  Times  Berlin 
correspondent  states,  is  a  complete  list  of  naval  airships,  with 
the  names  of  their  commanders  and  watch  officers,  the  date 
of  their  being  put  into  service,  the  number  of  cruises  and 
attacks  made,  their  airport  stations,  and  a  brief  account  of 
their  ultimate  fate. 

From  first  to  last  the  German  Navy  had  at  its  disposal  78 
airships.  Six  were  either  air  training-ships  or  were  used  for 
special  purposes,  so  that  72  took  part  in  actual  scouting  and 
operations.  The  figures  show  that  the  average  for  each  vessel 
was  16  cruises  and  three  attacks.  The  maximum  number  in 
commission  at  any  one  time  was  19.  The  highest  number  in 
commission  in  a  single  year  was  39  in  1917,  but  the  greatest 
number  of  cruises  and  attacks  was  made  in  1916.  In  that 
year  the  31  airships  in  commission  at  vanous  times  made  296 
cruises  and  107  attacks,  But  it  was  also  the  year  of  the 
greatest  losses.  Eight  were  destroyed  by  enemy  action,  four 
by  storm,  and  four  by  explosion.  In  the  following  year  nine 
were  lost  by  enemy  action,  and  five  by  storm.  The  total  loss 
for  the  whole  period  of  the  war  was  52,  made  up  as  follows — 
Destroyed  by  enemy  action,  26  ;  destroyed  by  storm,  14  ; 
destroyed  by  explosion,  12.  Besides  these,  however,  17 
others  went  out  of  service  for  various  reasons. 

Full  particulars  are  given  about  the  various  stations.  The 
double  shed  at  Fuhlsbiittel  was  burnt  down  on  September  16, 
19x6.  That  at  Tondern  was  burnt  out  three  times  and 
rebuilt.  Of  the  four  double  sheds  at  Ahlhorn,  three  were 
blown  up  and  totally  destroyed  in  the  great  explosion  which 
took  place  on  January  g,  1918. 

Of  the  52  airships  lost,  the  crews  of  19  were  killed,  the  crews 
of  six  taken  prisoners,  and  the  crews  of  three  were  interned. 
In  the  case  of  the  other  24  there  was  no  loss  of  personnel. 
Nine  airships  were  left  in  commission  when  the  Armistice  was 
declared,  including  the  two  school  airships  at  Nordholz. 
One  was  in  course  of  construction. 

Of  the  six  Zeppelins  put  into  commission  in  19x4,  L.3  and 
L,4  were  stranded  during  the  storm  of  February  17,  1915  ; 
L.5  was  stranded  at  Diinamunde,  in  Courland,  on  August  6, 
X915,  after  being  hit  by  enemy  fire  ;  L.y  was  shot  down  in 
flames  by  the  enemy  on  May  4,  xgi6  ;  L.6,  the  training-ship, 
exploded  in  its  hangar  on  September  19,  xgx6  ;  and  L.8  was 
shot  down  in  action  of  March  5,  1915,  and  stranded  at  Tirle- 
mont.  Twelve  were  put  into  commission  in  1915.  L.r8, 

commissioned  on  November  3,  1915,  caught  fire  in  the 
hangar  at  Tondern  a  fortnight  later  while  being  inflated. 
L.p  blew  up  in  the  hangar  at  Fuhlsbiittel  on  September  19, 
1916,  and  L.ro  was  struck  by  lightning  above  Neuwerk  Island 
on  September  3,  1915.  Of  the  rest,  L.12,  L.xg,  and  L.19  were 
shot  down  ;  L.  17  blew  up  in  the  explosion  at  Tondern  ;  L.20 
was  stranded  at  Stavanger,  in  Norway  ;  L.11,  I>.  t 3  and  L.16 
were  dismantled,  and  only  L.14,  the  training-ship,  survived 
to  be  handed  over  at  the  Armistice. 

Of  the  19x6  ships,  L.21,  L.22,  L.23  (at  sea),  L.31,  L.32, 
L.33  (over  London),  L.34  (over  Sunderland),  and  L.39  (over 


or  say  2,000  hours  of  flight — for  aeroplanes  and  engines 
would  suffice  to  bring  that  result,  even  with  petrol  and  oil 
at  theil'  present  very  high  prices.  It  is  practically  certain 
that  aeroplanes  of  the  future  will  not  burn  petrol  but  rather 
heavy  oils  or  other  cheap  fuels,  the  cost,  price  of  which  should 
be  about  one-fifth  that  of  petrol. 

Now,  first-class  passenger  fares  in  France  are  calculated 
on  the  basis  of  21.15  francs  per  100  km.  Supposing  that  a 
passenger  with  his  hand  luggage  weighs  an  average  of  90 
kilogs.,  we  find  that  the  ton-kilometre  (passenger)  runs  to 
2.35  francs.  That  shows  that  the.  future  prices  of  aerial 
transports  will  be  of  the  same  order  as  the  present  first-class 
passenger  fares  in  France. 

More  striking  still  is  the  comparison  with  the  fares  on 
steamship  lines,  since  a  first  class  passenger  nowadays  pays 
about  6  francs  per  ton-kilometre,  whilst  state  cabins  arc 
charged  at  the  rate  of  to  francs. 

In  conclusion,  aerial  transports  are  expensive  for  the 
present,  because  they  are  not  yet  out  of  the  experimental 
stage,  and  that  the  sinking  funds,  the  upkeep  and  general 
expenses  arc  very  heavy  ;  but  one  can  reason ablj'  say,  that 
within  10  years,  these  costs  should  be  reduced  in  the  propor¬ 
tion  of  seven  to  one,  and  within  20  years  in  the  proportion 
of  fifteen  to  one. 

We  must  therefore  work  hard  and  steadily,  with  full 
confidence  in  the  future  of  aviation. 

E  E 

GERMANY’S  AIRSHIPS 

Compiegnc),  were  shot  down.  L.24  caught  lire  while  entering 
the  hangar  at  Tondern,  and  caused  the  explosion  which  de¬ 
stroyed  L.17.  L.25  to  L.29  were  Army  ships.  L. 30  and  L.37 
went  out  of  commission  in  1917,  and  were  handed  over  to 
the  Allies  at  the  end  of  the  war.  L.36  and  L.38  were  stranded. 

The  tot  7  ships  suffered  bad  losses  both  from  explosions  and 
in  action.  The  great  explosion  at  Ahlhorn  on  January  5, 
1918,  accounted  for  L.46,  L.47,  L.51  and  L.58,  besides"  the 
Schutte-Lanz,  SI..20  ;  1.  57  which  had  been  intended  for  the 
expedition  to  German  East  Africa,  exploded  in  mid-air  on  her 
trial  trip  on  October  7,  1917,  14  days  after  completion.  The 
entire  crew  perished,  and  the  cause  of  the  disaster  was  never 
discovered.  She  was  succeeded  by  L.59,  which  made  the 
trip,  but  was  recalled  when  over  the  Sudan  because  the 
Germans  had  then  evacuated  German  East  Africa.  This 
vessel  bombed  Naples,  and  was  engaged  in  an  expedition  to 
bomb  Malta  when  she  came  down  in  flames  in  the  Straits  of 
Otranto  for  reasons  unknown,  as  she  was  not  then  under 
attack. 

The  following  were  destroyed  in  action  : — L.43  (in  the 
North  Sea),  L.44  (near  Lun6villc),  L.45  (over  Sisteron),  L.48 
(after  bombing  the  Suffolk  area,  brought  down  by  the  R  F.C., 
with  Commodore  Schiitte  on  board),  L.49  (near  Bourbonnes). 
L.50  (in  France,  afterwards  sailed  away  without  crew),  L.53 
(by  a  British  airman  while  scouting),  L.54  and  L.60  (by  a 
British  airman  while  in  the  hangar  at  Tondern),  and  L.55 
(over  Tieffenort,  in  attack),  L.40  was  stranded  at  Nordholz 
aerodrome  in  foul  weather.  The  others  were  either  dismantled 
or  were  handed  over  at  the  Armistice. 

The  Zeppelin  war  had  been  a  continuous  struggle  on  the 
part  of  the  Germans  to  attain  altitudes  that  could  not  be 
reached  by  the  defence.  In  the  summer  of  1917  they  had 
reached  altitudes  at  which  human  beings  could  not  live 
without  oxygen  (afterwards  compressed  air  was  used).  The 
type  L.53  to  L.55,  then  in  use,  had  a  cubic  capacity  of  56,000 
cubic  metres  and  a  maximum  altitude  of  18,000  to  20,000  ft. 
But  in  1918  they  found  their  attacks  badly  hampered  by 
British  aeroplanes  and  the  “  excellently  organised  artillery  ” 
in  England,  and  they  were  at  best  able  to  attack  only  in 
cloudy  weather 

The  L.70  was  a  new  type,  with  seven  motors  and  an  altitude 
of  21.000  ft.,  whereby  it  was  hoped  to  outstrip  any  defence. 
It  set  forth  on  August  6,  1918,  with  the  Commodore,  Captain 
Peter  Straffer,  on  board,  but  the  uncertain  temperature  of 
August  night  prevented  it  from  attaining  its  maximum 
altitude,  and  it  was  shot  down  by  British  sea  forces  on  August 
10,  19x8.  On  the  following  day  the  next  in  seniority.  Captain 
Prolz,  was  brought  down  with  L.53,  and  it  was  decided  tem¬ 
porarily  to  abandon  attacks  till  the  new  type,  with  a  cubic 
capacity  of  62,000  cubic  metres  and  an  altitude  of  22,000  ft., 
was  ready.  E'ortunately  the  German  Navy  mutinied  and 
the  German  front  collapsed  before  this  was  ready.  L.71 
was  handed  over  with  the  other  eight  to  the  Allies,  and  L.72, 
still  unfinished,  was  ultimately  completed  and  surrendered 
to  France. 

Nine  Schutte-Lanz,  three  Parsivals,  and  one  other  were 
commissioned.  None  of  these,  it  is  stated,  proved  satisfactory. 
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IN  PARLIAMENT 


Commercial  Aviation  Subsidies 

Mr  Gilbert,  on  March  30,  asked  the  Secretary  of  State  for  Air  whether 
his  Department  pay  or  allow  any  subsidies  to  any  commercial  aviation 
companies  •  if  so,  will  he  state  to  how  many  of  such  companies  they  are 
paid  what  the  amounts  are,  and  if  any  and  what  conditions  are  imposed  as 
a  condition  of  payment ;  if  any  time  limit  is  imposed ;  and,  if  so,  for  how 

Captain  Guest  :  As  the  answer  is  rather  long,  I  will,  with  my  hoti.  friend  s 
permission,  circulate  it  in  the  Official  Report. 

The  following  is  the  answer : 

The  answer  to  the  first  two  parts  of  the  question  is  as  follow* 

Two  companies  are  at  present  subsidised  on  the  London- fans  route. 
The  amount  and  conditions  of  this  subsidy  are  set.  forth  in  Command  taper 
1521,  published  in  October  last,  The  terms  and  agreements  therein  set 
forth  have  been  extended  to  31st  March. 

I-rom  the  1st  April  three  companies  will  be  subsidised  on  this  route  unuer 
new  conditions.  Briefly  summarised,  these  conditions  are  as  follows  :  — 

(1)  A  subsidy  of  25  per  cent,  on  gross  takings.  .  . 

(2)  Provision  of  not  more  than  half  the  operating  fleet  by  the  Air  Ministry 
on  a  hire  purchase  basis. 

(3)  An  additional  grant  during  the  period  ending  28th  February,  1923. 
of  /'  3  per  passenger  and  3d.  per  lb.  of  goods  carried. 

(4)  A  reduction  in  the  subsidy  by  the  amount  of  any  profit  over  15  Ppr  «ut. 

(5)  In  order  to  qualify  for  the  subsidy,  the  firm,  its  personnel  and  aireratt, 
must  be  British,  a  specified  regularity  of  service  must  be  maintained,  ana 
fully  detailed  accounts  must  be  kept  for  the  information  of  the  Air  Ministry. 

If,  regard  to  the  third  and  fourth  parts  ol  this  question,  the  arrangements 
in  respect  of  the  25  per  cent,  subsidy  and  the  provision  of  machines  on  the 
hire  purchase  basis  hold  good  until  31st  March,  192+.  The  provision  of  any 
additional  grant  under  paragraph  (3)  above  after  28th  l  ebrunry,  192^  wdl 
be  a  matter  for  consideration  prior  to  that  date.  1  would  add  that  tenders 
are  now  under  consideration  for  the  operation  of  the  London  -Brussels  route 
by  one  company  with  the  assistance  of  a  subsidy. 

Armv  and  Air  Force  (Annual)  Bill  .  _  .  . ,  . 

Whi  n  considered  in  Committee,  on  April  5,  Major  Den.  Seely  said  he 
desired  to  raise  a  point  which  had  been  raised  previously.  I  hat  was  the 
great  inconvenience  of  having  the  Army  Act  and  the  Air  Force  Act  combined 
in  one  Bill  it  would  be' very  much  better,  lor  every  reason,  if  they  bad 
■separate  Bills.  T  here  was  no  special  relation  between  the  Army  and  the 
\ ir  Puree  which  does  not  exist  as  between  the  Air  Force  and  the  Royal 
Maw.  In  all  sorts  of  ways,  the  terms  of  service  of  the  Air  Force  were 
wholly  different  from  the  terms  of  service  of  the  Army.  they  were  not 
differences  in  a  small  degree  but  differences  in  kind.  All  this  had  to  be 
explained  in  various  Clauses.  .  .  ,  . 

In  the  case  of  the  Air  Force,  a  point  of  really  high  principle  was  involved, 
ll  was  not  only  inrouveuient.  but  a  matter  of  high  policy,  not  to  Contuse 
the  Vrinv  and  l he  Air  force.  Lacli  should  have  its  own  separate  Annual 
ArL  lie  asked  whether  an  assurance  could  be  given,  that  in  future,  two 

Separate  Bills  would  be  provided.  ,  ... 

I  icut  id  ]  Ward,  who  spoke  in  a  completely  opposite  direction,  was 
followed  lie  Mr  Mosley,  who  said  Lieut.  Col.  Ward,  having  had  no  connection 
Ol  any  kind  with  tin  problems  of  the  air.  saw  lit  to  ridicule  the  suggestion 
of  Mai  -f.cn.  Seely,  who  had  bad  a  long  and  mtiraate  connection  with  the 
Air  Service.  Lieut  -Col.  Ward  did  not  appear  to  realise  111  what  the  duty  of 
the  Air  Service  consisted ,  or  the  kind  of  discipline  that  was  required  In 
the  Air  Strivce.  a  man  was  kept  for  one  of  two  things,  either  to  fly,  or  to  keep 
machines  and  engines  iu  proper  repair  ;  he  had  not  to  polish  buttons  or  to 
march  about  a  barrack  square.  The  very  nature  or  hi*  employment  was 
fundamentally  diliercnt  in  every  respect  from  the  employment  Of  the 
ordinary  military  man,  ami  the  characteristics  required  differed  widely  from 
the  kind  of  character  which  was  desirable  in  military  service  An  that 
was  required  01  the  Ait  Service  mo  kanth  was  mechanical  pruhjency  ( 
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granted  the  ordinary  measure  of  good  conduct  that  was  required  in  civilian 
life,  and  obedience  to  the  exigencies  of  the  Service.  Military  discipline  was 
quite  unsuitable,  and  in  most  respect*,  quite  unnecessary,  in  regard  to  the 
problems  of  the  Air  Service.  He,  himself,  having  had  a  slight  connection 
with  the  Air  Service,  must,  agree  with  Maj.-flcti.  Seely 

Lieut. -Col.  Ward  :  Would  it  not  be  more  sensible  to  suggest  that  the  Air 
Force  should  come  Under  (he  civil  authority  and  not  under  the  Army? 

Mr.  Mosley  :  The  Air  Force  was  neither  civil  nor  military.  It  was  not 
subject  to  the  ordinary  requirements  of  military  service.  It  was  a  service 
distinct,  and  altogether  apart,  from  the  Army  01  the  Navy,  or  civilian  life.  It 
was  a  new  arm.  Why  it  should  be  shackled  and  tied  by  military  traditions 
which  were  entirely  ulisuited  to  it,  passed  his  understanding. 

Captain  Guest:  said  this  question  had  occupied  the  attention  of  the.  Air 
Ministry  since  he  had  been  there,  during  the  past  year,  and  there  had  been 
considerable  discussions  as  to  whether  the  Service  would  be  assisted  by 
having  its  own  Annual  Act.  There  were  many  reasons  why  they  should 
like  to  have  their  own  Act,  It  would  be  a  further  hall-mark  of  an  independent 
and  separate  Service.  Last  year  conditions  were  such  that  the  Bill  was  not 
presented  to  the  House.  This  year,  the  pressure  of  business  had.  to  some 
extent,  interfered  with  a  decision  being  taken  on  the  matter  He  should, 
iiowever,  continue  to  press  for  a  separate  Air  Force  (Annual)  Bill.  What 
decision  would  be  reached  by  the  Cabinet  il  was  not  for  him  to  say.  Taking 
it  all  round,  he  thought  that  so  much  of  their  Service  was  common  to  both 
Services  that  it.  was  not  a  matter  which  one  need  press,  unduly,  iu  the  present, 
state  of  imblic  opinion,  but  he  hoped  that  nothing  had  been  said  that  day 
which  would  prevent  the  Air  Ministry  from  raising  this  question  on  another 
occasion, 

Maj.  Gen.  Seely  said  he  was  glad  to  hear  that  the  Secretary  of  State  for 
Air  had  had  this  under  consideration,  and  that  it  was  proposed  to  bring  in 
a  separate  Air  Force  Bill. 

Question,  ”  That  the  Clause  stand  part  of  the  Bill,"  put,  and  agreed  to. 

Battleships  and  Bomb  Attacks 

Rf.ar  Admiral  Sceter,  on  April  5,  asked  the  Parliamentary  Secretary 
to  the  Admiralty  whether  he  has  any  information  that  a  4,000  lbs,  bomb  has 
been  dropped,  quite  successfully,  from  the  air  iu  America.? 

Mr.  Amerv  :  According  to  the  American  Press,  a  bomb  of  4,300  lbs. 
carrying  about  2,000  lbs.  T.N.T.,  has  been  dropped  on  land  by  an  army 
aeroplane.  This  is  the  only  instance  of  which  the  Admiralty  have  any 
information. 

Lieut. -Col.  Moore-Iirabazon  .  Can  we  have  some  experiments  on  this 
side,  with  regard  to  bomb  dropping  ?  Can  we  have  the  Hood  for  10  minutes, 
against  the  Air  Force  ? 

Capt.  Viscount  Cnrzon  .  Is  there  a  single  aeroplane  in  any  Navy  in  the 
world,  operating  from  an  aircraft  carrier,  which  is  capable  of  carrying 
bombs  of  such  a  size.  ? 

Mr.  Arnery  :  I  believe  not. 

Rear  Admiral  Sue  ter  asked  (1)  whether  the  new  designs  for  the  post- 
Jutland  battleships,  as  contemplated  to  be  built  in  1923.  can  resist  a  4,000  lbs. 
bornb,  when  dropped  from  the  air,  within  30  ft.  of  the  ship  ii  fitted  with  a 
delay-action  fuse  for  detonating  the  explosive  charge  when  at  about  20  ft. 
under  water  ; 

(2)  whether  any  experiments  have  been  carried  out  in  this  country  to 
determine  the  effect  of  the  water  projectile, thrown  up  by  a  2,ooo*lb.,  3,000Tb., 
or  4,000-lb.  bomh,  dropped  from  the  air,  to  strike  the  water  at  various 
distances  from  a  target  representing  the  underwater  portion  of  a  post  Jutland 
battleship  provided  with  an  external  bulge  or  other  devices  for  lessening 
the  explosive  effect  of  a  locomotive  torpedo  or  bomb  dropped  from  the 
air  ? 

Mr.  Am  cry  :  It  is  not  in  the  public  interest  to  give  information  with 
regard  to  experiments  which  have  been,  and  are  still  being,  carried  out,  but 
the  Admiralty  consider  that  satisfactory  protection  can  be  provided  in  the 
new  ships  against  the  attack  suggested  in  these  two  questions. 

<S>  <$> 


NIGHT  FLYING  ON  LONDON-PAR1S  ROUTE 


The  first  flight  by  night  over  the  British  portion  of  the 
Continental  Air  Route  (Pari,-.,  Brussels,  Amsterdam,  etc.)  was 
carried  out  on  Wednesday  night  by  an  Air  Ministry  machine 
in  order  to  test  the  ground  organisation  which  has  been 
established  for  commercial  flying  by  night  between  London 
and  the  Continental  capitals.  . 

The  aeroplane,  which  carried  eight  people,  including  a 
navigator,  wireless  officer,  and  the  Air  Ministry  officials  ic- 
sponsible  for  the  lighting  and  wireless  arrangements  ot  the 
route,  left  Biggin  Hill  about  8.30  p.m.,  flew  to  the  London 
Terminal  Aerodrome,  Croydon,  and  lauded  there,  the  pilot 
in  charge,  who  has  had  great  experience,  expressed  the  view 
that  the  flood  lighting  arrangements  on  the  aerodrome  by 
means  of  dispersed  searchlight  beams,  together  with  the 
illuminated  landing  "  Ls,”  were  the  best  he  had  seen,  and 
made  landing  as  easy  bv  night  as  by  day. 

The  aireratt  left  Croydon  Aerodrome  about  9.20  p.m.,  and 
steered  a  direct  course  for  Lympne  Aerodrome  011  the  coast. 
Temporary  aerial  lighthouses  were,  in  action  at  latsfield  and 
at  Cranbroolc,  and  these  were  easily  picked  up.  Shortly 
after  passing  the  Cranbroolc  light  the  pilotage  light  on  Lympne 
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Aerodrome  became  clearly  visible.  The  machine  then  flew 
over  Lympne  Aerodrome  and  continued  over  the  Channel 
towards  St.  Tnglevert,  the  first  aerodrome  on  the  French  side. 
The  marine  lighthouse  at  Cap  Gris  Nez,  which  had  been  visible 
as  soon  as  the  aircraft  was  over  Biggin  Hill,  gave  an  excellent 
leading  mark,  and  very  soon  the  French  aerial  lighthouse  on 
St.  Tnglevert  Aerodrome  also  came  in  sight.  Turning  back 
on  its  course,  the  aeroplane  then  crossed  the  coast  near 
Folkestone,  and  headed  direct  for  the  pilotage  light  at  Lympne, 
at  which  aerodrome  an  easy  and  smooth  landing  was  effected. 
Leaving  this  station  at  about  11.30  p.m.,  a  course  was  re¬ 
traced  to  Croydon,  the  lights  of  the  Terminal  Aerodrome 
being  easily  picked  out  from  all  the  mass  of  lights  of  Croydon 
and  London  generally.  After  circling  Croydon  Aerodrome  the 
aircraft  was  headed  for  Biggin  Hill,  where  a  landing  was 
effected  with  the  help  of  wing  tip  flares  and  ground  flares. 

The  general  impressions  of  those  who  made  the  flight  were 
that  it  is  easier  to  find  a  course  by  night  than  by  day  and 
that  provided  the  Continental  ground  organisation  is  as  good 
as  our  own  there  should  be  no  difficulty  whatever  in  com¬ 
mercial  night  flying  over  the  London-Paris  route. 

<♦> 


The  Flight  to  South  America 

As  recorded  in  Flight  last  week,  the  two  Portuguese 
aviators  who  are  attempting  to  fly  from  Portugal  to  South 
America  in  a  F ai rev  seaplane,  with  Rolls-Royce  Eagle 
engine,  left  Portugal  and  arrived  safely  at  Las  Palmas, 
Canary  Islands,  on  March  3®*  They  were  then  leported  to 
have  left  Las  Palmas  for  St.  Vincent  in  the  Cape  Verde  Islands 
on  Sunday  morning,  April  2,  but  no  news  was  to  hand  when 
going  to  press  last  week.  It  is  now  reported  that  the  machine 
arrived  safely  at  St.  Vincent,  where  the  aviators  a  re  remaining 
until  a  full  moon  will  assist  them  in  the  1,260  miles  long  stage 


from  St.  Vincent  to  Fernando  Noronlia,  off  the  coast  of 
Brazil. 

Parcels  by  Air  to  Paris 

A  reduced  scale  of  charges  is  announced  by  the  Post¬ 
master-General  for  parcels  accepted  by  the  Post  Office  for 
conveyance  by  air  and  delivery  in  Paris,  Under  the  old  scale 
the  charge  varied  between  is.  6 d.  for  a  1  lb.  parcel  and  os’,  cjd. 
for  the  maximum  weight  of  11  lb.  The  new  schedule  is 
simplified,  and  the  fees  are  as  follows  : — 

Up  to  2  lbs.,  is.  gd.  ;  up  to  5  lbs.,  3s,  ;  up  to  8  lbs.,  3s.  9 d. ; 
up  to  1 1  lbs.,  4s.  3 d. 
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R.A.F.  MEDITERRANEAN  GROUP 

THE  R.A.F.  have,  we  learn  from  the  Air  Commodore  Corn- 
man  ding  Mediterranean  Group,  been  taking  .1  prominent 
part  in  the  -ports  and  athletics  in  tire  island  H  Malta,  and, 
considering  their  small  number,  when  compared  to  the  Navy 
and  Army,  they  have  shown  up  very  creditably  dating 
Match. 

In  polo  the  R.A.F,,  versus  Ruval  Sussex  Regt.,  were 
lather  badly  beaten  by  5  goals  to  nil  ;  but  as  this  was  only 
tli'*  ' erotic!  match  that  they  had  played  as  a.  team,  no  other 
Jesuit  could  be  expected-  In  addition,  one  member  of  the 
side  was  very  badly  mounted. 

The  R .  A  1  team  eon  sis  ted  "ft  No.  1,  Squadron  Leader 
Shepherd,  -’67th  Squadron  ;  .No.  2,  Squadron  Leader  Gordon, 
Group  Jlendt| natters  ;  No.  3,  \jt  Commodore  Samson,  Croup 
Headquarters)  Hack,  Flight- Lielit:.  Maclean,  207th  Squadron, 

In  gulf  the  R.A.F.,  versus  the  (Gordon  Highlanders,  on 
March  7.  won  by  four  matches. 

R  L1-.  team  :  Squadron  Leader  Shepherd,  207th  Squadron; 
Flight -Lieut.  Maclean,  207th  Squadron  ;  Flight -Limit.  Keebie, 
H  M.S,  Argus  ;  Hying  Officer  I  Inn  is,  267th  Squadron 

United  Services  Championship 

In  the  R.A.F  1  vrsus  the  Army,  llie  R.A.F.  were  beaten 
by  13  points  to  it,  points 

IvA.I.  team:  Squadron  Lender  Shepherd,  Flight -Lieut. 
Keebie,  Flight -Lieut.  Stewart,  Squadron  Leader  Kelly, 
Squadron  Leader  Gordon,  Flight  lieu t.  Maclean.  Living 
Officer  Harris,  Flight-Lieut,  Sadler. 

Polo  Gymkhana,  March  13  and  15 

Ihe  R.A.F  ,  both  ladies  and  officers,  played  a  prominent 
part,  especially  so  the  ladies.  Mrs.  Samson  won  1st  prize 
in  I  lie  Ladies  -'A  Furlong  Scurry,  handsomely  defeating  her 
opponents.  She  also  won  1st'  prize  in  the  Ladies’  Pig- 
St  ickiiig. 

Mrs.  Maclean  won  and  prize  in  the  Ladies'  Musical  Chairs, 
alter  having  shown  up  very  prominently  throughout.  Unfor¬ 
tunately,  in  the  Ladies’  Scurry  she  was  left  at  the  post, 
otherwise  she  stood  a  very  good  chance  for  a  place  on  hex- 
form. 

1  he  ladies  thus  won  two  rst  prizes  and  one  2nd  in  the  oulv 
three  events  open  to  ladies. 

In  the  King’s  Messenger  Race  the  R.A.F.  put  in  two  teams. 

I  he  1st  tca.ro  got  into  the  final ;  the  2nd  team  were  beaten 
on  the  first  round. 

In  the  donkey  polo  the  R.A.F,  were  hot  favourites,  and 
altei  winning  four  matches  they  got  into  the  final,  but 
suffered  defeat  by  1  goal  to  nil. 

The  R.A.F.  team  consisted  of:  Flying  Officer  Smyth, 
back;  Squadron  Leader  Gordon,  No.  3;  Squadron  Leader 
Shepherd.  No.  2;  Air  Commodore  Samson,  No.  x. 

The  semi-finals  and  final  were  played  in  fancy  dress  ; 
the  R.A.F.  team  dressed  as  members  of  the  fair  sex.  Some¬ 
body  was  heard  to  remark  that  one  member  of  the  team 
had  the  best  pair  of  legs  on  the  island. 

Altogether  the  R.A.FG  in  Malta  are  keeping  the  flag 
flying.  r  8  * 

T&  m  m  m 

No.  11  (Irish)  Wing 

A  dinner  is  being  arranged  for  all  Officers  who  served 
m  No.  ix  (Irish)  Wing,  Royal  Air  Force,  at  the  Hotel  Cecil, 
Strand,  \\  .C,  2t  on  Saturday.  April  22,  at  7.^0  p.m. 

The  price  of  the  Dinner,  exclusive  of  wines,  will  be  ios  6 </., 
which  will  be  collected  from  Officers  at  the  Dinner. 

W  ill  Officers  who  wish  to  attend,  please  send  their  names  to  : 
Flight-Lieut.  C.  J.  Mackav,  Room  66t,  Air  Ministry,  W.C.  2. 

Dress. — Dinner  jackets  (Miniatures  will  not  be  worn). 

*  *  m  m 

ROYAL  AERONAUTICAL  SOCIETY  NOTICES 


C.B.E.,  Fellow, 
F’ebruarv  15, 
Cave,  C.B.E., 


Lectures. —  ihe  following  preliminary  pi-' 
gramme  of  lectures  for  next  Session  has  bet 
arranged : — 

November  2.— Major  A.  R.  Low,  Fellot 
*’  A  Review  of  Airscrew  and  Helicopb 
Theory,  with  Aeroplane  .Analogies,” 

November  16.— Mr.  R.  McKinnon  Wool 
A.M.Inst.C.E.,  Fellow,  '‘The  Co-relation  * 
Model  and  Full  Scale  Work.” 

December  7. — Professor  C.  F.  Jenkii 
”  Fatigue  in  Materials.” 

■  I9-3-  Wing  Commander  T.  R.  Cave-Brown 
Fellow,  “  The  Practical  Aspects  of  the  Se; 


plane.” 

Mart h  1,  to  -3.  Major  F.  M.  Green,  Fellow,  “  Helicopter 

W.  LOCKWOOD  MARSH, 
Secretary 


THE  LONDON  AERO-MODELS  ASSOCIATION 

Tub  lecture  given  by  Mr.  W  E.  Evans,  on  ”  How  to  construct 
a  Model  Aeroplane  Propeller  ”  was  very  much  appreciated  bv 
all  present.  Afterwards  lie  gave  a  practical  demonstration, 
making  one  from  the  rough  block  and  showing  the  various 
stages  of  construction. 

The  Paddington  and  District  Aero  Club  have  become  affi¬ 
liated  to  the  L.A..V1.A.  Two  of  the  old  school  of  Ac  10  Mode  lists 
have  also  become  members  of  the  Association,  be.  Mr.  1>. 
Driver  and  Mr.  A.  K.  Dodson 

On  Thursday,  the  13th  inst.  Mr  J.  E.  Loucli  will  give  a 
lecture  on  "  How  to  construct  a  Record  Breaking  Model 
Aeroplane.” 

The  Competitions  Secretary.  Mr.  C.  A.  Rippon,  52,  Fair- 
bridge  Road,  Holloway,  N.i 9,  will  be  pleased  (o  receive  the 
names  of  all  members  who  arc  entering  No.  2  Competition  for 
R.O.G.  Duration  Models  limited  to  ozs.  minimum,  which  is 
being  held  on  Wormwood  Sci  ubbs  at  1  1  a. 111  on  Sunday 
next,  the  16th  inst  Any  niemhei  being  prevented  from 
notifying  can  enter  s.im c  on  the  ground  previous  to  competi¬ 
tion  being  started.  Mr.  Rippon  will  be  present  for  such 
entries  at  10.30. 

It  is  understood  that  some  of  the  members  ait  contemplat¬ 
ing  record  making  after  the  above  competition.  If  is  hoped 
that  non-competitors  will  put  in  an  appearance  as  we  want 
to  demonstrate  to  the  public  the  practical  side  of  Mode] 
Aeronautics. 

Meetings  arc  held  at  20,  Great  Windmill  Street,  Piccadilly 
W.  i,  at  7.30  p.m.  '  ' 
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Jortos,  A,  K-  Ltd.,  ay,  F vetsboit  Road,  Camden 
Town,  K.W,  j. 
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EDITORIAL  COMMENT 

1NCE  again  it  becomes  our  painful 
duty  to  record  an  aviation  accident 
resulting  in  the  death  of  two  flight 
pioneers.  Personally,  we  feel  the 
fatality  all  the  more,  keenly  because 
we  were  privileged  to  spend  several 
hours  of  the  day  before  their  death 
with  Sir  Ross  Smith  and  Lieutenant 
Bennett.  The  occasion  was  a  visit  to  the  Vickers 
Weybridge  works  to  discuss  with  Sir  Ross  the  great 
flight  and  to  inspect  the  machine  on 
We  yb  rid  Re  it  was  to  be  made.  Modest  to 

Fatality  a  degree,  both  he  and  Bennett  simply 
avoided  discussion  of  their  previous 
achievements,  preferring  to  speak  of  their  new 
plans.  Particularly  was  Sir  Ross  loud  in  his  praise 
of  the  manner  in  which  those  responsible  for  the 
machine  had  worked  and  put  the  best  they  knew 
into  it,  so  that  he  and  his  two  companions  might  have 
the  finest  equipment  it  was  possible  for  man  to  devise, 
lie  also  paid  a  glowing  tribute  to  the  "  Shell  ”  group 
for  the  perfect  way  in  which  the  distribution  of 
petrol  to  the  various  parts  of  the  globe  had  been 
provided  for  by  their  organisation.  And  next  day 
came  word  that  he  and  Bennett  had  passed  away. 
The  news  was  simply  stunning.  It  seemed  incredible 
that  those  two  who,  but  a  few  hours  previously, 
had  been  discussing  so  cheerfully  and  confidently 
their  great  plans  were  now  no  more,  and  that  never 
again  should  we  grasp  the  hands  that  had  already 
done  so  much,  and  from  which  still  more  was  antici¬ 
pated.  Sir  Ross  Smith  was  nothing  if  not  a  pure 
sportsman,  and  he  is  stated  ft)  have  said,  when  dis¬ 
cussing  the  possibility  of  anything  going  wrong 
on  the  flight  and  failure  resulting,  that  there  should 
be  no  blaming  of  anybody,  Australians  don't 
squeal/' 

So  in  his  misfortune,  could  he  express  his  views, 
\ve  are  sure  he  w’ould  have  wished  for  no  unnecessary 
lamenting  of  his  sad  fate,  great  blow  that  it  is  to 
those  near  and  dear  to  him.  He  probably  died  as  he 
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would  have  wished  to  die,  if  the  end  had  to  come 
so  soon  -lighting  to  the  last  to  master  his  machine. 

As  regards  the  cause  of  the  accident,  this  is 
abundantly  clear  from  the  accounts  of  expert  eye¬ 
witnesses.  The  machine  got  into  a  spin,  from  which 
it  never  fully  recovered,  at  any  rate  not  until  it 
was  too  late  to  flatten  out  and  effect  a  safe  landing. 
As  to  the  reasons  for  the  machine  getting  into  a 
spin,  we  can  never  know  for  certain.  But  it  appears 
probable  that  lack  of  experience  on  this  particular 
type  of  machine  may  have  been  a  contributory 
cause.  To  begin  with,  we  believe  we  are  correct 
in  saying  that  Sir  Ross  had  not  done  very  much 
flying  on  any  machine  during  the  last  few  months. 
All  pilots  of  experience  wall  agree  that  being  away 
from  regular  practice  for  even  a  few  weeks,  results 
in  a  familiar  machine  feeling  strange.  How  much 
more  so  when  the  machine  is  of  an  unfamiliar  type. 
No  two  machines,  even  of  the  same  model  and 
identical  to  all  appearances,  feel  exactly  alike. 
Further  the  Hying  boat  type  of  machine  has  little 
idiosyncrasies  all  its  own.  It  requires  different 
handling  and  different  control  from  a  land  machine 
of  the  tractor  type.  It  is  therefore  in  no  way  casting 
the  slightest  slur  on  the  skill  of  Sir  Ross  as  a  pilot 
to  assume  as  a  possible  explanation  that  the  machine 
felt  more  strange  to  him  than  he  had  expected, 
and  that  indecision  at  a  critical  moment — an 
indecision  which  may  have  lasted  only  the  shortest 
of  times-  -may  have  lost  him  his  chances  of  recovery. 

It  appears  quite  certain  from  the  evidence  given 
at  the  inquest  that  no  part  of  the  machine  broke  in  the 
air,  and  that  to  a  pilot  familiar  with  the  type  and 
its  construction,  the  machine  was  in  perfect  flying 
trim  and  behaving  splendidly.  One  is  therefore 
forced  to  the  conclusion,  as  the  only  logical  one, 
that  some  error  of  judgment  was  the  cause  of  the 
spin  which  ended  so  sadly.  Beyond  that  it  is  not 
possible  to  go,  and  at  that  we  must  be  content  to 
leave  it.  It  means  that  two  more  valuable  lives 
have  been  sacrificed  in  order  that  the  linking  up 
and  binding  together  of  the  Empire  by  the  ways 
of  the  air  may  be  found.  It  behoves, us  to  carry 
on  in  the  same  spirit,  that  the  lives  of  these  two 
pioneers,  and  the  many,  that  have  preceded  them, 
ma}'  not  have  been  sacrificed  in  vain. 

It  is  by  now  fairly  common  knowledge 
D.  of  R^and  t^lat  a  §rea^  portion  of  the  Directorate 
Farnborough  °*  Research  is,  in  the  interest  of  economy, 

to  be  transferred  to  Farnborough, 
1  hat  is  all  to  the  good,  and,  on  the  face  of  it,  would 
appear  to  be  a  very  sound,  common-sense  decision, 
and  one  which  will  result  in  economy  as  well  as 
tending  towards  a  closer  co-operation  between 
the  D.  of  R.  and  the  Royal  Aircraft  Establishment. 
We  sincerely  trust,  and  have  no  intention  of  denying, 
that  this,  and  this  only,  is  at  the  back  of  the  decision. 
But  it  should  be  borne  in  mind  that  “  Research  ” 
as  now  understood  «is  a  somewhat  elastic  term. 
The  D.  of  R.  himself  stated  at  the  recent  Air  Conference 
that  a  large  proportion  of  his  department  was 
engineering.  That  being  so,  it  appears  to  us  that 
the  removal  of  the  department,  or  the  bulk  of  it, 
to  Farnborough,  may  carry  with  it  the  danger  of  a 
return  to  the  old  evil  days,  when  the  R.A.F.,  as  it 
then  was,  grew  to  be  in  direct  competition  with  private 
designing  and  construction  firms.  We  do  not  for  a 


moment  suggest  that  there  is  any  danger  of  "The 
Factory  resuming  manufacture  on  any  large  scale. 
The  results  of  that  policy  are  still  too  fresh  in  mind 
to  allow  of  that  possibility  being  even  contemplated. 
But  it  does  appear  to  us  that  the  transfer  from 
Kingsway  to  Farnborough  may  give  rise  to  the  danger 
of  the  Department  of  Research  becoming  even  less 
of  what  its  name  suggests  it  should  be,  and  more 
oi  an  engineering  department  than  those  who  believe 
in  the  value  of  pure  research  as  distinct  from  ad  hoc 
experiment  like  to  see.  We  may  be  wrong — we 
sincerely  trust  we  are — and  there  may  be  no  such 
intention  behind  the  move,  but  the  danger  is  there, 
and  we  have  thought  it  our  duty  to  sound  this  note 
of  warning.  We  certainly  do  not  want  to  see  our 
private  designing  firms  reduced  to  the  level  of  war¬ 
time  sub-contractors  building  machines  to  other 
people’s  designs. 


The  air  racing  of  the  season  opened  on 
The  Racing  Easter  Monday  with  a  series  of  short 

Opens'at  contests,  the  competing  machines  during 

Waddon  whole  time  being  in  sight.  This 

is  an  admirable  scheme,  and  helps  to 
sustain  the  interest,  which  would  be  apt  to  lag 
were  the  competitors  out  of  sight  for  long  periods 
In  our  report  on  the  races  we  have  advanced  certain 
criticisms  of  the  arrangements,  which  were,  certainly 
not  all  that  they  might  have  been.  We  are  offering 
these  in  no  carping  spirit,  but  merely  because  we 
wish  to  see  air  races  and  air  competitions  of  all  sorts 
becoming  one  of  the  most  popular  features  of  the 
London  summer  season.  In  the  main  the  Royal 
Aero  Club  is  doing  well  with  the  sporting  side  of 
aviation,  and  it  is  in  the  minor  incidentals  that 
shortcomings  are  most  noticeable.  These  can,  we 
feel  sure,  be  remedied  with  a  little  goodwill,  and  if 
that  is  done  we  are  certain  that  the  public  response 
will  be  such  as  to  recompense  the  organisers  for  the 
extra  trouble  taken. 

We  have  previously  questioned  the  wisdom  of 
the  decision  to  transfer  the  scene  of  these  com 
petitions  from  Hendon  to  the  London  Terminal 
Aerodrome.  We  are  still  very  much  in  doubt, 
and  still  consider  Waddon  but  ill-suited  to  the  holding 
of  race  meetings  where  really  fast  machines  are  to 
be  flown.  In  its  present  form  and  state  Waddon  is  a 
very  poor  aerodrome  for  a  racing  machine,  and  we 
would  suggest  that,  until  the  present  offices,  sheds, 
and  other  buildings  have  been  transferred  from  Plough 
Lane  across  to  the  buildings  occupied  by  the  A.D.C., 
the  holding  of  pure  speed  races  should  not  be  organised 
at  Waddon.  Secondly,  arrangements  could  surely 
be  made,  even  now,  with  the  railway  companies 
for  running  more  trains  to  Waddon  station,  thus 
saving  visitors  the  journey  on  the  trams  from  Croydon 
to  the  aerodrome.  I  hese  trams  must  easily  be  the 
worst  in  London,  and  if  a  frequent  direct  train  service 
were  run  (and  made  known)  to  Waddon  station  it 
would  be  a  great  gain.  Later  on,  when  the  main 
buildings  of  the  air  station  are  at  the  A.D.C.  premises, 
it  will,  of  course,  be  possible  to  run  trains  direct  to 
the  aerodrome  itself.  But  even  without  that,  much 
might  be  done  to  facilitate  and  render  less  irksome 
the  journey  to  and  from  the  London  Terminal 
Aerodrome.  We  would  suggest  that  the  Club  take 
the  matter  up  seriously  with  the  remnants  of  the 
Department  of  Civil  Aviation. 
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AT  THE  CROYDON  MEETING  ON  EASTER  MONDAY  :  1.  Bert  Hinkler  on  the  Avrc-Viper  winning  the  Second 
Waddon  Handicap.  2.  Uwins  getting  off  on  the  Bristol  monoplane,  with  100  h.p.  Bristol  “Lucifer”  engine. 
3.  Stocken,  on  the  D.H.9A,  400  h.p.  Liberty,  winning  the  Club  Handicap.  4.  Newall  making  a  double  parachute 
descent  in  “  Guardian  Angel  ”  parachutes.  5,  The  machines  lined  up  for  the  Club  Handicap. 

225  C  2 


April  20,  1922 


THE  SUPERMARINE  SINGLE-SEATER  FIGHTING  SCOUT 

“SEA  KING,”  MARK  II. 

An  Interesting  Amphibian  Flying  Boat,  with  Hispano  Engine 

j 

but  this  is  not  the  place,  nor  have  we  the  space  here,  to  do 
so. 

If  the  seaplane  pure  and  simple  is  of  the  very  greatest 
potential  value,  its  latest  development,  the  amphibian,  is 
still  more  so,  owing  to  its  capacity  for  taking  off  from,  or 
alighting  on,  land  and  water  with  equal  facility,  In  the 
case  ot  a  commercial  machine,  this  means  that  a  service  can 
be  run  between  two  cities  which  are  situated  on  the  coast, 
or  which  have  running  through  them  rivers  suitable  for 
use  as  “  aerodromes,”  but  which  are  otherwise  separated 


lx  is,  unfortunately,  an  indisputable  fact  that,  for  some 
reason  or  other  which  is  not  at  all  clear,  the  seaplane  type 
of  machine  has  not  received,  in  this  country,  the  attention 
which  it  would  appear  to  merit.  In  view  of  the  fact  that 
the  different  parts  of  our  Empire  are  separated  by  leagues 
of  ocean,  it  might  have  been  thought  that  this  type  of 
machine  would  be  the  first  to  come,  to  mind  in  attempting 
to  visualise  the  advantages  of  air  travel  and  air  defence. 
Yet  the  fact  remains,  that  the  seaplane  has  had  very  little 
encouragement,  both  from  the  Government  and  from  commer- 


THE  SUPERMARINE  “SEA  KING  Side  view. 


cial  users  of  aircraft.  It  is,  therefore,  all  the  more  creditable 
that  a  few  of  our  firms  have,  in  spite  of  the  severe  handicaps 
imposed  by  a  relative  lack  of  incentive,  ”  carried-on  ”  with 
seaplane  design  and  construction,  in  the  certain  knowledge 
that  sooner  or  later  this  type  is  bound  to  gain  the  recognition 
which  it  deserves.  One  might  fill  columns  in  enumerating 
the  various  uses  to  which  seaplanes  can  be  put,  both 
commercial  and  service,  and  yet  not  exhaust  the  subject, 


partly  by  the  sea  and  partly  by  land.  The  London-Pans 
service  is  a  case  in  point.  It  has  already  been  demonstrated 
that  it  is  possible  to  leave  the  Thames  at  Westminster,  and 
to  alight  on  the  Seine  in  the  centre  of  Paris,  or  vice  versa. 
making  the  complete  journey  in  about  two  hours,  and  saving 
the  tedious  run  to  and  from  the  aerodromes  to  the  business 
section  of  the  respective  cities. 

For  service  purposes,  the  amphibian  scores  also,  as  in  the 


THE  SUPERMARINE  “  SEA  KING  ”  TAXYING  :  Note  the  wheels  lifted  clear  of  the  water. 
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MHE  SUPERMARINE  “SEA  KING  ”  :  General  arrangement  drawings. 
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course  of  a  war,  it  is  often  necessary  for  seaplanes  to  go 
inland  tor  considerable  distances,  and  for  land  machines  to 
fly  far  out  to  sea.  A  machine  which  can,  for  instance,  lly  off 
the  gun  turrets  of  a  battleship,  scout  over  tlic  sea  and,  if 
desired,  far  inland,  returning  either  to  the  ship  or  alighting 
on  the  sea  at  any  desired  point,  is  obviously  at  a  very  great 
advantage  as  compared  withja^ pure  seaplane  or  a  land 
machine. 


THE  SUPERMARINE  “  SEA  KING  ”  :  General  arrangement  and  details  of 

the  retractable  undercarriage. 


Among  the  firms  who  have,  from  the  early  days  of  Hying, 
been  believers  in,  and  producers  of,  seaplanes  are  the 
Supermarine  Aviation  Works,  Ltd.,  of  Southampton,  who 
have  made  a  speciality  of  flying  boats  and  amphibian  flying 
boats.  In  designing  a  seaplane,  it  is  possible  to  attack  the 
problem  from  two  entirely  different  points  of  view.  One 
can  produce  an  aeroplane  which  will  get  off  from  and  alight 
on  the  sea,  but  which  retains,  in  many  respects,  the  charac¬ 


teristic-  of  an  aeroplane.  Or  one  can  start  with  a  boat  which 
is  seaworthy  m  the  first  instance,  and  then  proceed  to  make 
this  boat  fly .  The  Supennanne  Works  have  always 
procedure,  and  the  hulls  of  their  machines 
arc  boat-built  structures  on  to  which  have  been  added  the 

W1DgSr  !tC-  ,  Kow  U  wiU  be  obvious  that,  in  the 
hlir  iu  °f  ^elapmenta.  the  one  type  will  probably 

have  the  better  performance,  but  at  the  cost  of  seaworthiness, 

whereas  the  other  will  be  sub¬ 
stantial,  seaworthy  and,  probably, 
somewhat  heavy  and  consequently 
have  an  inferior  performance, 
1  has  at  first,  there  will  be  a  marked 
difference  in  the  qualities  of  the 
two  types,  and  the  choice  wall 
depend  upon  the  particular  purpose 
lor  which  a  machine  is  wanted. 
There  is,  undoubtedly,  room  for 
both  types.  As  time  goes  on,  how¬ 
ever,  improvements  will  be  made 
to  both  types,  tending  to  improve 
the  seaworthiness  of  the  one  and 
the  performance  of  the  other,  and 
the  time  comes  when  the  two  types 
are  practically  on  an  equal  footing. 
This  would  appear  to  be  the  logical 
development,  and  it  is  interesting 
to  note  that  history  is  already  be¬ 
ginning  to  prove,  that  this  is  actually 
what  is  happening. 

In  the  case  of  the  Supermarine 
amphibian  flying  boat  "  Sea  King," 
which  forms  the  subject  of  tins 
article,  and  photographs  of  which 
were  published  in  our  issue  of 
March  30,  we  have  a  craft  which 
represents  the  development  of  a 
seaworthy  hull,  fitted  with  wings 
and  an  engine  which  give  it  a 
performance  equal,  or  nearly  so,  to 
that  of  a  land  machine  of  the 
same  power  This  result  has  been 
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attained  by  years  of  constant  application  to  the  problems 
involved,  and  always  with  this  idea  in  view  that  a  start  must 
be  made  with  the  boat  hull,  the  performance  being  a  second 
consideration,  although  it  should  be  as  good  as  it  is  possible 
to  make  it.  \  lewed  in  this  light,  one  is  better  able  to 
appreciate  what  it  is  the  "  Sea  King  "  represents. 

Designed  as  a  single-seater  fighting  scout,  for  use  with 
naval  units  or  squadrons,  the  "  Sea  King,"  Mark  II,  possesses 
an  unusual  degree  of  manceuvrability,  being  capable  of  all 
the  stunts  which  one  usually  associates  with  land  machines 
on1*y*  1  he  machine  can  be,  and  has  been  repeatedly,  looped, 
rolled,  spun  and  stunted  in  every  conceivable  way.  It  is 
t  us  an  ideal  machine  for  fighting,  while  combined  with  these 
qualities  it  possesses  a  great  amount  of  inherent  stability,  a 
combination  which  is  extremely  difficult  of  attainment,  more 
especially  in  a  machine  of  the  flying  boat  tvpe.  \Ve  are 
informed,  by  a  pilot  who  has  flown  the  machine  extensively, 
that  the  Sea  King  "  is  entirely  free  from  that  difference 
in  trim,  according  to  whether  the  engine  is  "  on  ”  or  "  off  ” 
which  was  at  one  time  thought  inseparable  from  machines 
of  the  flying  boat  type.  Once  in  the  air,  the  machine  can  be 
flown  hands  off,  with  the  greatest  ease,  its  longitudinal 
tnm  being  such  as  to  require  no  force  on  the  control  stick. 

Jn  the  water,  the  "  Sea  King"  handles  remarkably  well, 
s  towing  no  tendency  to  porpoising,  and  being  very  seaworthy 


THE  SUPERMARINE  “SEA  KING”:  The  pilot’s 
back  rest  hmges  down  to  form  a  step  so  as  to  facilitate 
reaching  the  starting  handle  of  the  engine.  The 
starting  magneto  is  housed  in  the  fairing  on  the  port 
side.  On  the  starboard  side  is  the  petrol  filler  cap. 


THE  SUPERMARINE  “SEA  KING”:  The  rea 
step  is  *  ‘  ventilated  ”  by  a  tube  running  through  th< 

hull. 
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for  a  roach  inn  of  such  small  dimensions,  We  understand 
that  she  lias  been  pnt  through  all  sorts  of  manoeuvres  on 
the  sea,  in  a  wind  of  30  m.p.h.,  and  lias  proved  capable  of 


Sketch  showing 

“  Sea  King. 

riding  out  a  fairly  heavy  sea.  In  getting  off  and  alighting, 
the  machine  is  very  dry  and  comfortable  tor  the  pilot,  and 
the  view  from  the  cockpit  is  particularly  unobstructed, 
another  feature,  which  is  of  great  importance  in  a 
machine  intended  for  fighting. 

As  already  mentioned,  the  performance  is  extremely 
good,  the  top  speed  being  125  m.p.h.  at  sea  level,  and 
the  ceiling  20,500  ft.  The  climb  to  10,000  ft.  only 
occupies  12  miftutes,  and  the  alighting  speed  is  in  the 
neighbourhood  of  50  m.p.h.  Sufficient  fuel  is  carried 
for  about  two  hours  at  top  speed,  and  in  this  con 
nection  one  cannot  help  wondering  what  would  have 
been  the  result  of  the  Jutland  battle  had  our  fleet 
been  provided  with  a  couple  of  squadrons  of  such 
machines. 

The  general  arrangement  of  the  "  Sea  King  ”  is 
well  shown  in  the  accompanying  scale  drawings  and 
photographs,  while  some  of  the  constructional  details 
tnrm  the  subject  of  our  sketches.  The  boat  hull  is  of 
the  typical  Superman ne  type,  boat-built  and  through- 
fastened,  with  copper  or  brass  fixings  throughout. 

1  he  mahogany  single-skin  planking  is  riveted  to  the 
ruck  elm  timbers  and  frames,  and  covered  externally 
with  fabric  suitably  treated  with  pigmented  dope. 

The  two  steps  are  formed  by  entirely  separate  units, 
attached  to  the  main  hull,  and  can,  therefore,  be 
renewed  in  case  of  extensive  damage.  Should  the  hull 
itself,  which  is  of  approximately  circular  cross-section, 
be  damaged,  it  is  quite  possible  to  repair  it  by- 
scar  phing  in  new  planks  where  required. 

In  order  to  reduce  air  resistance  a  metal  fairing, 
provided  with  large  holes  for  the  easy  idling  and 
emptying  of  w’ater,  is  fitted  behind  the  main  step. 

This  fairing  can  be  seen  in  several  of  our  illustrations. 

The  rear  step  is  provided  w-ith  a  tube  running  through 
the  hull,  and  admitting  air  to  the  step  when  the 
machine  is  taxying  on  the  water,  thus  preventing  the 
rear  portion  of  the  hull  from  being  sucked  under. 

The  pilot’s  cockpit  is  in  the  nose  of  the  hull,  from 
which  position  the  pilot  has  an  excellent  view,  an 
important  consideration  not  only  for  fighting,  but  also 
for  landing  on  the  deck  of  a  ship.  His  controls  are 
mounted  on  the  triangular  tubular  frame  so  well  known 
in  all  Supermarine  boats,  and  whose  function  it  is 
to  allow  the  circular  hull  to  flex  and  "  give  ”  in  a 
seaway,  without  interfering  with  the  smooth  working 
of  the  controls.  When  the  machine  is  used  for 
fighting,  a  Lewis  gun  will  be  mounted  in  the  nose  of  the  hull, 
where  it  is  very  accessible  by  the  pilot.  A  very  complete  set 
ol  instruments  is  provided,  and  all  necessary  mooring  and 


towing  tackle  is  conveniently  arranged  in  and  around  the 
cockpit.  For  starting  the  engine,  a  starting  handle  is  provided, 
and  in  order  the  bettor  to  reach  this,  the  pilot's  back  test 
is  so  arranged  as  to  fold  down  and  torm  a 
step,  as  shown  in  one  of  our  sketches.  In 
the  lairing  behind  the  pilot’s  head  ate 
housed,  on  one  side,  the  starting  magneto, 
and  on  the  other  the  filler  cap  of  the  petrol 
tank,  which  latter  is  carried  inside  the  hull, 
approximately  on  the  e  g.  of  the  machine. 

The  undercarriage  consists  of  two  Palmer 
wheels,  mounted  on  bent,  axles,  hinged  to  the 
sides  of  the  hull,  and  strutted  to  the  hull  and 
to  the  lower  plane.  A  worm  runs  across  the 
top  of  the  hull  and  engages  with  metal  claws 
running  along  a  steel  strip  guide  bolted  to 
the  front  spar  of  the  lower  plane.  The 
accompanying  sketches  will  indicate  the 
arrangement,  which  is  very  neat  and  simple, 
and  yet  sufficiently  robust  to  withstand 
taxying,  even  on  rough  ground.  When  the 
worm  is  rotated,  the  claws  are  pulled  in¬ 
wards,  bringing  with  them  the  stout  tubes 
carrying  the  rubber  shock  absorbers,  and 
raising  the  wheels  upwards  and  outwards 
until  clear  of  the  water.  It  will  be  noticed 
that  the  strutting  of  the  undercarriage  is  ho 
arranged  that  landing  shocks  are  not  trans¬ 
mitted  through  the  hull  At  the  stern  is  a 
small  combined  tail  skid  and  water  rudder, 
working  in  conjunction  with  the  air  rudder 
We  are  told  by  the  pilot  who  has  flow-n  the 
machine  on  all  its  tests  that  on  the  ground 
it  handles  remarkably  well,  and  is  as  easy  to 
steer  as  a  motor-car. 

The  engine,  a  300  h.p.  Hispano-Suiza, 
is  mounted  ou  a  structure  of  steel  tubes, 
which  is  entirely  independent  of  the  wing 
bracing,  so  that  the  engine  can  be  removed  without  inter¬ 
fering  with  the  wings,  or,  conversely,  the  wings  may  be 
taken  oft  Without  interfering  with  the  engine.  It  is  neatly 


The  very  substantial  combined  tail  skid  and  water  rudder 

of  the  “  Sea  King.” 

enclosed  in  an  aluminium  nacelle,  and  drives  a  small-diameter 
four-bladed  pusher  airscrew.  The  radiator,  which  is  provided 
( Concluded  on  Page  236.) 


general  arrangement  of  tail  of  the  Supermarine 
”  The  tail  plane  is  negatively  cambered. 
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THE  SECOND  CROYDON  AVIATION  RACE  MEETING 

The  Season  Opened  at  Waddon 


In  many  ways  the  first  flying  meeting  of  the  season,  held  at 
the  London  Terminal  Aerodrome,  Waddon,  on  Easter  Monday, 
was  reminiscent  of  the  good  old  days  at  Hendon.  In  fact, 
one  has  to  go  back  a  considerable  number  of  years  to 
remember  certain  conditions  and  arrangements  as  primitive 
as  some  of  those  obtaining  at  Waddon  during  the  races.  When, 
nevertheless,  the  man  in  the  street  and  his  wife  streamed  out 
to  the  aerodrome  in  their  hundreds  and  thousands,  by  motor, 
train,  tram,  'bus,  and  on  foot,  in  weather  which  looked 
anything  but  promising,  and  stayed  in  the  various  enclosures 
until  all  races  had  been  flown,  it  speaks  volumes  for  the 
general  interest  which  is  still  being  taken  in  aviation  of  a 
sporting  nature.  There  were  many  who  had  expected  to 
find  a  very  poor  attendance,  and  who  were  agreeably  surprised 
to  see  the  enclosures,  especially  the  is.  one,  thronged  with 
people.  Nor,  in  spite  of  certain  shortcomings  in  the  arrange¬ 
ments,  did  the  interest  lag  throughout  the  afternoon.  Having 
discovered  that  people  will  still  go  to  flying  meetings  in  large 
numbers,  it  now  rests  with  the  Royal  Aero  Club  to  improve 
the  organisation  and  arrangements  until  they  are  at  least 
on  a  par  with  those  of  Hendon  at  its  best,  at  any  rate  as  far 
as  lies  in  its  power.  Certain  factors  are  perhaps  outside  the 
direct  sphere  of  influence  of  the  Club,  and  will  have  to  be 
attended  to  by  other  authorities.  For  instance,  the  aero¬ 
drome  is  far  from  being  ideal.  The  surface  is  very  bad  almost 
everywhere,  and  with  certain  wind  directions  the  aerodrome 
is  none  too  large  for  fast  machines.  On  Monday  the  wind 
happened  to  be  in  such  a  direction  as  to  give  an  opportunity 
for  a  good  long  run,  blit  more  often  it  blows  across  Plough 
Lane,  when  getting  off  and  landing  present  far  greater 
difficulties.  Modem  racing  machines  run  a  fair  distance  before 
pulling  up,  not  to  mention  the  long  glide  a  couple  of  feet  off 
the  ground  before  the  speed  drops  sufficiently  to  allow  the 
machine  to  touch,  and  the  undulating  nature  of  the  ground  is 
a  trial  to  any  pilot  not  familiar  with  it.  These,  however,  are 
matters  over  which,  presumably,  the  Royal  Aero  Club  has  no 
control,  beyond  the  fact  that  one  may  question  the  wisdom  of 
transferring  the  races  there  from  Hendon.  Having  done  so, 
these  drawbacks  have  to  be  put  up  with,  and  it  is  to  be  hoped 
that  during  the  year  or  so  which  will  probably  elapse  before 
the  air  establishment  can  be  transferred  to  the  buildings  now 
occupied  by  the  A.D.C.,  and  the  aerodrome  correspondingly 
improved,  no  serious  accident  will  occur  to  mar  these  flying 
meetings. 

With  regard  to  the  shortcomings  of  the  organisation,  the 
catering  arrangements  were  of  a  somewhat  primitive  nature. 


One  had  to  stand  up  while  having  tea,  no  tables  or  chairs  being 
provided.  To  visitors  who  had  to  stand  the  whole  afternoon 
in  the  enclosures  this  was  rather  trying,  and  Trust  Houses 
ought  to  be  able  to  do  better  than  that.  The  sanitary  arrange¬ 
ments  also  left  a  great  deal  to  be  desired,  and  were  of  such  a 
crude  nature  that  they  cannot  possibly  be  tolerated  again  at 
the  next  meeting. 

In  the  running  and  organisation  of  the  races  themselves 
there  was  room  for  a  great  deal  of  improvement.  Not  only 
did  the  various  events  not  start  to  time  (with  this  we  are  not 
inclined  to  quarrel  violently,  as  delays  were,  to  a  great 
extent,  due  to  the  weather),  but  the  absence  of  numbers  on 
the  machines  must  have  been  very  perplexing  to  ordinary 
visitors,  especially  as  all  the  machines  were  given  numbers  on 
the  programme.  It  is  not  everyone  who  realises  that  when 
he  secs  on  a  machine  the  letters  G-EATD.  the  only  letters 
that  he  need  take  notice  of  are  the  last  two.  It  is' a  fairly 
safe  guess  that  the  majority  of  people  began  reading  out  all 
the  letters,  and  in  ail  probability  only  got  as  far  as  the  G-E  A  by 
the  time  the  machine  had  passed  into  such  a  position  that  the 
last  two  letters  were  hidden.  In  the  old  Hendon  days  it  was 
always  possible  to  paint  numbers  on  the  machines.  Why  not 
now  5  If  standard  numbers  were  chosen,  these  could  be 
kept  in  readiness  and  need  not  be  stuck  on  the  machines  until 
the  last  moment.  After  the  race  they  could  easily  be  removed 
and  used  again  at  the  next  meeting.  The  absence  of  numbers 
must  have  been  a  trial  to  the  timekeepers  as  well  as  to  the 
public. 

Then  we  certainty  also  think  that  the  Press  is  entitled  to  a 

grouse.  No  tent  or  shelter  of  any  sort  was  provided  for 
Press  representatives,  nor,  as  far  as  could  be  ascertained,  was 
anyone  given  charge  of  collecting  and  issuing  information 
such  as  lap  times,  etc.,  to  the  Press.  At  Hendon  there  was  a 
nice  little  Press  club,  presided  over  by  the  genial  “  Charlie  ” 
Lane,  who  always  had  the  latest  information  over  the  'phone 
and  handed  it  out  to  any  Press  representative  requiring  it 
At  Waddon  there  was  no  telephone  in  the  enclosure  over 
which  reports  could  be  sent  to  the  various  daily  papers.  In 
the  future  better  arrangements  wall  have  to  be  made— if  the 
Press  is  to  be  given  a  fair  chance  of  helping  aviation  bv  its 
accounts  of  the  meetings. 

Haying  relieved  ourselves  of  these  various  criticisms,  we 
may  turn  to  the  races  themselves.  The  first  race,  the  Club 
Handicap,  was  timed  for  three  o’clock,  but  owing  to  weather 
conditions  there  was  considerable  delay  m  getting  started, 
three  of  the  Avros  failed  to  start,  leaving  only  the  G-E  ANY 
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"  Snipers  ”  at 
Croydon  :  On 

the  left,  Vice- 
Admiral  Mark 
Kerr,  C  .  B  , , 
M.Y.O.,  and  on 
the  right,  Lieut.- 
Col.  C.  E.  Risk, 
D.S.O.,  who  com¬ 
peted  in  the 
balloon  sniping 
competition.  In 
the  centre,  Mr. 
F.  P.  Raynham, 
who  piloted  the 
Avro  for  Admiral 
Kerr. 
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Avto  flown  by  Major  H.  Petre,  and  the  Avro-Viper  flown  by 
Hinkler.  Of  other  types  which  were  non-starters  in  this 
race  was  the  BE2E  and  the  D.H.6.  There  were  still  ten 
machines  left,  and  the  race  proved  a  very  good  one.  The  limit 
man  was  Major  Petre  on  the  Avro,  1  xo  le  Rhone,  who  was  given 
5  mins.  40  secs,  start.  The  next  to  get  away  was  Hinkler, 
on  the  Avro-Viper,  whose  allowance  was  2  mins.  50  secs., 
and  who  was  followed  by  Uwins  on  the  Bristol  monoplane 


The  Bristol  “  Lucifer  ”  ilOOiJh.p.  engine,  mounted  in 
the  very  pretty  little  Bristol  monoplane  flown  by 
Mr.  Uwins.  Considering  that  this  engine  has  three 

cylinders  only,  it  runs  very  smoothly  and  evenly. 

with  a  100  h.p.  Bristol  “  Lucifer”  engine.  Uwins’ allowance 
was  2  mins.  35  secs.  Barnard,  on  the  D.H  9B,  230  h.p. 
Siddeley  "  Puma,"  got  2  mins.  28  secs.,  and  Muir,  on  the 
Parnall  Panther,  200 h.p.  B.R.2,  2  mins.  1 1  secs,  start.  Stocken 
!>n  the  D.H.  9A,  400  h.p.  Liberty,  roared  off  next  (his allowance 
being  1  min.  10  secs.),  followed'  by  Flying  Officer  R.  S.  Carrol 
on  an  S.E.5A,  200  h.p.  Wolseley-Viper.  whose  allowance  was 
50  secs.  Flight  Lieuts.  Longton  and  Long,  on  Martinsyde 
F.4’s  with  300  h.p.  Hispano-Suiza  engines,  started  together  at 
scratch,  and  looked  very  impressive  as  they  hurled  across  the 
starting  line  and  swung  to  the  left  over  the  end  of  the 
enclosures.  Phis  race  was  over  a  distance  of  10  miles,  being 
two  laps  of  the  course,  and  the  machines  were  in  sight  prac¬ 
tically  the  whole  time,  except  when  one  or  other  disappeared 
behind  a  hedge,  flying  very  low.  The  result  was  that  Stocken 
on  the  D.H, 9 A  came  in  first,  followed  by  Barnard  on  the 
D.H.gB,  with  Uwins  on  the  Bristol  monoplane  third. 

As  the  machines  were  landing  after  the  race  an  amusing 
incident  occurred,  w'hich  damaged  two  machines  but  left  the 
pilots  unhurt.  Carrol  had  landed  on  the  S.E.5A,  and  had 
actually  got  out  of  his  machine,  but  had  left  the  engine 
running.  Long  came  in  on  one  of  the  Martinsyde  F.4 
biplanes,  but  his  machine  did  not  pull  up  as  quickly  as  was 
expected,  and  ho  ran  into  the  tail  of  the  S.E.5,  smashing 
the  rear  portion  of  its  fuselage  and  damaging  his  own  under¬ 
carriage.  The  S.E.*)  cocked  its  nose  into  the  ail,  still  with  the 
engine  running,  and  presented  a  most  humorous  spectacle. 
The  engine  was  stopped,  and  the  damaged  machine  "  walked  ” 
over  to  its  home  on  the  other  side  of  the  aerodrome. 

The  second  race  of  the  day  was  the  Second  Waddon 
Handicap,  for  machines  with  a  speed  of  not  less  than  100 
m.p.h.  The  course  was  the  same  as  that  of  the  first  race, 
but  competitors  had  to  cover  four  laps  instead  of  two, 
bringing  the  distance  up  to  approximately  32  miles.  The 
limit  man  in  this  race  was  Bert  Hinkler,  on  the  Avro-Viper 
whose  allowance  was  5  niins.  20  secs.  Uwins  on  the  Bristol 
mono,  got  4  mins.  11  secs.,  and  Muir  on  the  Parnall  Panther 
4  mins.  28  secs,  start.  Barnard  on  the  D.H.9B  was  given 
1  min.  53  secs.,  and  Stocken  on  the  D.H.9A  4  secs.,  while 


Longton  on  the  Martinsyde  F.4  started  scratch,  With  the 
exception  of  Muir  on  the  Panther,  who  retired  during  the 
race,  all  competitors  completed  the  course,  and  the  result 
was  :  Hinkler  first,  Uwins  second,  and  Stocken  third.  1  he 
undercarriage  of  Hinkler's  Avro-Viper  is  of  a  new  type, 
incorporating  an  oleo  gear  which  appears  to  be  most  effective 
in  damping  oscillations  and  preventing  bouncing.  WTien 
the  machine  gets  off,  the  plunger  slowly  sinks  to  the  bottom 
of  the  cylinder,  the  undercarriage  ”  legs  "  coming  down  quite 
an  appreciable  distance.  On  landing,  the  first  load  is  taken 
on  the  oil,  before  the  rubbers  have  come  into  play,  and  at 
the  end  of  its  travel  the  plunger  prevents  bouncing.  The 
result  is  that  the  undercarriage  is  extremely  "  squashy,” 
and  that  no  shock  is  felt  in  the  cockpits  of  the  machine. 
We  understand  that  the  machine  has  been  deliberately 
stalled  from  about  20  feet,  and  even  then  did  not  bounce, 
nor  was  anything  strained,  this  undercarriage  certainly 
appears  to  be  a  great  step  forward,  and  should  go  a  long  way 
towards  minimising  breakages  of  machines  in  inexperienced 
hands.  As  flown  by  Hinkler,  there  was,  of  course,  no  need 
for  it,  but  that  is  no  reason  why  the  type  should  not  become 
very  popular,  as  landings  can  be  effected  on  very  rough 
ground  by  its  use. 

Only  two  machines  started  in  the  Second  Croydon  Handicap, 
which  consisted  of  three  laps  of  the  course,  or  a  distance  of 
24  miles.  Admiral  Mark  Kerr,  who  was  flying  a  B.E.2E, 
with  90  h.p.  R.A.F.  engine,  was  given  36  seconds'  start  over 
Major  Petre  on  the  no  h.p.  le  Rhone  Avro.  The  Admiral, 
who  is  no  longer  a  young  man  and  who  is  probably  older  than 
any  other  pilot  now  flying,  got  away  very  well  indeed,  and, 
after  crossing  the  starting  line,  made  a  fine  left-hand  turn  . 
to  get  on  his  course.  As  the  machines  came  around  the  first 
time,  the  Avro  did  not  appear  to  have  gained  much  on  the 
B.E.,  but  on  the  second  lap  Petre  managed  to  shorten  the 
distance  between  them,  and  on  the  third  arid  last  lap  he 
managed  to  get  in  front,  coming  in  about  a  minute  ahead  of 
the  B.E.  In  landing  Admiral  Kerr  had  a  slight  mishap, 
fortunately,  however,  without  injury  to  himself,  although  the 
old  B.E.  \vas  somewhat  damaged.  Touching  a  little  too 
hard,  the  machine  bounced,  but  the  Admiral  opened  out  his 
engine,  and  it  looked  as  if  he  was  going  to  take  off  again  and 
make  a  circuit  to  land.  He  swung  around  to  the  right 
before  the  machine  had  gathered  sufficient  speed,  and  the 


A  NEW  AVRO  OLEO  UNDERCARRIAGE  :  The  Avro- 
Viper,  flown  by  Mr.  Bert  Hinkler  in  the  races  at  Croy¬ 
don,  was  fitted  with  an  oleo  undercarriage,  which  ap¬ 
peared  to  have  exceptionally  good  shock-absorbing 
qualities,  and  entirely  prevented  bouncing,  even  in  a 

pancake  landing. 


B.E.  described  a  very  small  circle,  banked  up  at  a  rather 
steep  angle,  and,  losing  flying  speed,  she  sank  to  the  ground, 
touching  with  the  right  whig  tip  and  her  nose.  Fortunately 
she  did  not  turn  over,  and  the  Admiral,  whose  very  sporting 
spirit  was  greatly  admired  by  all,  was  able  to  climb  out  ot 
the  machine  unaided.  That  he  was  little  the  worse  for  is 
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Experience  was  clear  when  £  shortly  afterwards,  he  went  up 
as  passenge  r  with  Raynham  and  brought  down  three  balloons 
with  a  syorts  gun,  the  first  two  being  particularly  pretty 
shots. 

While  visitors  were  waiting  for  the  last  race  to  start, 
Mr.  Newall  made  a  double  parachute  descent  in  “  Guardian 
Angel  ”  parachutes  from  a  very  low  altitude,  demonstrating 
how  quickly  these  parachutes  open. 

The  last  race  was  to  have  been  for  machines  occupying  the 
iirst  three  places  in  the  Waddon  and  Croydon  Handicaps, 
the  race  being  described  as  the  First  Spring  Handicap,  and 
the  course  consisting  of  four  laps.  There  were,  however, 
only  three  starters  :  Petre  (g  mins.  36  secs.),  Hinkler  (3  mins. 
43  secs.),  and  Stocken  (scratch),  and  the  finishes  were  : 
Stocken  first,  Petre  second,  and  Hinkler  third. 

A  long  interval  now  followed  before  the  start  of  the  balloon 
sniping  competition.  Ultimately  this  event,  was  run  off,  in 
about  the  best  weather  of  the  whole  clay.  It  consisted  in 
sending  up  a  machine  with  a  gunner  in  the  rear  cockpit, 
provided  with  an  ordinary  shot.  gun.  After  the  machine  had 


climbed  for  3  minutes,  three  balloons  were  released  at 
intervals  of  2  minutes,  and  competitors  had  to  destroy  the 
balloons  in  the  shortest  time,  a  limit  of  10  minutes  being 
imposed.  There  were  two  competitors  in  this  event,  Admiral 
Mark  Kerr,  who  was  piloted  by  F.  P.  Raynham  on  an  Avro, 
and  Lieut. -Col,  Risk,  whose  pilot  was  Capt.  Muir,  also  on  an 
Avro.  Both  competitors  did  some  extremely  pretty  shooting, 
and  the  event  was  won  by  Admiral  Kerr,  who  brought  down 
his  three  balloons  in  the  shortest  time  This  was  hailed  with 
satisfaction  by  such  of  the  visitors  as  had  had  the  hardihood 
to  remain  to  watch  this  competition,  as  it  was  by  then  getting 
pretty  late.  There  had  been  great  concern  when  there  was 
a.  possibility  of  the  popular  Admiral  having  been  injured, 
and  his  excellent  shooting  was  an  indication  that  his  hand 
was  stead}'  enough  after  his  experience  in  landing  the  B.E. 
Everyone  admired  his  sporting  spirit,  and  it  is  highly  probable 
that  if  one  could  have  taken  a  ballot  among  the  visitors, 
the  gallant  Admiral  would  have  topped  the  list  for  popularity. 
May  he  long  live  to  give  his  splendid  example  to  the  younger 
generation. 


H  0  H  E 


THE  DEATH  OF  SIR  ROSS  SMITH 


AND  LIEUT.  BENNETT 


Sad  Fatality  on  the  Eve  of  Great  Flight 


It  is  with  the  deepest  regret  that  we  have  to  record  this  week 
the  death  of  Sir  Ross  Smith  and  Lieutenant  Bennett  in  an 
aeroplane  crash,  following  a  test  flight  at  Brooklands,  on 
the  machine  on  which  these  two  and  Sir  Keith  Smith  were  to 
have  attempted  the  flight  around  the  world,  to  which  detailed 
reference  was  made  in  Flight  last  week. 

The  happenings  on  the  day  of  the  accident  have  been  dealt 
with  at  such  length  in  the  daily  press  that  there  is  no  need  for 
us  to  do  more  here  than  give  the  briefest  rdsutnd  of  the  facts, 
such  as  they  have-  emerged.  During  the  morning  of  Thursday. 
April  13,  the  Vickers  “  Viking  IV’  ”  Amphibian,  450  h.p. 
Napier  "  Lion  ”  engine,  was  brought  out  of  its  shed  at  the 
Weybridge  works  of  Vickers,  Ltd.,  and,  at  11.30  a.m.,  Capt. 
Cockerell,  the  well-known  Vickers  test  pilot,  having  with 
him.  as  passengers  Sir  Ross  Smith  and  Lieut.  Bennett,  took 
the  machine  off,  and  flew  for  about  half  an  hour.  Sir  Ross 
Smith  was  sitting  on  Capt.  Cockerell's  left  in  the  tront  cockpit, 
while  Lieut,  Bennett  sat  in  the  cockpit  behind,  just  in  front 
of  the  wings.  According  to  Captain  Cockerell,  the  machine 
behaved  splendidly,  and  there  was  nothing  to  indicate  that 
anything  whatever  was  wrong,  either  with  it  or  with  the 
engine,  which  ran  perfectly. 

On  landing,  Capt.  Cockerell  handed  the  machine  over  to 
Sir  Ross  Smith,  who  took  it  up  in  a  perfect  manner,  still  with 
Lieut.  Bennett  in  the  aft  cockpit.  The  machine  climbed 
to  a  height  of  1,200  to  1,500  ft.,  when  it  was  seen  to  get  into 
a  spin.  At  first  it  was  thought  that  Sir  Ross  was  “  stunting," 
which  surprised  everyone,  but  it  was  soon  realised  that  the 
spin  was  not  intentional.  After  coming  down  in  a  spin  to 
about  700  or  800  ft.,  it  looked  as  if  Sir  Ross  was  regaining 
control,  but  immediately  afterwards  the  machine  commenced 
spinning  again,  until  quite  close  to  the  ground.  By  then 
the  spin  had  stopped,  and  the  machine  was  in  a  straight 
nose  dive.  It  was  then,  however,  too  late  to  flatten  out,  and 
the  machine  crashed  nose  first  into  some  tall  fir  trees,  both 
occupants  being  killed  instantly. 

At  the  inquest  the  coroner  returned  a  verdict  of  death  by 
misadventure,  stating  it  was  not  known  how  the  machine  got 
into  a  spin.  Whether  it  was  an  error  of  judgment  on  the  part 
of  Sir  Ross  would  never  be  known.  It  was  proved  by  the 
evidence  that  there  was  no  defect  in  the  actual  machine  itself, 
and  there  was  no  collapse  of  any  part.  The  engine  behaved 
perfectly.  The  jury  expressed  sympathy  with  the  relatives. 

We  are  sure  all  readers  of  Flight  will  join  us  in  adding  our 
expression  of  sympathy  to  all  the  others.  To  Sir  Keith, 
who  saw  the  accident,  and  to  his  and  Lieut.  Bennett's  parents, 
the  loss  is  the  heaviest  of  all,  but  the  death  of  these  two  gallant 
officers  and  gentlemen  will  be  keenly  felt  the  world  over, 
wherever  indomitable  will  and  the  courage  to  undertake 
great  things  *are  appreciated.  To  the  directors  of  Vickers, 
of  Napiers,  of  “  Shell’s, "  and  last,  but  by  no  means  least, 
all  those  workers  who  had  had  a  part  in  building  the  machine, 
into  which  they  had  put  the  very  best  of  which  they  were 
capable,  the  blow  is,  indeed,  a  heavy  one,  and  the  loss  is  in 
this  case  in  actual  fact  irreparable.  The  flight  may  be  carried 
through — we  sincerely  trust  it  will  be  carried  through — but  a 
second  attempt  can  never  be  quite  the  same,  no  matter  how 
successful  nor  by  whom  undertaken. 

Messages  of  Condolence 

Sir  Keith  Smith  has  received  the  following  telegram  from 
the  King  and  Queen  : — 


The  King  and  Queen  are  shocked  to  hear  of  the  terrible 
accident  in  which  your  brother,  Sir  Ross  Smith,  and  Lieut. 
Bennett  lost  their  lives  yesterday  as  they  were  p  eparing  to 
embark  on  yet  another  daring  exploit.  Their  Majesties 
feci  that  by  their  death  the  Empire  has  lost  two  of  its  foremost 
pioneers  of  flight,  and  I  am  desired  to  assure  you  of  their 
heartfelt  sympathy  with  you  in  your  sorrow. 

“  Private  Secretary, 

“  Windsor  Castle,  Friday  ’’ 

From  the  Duke  of  York,  Sir  Keith  Smith  has  received  the 
following  letter  : — 

“  The  Duke  of  York  was  deeply  grieved  to  hear  of  the  tragic 
death  of  your  brother.  His  Royal  Highness  has  commanded 
me  to  express  to  you  his  very  real  sympathy  in  the  heavy 
loss  you  have  sustained  in  the  death  of  your  brother,  who 
had  done  so  much  splendid  work,  not  only  for  British  aviation, 
but  the  British  Empire  as  a  whole. 

“  Louis  Greig, 

“Comptroller  to  the  DukQ  of  York  " 

Air-Marshal  Sir  Hugh  Tren chard  wrote  : — 

“  I  am  intensely  grieved  to  get  the  news  of  the  fatal  accident 
that  has  overtaken  your  brother,  and  l  hasten  to  express  on 
behalf  of  all  ranks  of  the  Royal  Air  Force  our  deep  sorrow 
May  I  say  on  my  own  behalf  that  I  am  inexpressibly  grieved,, 
and  that  you  have  my  great  sympathy  with  you  in  the  loss 
of  your  brilliant  brother.” 

The  Minister  for  Air  has  sent  the  following  message  to  Sir 
Keith  Smith  : — 

"  On  behalf  of  the  Air  Ministry  and  myself,  please  accept  my 
most  sincere  condolences  on  the  tragic  death  of  your  brother 
and  of  Lieut.  Bennett  on  the  eve  of  your  round-the-world 
flight. 

‘  Frederick  Guest  ** 

The  Air  Ministry  has  sent  the  following  message  to  the 
Australian  Government  : — 

“  On  behalf  of  the  Secretary  for  Air  and  the  Air  Council. 
I  am  commanded  to  request  you  to  convey  to  the  relatives 
of  Sir  Ross  Smith  and  Lieut.  Beunett  their  profound  sym¬ 
pathy  at  the  tragic  accident  which  has  brought  about  the 
deaths  of  these,  two  distinguished  pioneers  of  aviation,  on 
the  eve  of  their  flight  round  the  world,  a  flight  which  it  had 
been  hoped  would  not  only  have  eclipsed  their  historical 
flight  to  Australia,  but  would  also  have  been  a  further  step 
forward  in  the  linking  up  by  air  of  the  many  countries  of  the 
world  as  well  as  of  the  different  parts  of  the  British  Empire. 
The  sudden  ending  of  two  lives  of  such  promise  will  every¬ 
where  be  felt  as  an  irreparable  loss.” 

The  following  telegrams  have  been  exchanged  between  the 
French  and  British  Air  Services  : — 

From  M.  Laurent,  Eynac,  Under- Secretary  of  State  for 
Air,  Paris  : — "  Deeply  touched  by  the  fatal  accident  of  which 
Messrs.  Ross  Smith  and  Bennett  are  the  victims.  The  entire 
French  Air  Service  shares  the  mourning  for  the  cruel  loss 
sustained  by  the  British  Air  Service  of  the  two  pilots  of  great 
renown.” 

From  the  TJnder-Secretary  of  State  for  Air,  London  : — 
“  Deeply  grateful  for  your  telegram  of  condolence  conveying 
sympathy  of  France  in  the  terribly  sad  accident  to  Ross  Smith 
and  Bennett.  The  loss  to  aviation  is  indeed  world-wide.” 
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Passenger  traffic  has  been  rather  disappointing  over  the 
Easter  holidays.  Quite  an  influx  was  expected,  but  it  was 
not  until  Saturday  that  there  was  any  sign  of  anything  out. 
of  the  ordinary,  ft  is  possible  that  the  two  recent  fatal 
accidents,  both  of  which  gained  so  much  publicity,  were  to 
some  extent  responsible  ;  though,  on  the  other  hand,  it  is 
increasingly  apparent  that  a  bad  crash  has  little  adverse 
effect  on  traffic.  On  Saturday  there  were  50  passengers  in 
and  out  of  the  air-station  in  spite  of  the  gale  which,  at  times, 
reached  almost  hurricane  force  at  2,000  ft. 

Daimler  Airways  have  abandoned  the  idea  of  running  a. 
regular  service  during  April,  but  are  hoping  to  put  on  their 
full  four  services  a  day  in  May.  In  the  meantime,  they  are 
running  an  occasional  service  to  supply  the  demand  for  seats, 
and  the  new  D.H.34,  which  arrived  from  Stag  Lane  last 
Monday,  lias  made  two  return  trips  during  the  week,  being 
used  in  the  meantime  for  practice  flights  for  the  pilots,  i  he 
machine  which  forced-landed  and  turned  over  at  Berek  has 
been  dismantled,  packed  up,  and  sent  by  boat  and  train 
to  Stag  Lane  to  be  rebuilt.  The  first  of  the  K.L.M.  mono¬ 
planes  arrived  on  Saturday,  piloted  by  Mr.  Geysendorfer, 
and  will  be  ready  for  the  re-opening  of  the  Rotterdam  and 
Amsterdam  service  on  Tuesday,  the  18th.  Mr.  Leverton, 
whose  offices  are  somewhat  out  of  the  way  now  that  there 
is  such  a  bewildering  show  of  "  paint  and  pomp  ”  along  the 
main-entrance  road,  has  managed  to  secure  six  feet  of  frontage 
on  the  aerodrome  "  Broadway,”  and  has  erected  a  K.L.M. 
sign  and  constructed  a  fenced  in  path  leading  to  his  office. 

Handley  Page  Transport  have  now  moved  into  their  new 
offices,  and  these  are  really  the  last  word  in  airway  sump¬ 
tuousness.  The  long  baggage  counter,  and  the  ticket  counter 
with  its  brass  rails,  give  the  place  a  very  businesslike  air, 
and  there  was  some  excuse  for  one  of  the  aerodrome’s  most 
impecunious  inhabitants  trying  to  cash  a  cheque  through 
the  brass  rails. 

The  Anti-Collision  Conference 

This  Handley  Page  office  was  used  for  a  meeting  of  the 
various  air-company  managements  and  pilots  on  Thursday 
afternoon  to  discuss  improvements  in  the  organisation  of 
Ihe  airways  with  a  view  to  preventing  further  accidents, 
and  more  especially  to  plan  out  routes  and  rules  which  would 
make  the  chances  of  air  collisions  practically  nil.  Several 
resolutions  were  agreed  to,  the  principal  being  that  tire  pilots 
should  hold  meetings  amongst  themselves  to  plot  out  definite 
routes,  all  marked  by  well-known  and  easily  distinguished 
landmarks,  and  that  once  these  routes  are  fixed  all  “  air 
expresses  ”  must  keep  to  the  right  of  them  It  was  further 
resolved  that  all  machines  should  carry  wireless,  and  it  is 
notable  in  this  connection  that  the  French  representatives, 
whose  machines  are  not  fitted  with  wireless,  were  as  emphatic 
on  this  point  as  were  the  British.  Several  further  resolutions 
dealing  with  the  improvement  of  wireless  communication 
and  weather  reports,  were  also  passed,  and  it  is  understood 
that  these  have  been  forwarded  to  the  Air  Ministry  for  their 
consideration  and,  one  hopes.  “  necessary  action,  please.” 

The  pilots  have  already  held  tentative  meetings  ;  but  from 
all  accounts  the  business  of  fixing  the  routes  is  not  at  all 
easy.  Each  pilot  has  his  own  favourite  land  marks  on  certain 
parts  of  the  routes,  and  there  appears  nothing  like  agreement 
as  to  which  are  the  best,  or  as  to  which  route  offers  the  most 
suitable  all-weather  conditions. 

In  connection  with  the  collision  over  France  on  April  7, 
the  staffs  at  the  air-station  have  sent  a  wreath  for  M.  Mire, 
and,  when  the  Daimler  D.H.34  arrived  from  Paris  on  Friday 
evening,  it  had  on  board  a  similar  tribute  from  the  pilots  and 
staffs  at  Le  Bourget  for  Mr,  Duke. 

British  Daily  Service  to  Brussels 

The  Instone  Air  Line  hope  to  open  their  London-Brussels 
service  on  May  I,  with  one  machine  in  each  direction  daily. 
Major  Greer,  who  has  been  C.A.T.O.  at  Croydon  since  its 
inception,  is  to  be  their  Brussels  manager,  and  the  various 
staffs  at  the  air-station  are  to  present  him  with  a  gold  cigarette- 
case  when  he  leaves  to  take  up  his  new  duties.  Capt.  Baker 
is  now  to  be  in  charge  at  Croydon,  while  Mr.  Davies,  who 
has  been  C.A.T.O.  at  Lympne,  is  also  coming  to  Croydon, 
leaving  Comdr.  Deacon  in  sole  charge  at  Lympne. 

On  Friday  the  first  of  the  Renault-Goliaths  arrived  from 
Paris.  The  Messageries  Aeriennes  are  to  augment  their  fleet 
by  a  number  of  these  machines,  which  are  to  be  fitted  with 
gas-starters.  The  first  arrival,  however,  is  not  so  fitted,  and, 
in  order  to  swing  the  propellers,  it  is  necessary  to  stand  on  a 
platform  or  truck,  making  the  whole  proceeding  somewhat 


hazardous.  The  exhaust  pipes  are  led  back  over  the  petrol 
tanks,  but  I  am  assured  that  this  is  not  in  the  least  dangerous. 
These  engines  are  a  distinct  improvement,  and  the  installation 
of  Renaults  should  make  the  ‘‘Goliath  ”  one  of  the  best  of 
commercial  “  air  expresses.” 

Long-distance  Air  Parcels 

There  have  been  a  surprising  number  of  parcels  arriving 
by  the  Messageries  Adriennes  from  Paris,  and  a  number  of 
these  were  originally  consigned  by  air  from  Prague,  via  the 
Fraoco-Rumanian  air  line.  It  is  possible  in  this  way  for  a 
parcel  dispatched  from  Prague  in  the  morning  of  one  day 
to  be  delivered  in  London  in  the  afternoon  of  the  day  fol¬ 
lowing,  wrhich,  considering  the  state  of  many  of  the  European 
train  services  at  present,  must  mean  a  considerable  saving 
of  time. 

The  competitors  in  today's  air-races  have  been  making 
practice  flights  throughout:  the  week.  Vice-Admiral  Mark 
Kerr  has  been  flying  the  Royal  Aero  Club’s  B.E.2E.,  and 
puts  up  a  very  creditable  performance.  The  various  Disposal 
Company’s  entries  have  also  been  given  trial  runs,  and  the 
D.H.q  with  the  400  ‘‘  Liberty  ”  is  very  much  fancied  ;  that 
is,  if  it  can  be  induced  to  start. 

The  aerodrome  has  been  quite  a  popular  rendezvous  during 
the  holidays.  On  Friday  there  was  a  constant  stream  of 
people  in  and  out  of  the  public  enclosure,  and  Mr.  Muir 
was  taking  up  quite  a  number  of  joy-riders. 

Making  Assurance  Doubly  Sure 

An  arrangement  which  does  away  with  any  delay  that  might 
be  occasioned  by  unavoidable  forced  landings  has  been  made 
by  the  Messageries  Aeriennes,  in  conjunction  with  the  Com- 
pagnie  Generate  Transatlantic^.  On  the  Pari s-Havre  service, 
in  connection  with  the  sailings  of  liners  for  New  York,  it 
is  of  vital  importance  that,  no  matter  what  happens,  passen¬ 
gers  should  not  miss  their  ship  ;  and,  in  order  to  make  this 
practically  certain,  the  steamship  company  have  a  fleet  of 
powerful  cars  at  Rouen,  which,  in  case  of  an  aeroplane  forced 
landing,  immediately  rush  to  the  spot  and,  picking  up  the 
passengers,  transport  them  by  road  to  Havre. 

Mr.  L.  H.  Harris,  who  has  an  air-model  studio  on  the 
aerodrome,  has  lurned  out  some  very  fine  models  during  the 
winter  months.  His  scale  models  of  the  Yickers-Vimy 
"City  of  London,”  and  of  the  winner  of  the  Aerial  Derby, 
the  Gloucestershire  Mars  x,  are  particulaxly  fine,  and  photo 
graphs  of  them  have  been  mistaken  for  air  views  of  the  real 
machines  even  by  those  well  acquainted  with  the  originals. 

The  Grands  Express  have  again  had  to  postpone  their 
night  journey  over  the  London-Paris  airway.  They  wish 
to  make  sure  that  there  shall  be  no  failure  that  can  possibly 
be  avoided  on  this  first  night  flight,  and  are  waiting  for  a 
full  moon  and  a  clear  night  to  occur  simultaneously. 
M.  Rene  Labouchere  is  to  pilot  the  Goliath  when  the  attempt 
is  made,  and  this  in  itself  is  an  augury  of  the  flight’s  success. 

Mr.  Larry  Carter,  who  is  now  piloting  for  Handley  Page 
Transport,  made  his  first  flights  in  a  D.H.18  during  the  week, 
and  on  Thursday  flew  this  machine  to  Paris,  returning  to 
Croydon  on  Friday,  and  making  very  good  time. 

The  semi-final  for  the  Napier  football  cup  was  played  on 
Thursday  between  the  C.A.T.O.  Customs  and  Transport  and 
the  Meteorological  Section,  and  resulted  in  a  win  for  the 
former.  None  of  the  air- lines  has  been  able  to  raise  a  team 
this  year,  and  the  final  will  be  fought  out  between  two 
sections  of  the  Air  Ministry  staff. 

Capt.  Greig,  who  was  with  Aircraft  Transport  &  Travel 
from  the  early  days,  and  was  later  with  Air  Express,  Ltd.,  is 
now  representing  BasiL  S.  Foster,  Ltd.,  on  the  aerodrome. 
He  will  have  plenty  of  work  in  connection  with  the  big  new 
petrol-plant  that  the  Anglo-American  Oil  Co.  are  putting 
down,  as  they  will  have  no  fewer  than  nine  pumps  on  the 
aerodrome  when  this  plant  is  completed. 

A  forced  landing  Mr.  Shaw  had  in  France  the  other 
afternoon,  while  piloting  a  Handley  Page  D.H.18,  had  one 
extremely  amusing  aspect.  Engine  trouble  causing  him  to 
pick  a  landing  in  the  first  suitable  field,  he  pulled  up  very 
quickly  after  his  wheels  had  touched  ground,  and,  climbing 
from  his  cockpit,  moved  back  to  reassure  his  passengers. 
But.  though  it  had  been  a  connecting-rod  in  the  engine  that 
had  broken,  and  Mr.  Shaw  had  been  obliged  to  do  some  pretty 
rapid  manoeuvres  in  order  to  get  down  into  the  field  he  had 
chosen  from  a  height  of  about  1,000  ft.,  he  not  only  found  his 
passengers  quite  unmoved,  but  one  of  them,  who  had  been 
taking  a  nap  while  in  the  air,  was  still  sitting  fast  asleep  in 
his  comfortable  chair,  not  having  been  wakened  either  by 
the  engine  stoppage  or  by  Mr.  Shaw’s  twists  and  turns  as 
he  came  gliding  down  in  a  quick  descent. 
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Type  and  (in  brackets) 
Number  of  each  type  flying 


B.  (5),  Br.  (1),  D.H.  4  (2),  D.H. 
18  (4),  D.H.34  (3),  G.  (9),  H.P. 
(1),  Sp.  (3),V.  (1). 

B.  (5),  Br.  (i),  D.H.  4  (2),  D.H, 
18  (3),  D.H.34  (3).  G.  (11),  H.P. 
(1),  Sp.  (2),  V.  (1). 


Not  including  “  private”  flights. 


J  Including  certain  diverted  journeys. 

Av.  =  Avro.  B.  =  Breguet.  Br.  =  Bristol.  Bt.  =  B.A.T.  D.H.4  =  De  Havilland  4,  D.H.g  (etc.). 

F.  =  Fokker.  Fa.  =  Farman  F.so.  G.  =  Goliath  Farman.  H.P.  =  Handley  Page.  M.  *=  Martinsyde.  N.  —  Nieuport. 
P.  =  Potez.  R.  =  Rumpler.  Sa.  =  Saimson.  Se.  =  S.E.5.  Sp.  =  Spad.  V.  =  Vickers  Vimy.  W.  =  Wes  land. 

The  following  is  a  list  of  firms  running  services  between  London  and  Paris,  Brussels,  etc.,  etc.  :  Co.  des  Grandes 
Expresses  Adriennes  j  Daimler  Hire  Ltd.;  Handley  Page  Transport,  Ltd.;  Instone  Air  Line;  Koninkhjkie  Luchtvaart 
Maatschappij ;  Messageries  Adriennes ;  Syndicat  National  pour  l'£tude  des  Transports  Adriens;  Co.  T  ransaerienne. 


H  H  H  H 
NOTICE  TO  GROUND  ENGINEERS 


Bristol  “Tourer”  and  Bristol  “Fighter”  Aircraft  : 

Aileron  Controls. 

1.  The  attention  of  ground  engineers  is  directed  to  the 
aileron  control  cable  fairlead  which  passes  through  the  com¬ 
pression  rib  adjacent  to  the  aileron  control  pulley  in  the  wing 
on  Bristol  “Tourer”  and  Bristol  “Fighter”  aircraft. 
Instances  have  occurred  of  aileron  control  cables  badly  fouling 
these  fairleads  during  normal  travels  of  the  ailerons. 

H  0 

Spain  Scores  with  ’Planes  in  Morocco 

On  April  10  the  Spanish  Air  Force  in  Morocco  made  an 
effective  raid,  according  to  advices  from  Madrid,  from  end 
to  end  of  the  Riff  coast,  a  distance  of  200  miles.  Several 
hundred  bombs  were  dropped  on  the  hostile  tribes  opposite 
the  Penons.  The  Spanish  forces  now  have  two  well-organised 
aerodromes — the  one  at  Nador,  which  is  also  the  base  of  the 
hydroplane  squadron,  and  the  other  at  Tetuan.  The  open- 
air  markets  held  by  the  Moors  provided  excellent  targets. 
Wazirs  still  Worrying 

Another  instance  of  the  rapid  effects  of  aircraft  work 
in  the  East  is  recorded  in  the  dispersal  of  2,000  Wazir  outlaws 
who  had  been  besieging  Wana,  under  the  notorious  Abdul 
Razak  from  over  the  Afghan  border.  Encouraged  by  the 


2.  When  .fitting  modified  pulley  guards  as  detailed  in 
Notice  to  Ground  Engineers  No.  9  of  1921,  or  in  cases  where 
they  have  been  fitted,  it  will  be  necessary  for  the  fairlead 
through  the  compression  rib  adjacent  to  the  pulley  to  be 
deleted.  The  hole  remaining  in  the  compression  rib  should 
be  elongated  to  allow'  the  aileron  control  cable  to  clear  at  all 
positions  of  the  pulley. 

(No.  4  of  1922.) 

IS  IS 

Naib  Tahsildar,  the  political  officer  in  charge,  the  Ivhassadars, 
although  Wazirs.  The  Times  Simla  correspondent  states,  held 
out  from  April  4  to  9.  On  April  7  six  aeroplanes  from  Tank 
came  to  the  rescue  and  bombed  the  besiegers  for  three  days, 
dispersing  them  to  the  hills. 

The  exploit  should  increase  the  moral  of  the  Khassadars, 
who  are  practically  at  the  beginning  of  their  career  in  the 
Waziristan.  It  also  indicates  the  potentialities  of  the  Air 
Force  and  the  necessity  of  keeping  this  Force  up  to  the 
requisite  standard  of  efficiency.  The  reports  suggest  that 
the  Air  Force  is  starved  for^spare  parts  and  spare  machines, 
and  it  is  doubtful  whothef  it  will  be  able  to  repeat  the  Wana 
performance,  except  as  a  special  effort,  in  view  of  the 
deficiencies  mentioned. 


OOOOOOOOO 


“  O  !  for  a  float  in 
a  ‘  Fairey  ’  boat”: 
Mr.  C.  R.  Fairey 
— who  has  been 
taking  a  long 
overdue  rest 
—  tries  a  novel 
form  of  “  stream 
line.”  Crossing 
the  famous  ferry 
to  the  third  tee 
at  Cannes  Golf 
Course. 
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London  Gazette,  March  28,  ig22 
General  Duties  branch 

The  following  axe  granted  short  service  commits,  as  flying  Officers,  with 
effect  from,  and  with  seniority  of,  the  dates  indicated  : — 11.  j.  T.  Saint,  D.S.C.  ; 
March  13.  M.  Tallent  ire  ;  March  15. 

Pilot  Officer  (on  prole)  VV.  Pritchard,  M.M.,  resigns  his  short  service  commn. ; 
March  29.  Flight- Lieut.  A.  C.  H.  Groom,  D.F.C.,  relinquishes  his  short 
service  commn,  on  account  of  ill-health  contracted  011  active  service,  and  is 
permitted  to  retain  the  rank  of  Capt.  ;  March  29.  Flying  Officer  D.  I.  M. 
Kctmard  relinquishes  his  short  service  commn.  on  account  of  physical  unfitness 
for  flying  duties,  and  is  granted  the  rank  of  Capt.  ;  March  29. 

Stores  branch 

Flight -Lieut.  A.  G.  N.  Belfield  is  granted  a  permanent  comnm.  as  a  Fligbt- 
1  ieut.,  with  efiect  from  September  12,  1919,  and  is  transferred  to  the  Stores 
Branch  for  Accountant  duties,  with  effect  from  October  25,  1921  (Gazette 
of  September  12,  1919,  appointing  him  to  a  short  service  commn.  is  cancelled). 
Flying  Officer  R.  F.  C.  Metcalfe  is  granted  a  permanent  commn.  as  a  Flying 
Officer,  with  effect  from  December  5.  1919,  and  is  transferred  to  tbe  Stores 
Branch  for  Accountant  duties,  with  effect  from  December  26,  1921,  (Gazelle 
December  5,  1919,  appointing  him  to  a  short  service  commn.  is  cancelled). 
The  seniority  of  officers  granted  commns.  in  tbe  Stores  Branch  for  Accountant 
duties  is  provisional  only.  I  he  final  seniority  list  of  all  such  officers  will  be 
promulgated  when  the  establishment  is  completed. 

Medical  Service 

Flight-Lieut.  D.  Le  Bas  is  granted  a  short  service  commn,,  retaining  his 
present  substantive  rank  and  seniority  ;  April  :.  The  following  C.apts., 
Army  Dental  Corps,  are  granted  temp,  cornmns.  as  Plight-Lieuts.,  while 
attached  for  duty  with  the  R.A.F.  ;  February  21.  They  will  continue  to 
receive  emoluments  from  Army  funds  Capt.'  H.  E.  Flavelle,  Capt.  R.  M 
King, 


London  Gazette,  March  31,  1922 
Memoranda 

F.  Mc-K.  Miller  is  granted  a  temp,  commn.  as  a  Pilot  Oflfr.  for  service  with 
the  Electrical  Services  Works  Company  ;  April  1.  Pilot  Offr.  W.  J.  Root 
relinquishes  his  temp,  commn.  on  ceasing  to  be  empld. ;  April  r 

London  Gaeelte,  April  1,  192c 
General  Duties  branch 

C.  B.  Greet  is  granted  a  short  service  commn.  as  a  Pilot  OIL  on  probation, 
with  effect  from,  and  with  seny.  of,  April  1.  Flying  Off.  G.  Verde  11  is  placed 
on  the  retired  list  on  account  of  ill-jcath.  contracted  on  active  service; 
April  5.  The  short  service  comnm,  of  Pilot  Oft.  on  probation,  \V.  I.  N 
Grant,  is  terminated  on  cessation  of  duty  ;  March  18. 

Siore.-.  branch 

The  short  service  commn.  of  Pilot  Off.  on  probation,  C.  B.  Great,  is 
terminated  on  transfer  to  the  Gen.  Duties  Branch  ;  April  i. 

Medical  Service 

V.  R.  .Smith  is  granted  a  short  service  comma,  as  a  Flight-Lieut.,  with 
effect  from,  and  with  seny.  of,  March  r8.  Temp.  Capt.  C.  Fox -Pitt,  Dental 
Surgeon,  granted  a  temp,  commn  as  a  Flight- Lieut,  while  attached  for  duty 
with  the  R.A.F.;  March  8  (be  will  continue  to  receive  emoluments  from  Army 
funds).  Flight-Lieut.  S.  E.  Duff,  M.B.,  resigns  his  short  service  commn.,  and 
is  permitted  to  retain  rank  of  Capt,;  April  5. 

M  enutranda 

Sec. -Lieut.  J.  Ifogau  to  be  Lieut,  (tech,  grade  A),  without  pay  and  allowances 
ot  that  rank  (June  22,  1919  (since  demobilised).  Hon,  See.  Lieut,  k,  D, 
Sauriders  relinquishes  his  hon.  commn.  on  joining  the  Army  ;  March  7. 


ROYAL  AIR  FORCE  INTELLIGENCE 


Appointments, — The  following  appointments  in  the  Royal  Air  Force  are 
notified 

Air  Commodores  -  H.  R.  M.  Brooke- Popham,  C.B.,  C.M.G.,  D.S.O.,  from 
Headquarters  Inland  Area  (Inland  Area)  to  R.A.F.  Stall  College  (Inland 
Area)  as  Commandant.  1.4.22.  R.  FI.  Clark- Hall,  C.M.G.,  D.S.O.,  from 
Air  Pilotage  School  (Cadre)  (Inland  Area)  to  R.A.F.  Staff  College  (Inland 
Area)  lor  duty  as  Instructor.  1.4.22, 

ll  »i{  Commander:,.  -  p.  B.  Joubert  de  la  Ferte,  C.M.G  ,  D.S.O.,  tram  Air 
Pilotage  School  (Cadre)  (Inland  Area)  to  R.A.F  Staff  College  (Inland  Area) 
tor  duty  as  Instructor.  1.4.22.  W.  R.  Freeman,  D.S.O.,  M.C.,  from  Air 
Pilotage  School  (Cadre)  (Inland  Area)  to  R.A.F.  Staff  College  (Inland  Area) 
for  duty  as  Instructor.  1.4.22.  C.  H.  K  Edmonds,  1F.S.0.,  O  H  E.,  from 
Air  I  dotage  School  (Cadre)  (Inland  Area)  to  R.A.F.  Staff  College  (Inland  Area) 
for  duty  as  Instructor  14,22.  A  T.  Wbjteloek  from  Headquarters,  R  A. F., 
India  to  R.A.F'.  Den't  (Inland  Area)  (Supernumerary).  2.3.22  to  join  1.3.22. 
J  Meart,  O  B.F  .  M  r  from  R.A.F.  Dep&t  (Inland  Area)  to  Inland  Area 
Aircraft  Depot  (Inland  Area),  37.3.22.  J.  E  A.  Baldwin,  D  S  O  ,  O.B.E., 
from  NR  7  Group  Headquarters  (Inland  Area)  to  R.A.F.  Staff  College 
(Inland  Ati*;i).  3.4,22. 

Squadron  Leader:'.-  B.  E.  Sul  ton,  D.S.O.,  O.BE.,  M.C.,  from  Air  Pilotage 
School  (Cadre)  (Inland  Area)  R.A.F.  Stuff  College  (Inland  Area),  lor  duty 
as  Instructor  1.4,.'.  G.  S,  M.  I r wall,  V.C.,  M.C  ,  from  No.  h  Flying 
1 1 Maine  School  ( Inland  Area)  to  R.A.F.  Depfit  (inland  Area)  (Supernumerary). 

* .4 .22,  K,  F,  S  Morton,  from  Inspector  of  Recruiting  (Liverpool)  (Coastal 
Area)  to  .VO.  2  Flylfig  Induing  School  (Inland  Area).  3.4.22.  A.  S.  Morris, 
O.li.t:  from  No.  6  Flying  Training  School  (Inland  Area)  to  No.  1  Flying 
Framing  School  (Inland  Area).  1.4.22.  R.  $.  Maxwell,  M.C,  D.F.C., 
from  Air  Ministry  (Directorate  ot  Training  and  Organisation)  to  R.A.F. 
Depot  (Inland  Area)  (Supernumerary).  1.4.22. 

Flight  Lteuleriunts.  C.  13.  Dick  Oleland,  from  Air  Pilotage  School  (Cadre) 
(Inland  Area)  to  R.A.F.  Staff  College  (Inland  Area)  for  duty  as  Adjutaut, 

1.4.22.  C.  tf.  Keith,  from  No.  230  Squadron  (Coastal  Area)  to  R.A.F. 
Cadet  College  (F'lying  Wing)  (Cranwell),  for  duty  us  instructor  in  Aerial 
Navigation  and  Pilotage.  15.4.22.  F.  Ted  in  an,  M.B.E.,  from  R.A.F.  Depot 
(Inland  Area)  to  K  A.F.  Base,  Gosport  (Coastal  Area).  4.4.22.  f.  Roberts, 

H  H 


from  l-Ieadquartexs  (Inland  Area)  to  R.A.F.  Depot  (Inland  Area)  (Super¬ 
numerary).  1.4.22.  E.  Meymsll,  D.C.M.,  from  R.A.F7.  Depot  (Inland 
Area)  to  Headquarters  (Inland  Area),  1.4.22.  H.  S.  Shield  M.C.,  from 
R.A.F.  Depot  (lidand  Area)  to  Armament  and  Gunnery  School  (Inland  Area). 

3.4.22.  G.  C.  Bailey,  D.S.O.,  from  Central  Flying  School  (Inland  Area)  to 
School  of  Photography  (Inland  Area)  (Supernumerary).  3.4.22.  H.  G.  P. 
Rees,  from  No.  4  Wing  Headquarters  (India)  to  R.A.F  Depot  (Inland  Area) 
(Supernumerary).  23.2.2.2.  to  join  1.5. 22.  C.  Fox-Pitt  to  R.A.F.  Depot 
inland  Area  (Supernumerary).  On  attachment  from  Army,  8,3.22.  C.  E.  FI. 
James,  M.C.  from  School  of  Photography  (Inland  Area;  to  No.  r  F'lying 
Training  School  (Inland  Area).  3.4.12  W.  S.  Caster,  M.C,,  from  No.  6 
Flying  Training  School  (Inland  Area)  to  No.  24  Squadron  (inland  Area). 

28.3.22.  C.  Musgravc,  A.F.C.,  from  No.  6  Flying  Training  School  (Inland 
Area)  to  No.  100  Squadron  (Inland  Area).  3T.3.22,  H.  M.  K,  Brown,  from 
No.  6  Flying  Training  School  (Inland  Area)  to  No.  39  Squadron  (Inland 
Area),  31.3,22.  A.  S.  .Maskell ,  from  inspector  of  Recruiting  (Portsmouth) 
(Coastal  Area)  to  R.A.F.  Depot  (Inland  Area)  (Supernumerary).  1.4.22. 
N.  Keeble,  D.S.C. ,  D.F.C.,  from  No.  6  Flying  Training  School  (Inland  Area) 
to  R.A.F.  Depot  (Inland  Area)  (Supernumerary).  1.4.22,  A.  FI.  Wann, 
from  R.A.F’.  Airship  Base  (Coastal  Area)  to  Headquarters  (Coastal  Area) 
(Supernumerary).  24.2.22  A.  J.  Briddon,  from  R.A.F.  Depot  (Inland 
Area)  to  Headquarters  (Coastal  Area).  3.4.22.  A.  J.  Capel,  from  R.A.F. 
Cadet  College  (Ground  wing)  (Cranwell)  to  Headquarters  R.A.F.,  Cranwell. 

3.4.22.  L.  N.  Hollinghurst,  D.F.C.,  from  R.A.F.  Dcp6t  (Inland  Area)  to 
R.A.F.  Cadet  College  (Ground  Wing)  (Cranwell).  31.3.22.  A.  C.  Snow, 
from  R.A.F.  Depot  (Inland  Aren)  to  No.  11  Wing  Headquarters  (Inland 
Area),  jr.3.22.  L.  IC.  Slattcr  O.B.E.,  D.S.C.,  D.F.C  ,  from  half-pay 
list  to  No.  230  Squadron  (Coastal  Area).  21.3.2 2.  FI.  O.  Long,  D.S.O.’, 
from  Instrument  Design  Establishment  (Inland  Area)  to  Aeroplane  Experi¬ 
mental  Establishment  (Coastal  Area).  15.4.22.  R.  K.  P.  l\ jgglea worth, 
D.S.C.  The  notification  which  appeared  wherein  this  officer  was  posted 
from  R.A.F.  Depflt  to  Inland  Area  tire  raft  Depot,  with  effect  from  20.3.22, 
is  hereby  cancelled.  J.  H.  Flagon,  from  R.A.F,  Depdt  (Inland  Area)  to 
School  of  Photography  (Inland  Area).  18.4.22.  J.  M.  McEntegart,  from 
Air  Ministry  (Director-General  of  Supply  and  Research)  to  R.A.F.  Depdt 
(Inland  Area)  (Supernumerary).  1.4.22. 

H  H 


IN  PARLIAMENT 


Aeronautical  Research  Committee 

Captain  Viscount  Curzon,  on  April  6,  asked  the  Secretary  of  State  for 
Air  how  many  paid  members  comprise  the  Aeronautical  Research  Committee  ; 
how  much  is  paid  to  them  and  how  they  are  paid  ;  how  many  sittings  have 
heen  held  during  the  last  year  ;  what  was  the  total  expenditure  involved  ; 
have  the  number  of  sittings  increased  ;  aud  will  he  reduce  the  expenditure 
Upon  this  service  ? 

Following  is  the  reply 

The  Aeronautical  Research  Committee,  works  mainly  through  Sub¬ 
committees  and  including  the  latter,  the  paid  members  as  at  December  31 
last  numbered  31  They  are  paid,  in  addition  to  travelling  expenses,  toguiiieas 
each  per  sitting,  reducible  to  5  guineas  per  sitting  after  115  sittings,  subject 
to  an  overriding  maximum  of  £2 00  for  each  member  of  one  Committee,  of 
£350  for  each  member  of  two  Committees,  and  of  £450  for  each  member  of 
three  or  more  Committees  ;  payment  is  made  011  vouchers  certified  by  the 
Secretary'  aud  submitted  to  the  Air  Ministry.  During  the  year  ending  De* 
cember  31,  1921,  88  meetings  in  all  took  place.  The  total  expenditure  in 
that  year  was  £4,861,  being  £4,247  for  fees  and  £614  for  travelling  expenses. 
The  number  of  meetings  has.’on  the  whole,  been  considerably  reduced.  Steps 
to  reduce  expenditure  have  already  been  taken,  and  it  is  expected  that  not 
more  than  £2,000  will  be  spent  on  fees  in  the  financial  year  1922-23. 

Bomb  Attacks  or  Battleships 

Mr.  Rapes  on  April  10  asked  the  Prime  Minister  whether  his  attention 
has  been  drawn  to  the  substantial  divergence  of  opinion  between  the  Air 
Ministry  and  the  Admiralty  regarding  the  proved  potentialities  of  aircraft 
in  sinking  battleships  and  the  experiments  carried  out  in  the  United  States  ; 
and  whether  he  will  make  a  statement  thereon  ? 

Mr.  Chamberlain;  It  is  not  considered  that  it  would  be  in  tile  public 
interest  to  make  a  statement  on  this  matter  at  present. 

Air.  Raper:  Is  it  not  a  fact  that  the  speech  of  the  First  Lord  of  the  Admiralty 


in  another  place  on  March  30  was  fair  neither  to  the  Navy  nor  to  the  Air 
Force,  and  was  calculated  surely*  to  belittle  the  work  of  the  Air  Force  ? 

Mr.  Chamberlain  :  I  am  afraid  I  am  not  sufficiently  familiar  with  what 
took  place  in  another  place,  and  I  could  not  answer  that  question  without 
notice. 

London- Paris  Air  Service  Accident 

Mr.  Raper  on  April  10  asked  the  Secretary  of  State  for  Air  if  lie  will  make 
a  statement  regarding  the  lamentable  accident  to  the  London  Paris  passenger 
aeroplanes  on  Friday  last,  and,  further,  whether  in  order  to  reassure  the  public 
:is  to  the  safety  of  air  travel  he  will  state  the  total  number  of  casualties  which 
have  occurred  and  the  total  number  of  passengers  carried  since  the  different 
London-Paris  services  were  inaugurated  ? 

Captain  Guest :  1  have  as  yet  no  information  winch  would  enable  me  to 
amplify  the  Press  reports  of  this  regrettable  accident,  which  is,  1  am  glad  to 
say,  of  a  kind  that  is  very  rare  in  the  air.  The  British  subsidised  London 
Paris  air  service  carried  nearly  6,000  passengers  during  the  year  just  ended, 
or  nearly  1,100  machine  voyages,  without  a  single  fatal  accident.  Comparable 
figures  of  French  London-Paris  air  service  arc,  approximately  1,600  machine 
voyages,  carrying  4.500  passengers. 

Air  Council 

Rear-Admiral  Sueter  asked  the  Secretary  of  State  for  Air  whether  lie 
has  considered  the  desirability  of  arranging  with  the  Admiralty  lor  the  appoint 
ruent  of  a  junior  admiral,  with  knowledge  of  fleet  work,  submarines,  and  air¬ 
craft,  to  the  Air  Council  to  give  advice  on  naval  matters  connected  with  the 
air  ? 

Captain  Guest :  As  the  hon.  and  gallant  member  is  no  doubt  aware,  the 
question  of  how  best  to  co-ordinate  the  Services  is  under  active  consideration 
by  the  Goveramen  t,  and  I  have  no  doubt  that,  in  the  course  of  the  thorough 
examination  of  the  subject,  his  suggestion  will  come  under  review. 


3i5 


April  20,  1922 


(Concluded  from  page  229.) 

with  shutters  operated  from  the  cockpit,  is  so  mounted  as 
to  be  unaffected  by  engine  vibration,  even  in  the  case  of  a. 
badly  missing  engine.  It  might  also  be  mentioned  that  the 
complete  wing  structure,  and,  if  desired,  the  engine  unit,  can 
be  removed  after  undoing  eight  bolts. 

As  already  mentioned,  the  petrol  tank  is  mounted  in  the 
hull,  and  the  fuel  is  fed  to  the  carburettor  by  pressure  from 
a  pump.  This  is  the  usual  arrangement  on  seaplanes,  and 
ior  some  reason  has  not  been  found  to  give  as  much  trouble 
as  does  a  similar  petrol  system  on  a  land  machine,  One 
would  prefer  gravity  feed,  but  it  is  difficult  to  see  how  this 
could  be  attained,  and  practical  experience  appears  to  indicate 
that  it  is  not  really  necessary  on  a  machine  of  this  type. 

The  wings  are  ot'  usual  design,  with  one  pair  of  inter-plane 
struts  on  each  side  Bracing  is  by  stream-line  wires.  Both 
upper  and  lower  planes  are  provided  with  ailerons,  controlled 
by  cables  in  the  usual  way.  Attention  has  already  been 
called  to  the  method  of  mounting  the  engine  independently 
of  the  wings,  and  apart  from  this  fact  the  wings  do  not  possess 
any  unusual  features.  The  fittings  are  very  robust,  and  treated 
to  withstand  the  action  of  salt  water.  Also  they  are  very 
accessible  and  easily  renewed.  The  machine  is  steadied 
laterally,  when  on  the  water,  by'  wing  tip  floats  of  the  usual 
Supermarinc  type. 

Figures  relating  to  tire  performance  have  already  been 
given.  The  following  are  the  main  characteristics  of  the 
Superman ne  “  Sea  King  " 

Length  of  hull,  24  ft.  9  ins.  ;  wing  span,  32  ft.  ;  chord 
5  ft.  y  ins.  ;  gap  (maximum),  6  ft.  ;  area  of  main  planes, 

35-  S<1  ft-  ;  weight  of  machine  (empty),  2,115  lbs.  The 
useful  load  is  composed  as  follows  :  Pilot,  180  lbs.  ;  Lewis 
gun  and  six  double  trays,  100  lbs.  ;  instruments,  20  lbs.  ; 
equipment,  30  lbs.  ,  petrol  (50  gallons),  365  lbs.  ;  oil  (4 
gallons),  40  lbs.  ;  total  useful  load,  735  lbs.  Weight  of 
machine  fully  loaded,  2,850  lbs.  Wing  loading,  8.1  Ibs./sq.  ft. 
Power  loading,  8.4  lbs./h.p. 

m  m  m  m 

PERSONALS 

Death 

Lieut. -Col.  Francis  Maude-Roxby,  O.B.E.,  D.F.C.,  Legion 
of  Honour,  who  died  on  April  12  at  Marlow,  Bucks,  of  acute 
pneumonia,  was  the  fourth  son  of  the  late  Rev.  Henry  Meux 
Koxby,  of  Buckden,  Huntingdonshire. 

Items 

The  will  of  Group  Captain  Alan  John  Lance  Scott, 
C.B.,  M.C.,  D.F.C.,  of  Wilton  Street,  S.W.,  Secretary  to  the 
Secretary  of  State  for  Air,  who  died  on  January  16  last, 
aged  39,  has  been  proved  at  £3,389.  Letters  of  administra¬ 
tion  have  been  granted  to  his  mother  as  the  only  next-of-kin. 

The.  will  of  the  late  Squadron  Leader  Geoffrey  Main 
1  homas,  D.F.C.,  R.A.F,,  of  the  Airship  Station,  Pulliam,  St. 
Mary,  Norfolk,  formerly  of  Black  River,  Jamaica,  who  was 
killed  at  Hull,  in  the  diaster  to  “  R.3S,”  on  August  28,  aged 
26  years,  has  been  proved  at  ,£1,327, 

w  m  »  % 

Royal  Air  Force  Club 

Dances  at  the  Club  as  follows  have  been  approved  by 
the  Committee : — 

April  2i,  May  5, ‘and  May  19,  from  9  p.m.  to  2  a.m. 
(Tickets,  io.v.  6 d.) 

May  31  (Derby  night),  from  10  p.m.  to  3  a.m.  (or  later). 
(Tickets,  15s.) 

The  number  of  dance  tickets,  which  includes  buffet  supper, 
cups,  iced  coffee,  etc.,  will  be  limited  to  200. 

It  is  considered  wiser  to  discontinue  the  dances  during  the 
summer  months  of  June,  July,  August  and  September. 

The  Zeebrugge  Annual 

The  Annual  Zeebrugge  Dinner  will  be  held  at  the  Cafe 
Royal  on  the  live  of  St.  George's  Day,  April  22.  All  R.A.F. 
officers  who  took  part  in  the  operations  leading  up  to  and 
culminating  in  the  attacks  on  Zeebrugge  and  Ostend  are 
invited  to  be  present.  Tickets  one  guinea  each. 

Any  officers  w'ho  have  not  yet  received  notification,  and 
who  wish  to  attend,  should  communicate  wfith  Air  Commodore 
C.  I,.  Lambe,  Air  Ministry. 

R.A.F.  Hon.  Cricket  Secretary 

The  duties  of  Hon.  Secretary'  of  the  R.A.F.  Cricket 
Association  have  been  taken  over  by  Group  Capt.  N.  D.  K  . 
MacEwen,  C.M.G.,  D.S.O.,  who  commands  the  Central  Flying 
School  at  Upavon.  Group  Capt.  X.  J.  Roche.  O.B.E.,  whom 
Group  (  apt.  MacEwen  succeeds,  is  shortly'  proceeding  over¬ 
seas. 
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THE  LONDON  AERO-MODELS  ASSOCIATION 

A  very  successful  meeting  was  held  at  Headquarters,  20, 
Great  Windmill  Street,  Piccadilly.  >\  •  on  Thursday,  the 
13th  inst.  Four  new  members  joined  the  Association, 
namely,  Mr.  Houlberg.  Mr.  W  Hersom,  Mr.  Brough  and 
Mr.  Bedford;  all  these  gentlemen  are  areo-raodellists  of 
repute  and  already  have  proved  themselves  energetic 
supporters.  The  competition  which  was  to  have  been  held 
on  Sunday,  the.  i6th,  at  Wormwood  Scrubs,  was  postponed 
on  account  of  the  unsuitable  wea tiler  conditions,  there  being  a 
wind  estimated  by  those  present  at  over  thirty  miles  per  hour. 
There  w'ere  approximately  forty  members  "present  and  in 
spite  of  the  conditions  many  of  the  members  unpacked 
their  models  and  gave  an  excellent  demonstration  of  what 
model  aeroplanes  can  do  in  a  high  wind.  The  most  prominent 
display  was  given  by  the  members  from  Leytonstone,  and 
also  Mr.  L.  Grey,  whose  enclosed  model  gave  wonderful 
performances,  to  the  admiration  of  the  general  public  who 
attended  in  large  numbers 

Die  competition  will  be  held  on  Sunday  next,  the  23rd  inst., 
at  Wormwood  Scrubs,  at  1 1  a.m.,  when  it  is  hoped  that 
members  will  put  m  an  even  better  attendance  than  they  did 
last  Sunday'.  Meetings  are  held  every  Thursday  at  Head¬ 
quarters,  20,  Great  Windmill  Street,  at  7.30  p.m.,  where 
Mr.  A.  E.  Jones,  Hon.  Sec.,  or  the  Assistant  Secretaries, 
Mr.  Flatlull  or  Mr.  Rippun,  will  be  pleased  to  give  full 
particulars  of  the  Association 

»  »  m  m 

PUBLICATIONS  RECEIVED 
Annual  Report  of  the  Smithsonian  Institution,  lyio.  The 
Smithsonian  Institution.  Washington,  DC..  U.S.A. 

7 echnual  A ote  An,  87.  Hydrostatic  Test  of  an  Airship 
Model.  National  Advisory  Committee  for  Aeronautics, 
Navy  Building,  Washington,  D  C.,  U.S.A- 

'technical  Rote  No.  92.  hull  Scale  Determination  of  the  Lift 
and.  Drag  of  a  Seaplane.  By  Max  M.  Mtmk.  National 
Advisory  Committee  for  Aeronautics,  Navy  Building. 
Washington,  D  C.,  U.S.A 

Report  No.  134  Performance  of  Mavbach  300  h.p.  Airplane 
Engine  National  Advisory'  Committee  lor  Aeronautics, 
Navy  Building,  Washington.  D.C.,  L.S.A. 
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AERONAUTICAL  PATENT  SPECIFICATIONS 

Abbreviations  :  cyl.  •=  cylinder  ;  I.C.  =  interna!  combustion  ;  m.  —  motors 
The  numbers  in  brackets  are  those  under  which  the  Specifications  wjll 
be  printed  and  abiidged,  etc. 
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Published  April  t3,  19:2 

r,  184.  O.  Ebiirsbach.  Dirigible  balloons.  (157,376). 

3,876.  ZEPPJiI.INWERK-LM.1IAI.  IjI  S.  .llld  C.DuKNIEK.  VViugS,  etc.  (158,640.) 
7,649.  J.  H.  W.  Gni  and  IV.  D,  Hobson  Screw-propelLers  and  similar 
appliances  of  the  axial-flow  type,  (t 77,04 7  ) 

If  you  require  anything  pertaining  to  aviation,  study 
“  Flight’s  ”  Buyers’  Guide  and  Trade  Directory, 
which  appears  in  our  advertisement  pages  each 
week  (see  pages  iii  and  xiv). 

NOTICE  TO  ADVERTISERS 
Ail  Advertisement  Copy  and  Blocks  must  be 
delivered  at  the  Offices  of  “Flight,”  36,  Great 
Queen  Street,  Kingsway,  W.C.  2,  not  later  than 
12  o’clock  on  Saturday  in  each  week  for  the  following 
week’s  issue. 
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The  Aircraft  Engineer  and  Airships 

36,  GREAT  QUEEN  STREET,  KINGSWAY,  W.C.  2. 

Telegraphic  address  :  Truditur,  Westcent,  London. 
Telephone  :  Gerrard  1828. 

SUBSCRIPTION  RATES 

"  Flight  ”  will  be  forwarded,  post  free,  at  the  following  rates  : — 
United  Kingdom  Abroad* 

s.  d.  s.  d. 

3  Months,  Post  Free...  77  3  Months,  Post  Free...  8  3 

b  1.  a  •••15  2  6  ,,  „  ...16  6 

a  ,1  4  ^  »  a  •••33  ® 

These  rates  are  subject  to  any  alteration  found  necessary 
under  abnormal  conditions  and  to  increases  in  postage  rates, 

*  European  subscriptions  must  be  remitted  in  British  currency 

Cheques  and  Post  Office  Orders  should  be  made  payable  to  the 
Proprietors  of  "  Flight,”  36,  Great  Queen  Street,  Kingsway, 
W.C,  2,  and  crossed  London  County  and  Westminster  Bank, 
otherwise  no  responsibility  will  be  accepted. 
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GUIDE  AND  TRADE  DIRECTORY- continued. 

(jOontimtfd  front  p.  xiv.) 


FLIGHT  BUYERS' 


leather  CLOTH— 

New  Pegamoid  Ltd..  « 54,  Queen  Victoria  St..  E.C. 

City  9704  (■■  lines). 
*"  Pegamoid,"  Phone,  London, 


lubricating  oils- 

Waltefield,  C.  C„  &  Co.,  Ltd.,  Cheapxule.  E.C.  ». 
Central  1156  (3  lines) ;  •‘Cherry,"  Cent  London. 


machining- 

Arnott  A  Harrison,  Ltd.,  Hythe  Rond,  VVillesden 
Junction.  Willesden  0297. 

Monk  Engineering  Co..  Ltd.,  Coventry. 

Coventry  £07;  "  Assistance, '  Coventry. 


MAGNETOS— 

British  Tbomson-Hotixtoii  Co.,  Ltd..  Low«t  Ford 
Street,  Coventry. 

Telephone  170  ;  “  Asteroid al.  Coventry. 


METALS  ( An  ti-F  fiction  — 

Hoyt  Metal  Co.,  Ltd.,  Deodar  Road,  Putney, 
S.W.  15.  Putney  132.x. 


METAL  PARTS  AND  FITTINGS 

Brown  Bros.,  Ltd.,  Creat  Eastern  M  eet,  London, 
E-C.  2. 

Grabame-WhiteComjxiU) ,  Ltd.,  Hendon.  N.W.  9. 

Kingsbury  no- 

London  Office:  t .*.  Regent  Street,  Pall  Mall, 
S.W.  j.  Regent  2084. 

Monk  Engineering  Co..  High  Street.  Coventry. 

Coventry  £07;  "  Assistance,"  Coventry. 
Rubery,  Owen  It  Co.,  Uarlaston. 

Darlaston  87:  “Roofs,'  Darlaston. 


MODELS- 

(Ones,  A,  P  ,  Ltd.,  »5,  EvefSbrdt  Read,  Camden 
Town,  N.W.  t, 


MOTOR  CARS  AND  MOTOR  BICYCLES- 

AutoGarricrs  (1911).  Ltd.,  tSt-i5i.  Hercules  Rd.. 
Westminster  Bridge  Kaud.  London,  N-F.  t. 


NIGHT  LANDING  LIGHTS - 

Allen- Liversidge,  Ltd.,  :unalgamatc4  with  Imperial 
Light.  Ltd.,  106,  Victoria  .Street,  S.W.  1 
Victoria  4*55 ;  “  Aoeter.itor,"  Sowost,  London. 


PARACHUTES 

!■;.  K,  Calthrops  Aerial  Patent,,  Ltd.,  423a, 
Edgware  Road,  Loudon,  W  ■/.  Paddington  6332. 


PETROL- 

Anglo. American  Oil  Co.,  Ltd.  (Piatt  s),  Queen 
Anne'x  Gate,  S.W.  1. 

Shell-Mex  Ltd.,  Shell  Covuer,  Kings*, > ay,  W.C.  3. 
Holborn  8303-4  *,  “Shelxine,"  West  cent,  London, 


PHOSPHOR  BRONZE  AND  GUNMETAL- 

Ciifford,  Charles,  &  Son,  Ltd.,  Fareley  Street 
Mills,  Birmingham. 

Central  4644  (4  lines);  “ClitTord."  Birmingham. 
Keeling,  A.  D.,  Ltd.,  Caroline  Street, 
Birmingham.  .... 

C  entrnl  440(5  lines) ;  ‘  Nickel,  Birmingham. 


PHOTOGRAPHIC  APPARATUS- 

Kudak,  Ltd.  (Written  l>iv.',  king, way.  W.C.  4. 


PROPELLERS- 

Falcou  Airscrew  Co.,  113,  CoUenham  Road, 
Holloway.  N.  :<y  Hornsey  910  &  2474. 

Lang  Propeller,  Ltd.,  Weyhridge,  Surrey. 

520-521,  Weybridge:  “  AerosticLs,"  Weybridge, 


RADIATORS  AND  RADIATOR  REPAIRS— 

Serck  Radiators,  Ltd.,  Warwick  Road.  Greet, 
Birmingham. 

Victoria  331  (3  lines)  *  “  N’erleak."  Birmingham. 


SHEET  METAL  WORK  STAMPINGS  AND 
PRESSINGS 

Rol’Cty,  Owen  &  Co.,  Darlaston. 

Darlaxton  S7;  *  Roofs, '  l>arI.oiton 


SPARKING  PLUGS- 

Rohiuhood  Engineering  Works.  Ltd..  The,  Puttie) 
Vale.  S.W.  tj.  Putney  2:32  or  13. 

“  Kaulgec,'  Ph-rne,  London. 


SPRAYING  PLANT - 

Aerograph  Co.,  Ltd..  45.  Hoi  horn  Viaduct, 
E.C.  1. 

Holborn  2041  ;  “  Aerograph)  , "  London. 
Midland  Fan  Co.,  Ltd..  46.  Aston  Rd.,  Birmingham 
Centra)  3463:  *‘ Blast,"  Birmingham 


STABILIZERS— 

Auto  Controls,  Ltd.,  19,  Regent  Street,  Piccadilly 
Circus.  London,  S.W.  t.  Regent  5049- 


TAPES  AND  WEBBING— 

MacLeunan,  John,&Co.,  115,  Newgate  St  ,  1..C.  1 
City  3115;  “  Vand u»ra.  Cent-  London 


TESTING-  \ 

Tait-Coadt  James,  c/oS.  Heckstall  Smith,  F  R.Ae-S.r 
4,  Golden  Square,  W.  Cerrnrd  34^9- 


TIMBER— 

Owen.  Joseph,  &  Son,  Boro’  High  Street.  S.1-. 

Hop  3811 ;  “  Hqcherom,"  London. 


TUBES,  ALUMINIUM— 

British  Aluminium  Co.,  Ltd.,  The,  109,  Queen 
Victoria  St..  London. 

City  2670  ;  “Cryolite,”  Cent.  London. 


TYRES  AND  WHEELS - 

Palmer  lyre,  Ltd.,  Shaftesbury  Avenue,  W.C. 
Gerrarn  ,  r  4  ;  *'  Tyricord,"  Wesrcem,  Lottiiots. 

VARNISHES  AND  COLOURS 

Tne  British  F.inaiilite  Co..  Ltd.,  BreUlCeid  Road. 
Slonebridge  Park.  N.W.  to. 

Wi'desden  2346  and  4347  ; 
“  Ridleypten.”  London 
Na)  for  Bros.,  Ltd..  Slough.  Bucks. 

Slongli  a*Sj  11  Naylor,"  Slough 


WELDINGS,  REPAIRS - 

Bari  mar,  Ltd  .  to,  Poland  Street,  London, ^VV.  1 
Gertatd  S173;  “  P.ariquamar,  '  Reg.  London. 


WIND  SHIELDS- 

Auster,  Ltd..  133,  Long  Acre,  W.C.  2- 

WIRES  AND  CABLES  (Aeroplanes)  - 

Bitllivants,  Ltd.,  72.  Mark  t.ane,  E.C.  x. 

Works:  MilNmlf,  E. 
ClifFoid  &  Sons,  Ltd.,  Birmingham. 


LANG  PROPELLER  LTD., 


*» 


WEYBR1DGE,  SURREY. 


Telegrams : 
.Wotticks,  Wey bridge. 


Telephone : 
520-521  Wey  bridge. 


Designers  and  Manufacturers 
of  Aeroplane  and  Seaplane  Propellers. 

Manufacturer*  to  H.M.  Royal  Air  Force,  Admiralty,  Royal  Navy  Board 
of  Sweden  and  the  principal  Aircraft  Constructors,  Atlantic  Flight,  &c.,  &c. 


JAMES  D.  ROOTS  &  CO., 

THANET  HOUSE,  TEMPLE  BAR ,  LONDON,  W.C. 

British,  Foreign,  and  Colonial 

PATENTS 


obtained  at  moderate  chargee.  The  Automobile  and  Aeroplane 
Patent  Expert*  and  Adviser*.  Long  and  .Varied  Practical  Engineering 
Experience  Valuable  to  Inventor*.  _ .....  .  _ 

PIONEER  RECORD  OP  MR.  J.  D.  ROOTS,  M.I.Meoh.E. 


1886.  Made  first  successful  working  Oil  Engine  in  Europe. 

1890.  Made  first  Motor  Boat  in  United  Kingdom. 

1892.  Made  second  Motor  Cycle  in  U.K.  fitted  with  first  two  stroke 
self-propelling  engine,  first  any  wbera. 

1894.  Exhibited  first  I.C.  Engine,  built  specially  for  propelling 

vehicles,  four  stroke  ;  Stanley  Show. 

1895,  Made  first  (I  C.E  )  Motor  Car  built  in  United  Kingdom. 

1 896  &  1 .  Flew  several  mod  Is  of  Aeroplanes  and  Helicopters. 

1  897.  Ran  first  Motor  V-hiele  (I  C.E.)  in  a  public  competition. 

1898.  Made  first  Commercial-Motor  (l.C-E.)  built  in  United  Kingdom. 

Teleeraphic  Address  :  “  Oaklree.  London."  Telephone  :  12327  Central. 


When  communicating  with  advertisers,  mention  of  " Flight "  will  ensure  special  attention. 
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THE 


400  h.p  JUPITER 


and 


100  HP.  LUCIFER 

Aero  Engines  are  the 
only  air-cooled  aero 
engines  which  have 
satisfied  the 


ever 
quirements 
British  Air 
Type  Test 
and  been 
for 


re- 

of  the 
Ministry 
Schedule, 
approved 
Airworthiness 
Certificate. 


a 


The  high  quality  of  the  design  and 
construction  of  the  “Bristol”  Aero 
Engines  is  confirmed  and  emphasised 
by  this  further  success  with  the 
‘Lucifer.’  It  should  be  noted  that 
the  petrol  consumption  of  the 
Lucifer  engine  is  very  low — 
lower  consumption  per  mile  than 
with  many  four-seater  motor-cars. 

Further  details  on  request. 


The  Bristol  Aeroplane  Co..  Ltd.. 

Filton  —  Bristol. 


Tele fronts  ; 

"  Aviation,  Bristol." 


Telephone  ,* 

3906  Bristol. 
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HOYT 


ANTI-FRICTION  (WHITE) 


BEARING 

Specimen  twist od  sod  hummwd  cold,  ahowing  tougWsi. 

METALS  » 


DIE-CAST  BEARINGS. 


Absolutely  fTie  highest  qo«ltty  white  tneU  I  /rude, 
writ*  for  interesting  Tree  leaflet*  on  Whit*  Metalline  anil  Lubrication.  Expert  advice  free. 

THE  HOYT  METAL  CO.,  LTD.,  Deodar  Road  Putney,  LONDON/ S.W.  15 
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A  JOURNAL  DEVOTED  TO  THE  INTERESTS, 
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Post  Free 
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TRADE  MARK 


SPRAY  PAINTER 


For  painting  Aeroplanes,  Motor  Cars  and  all  kinds  of 
woodwork,  metals  and  fabrics,  the  greatest  speed, 
economy  and  efficiency  are  obtained  by  the  use  of  the 
Aerograph.  Distributes  enamel,  paint,  varnish  and 
other  pigments  far  more  smoothly  and  evenly  and 
in  a  fraction  of  the  time  taken  by  the  old  brash 
methods.  Catalogue  and  full  particulars  from  ; 

THE  AEROGRAPH  CO..  LTD..  43,  Holborn  Viaduct, 
London,  E.C.I. 

Inventors  and  pioneers  of  paint  sprayms  apparatus. 


RIGGING 

The  Erection  and  Trueing-up  of  Aeroplanes. 
By  F.  W.  HALLIWELL,  A.M.I.A.E. 

Flight  Office, 

36,  Gt.  Qu^c-n  St.,  Kingsway.  W.C.  2. 
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THE  ROYAL  AERO  CLUR  EASTER  AVIATION  MEETING. 

*  —  ■ _ .ye  .  " 


FASTEST  TIME 
in  four  events  with  a 
D.H.  9a. 

YOUR  ENQUIRIES  INVITED  FOR  ANY  TYPE  OF  BRITISH  AIRCRAFT. 

AIRCRAFT  DISPOSAL  CO.,  LTD.,  Regent  House,  Kingsway,  London,  W.C.  2. 

Telegrams  :  "  Aird(sco,  London.’'  Telephone  :  Regent  6 240. 


When  communicating  with  advertisers,  mention  of  **  Flight "  will  ensure  special  attention. 


Flight,  April  27,  192 2 


First  Aero  Weekly  in  the  World. 

Founder  and  Editor  :  STANLEY  SPOONER 
A  Journal  devoted  to  the  Interests,  Practice,  and  Progress  or  Aerial  Locomotion  and  Transport 
OFFICIAL  ORGAN  OF  THE  ROYAL  AERO  CLUB  OF  THE  UNITED  KINGDOM 

["Weekly,  Price  6d. 
L  Post  free,  7d. 


No.  696.  (No.  17,  Vot.  XIV.) 


April  27,  1922 


Flight, 

The  Aircraft  Engineer  and  Airships 

Editorial  Oguts:  36,  GREAT  QUEEN  STREET,  KINGSWAY.  W.C.  2 

I'clegTSUM  :  Truditur,  Wes  (cent,  London.  Telephone  :  Gerrard  1828 

Annual  Subscription  Rates,  Post  Free  : 

United  Kingdom  305.  \d.  Abroad  ..  ..  33s.  od.* 

These  rate*  are  subject  to  any  alteration  found  necessary  under  abnormal 
Conditions  and  to  increases  in  postage  rates 

•  European  subscriptions  must  be  remitted  in  British  currency 

CONTENTS 


- ♦ - 

Editorial  Comment  pack 

Our  Future  in  the  Air  ..  ..  , .  237 

The.  New  Russo-German  Air  Route .  ..  .,  238 

The  Atlantic  Flight  ..  ..  „»  ..  ..  238 

The  Handley  Page  W.BB  . .  ..  ..  ,  ..  239 

The  Lisbon  to  Rio  Transatlantic  Attempt . 243 

Ross  Smith  Memorial  Services  ■.  . .  ,*  . .  ..  244 

LDodon-Contiuental  Services  . .  ..  ..  ..  ..  244 

London  Terminal  Aerodrome  ,,  ..  ..  ..  243 

Royal  Aeronautical  Society  Official  Notices  ..  ..  246 

Institution  o(  Aeronautical  Engineers  Official  Notices  ..  246 

Correspondence  ..  , ,  , ,  ..  ..  . .  246 

The  RUh  Semi-Rigid  Dirigible  ..  ..  . ,  247 

Personals  ..  . .  . . .  ,.  249 

In  Parti  ament . .  ..  ..  ..  ..  ..  ..  ..  248 

Royal  Air  Force  ..  ,.  . .  ..  ..  249 

Royal  Air  Force  Sports  Board  ..  ..  ..  ..  . .  ..  249 

The  London  Aero-Models  Association  ..  ..  ..  ..  ..  250 

Imports  and  Exports . .  ..  ..  ..  . .  . .  ..  ..  250 


DIARY  OF  FORTHCOMING  EVENTS 

Club  Secretaries  and  ethers  desirous  of  announcing  the  dates 

of  important  fixtures  are  invited  to  send  particulars  for 
inclusion  in  the  following  list 

1922. 

June  1  .... 

Entries  close  for  Schneider  Cup  Race 

June  5 

R.Ae.C.  Whitsun  Race  Meeting,  at  Waddon 

June  23-25 

International  Competition  for  Touring  Aero¬ 
planes.  Brussels 

July  6-20 

French  Gliding  Competition 

Aug.  6  ... 

Gordon-Bennett  Balloon  Race,  Geneva 

Aug.  7  .... 

R.Ae.C.  Race  Meeting,  at  Waddon 

Aug.  (last 

fortnight) 

Schneider  Cup  Seaplane  Race,  at  Naples 

Sept . 

Tyrrhenian  Cup,  Italy 

Sept . 

Italian  Grand  Pnx 

Sept,  or  Oct. 

R.Ae.C.  Race  Meeting,  at  Waddon 

Sept.  22 

Conpe  Deutsche  (300  kil.) 

1923. 

Dec.  1 

Entries  Close  for  French  Aero  Engine  Com¬ 
petition 

1924. 

Mar.  1  .... 

French  Aero  Engine  Competition. 

INDEX  FOR  VOL.  XIII. 

The  Index  for  Vol.  XIII  of  FLIGHT  (January 
to  December,  1921)  is  now  ready,  and  can  be 
obtained  from  the  Publishers,  36,  Great  Queen 
Street,  Kingsway,  W.C.  2.  Price  Is.  per  copy. 
(Is.  Id.  post  free). 


EDITORIAL  COMMENT 

are  extremely  glad  to  see  that  Brig.- 
Gen,  P.  R.  C.  Groves  is  returning,  in 
the  columns  of  The  Times,  to  the 
vitally  important  question  of  our 
future  in  the  air.  It  is  by  articles 
such  as  these  that  the  layman,  the 
man-in-the-street,  is  made  aware  of 
the  true  position,  and  it  is  by  public 
pressure,  and  by  public  pressure  only,  that  the 
Government  may  be  persuaded  to  move  at  all. 

Past  history  shows  this  time  after  time. 
Future  in  anc^  this  pressure,  backed  by  a  vast 
the  Air  volume  of  public  opinion,  can  best  be 
initiated  by  such  great  daily  news¬ 
papers  as  The  Times  and  others,  which  reach  the 
man  who  is  not  directly  interested  in  aviation,  but 
who  is  very  directly  interested  in  the  safety  of  the. 
Kingdom  and  of  the.  Empire. 

The  previous  series  of  articles  by  Gen.  Groves 
dealt  with  the  air  policy  of  the  Government  during 
the  three  years  since  the  Armistice.  The  present 
articles  discuss  the  future  policy  of  the  Air  Ministry, 
as  foreshadowed  by  the  Air  Minister  in  the  House 
of  Commons,  and  by  the  Chief  of  the  Air  Staff, 
Sir  Hugh  Trenchard,  in  his  inaugural  address  at  the 
opening  of  the  R.A.F.  Staff  College  at.  Andover. 
This  policy,  as  Gen.  Groves  interprets  it,  consists 
in  maintaining  a  small  regular  Air  Force,  and  in 
establishing  a  Territorial  Air  Force,  upon  which  to 
draw  in  case  of  emergency.  Up  till  a  very  short 
time  ago,  Gen.  Groves  points  out,  we  had  no  home 
defence  against  air  attack,  in  the  only  form  possible, 
i.e.  a  striking  force  of  aircraft  which,  by  being  ready 
to  attack  at  short  notice  the  centres  of  any  enemy 
who  may  contemplate  an  attack  upon  us,  shall 
ensure  that  we  are  immune  from  such  attack.  It 
was  not  until,  as  Gen.  Groves  puts  it,  the  Air  Ministry 
“  suddenly  realising  the  obvious,  resorted  to  panic 
measures  and  set  aside  three  squadrons  for  the 
purpose,"  that  anything  was  done,  and  even  then, 
the  three  squadrons  (totally  inadequate  to  deal  with 
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the  problem)  were  obtained  by  taking  away  from 
the  Army  and  Navy  squadrons  which  were  badly 
needed  by  these  services  for  co-operative  work. 

In  concluding  his  articles,  Gen.  Groves  gets  home 
with  the.  very  telling  point  that,  as  the  Air  Force  is 
now  admitted  to  be  our  hist  line  of  defence,  it  is 
futile  to  model  it  on  military  lines,  with  a  small 
Regular  and  a,  not  very  large,  Territorial  Force. 
Rather  should  we  found  our  Air  policy  on  the  service 
which  was,  until  comparatively  recently,  our  first 
line  of  defence — the  Navy,  which  was  ever  prepared 
for  any  eventuality,  and  not  relying  on  a  small 
Regular  Force  and  a  Territorial  Force  in  reserve. 
The  logic  of  this  argument  should  be  sufficiently 
obvious.  And  to  maintain  an  aerial  Striking  Force 
capable  of  coping  with  any  demand  can  only  be 
done  by  close  co-operation  with,  and  the  establish¬ 
ment  of,  a  strong  Civil  Aviation  On  any  other 
basis  this  task  would  assume  impracticable  pro¬ 
portions.  both  financially  and  practically.  By  foster¬ 
ing  Civil  Aviation,  on  the  other  hand,  such  a  Striking 
Force  could  be  maintained  at  a  relatively  small 
expense  to  the  taxpayer,  as  to  a  certain  extent 
Civil  Aviation  could  be  made  self-supporting,  quite 
apart  from  the  advantages  which  the  possession  of 
the  most  rapid  means  of  communications  would 
confer  on  the  Empire. 

*»  ♦  ♦ 

The  New  It 1S  a  well-known  fact  that  negotiations 
Russo-  have  been  proceeding  for  some  con- 
German  Air  siderable  time  between  the  Soviet 
Route  Government  and  German  aircraft  and 
financial  circles,  with  a  view  to  establishing  German- 
operated  air  services  between  Berlin  and  Moscow. 
These  negotiations  have  now  been  completed,  and 
the  German  Aero  Union  combine  have  secured  the 
rights  to  run  this  service.  Not  only  so,  but.  possibly 
as  a  result  of,  or  at  any  rate  in  close  connection  with, 
the  recent  Russo-German  agreement  of  Genoa,  these 
concessions  are  to  be  extended,  and  the  combine  has 
been  granted  exclusive  rights  to  operate  postal  and 
passenger  services  between  all  the  principal  cities  of 
Russia.  The  dying  stock  for  these  services  will  be 
built  in  factories  erected  on  Russian  soil,  but  financed 
and  run  by,  it  may  safely  be  presumed,  German 
capital  and  a  large  percentage  of  German  personnel. 
At  the  best,  this  may — indeed,  will — mean  the 
extension  of  German  air  power  and  civil  aviation 
right  across  Russia  to  the  shores  of  the  Pacific. 
At  the  worst  -and  not  at  all  an  unlikely  supposition- — 
it  may  mean  the  establishment  of  a  huge  civil 
aviation  industry,  nominally  Russian  but  in  reality 
dominated  by  Germany,  which  would  form  a 
potential  striking  force, ”  much  of  the  character 
as  that  for  which  Gen.  Groves  pleads  so  strongly 
in  his  articles.  And  how  are  we  to  prevent  it  ? 
So  long  as  the  machines  are  built  in  Russia  and 
other  countries,  it  would  appear  that  we  are  powerless 
to  stop  construction  on  any  scale  which  Germany 
may  choose,  and  for  which  she  is  capable  of  paying. 
For  that  matter,  what  guarantee  have  we  that  she 
will  not  establish^  factories  in  Denmark,  Sweden, 
Norway  and  Holland,  as  well  as  in  Russia,  ostensibly 
for  the  purpose  of  operating  commercial  air  services 
to  these  countries,  but  forming  a  force  which,  in 
time  of  need,  could  quickly  be  massed  on  any 
frontier  and  used  against  any  enemy.  In  this  con¬ 
nection  it  is  significant  to  recall  the  words  of  Gen. 
budendorf  whQ,  in  jqzo,  advocated  a  treaty  such  as 


that  now  concluded  between  Germany  and  Bolshevist 
Russia,  as  a  means  "  to  destroy  the  consequences  of 
our  defeat  and  realise  in  the  near  future  the  idea 
of  revenge.”  It  does  not  require  a  great  deal  of 
imagination  to  visualise  what  might  happen,  and  in 
the  meantime  we  are  carrying  on  with  a  pitiful 
"  home  defence  ”  against  air  attack  of  three  squad¬ 
rons  !  One  begins  to  realise  that  France,  by  keeping 
a  strong  Air  Force  and  constantly  adding  to  it,  is 
playing  for  safety.  She  does  not  complain  that  she 
cannot  afford  it.  She  sees  in  it  a  form  of  insurance 
against  aerial  aggression,  and  pays  the  premium. 
An  aerial  defence,  to  be  of  any  value,  must  be 
ready  at  a  moment’s  notice.  In  the  next  war  no 
time  will  be  lost  by  the  enemy.  I  he  first  act  of 
hostility  will  be  an  air  attack,  launched  on  a  stu¬ 
pendous  scale  and  directed  against  a  number  of 
points.  The  only  defence  is  one  which  is  always 
ready,  not  one  which  has  to  call  up  reserves,  train 
personnel,  etc.  Are  we  ready  to  take  our  place  under 
such  a  contingency  ?  The  answer  is  an  emphatic  NO. 

*0*  -> 

The  magnificent  performance  of  the  two 
1  hc.  gallant  Portuguese  officers,  Capt.  C  abral 
Flight*  and  Capt.  Coutinlio,  in  flying  from 
Lisbon  to  St.  Paul's  Rocks,  deserves 
to  rank  high  among  the  historical  flights  of  the 
years  after  tire  war.  With  a  minimum  of  organisation, 
and  in  spite  of  extremely  unfavourable  weather 
conditions,  they  have  managed  the  most  hazardous 
portion  of  their  journey,  and  have  succeeded  in 
covering  the  longest  non-stop  distance  entailed  in 
the  trip.  That  they  should  have  come  to  grief  after 
getting  thus  far  is  an  unkindly  blow  of  fate,  but  it 
appears  probable  that  a  fresh  machine  will  be  des¬ 
patched,  and  that  they  may  thus  be  able  to  complete 
their  journey  by  air  in  the  manner  contemplated. 

The  fact  of  having  been  able  to  locate  St.  Paul's 
Rocks,  which  are  visible  at  no  great  distance,  and 
which  are  of  quite  minute  extent,  is  a  feat  of  navi¬ 
gation  of  which  Capt.  Coutinho  may  well  be  proud, 
and  for  which  he  deserves  the  very  highest  credit. 

To  British  aviation  the  flight  is  of  the  greatest 
importance,  in  having  shown  once  more  the  superiority 
of  British  aircraft  and  British  engines  for  work  of 
this  nature.  Our  only  regret  is  that  the  crew  of  the 
machine  were  not  also  British.  Most  of  the  world's 
long-distance  flights  have  been  made  by  British 
crews  in  British  machines,  engined  by  British  power 
plants,  and  it  would  have  been  desirable  that  in 
this  instance  also  the  daring  adventures  should  have 
been  of  our  race.  However,  both  officers  are  of  a 
nation  which  lias  been  for  centuries  our  ally,  and 
with  which  we  still  have  the  very  closest  relations, 
and  we  can  therefore  view  without  jealousy  their 
splendid  achievement.  Our  heartiest  congratulations 
to  them,  to  the  Fairey  Aviation  Company,  tlic 
builders  of  the  machine,  and  to  Rolls-Royce,  Ltd., 
whose  engine  carried  them  to  St.  Paul's  Rocks. 

0  0  0 

Transatlantic  Airmen  Honoured 

The  two  Portuguese  airmen,  Capt.  Cabral  and  Capt. 
Coutinho,  have  arrived  at  the  Brazilian  island  of  Fernando 
do  Noronha,  where  they  had  a  brilliant  reception. 

President  Pessoa  has  sent  a  cordial  message  of  congratu¬ 
lation  to  them,  offering  any  assistance  which  the  Brazilian 
Government  can  render. 

The  two  airmen  have  been  awarded  the  Portuguese 
military  Order  of  the  Torre  e  F.spada.  The  cruiser  “  Carvalho 
de  Arajou  ”  mil  leave  Lisbon  shortly  with  a  new  seaplane 
for  the  completion  of  the  flight  to  Rio  de  Janeiro. 
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THE  HANDLEY  PAGE  W.8B 

Two  Rolls-Royce  “Eagle”  Engines 


The  first  of  the  new  Handley  Page  W.8Ii  commercial 
machines,  general  arrangement  drawings  and  preliminary 
description  of  which  appeared  in  out  issue  of  January  19, 
1922,  is  now  completed,  and  will,  by  the  time  those  notes 
appear,  be  at  Mattie, sham,  undergoing  its  type  tests.  As 
soon  as  these  are  completed,  which  should  be  in  about  one 
week’s  time,  the  machine  will  be  put  on  the  London-Pans 
service,  where  it  will  gradually  supplant  the  0/400  type, 
which,  although  it  has  done  excellent  work,  is  .scarcely  to 
be  considered  an  up-to-date  passenger  machine. 

The  W.8B  is,  generally  speaking,  similar  to  the  machine 
•which  won  the  Air  Ministry  Competition  at  Martlesham, 
with  the  exception  that  it  is  fitted  with  engines  of  lower 
power.  The  present  power  plant  consists  of  two  Rolls-Royce 


can  be  reached  and  attended  to  is  a.  very  great  point  in 
favour  of  the  uncovered  engine.  .Enclosing  .111  engine 
entirely  looks  neat,  and  has,  undoubtedly,  great  aerodynamic 
advantages,  although,  as  has  just  been  pointed  out,  not 
perhaps  as  great  as  might  be  imagined  at  first  sight,  owing 
to  the  very  complicated  question  of  cooling.  At  any  rate, 
the  ground  engineers  will  appreciate  the  uncovered  engine, 
and  an  engine  which  is  easy  to  get  at  is  more  likely  to  be 
well  looked  after  than  is  one  which  is  so  tucked  away  in 
its  cowling  as  to  In  almost  inaccessible. 

The  Petrol  System 

The  petrol  system  of  the  W.SB  is  of  the  simplest  possible, 
?.<?.,  direct  gravity  feed  from  tanks  placed  on  top  of  the 


THE  HANDLEY  PAGE  W.8B  :  Front  view. 


"Eagle”  engines,  mounted  on  a  structure  of  steel  tubes 
between  the  wings.  Certain  modifications  have  been  carried 
out  with  regard  to  the  details  of  the  structure,  although,  in 
general,  it  resembles  that  of  the  older  machine.  The  main 
alteration,  apart  from  questions  of  dimensions,  has  been 
caused  by  the  placing  of  the  petrol  tanks  on  the  top  plane, 
instead  of  in  a  streamline,  tail  piece  behind  the  engine.  As 
shown  in  the  accompanying  illustrations,  the  Rolls-Royce 
engines  are  left  entirely  uncovered,  a  feature  which  is  rarely 
seen  on  modem  machines.  After  making  very  careful 


top  plane.  There  should,  therefore,  be  very  little  chance  of 
trouble  with  the  petrol  system,  quite  apart  from  the  fact 
that  a  very  considerable  saving  in  weight  has  been  made 
possible  by  the  adoption  of  the  gravity  feed  system.  It  is 
interesting  to  note  in  this  connection  that,  by  doing  away 
with  pressure  petrol  feed,  and  by  omitting  the  gear  for 
folding  the  wings,  a  saving  in  weight  of  500  lbs.  has  been 
effected.  As  this  is  equivalent  to  three  passengers  of  average 
weight,  or  at  any  rate  to  two  passengers  with  a  fair  amou  rA 
of  luggage,  this  saving  becomes  of  very  considerable  import- 


THE  HANDLEY  PAGE  W.8B  :  Three-quarter  rear  view. 


estimates,  however,  the  designers  have  come,  to  the  conclusion 
that,  by  the  time  the  weight  of  cowling  had  been  added,  and 
considering  the  extra  complication  and  difficulty  of  getting 
at  the  engines,  the  gain  would  have  been  so  small  that  it  has 
been  considered  better  to  leave  the  engines  bare.  It  should 
be  remembered  that  one  result  of  this  is  that  smaller  ladiators 
can  be  fitted,  as  a  goodly  portion  of  the  heat  is  carried  away 
from  the  engine  direct  when  exposed  to  the  air  current. 
Also,  from  the  point  of  view  of  running  the  machines  in 
service,  the  ease  wnth  which  all  parts  of  the  uncovered  engines 


ance,  as  it  results  in  an  increase  in  earning  capacity  of  £13 
to  £20  per  trip  between  London  and  Paris.  In  the  course 
of  a  year,  this  should  amount  to  a  considerable  sum,  and 
as  the  arrangement  has  the  further  great  advantage  of  a 
simplified  and  more  reliable  petrol  system,  the  change  appears 
to  have  been  distinctly  worth  while. 

The  petrol  tanks,  as  already  mentioned,  are  mounted  on 
top  of  the  top  plane,  and  pipes  run  down  to  the  engines  along 
the  inter-plane  struts.  Very  large  filters  are  incorporated 
in  the  system,  so  that  there  should  be  practically  no  chance 
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of  a  choked  petrol  feed.  Metal  piping  is  used,  with  the 
new  Air  Ministry  metal  coupling  about  which  the  Director 
of  Research  spoke  so  highly  in  one  of  his  lectures  before  the 
Royal  Aeronautical  Society.  The  oil  tanks  are  mounted 
behind  the  engines,  as  may  be  gathered  from  our  illustrations. 
Silencers  of  a  simple  type  are  fitted,  consisting  of  long  steel 
tubes  with  slots.  The  two  branch  pipes  from  right  and  left 
baud  cylinder  banks  meet  behind  the  engines  and  exlranst 


The  instruments,  of  which  a  fine  equipment  is  carried,  are 
mounted  on  a  dash  in  front  of  the  pilot  in  such  a  manner  as 
to  be  easily  visible.  On  the  extreme  left  is  the  reel  for  * 
winding  up  the  wireless  aerial.  Then  follow,  going  from 
port  to  the  starboard  side.  Smith's  thermometers,  petrol 
capacity  gauges  and  air-speed  indicator.  A  Short  and  Mason 
altimeter  and  an  Aero  Turn  Indicator  (Ogilvie  Pressure 
gauge)  are  mounted  towards  the  starboard  side,  and  on 


View  of  the  mounting 
of  one  of  the  Rolls- 
Royce  “  Eagle  *♦  en¬ 
gines  in  the  Handley 
Page  W.8B. 
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ipto  the  single  silencing  pipes.  It  is  now  quite  easy  to 
carry  on  Conversation  in  the  cabin,  and  in  this  respect  the 
W.8B  is  a  great  improvement  on  the  0/400's. 

The  Pilot's  Cockpit 

I  here  is  one  point  about  the  design  of  a  commercial 
aeroplane  which,  in  spite  of  recent  efforts,  is  not  always 
given  the  consideration  which  it  deserves.  We  refer  to  the 
view  from  the  pilot’s  cockpit.  In  this  respect,  whatever 
may  be  the  case  in  others,  the  twin-engined  machines  score 
over  the  single-engined  type.  No  matter  how  one  arranges 
the  pilot  in  a  single-engined  aeroplane,  lus  views  in  certain 
directions  must  necessarily  be  obstructed  by  the  engine. 
In  the  twin-engined  type,  on  the  other  hand,  the  pilot  can  be, 
and  usually  is,  placed  in  the  extreme  nose  of  the  fuselage, 
whence  his  view  is  to  all  intents  and  purposes,  unobstructed 
in  all  directions  that  matter.  In  the  Handley  Page  W.8B 
the  view  from  the  pilot's  cockpit  is  exceptionally  good,  as 
normally  he  can  see  straight  ahead  and,  by  craning  his 
neck  a  little,  he  can  see  over  the  nose  of  the  fuselage  and  to 
the  left 


the  extreme  right,  set  back  into  a  niche,  is  the  Canipbell- 
Bennett  aperiodic  compass.  The  placing  of  the  compass 
has  been  well  thought  out,  as  it  is  easily  seen  after  a  very 
small  movement,  of  the  pilot’s  head,  assuming  him  to  be 
seated  normally  with  his  head  a  little  to  the  right,  looking 
over  the  starboard  edge  of  the  cockpit.  The  front  covering 
of  the  fuselage  is  so  hinged  that  the  ground  engineer  can  get 
at  the  back  of  the  instrument  board  very  easily,  which  is  a 
great  advantage  from  a  practical  point  of  view.  The  revs, 
counters  and  oil  pressure  gauges  are  mounted  on  the  inner 
side  of  the  engines,  and  have  large  dials  which  can  be  easily 
read  from  the  cockpit. 

The  Controls 

The  controls  are  of  usual  type,  with  a  foot  bar  for  the 
rudder  and  wheel  for  elevator  and  ailerons.  The  engine 
controls,  as  already  mentioned,  are  taken  along  the  outside 
(starboard)  of  the  fuselage,  and  are  enclosed  in  a  casing,  those 
to  the  port  engine  running  across  under  the  floor  of  the 
cabin.  The  controls  for  shutting  off  oil  and  petrol  have 
knobs  of  red  fibre,  and  a  large  lever  is  provided  to  the  right 
of  the  pilot's  seat,  by  means  of  which,  in  case  of  emergency, 


THE  HANDLEY  PAGE  W.8B  :  Three-quarter  front  view. 
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the  pilot  can  shut  oft  both  tanks  simultaneously.  The 
switches,  which  are  mounted  on  the  dash,  arc  to  be  connected 
up  by  a  short  wooden  rod  so  that  both  engines  may  be  switched 
oft  in  an  instant  in  case  of  trouble. 

Behind  the  pilot's  cockpit,  between  it  and  the  cabin,  is 
a  small  compartment  in  which  the  wireless  instruments  are 
installed.  The  lower  portion  of  this  compartment  is  also 
used  for  luggage,  there  being  a.  separate  door  in  the  port 
side  of  the  fuselage,  in  addition  to  those  communicating  with 


allow  a  man  easily  to  cLimb  through  them.  There  is  also 
an  emergency  ripping  panel  in  the  roof.  Fresh  air,  apart 
from  any  that  may  enter  through  opened  windows,  enters 
through  a  scoop  in  the  roof  of  the  cabin,  via  a  diffuser  box. 
and  the  used  air  escapes  through  a  duct,  also  in  the  roof, 
but  placed  near  the  after-end.  At  present,  no  provision 
has  been  made  for  heating  the  cabin,  but  as  the  machines 
will  first  be  used  during  the  summer,  there  is  probably  no 
great  need  for  heating.  In  the  autumn,  should  it  prove 
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The  Handley  Page 
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side  of  the  fuselage,  and 
are  enclosed  in  a  casing 
having  detachable 
covers  at  intervals. 
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the  cabin  and  pilot's  cockpit.  This  compartment  mav  L>c 

loaded  up  to  the  extent  of  0  cwt,  that  aff  of  the  cabin  being 

of  similar  maximum  capacity. 

» 

Passenger  Accommodation 

The  cabin,  which  has  seating  accommodation  for  1 2. 
passengers,  is  targe  and  well  lighted  by  large  windows  in  i h 0 
sides.  These  are  of  the  famous  Triplex,  n 00-spUntering 
typo,  and  the  second  and  third  on  each  side  are  made  to 
open  by  sliding,  so  that  the  cabin  may  quicklv  be  aired 
should  the  passengers  find  the  need  for  so  doing.  In  addition 
to  the  function  as  ventilators,  the  windows  would  form 
excellent  emergency  exits,  as  they  are  sufficiently  large  to 


necessary,  it  should  be  a  comparatively  simple  matter  to 
heat  the  cabin  from  the  exhaust. 

The  passengers’  seats,  as  indicated  in  one  of  our  sketches, 
are  of  wicker  work,  and  very  comfortable.  There  is  reasonably 
ample  leg  room,  and  it  is  possible  for  a  passenger  of  average 
height  to  stretch  his  legs  without  leaving  his  seat.  As  notices 
displayed  in  the  cabin  state  that  passengers  may  get  up 
and  move  about,  it  should  be  possible  to  make  the  journey 
between  London  and  Paris  without  experiencing  undue 
fatigue. 

On  the  front  wall  of  the  cabin  are  mounted  three  instruments 
for  the  information  of  passengers  :  clock,  altimeter  anrl  air 
speed  indicator.  Also  a  rack  with  two  tumblers,  and  on  the 


The  Handley 
Page  W.8  B  :  All 
engine  controls 
are  carried  on 
the  starboard 
side  of  the  f  ust  - 
l age ,  and  are 
enclosed  in  a 
casing,  as  shown. 
Inset  shows, 
diagram  ma tic- 
ally,  one  of  the 
under-  ca  r  ria  ges . 
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side  a  container  with  drinking  water  There  only  remains 
the  push  button  by  the  side  of  each  seat  for  summoning  the 
waiter,  but  possibly  these  will  come  in  due  course. 

While,  on  the  subject  of  the  cabin,  it  is  of  interest  to  mention 
that  the  view,  considering  that  the  machine  has  twin 
engines,  is  exceptionally  good,  owing  to  the  fact,  that  the 
engines  are  mounted  fairly  high  in  the  gap,  and  forward  of 
the  leading  edge  of  the  lower  plane.  Thus  the  view  laterally 
is  far  less  restricted  than  one  would  expect  in  a  twin-engined 
machine. 

The  lavatory  is  placed  at  the  after- end  of  the  cabin,  and 
the  door  arrangement  of  it  is  one  of  the  neatest  we  have 
seen  When  the  machine  is  on  the  ground  and  the  outer  door 
open,  the  lavatory  door  closes  back  and  shuts  off  only  a 
small  triangle  of  the  lavatory,  while,  when  the  machine  is 
in  the  air  and  the  outer  door  is  closed,  the  door  closes  the 
end  ot  the  cabin  and  the  lavatory  extends  right  across  the 
fuselage. 

The  Undercarriage 

In  the  main,  the  undercarriage  is  similar  to  that  of  the 
W  dk  consisting  of  two  Palmer  wheels  on  each  side,  strutted 
to  the  lower  longeron  of  the  fuselage  and  to  the  interplane 
and  engine  struts  respectively  by  telescopic  tubes.  The 
rear  legs  "  of  the  Vees  are  braced  by  a  diagonal  tube  Tims 
each  undercarriage  consists  of  two'  wheels '  and  five  struts. 
The  whole  looks  very  simple  and  strong,  and  is  probably 
of  as  low  resistance  as  it  is  possible  to  get  an  undercarriage 
with  four  wheels.  Universal  joints  are  incorporated  in  the 
struts  wherever  movement  occurs,  so  that  in  case  of  the 
machine  being  slightly  listed,  or  one  wheel  striking  a  rut, 
the  Iramewnrk  can  “  give.”  The  fail  skid  is  a  substantial 
ash  member,  with  an  easily  renewablp  metal  shoe  of  the 
shape  shown  in  one  of  our  sketches. 

Such  features  of  the  machine  as  wing  plan  and  arrangement , 
tail  planes,  etc  ,  were  shown  in  the  scale  drawings  published 
m  our  issue  of  January  u_>.  1932,  and  as  they  are  of  orthodox 
design  they  do  not  call  for  any  special  reference  here.  The 
machine  is,  of  course,  a.  biplane,  with  the  lower  plane  set  at 


The  following  figures,  obtained  on  tests  at  Cricklewood  by 
the  makers,  may.  however,  be  regarded  as  approximately 
correct.  Maximum  speed,  104  ni.p.h.  ,  landing  speed, 
30  in  p  h  ;  maximum  speed  at  5,000  ft.,  lot  m.p.h.  ;  ground 
rate  of  climb  550  ft.  per  minute  ;  service  ceiling,  10,000  ft. 


SOME  DETAILS  OF  THE  HANDLEY  PAGE  W.8  B  :  1,  Mounting  of  petrol  tanks  on  top  plane.  2,  Sketch  showing 
one  of  the  petrol  tanks.  3,  The  metal  shoe  on  the  tail  skid.  4,  Diagrammatic  view  of  port  engine  mounting. 

5,  Details  of  mounting  of  balanced  ailerons. 


■a  large  dihedral  angle,  and  has  a  monoplane  tail  of  very 
characteristic  outline,  especially  as  regards  fin  and  rudder. 
The  tail  plane  is  of  the  trimming  type,  and  is  operated  by  a 
handle  mounted  on  the  starboard  side  of  the  pilot’s  cockpit. 

As  already  mentioned,  the  first  of  the  W.SB’s,  the 
G  EBRG,  is  going  to  Martlesham  for  type  tests.  Official 
performance  figures  are  not,  therefore,  available  as  yet. 


The  weight  ot  the  machine  empty  is  7,200  lbs.,  and  the 
total  loaded  weight,  12,000  lbs.  The  load  is  composed  as 
follows  :  Petrol  for  3  J  hours  ( r  3.7  gallons),  1,000  lbs  (normally 
the  machine  would  use  approximately  100  gallons  on  the  trip, 
leaving  a  safe  maTgin  for  emergency)  ;  oil  (10  gallons),  100  lbs.; 
pilot,  160  lbs. ,  i2~passengers  at  180  lbs.,  2,160  lbs. ;  and 
approximately,  is^’cwt.  of  cargo,  1,380  lbs. 
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TO  RIO  TRANSATLANTIC  ATTEMPT 


Flight  Delayed  by  Mishap 


\  MISHAP  in  alighting  on  a  rough  sea  has  resulted  in 
temporarily  postponing  the  completion  of  the  splendid 
flight  undertaken  try  Capt.  Sacadura  Cabral  and  his  navigator, 
t  apt.  Gago  Con  tin  lio,  in  a  Fairey  seaplane,  Rolls-Royce 
"  Kaglc  ”  engine.  It  appears  that  in  alighting  near  St.  Paul’s 
Rock  the  machine  was  badly  damaged  in  the  rough  sea, 
and  that  unless  another  machine,  or  at  any  rate  spare  parts 
such  as  floats  ,  etc.,  be  sent,  the  flight  will  have  to  be 
abandoned.  We  learn,  however,  that  one  or  the  other  is  to  be 
sent,  and  that  the  gallant  officers  will  thus  be  able  to  continue 
the  flight  so  splendidly  begun,  with, 

Jet  us  hope,  better  success. 

If  may  not  be  without  interest  to 
summarise  briefly  the  facts  relating  to 
the  first  stages  of  l he  flight.  Leaving 
Lisbon  on  March  30,  at  6.55  a.m.,  the 
u  Lusitania,”  as  the.  machine  has  been 
christened,  arrived  at  Las  Palmas, 

Canary  Islands,  at  3  30  p.m.,  having 
covered  a  distance  of  approximately 
900  miles  in  8^  hours.  Unfavourable 
weather  conditions  prevented  a  start 
being  made  until  April  z,  when,  the 
weather  moderating  a  little,  the 
machine  got  away.  It  had  not,  how¬ 
ever,  proceeded  far  before  the  weather 
again  became  very  bad,  and  the 
machine  had  to  come  down  in  the 
bay  of  Gando.  It.  was  some  little 
time  he  fore  news  of  the  machine 
reached  this  country,  and  some 
anxiety  was  beginning  to  be  felt, 
although  it  was  generally  hoped  that 
the  Fairey  would  be  able  to  weather 
the  storm .  A  couple  of  days  were  now 
spent  waiting  for  the  weather  to  im¬ 
prove,  and  on  April  4  another  start  was 
made  at  8.30  a  m  ,  the.  machine  reaching 
St.  Vincent,  Cape  Verde  Islands,  after 
a  flight  of  about  10  hours'  duration. 

V  period  of  tempestuous  weather,  quite  unusual  for  this 
tune  of  the  year,  delayed  the  ”  Lusitania  ”  at  the  Cape 
Verde  Islands  until  April  17,  when  the  machine  was  flown 
from  St.  Vincent  '<>  Santiago,  another  island  of  the  Cape 
Verde  group.  The  next  morning,  before  dawn,  a  start 
was  made  from  Santiago,  and  the  machine  commenced  its 
longest  trip,  to  Fernando  Noronha,  a  small  island  off  the 


Brazilian  coast.  It  was  realised  that  difficulty  might  be 
experienced  in  reaching  Fernando,  and  a  Portuguese  man-of- 
war  had  been  stationed  at  St.  Paul's  Rock,  a.  very  small 
piece  of  rock  situated  almost  on  the  line  and  in  approximately 
2<j°  west  longitude.  It  will  easily  be  realised  that  to  have 
"  made  "  this  tiny  rock  in  the  wastes  of  the  Atlantic  Ocean 
must  have  required  no  mean  navigational  skill,  and  it  is 
to  the  credit  of  Capt.  Ooutinho  that  he  succeeded  in  guiding 
the  machine  so  unerringly.  A  slight  miscalculation  might 
easily  have  resulted  in  the  loss  of  both  machine  and  crew. 

The  reports  dealing  with  the  facts 
which  led  to  the  wreck  of  the  machine 
at  St.  Paul’s  are  somewhat  vague,  but 
it  appears  that  in  alighting  the  floats 
were  damaged,  a  high  sea  running  at 
the  time.  Presumably  it  was  found 
that  the  petrol  w-as  running  short,  and 
it  was  then  decided  to  alight,  in  order 
to  take  on  board  fresh  supplies  from 
the  Portuguese  vessel  stationed  at  the 
rock.  That  the  machine  should  have 
been  damaged  is  greatly  to  be  re¬ 
gretted,  but  it  is  hoped  that  the 
remainder  of  the  trip  may  be  com¬ 
pleted  without  accident  as  soon  as 
the  necessary  spares,  or  a  fresh 
machine,  can  be  sent  out. 

In  the  meantime,  what  has  already- 
been  accomplished  is  a  very  fine  per¬ 
formance  indeed,  and  deserves  to  rank 
among  the  historical  flights  of  the 
world .  It  is  a  credit  not  only  to  the 
pilot,  and,  especially',  the  navigator, 
but  also  to  the  machine  and  engine 
The  Fairey  seaplanes  have  established 
an  enviable  reputation  for  robustness 
and  long  life,  and  the  Rolls-Royce  en¬ 
gines  already  have  to  their  credit  such 
flights  as  the  London  to  Australia,  Cairo 
to  the  Cape,  flight  across  the  Atlantic 
(non-stop),  etc.  Thus  the  British  aircrafts  industry  cannot  fail 
to  benefit  from  such  a  splendid  performance,  even  if  the  crew 
of  the  machine  are  not  British.  We  are  certain  that  no  one, 
least  of  all  British  pilots  and  navigators,  will  be  grudging  in 
their  praise  of  -what  has  already  been  accomplished,  and  that 
all  will  join  us  in  wishing  the  two  gallant  Portuguese  officers 
every  success  on  the  last  stages  of  their  memorable  flight. 


The  Lisbon-Rio  Flight  :  Sketch 
map  of  the  route.  The  distances 
marked  are  approximate  only. 


The  Lisbon-Rio  Flight  :  The  Fairey  seaplane 

<*> 

London's  War  Scars 

”  The  scars  that  London  received  during  the  air  raids 
are  rapidly-  healing,  and  there  will  soon  be  few-  of  these 
historic  marks  left.  Such  as  these  are,  are  treasured  as 
honourable  wounds,  but  none  more  so  than  those  caused  by 
the  bomb  which  fell  at  the  base  of  Cleopatra's  Needle, 
which  itself  w-as  slightly-  chipped.  The  Sphinxes  were  hit 
in  several  places  and  the  paving  torn  up,  but  when  it  was 


“  Lusitania,”  Rolls-Roycej“  Eagle  8  ”  engine,  taxying. 

repaired  such  stones  as  were  not  hopelessly  damaged  were 
carefully  replaced,  and  thousands  have  visited  the  spot  to 
look  with  interest  at  the  scars.  Men  have  recently  been  at 
work  on  the  pavement,  and  fear  was  felt  that  these  damaged 
stones  would  disappear,  but  the  authorities  had  no  such 
vandalistic  ideas,  and,  after  re-bedding,  the  stones  have  been 
laid  again  in  their  former  position.  So  Londoners  will  still 
be  able  to  show  each  other  these  marks.” — ( Morning  Post). 
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MEMORIAL  SERVICE  TO  SIR  ROSS  SMITH  AND 

LIEUTENANT  BENNETT 


*HV.  impressive  was  the  Memorial  Service  for  Capt.  Sir  Ross 
.  miLh  and  Lieut.  J  M.  Bennett.  on  April  20,  at  The  Sanctuary 
oi  Australia  House — St,  Clement  Panes  when  the  sacred 
edifice  was  very  beautifully  decorated  with  Raster  lilies 
and  other  flowers.  Sir  Keith  Smith  and  members  of  every 
branch  and  rank  of  the  K.A.R.  were  there  to  pay  a  last 
10 non r  to  the  two  famous  aviators,  ami  a  vast  assembly 
of  fnends  and  sympathisers  filled  the  church  to  Overflowing. 

iiny  officials  of  the  Australian  Commonwealth  and  of  the 
Australian  community  in  London  being  present.  The 
Tr'  i  'f1*  \'<'r  VK’'  was  conducted  by  the  Rev.  V\  .  Pennington- 
Bicktord,  Rector  ;  the  lessons  were  read  by  the  Rev.  Henry 
Howard  (South  Australia);  Mr.  Arthur  Mason  (late  organist, 
Sydney  town  Hall)  was  at  the  organ,  and  the  central  band 
ot  the  Royal  Air  Force,  under  Flying  Officer  J.  Amers.  was 
present  ,  its  buglers,  after  the  blessing,  sounded  the  Last 
1  ost  ,  and  the  baud  played  the  Dead  March  in  "  Saul  ” 
and  the  Hallelujah  Chorus, 

Towards  the  end  of  the  service  the  Rev.  H.  D.  L.  Viener, 
Chai 'lam-in -Chief  to  the  K.A.F.,  gave  a  short  address,  in 
which  he  paid  a  high  tribute  of  admiration  to  the  dead 
pilots. 

A  Masonic  Prayer,”  on  the  Passing  of  a  Brother,  by  Louie 
ennington- Bickford,  concluded  the  great  tribute  of  sympathy 
and  sorrow  accorded  to  the  men  who  had  been  so  suddenly 
taken  from  us. 

Besides  Sir  Ross'  brother,  Sir  Keith  Smith,  amongst 
those  who  attended  the  Service  were  Mr.  George  W.  Chamber 
lam,  cousin,  and  Mr.  and  Mrs.  K.  K.  Brindley  unde  and 
annt  of  Lieut.  Bennett.  The  congregation  included'  Brig. 
General  E.  P.  Trotter,  representing  the  Prince  of  Wale:  ; 
Lord  Gorrpl  (Under-Secretary  tor  \ir)  and  Sir  \V.  H.  G. 
Salmoud  (Di  rector -General  of  Supply  and  Research),  rep  re 
seating  the  Ait  Ministry  .  Air-Mar:- ha  I  Sir  H.  M.  Tremhard, 
i  hiet  of  the  Air  Staff  ;  Major-General  Sir  Frederick  Sykes 
Colonel  Stuart  Sankcy,  representing  the  Lord  Mayor,  and 
Colonel  Hogben,  representing  the  High  Commissioner  tor 
Australia. 

Messrs  Vickers,  Ltd.,  were  represented  by  Mr.  Douglas 
\ickers.  M.P.  (Chairman),  Commander  Sir  Trevor  Dawson, 
bu  Vincent  Caillard,  Lieut, -Colonel  W.  C.  Syrnon,  Mr.  Percy 
'■  ’rant,  and  Mr  W.  1'.  Sadler  ;  while  on  behalf  of  the  Aviation 
Department  of  the  firm  there  were  present  Capt  II.  E  P.  Lb 


A  eland,  Brig.  General  W.  P.  Caddell,  Air.  Percy  MaXwell- 
Muller,  Air.  R.  K.  Pierson,  Capt.  S.  Cockerell,  and  Capt.  1C 
Broome. 

Lord  Wotlehouse,  representing  Mr  Churchill,  Capt.  the 
Hon.  F.  E.  Guest,  M  P.,  Secretary  of  State  fur  Air,  Air  Vice- 
Marshal  Sir  j.  M.  Salmond.  Col.  the  Hon.  Sir  James  Allen, 
the  High  Commissioner  for  New  Zealand,  Sir  Harry  Brittain, 
representing  Messrs,  Napier  and  Sons,  Mr.  A.  H.  Ash  bolt. 
Agent-General  for  Tasmania,  the  H011  John  Ale  Whae,  rep  re 
sentmg  the  Agent-General  for  Victoria,  Maj.-Gon.  Sir  Scfton 
Brancker.  Mr.  Patrick  Alexander,  representing  1  he  Aeronautical 
Society. 

Lieut. -Col  F.  l\  Ah  Lean  and  Lieut. -Contdr.  H.  K.  Perrin, 
representing  the  Royal  Aero  Club,  Air.  Andrew  Fislicr, 
ex.-lligh  Commissioner  for  Australia,  Capt.  A.  S.  Little¬ 
johns,  CMC,  the  Naval  representative  for  Australia, 
Air  Vice -Marshal  J.  F,  A.  Higgins,  Air  Vice -Marshal 
A.  V  A'yvyan,  Ait  Commodore  O.  Swann,  Air  Commodore  F.  R. 
Scarlett,  Air  Commodore  II.  R  Al.  Brooke-Popham,  Air 
Commodore  C.  L.  Lam  be,  Air  Commodore  J.  M.  Steele, 
Air  Commodore  C.  A.  H.  Longcroft,  Brigadier-General 
R  K.  BagnaU-AVild,  Air  Commodore  1-  C.  llalahaii.  Air.  John 
Cates,  Colonel  Beatty,  Air  F,  Fisher,  representing  Sir  Charles 
Wakefield.  Mt.  J.  L.  Jones,  t<  presenting  Lloyd's.  Mr.  C.  G.  H. 
Winter  (Napier  Aviation  Depot),  etc.,  etc, 

On  Saturday,  April  22,  a  special  service  was  also  conducted 
at  Messrs.  Vickers,  Ltd.,  Wey bridge  Works.  Here  were 
gathered  together  in  grief  lot  the  men  they  had  known, 
loved  and  so  much  respected,  the  employees  and  others 
associated  with  the  actual  construction  side  of  Messrs.  Vickers' 
Aviation  Works,  Some  700  or  800  workers,  in  addition  to 
1  lie  Management  Staff  and  Head  Office  representatives, 
were  present  and  the  associations  of  the  scene  added  to  tin 
sincerity  and  pathos  of  the  ceremony.  It  was  at  these 
Works  that  the  machine  was  constructed  in  which,  Sir  Ross 
Smith  and  Lieut.  Bennett  lost  their  lives,  and  also  the  aeroplane 
upon  which  was  accomplished  the  great  Australian  flight, 
as  well  as  the  machine  upon  which  the  late  Sir  John  Alcock 
and  Sir  A.  Whitten  Brown — who  was  at  the  service  on 
Saturday  made  their  historic  Atlantic  crossing.  And, 
finally,  the  service  was  conducted  within  a  few  hundred 
yards  of  the  spot  0)  the  disaster#  The  snrromu Fn  _s  were  a 
fitting  frame  to  the  solemn  ceremon> 


<$>  <$>  <$>  <3> 

THE  LONDON-CONTINENTAL  SERVICES 


FLIGHTS  BETWEEN  APRIL  16  AND  APRIL  22,  INCLUSIVE 
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D.ll.  4a  G-EAWH  (ih.  46m.) 


P.H.4  G  KAMI'  (>h.  7m.) 


B.  (4),  Er.  (1),  D.H.  4  (2),  D.H. 
0  (1).  D.H.  iS  (2),  D.H.  34  (i), 
G.  (S),  H.P.  (tj,  Sp.  (i),  V.  (1). 
B,  (7),  Br.  (1),  D.H.  4  ( 2),  D.H. 
18(2),  D.H.  34  1 1  )f  G.  (6),  H.P. 
(i),  Sp.  (»),  V.  (,). 

F.  (4). 


Fokkcr  H-N A BK  (jh.  41m.)  1  F.  (5). 


Not  including  “  private  ”  flights. 


F. 


Also  one  flight  each  way  between  Croydon  Bmsseh. 

t  Including  certain  journeys  when  stops  were  made  eti  route. 
t  Including  certain  diverted  journeys. 

A  c  T,Avro-  r  B.  =  Breguet.  Br,  =  Bristol.  Bt.  =  B.A-T.  *  D.H. 4  =  De  Havilland  4,  D.H.9  fete.). 

-  Fokker.  Fa.  =  Farm  an  F.  50.  G.  =  Goliath  Farman.  H.P.  =  Handley  Page.  M,  *=  Martinsyde.  N.  =  Nieuport. 

•  —  Bumpier-  Sa.  =  Saimsoo.  Se.  =  S.E.5.  Sp.  =  Spad.  V.  =  Vickers  Vimy.  W.  ■■  Westland. 

I  he  following  is  a  list  of  firms  running  services  between  London  and  Paris,  Brussels,  etc.,  etc.: — Co.  des  Gran  des 
Expresses  A6nennes  >  Daimler  Hire  Ltd.;  Handley  Page  Transport,  Ltd.;  Instone  Air  Line;  Koninklijkie  Lucbtvaart 
.laatschappij ;  Messageries  Adriennes ;  Syndicat  National  pour  I’Etude  des  Transports  Adriens;  Co.  Trausaerienne. 

<£>  <$>  <$> 

Berlin -Moscow  Air  Service  establishing  an  air  service  between  Berlin  and  Moscow. 

An  agreement  has  been  signed  between  the  Soviet  The  service  is  to  be  postal  only  at  first,  with  three  flights 


Government’s  representatives  and  the  German  Aero  Union 
for  the  formation  of  a  company  with  the  object  of 


weekly  each  way,  and  it  is  hoped  to  do  the  journey  within 
twenty-four  hours. 
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- — V 


LONDON  TERMINAL  AERODROME 


Monday  evening, 

April  24 

A  fresh  newspaper  service  to  Paris  lias  been  started  this 
week.  The  Times  have  chartered  a  special  machine  from 
the  Instone  Air  Line  which  is  scheduled  to  leave  at  0  a.m 
each  day.  Morning  mist  has  interfered  with  this,  and  other 
morning  services  to  some  extent,  but  on  the  whole  these 
early-morning  services  are  cpiite  good  for  the  time  of  year. 

The  K.L.M.  re-started  their  service  between  London  and 
Amsterdam  on  Tuesday,  and  are  already  beginning  to  get 
back  some  of  their  parcels’  traffic,  which  was  the  chief  feature 
of  this  service  last  year.  Several  Dutch  journalists  have 
made  the  air  journey  during  the  week,  and  were  keenly 
interested  in  all  they  saw  at  Croydon,  being  much  impressed 
with  the  arrangements  and  the  general  air  of  activity. 

The  Fokker  monoplanes  have  been  overhauled  during  the 
winter.  New  compass-mountings  have  been  provided,  and 
the  interference  which  was  caused  by  the  old  steel  “  joy-stick  " 
has  been  eliminated  by  the  fitting  of  a  noil-magnetic  one. 
Each  monoplane  has  also  been  provided  with  an  emergency 
exit  in  the  roof,  which  is  opened  by  pulling  two  straps,  and 
gives  access  to  the  top  of  the  wooden  wing.  The  emergency 
exit,  however,  seems  only  to  have  been  designed  for  slim 
people.  A  stout  passenger  would  certainly  be  in  trouble 
if  he  had  occasion  to  use  it.  Once  out  on  the  top,  ropes  are 
provided  for  stranded  passengers  to  hang  on  by,  as  it  is 
calculated  that  the  wing  would  float  like  a  raft. 

All  the  pilots  on  the  K.L.M.  service  are  now  of  Dutch 
nationality,  and  Messrs.  Hofstra  and  Geysendorfer,  who  flew 
on  the  service  last  year,  are  bringing  the  new  pilots  across 
as  passengers  to  enable  them  to  get  used  to  the  route.  Mr. 
Van  der  Hoop  made  his  first  trip  as  pilot  during  the  week 
and.  on  arriving  at  Croydon,  had  to  land  down  the  slope  of 
the  aerodrome  into  a  north  wind.  Even  pilots  with  plenty 
of  experience  of  Croydon  find  this  a  ticklish  job  at  times, 
and  Mi  Van  der  Hoop  only  just  managed  to  avoid  running 
into  the  Disposal  Company's  hangars,  Other  new  pilots  on 
the  K.L.M.  service  ate  Messrs.  Warn  an  r,  Silevis  and  Pyl 

Fixed  “  Air  Roads  ”  to  Paris 

Several  meetings  of  pilots  have  been  held  during  the 
week  to  attempt  to  select  definite  routes  on  the  London- 
Pails  airway,  and  certain  suggestions  have  been  submitted 
to  the  Air  Ministry  as  the  result  of  these  meetings.  The 
.stretch  of  railway  between  Oxted  and  Ashford  was  suggested 
as  one  section  of  the  route  on  the  British  side,  while  in  France 
the  railway  from  Etaples  to  Abbeville,  and  the  main  road 
from  Abbeville  to  near  Le  Bourget,  were  considered  the  best 
guide-  it  was  also  suggested  that,  in  addition  to  the  rigid 
observance  of  the  rule  “  Keep  to  the  right,”  pilots  who  did 
not  wish  to  fly  along  this  route  should  keep  at  least  a  mile 
away  from  it,  and  also  maintain  a  sharp  look-out. 

The  usual  spring  disturbance  of  the  aerodrome  has  begun. 
Throughout  the  winter,  when  there  is  Utile  traffic,  the  whole 
of  the  landing-ground  is  free  from  obstruction;  but  as  soon 
as  traffic  begins  to  "  boom,”  and  machines  are  constantly 
arriving  and  departing,  workmen  swarm  over  the  ’drome, 
and  stick  up  obstruction  flags  until  there  has  almost  to  be  a 
committee  meeting  of  pilots  and  managers,  before  the  de¬ 
parture  of  every  machine,  to  decide  how  these  flags  can  be 
dodged.  As  to  pilots  coming  in,  it  is  surprising  that  they 
manage  to  land  at  all. 

At  present  harrowing  and  rolling  operations  are  being 
carried  out,  and  “  bumps  ”  are  also  being  levelled  ;  while  the 
petrol-filling  points  which  are  being  constructed  seriously 
handicap  machines  "  taxying  ”  up  to  the  departure  platform. 
More  than  one  machine  has  damaged  its  under-carriage  by 
sulking  into  a  pipe-line  trench  which  has  been  badly 
lillcd-in. 

The  New  Handley  Page  “  Express  ” 

The  first  of  the  Handley  Page  ”  W.8  B’s  ”  visited  the 
aerodrome  on  Friday  to  pick  up  a  new  "  prop,”  before 

<3> 

A  Cairo- Baghdad  Air  Service  Testimonial 

Mr.  Montague  Beu,,  managing  directing  of  Near  East, 
who  left  Cairo  on  March  6,  by  air  mail  for  Baghdad,  has  since 
returned,  states  The  Times  Cairo  correspondent.  He  had 
an  adventurous  voyage,  which  was  delayed  by  several  false 
landings. 

Mr.  Bell  could  not  speak  too  highly  of  the  ingenious  method 
by  which  this  newest  air  mail  route  is  marked  and  the 
organisation  which  combined  to  eliminate  the  perils  of  a 


proceeding  to  Marttesham  Heath  for  **  type  ”  tests,  The 
machine  appears  to  be  very  satisfactory,  aiid  lands  at  some 
thing  under  45  miles  an  hour  I  t  is  to  be  hoped  that  Martlo- 
sham  will  manage  to  pass  this  machine  out  in  time  for  it  to 
be  put  on  the  service  tins  year,  as  Handley  Pago  Transport 
have  already  been  obliged  to  refuse  passengers'  owing  to  a 
shortage  of  flying  stock. 

The.  Daimler  Airway  is  now  running  more  smoothly,  and 
Col.  Searle  was  at  the  aerodrome  oil  Friday,  making  a  tour 
of  the  offices  and  hangars  of  that  firm.  The  erection  of  the 
dynamometer  for  testing  the  ”  Lions  ”  in  the  Daimler 
D.H,  34's  is  still  uncompleted,  although  a  water-tower  has 
made  its  appearance  above  the  shed,  and  a  miniature  railway 
has  been  laid  down  from  the  hangar  to  the  dynamometer 
shed. 

Popularity  of  the  French  “  Goliath  ” 

More  and  more  "  Goliaths  ”  are -being  put  on  the  service 
by  the  French  companies.  This  machine  appears  to  be  the 
only  really  commercial  proposition  that  the  French  have 
turned  out  as  yet,  and  both  the  French  companies  are  using 
it  in  increasing  numbers.  One  day  during  the  week  there 
were  four  of  these  giant  machines  at  Croydon,  and  the 
”  C.A.T.O.”  was  hard  put  to  it  to  find  shed  accommodation, 
one  of  them  having  finally  to  be  housed  in  the  Handley  Page 
shed. 

Parcels  by  Air  from  Morocco 

The  Message  it  es  Aericnnes  have  received  a  parcel  by  'plane 
from  Paris  which  was  despatched  by  air  from  Morocco.  It 
travelled  by  air  between  Casablanca  and  Toulouse,  from 
there  to  Paris  by  train,  and  on  to  London  in  one  of  the  M.A. 
machines.  The  parcel  contained  overcoats — though  why 
overcoats  should  come  from  Morocco  nobody  has  yet  been 
able  to  explain. 

The  M.A.  have  now  two  of  their  own  vans  for  parcels 
collection  and  delivery,  painted  the  firm's  own  particular 
shade  of  brown.  Their  early-morning  newspaper  service 
from  Pans  has  been  maintained  with  considerable  regularity, 
but  the  service  to  Paris  has  suffered  from  interruption  owing 
to  the  prevailing  northerly  winds,  which  have  blown  the 
London  smoke  across  the  aerodrome  at  Croydon,  seriously 
impairing  visibility  in  the  early  hours. 

The  installation  of  wireless  telephones  is  causing  con¬ 
siderable  trouble  and  anxiety  to  the  foreign  companies. 
The  apparatus  supplied  to  them  is  not  apparently  up  to 
the  standard  of  British  sets.  No  foreign  machine,  in  fact, 
seems  as  yet  to  have  had  a  wireless  set  which  was  satisfactory, 
although  several  have  been  tried.  It  has  been  suggested  that 
British  sets  might  be  supplied  to  foreign  companies  through 
Marconi  ramifications  in  various  countries.  The  air  transport 
people  are  very'  anxious,  now,  to  provide  their  machines 
with  wireless,  but  naturally  they  arc  not  keen  on  paying  for 
apparatus  which  is  useless. 

Fresh  Road  Transport  Arrangements 

A  new  motor-car  firm  for  the  conveyance  of  passengers 
between  London  and  the  aerodrome  has  made  its  appearance. 
It  is  employed  by  the  K.L.M.  and  the  Messageries  to  handle 
the  road  transport  of  their  passengers.  If  there  is  anything 
in  a  name  this  one  should  be  lucky,  as  the  motor  firm  rejoices 
in  the  title  of  “  The  Black  Cat  ”  Motor  Company.  Each 
car  has,  in  fact,  a  black  cat  on  its  radiator. 

Another  regular  user  of  the  airways  has  come  into  the 
limelight  this  week,  A  lady  dressmaker,  with  an  exclusive 
clientele  in  the  West- end,  isnowin  the  habit  of  visiting  Paris 
by  air  each  week  in  order  to  keep  in  touch  with  the  latest 
vagaries  of  faxhion.  So  regular  have  her  aerial  trips  become 
that  the  Grands  Express,  upon  whose  machines  she  always 
travels,  have  come  to  regard  her  as  a  mascot. 

The  Surrey  Flying  Services  are  now  getting  an  increasing 
number  of  joy-riders,  and  Capt.  Muir  is  quite  busy  fixing 
up  arrangements  to  provide  flying  facilities  at  country  fairs 
and  fStes.  This  company  is  hoping  to  have  in  operation, 
shortly,  several  machines  for  air  taxi  work. 

<$> 

journey  of  500  miles  over  a  trackless  desert.  His  experiences 
showed  him  what  grit  and  endurance  the  maintenance  of 
the  navigation  of  this  route  demand,  and  the  keenness  and 
pluck  with  which  the  Air  Force  carries  out  the  mail  duties, 
lie  had  opportunities  of  gauging  the  moral  effect  that  this 
service  exercised  on  the  peoples  of  the  regions  traversed, 
which  augurs  well  for  the  success  of  the  experiment  which  is 
about  to  be  introduced  in  the  direction  of  entrusting  the 
.Air  Force  with  the  military  control  of  Iraq. 
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ROYAL  AERONAUTICAL  SOCIETY  NOTICES 


Students’  Section. — The  following  revised 
programme  has  been  arranged  : — 

Friday,  April  28. — Library  of  Royal  Aero¬ 
nautical  Society,  6.45  p.m.  Student's 

paper  (postponed  from  March  3).  "  Some 

Notes  on  Commercial  Aircraft,"  by 
Stanley  H.  Evans.  Mr.  H.  P.  Folland  in 
the  Chair. 

Saturday,  May  6. — Visit  to  the  de  Havilland 
Aircraft  Works,  Edgware.  Meet  at 

Works,  lo^fa.m.  'Bus  leaves  Kilburn  Park  Station 
(Baker loo  Tube)  at  9,30  ami. 


Wednesday,  May  31. — Visit  to  the  Royal  Aircraft  Establish¬ 
ment,  South  Farnborough.  Meet  at  8.40  a.m.  for 
special  tickets  at  Booking  Office,  Waterloo  Station 
(L.  and  S.W.R.),  for  9  a,m.  train, 

Saturday,  June  3. — Visit  to  the  National  Physical  Laboratory, 
Teddington.  Meet  at  9.15  a.m.  for  special  tickets  at 
the  Booking  Office,  Waterloo  Station  (I,,  and  S.W.R.). 

Students  are  requested  to  give  in  their  names  immediately 
for  the  visits  they  wish  to  attend  in  order  to  obtain  cheap 
travel  facilities.  The  Hon.  Secretary  will  meet  Students 
at  places  and  times  mentioned  for  issue  of  these  tickets. 

W.  LOCKWOOD  MARSH,  Secretary 


S  H  H  S 

THE  INSTITUTION  OF  AERONAUTICAL  ENGINEERS 


By  the  courtesy  of  Mr.  F,  R. 
Simms  a  visit  was  paid  on  April  12 
by  the  members  of  the  I.  Ae.E.  to  the 
works  of  Sitmn.s  Motor  Units  (1920), 
Ltd.  The  whole  process  of  manu¬ 
facture  of  the  Simms  Magneto  was 
seen,  from  the  raw  materials  to  the 
finished  product  ;  the  use  of  hot 
brass  pressings  and  die  castings  was  explained  in  detail. 
Note  was  especially  made  of  the  various  testing  and  inspec¬ 
tion  methods  at  every  stage  of  manufacture,  more  particularly 
in  regard  to  armatures  and  condensers.  Some  interesting 
devices  were  shown  in  the  laboratory  for  making  mechanical 
and  heat  tests  on  moulded  insulation.  The.  testing  of  magnets 
was  demonstrated,  and  the  very  high  magnetic  qualities  of 
those  made  in  this  country  noted.  A  short  visit  was  also 
made  to  the  magneto  repair  works.  Repairs  to  all  makes 

0  0 

CORRESPONDENCE 

LIFEBELTS. 

[ 2054  j  The  question  of  lifebelts  for  use  in  commercial 
aircraft  was  considered  at  a  meeting  recently  held  in  the 
City,  and  the  unanimous  opinion  expressed  was  that  the 
present  type  is  not  satisfactory,  and  is  dangerous  unless  Used 
intelligently. 

What  appears  to  be  wanted  is  a  compact  and  light 
life-saver  which  is  entirely  foolproof  and  small  in  size 

Ibis  would  appear  to  be  a  fruitful  avenue  of  research 
for  the  inventive  genius  of  many  of  your  readers,  and  I 
should  be  obliged  if  you  would  give  this  matter  publicity. 

Yours  faithfully, 

H.  R.  Gillman, 

Secretary,  Lloyd's  Aviation  Record 

33  Comhill,  E.C.  3 

April  22,  1922' 

B  E  H  E 

Marseilles-Monaco-Marseilles  Race 

This  French  seaplane  contest  was  run  off  on  April  19, 
w  hen  six  naval  and  two  civilian  pilots  took  part.  M  Eynac, 
Under- Secretary  of  State  for  Aeronautics,  evinced  the  keenest 
interest  in  the  event,  and  had  flown,  in  a  Goliath  ire  m  Paris,  to 
Marseilles  in  5^  hours’  flying  time  a  couple  of  days  previously, 
in  order  to  be  present  at  the  start  and  finish.'  The  finish 
found  M,  Poire  e,  on  a  135  h.p.  Clerget-Caudron,  the  winner 
in  5  hours  1  min.,  Brou  on  a  Farman  being  second  in  8  hours 
14  mins. 

The  Zeebrugge  Annual  Reunion 

At  the  reunion  dinner  on  St.  George's  Day  (April  23),  at 
the  Cafe  Royal,  of  officers  who  took  part  in  the  naval  operations 
of  April  23  and  May  10,  191S,  which  resulted  in  the  blocking 
6f  the  harbours  of  Zeebrugge  and  Ostend,  about  100  officers 
from  the  Royal  .Navy,  Royal  Marines,  Royal  Air  Force, 
Royal  Naval  Reserve,  and  Royal  Naval  V  olunteer  Reserve 
were  present,  including 

Commander  A.  Cooper-Key,  Maj,  E.  Bamford,  V.C., 

D. S.O.^  Capt.  Sir  Ion  Hamilton  Benn,  D.S.O.,  M.P.,  Lieut'. 
J-  U  -  Keith  Wright,  D.S.C.,  Lieut. -Com.  F.  J.  Lambert,  Maj. 
1 .  F.  \  Cooke,  D.S.O.,  Commander  F.  E.  B.  Haselfoot,  R.N., 
Lieut. -Com.  L.  S.  Chappell,  D.S.O.,  Lieut. -Com.  P.  T.  Dean, 
V  C.,  M.F..  Lieut. -Com.  G.  H.  Drummond,  V.C.,  Admiral 
the  Hon.  Algernon  Boyle,  Capt.  H.  O.  Oliphant,  R.N.,  and 
Air-Commodore  A.  L.  Lambe,  D.S.O. 

It  is  intended  that  these  dinners  shall  be  held  on  St.  George's 
Day  in  each  year.  The  lion,  secretary  to  the  Dinner  Com¬ 
mittee,  Lieut.  J.  C.  Keith  Wright,  D.S.C.,  39,  Mark  Lane, 

E. C.,  will  be  glad  if  any  officer  who  has  not  been  notified  of 


of  magnetos  are  carried  out  in  a  very  systematic  manner, 
the  same  Care  and  testing  methods  being  applied  as  with 
the  new-  magnetos. 

Fixtures. 

April  2S,  (>  p.m. — Paper,  "  Some  Lbisettled  Problems  of 

Aeroplane  Design,”  read  by  Capt.  Sayers,  Engineers’ 
Club,  Coventry  Street. 

May  10,  2.30  p.m  —  Visit  to  the  National  Physical  Laboratory, 
Teddington.  The  number  of  the  party  is  limited  to 
13.  Tickets  must  be  obtained  from  the  Secretary  of 
the  Institution.  Members  should  apply  for  their  tickets 
early. 

May  25,  6  p.m. — Paper,  "  The  Seaplane's  Place  in  Aviation," 
read  by  Maj.  Hume,  Engineers’  Club,  Coventry  Street. 

J  une  7,  3  p.m  — Visit  to  the  Aeronautical  Section  of  the 
South  Kensington  Museum. 

|  une,  date  to  be  announced.  Visit  to  the  Croydon  Aerodrome 

IS  0 

these  arrangements  will  communicate  with  him.  As  announced 
last  week,  R  A  F.  officers  should  address  themselves  to  Air- 
Commodore  C.  L.  Lambe,  Air  Ministry. 

Italian  Air  Contests 

Details  are  now  available  trom  the  Italian  Aero 
Club  regarding  the  Piedmont  Grand  Prix  International 
Contest.  Forty  thousand  lire  will  be  handed  to  the  firm 
entering  the  winning  machine,  and  1 0,000  lire  to  the  pilot 
I  he  contest  will  take  place  in  the  last  week  of  June,  over  a 
circuit  Turin-Coni- Aleasandri a-Novare- Bi ella-T urm ,  a  distance 
of  about  220  miles,  to  be  covered  three  times.  Machines  wijj 
be  judged  on  their  commercial  utility,  cargo  carried,  petrol 
consumed,  commercial  speed,  and  minimum  speed.  Entries 
should  be  sent  to  the  Societe  Aviazione,  Torino,  Galleria 
Nazionale,  Scala  B,  by  June  13,  at  the  latest.  Each  entry 
must  be  accompanied  by  an  entrance  fee  of  1,000  francs, 
half  of  which  will  be  repaid  to  firms  entering  machines  which 
leave  the  starting  line. 

Altogether,  about  eleven  Italian  aeronautical  meetings 
have  been  announced  for  1922,  from  May  to  October,  including 
the  Schneider  Cup  at  Naples.  In  order  to  encourage  foreign 
entries  for  the  International  events,  the  Italian  Ministry  of 
Finance  has  consented  to  exempt  foreign  machines  partici¬ 
pating  in  aeronautical  races  which  will  take  place  in  Italy 
during  the  current  year  from  Customs  Duty  during  their 
temporary  importation. 

Institute  of  Transport 

From  May  17  to  20,  a  Congress  of  the  Institute  will  be 
field  in  London,  when  suitable  papers  will  be  read  and  dis¬ 
cussed.  A  very  attractive  round  of  items  has  been  arranged, 
and  included  in  this  programme  are  a  visit,  on  May  18,  to  the 
works  of  Messrs.  D.  Napier  and  Son,  Ltd.,  at  Acton,  and  the 
Aviation  Works  of  Messrs  Vickers,  Ltd.,  at  Weybridge. 
On  May  ig,  the  members  go  to  the  Croydon  Aerodrome.  The 
absence  of  an  aviation  paper  from  the  Congress  is  due  to  the 
fact  that  an  exhaustive  and  valuable  paper  was  read  before 
the  Institute  by  Sir  Henry  Wliite-Stnith  as  recently  as 
February  13  last.  The  Institute  cordially  recognises  the 
future  position  of  Aviation  in  Transport,  and  the  indefatigable 
Hon.  Secretary,  Mr.  H.  E.  Blain,  in  this  respect,  points  out 
that  "  it  is  the  desire  of  the  Institute  that  aviation  shall 
be  given  the  prominence  to  which  it  is  entitled,  and  it  might 
not  be  out  of  place  to  mention  that  those  engaged  in  aviation 
circles  are  eligible  for  membership,  and,  in  view  of  the  com¬ 
parative  infancy  of  this  branch  of  transport,  special  con¬ 
sideration  will  be  given  to  applications  for  membership." 

Further  particulars  can  be  obtained  from  Mr,  Blain  by 
those  interested  at  the  Institute  of  Transport,  1 5,  Savoy  Street, 
Victoria  Embankment. 
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THE  RITH  SEMI-RIGID  DIRIGIBLE 


Ai'ART  from  the  terrible  loss  of  life,  the  recent  regrettable 
accident  to  the  "  Koma  ”  airship  was  particularly  unfortunate 
in  that  much  valuable  data  relating  to  the  capabilities  of  the 
larger,  semi  rigid  type  of  dirigible  would  have  been  forth¬ 
coming  had  the  scries  of  tests  planned  for  this  ship  been 
carried  out.  As  we  have  remarked  in  F light  before,  it 
must  be  admitted  that  theoretically  the  send  rigid  type  as 
compared  with  the  rigid  type  of  airship  presents  many 
favourable  characteristics  from  the  commercial  service  aspect. 
The  accident  to  the  “  Roma,”  it  should  be  pointed  out,  does 
not  necessarily  indicate  a  failure  of  type,  any  more  than  the 
wreck  of  the  ”  R.58  proved  that  the  rigid  type  of  airship 
is  deficient.  At  any  rate,  the  semi-rigid  as  a  type  should  cer¬ 
tainly  be  the  object  of  further  investigation  and  development. 

In  a  recent  issue  of  our  American  contemporary  Aerial 
there  appeared  an  article  by  William  Knight,  ME.,  on  an 
interesting  type  of  send  rigid,  designed  by  Leon  Rith — a 
French  engineer,  for  many  years  director  of  tire  Eiffel  Labora¬ 
tory —  and  we  give  herewith  some  extracts  from  the  article 
in  question  describing  this  dirigible. 

In  a  great  inclination  of  the  axis  of  a  dirigible  over  the 
horizontal,  which  might  be  produced  by  a  number  of  causes 
without  always  having  the  time  to  correct  them,  the  tension 
in  the  gas-bag  at  tire  end  which  is  more  elevated  is  greatly 
increased.  Furthermore,  if  the  air  ballonnets  are  partially 
full  the  gas  has  a  tendency  to  rush  towards  the  elevated 
end  of  the  envelope,  thus  giving  rise  to  sudden  blows  which 
arc  so  much  more  powerful  as  the  cubature  of  the  airship  is 
larger.  We  thus  have  new  stresses  in  the  envelope  which 
an;  added  to  the  static  stresses  due  to  the  inclination  of  the 


in  the  partition  ballonnet  can  be  slight,  and  is  useful  only 
in  the  case  of  sudden  changes  of  the  direction  of  the  axis 
of  the  dirigible  with  respect  to  the  horizontal. 

In  order  to  stabilise  the  nose  of  the  dirigible.  Mr.  Ri til's 
project  provides  automatic  stabilising  planes  each  rotating 
around  the  axis  perpendicular  to  the  direction  of  the  relative 
wind,  aod  located  at  the  front  end  of  the  dirigible.  The 
automatic  operation  of  each  plane  is  produced  by  a  windmill. 

The  axis  of  rotation  of  each  stabilising  plane  and  the  axis 
of  the  corresponding  windmill  are  connected  to  each  other 
by  an  articulated  parallelogram  or  by  a  cable  passing  over 
pulleys  of  slightly  different  diameters.  These  automatic 
control  planes  may  be  very  small,  due  to  the  fact  that  they' 
are  located  on  the  front  of  the  dirigible,  which  renders  their 
action  a  good  deal  more  powerful  than  the  control  planes 
placed  on  the  rear.  It  should  be  easy  to  calculate  the 
mechanical  attachments  of  these  planes  so  as  to  make  them 
sufficiently  strong.  Under  these  conditions  the  dirigibles 
shall  be  able  to  advance  in  the  air  without  deviating  from 
the  straight  route,  due  to  the  fact  that  its  inertia  is  con¬ 
siderably  larger  as  compared  to  the  inertia  of  the  automatic 
stabilising  planes.  In  order  to  prevent  the  action  of  these 
automatic  control  planes  in  front  of  the  dirigible  from  inter¬ 
fering  with  the  action  of  the  rudders  on  the  rear,  it  shall  be 
sufficient  to  arrange  a  cable  transmission  leading  to  the  pilot 
pit  which  vrill  allow  the  pilot  to  act  at  the  same  time  both 
on  the  front  and  the  rear  planes  simultaneously,  the  motion 
of  the  control  planes  in  front  of  the  airship  being  the  reverse 
of  the  motion  of  the  corresponding  rear  planes.  I11  this  way 
the  dirigible  can  turn  more  rapidly  and  can  ascend  or  descend, 


airship  on  the  horizontal.  The  transverse  gas  partitions  do 
not  help  much  under  these  conditions,  because  they  will 
deformate,  and  their  deformation  cannot  entirely  be  prevented 
by  the  use  of  cables  without  hindering  the  use  of  the  ballonnets. 

Again,  a  dirigible  which  is  advancing  at  a  certain  speed 
in  the  air  is  subject  to  the  same  condition  as  if  it  were  kept 
stationary  in  a  strong  wind.  Under  these  conditions  it  is 
almost  impossible  to  keep  the  axis  of  a  non-rigid  dirigible 
always  in  the  direction  of  the  wind.  As  soon  as  a  movement 
of  a  rudder  or  any  other  condition  slightly  changes  the 
direction  of  its  axis  in  relation  to  the  direction  of  the  wind, 
the  action  of  the  wind  will  have  a  tendency  to  still  further 
increase  the  angle  between  the  axis  of  the  dirigible  and  the 
direction  of  the  wind.  The  result  is  that  the  dirigible  follows 
an  unstable  route  which  must  always  be  corrected  by  the 
rudders.  Thus,  unless  the  envelope  is  subjected  to  relatively 
high  internal  pressure  it  must  necessarily  bend,  and  the 
dirigible  will  bo  subject  to  some  snake-like  movements  in  its 
flight. 

In  order  to  be  able  to  build  dirigibles  of  the  non-  or  semi¬ 
rigid  type  with  a  large  cubature,  we  must  devise  some  means 
of  giving  the  dirigible  a  sufficient  degree  of  rigidity',  and 
also  we  must  stabilise  its  nose.  In  the  Rith  dirigible  ( see 
illustration)  the  rigidity  is  obtained  by  placing  in  the  middle 
of  the  ship  a  bi-convex  gas  ballonnet  in  which  the  gas  pressure 
is  maintained  slightly  superior  to  the  external  gas  pressure 
on  each  side  of  it.  In  this  way  the  two  sides  of  the  ballonnet 
are  under  pressure,  and  in  the  case  of  a  rapid  inclination  of 
the  axis  of  the  dirigible  over  the  horizontal,  either  one  side 
or  the  other  is  ready  to  resist  the  impact  of  the  gas.  At 
the  same  time  movements  of  large  masses  of  gas  are  prevented. 
In  addition  to  containing  hydrogen  this  central  partition 
ballonnet  also  contains  an  air  ballonnet.  The  expess  pressure 


preserving  always  the  horizontal  position.  When  the  dirigible 
strikes  a  transversal  wind,  the  front  control  planes  automati¬ 
cally  accomplish  the  necessary  manoeuvring  for  keeping  the 
ship  in  the  desired  direction. 

It  is  claimed  the  new'  design  by'  Rith  (if  its  practical  realisa¬ 
tion  shall  prove  to  be  successful)  allows  to  build*  non-rigid 
dirigibles  of  large  cubature  and  great  speed  of  a  simple  and 
economical  construction  and  easy  operation,  without  increasing 
either  the  weight  or  the  air  resistance  to  any  appreciable 
extent.  The  illustration  gives  the  outline  of  a  52,000  cubic 
metre  dirigible  with  helium  compartments  designed  by  Rith. 
Only  one  central  partition  ballonnet  has  been  considered 
necessary  for  this  design.  Two  other  similar  ballonnets  are 
located  at  both  ends  of  the  ship,  the  one  at  the  front  end 
being  subject  to  a  pressure  slightly  above  the  aerodynamic 
pressure  prevailing  at  that  point  in  flight.  The  rear  ballonnet, 
being  under  pressure,  offers  the  advantage  of  providing  a 
better  support  for  the  control  planes.  The  length  between 
either  the  front  or  the  rear  ballonnet  to  the  centre  ballonnet, 
is  not  larger  than  the  length  of  a  small  non-rigid  dirigible. 

I  f  more  than  one  ballonnet  at  the  centre  shall  be  needed, 
this  can  be  done  without  increasing  the  weight  to  any  appre¬ 
ciable  extent.  In  a  military  dirigible  it  would  be  desirable 
to  have,  instead  of  one  central  partition  ballonnet,  two  of 
them  placed  on  each  side  of  the  centre  of  gravity'.  This 
would  allow  the  throwing  of  heavy  bombs  without  any'  danger. 
These  two  partition  ballonnets  would  not  in  any  wray  prevent 
the  establishment  of  static  equilibrium  by  using  double  air 
ballonnets. 

Two  other  particulars  of  this  design  are  worth  mentioning. 
One  is  the  carriage  placed  at  the  front  end  of  the  ship,  moving 
on  a  rail  around  the  mooring  mast,  This  it  is  anticipated  will 
reduce  the  vertical  oscillations  of  the  ship  when  it  is  moored 
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u,nd  allow  unloading  rapidly  without  losing  gas  (See 
illustration.)  ' 

I  he  ot  her  particular  of  this  design  is  tire  provision  made 
tor  using  helium  in  a  series  of  compartments  located  above 
the  passengers’  cabin  and  all  other  places  subject  to  lire  risks. 
In  the  illustration  is  given  the  transversal  section  of  this 
balloon  when  helium  compartments  are  used  at  the  bottom 
I  he  sm  lace  separating  the  hydrogen  and  the  helium  shall 
consist  of  two  light  fabrics  ;  the  lower-one  has  some  holes  in 


if.  the  upper  one  is  gas-tight  and  of  a  larger  surface  so  as 
to  allow  for  the  expansion  of  the  helium.  The  upper  dotted 
line  shown  in  the.  transversal  section  in  Fig.  1  shows  the 
position  of  this  separating  surface  in  the  expanded  position. 
I  ho  lower  dotted  line  .shows  the  position  of  the  partition  if, 
due  to  an  accident,  a  helium  compartment  should  break, 
letting  the  helium  escape.  Altogether  the  volume  of  the 
helium  used  in  this  design  will  be  about  one-tenth  of  the 
volume  of  hydrogen  used. 
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PERSONALS 


To  be  Married 

The  engagement  is  announced  between  Capt.  A.  G.  A. 
Hodges,  -Northampton-,  and  R  A  F.,  elder  son  of  the  Rev. 
.uni  Mrs  11.  \.  1-Jodges,  of  the  Vicarage,  Bartow-on -Trent, 
and  hriEEx ,  only  daughter  of  Mr.  and  Mrs.  James  Stirling 
Stewart,  of  Ayrshire,  and  the  Argentine. 

Death 

Lieut. -Col.  h  rancis  Maude-Roxby,  whose  death  was  briefly 
recorded  last  week,  and  who  was  the  fourth  son  of  the  late 
l\ev.  Henry  Meux  Roxby,  Vicar  of  Buckden,  Hnntingdon- 
sliire,  married,  in  1912,  Louise,  second  daughter  of  the  late 
John  Linton,  of  Stirtloe,  Buckden  Col.  Maude-Roxby  had 
a  distinguished  and  varied  career  in  the  War.  He  joined  the 
British  Expeditionary  Force  in  France  in  April,  1915,  when 
he  was  attached  to  the  Suffolk  Kegt.,  with  whom  he  served 
in  the  trenches.  Later  he  was  transferred  to  the  Balloon 
Section  of  the  R.A.F.,  taking  out  a  section  to  France  in  March, 
He  was  promoted  major  (squadron-commander)  in 
December,  1916,  and  lieutenant-colonel  (wing-commander)  in 
November,  1917.  As  wing-commander  he  was  able  to  render 
national  service  of  the  highest  importance,  for  under  Maj.-Gen. 
F..  L.  Ashmore  he  was  directly  responsible  for  the  organisation 
and  construction  of  the  baboon  defences  of  London.  In  this 
w  ork  he  had  approximately  3,500  officers  and  men  under  his 
command.  In  August,  19x8,  lie  again  went  out  to  France 
m  command  of  a  wing,  and  remained  there  till  February, 
1919  Col.  Maude-Roxby  was  four  times  mentioned  in 
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dispatches,  and  was  awarded  the  Order  of  the  British  Empire, 
the  Distinguished  Flying  Cross  and  the  Legion  of  Honour, 
the  last  being  given  in  recognition  of  important  services 
rendered  at  the  battle  of  Vimy  Ridge. 

The  funeral  took  place  at  All  Saints'  Church,  Marlow,  on 
Easter  Eve,  and  at  the  same  time  a  memorial  service  was  held 
at  St.  Mary’s  Church,  Buckden. 


Death  of  Mrs.  C.  J.  Fairfax  Scott 

AVe  regret  to  learn  of  the  death  of  Mrs.  Fairfax  Scott 
wife  of  the  lion,  organiser  and  secretary  of  the  Imperial  Air 
l-leet  Committee,  who  died  in  London  last  week.  She  designed 
bionze  mascots  for  all  the  different  aeroplanes  (13  in  number), 
the  presentations  of  which  were  organised  by  her  husband’ 
from  eleven  different  towns  of  the  United  Kingdom  to  the 
six  Dominions,  including  India.  These  designs  are  symbolic 
of  the  national  sentiment  of  each  of  the  Dominions.  The 
King  accepted  a  reproduction  of  the  mascot  of  the  Leicester- 
Canada  aeroplane  as  a  souvenir  of  the  farewell  flight  of  the 
machine  to  Leicester  on  the  occasion  of  His  Majesty's  visit 
to  the  town.  Mrs.  J-airfax  Scott  also  initiated  and  designed 
embroidery  work  for  Dominion  flags  of  all  the  Imperial  Air 
I-leet  aeroplanes.  At  'l aplow  Court  hangs  a  Union  Jack 
representing,  in  embroidered  lines  and  figures,  the  record  of  all 
the  Imperial  Air  Fleet  presentation  aeroplanes,  which  flag 
was  presented  to  Lord  and  Lady  Desborough  by  Mr.  and  Mrs. 
Fairfax  Scott  on  October  27,  1918,  on  the  occasion  of  th© 
presentation  of  the  City  of  Glasgow-  aeroplane  to  Canada 
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A I -ships’  Gas. 

.  .  ?A??AINv Bow-ver,  on  April  12,  asked  the  Parliamentary  Secretary  to  the 
Admu-alty  whether  his  attention  has  been  drawn  to  the  invention  of  a  process 
for  manufacturing  a  non-inflammable  gas,  of  approximately  the  same  lift  as 
hydrogen,  called  currenium  ;  and,  in  view  of  the  fact  that  it  is  reported  that 
;  ,  can  be  produced  much  more  cheaply  than  helium,  will  the  Admiralty 
take  the  necessary  steps  to  obtain  full  information,  in  view  of  the  greatly 

airahfpedevelopment  ~-hC  practical  aPPlicflbou  of  such  a  gas  would  make  to 

bln;  Admiralty  is  watching  progress  in  experiments  with 
non-inflammahle  substitutes  for  hydrogen  as  a  bllmg  for  airships,  but  the 
°VA  question  wiU,  no  doubt,  be  considered  by  the  Secretary 
of  State  for  Air  should  he  decide  to  re-establish  an  airship  service. 

Aircraft  Carriers 

ahJ^R'A^\ra\Su.e«k  asked  tlle  Parliamentary  Secretary  to  the 
Admiralty  whether  he  is  satisfied  that  the  Air  Ministry  have  provided  for 
be  requirements  of  the  Navy  suitable  machines  for  flying  on  and  off  the 
decks  oi  the  aircraft  carriers  ;  and  whether  a  sufficient  number  of  machines 
ments  ?e"  °ldered  by  tbe  Alr  Ministr>’  tn  meet  all  reasonable  naval  require- 

•  M.r'  Atnery  :  The  problem  of  flying  aircraft  from  and  ori  to  carriers  is  still 
in  A-1  Conscclueittly,  of  the  aircraft  supplied  up  to  the  present  by 

the  An-  Ministry,  some  types  have  been  more  successful  than  others.  So  far 
as  the  larger  types  are  concerned,  the  matter  is  still  in  the  fteperimenta] 


IN  PARLIAMENT 


^bat  U  is  hoped  that  the  new  machines  now  under  construction  bv  the 
Air  Ministry  will  prove  suitable.  With  regard  to  the  second  p;u t  *d  the 
=  ““K0n’  the  provision  of  aircraft  to  meet  naval  needs  which  was  origin  ally 
agreed  on  between  the  two  Departments  for  this  financial  year,  has  recently 
been  considerably  reduced  as  the  result  of  the  further  economies  required 
of  the  Air  Ministry  by  His  Majesty's  Government. 

(  aptain  Viscount  Curzon  :  Will  the  Navy  secure  enough  aeroplane*  for 
the  carriers  now  under  construction  ? 

Mr.  Amery  :  That  would  come  into  the  Estimates  for  subsequent  years. 
Imperial  Airship  Service 

Jr™"  Eow?'t  R  **ked  the  Parliamentary  Secretary  to  the  Admiralty 

A iistr^;.^nria*heJ'r 0U rha!  bcen called  to  the  projected  airship  service  te 
Australia  and  the  bar  East  ;  and,  in  view  of  the  value  of  such  a  fleet  of  air 
ships  with  bases  throughout  the  Empire  as 'an  auxiliary  reconnaissance  foree- 
111  time  of  war,  what  is  the  attitude  of  the  Admiralty  to  this  scheme  ? 

Mr  Amery  :  The  Admiralty  view  on  the  question  of  the  airship  service 

w  mrt“dyi  bCen  eiVen  ,n,  thi?  H°use.  We  viewed  with  regret  the  decision, 
lor  nnancial  reasons,  to  abandon  the  existing  airship  service.  That  airships, 
n,mV?mblie  111  sufficient  numbers,  would  be  of  great  value  in  naval  war  lure  is 
and  the  possession  in  any  future  war  of  a  considerable  number  of 
L1®*?  r.rJl  fould  UmV‘.ly  be  of  importance  to  the  Empire.  Any  develop 
! nt  a  ,'Pr  ,?rc’  .airships  for  commercial  purposes  would  be  welcomed  bv 

„he,  Jte  -xacl  mam,or  in  which  they  would  be  used  in  war 

would  depend  on  the  circumstances. 
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Continental  Air  Couriers 

The  latest  development  in  aviation  is  contained  in  an 
announcement  that  an  Air  Courier  Service  has  just  been 
put  into  operation"  between  London  and  Paris.  Mr.  Ransley  S. 
I  hacker,  a  barrister  who  has  for  several  years  been  interested 
in  aviation  work,  is  the  one  responsible  for  this  new  enterprise. 

Mr.  Thacker  travels  every  other  day  by  aeroplane  to  Paris, 
and  returns  in  the  same  way  next  day.  Shortly  he  may  go 
to  Paris  and  return  on  the  same.  day.  If  the  amount  of 
business  makes  it  necessary,  and  Mr.  Thacker  states  that 
from  his  present  experience  it  soon  will  be  necessary,  he 
will  employ  other  couriers,  who  will  be  despatched  bv  each 
of  four  daily  services. 

Mr.  1  hacker  is  prepared  to  transact  business  or  to  execute 
commissions  of  any  reasonable  nature,  and  we  can  imagine 
many  and  varied  will  be  the  missions  which  he  will  be  asked 
to  undertake. 

Mr.  Thacker’s  offices  at  Granville  House,  Arundel  Street, 


Stiand,  are  open  day  and  night,  so  that  instructions  may 
lor  urgent  reasons  be  made  at  any  time  during  the  night 
and  in  order  to  develop  this  service  to  the  full,  special  night 
flymg  services  will,  it  is  proposed,  later  on  be  in  operation  ; 
and  111  a  short  time  it  is  hoped  to  have  a  Courier  Air  Service 
to  Amsterdam,  with  connections  to  Berlin  and  Copenhagen, 
and  also  to  Brussels,  a  direct  service  of  couriers  between 
London  and  Marseilles,  and  from  Paris  it  will  be  possible 
to  reach  the  most  remote  points  by  air. 

The  personal  nature  of  this  service  is  its  raison  d'etre,  and 
the  commercial  and  legal  experience  and  negotiating  ability 
of  its  founder  should  be  most  valuable  assets. 

Mr.  1  hacker's  charges  vary  from  six  guineas  to  ten  guineas 
according  to  the  nature  of  the  transaction  involved,  but  in 
any^  case  it  is  considerably  lower  than  the  cost  of  sending, 
one  s  own  messenger. 

11  is  shortly  intended  to  open  up  offices  ia  Paris,  so  that 
the  business  on  that  side  may  be  developed  also. 
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London  Gazette,  April  7,  1922 
Genual  Voltes  branch 

The  follg.  Pilot  Offrs.  on  probation  are  confirmed  in  rank. — F.  K.  Wright  ; 
Feb.  28.  S.  F,  Coles  ;  March  4.  R,  H.  Mahon  ;  March  5. 

The  follg.  are  restored  to  full  pay  from  half-pay. — Group  Capt.  U.  J.  D. 
Bourke,  C.M.G.  ;  April  10.  Flying  Offr.  T.  H  Moon  ;  April  3. 

M  enwrandum 

Capt.  K.  H.  Shears  (Capt.  Shrops.  L.i.)  relinquishes  his  temp,  commh.  on 
ceasing  to  be  empld.  ;  Oct.  31,  igicj  (substituted  lor  Gaulle,  Oct.  31,  .1919), 

London  Gazette,  April  13,  1922 
General  Duties  Branch 

1.  E.  Aruott  is  granted  a  short  serv.  cominn.  as  a  Flying  Officer,  with 
1 .-fleet  from  and  with  seny.  of  March  23.  -F.  H.  W.  Guard,  C.M.G.,  D.S.O., 
is  granted  a  short  serv. cotntnti.  for  three  years  on  the  active  list  as  3  Squadron 
Leader,  with  effect  from  arid  with  seny  of  April  3.  Flying  Officer  V.  Croonie 
is  restored  to  full  pay  from  half- pay  ;  April  1.  Flying  Officer  H.  V.  Pile  bridge, 
D.F.C.,  to  take  rank  and  prec.  as  if  his  name  appeared  in  the  Air  Force  List 
immediately  below  that  of  Flying  Officer  L.  G.  Harrjson  (reduction  to  take 
effect  from  March  28).  Flying  Officer,  W.  V.  N.  Grant  relinquishes  his 
short  serv.  comma,  on  account  of  HI  health  contracted  on  active  serv.,  and 
is  permitted  to  retain  the  rank  of  Lieut. ;  April  5.  Flight  Lieut,  E.  L.  Johnston, 
A.F.C.,  is  transferred  to  the  Res.  Class  B  ;  April  10.  Flying  Officer  W,  A.  N 
Appleford  resigns  Jus  short  serv.  coninui.  ;  March  28.  The  grant  of  a  short 
serv.  contain.  to  A.  K.  Crowther  notified  in  Gazette,  Jan.  13,  is  cancelled,  with 
effect  Irom  April  1. 

Stores  Branch- 

Flying  Officer  J,  A.  Alien  is  placed  on  the  retired  list  on  account  of  ill-health 
contracted  in  the  Service,  and  is  granted  the  rank  of  Capt  ,  April  12.  t  he 
temp,  commn.  of  Flying  Officer  H  A.  Lutherington  is  terminated  on  cessation 
of  duty  ,  April  ix. 

Medical  Servlet 

R,  II.  Wave,  M  B.,  is  granted  a  temp  eomtmi.  as  a  Flight  Lieut.,  with 
effect  from  and  with  seny.  of  March  28. 


Memoranda 

Lieut.  S.  ,|.  Croud  relinquishes  his  temp,  comnin.  on  ceasing  to  be  employed, 
and  is  permitted  to  retain  his  rank  ;  March  25.  Lieut,  J.  Shannon  is  deprived 
of  permission  to  retain  his  rank,  on  conviction  by  the  Civil  Power;  Feb.  9. 

London  Gaulle,  April  14,  1922 
.  General  Duties  Branch 

Wing  Comdr.  Pi.  A.  Williamson,  C.M.G.,  A.F.C.,  is  placed  on  half-pay, 
•Scale  A  ;  April  3.  Wing  Comdr.  R.  G.  D.  Small  Is  restorer!  to  full  pay 
from  half  pay  ;  March  14. 

London  Gazette,  April  18, 1932 
General  Duties  Branch 

Flying  Offr.  A.  H.  Flower  is  grauted  a  permanent  comnin.,  retaining  his 
present  substantive  rank  and  seny.  ;  Oct.  24,  1919.  Gazelle,  Get.  24,  1919, 
appointing  him  to  a  short  service  commn.,  is  cancelled. 

The  following  are  granted  short  service  com  runs,  as  Pilot  Offr?.  on  probation, 
with  effect  from,  and  with  seny.  of,  the  dates  indicated  1 — H.  S.  C.  Bassett, 
A.  E.  B.  Bateman,  R.  F.  DanieJl,  D.  R.  Dawson.  B.  C.  Duke,  R.  B.  Fleming, 
li.  J.  Heaven,  L.  P.  Hirsh,  P.  J.  A.  Hume- Wright,  J  C  Lindsay,  M.C., 
H.  W.  Pierre,  S.  H.  G  Trovver,  E.  S.  C.  Vaughan,  M.C.,  G.  Wake,  A.  W.  B. 
Walker,  M.  Wiblin,  J.  B,  Wilson.  L.  Young  :  April  1  J  B.  Rose;  April  3. 

Flight  Lieut  H  M.  Massey,  M.C  ,  is  placed  on  half-pay,  Scale  B,  from 
F'eb,  16  to  Feb.  23  inclusive. 

Tlieshort  service  commit,  of  Pilot  Off.  011  probation  J  Dawson  is  terminated 
oti  account  of  ill -heath  ;  April  19.  Flight  Lieut.  C.  C.  Clark  resigns  his 
short  service  cominn.,  and  is  permitted  to  retain  rank  of  Capt.  ;  April  r. 

Stores  Branch 

The  short  service  comtnns.  of  the  following  officers  are  terminated  on 
cessation  of  duty  . — Flying  Off.  on  probation  W.  L,  Price  ;  April  9.  Pilot  Off. 
on  probation  R.  G  W.  N.  'Finley  ;  April  xr. 

Medical  Service 

Flight  Lieut.  C  .  W.  T.  Baldwin  relinquishes  his  temp,  cominn.  on  ceasing 
to  be  ernpld.,  and  is  permitted  to  retain  rank  of  Capt.  ;  March  24 

Chaplains'  Branch 

The  Rev.  T.  Browne,  D.D.,  Ph.D.,  is  granted  a  short  service  commn.  as  a 
Chaplain  (R.C.),  with  the  relative  rank  of  Squadron  Leader  (Jan.  11). 
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Appointments. — The  following  appointments  in  the  R. A. F.  are  notified  :• — 

Air  Commodore  B.  C.  H  Drew,  C.M.G. .  C.B.E.,  from  Headquarters 
Middle  East  Ar-u  (Middle  Fast  Area)  to  command  Egyptian  Group  Head¬ 
quarters  (Middle  Fast  Area),  t  1.22. 

Group  Captain  P.  F.  M.  Fellowes.  D.S  O  ,  from  Palestine  Group  Head 
quarters  (Middle  East  Area)  to  Headquarters  Middle  East  Area  (Middle  East 
Area).  1.1.22. 

If  mg  Commanders.  K.  P  Ross.  D.S.O.,  A.F.C.,  to  R.A.E..  Base  Leuchars 
(Coastal  Area)  for  Mr  Staff  Duties  with  C.-Of-t .  Atlantic  Fleet,  in  H.M.S. 
"  Queen  Elizabeth-”  12.3.22.  K.  E.  C.  Peirse.  D.S.O;,  A.F.C.,  from  No.  29 
Group  Headquarters  (Coastal  Area)  to  R.A.F.  Staff  College  (Inland  Area). 
1.4  22.  W.  H  Primrose,  D.F.C.,  from  No.  6  Flying  Training  School  (Inland 
Area)  to  School  of  Technical  Training  (Men)  (Inland  Area)  (Supernumerary, 
on  disbandment  of  No.  8  Flying  Training  School.  1.4.22.  H.  L.  Reillj-, 
t>  S.O.,  Iroin  No.  6  Flying  Training  School  (Inland  Area)  to  School  of  Tech¬ 
nical  Training  (Meu)  (Inland  Area)  (Supernumerary)  on  disbandment  of 
No.  0  Flying  Training  School.  1.4.22.  H,  A,  Williamson,  C.M.G.,  A.F.C., 
irom  Air  Ministry  (Directorate  of  Equipment)  to  R.A.F.  DepOt  (Inland  Area) 
(Supernumerary)  t.»z2.  P.  K.  Wise,  C.M.G.,  D.S.  O,  to  command  R.A.F. 
l*«pdt  (inland  Area).  3.2.22. 

Squadron  Lenders.  F.  li  W  Guard,  to  R.A.F  Depbt  (Inland  Area) 
(Supernumerary)  on  appointment  to  Short  Service  Commission  for  duty 
with  Armoured"  Car  Company  (on  formation).  3.4.22.  A.  J.  C.  Wigmore, 
M.B.,  from  No.  45  Squadron  (Middle  East  Area)  to  Palestine  Group  Head¬ 
quarters  (Middle  East  Area)  lor  dutv  as  Senior  Medical  Officer.  14.3.22 
M  Henderson.  D.S.O.,  from  No.  2j(i  Squadron  (Middle  Fast  Area)  to  com¬ 
mand  No.  47  Squadron  (Middle  East  Area).  13.3.22.  R.  S.  Overtoil,  from 
Palestine  Group  Headquarters  (Middle  East  Area)  to  R.A.F.  Depbt  (Inland 
A  real  (Supernumerary).  17.3.22. 

Flight  Lieutenants. — E.  F.  Turner,  from  Air  Ministry  (Director  General 
of  Supply  and  ReSeaicli)  to  R.A.F.  Depot  (Inland  Area)  (Supernumerary). 
r.4.22.  J.  P.  Wells,  B.A.,  from  Coastal  Area  Aircraft.  Dcpdt  (Coastal  Area) 
to  Marine  and  Armament  Experimental  Establishment  (Coastal  Area). 

0  0 

ROYAL  AIR  FORCE  SPORTS  BOARD 

Inter- Services  Boxing  Tournament.  Championships  at  Halton 

Air  Station 

THE  Imperial  Services  Boxing  Association  has  arranged  that 
for  the  future  each  service  will  in  turn,  be  responsible  for 
the  organisation  of  the  Inter-Scrvices  Boxing  Tournament 
in  successive  years.  This  year,  the  responsibility  has  been 
delegated  to  the  Koval  Air  Force  Boxing  Association,  and  the 
competitions  will  be  held  at  Halton  Camp,  near  Wendover 
(by  permission  of  Air-Commodore  F.  R.  S.  Scarlett,  C.B., 
D.S.O.),  on  May  3  and  4. 

This  year,  there  will  be  four  service  entries,  Royal  Navy, 
Army,  Royal  Air  Force  and  Royal  Marines,  the  last-named 
coming  in  as  a  separate  service  for  the  first  time.  The 
competitions  will  consist  of  individual  championships  for 
officers  (feather,  light,  welter,  middle  and  hehvy  weights) 
and  other  ranks  (all  weights).  The  Inter-Services  Team 
Championship  will  be  gained  by  the  Service  securing  the 
highest  number  of  points  in  the  two  classes  of  individual 
championships 


2.4.22.  V.  R.  Smith  to  Research  Laboratory  and  Medical  Officers'  School  of 
Instruction  (Inland  Area)  on  appointment  to  Short  Service  Commission. 

18.3.22.  and  to  Central  Medical  Board  (Inland  Area).  14.4.22.  L  R.  Howett 
from  Instrument  Design  Establishment  (Inland  Area)  to  No.  207  Squadron 
(Inland  Area)  (Supernumerary).  10.4.22.  G.  H.  Reid,  D.F.C,,  from 
Instrument  Design  Establishment  (Inland  Area)  to  R.A.F.  DepOt  (Inland 
Area)  (Supernumerary)  to  attend  School  of  Military  Administration,  10.4.22. 
V.  H.  Tail,  from  N'0,39  Squadron  (Inland  Area)  to  No.  4  Squadron  (Inland 
Area)  (Supernumerary).  1.4.22.  L.  W.  Hall,  from  Inspector  of  Recruiting 
(Liverpool)  (Coastal  Area)  to  No.  5  Flying  Training  School  (Inland  Area) 

13.4.22.  A  W.  Cleroson,  O.B.FE,  D.S.C.,  from  Inspector  of  Recruiting 
(Glasgow)  (Coastal  Area)  to  R.A.F.  Depbt  (Inland  Area)  (Supernumerary). 

1.4.22.  A.  D.  Newbury,  from  Inspector  of  Recruiting  (Birmingham)  (Coastal 
Area)  to  Inland  Area  Aircraft  Depot  (Inland  Area)  (Supernumerary).  13.4.22. 
T.  Henderson,  M.C.,  A.F.C..  from  No  6  Flying  Training  School  (Inland  Area) 
to  School  of  Technical  Training  (Men)  (Inland  Area)  (Supernumerary). 

1.4.22.  H  P.  Lale,  D.S.O.,  D.F.C..  from  No  8  Flying  Training  School 

(Inland  Area)  to  School  of  Technical  Training  (Men)  (Inland  Area)  (Supernu¬ 
merary).  1.4.22.  \V.  C.  Clark  from  No.  6  Flying  Training  School  (Inland 

Area)  to  School  of  Technical  Training  (Men)  (Inland  Area)  (Supernumerary). 
1.4.32.  J.  M.  Burke,  from  No.  267  Squadron  (Mediterranean)  to  R.A.F. 
Depbt  (Inland  Area)  (Supernumerary).  25.3.22.  To  join  17.4.22.  A.  T. 
Cooper  Irom  Air  Ministry  (Director  of  Equipment)  to  R.A.F  Depbt. 
(Inland  Area)  (Supernumerary).  1.4.2;.  R  J.  Aherne,  M.C.,  from  Head¬ 
quarters  Middle  lvast  Area  (Middle.  East  Area)  to  No.  45  Squadron 
(Middle  East  Area).  3.3.22.  N.  H.  Medhurst  from  Headquarters  Middle 
East  Area  (Middle  East  Area)  to  No.  2 to  Squadron  (Middle  East 
Area).  3.3.22.  E.  L.  P.  Morgan,  from  Aircraft  Park  (Iraq  Group) 
to  Aircraft  Depbt  (Middle  East  Area),  17.2.22.  A.  Hunter,  O.B.E., 
from  Aircraft  Depbt  (India)  to  R.A.F.  Depbt  (Inland  Area)  (Supernumerary). 

6.3.22.  M.  H.  Butler,  D.F.C.,  from  R.A.F.  Depbt  (Inland  Area)  to  Inland 
Area  Aircraft  Depbt  (Inland  Area).  5.4.22.  R.  H.  Wace,  to  Research 
Laboratory  and  Medical  Officers'  School  of  Instruction  (Inland  Area)  on 
appointment  to  Temporary  Commission.  28.3.22. 

H  H 

The  contests  will  take  place  in  a  large  hangar  at  Halton 
Air  Station  in  which  seating  accommodation  has  been  provided 
for  nearly  4,000  spectators,  all  of  whom  will  have  good 
views.  There  will  be  two  sessions,  at  2  pm.,  and  8  p.m., 
on  May  3.  and  the  finals  will  be  fought  at  8  p.m.  on  the 
following  day. 

Halton  Air  Station  is  readily  accessible  from  London, 
and  special  travelling  facilities  have  been  arranged  for  the 
finals  on  the  second  day. 

The  Central  Band  of  the  Royal  Air  Force,  under  the 
direction  of  Flying  Officer  J.  H.  Amers  (Director  of  Music), 
the  R.A.F.  Band,  Halton,  and  the  massed  drums  and  trumpets 
of  the  R.A.F.,  Halton,  will  play  during  the  Tournament. 

The  tickets  for  each  session  range,  in  price  (the  three  sessions 
at  reduced  rates)  from  is.  to  10s.  for  ring-side  seats.  They 
can  be  obtained  from  Messrs.  Alfred  Hays,  26,  Old  Bond 
Street,  \Y.  i,  and  from  all  naval  depots,  marine  barracks, 
army  commands  and  Air  Force  stations,  or  on  admittance. 

Any  enquiries  should  be  addressed  to  Squadron-Leader 
J.  E.  Parkin,  M.B.E.,  Hon.  Sec,  Imperial  Services  Boxing 
Association,  R.A.F.  Depdt,  Uxbridge. 
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SIDE-WINDS 

In  connection  with  the  Easter  Monday  Air  Races  at 
Wad  don,  we  think  it  certainly  deserves  to  be  put  on  record 
that,  but  for  the.  Aircraft  Disposal  Company,  there  might 
have  been  no  races,  or  at  any  rate  not  the  interesting  races 
which  did  take  place  Of  the  machines  belonging  to  the 
A  D  C  some  were  entered  by  that  lirrn,  while  in  the  case 
of  several  others  only  a  nominal  charge  was  made  to  the 
pilots  Hying  them.  Not  only  so,  but  the  engineers  who 
worked  on  the*  machines  to  get  them  in  racing  trim  did  so 
without  pay,  simply  for  the  sport  of  the  thing.  Such  a  state 
oi  affairs  is  highly  commendable,  and  the  workers  no  less 
than  tile  firm  deserve  the  thanks  of  a.ll  interested  in  aviation 
lor  the  share  taken  in  making  the  meeting  a  success.  That 
the  organisation  partly  handicapped  their  efforts  is  in  no 
way  the  fault  of  these  enthusiasts,  and  it  is  to  be  hoped  that 
they  will  not  be  discouraged  by  the  way  in  which  the  race 
meeting  was  handled,  but  wall  do  as  well  next  time,  when 
those  responsible  for  the  organisation  must  do  a  great  deal 
better. 

It  is  significant  of  the  progress  of  commercial  aviation 
that  the  Anglo-American  Oil  Company  has  recently  installed 
another  filling-point  at  the  London  Terminal  Aerodrome  at 
f  roydon.  in  what,  must  be  record  time  for  work  of  this 
nature.  This  increased  facility  for  supplying  aviation  spirit 
has  been  necessitated  by  the  recent  inauguration  of  the 
new  Daimler  Hire.  Ltd.,  Air  Service  to  the  Continent. 

This  new  “  Golden  Pump  “  installation  has  a  tank  capacity 
of  3,000  gallons,  and  a  unique  feature  is  that  the  aviation 
spirit  after  passing  through  the  pump  is  propelled  through 
some  250  ft.  of  supply  pipe  underground  to  the  required 
filling  point,  where  it  is  discharged  into  the  aeroplane  tank. 
The  arrangement  is  such  that  the  details  when  not  in  use 
are  stored  underground  leaving  no  projection  on  the  surface, 
of  the  aerodrome.  Thus  speed  of  supply  is  coupled  with 
absolute  safety  to  aeroplanes  leaving  or  arriving. 

When  it  is  considered  that  the  storage  tank  was  not 
lowered  into  its  pit  until  March  30  last,  and  that  the  installation 
was  completed,  tested  and  handed  over  for  use  on  April  2, 
it  wall  be  realised  how  exceptionally  quick  the  work  was 
effected.  r  liis  makes  the  third  "  Golden  Pump  ”  erected 
at  the  Croydon  Aerodrome  by  the  Anglo-American  Oil  Co. 


IMPORTS  AND  EXPORTS,  1921-1922 
Aeroplanes,  airships,  balloons  and  parts  thereof  (not  shown 
separately  before  19x0).  For  1910  and  1911  figures  see 
■'Flight"  for  January  25,  1912;  for  1912  and  1913,  see 
"Flight"  for  January  17,  19145  for  1914,  see  ‘‘Flight” 
for  January  15,  1915;  for  1915.  see  "Flight"  for  January  13, 
1916;  for  1916,  see  *  Flight"  for  January  11,  1917;  for 
1917.  see  ”  Flight  ”  for  January  24,  1918;  for  1918,  see 
“Flight"  for  January  16,  1919;  for  1919,  see  "Flight" 
for  January  22,  1920;  for  1920,  see  “Flight  "for  January  13, 
1921  ;  and  for  1921,  see  **  Flight  "  for  January  19,  1922. 
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Germany  and  Military  Aircraft 

An  announcement  was  made  in  Berlin  on  April  22  upon 
the  above  matter  to  the  following  effect. — “  The  Inter- Allied 
<  marantee  Committee  which  will  supersede  the  Inter  Allied 
Air  Commission  on  the  5th  prox.  (on  which  date  Germany, 
under  certain  conditions,  may  resume  the  manufacturer  of 
civilian  aircraft)  will  consist  of  thirteen  Inter- Allied  officers 
and  twenty -eight  non-commissioned  officer  and  soldiers. 

"  °ne  of  ftic  committee’s  principal  tasks  will  be  to  see 
that  Germany  observes  the  rules  prohibiting  the  manufacture 
of  military  aircraft.  One-seaters  of  over  60  h.p.,  air 
machines  wrhich  can  fly  without  a  pilot,  air  machines  with 
protective  armour,  or  capable  of  being  equipped  with  any 
armament  will  be  considered  military.  No  beavier-than-air 
machine  with  full  cargo  must  be  able  to  rise  over  4,000  metres  ; 
no  machine  with  full  cargo  at  2,000  metres  must  be  able  to 
travel  faster  than  170  kilometres  an  hour.  Airships  w'hose 
cubic,  content  exceeds  the  following  figures  will  be  considered 
military  Rigid  dirigibles,  30,000  cubic  metres  ;  half-rigid, 
25,000  cubic  metres  ;  non-rigid,  20,000  cubic  metres." 


THE  LONDON  AERO-MODELS  ASSOCIATION 

\  very  interesting  meeting  was  held  at  Headquarters  on 
Thursday,  the  20th  inst.,  over  30  members  being  present. 

Competition  No.  3  (for  members  only),  forR.O.G.  Duration, 
limited  to  enclosed  models  weighing  not  less  than  8  ozs.,  any 
power,  loading  limit  (minimum)  6  ozs.  to  the  square  foot  for 
monoplanes  and  5  ozs.  per  square  foot  for  biplanes.  To 
take  place  on  Wimbledon  Common  at  rr  a  m.  (start  at 
11.15  a.tn.),  May  7.  Flights  timed  from  release  of  propellers, 
judges,  Mr.  A.  F,  Houlberg  and  Mr.  W.  E.  Evans.  Prizes 
to  the  value  of  2  guineas  for  this  competition  were  kindly 
given  by  Messrs.  \V.  G.  Evans  and  Sous. 

Competition  No,  5, — Mr.  F.  J.  Cam  ill’s  Challenge  Cup,  value 
10  guineas  and  silver  medal.  The  Cup  is  won  outright  by 
the  entrant  winning  it  for  three  consecutive  years. 

1.  Machines  to  be  of  Farm  an  type. 

2.  Propeller  to  lie  placed  nearer  to  the  main  plane  than  to 
the  tail. 

3.  Total  length  not  to  he  greater  than  the  span  (not 
including  protector). 

4.  Loading  limit  (minimum)  (1  ozs,  per  square  fool  for 
monoplanes  and  5  ozs.  per  square  foot  for  biplanes. 

5.  Best  of  three  flights. 

o.  Competition  to  be  held  Saturday,  June  24.  at  4  p.m. 

Mr.  Camm  is  making  arrangements  for  this  to  be  held  on 
Messrs.  Handley  Page's  ground.  Crick le wood. 

Judges  will  tie  appointed  later. 

Entrance  fee  for  non  members,  5s. 

Competition  No.  7.  Mr.  D  A.  Pavely  kindly  offered  a 
prize  to  the  value  of  three  guineas  for  an  Ornitbopter  Com¬ 
petition.  Minimum  weight  4  ozs.,  minimum  duration  20 
seconds.  Further  particulars  will  be  published  later 

Competition  No  2  was  held  on  Wormwood  Scruhbs, 
on  Sunday,  the  23rd  inst.  Over  a  dozen  members  entered 
same,  the  Judges  being  Mr  Houlberg  and  Mr.  Wilson. 
Unfortunately,  the  weather  was  very  unfavourable  for  such 
a  competition,  the  tractor  machines  having  great  difficulty 
in  rising  off  ground. 

Mr.  Hatfull  was  first,  doing  591.  secs.  ;  Mr.  C.  Hersom  was 
second  wnth  534  secs.  ;  and  Mr.  Bedford  third  with  494  secs. 

Many  members  bad  built  new  models,  the  majority  of  which 
were  of  a  very'  interesting  design  and  excellent  workmanship. 
Mr.  D  A.  Pavely  had  his  compressed  air  machine  out,  which 
was  very  much  admired  by  the  public.  Mr.  Colebach  and 
Mr.  Grey  gave  an  interesting  exhibition  with  their  enclosed 
type  machines. 

Members  are  specially  requested  to  meet  on  Wail  Mead 
Flats  on  Sunday,  April*  30,  at  11  a.m.,  in  order  to  give  a 
flying  demonstration. 

Mr.  W.  E.  Evans  reports  good  progress  with  his  jwupeller 
testing  apparatus,  and  hopes  to  have  same  finished  in 
three  weeks'  time. 

A  Research  Committee  has  been  formed,  the  following 
members  having  volunteered  to  serve  on  same  Messrs. 
W.  E.  Evans,  A.  F.  Houlberg,  A  B  Clark,  D.  A.  Pavely  and 
F.  J.  Camm  Meetings  are.  held  at  Headquarters,  jo.  Great 
Windmill  Street,  Piccadilly,  W.i,  every  Thursday  at 
7.30  p  in. 

Competition  Secretary,  Mr.  C.  A.  Rippoii,  32,  Fairbridtre 
Road,  Hollowray,  N.  19. 

A.  E.  Jones,  Hon.  Secretary,  48,  Narcissus  Road,  West 
Hampstead,  N.VV.  6. 

FLIGHT 

The  Aircraft  Engineer  and  Airships 

36,  GREAT  QUEEN  STREET,  KINGS  WAY,  W.C.  2. 

Telegraphic  address  :  Truditur,  Westcent,  London. 

Telephone  :  Gerrard  1828. 

SUBSCRIPTION  RATES 

“  Flight  "  will  be  forwarded,  post  free,  at  the  following  rates  : _ 

United  Kingdom  Abroad* 

d,  $,  d, 

3  Months,  Post  Free...  77  3  Months,  Post  Free...  8  3 

6  •*  *»  **-15  26  ,,  „  .,.16  6 

12  *»  *»  •••3°  4  12  #>  „  •••33  o 

These  rates  are  subject  to  any  alteration  found  necessary 
under  abnormal  conditions  and  to  increases  in  postage  rates 

•  European  subscriptions  must  be  remitted  in  British  currency 

Cheques  and  Post  Office  Orders  should  be  made  payable  to  the 
Proprietors  of  **  Flight,"  36,  Great  Queen  Street,  Kingswav, 
W.C.  2,  and  crossed  London  County  and  Westminster  Bank 
otherwise  no  responsibility  will  be  accepted. 

Should  any  difficulty  be  experienced  in  procuring  "  Flight  " 
from  local  newsvendors,  intending  readers  can  obtain  each  issue 
direct  from  the  Publishing  Office,  by  forwarding  remittance  as 
above. 
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Continued  /row  p.  xiv.) 

PARACHUTES- 


1  leather  CLOTH - 

New  Pegamoid  Ltd.,  134,  Queen  Victoria  St.,  E.C 

City  9704  (2  lines) 
“  Pegamoid, "  Phone,  London. 


lubricating  ohs- 

Wakefield,  C.  C &  Co.,  Ltd.,  Cheapside.  E.C.  2. 
Central  1156  (3  lines);  "Cherry,"  Cent.  London. 


machining- 

Arnott  A  Harrison,  Ltd.,  Hytbe  Road,  Willesdcn 
Junction.  _  Willesden  2297. 

Monk  Engineering  Co.,  Ltd.,  Coventry. 

Coventry  807;  “Assistance,''  Coventry. 


MACNETOS- 

fclritish  Thomson- Houston  Co.,  Ltd.,  Lower  Ford 
Street,  Coventry. 

Telephone  *78;  “  Asteroids!,"  Coventry. 


METALS  (Anti-Friction) — 

Hoyt  Metal  Co.,  Ltd.,  Deodar  Road.  Putney, 
S.W.  15.  Putney  13*3. 


METAL  PARTS  AND  FITTINGS 

Brown  Bros.,  Ltd.,  Great  Eastern  Street.  London. 
E.C.  2. 

Grabame- White  Company,  Ltd.,  Hendon,  N.W.  9. 

Kingsbury  120. 

London  Office :  r»,  Regent  Street,  Pall  Mail, 
S.W.  t.  Regent  2084. 

Monk  Engineering  Co.,  High  Street.  Coventry. 

Coventry  807  ;  Assistance,"  Coventry. 
Uubery,  Owen  &  Co.,  DarlaSton. 

Darlaston  67;  “  Roofs,”  Darlaston. 


MODELS- 

Joaev.  A.  £..  Ltd.,  2s.  Eversbolt  Road,  Camden 
Town,  N.W.  1. 


MOTOR  CARS  AND  MOTOR  BICYCLES- 

AutD-Carriers  (1913),  Ltd.,  381*182,  Hercules  Rd., 
Westminster  Bridge  Road,  London,  S.E.  1. 


NIGHT  LANDING  LIGHTS 

Allen-Livorsidge,  Ltd.,  amalgamated  with  Imperial 
Light,  Ltd.,  tc/j,  Victoria  Street,  S.W.  t. 
Victoria  435= ;  “  Aceterator,"  Sowest,  London. 


E.  R.  Calthrop’s  Aerial  Patents,  Ltd.,  433a, 
Edgware  Road,  London,  W.  2.  Paddington  6332. 


PETROL  - 

Anglo-American  Oil  Co.,  Ltd.  (Pratt's),  Queen 
Anne’s  Gate,  S.W.  t. 

Shell-Mex  Ltd-,  Shell  Corner,  Kingsway,  W.C.  2. 
Holboin  2303-4  ;  “Shelzine,"  Westcent,  London. 


PHOSPHOR  BRONZE  AND  GUNMETAL— 

Clifford,  Charles,  ft  Son,  Ltd.,  Fazeley  Street 
Mills,  Birmingham. 

Central  3634  (4  lines) ;  “Clifford,”  Birmingham. 
Keeling,  A.  D.,  Ltd.,  Caroline  Street, 
Birmingham.  / 

Central  440(3  lines);  “  Nickel,"  Birmingham. 


PHOTOGRAPHIC  APPARATUS- 

Kodak,  Ltd.  (Wrauen  Div.J,  Kingsway,  W.C-  2. 


PROPELLERS - 

Falcon  Airscrew  Co.,  113,  Cottenham  Road, 
Holloway.  N.  39.  Hornsey  910  &  2473. 

Lang  Propeller.  Ltd.,  Weybridge,  Surrey. 

520-521,  Weybridge;  “  Aerosticks,"  Weybridge. 


PUTTEES. 

Fox  Bros.  Sr  Co.,  Ltd.  (Dept.  R),  Wellington. 
Somerset. 


RADIATORS  AND  RADIATOR  REPAIRS— 

Serck  Radiators,  Ltd.,  Warwick  Road,  Greet, 

Birmingham. 

Victoria  531  (3  lints) ;  “  Ntrleak,”  Birmingham. 


SHEET  METAL  WORK  STAMPINGS  AND 
PRESSINGS 


Holborrj  Viaduct 


SPRAYING  PLANT - 

Aerograph  Co.,  Ltd.,  43, 

E.C.  ). 

...  ,  Holborn  2041 ;  “Aerography,"  London. 
Midland  Fan  Co.,  Ltd. ,46,  Aston  Kd.,  Birmingham. 

Central  3463;  "  Blast,"  Birmingham. 


STABILIZERS - 

Auto  Controls,  Ltd.,  19,  Regent  Street,  Piccadilly 
Circus,  London,  S.W.  1.  Regent  3649. 


TAPES  AND  WEBBING— 

MacLennan,  John,&Co..  115.  Newgate  St., E.C.  3. 

City  3115;  “  Vanduara,”  Cent.  London. 


TESTING - 

Tait-Cox  ft  James,  c/'o  S.  Heckstail  Smith,  F.R.  Ae,S„ 
4,  Golden  Square,  W.  Gerrard  3489. 


TIMBER— 

Owen,  Joseph,  &  Son,  Boro'  High  Street.  S.E. 

HopjSn  ;  *' Bucheron,"  London. 


TUBES,  ALUMINIUM  - 

British  Aluminium  Co.,  Ltd.,  The,  309,  Queer. 
Victoria  St.,  London. 

City  2676  ;  "Cryolite,"  Cent-  London. 


TYRES  AND  WHEELS - 

Palmer  Tyre,  Ltd.,  Shaftesbury  Avenue,  W.C.  a. 
Gerrard  1214  ;  “  Tyricord,"  Westcent,  London. 


VARNISHES  AND  COLOURS- 

Tbe  British  Emaillite  Co.,  Ltd.,  Brent  field  Road, 
Stonebridge  Park,  N.W.  10. 

Willesden  2346  and  2317  ; 
“  Ridleypren,"  London. 
Naylor  Bros.,  Ltd.,  Slough.  Bucks. 

Slough  228;  “  Naylor,"  Slough 


WELDINGS,  REPAIRS— 

Fariinar.  Ltd  ,  to,  Poland  Street.  London,  W.  1. 
Gerrard  3173  ;  “  Bariquamar,"  Reg.  London 


Rubery,  Owen  &  Co.,  Darlaston. 

Darlaston  87;  “  Roofs,"  Darlas  ton.  [ 

ji  \  ' 

SPARKINC  PLUGS - 

Robinhood  Engineering  Works,  Ltd.,  The,  Putney 
Vale.  S.W.  15,  Putney  2332,  2133. 

Kaalgee,"  Phone,  London. 


WIND  SHIELDS - 

Auster,  Ltd.,  133,  Long  Acre,  W.C.  2. 

\ 

WIRES  AND  CABLES  (Aeroplaaes)- 

Bullivants,  Ltd.,  72,  Mark  Lane,  E.C.  3. 

Works;  Milhvall,  E.  14 
Gifford  &  Sons.  Ltd.,  Birmingham. 


ALUMINIUM  PISTONS 

RING  UP  CHISWICK  2000  (10  line) 

-  AND  — 

For  everything  Electrical  in  connection  with  Aircraft. 

STRUT-PACKING  PIECES 

To  AJ.D.  Requirements. 

C  A.  VANDERVELL  &  Co..  Ltd., 

The  LONDON  DIB  CASTING  FOUNDRY,  Ltd., 

Acton  London.  W.  3. 

Tremlett  Grove,  Junction  Road,  Holloway,  N.  19. 

'Phone— Hornsey  1580.  Tube  Station— Highc  at*. 

■:momk  encineeRiPic  c?  if?’ 

h  a  MACHINING  w  CDVENTHY  ^'Assistanci  L' 

71  For-  experimental  ^produclton  purposes  Ml  W  Cm  I  i%  1  ■  Phone  Bo7  " 


Telearams  ■  /(}  > 
Assistance  m 

Phone  Bo7  ^ 

— — —  —  —  ■  VV  —  J 
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The  first  circular  mile  flown  in  Great  Britain  was  with  a  Green  Engine. 

■  •’  ’  '  •  ■  •  •(•*  • 

O  1919  A  long  list  of  record  flights. 

One  35  h.p.  Green-Avro-Baby  competed  and  won  the  Aerial  Derby  Handicap. 

Two  35  h.p.  Green-Avro-Babys  competed  with  14  other  Competitors  and 
won  1  st  and  2nd  prizes  in  the  Aerial  Derby  Handicap 

Green-Avro-Baby  flies  to  Rome  and  back,  including 
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J'S’C 
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a  non 


Croydon  to  Turin. 

Green-Avro-Baby  flies  from  Sydney  to  Bundaberg 
800  miles  in  9  hours. 


The  Pioneer  In 


1909 

Still  going  strong  in  1922 


MM 


GREEN  ENGINE  Co.,  Ltd 
166,  Piccadilly,  W.l. 


f  Gerrard  8165. 

\_  Richmond  1 293* 

Airengine,  London 


Telephones 
Telegrams  : 


MBS 


IMBSMBSMB* 


• . . 
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TOE  400  H.P. 


JUPITER  RADIAL 


!  AIRCOOLED  AERO  ENGINE,  j 


The 


most  efficient 


aero  engine 

-  t?v  t  .  m 

in  the  world* 


)  The  Bristol  Aeroplane  Co. 
Filton  —  Bristol. 


•  Telephone : 

3906  Bristol. 


Telegrams : 

“  Aviation 


•o  e 


’ . .................... .7.. ........  ......  .  .J  ..,OM..i....J....... 
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Btiriol. 
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Agesjts 


«OiV  t  ^ *  -.iT.^'VeA Co.  Ltd,^5  Great  Ou^n  Street,  London.  W.C.  2.  ,  _  H.D. 

for  the  Colonies :  Gordon  &  Gotch,  Ltd.,  London,  Melbourne,  Sydney,  Bnskfne,' Pert'hlLwri^esloTi'^asi^-  ^I.Z.). 

Canada — 132,  Bay  Street,  Toronto.  South  Africa—  Ckntral  Nkws  Agency,  Ltd. 

Entered  at  the  New  York  P.  st  Office  as  recoad*:lass  matter. 
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RIGGING 

The  Erection  and  Trueing-up  of  Aeroplanes. 
By  F.  W.  HALLIWELL,  A.M.I.A.E. 

Flight  Office. 

36,  Gt.  Queen  St.,  Kingsway.  W.C.  2. 


Post  Free 
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(It  is  a  fund  of 
information.) 


When  the  speed  record  for  the 
world  was  regained  for  Great 
Britain  by  Mr.  J.  James ,  on  a 
“  Bamel  ’  ’  (Napier  -  Gloucester¬ 
shire)  machine ,  “  K.L.G . 99  Plugs 
were  used. 

“All  were  available — ‘K.L.G/ were  chosen.  ” 


-STEELWORK  for  FACTORIES- 


Do  you  contemplate  extending 
your  works  or  require  designs 
for  extensions  in  the  near 
future?  Being  experts 

in  Constructional  Steelwork  of 
many  years’  experience, 
we  can  give  you  sound  and 
practical  advice  which  will 

save  you  not  only 
trouble  but  expense. 

Get  in  touch  with  us. 


.  mil 

-  h  I » 1  1  Ml!  * 


ARCHIBALD  D.  DAWNAY 

STEELWORKS  ROAD,  BATTERSEA,  S.W.  11. 


Telephone— Battersea  1094  (3  line*). 


Telegrams— “  Dawnay,  Batttquare, 

AND  AT  EAST  MOORS,  CARDIFF.  Londo°  '’ 


Telephone— Cardiff  2557. 


Telegram* — “  Dawnay,  Cardiff.' 


THE  ROYAL  AERO  CLUB  EASTER  AVIATION  MEETING. 


D.H.  9a. 


ADC 

“ '  LIMITED^1^ 


THE  WORLD’S  AIRCRAFT  SUPPLIERS. 

Gains 

2  FIRSTS,  1  THIRD, 

and 

FASTEST  TIME 
in  four  events  with  a 
D.H.  9a. 

YOUR  ENQUIRIES  INVITED  FOR  ANY  TYPE  OF  BRITISH  AIRCRAFT. 

AIRCRAFT  DISPOSAL  CO.,  LTD.,  Regent  House,  Kingsway,  London,  W.C.  2. 

Telegrams  :  "Airdisco,  London Telephone  :  Regent  6240. 
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EDITORIAL  COMMENT 

HE  regulations  governing  the  engine 
competition  to  be  held  in  France 
during  1924  have  now  been  issued, 
and  are  published  elsewhere  in  this 
issue  of  Flight.  The  total  prizes 
amount  to  1,600,000  francs,  but  out 
of  that  foreign  competitors  can  only 
qualify  for  1,000,000  francs.  At  the 
present  rate  of  exchange  this  represents  approxi¬ 
mately  £ 20,000 ,  and  the  winning  firm  would  also  be 
_  drawing  royalties  on  manufacture,  at 
Engine  t1ie  rate  of  8,000  fra.ucs  per  engine 
Competition  the  first  ioo,  7,000  for  the  next 
100,  and  so  on  until  the  601st,  from 
which  onward  there  would  be  a  fixed  royalty  of 
2.000  francs  per  engine.  Thus,  in  the  unlikely  case 
of  boo  engines  being  manufactured,  the  winner  of  the 


DIARY  OF  FORTHCOMING  EVENTS 

Club  Secretaries  and  others  desirous  of  announcing  the  daies 
of  important  fixtures  are  invited  to  send  particulars  fur 
inclusion  in  the  following  list ; 


Eulries  close  lor  Scbneidor  Cup  Race 
R.Ae.C.  Whitsun  Race  Meeting,  at  Waddon 
International  Competition  for  Touring  Aero¬ 
planes,  Brussels 
French  Gliding  Competition 
Gordon-Bennett  Balloon  Race,  Geneva 
R.Ae,C.  Race  Meeting,  at  Waddon 


3b  s 

R  >yaj  Air  Fore®  . 203  competition  would  get  the  original  prize  of  f  20,000 

ia°SitmJT.eInleaigen<:c..  "  "  “  "  "  f.3  P*us  3.300,000  francs  (£66,000)  in  royalties,  or  a 

total  of  £86,000.  it  is,  however,  unlikely  that  any 

- - — - -  -  one  engine,  no  math  how  good,  will  be  manufactured 

in  France  during  the  next  few  years  to  the  extent  of 
600,  although  even  in  smaller  numbers  the  royalties 
will  amount  to  a  not  inconsiderable  sum.  There  is 
further  the  consideration  that  foreign  competitors 
will  be  free  to  sell  their  engines  anywhere  outside 
France,  her  colonies  and  protectorates,  and  thus 
might,  even  without  winning  the  competition, 
possess  an  engine  which  would  find  a  ready  sale, 
faking  it  all  round* the  competition  offers  a  distinct 
encouragement  to  engine  manufacturers  everywhere, 
and  wft  sincreely  hope  to  find  among  the  entrants  more 
than  one  British  firm. 

As  regards  the  technical  side  of  the  competition, 
there  is,  we  think,  not  much  wherewith  to  find  fault. 
Hie  regulations  appear  to  be  eminently  sensible,  and 
there  is  little  doubt  that  more  than  one  engine  will 
lie  produced  which  is  capable  of  fulfilling  the  conditions 
in  a  creditable  manner.  Even  present-day  engines, 
with  minor  modifications,  should  he  able  to  make  a 
very  good  showing.  The  size  of  engine  which  it  is 
hoped  to  encourage — 350  to  450  h.p. — appears  to  lx; 
one  well  suited  to  commercial  demands  for  several 
years  to  come,  and  we  are  glad  to  see  that  those 
responsible  for  the  framing  of  the  regulations  have 
not  asked  for  engines  of  much  higher  power.  It  will 
be  a  good  many  years  before  we  are  likely  to  require 
single  units  of  much  higher  power  than  about  400  h.p. 
The  weight  limit,  7*26  lbs. /h.p.,  including  fuel  and 
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oil  for  five  hours,  is  fairly  generous,  and  there  is 
more  than  one  British  engine  in  existence  today 
which  should  be  able  to  score  considerably  on  the 
weight  allowance.  It  we  take  the  weight  per  b.h.p. 
as  about  2 *25  lbs,  and  the  fuel  and  oil  consumption 
as  '65  lbs. /h.p. /hour,  the  total  weight  works  out  at 
5*5  lb.  per  h.p.,  leaving  a  margin  of  if  lbs. /h.p. 
As  the  weight  of  the  cooling  water  is  not,  apparently, 
taken  into  account,  except  such  as  remains  in  the 
water  jackets,  water  pump  and  piping  after  the  five 
hours'  run  of  the  acceptance  test,  the  figure  of  7*26 
lbs. /h.p.  should  not  be  difficult  of  attainment. 

The  actual  endurance  tests,  30  periods  of  8  hours 
each,  not  extending  over  more  than  100  days,  are 
stiff,  but  not  unduly  so,  and  it  will  be  possible  to 
run  the  engine  for  one  period  of  8  hours  and  then 
give  it  one  or  two  days’  rest,  and  still  be  within  the 
limit  of  100  days.  This  is,  apparently,  the  procedure 
which  is  aimed  at,  as  there  does  not  appear  to  be  any 
marks  awarded  for  completing  the  endurance  tests  in 
less  than  the  100  days. 

The  system  of  penalties  appears,  generally  speaking, 
to  be  good.  The  renewal  of  such  parts  as  plugs  and 
valves  is  not  heavily  penalised,  and  is  not  subject 
to  cumulative  penalising,  as  are  certain  other  parts. 
In  other  words,  parts  which  are  known  to  require 
attention,  renewal  or  repair  in  any  engine  are  treated 
rather  lightly,  while  certain  accessories  and  important 
engine  parts  are  severely  penalised,  especially  if 
breakage  occurs  repeatedly.  On  the  whole  the 
penalties  given  suggest  that  it  has  been  the  object  of 
those  framing  the  rules  to  attempt  to  ensure  that 
an  otherwise  good  engine  is  not  condemned  on  account 
of  a  mishap  to  some  minor  part — which  may  be  due 
to  faulty  material — but  that,  on  the  other  hand,  an 
engine  in  which  important  parts  or  units  keep  giving 
trouble,  and  which,  therefore,  suffers  from  defective 
design  or  workmanship,  is  heavily  penalised. 

It  would  not  be  easy  to  improve  upon  the  regula¬ 
tions,  and  we  congratulate  those  responsible  for  the 
fair-mindedness  and  evident  endeavour  to  draft 
really  useful  rules  upon  the  manner  in  which  they 
have  carried  out  their  difficult  task. 

The  Air  Ministry  Competition  for  safety 

Fuel  Tanlf  tanks,  which  was  held  at  Farn- 
*  Competition  borough,  is  now  ended,  and  the  official 

report  on  the  competition  and  on  the 
result  has  been  issued.  Extracts  from  it  are  published 
elsewhere  in  this  issue,  from  which  it  will  be  seen 
that  the  winner  of  the  First  Prize  of  £1,400  is  the 
India-Rubber  Gutta-Percha  and  Telegraph  Works 
Co.,  Ltd.,  of  Silvertown.  Second  Prize  (£400)  has 
been  awarded  to  Imber  Anti-Fire  Tanks,  Ltd.,  and 
Third  Prize  (£200)  to  Commander  Booth  by,  R.N. 
It  will  be  noticed  that  in  the  preliminary  tests,  the 
order  of  merit  of  the  three  tanks  was  exactly  the 
reverse  of  the  order  in  the  final  award. 

But  little  has  been  disclosed  in  the  Air  Ministry 
report  relating  to  the  actual  desigmof  the  different 
tanks,  except  such  data  as  capacity,  weight  and 

Russo-German  Air  Mail. 

From  Berlin  it  is  reported  that  next  month  will  see  the 
inauguration  of  the  air  mail  over  portions  of  the  route 
between  Berlin  and  Moscow.  Mails  will  be  sent  from  Berlin 
to  Konigsberg  by  the  night  train,  and  the  mail  aeroplane  will 
leave  Konigsberg  in  the  early  morning.  The  first  stage  of  the 
flight  is  to  be  to  Vitbesk,  a  distance  of  approximately  400 
miles.  Here  the  mails  will  be  transferred  to  another  machine, 
which  will  cover  the  remaining  350  miles  to  Moscow.  In  the 


shape.  We  should  have  liked  to  see  detail  drawings 
of  the  tanks,  so  as  to  form  an  opinion  of  the  design. 
In  the  absence  of  these  it  is  scarcely  possible  to  form 
an  opinion  of  the  progress  represented,  and  one  is 
but  little  the  wiser,  except  for  the  Air  Ministry 
statement  that  the  competition  “  has  produced  a 
type  of  safety  fuel  tank  which  is  available  for  im¬ 
mediate  introduction  on  Service  and  civil  aircraft, 
and  which,  for  a  slight  increase  in  weight,  gives 
almost  complete  immunity  from  fire,  either  in  a 
crash  or  in  action  with  enemy  machines.” 

So  far  this  appears  to  be  satisfactory,  and  it  is  to  be 
hoped  that  some  of  these  tanks,  or  later  developments 
of  them,  may  soon  be  found  on  all  commercial  air¬ 
craft.  The  danger  from  fire  is  a  very  real  one,  and 
anything  which  tends  to  eliminate,  or  at  any  rate 
reduce,  this  risk  is  to  be  welcomed.  At  the  same 
time,  if  the  fitting  of  these  tanks  is  to  be  made 
compulsory,  it  should  be  kept  in  mind  that  the 
conditions  of  the  tests  were  so  severe  (we  are  now 
referring  particularly  to  the  crashing  tests)  that  to 
ensure  the  tanks  standing  up  against  them  they  had 
to  be  made  heavier  than  is  probably  necessary  for 
commercial  work.  This  should  be  borne  in  mind  if 
there  is  any  intention  of  making  their  fitting  com¬ 
pulsory,  and  a  slight  reduction  in  weight  should  be 
allowed.  This  should  not  seriously  interfere  with  the 
resistance  to  fire  due  to  crashing.  With  regard  to 
Service  aircraft,  questions  of  danger  from  fire,  due 
to  enemy  action,  may  render  it  advisable  to  retain 
the  tanks  at  the  competition  strength  and  weight. 


Heavy 
Loading 
or  Light 
Loading 


In  this  issue  of  Flight  we  publish  a 
description  of  the  Vickers  ”  Vulcan  ” 
commercial  biplane,  with  Rolls-Royce 
Eagle  ”  engine.  This  machine  is  of 
more  than  usual  interest,  inasmuch  as 
it  represents  the  first  modern  attempt  to  produce  a 
lightly  loaded  machine  for  commercial  use.  At 
present  there  may  be  said  to  be  two  schools  of  thought 
on  the  subject  of  commercial  machines.  One  main¬ 
tains  that  the  heavily-loaded  machine  which  lands 
very  fast  is  just  as  safe  in  case  of  accident,  while  its 
high  loading  gives  it  an  advantage  at  top  speed, 
and  certain  structural  advantages  arising  out  of  its 
smaller  size.  The  other  considers  low  landing  speed 
necessary  for  safety  and  economy,  maintaining  that 
the  high  landing  speeds  reached  during  the  war  were 
only  brought  about  and  tolerated  on  account  of  the 
demand  for  high  performance  at  almost  any  cost. 
Hitherto  the  “  high-loading’ites  ”  have  been  most 
prominent  as  regards  actual  machines  in  use,  and  it 
remained  for  Mr.  Pierson  of  Vickers  to  produce  a 
lightly-loaded  machine  in  which  modern  features 
were  incorporated.  The  performance  of  the  “  Vulcan” 
on  actual  service  will  therefore  be  watched  with 
very  considerable  interest,  and  if,  as  seems  probable, 
this  machine  is  able  to  give  a  good  account  of  itself, 
it  may  mean  a  return  to  landing  speeds  more  of  the 
order  of  those  obtaining  before  the  war,  with, 
probably,  corresponding  increase  in  the  useful  load. 


<$>  <$> 

opposite  direction  the  mail  'plaiie  will  leave  Moscow  in  the 
early, morning,  arriving  at  Konigsberg  in  time  for  the  mails 
to  catch  the  night  train  for  Berlin.  On  the  Russian  side,  it 
is  stated,  the  service  will  be  run  by  the  Soviet  Government, 
While  on  the  German  side  It  will  be  operated  by  the  Aero 
Union  Company.  This  company  has  a  capital  of  5  million 
marks,  and  such  well  known  firms  as  the  Hamburg  Amerika 
Line,  the  Zeppelin  Co.,  and  the  Allgemeine  Electricitatsgesell- 
schaft  are  stated  to  be  interested  in  it. 
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THE  VICKERS  “VULCAN”  EIGHT-PASSENGER  COMMERCIAL 

BIPLANE 

360  H.P.  Rolls-Royce  “Eagle  VIII  Engine 


Ai  the  Wey  bridge  works  of  Messrs.  Vickers,  Ltd-,  a  new 
commercial  aeroplane  is  nearing  completion  ;  in  fact,  bv  the 
time  these  notes  appear,  the  first  machine  of  the  "  Vulcan" 
class  will  probably  have  been  put  through  its  preliminary 
tests  by  Capt,  Cockerell.  As  distinct  from  recent  Vickers 
land  machines  of  Mr.  R.  K.  Pierson's  design,  the  "Vulcan" 
is  a  single-engined  biplane,  although  retaining  in  other 
respects  many  of  the  features  which  distinguish  Vickers 
machines. 

At  the  time  of  onr  visit  to  the  worlis,  the  first  of  the 
"  Vnlcans  "  was  not  completed,  and  it  has  not,  therefore,  been 
possible  to  include  in  this  description  photographs  of  the 
machine.  The  scale  drawings  on  p.  254,  will,  however,  give 
a  veiw  good  idea  of  the  general  lay-ont.  The  first  feature 
which  one  notices  is  the  unusual  depth  of  the  fuselage ,  which 
extends  right  up  to  and  serves  as  a  support  for  the  top  plane. 
One  result  of  this  great  depth  is  that  in  side  view  the  fuselage 
looks  somewhat  stumpy,  although  the  streamlining  is  un¬ 
commonly  good.  The  width  of  the  fuselage  is  not,  of  course, 
nearly  so  great,  as  will  be  seen  from  the  plan  view;  and  the 
resistance  of  the  fuselage  is  probably  very  low. 

General  Design 

Although  of  considerable  span— 49  ft. — there  is  only  one 
pair  of  interplane  struts  on  each  side.  This  reduction  in  the 


expenditure  is  only  45  h.p,  per  passenger  at  full  power,  and  a 
maximum  speed  of  about  105  ra.p.h.  This  should  certainly 
bring  the  machine  within  sight  of  being  able  to  show  a  profit 
without  the  aid  of  a  Government  subsidy.  Furthermore, 
the  low  landing  speed  (about  40  m.p.h.  on  estimated  figures) 
should  make  for  safety,  and  should  also  enable  the  machine  to 
get  out  of  quite  small  fields.  It  is  also  possible  that  for  a 
machine  which  lands  so  slowly,  a  lower  insurance  premium 
might  be  required,  all  of  which  are  points  in  favour  of  the 
lightly-loaded  and  relatively  slow  commercial  aeroplane. 

The  Fuselage 

In  the  main,  the  fuselage  construction  is  similar  to  that 
familiar  from  such  Vickers  machines  as  the  Vimy-Commercial 
Vernon,  Victoria,  and  Virginia.  That  is  to  say,  the  front 
portion,  which  forms  the  cabin,  is  of  ntonocoque  construction 
and  elliptical  cross-section,  while  the  rear  portion  of  the 
fuselage  is  a  girder  of  longerons  and  struts,  braced  with  tie 
rods.  The  wooden  members  of  this  girder  are  of  the  typical 
Vickers  type,  i.e.  they  are  hollow  tubes  of  wood.  The  manner 
of  building  up  these  tubes  is  very  ingenious,  and  has  been 
proved  in  practice  to  give  great  strength  and  resistance  to 
hard  wear.  Each  strut  or  longeron  is  built  up  of  three  pieces, 
spindled  out  from  rectangular  section  strips  to  form  a  third 
of  a  circle,  The  three  pieces  are  then  glued  together,  with 


The  Vickers 
“Vulcan  ”  : 
Three-quarter 
front  view  of 
fuselage  before 
engine  cowl  and 
fabric  covering  of 
rear  portion  are 
put  on. 


wing  bracing  has  been  made  possible  by  the  adoption  of  a 
thick  section,  high-lift  wing.  The  actual  section  employed 
is  one  of  the  airscrew'  sections.  No.  62,  we  believe,  with  flat 
bottom  camber.  The  space  available  for  spars  is,  therefore, 
considerable,  and  the  long  bays  are  further  relieved  by  building 
up  the  wings  as  continuous  beams  In  the.  drawing,  it  will  be 
noticed  that  the  wing  roots,  both  top  and  bottom,  extend 
some  distance  out  from  the  fuselage.  The  reason  for  this 
arrangement  is  that  the  joint  between  spar  root  and  inner  end 
of  end  section  spar  occurs  at  the  point  of  contraflexure, 
where  the  bending  moment  is  zero,  and  where,  consequently, 
the  hsh  plates  of  the  joint  have  to  resist  shear  only. 

As  regards  general  design,  the  "  Vulcan  ”  is  a  relatively 
low-powered  weight-carrying  commercial  machine,  in  which 
economy  in  manufacture  and  operation  have  been  given 
precedence  over  performance  Every  endeavour  has  been 
made  to  make  the  “  Vulcan  ”  a  truly  commercial  machine, 
and  if  it  is  not  quite  so  fast  as  some  modern  commercial 
machines,  it  possesses  other  features  which,  in  our  opinion, 
more  than  outweigh  the  relatively  low  cruising  speed  of 
90  m  p.h.  To  begin  with,  the  machine  carries  eight  passen¬ 
gers  on  one  Rolls-Royce  engine  of  360  h.p.,  so  that  the  power 


tongues  of  hardwood,  and  the  whole  further  strengthened 
by  being  bound  w-ith  tape.  At  the  ends,  and,  in  the  case  of 
the  longerons,  where  the  strut  fittings  are  attached,  the  three 
strips  composing  the  tube  are  left  solid,  and  the  triangular 
space  left  is  filled  with  a  wood  plug,  making  the  longeron 
solid.  The  process  of  manufacture  is,  we  understand,  quite 
cheap,  and,  of  course,  for  members  which  are  loaded  as 
struts  the  tubular  section  is  the  most  efficient.  The 
longerons  work  out  very  light,  especially  as  they  are  of  fairly 
large  diameter,  and  the  section  thus  has  a  large  moment  of 
inertia. 

The  sheet  steel  fittings  are  wrapped  around  the  longerons , 
and  in  the  "  Vulcan  "  an  improvement  has  been  incorporated 
which  allows  of  taking  up  any  slack  arising  from  shrinkage 
of  the  longerons.  This  is  in  the  form  of  an  aluminium  packing 
piece  on  which  the  bolts  are  tightened  up.  If  the  longeron 
shrinks,  as  it  might  do  to  a  certain  extent  in  tropical  climates, 
the  bolts  are  removed  and  the  packing  piece  replaced  by 
a  thinner  one.  The  bolts  are  then  put  back  and  tightened 
up.  The  extreme  rear  portion  of  the  fuselage  of  the  "  Vulcan  " 
is  a  steel  tube  structure  carrying  the  tail  skid,  and  it  terminates 
in  a  short  transverse  tube  into  which  a  tube  or  rod  can  be 
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1 1"  THE  VICKERS  “VULCAN  ”  :  General  arrangement  drawings. 
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inserted  for  enabling  two  or  more  men  to  lift  the  tail  when 
the  machine  is  being  moved  about  on  the  ground.  A 
fairing  in  the  form  of  light  formers  and  stringers  is  built 
on  outside  the  main  fuselage  structure,  to  bring  it  up  to  an 
elliptical  section. 

The  cabin  portion  of  the  fuselage  is,  as  already  mentioned, 
built  up  as  a  monocoque  shell,  with  formers  of  rectangular 
box  section,  but  forming,  of  course,  ellipses  conforming 
to  the  shape  of  the  fuselage.  Into  these  formers  are  let 
the  longitudinal  stringers,  or  longerons,  and  the  whole  is 
covered  with  three-ply  wood,  screwed  on  in  relatively  small 
panels.  When  finished,  the  entire  cabin  portion  is  covered 
with  fabric  and  doped. 

The  Wing  Structure 

It  has  already  been  stated  that  the  wings  of  the  "  Vulcan  ” 
arc  of  thick  section,  and  that  therefore  the  spars  are  of 
considerable  depth.  The  spars  are  of  the  box  type,  with 
top  and  bottom  flanges  of  spruce,  and  sides  of  three-ply 
wood.  As  in  the  case  of  the  fuselage  longerons  and  struts, 
the  wing  spars  are  taped  and  doped,  the  fabric  further 
strengthening  and  protecting  the  wood  underneath. 

The  compression  struts  between  the  spars  are  circular 
tubes  of  wood,  and  constructed  similarly  to  the  longerons 
already  described.  The  ribs  are  of  somewhat  unusual 
construction,  as  shown  in  one  of  our  sketches,  and  consist 
of  lattices  of  spruce,  the  lattice  bars,  some  of  which  are 
single  and  some  double,  according  to  local  loads,  being 
attached  to  the  spruce  flanges  by  Vickers  Duralumin  rivets. 
This  form  of  rib  has  been  found  to  be  very  strong  for  its 
weight,  and  is  now  employed  in  all  Vickers  machines. 


chord  from  the  leading  edge.  This  tube  is  carried  in  bearings 
mounted  on  channel  section  steel  brackets  bolted  to  the 
rear  spar.  According  to  whether  the  aileron  is  up  or  down  , 
its  leading  edge  moves  below  or  above  the  rear  spar,  and 
the  portion  in  front  of  the  pivot  serves  as  a  balance.  This 
type  of  aileron  has  the  advantage  that  the  twisting  stress 
imposed  by  a  horn  balance  is  avoided,  but,  on  the  other  hand, 
the  load  on  the  steel  brackets,  and  the  resulting  twisting 
stress  on  the  rear  spar,  is  probably  considerable.  However, 
owing  to  the  thickness  of  the  wing,  it  is  a  fairly  easy  matter 
to  take  care  of  these  loads.  Acrodynamically,  this  form  of 
aileron  is,  we  believe,  very  efficient.  At  any  rate,  it  appears 
to  be  so  on  the  Handley  Page  W.8  and  W.8B.  There  is 
no  direct  control  to  the  ailerons  of  the  lower  plane,  these 
being  operated  by  aileron  struts  running  from  lugs  on  the 
top  aileron  to  similar  lugs  on  the  lower  ones.  It  should  he 
observed  that  these  struts  are  attached  to  the  leading  edges, 
and  not,  as  is  more  usual,  to  the  trailing  portion  of  the 
ailerons.  This  is  another  instance  of  the  amount  of  thought 
and  attention  given  to  details  by  Mr.  Pierson.  By  the 
arrangement  adopted,  the  aileron  struts  are  made  to  work 
in  tension  when  the  greatest  loads  occur,  and  only  work  in 
compression  under  relatively  small  loads.  It  might  be 
mentioned  that  the  ailerons  are  standardised  so  that  the 
same  spares  will  do  for  both  top  and  bottom  planes. 

The  tail  is  of  the  biplane  type,  similar  to  that  of  the 
”  Viking, "  and  does  not  call  for  any  special  description. 

The  Engine  Mounting 

One  of  the  accompanying  sketches  shows  the  mounting 
of  the  Rolls-Royce  “  Eagle.”  The  whole  engine  mounting 


THE  VICKERS  “  VULCAN  ,f  :  Some  details  of  the  construction  of  circular  and  streamline  section  struts  and 

longerons. 


As  already  mentioned,  there  is  only  one  pair  of  inter¬ 
plane  struts  ou  each  side.  The  construction  of  these  struts 
is  illustrated  in  one  of  the  accompanying  drawings.  The 
stmt  proper  is  built  up  of  four  strips,  spindled  out  to  form 
an  elliptical  section.  To  this  is  added  a  fairing  composed 
of  thin  three-ply,  supported  on  triangular  formers  attached 
to  the  back  of  the  strut.  Both  as  regards  cost  of  manu¬ 
facture  and  strength  for  weight,  these  struts  have  proved 
very  good,  and  it  might  be  mentioned  that  a  series  of  loading 
tests  carried  out  on  specimen  struts  have  given  the  very 
high  loading  figure  c>f  1,000  lbs.  per  lb.  weight  of  the  strut. 
1  n Jother  words,  a  strut  weighing  28  lbs.  supported  an  end 
load  of  28,000  lbs.  This,  of  course,  is  extremely  good,  and 
indicates  the  constructional  advantages  of  this  form  of 
strut  construction.  Add  to  this  that  the  struts  are  cheap 
to  build,  waste  but  little  wrood,  and  are  composed  of  strips 
so  thin  that  defects  can  be  easily  spotted,  and  it  will  be  seen 
that  the  hollow  wood  strut  is  difficult  to  improve  upon. 

The  wing  bracing  is  of  straightforward  type,  with  streamline 
wires  attached  to  wiring  lugs  of  usual  type.  Owing  to  the 
fact  that  there  is  only  one  pair  of  struts  on  each  side,  the 
bracing  has  been  reduced  to  a  minimum,  and  probably 
h>rms  a  very  good  compromise  between  the  usual  two-bay 
braced  biplane  and  the  cantilever  wing,  which  works  out 
surnewhat  heavy. 

Constructionally,  the  ailerons  are  similar  to  the  wings, 
but  the  manner  of  balancing  them  is  somewhat  unusual. 
Instead  of  being  hinged  on  the  rear  spar,  the  ailerons  have 
a  lube  running  through  them  at  a  distance  of  about  •  28  of  their 


structure  is  composed  of  tinned  steel  tubes  so  arranged  as 
to  give  perfect,  or  nearly  so,  triangulation.  The  whole 
engine  unit  can  be  detached  from  the  fuselage-  by  undoing 
four  bolts  and  the  engine  controls  and  petrol  leads.  The 
former  are  very  simple  and  of  short  length,  owing  to  the 
position  of  the  pilot  immediately  aft  of  and  slightly  above 
the  engine.  They  are  all  of  the  pull-and-push  rod  type, 
with  crank  arms  where  their  direction  has  to  be  changed. 
As  for  the  petrol  leads,  these  also  are  of  very  simple  form, 
consisting  of  two  pipes,  one  from  each  tank,  running  to  a 
T-piece  from  which  a  single  pipe  runs  to  the  carburettor 
via  a  B.S.A.  filter.  This  filter,  it  might  be  mentioned,  is 
so  arranged  that  the  gauze  can  be  removed  and  cleaned 
without  interfering  with  the  pipes  themselves. 

The  starting  gear  consists  of  a  transverse  shaft  running 
across  the  sloping  tubes  of  the  engine  mounting,  and  driving 
the  engine  shaft  via  chains.  The  shaft  has  a  handle  at 
each  end,  so  that,  if  necessary,  two  men  can  turn  simul 
taneously.  The  starting  magneto  is  mouuted  on  the  port 
side,  and  is  driven  by  a  chain  from  the  same  transverse 
shaft.  This  does  away  with  the  old-fashioned  way  of  having 
the  pilot  turn  the  starting  magneto  while  the  engineer  turns 
the  engine.  In  order  to  take  up  any  slack  that  might 
developjn  the  two  chains,  the  transverse  shaft  is  mounted 
in  eccentric  bushes  held  in  split  collars,  so  that  a  slight  turn 
of  the  proper  bushes,  according  to  whether  it  is  the  engine 
chain  or  that  to  the  starting  magneto,  tightens  up  the  chains. 

A  nose  radiator  is  fitted,  mounted  on  the  tubular  engine 
bearers  by  lugs  provided  with  rubber  washers  to  reduce 
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vibration.  The  water  tank  is  Carried  on  the  front  wail  of 
the  portion  of  the  pilot's  cock-pit  which  projects  forward 
over  the  aft  portion  of  the  engine, 

As  shown  in  onr  sketches  the  cowl  is  not  in  place.  This 
cowl  is  a  very  large  one,  of  beaten  aluminium,  and  gives  a 
very  smooth  entry  for  the  air.  At  the  bottom  the  cowl  has 


TIIE  VICKERS  "  "VULCAN  "  :  Details  of  the  starting  gear,  showing 
starting  magneto,  adjustable  eccentric  bushes,  etc. 


t  large  inspection  door  through  which  the  engineers  can  get 
at  the  bottom  of  the  crank  case,  oil  pump,  etc.  On  top,  there 
are  two  doors,  hinged  along  the  centre  line,  and  lifted  up 
as  an  ordinary  car  bonnet.  Bonnet  fasteners  similar  to 
those  used  on  cars  are  employed,  so  that  it  is  a  matter  of  a 
lew  moments  only  to  get  at  the  engine. 

Petrol  System 

One  of  the  features  of  the  Vickers  *'  Vulcan  ”  which  should 
be  of  particular  value  is  the  employment  of  direct  gravity 
teed.  Two  petrol  tanks  are  mounted  on  the  top  plane, 
some  distance  out  so  as  to  be  clear  of  the  propeller  slip  stream, 
and  the  fuel  runs  through  pipes  to  a  T-piece  in  the  pilot’s 
cockpit,  whence  a  single  pipe  is  taken  to  the  carburettor. 
The  tanks  lest  on  the  top  of  the  plane,  and  have  large  sumps 
so  arranged  that  no  matter  whether  the  machine  is  flying 
level  descending  or  climbing  the  petrol  can  be  drained  out, 
to  the  last  drop  practically.  There  are  two  unions  on  the 
tank  sumps,  one  lor  the  feed  pipe,  and  the  other  for  a  drain 
cock.  C  apacity  indicators  are  incorporated  in  the  tanks 
themselves,  and  are  so  placed  that  they  can  be  read  from 
the  pilots  cockpit.  Thus  the  whole  system  is  about  as 
simple  as  it  is  possible  to  get  it,  and  it' will  be  interesting 
to  see  what  effect  the  gravity  system  will  have  on  the  number 
of  forced  landings.  Many  of  these  have,  in  the  past,  been  due 
to  trouble  somewhere  m  the  petrol  system,  and  with  flic 
gravity  feed  all  these  should  be  avoided. 

The  Undercarriage 

After  months  of  experimental  work  on  oleo-pneumatic 
undercarriages,  Messrs.  \  ickers  have  evolved  a  type  which 
actually  weighs  slightly  less  (about  two  pounds  per  "  leg  ") 
than  the  usual  type  with  rubber  shock-absorbers.  Without 
going  into  details,  it  may  be  said  that  the  arrangement 
consists  of  pumping  air  into  a  cylinder  and  locking  it  there 
by  means  of  an  oil  seal  The  shock-absorbing  qualities 
are  very  good,  and  bouncing  is  entirely  eliminated.  The 
undeicarriage  is  of  simple  V -type,  with  the  front  “  legs  ” 
lunged  to  the  fuselage  and  diagonally  braced  by  cable,  w  hile 
h'gs  are  telescopic  and  incorporate  the  oleo  gear. 
The  tad  skid  is  of  ash,  and  is  provided  with  a  shoe  of  man¬ 
ganese  steel.  Ibis  shoe  is  so  hard  that  it  is  a  matter  of 
some  difficulty  to  drill  the  holes  in  it.  It  should  therefore, 
stand  up  well  to  the  wear  and  tear  of  taxying.  It  is 
however,  easily  renewable  by  undoing  four  bolts.  ^ 

Controls 

The  pilot  s  cockpit,  situated  in  the  roof  of  the  fuselage,  and 
occupying  the  front  upper  corner  of  the  cabin,  partly  projects 
over  the  rear  portion  of  the  engine.  The  view  obtained 


from  it  is  exceptionally  good,  although,  owing  to  the  fact 
that  the  pilot’s  head  is  practically  in  fine  with  the  propeller 
tips,  this  position  will  probably  be  somewhat  draughty 
The  engine  is  placed  relatively  low,  and  there  is  no  difficulty 
m  looking  over  the  top  of  it  even  straight  ahead.  The  only 
feature  which  might  give  rise  to  trouble  is  the  very  high 
position,  the  pilot's  head  being  approxi¬ 
mately  13  It.  above  the  ground  when  the. 
machine  is  horizontal  and  the  wheels  on  the 
ground,  However,  a  little  experience  should 
tannliarise  the  pilots  with  this  high  position, 
ami  after  that  there  should  be  no  difficulty. 
Certainly  the  view  is  about  as  good  as  it  is 
possible  to  make  it  in  a  single-engined 
machine,  In  order  to  afford  some  measure 
of  protection  to  the  pilot's  head,  in  case  the 
machine  should  turn  over,  there  is  a  tubular 
stiffener  in  the  fairing  behind  his  head.*  This 
stiffener  is  very  strong,  and  should  prevent 
the  fairing  from  caving  in.  It  will  be 
padded  with  leather,  but,  as  shown  in  one 
of  our  sketches,  this  padding  has  uot  been 
put  on.  It  will  be  noticed  that  inside  the 
fairing  there  is  a  slide  with  slots  in  it.  This 
is  the  entry  for  the  fresh  air  to  the  cabin, 
and  it  is  thought  that  sufficient  will  find  its 
way  pasl  the  pilot's  head,  where  it  rests 
against  the  stirmp-shaped  padded  stiffener. 
On  its  way  to  the  cabin  the  air  passes 
through  a  did  user  box  so  as  to  avoid 
draught . 

Ibe  instrument  board  is  fitted  out  with 
all  the  usual  instruments,  which  are  all  well 
in  sight  and  illuminated-  The  controls  are 
of  fairly  orthodox  arrangement,  although 
certain  unusual  features  are  found  in  one  or 
two  places  I  he  “  joystick  ”  is  mounted  on  a 
fork  on  the  front  end  of  a  longitudinal  rocking 
shaft  carried,  in  bearings  under  the  floor  of 
-  At  rts  rear  end  this  shaft  carries  two  cranks  from 

which  tubes  rgn  vertically  up  to  cranks  mounted  on  the 
inner  ends  of,  and  pointing  aft  from,  two  transverse  tubular 
shafts  testing  in  the  wing  roots.  These  transverse  shafts 
cany  on  their  outer  ends  cranks  pointing  downwards,  from 
which  rubes  run  aft  and  upwards  to  the  cranks  on  the  aileron 
tubes,  lucre  aie  thus  no  cables,  wires  or  rods  anywhere 
m  the  aileron  control  system.  From  the  joystick,  a  tube 
tuns  back  to  a  crank  on  the  transverse  tubular  shaft  that 
carries  on  its  outer  ends  the  elevator  cranks.  From  these 
latter  cables  run  to  the.  elevators  The  rudder  bar  lias  a 
iorvva rd  projection  in  its  centre  engaging  with  a  transverse 
tube  which  at  each  end  engages  with  an  elbow  crank  from 
whose  outer  arm  cables  run  to  the  rudders  The  arrangement 


the  cockpit. 


THE  VICKERS  “  VULCAN  ”  :  Perspective  diagram 
of  the  control  system. 

of  the  controls  will  be  better  understood  from  a  reference  tc 
the  diagrammatic  sketch.  The  tail  is  adjustable,  but  not 
during  flight,  and  there  is  an  elevator  trimming  gear  similar 
to  that  of  the  “  Viking,”  described  and  illustrated  in  FfclOHl 
of  October  6,  1921. 

The  Cabin 

It  has  already  been  mentioned  that  the  cabin  has  seating 
accommodation  for  eight  passengers.  The  seats  are  of  a 
special  type  designed  by  Vickers,  and  when  not  in  use  fold 
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THE  VICKERS  “VULCAN  ”  :  Some  constructional  details.  1.  Lattice  rib  construction.  2.  Balanced  aileron. 
3.  Details  of  aileron  mounting.  4.  The  fairing  behind  the  pilot’s  head  has  a  tubular  stiffening  piece  to  act  as 
a  protection  In  case  the  machine  turns  over.  Inside  the  fairing  may  be  seen  the  ventilator  for  the  cabin.  5. 
shows  details  of  the  manner  of  building  a  light  structure  on  to  the  main  fuselage  girder  in  order  to  turn  it  into 
an  elliptical  section.  6.  One  of  the  fuselage  longeron  clips.  (Note  the  aluminium  packing  piece  which  allows 
of  tightening  up  the  fitting  in  case  of  shrinkage  of  the  longeron.)  7.  One  of  the  petrol  tanks  mounted  on  the  top 
plane.  8  is  an  underneath  view  of  the  sump  of  the  petrol  tank.  9  shows  the  detachable  steel  shoe  on  the  tail 
skid.  10  and  11  arc  views  of  one  of  the  seats,  open  and  folded.  12.  Shows  the  details  of  the  undercarriage 
where  the  struts  meet  the  axle.  Note  how  the  bending  moment  has  been  kept  as  small  as  possible  by  fitting 

the  struts  close  to  the  inner  end  of  the  wheel  hub. 
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up  against  the  sides  of  the  cabin.  The  back  rest  folds 
forward  on  to  the  seat,  and  the  whole  then  turns  on  longitu¬ 
dinal  hinges,  folding  upwards  and  outwards,  as  shown  in 
two  of  our  sketches.  Should  it  be  desired  to  use  the  machine 
for  carrying  goods,  the  seats  may  be  easily  removed,  each 
being  held  in  place  by  two  bolts  only. 

A  feature  of  the  cabin  is  the  great  amount  of  head-room, 
about  8  ft.  This  results  from  the  monocoque  construction 
and  the  elliptical  cross  section  of  the  fuselage.  In  front  this 
head-room  is  Somewhat  smaller,  owing  to  the  projection 
of  the  pilot’s  cockpit  into  the  front  part  of  the  cabin.  At 
the  rear  a  smaller  portion  is  cut  off  by  a  locker  or  luggage 
space  in  the  roof,  but  there  is  still  plenty  of  room  for  even 
a  tall  man  to  stand  upright. 

In  the  front  wall  of  the  cabin  there  is  a  small  door  on 
each  side,  through  which  the  pilot  may  communicate 
information  to  the  passengers.  Between  the  two  doors 
is  a  narrow  panel  enclosing  the  two  vertical  tubes  of  the 
aileron  control,  The  top  of  this  panel  is  left  open  so  that 
the  attachment  of  the  tubes  to  the  crauks  is  always  exposed 
and  easily  accessible  for  adjustment.  Incidentally,  a 
passenger  who  knows  something  about  flying  may,  by 
watching  theses  tubes,  get  an  idea  of  the  amount  of  use 
being  made  of  the  ailerons . 

Behind  the  cabin,  and  separated  from  it  by  a  transverse 
bulkhead,  is  a  compartment  divided  into  two.  That  on 
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the  port  side  is  a  diminutive  lavatory,  while  on  the  starboard 
side  is  the  luggage  compartment  The  latter  is  divided  into 
two  “  stories,”  the  upper  of  which  is  reached  from  the  cabin 
through  a  door  in  the  rear  wall,  and  evidently  meant  for 
“  wanted  during  the  journey”  luggage.  The  lower  luggage 
compartment,  which  has  a  portion  projecting  forward  under 
the  double  seat  on  the  starboard  side,  is  reached  through  a 
door  in  the  starboard  side  of  the  fuselage. 

By  the  time  this  issue  of  Flight  is  distributed,  the  first 
of  the  ”  Vulcans  ”  should  have  been  in  the  air  on  its  pre- 
liminary  tests.  It  will  then,  probably,  go  to  Martlesham 
for  type  tests,  and  should  be  on  the  London-Paris  service 
(Instone  Air  Line)  in  a  couple  of  weeks.  The  main  charac¬ 
teristics  of  the  “  Vulcan  ”  are  as  follows  ;  Engine,  Rolls- 
Royce  ”  Eagle  VIII  "  ;  length  of  machine  o.a.,  37  ft.  6  ins  ; 
height  o.a.,  14  ft.  3  ins.  ;  span,  49  ft.  ;  chord,  9  ft.  3  ins.  ; 
maximum  gap,  8  ft.  ;  area  of  main  planes,  840  sq.  ft  , 
wing  loading,  7.3  lbs./sq.  ft.  ;  power  loading,  17  lbs./h.p. 
weight  of  machine  empty,  3,775  lbs.  (pilot,  t8o  lbs.)  ;  72 
gallons  of  petrol.  510  lbs.  ;  5  gallons  of  oil,  45  lbs.  ;  reserve 
water  (2  gallons),  20  lbs.  ;  W/T.  100  lbs.  ;  eight  passengers  at 
160  lbs.,  t,28o  lbs.  ;  luggage  or  freight,  240  lbs.  ;  total 
loaded  weight,  6,150  lbs.  Maximum  speed  near  ground 
(estimated)  105  m.p.h.  Cruising  speed  (estimated)  yo  m.p.h. 
Landing  speed  (estimated)  40  m.p.h.  Climb  to  6,ooo  ft. 
(estimated)  14  mins 
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ROYAL  AIR  FORCE  CADETSHIPS.  FORTHCOMING  ENTRANCE 

EXAMINATION 


The.  Air  Ministry  announces  that  an  examination  for  entrance 
into  the  Royal  Air  Force  Cadet  College,  Cranwell,  will  be 
held  on  June  27.  1922,  and  following  days.  The  number  of 
Cadetships  open  to  competition  at  this  examination  will 
not  be  less  than  20  inclusive  of  King's  Cadets  or  Honorary 
King's  Cadets,  and  will  include  the  award  of  not  less  than  one 
prize  Cadetship. 

In  addition,  one  Wakefield  Scholarship  cf  the  value  of  £75 
per  annum  is  offered  for  competition  among  candidates 
whose  parents  or  guardians  are  in  reduced  circumstances, 
with  preference  to  cases  due  to  the  late  war. 

Candidates  must  have  attained  the  age  of  17^,  and  not 
exceeded  the  age  of  19  on  July  1.  1922,  the  only  exception 
being  in  the  case  of  candidates  with  previous  servfice  prior  to 
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ROYAL  AERONAUTICAL  SOCIETY  NOTICES 

Lectures. — The  following  programme  of 
lectures  has  been  arranged  for  next  Session  : — 
October  5. — Prof.  L.  Bairstow,  Fellow',  "  The 
Work  of  S.  P.  Langley.” 

October  19. — Mr.  J.  D.  North,  Fellow.  ”  The. 

Metal  Construction  of  Aeroplanes.” 
November  2. — Major  A.  R.  Low,  Fellow,  ”  A 
Review  of  Airscrew  and  Helicopter 
Theory,  with  Aeroplane  Analogies.” 
November  16. — Mr,  R.  McKinnon  Wood. 
Fellow,”  The  Co-relation  of  Model  and  Full  Scale  Work.” 
December  7. — Prof.  C.  F.  Jenkin,  ”  Fatigue  in  Metals  ” 
January  4. — (To  be  announced  later). 

January  rr. — Juvenile  Lecture,  Mr.  R.  A.  Frazer,  “Testing 
of  Model  Aeroplanes.” 

January  18. — (To  be  announced  later). 

February  1,- — Mr.  G.  S.  Baker,  “Ten  Years'  Testing  of  Model 
Seaplanes.” 

February  15. — Wing-Commander  Cave-Brown  e-Cave,  ”  The 
Practical  Aspects  of  the  Seaplane.” 

March  1. — Major  F.  M.  Green,  “  Helicopters.” 

March  15. — Prof.  B.  Melvill  Jones,  “The  Control  of  Aero¬ 
planes  at  Low  Speeds.” 

Representatives  on  other  bodies.—  The  following  representa¬ 
tives  on  other  bodies  have  been  nominated"  for  the  year  ending 
April,  1923  : — 

Conjoint  Board  of  Scientific  Societies. — Lieut. -Col.  M. 
O'Gorman. 

Aeronautical  Research  Committee . — Lieut. -Col,  A.  Ogilvie. 
Advisory  Committee  on  Aeronautical  Education . — Prof.  C.  F. 
Jenkin. 

British  Engineering  Standards  Association  Aircraft  Commit¬ 
tee. — Lieut. -Col.  M.  O'Gorman. 

B.E.S.A.  Aircraft  Sub-Committee  No  1  (Nomenclature).— 
Prof.  L.  Bairstow,  Lieut.-Col.  M.  O’Gorman,  Dr.  Sutton 
Pippard,  Mr.  J.  D.  North,  Major  R.  V.  Southwell,  Lieut. -Col. 
W,  Lockwood  Marsh. 


January  1,  1920,  or  service  in  the  Senior  Division  of  the  O.T.C 
prior  to  March  r,  1919,  in  which  case  the  upper  limit  of  age 
will  be  21. 

Candidates  must  apply  in  w'riting  to  the  Secretary,  Civil 
Service  Commissioners,  Burlington  Gardens,  London,  W.  1, 
for  forms  of  application,  and  the  forms  should  be  completed 
and  returned  not  later  tbau  May  11  next.  No  application 
received  later  than  May  25  will  be  accepted  under  any 
circumstances. 

The  competition  will  be  conducted  in  accordance  with  the 
Regulations  for  the  Royal  Air  Force  (Cadet)  College;  (Air 
Publication  121),  which  may  be  obtained  from  His 
Majesty’s  Stationery'  Office,  Imperial  House,  Kingsway, 
W.C.  2.  Price  yd. 

<$>  <$> 

Civil  Aviation  Advisory  Board.— Lieut.-Col.  M.  O’Gorman. 
International  Air  Congress,  1923;  Organising  Committee  — 
Mr,  Griffith  Brewer,  Lieut.-Col.  M.  O’Gorman,  Lieut. -Col. 
A.  Ogilvie,  Lieut, -Col,  \V.  Lockwood  Marsh  (Technical  Sec  ). 

W.  LOCKWOOD  MARSH, 

Secretary 

K  «  M  * 

THE  LONDON  AERO-MODELS  ASSOCIATION 

At  the  Meeting  held  on  April  27  it  was  decided  that  all 
members  must  put  protectors  on  their  machines.  On 
Thursday,  May  4,  an  important  meeting  will  be  held  at 
Headquarters,  and  members  are  particularly  requested  to 
attend. 

Sunday,  May  7,  R.O.G.  Competition  on  Wimbledon 
Common  (see  last  week’s  Flight  for  full  particulars). 

On  Saturday',  May  20,  a  Smoking  Concert  will  be  held  at 
Headquarters  at  7.30  p.m.,  Mr.  J.  E.  Louch  most  kindly 
making  all  arrangements  and  providing  an  excellent  array 
of  artistes.  It  is  earnestly  hoped  that  members  will  show 
their  appreciation  by  attending. 

On  Sunday  last  there  was  a  special  muster  of  members  on 
Wanstead  Flats  to  give  a  flying  demonstration.  Unfortu¬ 
nately,  the  wind  was  of  a  downward  trend,  and  it  was  impos¬ 
sible  to  get  models  up  very  high.  Mr.  Bedford  was  flying 
an  enclosed  model  somewhat  resembling  a  B16riot  type, 
getting  excellent  results  from  same.  Mr.  C.  Hersom  had  an 
enclosed  model,  the  body  resembling  that  of  a  flying  fish. 
Mr.  C.  A,  Rippon  was  very’  prominent  with  a  large  spar  model. 
Mr.  S.  Holton  was  making  excellent  progress  with  a  new- 
model.  About  ten  other  members  wrere  flying  models,  Mr. 
Bedford  concluding  a  most  enjoyable  meeting  by  demon¬ 
strating  the  flying  of  his  twin  pusher  hydroplane.  Three 
new  members  were  recruited. 

Meetings  are  held  at  Headquarters,  20,  Great  Windmill 
Street,  Piccadilly  Circus,  W.  1,  every  Thursday  at  7.30  p.ru. 
All  interested  in  model  aeronautics  are  cordially  invited. 

Flon.  Sec.,  A.  E.  Jones,  48  Narcissus  Road,  West  Hamp¬ 
stead,  N.W.  0. 

258 


May  1922 


COM M  IT  I  EE  M FETING 

\  Meeting  of  1 lie  Committee  was  held  on  Weclneyday, 
\ j •  •  i  1  16,  when  there  wore  present  Liemt.-X'nl  J  I  .  4. 

AJ  iurt-Diaba/ou,  MX'  ,  M  IX,  in  the  Chair.  Wing- Com 
n  milder  VV.  D.  Beatty,  C.B.K.,  R.A.F..  Maj.-Gcn.  Sir  Sefton 
Bratieket  .  K.C  B.,  Brig  (ten  Sir  Capet  Holden,  K.C.B., 
I  K  S.,  Lieut. -Col.  F  Iv  MdClean  Lieut  Col.  Alec  (Jgilvin, 
i  !•  nt  Col.  Mervyn  O'Gorman,  C.B.,  and  1  lie  Secretary 

Election  of  Chairman.  On  the  motion  of  Brig.  Gen  Sir 
<  ipel  Holden,  K.C.B.,  F.R.S.,  seconded  hy  Lient:-Col.  Alec. 
Ogilvie .  Lieut. -Col.  J  T.  C.  Moore-Brabazon  M.C.  M  P  .  was 
unanimously  elected  Chairman  of  the  Club  for  the  current 

year. 

On  the  motion  of  Lieut  Col.  J.  T.  C.  Moore-Brabazon, 
M  ,  M.P.,  seconded  by  Maj.Gen.  Sir  Sefton  Bra.nckt.-r,  K.C,  B., 
i  mammons  vote  of  thanks  was  passed  to  Brig. -Gen  Sir 
C.  acl  Holden,  K.C .  13. ,  F.R.S  ,  the  retiring  Chairman. 

Election  of  Vice-Chairman.  -On  the  motion  of  Lieut  - 
4  nt,  Mervyn  O’ Gorman.  <  B.,  seconded  by  Maj.-Gen,  Sir 
s-  iluu  Brunc.kcr,  K.C.B.,  Lieut.-Col.  F.  K.  McCletUl  was 
unntiiinjmsly  elated  Vice-Chairman  of  the  Chib  for  the 
current  year. 

Election  of  Members.  The  following  new  Members 
were  elected 

Janies  Rasvitron  Draw-well . 

Harold  Chester-Master. 

Henry  Kntiaid  Godfrey. 

Eric  Donied  Kirby 

Charles  Edward  Lee,  J.P. 

Sub  Lieut.  Alfred  James  Angus  Miller.  K  N 

Flight-Cadet  Gilbert  Edward  Nicholetts. 

Major  John  Thorpe  Reckitt,  R.A.S.C. 

Capt.  Reginald  Herbert  Stocken. 

Steward  of  the  Club.  The  following  wen*  clectyd 
Stewards  of  the  Club  for  the  current  year : — 

Cng.-Gen  The  Duke  of  Atholl,  K.T.,  M.V.O.,  0.5.0 

The  Right  Hon.  Lord  Hugh  Cecil.  M.P. 

The  Earl  of  Hals  bury, 

Brig.-Gen.  Sir  Capel  Holden,  K.C.B.,  K.R.5. 

The  Lord  Kuuuurd.  K  T  J  P..  D.I„ 

Admiral  of  the  Fleet  The  Right  Hon.  Str  Edward  Seymour, 
M. 


Sub-Committees, — The  following  Sub-Committees  were 
appointed  : — 

Sub-Commit tef  \  1922  Lieut  Col.  J  T  <  MoOre-Biabazou. 
M.C.,  M.P  (Chairman:,  Lieut.-Col.  F.  k.  MeCIcan  (Vicc- 
Chairman),  Brig.-Gen.  Sir  Capel  Holden,  KC.B.  F.R.S, 
(Members  of  all  Sub  Committees). 

Racing  Committee. —  Maj.-Gen  Sir  Sefton  Brancker  K.C.  B.j 
Lieut  Col.  W.  A  Bristow,  Lieut  Col  M.  O.  Darby.  Col.  F. 
Lindsay  Lloyd,  CM  C..,  C. B.E.,  VV.  O.  Manning,  N.  C.  Neill, 
Howard  T.  Wright 

Technical  Committee. — Capt.  VV.  G.  Aston,  Griffith  Brewer, 
Eng. -Commander  W.  Briggs,  R.N.,  Major  R.  H,  Mayo. 
Lieut.-Col  A,  Ogilvie,  C.B.E..  Lieut.-Col.  Mervyn  O’Gorman, 
C  B.,  Howard  T.  Wright. 

Joint  Standing  Committee  Lieut.-Col.  Alec  Ogilvie  C.B.E., 
Rear-Admiral  Sir  Godfrey  \|.  Paine,  K.C. B.,  M.V.O. 

Flying  Service?  Fund  Committee. —  H  R  II.  The  Duke  of 
York,  K.G  ,  Group-Gapt.  F  VV.  Itowhill,  C.M.G.,  D.S.O., 
Flight- 1  ieut.  L.  H.  Cockey,  Lieut  Col,  Alan  Dore,  D.SO-, 
Chester  Fox,  Wing-Commander  T.  O.  B.  Hubbard.  M.C  , 
Air-Commodore  C.  R.  Samson,  C.M.G  D.S.O. 

trance  Committee.-  Wing-Commander  W.  D.  Beatty, 
C  B.E.,  Ernest  C.  Bucknall,  J.  H.  Nicholson,  Lieut.-Col. 
Alec  Ogilvie,  C  B  E. 

House  Com miifee. — Major  if.  Graeme  Anderson,  Ernest  C 
Bucknall,  Flight-Lient,  L.  H  Cockey*,  Major  Herbert  J. 
Gorin,  D  C.  MacLachlati,  J  Stewart  Malhtm,  ('apt.  D.  G 
Murray,  Capt.  L.  V.  Pcarkcs. 

Timekeepers.  -  The  following  timekeepers  were,  appointed 
F.  T  Bidlake,  A.  V  Ebblewhite,  Major  A.  II.  Loughborough, 
A.  G.  Reynolds,  Sir  Zachariah  Wheatley*. 

BANQUET  TO  CELEBRATE  THE  TWENTY-FIRST 
ANNIVERSARY  OF  THE  FORMATION  OF  THE 

CL  L  B 

It  was  decided  to  hold  a  Banquet,  probably  in  June,  to 
celebrate  the  twenty-first  anniversary  of  the  formation  of  the 
Club. 

The  arrangements  were  left  to  a  Sub  Committee,  consisting 
oi  Maj.-Gen,  Sir  W.  S.  Brancker,  K.C. 13.,  Brig.-Gen.  Sir  Capel 
Holden,  K.C.R.,  F  K  S  ,  Lieut.-Col.  F.  K  McClean,  and  Mr. 
E.  C  Bucknall. 

Offices:  THE  ROYAL  AERO  CLUB, 

3,  CLIFFORD  STREET,  LONDON,  W.  1. 

H.  E.  PERRIN,  Secretary*. 
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FLIGHTS  BETWEEN  APRIL  23  AND  APRIL  29,  INCLUSIVE 
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*  Not  including  •*  private”  flights.  f  Including  certain  journeys  when  stops  were  made  en  routs. 

}  Including  certain  diverted  journeys. 

Av.  =  Avro.  B.  =  Breguet.  Br.  *=  Bristol,  Bt.  =  B.A.T.  D.II.4  =  De  Havilland  4,  D.H.9  (etc.). 

E  =  Fokker.  Fa.  Farman  F. 50.  G.  =  Goliath  Farman.  H.P.  =  Handley  Page,  M.  Martinsyde.  N,  =  Nicuport. 

rj-  ■■  Potez  R.  a-  Rumplcr.  Sa  =  Saimson.  Se.  — >  S.E.5.  Sp.  =  Spad,  V.  =  Vickers  Vitny.  W.  »  Westland, 
The  following  is  a  list  of  firms  running  services  between  London  and  Paris,  Brussels,  etc.,  etc.  : — Co.  des  Grandes 
Expresses  Adriennes  t  Daimler  Hire  Ltd.;  Handley  Page  Transport,  Ltd.;  Instone  Air  Line;  Koninklijkie  Luchtvaart 
Maatschappij ;  Mcssageries  Adriennes;  Syndicat  National  pour  1’Etude  des  Transports  Aeriens  ;  Co.  Transacrienne. 
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SAFETY  FUEL  TANK:  AWARDS 


The  Air  Ministry  announces  that  the  prizes  in  the  Competi¬ 
tion  for  Safety  Fuel  Tanks  for  aircraft  have  been  awarded 
as  follows : — 

First  Prize,  £1,400.— The  India-Rubber,  Gutta-Percha  and 
Telegraph  Works  Co.,  Ltd.,  Silvertown,  London,  E.  16. 

Second  Prize,  £400. — Imber  Anti-Fire  Tanks,  Ltd.,  West 
Rond,  Tottenham,  London,  N.  17. 

Third  Prize,  £200  — Comdr.  F.  L.  M.  Boothby  (R.N  retired), 
"  Overway,”  Tilford,  Surrey, 

The  Competition  was  arranged  in  order  to  promote  the 
evolution  of  a  reliable  typo  of  fuel  tank  for  Service  and 
commercial  aircraft,  which  would  reduce  the  risk  of  fire,  due 
to  crashing  or  hostile  action,  to  a  minimum. 

Twenty-six  entries  were  received  for  the  Competition,  which 
was  open  to  the  world,  and  18  different  types  of  tanks  were 
actually  submitted  for  test. 

1  he  judges  appointed  by  the  Air  Council  consider  that  the 
C  ompetition  has  resulted  in  the  achievement  of  the  objects 
for  which  it  was  instituted,  and  lias  produced  a  type  of  safety 
fuel  tank  which,  although  capable  of  improvement  in  several 
minor  respects,  is  available  lor  immediate  introduction  on 
Service  and  civil  aircraft  and  which,  for  a  slight  increase  in 
weight  over  and  above  that  of  the  standard  Service  steel 
tank,  gives  almost  complete  immunity  from  fire,  either  in  a 
crash  or  in  action  with  enemy  machines. 

All  the  tanks  tested,  with  a  few  exceptions,  showed  marked 
superiority  in  almost  every  respect  over  the  standard  Service 
steel  tank  now  generally  in  use. 

The  judges  were  :  Group  Capt.  E.  F.  Briggs  (Deputy 
Director  of  Research),  Major  B.  C.  Carter  (Directorate  of 
Research).  Major  J.  IT.  Ledeboer  (Directorate  of  Research), 
Mr.  G.  Cockburn  (Accidents  Investigation  Branch),  Major 
J.  P.  C.  Cooper  (Accidents  Investigation  Branch),  Mr.  H. 
Grins  ted  (Royal  Aircraft  Establishment). 

The  regulations  governing  the  Competition  provided  that 
each  entrant  had  to  submit  two  tanks  for  preliminary  trials 
and  that  the  three  most  successful  competitors  in  the  first 
stage  should  submit  four  more  tanks  for  final  trial. 

The  principal  features  of  the  tanks  submitted  by  the  three 
winning  competitors  for  the  preliminary  tests  are  as  follows  ;• — 
India-Rubber  and  Gutta-Percha  Co.,  Ltd. 

No.  1.  No.  2. 

Weight  of  tank  ..  ..  7875  lbs.  Sr-25  lbs. 

Capacity  of  tank  . .  . .  37  7  galls.  38' 2  galls. 

Weight  per  gallon  capacity  . .  2-08  lbs.  2-15  lbs. 

Shape  of  tank  . .  .  .  cubical. 

Each  consisted  of  a  welded  sheet-steel  rectangular  tank 
with  no  frame  or  baffles  of  any  sort,  but  with  each  side 
slightly  dished  inwards,  inserted  in  a  detachable  rubber  case. 

These  tanks  were  slung  in  the  fuselage  by  means  of  webbing, 
Imber  Anti-Fire  Tanks,  Ltd. 

Weight  of  tank  ,  .  . .  5o  lbs.  51-5  lbs. 

Capacity  of  tank  .  .  . .  30  galls.  '29-3  galls. 

Weight  per  gallon  capacity  . .  r66  lbs.  176  lbs. 

Shape  of  tank  .  .  . .  elliptical.  — 

The  tank  consisted  of  a  light-gauge  tinned-steel  shell  which 
was.  separated  from  the  inside  by  a  framework  of  aluminium 
tubing  and  light-gauge  aluminium  baffle  plates.  After 
assembly  the  whole  of  the  tank  had  been  covered  with  india- 
rubber  of  a  suitable  thickness,  and  all  joints  vulcanised. 

Comdr.  Booihbv. 

Weight  of  tank  ^3-23  lbs.  35  75  lbs. 

Capacity  of  tank  ..  ..  36  8  galls.  537  galls. 

\V  eight  per  gallon  capacity  . .  0-58  lbs.  o- 66  lbs. 

Shape  of  tank  . .  . .  cubical. 

The  tank  consisted  of  an  inner  bag  of  four-ply  rubbered 
fabric  capable  of  containing  the  petrol  with  an  outer  cover  of 
rubbered  fabric  which  was  gas-tight.  Non-inflammable  gas 
was  introduced  into  the  space  between  the  two  shells  and 
maintained  under  slight  pressure.  A  drain  pipe  was  fitted 
to  the  outer  casing.  The  tank  was  fixed  to  the  fuselage  by 
rubber  shock  absorber  and  stringing  and  encased  in  three-ply 
glued  on. 

3  he  three  competitors  qualifying  for  the  final  tests  were 
required  to  submit  four  tanks  of  a  type  fundamentally 
similar  to  those  entered  for  the  preliminary  trials,  any  minor 
modifications  which  it  was  desired  to  incorporate  being 
previously  submitted  for  the  consideration  and  approval  of 
the  Judges  Committee.  Certain  modifications,  under  these 
conditions,  were  made  to  the  tanks  submitted  by  each  of 
the  three  competitors,  the  details  of  these  modified  tanks 
being  as  follows  : — 

India-Rubber,  Gutta-Percha  and  Telegraph  Works  Co  ,  Ltd. 

No.  i.  No.  2.  No.  3,  No.  4. 
weight  of  tank  . .  57  lbs.  54.5  lbs.  57  lbs.  54.5  lbs. 


Capacity  of  tank  29  galls.  29  galls.  29  galls.  28.8  galls. 
Weight  per  gallon 

capacity  ..  1.96  lbs.  1.88  lbs.  1.96  lbs.  1.89  lbs. 

Shape  of  tank  . .  cubical.  _  _  _ 


Imber  Anti-Fire  Tanks,  Ltd. 

Weight  of  tank  . .  52.5  lbs.  51.5  lbs.  50.3  lbs.  51.5'lbs. 

30  galls.  29.7  galls.  29.7  galls.  29.5  galls. 


Capacity  of  tank 
Weight  per  gallon 
capacity 

Shape  of  tank  . . 


Weight  of  tank  . . 
Capacity  of  tank 
Weight  per  gallon 
capacity 
Shape  of  tank 


1.75  lbs.  1.73  lbs.  1.70  lbs.  r  .  75  lbs. 
elliptical.  —  —  — 

Comdr.  Boothby. 

36.5  lbs.  35.5  lbs.  33  lbs.  35.5  lbs, 

31.5  galls.  31.5  galls.  31.5  galls,  31.5  galls. 


1. 13  lbs.  1.05  lbs.  1. 13  lbs. 


1. 16  lbs. 

cubical. 

The  method  of  testing  the  tanks  in  the  preliminary  trial - 
was  as  follows  : — 

Each  tank  was  mounted  in  a  wooden  structure  similar  in 
construction  to  the  fore  part  of  the  ordinary  tractor  small- 
type  aircraft.  The  concrete  body  formed  to  represent  an 
engine  was  mounted  in  front  of  the  tank.  The  structure 
containing  tank  and  engine  was  released  down  an  ”  I  " 
section  girder  runway  approximately  100  ft.  high,  so  arranged 
that  the  body  struck  the  ground  at  an  angle  of  approximately 
450  to  the  horizontal.  It  was  originally  intended  to  crash 
the  structure  on  a  concrete  bed.  It  was,  however,  found 
necessary'  to  modify  the  conditions,  and  the  bed  was  covered 
with  a  2  ft.  6  in.  depth  of  sand.  The  conditions,  then,  briefly, 
were  those  of  the  typical  aircraft  crash,  the  engine  partially 
burying  itself,  the  tanks  coming  into  violent  contact  with 
the  engine.  As,  however,  the  fuselage  structure  at  the  moment 
of  impact  had  attained  a  velocity — allowing  for  friction  and 
air  resistance  of  approximately  30  m.p.h,,  the  conditions 
were  more  severe  than  would  prevail  in  a  crash  from'which  a 
human  being  could  hope  to  escape  with  his  life. 

In  the  final  trials  the  following  tests  were  imposed : — 

Two  tanks  of  each  type  were,  submitted  to  acceleration 
and  crashing  tests,  and  the  remaining  two  to  firing  tests, 
the  acceleration  test  being  arranged  to  imposed  stresses 
approximately  equivalent  to  four  times  that  due  to  gravity. 

The  tanks  mounted  in  the  fuselage  structure  were  fixed 
to  a  pendulum  raised  to  the  requisite  height  and  released 
by  a  trip  gear.  A  tank  of  each  type  submitted  to  this  test 
was  given  two  swings,  and  was  then  placed  on  one  side  for 
10  to  15  minutes,  at  the  end  of  which,  from  outside  examina¬ 
tion,  nothing  untoward  had  occurred. 

The  crashing  tests  were  carried  out  in  a  similar  manner  to 
that  adopted  for  the  Preliminary  tests,  with  the  exception 
that  flints  were  substituted  for  sand  on  the  crashing  bed. 

The  tanks  submitted  to  firing  test  were  mounted  to  their 
fuselage  structures  and  subjected  to  bursts  of  five  rounds  of 
\  iclters  machine-gun  fire,  composed  as  follows  **■ — one  armour 
piercing,  one  incendiary,  two  armour  piercing,  one  incendiary. 

A  system  of  judging  was  adopted  whereby  each  judge  was 
enabled  to  record  an  independent  opinion  on  a  common  basis 
For  the  preliminary  tests  this  system  was  on  the  following 
basis  : — 

As  regards  weight,  the  basis  of  100  marks  was  taken  as 
representing  a  tank  which,  complete  with  fittings,  conformed 
to  the  specified  weight  of  1.75  lbs.  per  gallon  capacity. 

For  each  variation  of  a  decimal-point  of  this  weight-; 
capacity  ratio,  six  marks  were  added  or  deducted  from  the 
zoo  marks. 

In  addition,  as  a  means  of  correction  in  the  case  of  tanks 
whose  capacity  was  outside  stipulated  limits,  the  following 

formula  was  •  Marks  x  Req|lired  capacity 


25  marks. 
25  „ 


.  Actual  capacity. 

tanks  received  marks  for  the  attributes  in  the  following 
proportion  : — 

(a)  Crash-proof  qualities,  xoo  marks  maximum  ;  (6) 

remaining  attributes,  100  marks  maximum. 

(b)  was  divided  up  as  follows : — 

Durability'  under  Service  conditions  in  the 

absence  of  accidents 

Indifference  to  extremes  of  temperature .  . 

Adaptability  of  design  to  large  capacities  . .  10  ,, 

Simplicity  of  construction . .  ” 

Adaptability  of  design  to  various  shapes  ..10 
Accessibility  of  fittings  . .  , .  _ ,  ..10 

Cost  of  production  . .  . .  ,,  , ,  ! !  10 

In  awarding  marks  for  the  various  attributes  stated  above, 
the  ordinary  mild-steel  Service  tank  was  taken  as  a  standard. 

This  resulted  in  the  following  competitors  being  placed 

in  the  order  named  at  the  end  of  the  Preliminary  Tests  : _ 

1st,  Comdr.  F.  L,  M.  Boothby;  and,  Messrs,  Imber  Anti- 
Fire  tanks,  Ltd.  ;  3rd,  India-Rubber,  Gutta-Percha  and 
Telegraph  Works  Co.,  Ltd. 

In  the  final  tests  the  marking  was  made  on  the  following 
basis  : — 

too  marks  maximum  for  each  crash  test,  zoo  marks 
maximum  for  each  firing  test  and  zoo  marks  maximum  for 
remaining  attributes — a  total  of  500  marks. 
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THE  FRENCH  2,000,000  FRANCS  ENGINE  COMPETITION 

Extracts  from  the  Regulations 


It  is  now  several  months  since  the  announcement  was  first 
made  of  the  intention  of  the  French  Committee  for  Aero¬ 
nautical  Propaganda  to  offer  a  prize  of  1,000,000  francs  for 
the  “  best"  aero  engine.  Not  long  after  this  announcement 
it  was  stated  that  the  French  Under -Secretary  of  State  for 
Air  had  decided  to  add  another  million  francs  in  the  form 
of  two  prizes  of  300,000  francs  each,  the  remaining  400,000 
francs  to  be  devoted  to  defraying  the  expenses  of  the  compe¬ 
tition.  The  regulations  governing  the  competition  have  now 
been  published,  and  below  we  give  a  rtsumd  of  some  of  the 
more  important  rules  and  regulations,  For  full  particulars 
application  should  be  made  to  la  Commission  d‘ Aviation  de 
l' Aero-Club  de  France,  35,  Hue  Francois — Paris 

The  competition  will  have  for  its  object  to  encourage  the 
production  of  an  aero  engine  of  “  grande  endurance.”  The 
allocation  of  the  prizes  will  be  as  follows  : — Two  prizes  of 
300,000  francs  each,  offered  by  the  Under- Secretary  of  Stale 
for  Air,  to  be  awarded  according  to  the  national  classification 
(which  will  be  dealt  with  later).  These  two  prizes  are  reserved 
for  engines  of  French  design  and  manufacture.  The  million 
francs  prize  offered  by  the  Committee  for  Aeronautical 
Propaganda  is  to  be  devoted  to  purchasing,  for  the  benefit  of 
the  French  Government,  the  manufacturing  rights  of  the 
engine  classed  first  in  the  competition.  This  prize  is  open 
to  the  world,  the  only  exception  being  ex-enemy  countries. 
This  engine  is  to  be  sold  to  the  French  Government  for  the 
relatively  modest  sum  of  one  franc.  Competitors  will  not 
be  permitted  to  enter  more  than  one  engine  of  any  type, 
nor  several  engines  which  are  similar  except  for  certain  minor 
parts  which,  in  the  opinion  of  the  j  udges,  arc  accessories 
only.  It  will,  however,  be  permissible  to  enter  several 
engines  of  different  types. 

Entries  must  be  sent  in  before  December  1,  1922  (to  la 
Commission  d' Aviation  de  l' Aero-Club  de  France),  each  accom¬ 
panied  by  an  entrance  fee  of  20,000  francs  in  the  case  of 
French  competitors  and  10,000  francs  in  the  case  of  foreign 
engines.  By  paying  double  fees,  competitors  may  defer 
entries  until  December  1,  1923.  In  the  case  of  foreign 
competitors  the  late  entrance  fee  remains  at  10,000  francs. 
Half  of  the  entrance  fees  will  be  returned  to  competitors 
whose  engines  have  passed  the  elimination  tests.  In  the 
case  of  foreign  competitors  the  entrance  fee  of,  10,000  francs 
will  be  refunded  to  those  who  withdraw  from  the  tests  before 
March  1.  1924,  the  opening  date  of  the  competition. 

Foreign  competitors  will  be  required  to  send  in  with  their 
entries  a  written  declaration  to  the  effect  that,  in  the  event 
of  their  engine  being  classed  first,  they  will  hand  it  over, 
in  running  order,  to  the  Committee  for  Aeronautical  Propa¬ 
ganda  on  receipt  of  the  amount  of  the  prize.  The  delivery 
of  the  winning  engine  is  to  include  a  full  set  of  working 
drawings,  specification  of  the  materials  used  and  their  heat 
treatment.  The  declaration  specifies  also  that  the  French 
Government,  or  anv  company  approved  by  the  French 
Government,  shall  have  the  right  to  purchase  for  France, 
her  colonies  and  protectorates,  manufacturing  rights  (exclu¬ 
sive)  with  the  following  royalties  :  8,000  francs  per  engine 
for  the  first  too,  7,000  francs  per  engine  for  the  next  100 
and  6,000  francs  per  engine  for  the  third  xoo,  and  so  on, 
decreasing  by  1,000  francs  per  engine  until  the  601st  engine, 
from  which  onwards  there  will  be  a  fixed  royalty  of  2,000 
francs  per  engine.  If,  after  a  period  of  two  years,  the  total 
number  of  engines  manufactured  under  licence  does  not 
amount  to  at  least  200,  the  competitor  has  the  right  to  cancel 
the  agreement. 

Eacli  engine,  in  running  order,  must  be  delivered  at  the 
place  where  the  competition  is  to  be  held  (to  be  announced 
later)  before  March  1,  1924.  It  must  be  delivered  in  a  sealed 
packing  case,  and  competitors  will  not  be  allowed  to  remove 
engines  from  packing  cases  until  just  before  mounting  them 
on  the  test  bench  for  acceptance  tests. 

The  judges  will  number  10,  half  of  whom  will  be  nominated 
by  the  Under- Secretary  and  the  other  half  by  the  Propaganda 
Committee.  The  judges’  committee  will  be  presided  over 
by  the  Commission  d’Aviation  de  l’Aero-Club  de  France, 
who  will  be  in  charge  of  the  organisation  of  the  competition. 

The  Tests 

Engines  entered  for  the  competition  must  be  of  the  internal 
combustion  type,  and  their  nominal  power  is  to  be  between 
350  and  450  h.p.  The  weight  for  this  power  must  not  exceed 
3^3  kg,  (7-26  lbs.)  per  horse-power.  This  figure  includes  the 
engine  and  fuel  and  oil  for  five  hours  flight,  but  not  the 
weight  of  fuel  and  oil  tanks.  The  speed  of  rotation  of  the 
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airscrew  must  be  less  than  -  r.p.m, 

v'h.p. 


All  engines  arc  to  be  fitted  with  self-starters  so  as  to  avoid 
propeller  swinging  and  hand  starting,  and  this  starter  is  to 
be  used  throughout  the  tests  Ely  nominal  horse  power  will 
be  understood  the  power  which  can  be  maintained  by  the 
engine  at  ground  level  for  half  an  hour  at  a  speed  of 

32,000 

— -  r.p.m. 

Vb.p. 

Engines  will  be  required  to  undergo  acceptance  anti  elimi¬ 
nating  trials,  including  a  five  hours’  run  on  the  test  bench, 
driving  the  airscrew  type  of  air  brake  which  will  be  used  in 
the  endurance  test,  and  a  trvo  hours'  flying  test  in  a  machine 
provided  by  the  competitor,  During  this  test  the  machine 
must  remain  at  an  altitude  ot  2,000  metres  lor  at  least  one 
hour. 

The  Endurance  Test 

The  engines  which  pass  the  eliminating  trials  will  then  be 
subjected  to  an  endurance  test  of  240  hours’  running  in  30 
periods  of  eight  hours  each.  It  is  stipulated  that  the  period 
for  completing  the  endurance  tests  must  not  exceed  100 
days.  For  the  first  half-hour  of  each  eight-hour  period  the 
engine  will  be  run  at  the  number  of  revolutions  corresponding 
to  its  normal  power,  and  for  the  remaining  seven  and  a  half 
hours  it  will  be  throttled  down  to  such  power  as  the  com¬ 
petitor  considers  it  will  maintain  during  the  test.  At  the 
end  of  each  eight-hour  run  competitors  will  have  access  to 
their  engines  for  one  hour.  The  mean  power  developed  during 
the  seven  and  a  half  hours’  run  will  be  referred  to  the  power 
corresponding  to  a  temperature  of  150  C.  and  a  pressure  of 
760  mm.,  assuming  that  the  power  increases  in  proportion 

to  the  pressure,  and  to  the  ratio  t  in  which  t  is  the  tem¬ 
perature  in  degrees  Centigrade.  The  referred  mean  power 
thus  found  will  determine  the  normal  power  of  the  engine 
during  the  tests,  and  should  be  equal  to  nine-tenths  of  the 
nominal  power  at  least. 

Marks  will  be  awarded  for  certain  features,  which  will  be 
referred  to  later,  and  penalties  will  be  imposed  for  delays, 
stops  and  replacements  of  parts.  For  a  delay  in  starting 
each  eight-hour  run,  if  less  than  15  minutes,  a  penalty  of 
four  points  will  be  imposed  ;  from  15  to  60  minutes  delay, 
eight  points.  A  delay  of  more  than  one  hour  will  result  in 
the  cancellation  of  the  test.  A  stoppage  during  a  test  will  be 
penalised  by  ten  points,  and  further  penalties  will  be  imposed 
according  to  duration  of  stoppage,  as  follows :  Less  than 
1 5  minutes,  four  points  ;  15  minutes  to  one  hour,  eight  points. 
If  the  stop  exceeds  one  hour  the  test  will  be  cancelled. 

The  replacement  of  parts  is  mulcted  according  to  the 
character  of  the  part  replaced.  Thus  the  renewal  of  a 
sparking  plug  is  penalised  by  four  points  ;  of  a  sepaiate  part 
or  joint  the  replacement  or  repair  of  which  can  be  carried 
out  in  one  hour,  and  which  leaves  the  engine  in  a  state  fit 
for  further  runs  without  tuning  up,  10  points  ;  of  a  part  or 
joint  which  can  be  replaced  or  repaired  in  more  than  one  hour, 
and  which  does  not  interfere,  with  further  running,  20  points. 

For  the  renewal  or  replacement  of  a  part,  or  joint  such  that 
the  engine  cannot  resume  its  series  of  eight-hour  runs  until 
it  has  been  tuned  up  or  a  preliminary  run  made,  50  points 
will  be  put  against  an  engine.  The  renewal  of  such  parts  as 
magneto,  carburettor,  ignition  distributor,  distributor  or 
motor  of  self-starter,  fuel  or  water  pumps,  etc.,  will  be 
penalised  by  75  points ;  while  the  replacement  of  such  units 
as  oil  pump,  complete  cylinder,  bank  or  group  of  cylinders, 
connecting  rod  complete  with  bushes,  reduction  gear,  crank¬ 
shaft  or  camshaft,  crank-case,  etc.,  will  be  penalised  by  100 
points.  These  penalties  will  also  apply  to  replacements  and 
repairs  carried  out  during  the  hour  preceding  and  that 
following  an  eight-hour  run. 

For  parts  or  units  replaced  or  repaired  more  than  once 
the  penalties  will  have  a  cumulative  effect,  the  points  given 
above  being  multiplied  by  the  number  of  times  the  part  or 
unit  has  been  repaired  or  replaced.  This  does  not,  however, 
apply  to  sparking-plugs  or  valves,  for  which  each  fresh 
replacement  will  only  be  penalised  at  the  unit  rate  4  for 
the  plugs  and  10  or  20,  according  to  w  hether  the  replacement 
takes  less  or  more  than  one  hour,  for  the  valves. 

It  should  be  added  that  the  cancellation  of  an  eight-hour 
run  will  be  penalised  by  100  points,  and  that  the  cancellation 
of  the  endurance  test  altogether  will  follow  as  a  result  ot  . 
10  eight-hour  tests  having  been  cancelled  ;  of  a  number  of 
replacements  ot  those  parts  which  were  penalised  by  joo 
points,  as  stated  above,  equalling  or  exceeding  half  the 
number  of  these  components  in  each  engine  ;  of  an  interval 
of  more  than  30  days  between  two  eight-hour  runs  ;  of  the 
duration  of  the  endurance  tests  exceeding  100  days.  An 
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engine  which  lias  been  withdrawn  from  the  endurance  tests 
for  any  of  these  reasons  will  be  permitted  another  attempt, 
but  will  be  penalised  500  points  tor  so  doing.  The  time  limit 
for  the  second  attempt  wall  be  80  days,  and  not  too  days. 

The  fuel  efficiency  of  an  engine  will  be  determined  according 
to  a  formula,  and  five  marks  will  be  awarded  for  each  gramme 
of  petrol  consumed  per  horse-power  less  than  the  3  kg. 
allowed,  while,  a  penalty  of  five  points  per  gramme  more 
than  the  3  kg.  will  be  imposed.  The  use  of  a  fuel  with  a 
flash-point  above  350  C.  will  be  awarded  by  1,000  marks. 

Penalties  will  be  imposed  for  head  resistance.  The  area 
of  the  convex  contour  into  which  the  engine  will  fit,  measured 


in  square  decimetres,  will  be  taken  (at  right  angle--  to  the 
propeller  axis)  and  the  figure  thus  obtained  will  be  multiplied 

by-  The  result  will  determine  the  penalty. 

J  n.  13. 

The  classification  of  the  engines  will  be  based  upon  the 
sum  of  all  penalties  incurred,  less  any  marks  awarded  ot 
low  weight  per  horse  power,  with  five  hours  fuel  and  oil. 

The  two  prizes  of  300,000  francs  each,  reserved  lor  French 
engines,  will  be  awarded  as  follows  :  One  for  the  engine 
which  shows  up  best  in  the  summing-up  of  penalties  and 
awards  and  one  for  the  engine  which  is  adjudged  best  uom 
the  point  of  view  of  low  weight  and  low  air  resistance. 


LONDON  ^TERMINAL  AERODROME 


London,  Monday  evening,  May  1. 

Xkw  machines  are  now  arriving  at  the  air-station  to  augment 
the  fleets  ol  the  various  British  companies  in  anticipation 
of  the  rush  ol  summer  traffic.  On  Friday,  the  second  of 
the  Drift's  tor  the  lustone  Air  Line  arrived.  This  has 
the  registration  number  G — EBBT,  and  conforms  to  the 
usual  high  standard  of  De  Havilland  finish  The  first  of 
the  histone  I 1 1 . 34 's  is,  by  the  way.  still  at  Stag  Lane 
undergoing  modification 

On  Saturday,  the  third  of  the  Daimler  Airway  “  34'-!  ” 
arrived-  Mr.  Herne,  who  piloted  it  over  from  Stag  Lane, 
says  that  this  machine  cruises  comfortably  at  110  mile  an 
hour,  and  is  quite  nice  to  handle.  Eacli  of  these  new 
“  expresses  "  seems,  in  fact,  to  be  a  slight  improvement  on 
the  last.  Small  folding  tables  are  provided  in  front  ot  each 
seat,  so  that  the  uniformed  Daimler  stewards  can  serve 
light  refreshments  during  the  air  journey. 

The  Daimler  Airways  arc  now  operating  daily  in  each 
direction  between  London  and  Paris.  This  company  have 
provided  a  complete  installation  for  the  rapid  handling  of 
engine  repairs,  and  also  for  the  changing  of  engines.  This  plant 
is,  in  fact,  the  first  real  attempt  to  keep  machines  constantly  in 
the  air,  and  to  put  into  practice  the  theory  that  instead 
of  ringing  the  changes  on  machines,  the  most  practical  way 
is  to  change  engines. 

A  Scheme  with  Far-reaching  Possibilities 

This  engine-changing  idea,  if  successful,  will,  it  is  hoped, 
put  a  completely  new  aspect  on  the  question  of  long-distance 
airways,  the  same  machine  with  its  cargo  undisturbed 
running  for  thousands  of  miles  with  a  change  of  engines  at 
various  stages  along  the  route,  in  a  similar  manner  to  railway 
practice  on  long  distance  journeys 

The  plant  has  been  erected  in  the  temporary  hangars,  anJ 
is  certainly  the  most  costly  pieep  of  apparatus  yet  installed 
bv  any  of  the  air-lines.  A  large  four-legged  derrick  lias  been 
erected  in  the  middle  of  the  far  end  of  one  of  the  hangars 
in  such  a  way  that  the  nose  of  the  machine  can  be  run  right 
under  it,  and  have  the  engine  lifted  out  by  the  derrick 
crane.  The  engine  is  then  lowered  to  a  truck  which  runs 
on  a  rail-track  qut  of  the  hangar  into  the  engine  repair  shop, 
the  track  continuing  into  the  shed  where  the  dynamometer  for 
testing  the  engines  has  been  erected.  This  means  that  the 
engine,  after  overhaul,  can  be  tested  before  being  placed  in 
the  machine,  and  then  run  straight  to  the  derrick  to  be 
lifted  into  its  place  in  the  nose  of  one  of  the  ”  34’x.” 

Meanwhile,  while  the  engine  is  being  repaired,  a  spare 
engine  is  run  under  the  derrick  and  lifted  into  place  in  the 
machine.  The  whole  operation  of  changing  the  engine  on 
a  D.H.34,  the  engine  installation  ot  which  was.  of  course, 
designed  with  this  object  in  view,  will,  it  is  claimed,  be 
completed  in  an  almost  incredibly  short  period  of  time. 

Instance  of  the  Value  of  “  Keep  to  the  Right 

The  new  regulations  that  the  pilots’  committee  have 
recommended  have  now  been  put  into  operation  tentatively, 
and  in  “  dud  ”  weather,  pilots  are  sticking  to  the  routes 
mapped  out  and  keeping  to  the  right  of  them.  As  an  example 
of  this.  Mr.  Macintosh,  while  flying  from  Paris  to  London  on 
Friday,  in  weather  which  was  alternately  good  and  bad 
owing  to  storms,  passed  no  fewer  than  five  ”  air  expresses.” 
British  and  foreign,  travelling  in  the  opposite  direction,  and 
all  hugging  the  right  of  the  scheduled  routes. 

While  at  times  there  have  been  more  passengers  than 
has  been  possible  to  accommodate,  bookings  have  not,  on 
the  whole,  been  coining  along  as  well  as  could  be.  expected- 
In  fact,  it  is  doubtful  if,  on  the  month,  the  number  of 
passengers  carried  has  been  up  to  last  year’s  total  for  April. 
The  French  companies  are  the  chief  sufferers,  and  are 
attempting  to  build  up  their  goods'  services.  There  is 
going  to  be  fierce  competition  this  summer,  when  all  the  new 
living  stock  is  put  on  the  services,  and  an  intensive  working 
of  the  various  ‘‘air  expresses”  commences.  Even  the 


most  optimistic  estimates  ol  passengers  to  be  expected 
this  season  will  fall  far  short  of  anything  approaching  full 
loads  for  every  maehiue  scheduled 

The  Grands  Express  have  had  a  consignment  of  3J  tons  ol 
steel  plates  to  carry  by  air  from  London  to  Paris,  and  arc 
putting  about  half  a- ton  on  each  of  their  outward-bound 
Goliaths.  Another  large  consignment,  obtained  by  the 
Grands  Express,  consisted  of  bales  of  knitting  wool. 

The  Schoolboys’  Paris- London  “  Joy-Ride 
Nineteen  boys  from  the  New  Foliage,  Harrogate,  who 
have  been  spending  their  Easter  vacation  in  an  organised 
tour  of  the  continent,  flew  from  Paris  to  London  on  1  uesday 
last.  The  first  ten  arrived  in  a  Handley-Page  0—400,  piloted 
by  Mr.  Macintosh,  and  bad  a  long  journey  owing  to  the  strong 
headwind.  They  were,  however,  delighted  with  the  trip, 
and  said  it  was  all  too  short.  The  remaining  nine  travelled 
over  in  two  D.H.i8's,  of  the  lustone  Air  Line 

The  new  Dutch  pilots  on  the  K.L.M  Amsterdam- London 
service  have  been  piloting  the  monoplanes  this  week,  and 
have  managed  to  maintain  the  regularity  of  this  service. 
The  wind  has  been  favourable  tor  quick  trips  from  London 
to  Amsterdam  practically  throughout  the  week,  and  at  the 
same  time,  has  not  made  the  return  journey  too  long.  In 
the  cargo  of  one  of  these  machines,  cn  route  tor  Holland, 
were  several  pairs  of  boxing-gloves,  while  there  is  a  regular 
consignment  of  margarine  from  Holland. 

A  Petrol  Tankage  of  27,000  Gallons 
The  Shell- Mex  people  are  putting  in  another  two  tanks, 
each  with  a  capacity  of  3.000  gallons,  and  erecting  two  more 
filling  pumps.  This  addition  will  briug  the  total  petrol 
storage  on  the  aerodrome  up  to  27,000  gallons,  while  there 
will  be  eleven  tilling  points  Six  of  these  filling  points  are  to 
be  worked  from  a  central  pumping  static!  nowhere  an  electric 
motor  will  work  the  pumps.  1  his  motor  can  be  started 
and  stopped  from  any  one  of  the  filling  points. 

Mr.  Macintosh  had  an  exciting  experience  while  approaching 
the  air -station  from  Paris  on  the  Napier- Bristol  on  Friday. 
Part  of  the  engine  cowling  came  loose  and  was  flapping  in 
the  wind,  and  Mr,  Macintosh  had  to  indulge  in  all  sorts  of 
gyrations  in  order  to  keep  it  reasonably  close  to  the  side 
of  the  machine.  He  had,  in  fact,  great  difficulty  in  landing. 

1,000  Miles  in  a  Day  on  Paris  “  Airway  ” 

To-day  (Monday),  the  Daimler  Airways  are  inaugurating 
their  early  morning  service  and  apparently  intend  to  com¬ 
mence  their  two  journeys  a  day  with  each  machine  Capt. 
Herne  left  on  one  of  the  D.H.34N  at  6.55  u.m.  and  was  back 
at  the  Air  Station  at  11.54  a-m  After  luncl)’  he  !eft. 
12.45  p  m  on  his  second  journey  with  the  same  machine, 
and  arrived  back  at  5.40  p.m.,  having  flown  approximately 
1,000  miles  in  the  day.  and  having  been  actually  piloting 
for  S  hours  52  minutes. 

The  Grands  Express  have  altered  the  time  of  the  departure 
of  their  service  from  London  from.  xi-3°  a-m-  to  2  p  m.  fhe 
time  of  the  service  from  Paris  remains  unaltered. 

Capt.  Muir,  of  the  Surrey  Flying  Services,  tells  me  that 
his  firm  have  now  arranged  with  Basil  Foster,  Ltd.,  to  rent 
an  office  in  that  company's  building,  but  that  Basil  Foster, 
Ltd.,  will  still  act  as  booking  agents  for  the  Flying  Services. 

Mr.  L'wins  was  at  the  aerodrome  over  the  week-end  to 
test  the  Bristol  ten-sea  ter,  which.  Handley-Page  pilots  have, 
apparently,  had  some  trouble  in  getting  ”  unstuck  when 
carrying  full  load.  Mr.  t  wins,  however,  took  the  machine 
oft  in  175  yards  with  full  petrol,  9  passengers,  and  a  mechanic, 
in  addition  to  350  pounds  of  goods.  All  new  types  of  machines 
require  practice  before  they  can  be  got  off  with  ease  with 
full  load,  but  after  a  little  experience,  the  airway  pilots  have 
no  difficulty  in  taking  the  load  Specified  by  the  makers. 

The  Royal  Aero  Club  Avros  have  been  in  great  demand 
thi-  week'  and  two  of  them  went  to  Henley  on  Sunday, 
returning  to  Croydon  after  dark,  and  landing  with  the  aid 
of  the  night-lighting  equipment. 
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London  Gazette,  April  21,  1922 
General  Duties  Branch, 

Flight-Lieut.  A.  H.  Warm  is  placed  on  half-pay,  Scale  A ;  April  13. 

London  Gazette,  April  25,  1932 
General  Duties  Branch 

The  following  are  restored  to  full  pay  from  half  pay  :  Flight  Lieut,  II.  G. 
Bowen;  April  17.  Flying  Officer  K.  Burton  :  April  j. 

Wing  Commander  G.  X,  Brierley,  C.M.G.,  D.S.O.  (Lieut. -Col.  K.  A.),  rt 
linquishes  his  temp,  comma,  on  return  to  Army  duty;  April  i.  The  short 
service  commission  of  pilot  Officer  A.  T.  Chapman  is  terminated  on  cessation 
of  duty  ;  April  jti.  Flight-Lieut.  E.  M,  I’izey  relinquishes  his  short  service 
commission  011  account  ot  til-health  contracted  in  the  Service,  and  is  permitted 
to  retain  the  rank  of  Capt.  ;  April  23. 

Stores  Branch 

F.  M.  Giugold  is  granted  a  short  service  commission  for  three  years  on  the 
active  list  as  a  Flying  Officer,  with  effect  from,  and  with  seniority  of,  April  i. 
Flying  Officer  A.  H.  Scaife  is  granted  a  permanent  commission,  in  the  rank 
stated,  with  effect  from  September  12,  1919,  and  is  transferred  to  the  Stores 
Branch  for  Accountant  duties,  with  effect  from  November  x,  1921  (6 turtle 
September  12,  19x9,  appointing  him  to  a  short  service  commission,  is  tan 
celled).  R.  W.  L.  Glenu  is  grauted  a  permanent  commission  as  a  Pilot  Officer 
for  Accountant  duties  ;  April  14,  192c  (substituted  for  Gazette,  May  3,  1921). 

The  following  are  granted  short  service  commissions,  in  the  ranks  stated, 
for  Accountant  duties,  with  effect  from  the  dates  indicated  (substituted  for 
Gazelles  of  dates  indicated  in  brackets)  : — 

Flight-Lieut. — E.  W.  Gregory,  April  n,  1921  (May  3,  1921). 

Flying  Officers." — F.  W.  Arthurton,  Marches,  1921,  (March  15,  1921) ;  K. , 
Bond,  March  5,  1921  (March  13,  1921)  ;  K.T.  Clayton,  May  9,  1921  (May  31, 
1921);  W.  W.  Deane,  April  it,  1921  (May  3,  1921);  J.  F.  K  Bales,  White 
May  10,  io2)  (May  31,  1921):  S.  C.  Gibbs,  April,  xi,  1921  (May  3,  1921) 

G.  K.  Griffin,  March  5,  1921  (March  15,  1921)  ;  A.  B.  Holt,  January  13,  1921 
(February  4,  1921)  ;  li.  W.  Horncastle,  April  11,  1921  (May  3,  1921)  ;  E.V. 


Humphrey.  January  15,  1921  (February7  if.  1921)  ;  E.  C.  M.  Knott  January  15, 
1921  (February  4.  1921)  ;  L.  de  L.  Lcder  April  ri,  igst  (May  3.  1921)  ; 
K.  K.  Money,  O.B.F.,  April  1  1,  1921  (May  3,  192:)  ;  A,  L.  Palmer,' April  1  1, 
1921  (May  3,  1921)  ;  C.  G.  Prior,  March  5,  1921  (March  15,  1921)  ;  R.  1) 
Robbins,  April  ti,  1921  (May  3,  1921)  ;  C.  W,  Rogers,  March  3,  1921  (March 
I5i  1921)  1  R.  E-  Steggall,  M.B.Ii.,  March  3,  1921  (March  22,  1921)  ;  E.  J. 
Stokoe,  May  9,  1921  (May  31,  1921)  ;  A.  D.  St.mehousc,  January  15,  1921 
(February  4,  1921)  ;  C,  E,  Treadgold,  January  15,  1921  (February  4,  1921)  ; 
W.  A,  Wadley.  March  5,  1921  (March  15,  1921)  •  F.  H.  Wakeford,  March  5l 
1921  (March  15,  1921). 

Pilot  Officer s  (since  promoted). — B.  L.  Blofcld,  April  it,  1921  (May  3,  1921)  ; 
J.  W.  Gray,  January  15,  1921  (February  4,  1921)  ;  F.  O.  Hall,  January  13, 
1921  (K'btuary  4,  1921)  ;  II.  A.  Murtou,  April  j  t,  1921  (May  3,  1921)  ;  B.  C. 
Powell,  January  is,  1921  (February  4,  1921). 

The  following  Pilot  Officers  on  probation  are  confirmed  in  rank  and  pro¬ 
moted  Flying  Officers  (December  22,  1921)  : — M.  H,  Luker,  C.  W.  Price, 
A.  C.  Pritchard,  D.  J.  Sherlock;  Pilot  Officer  B.  L.  Blot  I  eld  to  be  Flying 
Officer;  December  22,  1921. 

T  he  following  are  confirmed  in  rank  ;  December  22,  2921. 

Flight  Lieitls. — W.  H.  Hoile,  M.B.U.,  R,  D.  Ward-James,  I.  L.  Winter. 

Flvng  Officers,  —  J.  L.  Armstrong,  S.  H.  Athcrlev,  J.  C.  Brice,  It  W.  Cftpeitcr, 
J.  H.  B.  Carson,  P.  D.  Chisholm-Taylor.  J.  C.  Christian,  M.C.,  R.  G.  Dyer, 
li.  K.Greenhow,  M.C.,  D.  C.  Gribblc,  W.  I.  Jleueghan,  G.  W.  Lynn,  I  t' 
T.  Rose,  F.  J.  S.  Short,  F  L.  Wood. 

The  seniority  of  officers  granted  commissions  in  the  Stores  Branch  for 
Accountant  dutes  is  provisional  only.  The  fiual  seniority  of  all  such  officers 
will  he  promulgated  when  the  establishment  is  completed. 

The  short  service  commission  of  Flying  Officer  E,  G.  JoJIille  is  terminated  on 
cessation  of  duty  ;  April  7. 

Medical  Sendee 

Flying  Officer  J.  A.  Perdrau,  M.D.,  to  be  Flight  Lieut.  ;  April  1.  Flight- 
Lieut.  FI.  C.  E,  Quin,  D.P.H.,  relinquishes  his  temp,  commission,  and  ja 
permitted  to  retain  rank  of  Capt. ;  April  8, 


ROYAL  AIR  FORCE  INTELLIGENCE 


Appointments. — The  followiug  appointments  in  the  Royal  Air  Force  are 
notified : — 

Group  Captains. — C.  S.  Burnett,  C.B.E.,  D.S.O.,  from  No.  29  Group 
Headquarters  (Coastal  Area)  to  command  R.A.F.  Base,  Leucbars  (Coastal 
.Area)  on  disbandment  of  No.  29  Group  Headquarters.  1.4.22,  E.  F.  Briggs, 
D.S.O.,  O.B  E  .  from  Air  Ministry  (Director  General  of  Supply  and  Research) 
to  R.A.F.  Depfit  (Inland  Area)  {Supernumerary),  Pendiug  embarkation 
overseas.  22.5.22.  R.  Gordon,  C.B.,  C.M.G.,  D.S.O.,  from  Headquarters, 
R.A.F.,  Middle  Last,  to  command  R.A.P.,  1  runs- Jordani.i  Headquarters. 

1.4.22.  N.  J  Roche.  O.B.E.,  from  R.A.F.  DepOt  (Inland  Area)  to  Head¬ 
quarters.  R.A.F.,  Iraq,  as  Principal  Medical  Officer.  13.4.22. 

Wing  Commanders  — H.  M.  Cave- Brow ne-Cavc,  D.S.O,,  D.F.C.,  from  No.  I 
School  ol  Technical  Training  (Boys)  (Halton)  to  Air  Ministry  (Director 
General  of  Supply  and  Research).  For  Technical  Staff  duties  idee  Group 
Captain  F.  F.  Briggs,  D.S.O. ,  O.B.E.  23.5  22.  H  A.  Williamson,  C.M.G., 
A.F.C,.  from  R.A.F.  DepOt  (Inland  Area)  to  Half-pay  List.  3.4.22.  R.  G.  D. 
Small,  from  Half-pay  List  to  R.A.F.  DepOt  (Inland’  Area).  14.3.22.  And  to 
No.  io  Group  Headquarters  (Coastal  Area).  1.5.22.  S.  Grant-Dalton, 
D.S.O.,  A  F  C.,  Irom  No.  29  Group  Headquarters  (Coastal  Area)  to  R.A.F. 
Base,  Leucbars  (Coastal  Area)  (Supernumerary).  1.4  22.  Aud  to  Air  Ministry 
iDircctor  of  Personnel).  1.5.22.  R.  If.  Veruey,  O.B.E.,  from  Boys’  Wing, 
Cranwell,  to  No.  1  School  of  Technical  Training  (Boye)  (Halton).  1.5.22. 

H.  R.  Nicholl,  O.B.E.,  from  Headquarters  (Inland  Area)  to  No.  7  Group 
flcadquarters  (Inland  Area)  10.4  22.  A.  T.  Whitelock  from  R.A.F.  DepOt 
(Inland  Area)  to  No.  r  School  of  Technical  Training  (Boys)  (Halton).  1.5.22, 
W.  L  Welsh,  D.S.C. ,  A.F.C.,  from  R.A.F.  DepOt  (Inland  Area)  to  No.  1 
Group  Headquarters  (Inland  Area).  1.6.22,  IT.  L.  Reilly,  D.S.O.,  from 
School  of  Technical  Training  (Men)  (Inland  Area)  to  No.  7  Group  Headquarters 
(Inland  Area).  15.4.22.  D.  L,  Allen,  A.F.C.,  from  No.  8  Squadron  (Iraq 
Group)  to  R.A.F.  Depot  (Inland  Area)  (Supernumerary).  1.2.22.  T.  O’Brien 
Hubbard,  M.C.,  A.F.C.,  from  No.  4  Flying  Training  School  (Middle  East)  to 
K.A.F.,  Trans- Jordania  Headquarters  (Middle  East),  10.4.22.  M.  G. 
Christie,  C.M.G.,  D.S.O.,  M.C.,  irorn  Air  Ministry  (Director  of  Operations 
and  Intelligence)  to  British  Embassy,  Washington,  as  Air  Attache.  15.4.22. 

<’•  I.  Carmichael,  D.S.O.,  A.F.C. ,  from  Palestine  Group  Headquarters  (Middle 
East),  to  Command  Palestine  Wing  Headquarters  (Middle  East),  1.4.22. 

Squadron  Leaders — E.  L.  Conran,  M.C.,  from  Half-pay  List  to  No.  7  Group 
Headquarters  (Inland  Area).  13.4.22.  A.  B.  Gaskell,  D.S.C. ,  from  No.  29 
Group  Headquarters  (Coastal  Area)  to  R.A.F.  Base,  Leuchars  (Coastal 
Area)  (Supernumerary).  1.4,22.  N.  M.  Martin,  C.B.E.,  from  No.  29  Group 
Headquarters  (Coastal  Area)  to  Care  and  Maintenance  Party,  Donibristle 
(Coastal  Area)  (Supernumerary).  1.4.22.  L.  D.  D.  McKean,  from  No.  203 
Squadron  (Coastal  Area)  to  R.A.F.  Base,  Gosport  (Development  Flight) 
(Coastal  Area),  25.4.22.  W.  B.  Cushion  from  No.  29  Group  Headquarters 
(Coastal  Area)  to  Care  and  Maintenance  Party,  Donibristle  (Coastal  Area) 
(Supernumerary).  1.4.22.  E.  J.  Sayer,  M.C.,  from  Headquarters,  R.A.F., 
India,  to  R.A.F.  DepOt  (Inland  Area)  (Supernumerary).  x  1.3.22.  E.  J. 
Saver,  M.C.,  from  R.A.F.  DepOt  (Inland  Area)  to  command  the  Packing 
DepOt  (Inland  Area).  8.5.22.  W.  R.  Read,  M.C.,  D.F.C.,  A.F.C.,  from 
R.A.F.  DepOt  (Inland  Area)  to  R.A.F.  Cadet  College  (Flying  Wing),  (Cran¬ 
well).  24.4.22.  Hon  L.  J.  E.  Twisleton -Wykeham  Fiennes,  from  Palestine 
Group  Headquarters  (Middle  East),  to  Palestine  Wing  Headquarters  (Middle 
East),  1.4.22.  W.  Thomas,  M.C.,  from  Central  Flying  School  (Inland  Area), 
to  Boys’  Wing  (Crauwell).  28.4.22.  > 

Flight  Lieutenants, — (A.  Sqr.  Ldr.)  F.G.  Keuipson,  M . B . ,  B.A.,  from  No.  29 
Group  Headquarters  (Coastal  Area)  to  Care  and  Maintenance  Party,  Doni- 
bristlc  (Coastal  Area)  (Supernumerary).  1.1.22.  A.  N.  Gallehawk,  A.F.C., 
from  No.  203  Squadron  (Coastal  Area)  to  R.A.F.  Base,  Leuchars  (Coastal 
Area).  1.4.22.  H.  O.  Burnaby,  M.  B.E.,  from  No.  29  Group  Headquarters 
(Coastal  Area)  to  Care  aud  Maintenance  Party,  Donibristle  (Coastal  Area) 
(Supernumerary).  1.4.22.  S.  E.  Toorner,  D.F.C.,  from  Inspector  of  Recruit¬ 
ing)  (Birmingham)  (Coastal  Area)  to  No,  4  Squadron  (Inland  Area).  19.4.22. 

J.  S.  Goggiu,  from  No.  29  Group  Headquarters  (Coastal  Area)  to  R.  A.F.  Base, 
Leuchars  (Supernumerary).  1.4.22.  W.  Sutherland,  from  No.  29 

Group  Headquarters  (Coastal  Area)  to  Care  and  Maintenance  Party,  Doni¬ 


bristle  (Coastal  Area)  (Supernumerary),  r.4.22.  T.  Hinshelwood,  D.S.C., 
D.F.C.,  from  No,  r  Squadron  (Iraq  Group)  to  R.A.F.  DepOt  (Inland  Area) 
(Supernumerary).  25,2.22.  W.  H.  L.  O’Neill,  M.C.,  Irom  No.  5  Squadron. 
(India)  to  R.A.F.  DepOt  (Inland  Area)  (Supernumerary).  9.3.22,  R.  A. 
young  from  .Aircraft  DepOt  (India)  to  R.A.F.  DepOt  (Inland  Area)  (Super¬ 
numerary).  9.3.22.  L.  F.  P.  Bawu,  from  No.  1  Group  Headquarters 
(Inland  Area)  to  Inland  Area  Aircraft  DepOt  (Inland  Area),  1.5.22.  P.  B. 
Hunter  from  Aircraft  DepOt,  Egypt  (Middle  East  Area)  to  No.  boS  Squadron 
(Middle  liast  Area).  18.3.22.  M.  H.  Butler,  D.F.C.,  from  Inland  Area 
Aircraft  DepOt  (Inland  Area)  to  No.  11  Whig  Headquarters  (Inland  Area) 
(Supernumerary).  13.4.22.  N.  R,  Fuller,  from  Aircralt  Park  (India)  to 
R.A.F.  DepOt  (Inland  Area)  (Supernumerary),  n.3.22.  J.  C.  T.  Fiddes, 
M.B.,  from  R.A.F,  DepOt  (Inland  Area)  to  No.  1  School  of  Technical  Training 
(Boys)  (Halton).  10.4.22.  R.  H.  Wace,  from  Research  Laboratory  and 
Medical  Officers  School  of  Instruction  (Inland  Area)  to  No.  1  School  of 
Technical  Training  (Boys)  (Halton).  10.4.22.  T.  C.  Thomson,  from  School 
of  Photography  (Inland  Area)  to  Central  Flying  School  (Inland  Area) 
(Supernumerary),  18,4.22.  A.  H.  Wann,  from  Headquarters,  Coastal 
Area,  to  Half-pay  List.  13.4.22.  A.  1..  Lingard,  from  Aircraft  DepOt, 
Egypt  (Middle  East  Area)  to  R.A.F.  DepOt  (Inland  Area)  (Supernumerary). 

30.3,22.  D.  Le  Bas,  from  R.A.F.  DepOt  (Inland  Area)  to  Central  Flying  School 
(Inland  Area),  10.4.22.  A.  J.  M.  Ross,  M.B.E.,  from  No.  4  Flying  Training 
School  (Middle  East)  to  Stores  Depot.  Egypt.  10.4.22.  A.  C.  "Collier.  from 
Inter- Allied  Aeronautical  Commission  of  Control  (Hungary),  to  R.A.F. 
DepOt  (Inland  Area),  (Supernumerary)  on  disbandment  of  I.A.A.C  of 
Control  (Hungary).  21.4.22.  R.  Graham,  D.S.O.,  D.S.C.,  D.F.C.,  from  No, 
60  Squadron  (India)  to  Staff  College,  Quetta.  20.2.22.  J.  C.  M,  Hay,  from 
Aeroplane  Experimental  Establishment  (Coastal  Area)  to  No.  216  Squadron 
(Middle  East).  11.4.22.  J.  L.  Vachell,  M.C.,  from  No.  27  Squadron  (India) 
to  Stall  College,  Quetta.  20.2.22.  C.  H.  Awcock,  O.B.E.,  from  R.A.F. 
DepOt  (Inland  Area)  to  Electrical  and  Wireless  School  (Inland  Area),  (Super¬ 
numerary),  244.22.  K.  B.  Lloyd,  A.  F.  C.,  Irom  No,  70  Squadron  (Iraq 
Group)  to  Headquarters,  Middle  East  Area  (Supernumerary).  1.3.22. 
W.  B.  Higgins,  to  R.A.F.  DepOt  (Inland  Area),  (Supernumerary)  on 
appointment  to  Short  Service  Commission  for  duty  with  Armoured  Car 
Company  (on  formation).  18.4.22.  W.  J.  King,  D.C.M.,  from  No.  x 
Stores  DepOt  to  Aircraft  Cark  (India).  (5. 4. 22.  H.  G.  Bowen,  from 
Half-pay  List  to  R.A.F,  DepOt  (Inland  Area),  (Supernumerary).  17.4.22. 
H.  O.  Barnaby,  M.B.E.,  from  Care  and  Maintenance  Party,  Donibristle 
(Coastal  Area)  to  R.A.F.  DepOt  (Inland  Area,  (Supernumerary),  15.3.22. 

C.  Shoppee,  D.S.C.,  from  No.  10  Group,  Headquarters  (Coastal  Area),  to 
School  of  Naval  Co-operation  and  Aerial  Navigation  (Coastal  Area). 
(Supernumerary).  4.5.22.  A.  J.  Nightingale,  from  Care  and  Maintenance 
Party,  Donibristle  (Coastal  Area)  to  No.  10  Group,  Headquarters  (Coastal 
Area).  1.5.22.  V.  J  B,  Jacobs,  from  Headquarters  (Coastal  Area)  to  Air 
Ministry  (Directorate  ot  Equipment).  15.6,22.  A.  Ft.  Comfort,  from  Air 
Ministry  (Directorate  of  Equipment)  to  R.A.F.  DepOt  (Inland  Area),  (Super¬ 
numerary).  15.6.22.  A.  B.  Wiggin,  from  No.  1  Stores  Depot,  to  Air 
Ministry  (Directorate  of  Equipment).  15.6.22.  N.  KeebJe,  D.S.C.,  D.I  .C., 
from  No.  6  Flying  Training  School  (Inland  Area),  to  School  of  Technical 
Training  (Men),  ( Inland  Area),  (Supernumerary).  1.4.22.  (Note. — Previous 
notice  posting  this  officer  to  R.AF..  Depot  (Inland  Area)  on  the  same  date  is 
cancelled.)  J.  R.  Howett,  from  No.  207  Squadron  (Inland  Area),  to 
R.A.F.  DepOt  (Inland  Area)  (Supernumerary).  1.5.22.  C.  E.  W.  Lockver, 
from  R.  A.F.  DepOt  (Inland  Area),  to  No.  207  Squadron  (Inland  Area).  26.4.22. 

J.  H.  Simpson,  from  Palestine  Group  Headquarters  (Middle  East),  to  Palestine 
Wing  Headquarters  (Middle  East)  (Supernumerary).  1.4.22.  K.  H.  Rivers- 
dale  Elliot,  from  Palestine  Group  Headquarters  (Middle  East),  to  Palestine 
Wing  Headquarters  (Middle  East).  (Supernumerary).  Pending  posting  to 
No.  2oS  Squadron.  1.4.22.  A.  S.  C.  Maclaren,  O.B.E.,  M.C.,  A.F.C..  from 
No,  208  Squadron  (Middle  East), to  command  Aden  Flight  (Middle  East), 

1.4.22.  S.  N.  Cole,  from  Palestine  Croup  Headquarters  (Middle  East),  to 
Palestine  Wing  Headquarters  (Middle  East)  (Supernumerary).  Pending 
embarkation  to  Iraq.  1.4.22.  V.  R.  Gibbs,  D.S.C.,  front  Palestine  Group 
Headquarters  (Middle  East),  to  Palestine  Wing  Headquarters  (Middle  East), 

1.4.22,  Wm.  Bur  kips  haw,  from  Palestine  Group  Headquarters  (Middle  East), 
to  Palestine  Wing  Headquarters  (Middle  East).  1.4.22. 
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IN  PARLIAMENT 

Civil  Aviation 

Mu  L'li-.nwa  Malhkl,  011  April  27,  asked  tin-  Secretary  of  Stale  for 
■\u  vvlieihor  hi-  i.-ui  miku  u  stSM-mtnt  in  regard  to  the  aapoiutra<'-iu  ol  a 
C'jolpolicr-Oieiif.'ritt  ior  civil  aviation  ? 

C,|>t.  Curat.  :  When,  introducing  flic  Air  I  ntimates  on  March  :i.  1  said 
1h.1t  11  was  my  intention  re-or«unise  the  Dr. pa tirn ant  of  Civil  wiation  ns  a 
uipei  tomite.  I  mn  afraid  l  am  not  yet  in  a  position  t<»  announce  the  name  of 
tiii  new  Director. 

Mr,  Malone  .  Is  the  rivld  lion,  and  Valiant  gfciitlcman  aware  of  the  strong 
ici  anv.  both  in  this  country  and  the.  House,  that  inongh  is  not  being  done 
for  rivti  aviation  ;  end  can  tie  say  whether  a  .(ay  will  he  given  for  the  dis- 
ciission  01  tins  important  matter  ? 

i-  opi.  Cnest  i  hat  rests  in  the  hands  of  the  House. 

r  o.iiiiiuiKler  fleiinirs  \VltCU  the  proposed  re-orgatu:.,i lion  takes  place, 
Win  •  are  tie  Liken  that  civil  aviation  is  not  made  subordinate  to  tlie  military 
aviation  sum  2 

Capt.  Gainst  .  Must  certainly. 

Me.  R  iper  When  the  remaining  Voter,  an-  taken,  shall  we  he  allowed  a 
witte  discuss  ton  upon  them  ? 

Mr  Malone  :  Is  the  right  him.  and  gntfiii.t  p/dtUm-m  aware  that  when  the 
,  r  Estimates  were  rilsriisucd  lief. 're,  civil  aviation  was  ruled  out,  and  all 
discussion  wag  precluded  ? 

^LL'm-t  fhi:  was  done  uitoutiwiaJly,  so  that  CflJUln  Vote,  might 
still  oc  left  for  discussion. 

m  &  m  m 

28th  Squadron,  R.F.C.  and  R.A.F. 

I  tu;  half  aamt.il  function  arranged  by  tile  _'.Sth  Squadron 
Old  Bovs’  Association,  was  held  at  Eustace  Miles'  Kes.tHury.nl. 
f.hartdos  Street,  on  April  >•).  In  accordance  with  precedent, 
ladies  attended  in  good  force,  and  (lit*  tidal  muster  was 
something  in  excess  of  70,  several  of  the  Vice-Presidents 
wlio_  attended  appearing  to  enjoy  themselves.  As  is 
inevitable  when  old  comrades  meet,  general  greetings 
resulted  in  slight  delay  before  the  organised  business  could 
be  opened  ;  but  the  whist  tables  were  in  full  working  order 
soon  after  7  o’clock.  The  short  whist  drive  finished  soon 
after  X  o'clock,  and  many  willing  hands  cleared  the  floor  so 
that  the  band  (under  the' direction  of  two  of  the  Association 
members),  opened  with  a  flourish  and  the  first  dance  served 
as  a  fitting  prelude  to  the  refreshments  interval.  Internally 
jefreshed,  the  company  settled  heartily  down  to  the  remaining 
part  of  the  programme,  dances  being  interspersed  with 
•concert  items.  Several  prises,  presented  by  one  of  the  Vice- 
Presidents,  were  awarded  during  the  evening.  The  baud 
ami  the  Committee  worked  like  Trojans,  well  earning  the 
eulogies  freely  expressed.  The  usual  Annual  Reunion'  will 
be  held  in  the  autumn,  and  details  will  be  circulated  in  the 
usual  way.  Meanwhile,  past  or  present  members  of  the 
vXlh,  who  have  not  been  in  touch  with  the  Secretary  (Mr. 
C.  I  .  Hodges)  are  requested  to  write  to  him  at  10a,  Camden 
Street,  N.\V,  1. 

Guynemer  Memorial 

Last  weed  the.  Memorial  tablet  to  Capt.  Guy  nr  met .  the 
famous  French  "  ace  ”,  was  formally  inftUgli rated  in  the 
Paris  Pantheon,  M.  Poincare  making  an  eloquent  speech 
upon  the  occasion. 

Holland  and  Aviation  Subsidy 

Ox  April  28  a  Bill  was  introduced  into  the  Second 
C  hamber  to  grant  the  Royal  Dutch  Air  Service  an  extra 
subsidy  of  22,000  Herrins  for  1921,  and  420,000  florins  for 
1  <i22.  It  is  stated  that  it  is  practically  certain  that  the 
subsidies  will  be  voted  in  order  to  keep  the  air  service 
alive,  as  without  those  subsidies  it  will  bo  impossible  for 
the  company  to  continue  after  the  spring. 

Seaplane  Floating  Dock  Ready 

It  is  announced  that  the  seaplane  floating  dock, 
previously  referred  to  in  Flight,  *!tich  has  been  under 
construction  at  Sheerness  Dockyard  to  the  orders  of  the 
Aii  Ministry,  has  now  been  delivered  as  ready  for  service. 
For  the  present,  the  craft  has  been  berthed  in  the  Medway, 
near  Port  Victoria,  t  he  dock,  which  has  an  overall  length 
<<f  144  ft.,  and  a  lifting  capacity  of  200  tong,  will  accommodate 
tWD  large  modern  seaplanes,  has  thirteen  buoyancy  com¬ 
partments.  each  flooded  direct  from  the  sen  and  emptied 
by  blowing  with  compressed  air.  Die  power  for  the  ait 
compressors  is  supplied  by  two  oil-driven  dynamos,  which 
also  provide  the  current  for  lighting  and  power  for  workshop 
machinery,  capstans,  winches,  and  pumps,  An  interesting 
feature  is  the  supply  of  petrol  to  seaplanes  from  a  large 
storage  tank  on  the  deck  by  means  of  the  Bywatc-r  hydraulic 
system. 

Franco  Roumanian  Extension 

Tke  Franco-Rc u man i ail  Air  Navigation  Co.,  w  hich  has 
been  running  an  air  service  from  Paris  to  Prague  and  Warsaw, 
is  now  about  to  inaugurate  an  extension  of  their  service 
Item  Prague  to  Vienna  and  Uuda  Pest.  The  new  service  is 
to  run  three  limes  a  week,  and  the  time  taken  will  be  two 
hours  from  Prague  to  Vienna  and  about  1$  hours  from 
Vienna  to  Bud  a  Pest. 


PUBLICATIONS  RECEIVED 

Problems  ti  Exercices  d'Electricite  Generate.  By  P.  Janet, 
Paris  :  Gauthier-Villars  ct  Cie.,  55,  Quai  des  Grands-Augustins. 

Bristol  ”  Gas  Starter.  The  Bristol  Aeroplane  Co.,  Ltd.. 
Filton,  Bristol. 

British  Standard  Aircraft  Specifications  :- — 3  W.2,  Flexible 
Steel  Wire  Rope ;  D.33,  Dope  and  Varnish  Removers  ; 

■2  D.103,  Air  Ministry  Nitro  Dope  Coverings  and  Identification 
Colours  ;  2  L.4,  Hurd  Aluminium  Sheets  ;  2  L.16,  Half-Hard 
Aluminium  Sheets;  2  L.17,  Soft  Aluminium  Sheets;  I..25, 
Wrought  Light  Aluminium  Alloy  Bar  ("  Y  ’’  Alloy)  ;  L.26, 
Wrought  Light  Aluminium  Alloy  Sheets  ("  Y  ”  Alloy). 
British  Engineering  Standards  Association,  28,  Victoria 
Street,  Loudon,  S.W.  1. 


m  m  m  m 

AERONAUTICAL  PATENT  SPECIFICATIONS 

Abbreviations  :  cyl.  *=  cylinder ;  I.C.  «*»  internal  combustion  ;  m.  *=  motors 
The  numbers  in  brackets  are  those  under  which  the  Specifications  will 
be  printed  and  abridged,  etc. 


27,381. 

35,9*3- 

.15.9*6- 

35,9*8- 
33, 3*  j- 


TM'ri. 

3i,57i. 


1.4X5. 

4.5S3. 

9,3x0. 


APPLIED  FOR  IN  1920 

Publish  til  April  30,  1922 

J.  N.  CkbisSOVFLONI.  Aerial  machines.  {177,18(1.) 

N.  F.  Johnston.  Rotary  engines,  (177,348.) 

B.  A,  Dcncak.  Connecting  means  for  aircraft  framework 
(177,249.) 

B.  A.  Duncan.  Control  surfaces  of  aircraft,  (177,250.) 


Published  April  27,  1922 

B.  G.  Th-vmwKRKE  vv.  If.  Dour  ami  W.  Muller.  Ki«id 
airships,  (X5.|,225.) 


Published  May  4,  192a 

W  H.  Barling.  Aucrai t  fuselages,  etc.  (154,37(8.) 
r>cic.  mis  Moiel'k.-.  Gnomic  r.r  Rhone.  I.C  rugbies,  (156,578.) 
APPUfiD  FOR  IN  1921 
Published  .4 pHl  20,  u)i2 
J.  13.  Wood.  Rotary  ritgiurs  (177,2818.) 

G.  Fork  aha,  Propulsion  d1  aircraft,  (177,340) 

Soy.  AKOK.  iux*  Abroplanrs  tv.  Vtusi.v.  Lubrication  of  I.C.  euciiies 
(*<>*, 9-|o.) 


4,73-’- 

9.008 
9.*4  t- 
*7.  *32. 


2,505. 

.1,897. 


3.*2>- 

4,48*. 


r  uonsnca 


,  -  -  .t  j’iii  —  / ,  1932 

Armstrong  hiooRi.rv  Motors,  Lid.,  and  F,  M.  Gum.  v.  Rudder 
control  mechanism  Tor  twin  cn^uied  aeroplanes,  etc.  (uj.lso  i 
R  \.  Peg  1  ar  .  Fiyinj{-niacliines,  (177,702,) 

A.  IT.  Harris  Rotary  I.C.  digitus.  (177,705.) 

R  I'.s.sai'i.t  Ppi TTfiiH.  .Means  for  synchronising  mot tun  parts  <f 
direct-acting  fluid  pressure  motors  and  pumps.  (167,746.1 

Published  May  4,  4922 

,  BUCKS. m I n- .  Aeroplane  propeller  making  machines.  (177.004. | 

I.  ll ai ami  Pikit  siatslbr  aeroplanes.  (177,922.) 

Secret  Patents  re- Assigned  to  the  Inventor, 

Published  April  27,  1922 

APPLIED  FOR  IN  1916 

ILL.  WiMPERts.  Direr  tor  apparatus  foi  aintaft.  (177', 546.; 

APPLIED  FOR  IN  1918 

II.  E.  Wi vi'Est-s.  Sig ii t ing- de vjixs  fox  use  on  aircraft.  (177,549.) 


If  you  require  anything  pertaining  to  aviation,  study 
M  Flight  s  '*  Buyers’  Guide  and  Trade  Directory, 
which  appears  in  our  advertisement  pages  each 
week  (see  pages  iii  and  xlv). 
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delivered  at  the  Offices  of  “Flight,”  36,  Great 
Queen  Street,  Kingsway,  W.C,  2,  not  later  than 
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week’s  issue. 
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LUBRICATING  OILS 

Wakefield,  C.  C.,  ,1  Co.,  Ltd.,  Cheapside,  E.C.  a. 
O; titval  11*6  (3  lines) ;  •'  Cherry,"  Cent.  London. 


machining- 

Motik  Ei  t wring  Co..  Ltd.,  Coventry. 

Coventry  807  ;  “Assistance,"  Coventry. 


MAGNETOS— 

British  Thcrnson-HoUstoii  Co.,  l.td.,  Lowrr  Font 
Street,  Coventry. 

Telephone  t-S  ;  "  Asteioidal,"  Coventry. 


METALS  vAmvFrictiora)— 

Hoyt  Metal  Co.,  Ud..  Deodar  Roavi,  Putney, 
S.W.  ,5  Putney  1323. 


METAL  PARTS  AND  FITTINGS  - 

Br<j.*n  Lro  ..  Ltd.,  Great  Pastern  Street.  London, 

ILC-a. 

Monk  Kng.r.eeringC.).,  High  Street,  Coventry. 

Coventry  607;  *'  Assistance,"  Coventry. 
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MODELS 

torn  %  A.  K..  Ltd  9?,  Ever.hdt  Road,  Camden 
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|\A.I  Replingbatn  Read.  Southfield*.  S.W.  L. 


PROPELLERS- 

Falcon  Airscrew  Co.,  113,  Cottenham  Road. 
Holloway,  N.  19.  Hornsey  910  &  a+yj. 

Lang  Propeller.  Ltd.,  Wey  bridge,  Surrey. 

520*321,  Weybridge ;  “  Aerosticks,"  Wey  bridge. 


PUTTEES. 

Fox  Bros.  &  Co.,  Ltd.  (Dept.  R),  Wellington, 
Somerset. 


RADIATORS  AND  RADIATOR  REPAIRS— 

Sank  Radiators.  Ltd,,  Warwick  Road,  Greet, 
Birmingham. 

Victoria  *31(1  Krie-0  :  "  Nerleak,"  Birmingham. 


TAPES  AND  WEBBING— 

MacLennan,  John.&Co.,  113.  Newgate  St.,  E.C.  r 
City  3115  ;  “  Vaaduara.’  Cent.  London 


TENTS- 

Vauxhall  Trading  Co.,  Ltd.,  The.  37.  Ct.  Janie. 
Street,  Theobald's  Road.  W.C 


TIMBER 

Owen,  Joseph,  R  Son.  Boro'  Hig  S:eet,  S.E 

Hop  3S11  :  I*  .r  m,"  London 


TUBES,  ALUMINIUM— 

British  Aluminium  Co..  Ltd..  The,  1  9,  Queen 
Victoria  St..  Loudon. 

City  2070  ;  “Cryolite,  Ceut,  Loud  :,. 


SHEET  METAL  WORK  STAMPINGS  AND 
PRESSINGS  - 

Rubcry,  Owen  &  Co..  Darlavtoti 

Darla-tod  S7;  “  Roofs,"  Darlaston. 


SPARKING  PLUGS- 

Robinbood  Engineering  Works,  Ltd.,  The,  Putney 
Vale,  S.W.  u.  Putney  2139,  2133. 

•  Raalgee,"  Phone.  London.. 


TYRES  AND  WHEELS  - 

Palmer  Tyre.  Ltd.,  Shaftesbury  Avenue,  W.C. 
Geirard  1214;  Tyricord,  '  (Vestcent,  London 


WELDINGS,  REPAIRS— 

Bari  mar.  Ltd  .  10.  Poland  Street,  London,  \V.  t  * 
Gerrard  Siyy:  “  Bariipramar."  Reg.  London. 


SPRAYING  PLANT- 

Aerograph  Co..  Ltd..  43,  Holborn  Viaduct, 
H.lborn  a>u  :  “  Aerugraphy."  London. 


PARACHUTES- 

I  k  C-  (;Tt»pb  \erl\l  Patent <.  Ltd.,  423a, 
Fdgwatc  -load,  l.tingoi.,  W  .  2.  Paddington  0332. 
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|  Comments 

:  from  the 
: 

i  Technical  Press 

:  concerning  the 


j  LUCIFER  Air-cooled 
If  Aero  Engine. 


||  “  The  Aeroplane  ” —  ] 

“  The  ‘ Lucifer  ’  is  the  smooth3  i  i 

running  three  cylinder  engw  1 

that  one  has  yet  heard j  and  it  | 

seems  to  give  all  the  power  r 

claimed  for  it  with  a  hit  f  r.  : 

ft  ought  to  he  an  ideal  engix-  j! 

for  training  machines.  .  . 

*  * 


“  Flight 

“  Considering  that  this  engir 
has  three  cylinders  only  it  run 
very  smoothly  and  evenly l' 


The  100  H.P.  “  BRISTOL  " 
LUCIFER  and  the  400  H.P. 
“  BRISTOL”  JUPITER  Engines 
are  the  only  aircooled  engines 


which  have  ever  passed  the 
British  Air*  Ministry  Type  Tests. 
To-day  they  undoubtedly  figure  as 
the  most  efficient  aero  power 
units  in  the  world. 


IHF. 


j  BRISTOL  AEROPLANE  CO..  LTD.  i 
F1LTON  -  BRISTOL. 


j  Telegrams : 

1 ;  "  Aviation.  Brhtol." 


Telephone- 

3906  Bri.loi  : 


■400  h.p. 
"Bristol" 
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minimum  &  Alloys 

For  All  classes  of  Aircraft 

The  British  Aluminium  Co.,  Ltd.,  109,  Queen  Victoria  Street,  London,  E.C.  4.  ‘Phone  :  City  2676.  'Grams  .-  “Cryolite.  Cent,  London." 


RIGGING 

The  Erection  and  Trueing-up  of  Aeroplanes. 
By  F.  W.  HALLIWELL,  A.M.I.A.E. 

Flight  Office. 

36,  Gt.  Queen  St.,  Kingsway.  W.C.  2. 


Post  Free 
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(It  is  a  fund  of 
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BATTERIES 


For  whatever  purpose  you  require  electricity  on  motor 
cars  or  aircraft,  we  have  a  battery  specially  designed. 

Starting — Lighting — Heating — Ignition — Wireless 


tuc  /jfWtrtviitrt  ELECTRICAL  STORAGE 
.  THE  QlIUDme  COMPANY.  LIMITED. 


CLIFTON  JUNCTION.  1  220,  SHAFTESBURY  AVENUE, 

Near  MANCHESTER  I  LONDON,  W.C.  2. 


CELLO  N(8ICHM0ND)Lt.° 

CONTRACTORS  TO 
H.M.  GOVERNMENT 

22.  CORK  STREET 
LONDON,  W.  1 

Telegram*  - — “  A J  AW  6,  LONDON" 
Toi*/>a«n4  : — OIERRABD  440  (2  line*) 


CELLON 


□  OPE 


May  ii,  1922 


THE  ROYAL  AERO  CLUB  EASTER  AVIATION  MEETING. 


APC 


LIMITED 


THE  WORLD'S  AIRCRAFT  SUPPLIERS. 

Gains 

2  FIRSTS,  1  THIRD, 

and 

FASTEST  TIME 
in  four  events  with  a 
D.H.  9a. 

YOUR  ENQUIRIES  INVITED  FOR  ANY  TYPE  OF  BRITISH  AIRCRAFT. 

AIRCRAFT  DISPOSAL  CO.,  LTD.,  Regent  House,  Kingsway,  London,  W.C.  2. 

Telegrams;  “ Airdisco,  London.’’  Telephone:  Regent  6240. 


D.H.  9a. 


Sea-sroine  Amphibian  "  Seal "  Mk.  II  Deck  Landing  Fled  Spelter. 

The  latest  Development  in  Naval  Aircraft  (Napier  Lion  Engine). 

SUPERMARINE 


Aviation  Works  Ltd. 


Southampton,  Eng. 


DESIGNERS  and  CONSTRUCTORS  of  NAVAL  AIRCRAFT 

Contractor!  to  HM.  Admiralty,  H-M.  Air  Ministry.  The  Royal  Norwegian  Navy. 

The  Imperial  Japanese  Navy.  The  Royal  Swediah  Navy.  The  Portuguese  Navy. 

The  Bermuda  and  Weat  Atlantic  Aviation  Co.,  Lta.,  and  other  Marne; 
Fastens er  and  Commercial  Aircraft  Companies 

TELEPHONE:  ....  WOOLSTON  37  (2  LINES). 

CABLES  and  TELEGRAMS :  “  SUPERMARIN.”  SOUTHAMPTON. 


ESTAB. 


Cable  Code*  t 

Western  Union,  Universal  and 
5  Letter  Edition  and  ABC. (5th  Edition) 
and  Marconi  International. 


1912 


FLYI NG 


BOATS 

AND  SEA-GOING 

AMPHIBIANS 


Se*-fotnffAmphibian  “Seal”  Mk.  II  Deck  Landinf 
Fleet  Spotter  (Napier  Lion  Engine) 


When  communicating  with  advertiser 4,  mention  of  "  Flight  ”  will  ensure  special  attention . 


a  i  nr 


Flight,  May  11,  1922 


First  Aero  Weekly  in  the  World. 

Founder  and  Editor  :  STANLEY  SPOONER 
A  Journal  devoted  to  the  Interests,  Practice,  and  Progress  of  Aerial  Locomotion  and  Transport 
OFFICIAL  ORGAN  OF  THE  ROYAL  AERO  CLUB  OF  THE  UNITED  KINGDOM 


No.  698.  (No.  19,  Vol.  XIV.) 


May  ii,  1922 


rWeekly,  Price  (*1. 
L  Post  free,  7d. 


Flight, 


The  Aircraft  Engineer  and  Airships 
Editorial  Offices :  36.  GREAT  QUEEN  STREET.  KINGSWAY,  W.C.  2 

Telegrams  :  Truditur,  West  cent,  London.  Telephone  :  Gerrard  1828 

Annual  Subscription  Rates,  Post  Free  : 

United  Kingdom  J.,  30 s.  id.  Abroad  ..  33s.  od.* 

These  rates  are  subject  to  any  alteration  found  necessary  under  abnormal 
conditions  and  to  increases  in  postage  rates 

•  European  subscriptions  must  be  remitted  in  British  currency 

CONTENTS 


Editorial  Comment 

Air  Mails  >n  Parliament  . .  .. 

The  New  Attempt  on  Round  the  World  Flight  ..  ,. 

Opening  of  Luudon-Brusaels  Air  Service  . .  . , 

The  French  Gliding  Competition  ..  ..  .. 

The  100  h.p.  Bristol  M  Lucifer”  Passes  Its  Type-Tests  .. 

Parachute  Tests  ..  ..  .,  ,, 

Royal  Aero  Club  Official  Notices  . 

Loadoo-Continental  Services  ..  ..  ..  . ,  .. 

f  he  '■  A.G.A."  Automatic  Wind  Indicator  and  Ground  Sign  .. 

Air  Ministry  Notices..  . 

Personals  r.  ,,  ,,  ,4  , ,  „ 

London  Teriniaa!  Aerodrome  . .  ..  M  ,, 

French  Gilding  Com  petition. .  ..  ..  ,,  ,, 

Romid  The  Work!  ..  „  ..  ti  ^7^ 

Royal  Air  Force  . .  ..  ,,  ..  ,,  (f  t)  ,,  37^ 

Royal  Air  Force  Intelligence  . .  . 275 

Correspondence  ..  .  44 

1  he  London  Aeio-Models  Association  ..  ..  .»  ,,  277 

In  Parliament ..  ,,  ,,  ,,  ..  277 


— 

■  1 

DIARY  OF  FORTHCOMING  EVENTS 

Club  Secretaries  and  others  desirous  of  announcing  the  dates 

of  important  fixtures  are  invited  to  send  particulars  for 
inclusion  in  the  following  list ; 

1922. 

j  June  1  .... 

Entries  close  for  Schneider  Cup  Race 

Jnne  6  .... 

R.Ae.C.  Whitsun  Race  Meeting,  at  Waddon 

Jane  23-25 

International  Competition  lor  Touring  Aero- 

* 

planes,  Brussels 

Aug.  6-20 

French  Gliding  Competition 

Ang.  6  .... 

Gordon-Bennett  Balloon  Race,  Geneva 

Aug.  7  .... 

R.Ae.C.  Race  Meeting,  at  Waddon 

Aug.  (last 

.5? 

a 

•+-* 

5 

1 

Schneider  Cup  Seaplane  Race,  at  Naples 

Sept . 

Tyrrhenian  Cup,  Italy 

Sept. 

Italian  Grand  Prix 

Sept,  or  Oct. 

R.Ae.C.  Race  Meeting,  at  Waddon 

Sept.  22  . 

Coupe  Deutsche  (300  fail.) 

1923. 

Dec.  1 

Entries  Close  for  French  Aero  Engine  Com¬ 
petition 

1924. 

Mar.  1  .... 

French  Aero  Engine  Competition. 

INDEX  FOR  VOL.  XIII. 

The  Index  for  Vol.  XIII  of  FLIGHT  (January 
to  December,  1921)  is  now  ready,  and  can  be 
obtained  from  the  Publishers,  36,.  Great  Queen 
Street,  Kingsway,  W.C.  2.  Price  Is.  per  copy. 
(Is.  Id.  post  free). 


PACK 

2  65 
at>6 
2  tip 
266 
26? 
268 

269 
:(xj 

270 
a?t 
3>r 

a?  2 


EDITORIAL  COMMENT. 

N  making  his  statement  on  the  Post 
Office  Vote  in  the  House  on  May  q> 
the  Postmaster- General  referred, 
among  other  things,  to  the  Air  Mail 
and  the  success  which  had  attended 
its  use,  stating  that  the  progress  made 
during  last  year  was  greater  than  any 
other  period  since  man  conquered  the 
art  of  flight.  Mr.  Kellaway  pointed  out  again  that 
the  greatest  benefit  had  been  secured  in  the  parcels 
post,  that  to  Paris  effecting  a  saving  of 
Air  from  five  to  six  days,  owing  to  the 

Parliament  greater  Customs  facilities.  Of  the  air 
mail  services  Mr.  Kellaway  thought 
that  that  between  Cairo  and  Baghdad  had  been  the 
most  successful,  effecting  a  saving  of  16  to  iS  days, 
and  he  visualised  the  time  when  similar  savings  would 
be  made  by  the  use  of  air  mails  throughout  the 
Empire. 

So  far  as  getting  official  confirmation  of  the  value 
which  the  air  mail  can  and  does  afford,  the  statements 
of  the  P.M.G.  are  highly  satisfactory,  showing  as 
they  do  that  he' is  alive  to  the  possibilities  of  this 
inode  of  mail-carrying.  But  that  seems  to  be  as  far 
as  we  have  got.  With  the  exception  of  the  London 
Brussels  service,  which  has  not  actually  started  yet, 
we  still  stick  to  the  comparatively  insignificant 
service  between  London  and  Paris,  which  does  not 
really  give  any  great  advantage  over  existing  mail 
services.  In  order  to  obtain  full  advantage  of  the 
air  mail,  longer  distances  are  necessary,  arid  it  would 
appear  to  be  well  past  the  time  we  seriously  thought 
of  linking  up  the  Mother-country  with  India  and 
Australia  by  air  mail. 

The  saving  made  on  the  Cairo-Baghdad  route  is 
excellent,  but  a  far  greater  saving  could  be  effected 
b}'  supplementing  that  by  an  air  service  between 
London  and  Cairo.  It  appears  that  we  are  so  busy 
thinking  of  the  competition  with  fast  trains  that  we 
forget  the  very  much  easier  competition  with  steamers 
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We  have  shown  that  between  London  and  Paris,  one 
of  the  best-served  routes  in  existence,  we  can  more 
than  hold  our  own  in  actual  point  of  time — although 
not  by  much.  But  suppose  we  were  to  start  an  air 
mail  service  between,  for  the  sake  of  argument, 
Marseilles  and  Cairo.  There  we  should  be  competing, 
not  with  express  trains,  but  with  relatively  slow 
steamers.  In  other  words,  instead  of  competing 
against  60  m.p.h.  we  should  be  competing  against 
20  m.p.h.  Allowing  for  the  fact  that,  at  present  at 
any  rate,  it  is  not  practicable  to  run  day  and  night, 
we  should  double  the  steamer  speed  to  arrive  at  the 
average  speed  at  which  we  should  have  to  fly  in  order 
to  make  as  good  time  as  the  steamer.  That  figure 
would  only  be  4°  m.p.h.  Flying  by  day  only,  wc 
should  need  to  fly  for  12  hours  at  40  m.p.h.  in  order 
to  obtain  the  same  average  speed  as  the  steamer. 
On  account  of  the  delays  at  the  terminal  aerodromes, 
we  have  to  fly  at  approximately  90  m.p.h.  on  the 
London- Paris  route.  It  will  at  once  be  seen  what 
an  enormous  advantage  it  is  to  have  to  compete 
against  steamships  instead  of  trains.  And  }Tet  no 
attempt  whatever  lias  been  made  so  far  to  experiment 
with  a  seaplane  mail  service.  Why  is  this  ?  We 
have  the  machines  capable  of  doing  good  service  as 
mail-carriers,  and  we  have  the  pilots  (at  least  we 
have  at  present,  although  if  something  is  not  done 
quickly  we  shall  not  have  them  long)  with  sufficient 
experience  of  seaplane  flying  to  make  such  a  service 
a.  success.  Why  not  use  them  before  it  is  too  late  ? 
In  a  very  short  time  we  shall  have  to  begin  very 
seriously  the  training  of  specialists  in  seaplane  flying, 
and  as  the  seaplane,  is  the  ideal  craft  for  linking  up 
our  Empire,  why  not  begin  at  once  to1  make  use  of 
it  ?  1  here  should  be  no  difficulty  in  arranging  with 

the  French  to  be  allowed  to  have  a  seaplane  terminus 
(purely  commercial,  of  course)  at  Marseilles  or  some 
other  Mediterranean  port,  and  the  journey  to  Cairo, 
with  stops  at  Corsica  or  Sardinia,  Malta  and  Crete, 
for  instance,  should  be  well  within  the  capacity  of 
existing  British  seaplanes.  Mr.  Kellaway  stated  that 
the  recently  formed  Civil  Aviation  Advisory  Board 
were  directing  their  attention  to  the  Baghriad- 
Bombay  section  of  a  possible  Imperial  air  route. 
We  would  suggest  that,  before  going  so  far  afield, 
greater  opportunities  exist  much  nearer  home. 

♦  <«. 

The  New  ^^sew^ere  in  this  issue  of  Flight  will 
Attempt  on  ^oun<^  a  brief  outline  of  the  plans  of 

Round -the-  Maj.  Wilfred  Blake  and  Capt.  Norman 
World  Flight  Macmillan  for  their  attempt  to  make 
the  flight  around  the  world.  The  Air¬ 
craft  Disposal  Company  has,  with  commendable 
sporting  spirit,  placed  four  machines  at  their  disposal, 
and  the  project  appears  to  give  fair  promise  of  success. 
The  machines  to  be  used,  although  not  of  new  types, 
have  stood  the  test  of  time,  and,  given  reasonable  luck, 
the  aviators  should  have  a  very  good  chance  of  getting 
through.  Although  as  a  sporting  effort  the  use  of  a 
single  machine  for  the  entire  flight  would  have  been 
more  spectacular,  the  employment  of  four  machines, 
of  three  different  types,  will  be  a  much  closer  repre¬ 
sentation  of  the  actual  conditions  which  will  obtain 
when  we  come  to  run  really  long-distance  services, 
and  from  that  point  of  view  is,  perhaps,  of  even 
greater  practical  value.  The  Rolls-Royce  and  Sid- 
dcley  Puma  engines  have  both  proved  themselves 
thoroughly  reliable  on  many  long-distance  flights, 
and  the  de  Havilland  and  Fairey  machines  are  equally 
famed  for  their  excellent  qualities.  Wc  must  confess 
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that,  personally  ,  we  should  have  liked  to  see  a  different 
machine  than  the  F-type  flying  boat  for  the  last 
stage,  as  there  are  several  which  would,  in  our 
opinion,  be  more  suitable  for  the  work.  Time  does 
not,  however,  allow  of  getting  a  new  machine  built 
in  time,  unless  the  Air  Ministry  could  be  persuaded  to 
lend  one,  and  the  F  boat  is  the  nearest  approach  to 
the  ideal  machine  wanted.  Except  for  unforeseen 
accidents  the  venture  should  succeed,  and  we  wish 
everybody  concerned  the  very  best  of  luck. 


On  Monday,  May  7,  the  first  of  the 
Loruton°*  bbH.34  machines  belonging  to  the 
Brussels  Instone  Air  Line  made  the  inaugural 
Air  Service  flight  from  London  to  Brussels  and 
back.  This  service,  it  will  be  remem¬ 
bered,  is  to  be  operated  by  the  Instone  Air  Line, 
and  this  flight  was  the  first  to  be  made  over  the 
route  by  a  British  "  approved  "  company.  Last 
.year  the.  service  was  operated  by  the  S.N.E.T.A.,  but. 
it  is  gratifying  to  see  a  British  firm  taking  it  up. 
The  actual  regular  service  is  to  be  started  on  May  15, 
and  the  Lon  don— Brussels  line  may  well  prove  in  the 
future  one  of  the  most  important  radiating  from 
London,  linking  up,  as  it  does,  this  country  with 
northern  and  central  Europe.  There  can  be  no  doubt 
that  in  years  to  come  the  connection  with  these 
countries  will  be  one.  of  great  importance,  and  one 
may  even  look  far  enough  ahead  to  visualise  the  time 
when  the  London-Brussels  line  is  the  first  stage  of  a 
route  to  Germany  and  the  Far  East.  We  therefore 
congratulate  the  Instone  Air  Line  on  being  the  tirst 
to  open  the  new  line,  and  trust  their  bold  enterprise 
will  receive  welbmented  reward. 

♦  *0*  ♦ 

Th  f  h  Encouraged  by  the  successes  attained 
Gliding  m  German  soaring  and  gliding  tests 
Competition  bi  the  Rhdn  mountains  last  year,  the 
French  Aerial  Association  and  the  Aero 
Club  of  Auvergne  are  organising  a  somewhat  similar 
competition  at  Puy  de  Combegrasse,  near  Clermont- 
Ferrand,  Auvergne,  between  August  6  and  August  20. 
The  rules  for  the  competition  and  the  allocation  of 
prizes  are  dealt  with  in  another  column  of  this  issue 
of  Flight.  From  these  it  will  be  seen  that  a  total 
amount  of  prizes  of  100,000  francs  is  to  be  awarded. 
At  the  present  rate  of  exchange  this  amounts  to 
approximately  £2,200.  As  the  machines  need  cost 
very  little — certainly  it  should  be  possible  to  build  a 
glider  for  £50  to  £60 — the  prizes  should  be  ample  for 
more  than  covering  expenses,  and  we  trust  to  see 
this  country  represented  at  Clermont-Ferrand,  At 
present  there  are  several  amateurs  interested  in 
gliding,  but  no  actual  flights  have,  so  far  as  we  are 
aware,  been  yet  made.  The  French  competition 
should  afford  a  good  opportunity  for  constructing  a 
glider  with  at  least  a  sporting  chance  of  covering  its 
cost  by  winning  a  few  prizes.  For  this  reason  we 
welcome  the  French  competition,  and  it  may  well 
prove  the  beginning  of  an  active  interest  in  this  form 
of  flying  being  taken  in  this  country  also.  Next  year 
the  Royal  Aero  Club  might  do  worse  than  organise  a 
similar  competition  at  home.  There  will  then  be 
both  the  French  and  German  experience  to  draw'  upon 
for  data.  We  are  not  among  those  who  think  that 
experiments  of  this  sort  will  lead  to  motorless  com¬ 
mercial  flying,  but  quite  a  lot  may  be  learned,  at 
comparatively  low  cost,  about  aerodynamic  efficiency, 
which  could  be  incorporated  in  commercial  machines 
with  considerable  gain  in  economy, 
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THE  100  H  P. 


BRISTOL  “LUCIFER”  PASSES 


Fine  Performance  of  Air-Cooled  Engine 


ITS  TYPE-TESTS 


In  our  report  on  the  Raster  Monday  Race  Meeting  at  Wad  don, 
reference  was  made  to  the  Bristol  “  Lucifer  ”  engine  mounted 
in  the  little  Bristol  monoplane  flown  by  Uwins,  and  mention 
was  made  of  its  smooth  running,  considering  that  it  has 
only  three  cylinders.  We  now  learn  that  the  "  Lucifer  " 
lias  successfully  passed  its  type-tests  in  accordance  with 
British  Air  Ministry  Type-Test  Schedule  of  May,  1920. 
This  is  an  achievement  of  which  the  makers  may  well  be 
proud,  as  the  tests  are  very  severe.  It  will  be  remembered 
that  the  400  h.p.  Bristol  ”  Jupiter,”  also  an  air-cooled 
radial,  passed  its  type-tests  some  months  ago,  and  the  fact 
that  the  "  Lucifer  ”  has  now  also  passed  these  tests  is  further 
proof,  if  such  were  needed,  of  the  high  qualifies  of  Bristol 
design  and  workmanship.  In  connection  with  the  "  Lucifer,” 
it  is  not  without  interest  to  nolo  that  the  engine  used  for 
the  tests,  No.  301,  was  one  of  the  first  two  experimental 
engines  of  this  type,  and  was  fitted  with  ”  K  ”  type,  Mark  II, 
cylinders.  Previous  to  the  commencement  of  the  tests  the 
engine  had  run  foT  135  hours  14  minutes,  on  various  experi¬ 
mental  tests,  and  on  flight  tests  in  an  ”  Avro  ”  biplane. 
The  engine  was  not,  therefore,  one  specially  produced  for 
the  type-test-^,  and  we  understand  that  it  was  standard  in 
every  respect. 

As  regards  the  tests  themselves,  30  hours  of  the  90  per 
cent  endurance  test,  high-speed,  and  high-power  tests 
were  carried  out  on  a  Heenan  and  Froude  dynamometer, 
while  z<>  hours  of  the  endurance  test  were  run  in  the  hangar, 
driving  a  propeller.  The  fuel  used  was  an  80  per  cent, 
aviation  spirit  and  20  per  cent,  benzole  mixture.  The  slow 
running  and  acceleration  tests  were  carried  out  on  the 
Heenan  and  Fronde  dynamometer.  From  the  following 
tables  it  will  be  noted  that  two  non-stop  runs  of  ten  hours 
each  were  made,  one  on  the  Heenan  and  Froude,  and  one 
m  the  hangar. 

On  January  25,  1922,  before  commencing  the  endurance 
test  a  run  of  43  minutes  was  made,  giving  the  results  shown 
in  Table  1. 

Considerations  oi  space  do  not  allow-  of  publishing  in  full 
the  details  of  the  50  hours’  endurance  tests,  but  the  synopsis 
in  Tabic  2  will  give  a  very  fair  idea  of  the  results  obtained. 

On  February  p  1942,  the  engine  was  put  through  a  half- 
hoiu  slow-running  test,  when  it  developed  11-4  (actual) 
b.h.p.  at  a  speed  of  740  r.p.ni.  On  February  6  the  high¬ 
speed  and  high-power  tests  were  completed.  In  the  former 
the  engine  ran  for  one  hour  at  1,822  r.p.m.,  developing 
57 b.h.p.,  the  oil  pressure  being  51  Ibs./sq.  in.  and  the 
oil  temperature  01  1  C,  The  oil  consumption  was  4-125  pints 
per  hour,  and  the  petrol  consumption  was  47  pints  per  hour, 
or  -823  phil/h  p./hr.  In  the  high-power  test,  also  lasting 
one  hour,  the  engine  ran  at  a  speed  of  1,655  i-F-m.,  developing 
120-5  blip.  The  oil  pressure  was  58  lbs. /sq.  in.,  and  the 
oil  temperature  5!°  C.  The  oil  consumption  was  3-75 
pints /hr.,  or  0311  pint/h.p./hr.,  and  the  petrol  consumption 
74  pints /hour  (-613  pint/h.p./hr.). 


Power  Curve,  etc.,  of  Bristol  “Lucifer,”  taken  at 
end  of  50  hours’  run. 


On  February  6.  at  the  end  of  the  endurance  test,  the 
"Lucifer”  was  given  a  50-minutes'  run.  and  the  data 
obtained  are  given  in  Table  3. 


Table  1 

Power  Test  before  Commencement  of  Endurance  Test 
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8.5 
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68 
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-781 

1 17 
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88 

95'4 
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76 
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•781 
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1.400 

88 
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104-8 

69 

•£>73 
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12 1 
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86 
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ITO-O 

65 

•604 

•590 
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«4 
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115-0 

62  i 

'555 

•545 
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1,650 

83 

1 14-2 
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63 

•552 
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Barometer,  29-3  ;  weather,  fine. 
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Power  Test  at  Completion  of  Endurance  Test 
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Front  and  rear  views  of  the  Bristol  “  Lucifer  ”  Aero  engine. 


The  average  petrol  consumption  during  the  endurance  test  was 
•610  pint /h.p.  hr.  and  the  oil  consumption  -036  pint  h.p.  /hr 
At  the  conclusion  of  the  50  hours’  test  the  engine  was  dis¬ 
mantled,  and  its  condition  was  found  to  be  excellent.  One 
exhaust  valve  had  to  be  replaced,  but  this  was  traced  to 
faulty  material.  After  being  re-erected  the  engine  did  t wo 
tests  of  one  hour  each,  one  at  full  throttle  and  one  at  high 
speed  During  the  former  the  engine  was  run  at  1,760 
r.p.m.  and  developed  118  b.h.p..  the  m.e.p.  being  tog  lbs.  per 
sq.  in,  ard  the  fuel  consumption  -602  pint  per  h.p.  per  hour. 
In  the  high-speed  test  the  engine,  was  run  at  1,850  r.p.m.  and 
developed  50  h.p.,  the  m.p.p.  being  44  Ibs./sq.  in  and  the 
petrol  consumption  -q  pint'll. p./hr. 

The  general  appearance  of  the  Bristol  “  Lucifer  "  will  be 
seen  from  the  accompanying  photographs  It  is  a  three- 
cylinder,  air-cooled  radial,  with  cylinders  similar  to  those  of 
the  nine-cylinder  400  h.p.  Bristol  “  Jupiter.”  The  bore  and 
stroke  are  5  Jins,  and  oj  ins.  respectively,  and  the  total  stroke 
volume  of  the  engine  486*936  Cubic  ins.  The  compression 


ratio  is  4-8  to  1,  and  the  normal  brake  h.p.  is  100  h.p.  at 
j,6oo  r.p.m.  and  at  ground  level.  1  he  average  fuel  con¬ 
sumption  in  the  air  is  61  pints  per  hour,  and  the  oil  con¬ 
sumption  3-6  pints  per  hour,  or  55  lbs.  and  4*22  lbs.  per 
hour,  respectively.  The  weight  of  the  engine  complete, 
including  propeller  hub,  carburettor  and  heater  box,  is 
324  lbs. 

For  economical  and  reliable  machines  oi  small  size,  such 
as  two  or  three  seatcr  touring  machines,  small  military 
machines,  and  school  machines,  both  land  and  seaplanes, 
the  '*  Lucifer  ”  should  be  a  very  attractive  proposition.  In 
this  connection  it  may  be  mentioned  that  already  the  Bristol 
company  has  standardised  their  little  monoplane  with  this 
engine,  and  are  also  constructing  a  comfortable  three-seatei 
touring  aeroplane  to  take  it.  A  good  deal  should  therefore 
be  heard  of  the  ”  Lucifer  ”  in  the  near  future,  and  we  have 
no  doubt  that  the  engine  wall  soon  establish  a  reputation. 
The  fact  of  having  passed  the  Air  Ministry  type- tests  is  in 
itself  an  excellent  beginning. 


H  0  H  H 

CALTHROP  PARACHUTE  TESTS  AT  CROYDON 


Some  interesting  experiments  were  carried  out  at  Croydon 
last  Saturday  with  “  Guardian  Angel  ”  parachutes.  Unfor¬ 
tunately*  time  did  not  permit  of  the  carrying  out  of  the  full 
programme  of  the  tests,  but  further  tests  are  to  be  made 
later. 

The  first  drop  made  was  of  a  duminyr  man  with  the  “  H  ” 
type  “  Guardian  Angel  ”  parachute  with  standard  28-ft, 
silk  body.  The  dummy  man  was  carried  in  the  new  frontal- 
suspension  harness,  fitted  with  instant  connector  and  quick 
release,  the  life-line  attaching  the  dummy  man  to  this 
parachute  being  fitted  with  a  small  resistance  parachute 
to  show  the  advantage  of  providing  additional  resistance  to 
speed  up  the  disconnection  of  a  “  dropping  ”  type  parachute 
in  a  nose  dive.  A  description  of  the  “H  ”  type  parachute 
appeared  in  Flight  for  March  23,  1922. 

The  test  showed  that  the  small  resistance  parachute, 
which  was  only*  4  ft.  in  diameter,  perceptibly  speeded  up  the 
extraction  of  the  parachute  and  pulled  the  dummy*  man 
considerably  to  the  rear  of  the  normal  path  usually  taken. 

In  order  to  avoid  any  possibility  of  accident  to  a  pilot 
or  aeroplane,  it  is  always  preferable  to  test  a  new  invention 
of  this  kind  by  a  series  of  small  advances  without  accident 
than  to  risk  damage  to  the  pilot  and  his  machine  by  making 
too  big  advances  at  a  time. 

Although  the  resistance  parachute  opened  instantly, 
Capt.  Muir  reported  that  no  shock  whatever  was  felt  on  his 
machine,  so  that  on  the  next  occasion  it  will  be  safe  to  employ 
a  resistance  parachute  of  much  greater  area,  in  which  the 
effect  would  be  much  more  marked. 


In  the  second  flight  the  dummy*  man  was  dropped  with  an 
"  H  ”  type  parachute,  fitted  with  a  newly-invented  "  Cal- 
throp  ''  body,  provided  with  three  annular  rings  of  air 
pockets,  the  object  of  which  is  to  produce  enhanced  cantilever 
effect  of  the  compressed  air  passing  under  the  periphery  of 
the  body,  and  thus  giving  additional  resistance.  Again,  in 
order  to  proceed  with  caution  for  the  sake  of  saiety  to  the 
pilot  and  the.  machine,  the  air  pockets  were  contracted  to 
about  one-tenth  of  their  full  extension. 

The  opening  of  the  body  was  extraordinarily  quick,  but 
perfectly  elastic;  and  again  Capt  Muir  reported  that  there 
was  no  shock  whatever  to  Ins  machine.  The  result  of  the 
experiment  was  to  show  that  the  rate  of  descent  was  appie- 
ciably  slower. 

On  the  next  occasion  this  body  will  be  tested  with  its 
pockets  fully  extended,  the  result  being  probably  a  much 
slower  drop. 

In  this  same  flight  a  small  teddy-bear  was  carried  on  the 
lower  wing  to  test,  in  model  form,  the  action  of  soaring 
type  parachutes.  This  was  fitted  with  a  pilot  and  inter¬ 
mediate  parachute.  It  acted  perfectly,  and  the  pilot,  inter¬ 
mediate  and  main  parachutes  all  came  down  in  a  perfectly 
straight  line  without  any  kind  of  wobbling,  which  has  been 
previously  experienced  with  parachutes,  in  tandem  and 
chain,  so  that  this  difficulty  has  apparently  been  got  over. 

Time  did  not  permit  of  the  dropping  ot  the  mail-dropping 
parachutes,  but  in  the  third  flight  Mr.  Reed,  Mr.  Newell's 
assistant,  made  a  first  drop  in  a  "  Guardian  Angel  parachute, 
and  was  delighted  with  his  experience. 
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THE,  ROYAL  AERO  CLUB  OF  THE  U.K. 

OFFICIAL  NOTICES  TO  MEMBERS 


WHITSUNTIDE  AIR  RACES  AT  WADDON  AERO¬ 
DROME,  CROYDON,  ON  SATURDAY,  JUNE  3, 

1922, 

Starting  at  3  p.m. 

1.  Third  Club  Handicap. — The  entrant  of  the  winner 
will  receive  /20.  Open  to  all  types  of  machines  with  a  speed 
not  exceeding  i2om.p.h. 

The  race  is  over  a  distance  ol  approximately  16  macs, 
comprising  two  circuits  of  the  course. 

2.  First  Sprint  Handicap.-  The  entrant  of  the  winner 
will  receive  £20.  Open  to  ail  types  of  machines  with  a  speed 
of  over  120  m.p.h. 

The  race  is  over  a  distance  of  approximately  16  miles, 
comprising  two  circuits  of  the  course. 

3.  First  Whitsuntide  Handicap.-  The  entrant  of  the 
winner  will  receive  £50.  If  five  starters  the  second  will 
receive  £20  Open  to  all  types  of  machines  with  a  speed 
of  over  100  m.p.h. 

The  race  is  over  a  distance  of  approximately  24  miles, 
comprising  three  circuits  of  the  course 

4  Surrey  Open  Handicap. — The  entrant  of  the  winner 
will  receive  £30.  If  live  starters  the  second  will  receive* 
£jo.  Open  to  nil  types  of  machines. 

The  race  is  over  a  distance  of  approximately  16  miles, 
comprising  two  circuits  of  the  course 

Entries.— The  entry  fee  for  each  event  is  £\.  This  fee* 
together  with  the  entry  form,  must  be  received  by  the  Royal 
Aero  Club,  3.  Clifford  Street.  London,  W.  1,  not  later  than 
3  p  in  on  Monday,  May  29,  1022. 

Balloon  Sniping  Competition  —  The  Royal  Aero  Club 
Avro  machines  will  be  used  lor  this  competition.  No-  charge 
will  be  marlo  for  the  machines. 

The  entrant  of  the  winner  will  receive  a  prize  value  £10, 

I  he  entry  fee  for  this  event  is  £1. 

The  Aircraft  Disposal  Company,  Ltd.,  have  certain 
machines  available  for  the  races,  and  they  will  be  prepared 
to  consider  applications  for  the  hire  of  these  irom  qualified 
pilots  Applications  should  be  made  direct  to  the  Company 
dt  W addon  Aerodrome,  Croydon 

Ihe  following  Royal  Aero  Club  machines  will  also  be 
available : — 


Avro  (2-seater)  no  h.p.  Lc*  Rhone. 

Avro  (2-seater)  no  h.p.  Le  Rhone. 

Avro  (2-seater)  no  h.p.  Le  Rhone 

Qualified  pilots  wishing  to  take  part  in  the  races  may  hire 
any  of  these  machines  from  the  Club  at  £3  for  each  event, 
which  will  include  cost  of  petrol,  oil  and  insurance  ol  machine. 
Applications  for  these  maclrnes  should  be  made  direct  to 
the  Club. 

Further  particulars  of  the  races  may  be  obtained  from  the 
Chib. 

RACING  COMMITTEE 

The  Racing  Committee  met  at  Waddon  Aerodrome, 
Croydon,  on  Saturday,  May  6,  1Q22. 

Present  :  Major-Gen.  Sir  Sefton  Branclccr,  K.C.B.  ; 
Lieut.-Col.  M.  O.  Darby  ;  Lieut. -Col  F.  K.  McClcan, 
A.F.C.  ;  Mr,  W.  O.  Manning,  and  the  Secretary. 

Chairman. — Major-Gen.  Sir  Sefton  Brancker.  K.C.B. , 
was  elected  Chairman  of  the  Racing  Committee  for  the  year. 

Whitsuntide  Race  Meeting.— It  was  decided  to  hold 
the  Race  Meeting  on  Saturday,  June  3,  1922. 

A  new  course  for  future  races  was  selected,  and  list  of 
events  for  the  Whitsuntide  Meeting  was  drawn  up. 

Aerial  Derby,  1922.—  U  was  decided  to  bold  the  Aerial 
Derby  on  Saturday,  July  29.  1922,  starting  and  finishing  at 
Waddon  Aerodrome.  Croydon.  The  same  course  as  in 
previous  years,  with  the  exception  of  Epsom,  was  selected. 

Oxford  and  Cambridge  Race,  1922. — The  arrangements 
for  this  year’s  race  were  discussed.  The  Universities  had 
suggested  a  relay  race,  and  it  was  hoped  to  hold  the  contest 
on  the  same  date  as  the  Aerial  Derby. 

JACQUES  SCHNEIDER  CUP 

Intending  competitors  are  reminded  that  the  entries  for 
the  Jacques  Schneider  Cup  close  on  May*  15,  1922.  Entries 
should  be  made  to  the  Royal  Aero  Club,  3,  Clifford  Street, 
W.  1,  accompanied  by  a  remittance  of  £10  to  cover  the 
entry  fee. 

The  Aero  Club  of  Italy,  the  present  holders  of  the  Cup,  have 
decided  to  hold  the  race  at  Naples  in  the  last  fortnight  ot 
August. 

Offices:  THE  ROYAL  AERO  CLUB, 

3,  CLIFFORD  STREET,  LONDON,  W.  1. 

H.  E.  PERRIN,  Secretary. 


THE  LONDON-CONTINENTAL  SERVICES 


FLIGHTS  BETWEEN  APRIL  30  AND  MAY  6,  INCLUSIVE 
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flights 
carrying 
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£  » 

Average  flying 
time 

Type  and  (in  brackets) 

Route* 

« 
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-*• 
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Mails 

Goods 

No.  of  j< 
comp 

Fastest  time  made  by 

Number  of  each  type  flying 

Croydon-Paris . 

49 

70 

14 

3i 

46 

h.  m. 

2  42 

D.H.34  G-EBBS  (ih.  52m  ) 

B.  (4),  Br.  (1),  D.H.  4  (2),  D.H. 

Paris-Croydon  ... 

51 

149 

8 

33 

41 

2  59 

D.H. 34  G-EBBS  (zh.  13m.)... 

9  (1),  D.H.  18  (3),  D.H.  34  (2), 
G.  (8),  H.P.  (2),  Sp.  (4). 

B.  (4),  Br.  (1),  D.H.  4  (2),  D.H. 

Croydon-Rotterdam- 

6 

7 

6 

6 

6 

2  33 

Fokker  H-NABM  (2  h.  10m.) 

9  (1),  D.H.  18  (3),  D.H.  34  (1), 
G.  (7),  H.P.  (2),  Sp.  (4). 

F.(5)- 

Amsterdam. § 
Amsterdam-Rotterdam- 

6 

2 

6 

6 

5 

3  27 

Fokker  H-NABM  (3  h.  om.) 

F.  (4). 

Croydon.  § 

Totals  for  week 

112 

228 

34 

7fj 

98 

§  to  and  from  Rotterdam  only. 

*  Not  including  "  private  "  flights.  f  Including  certain  journeys  when  stops  were  made  en  ionic 

^  Including  certain  diverted  journeys. 

Av.  Avro.  B,  —  Breguvt.  Br.  —  Bristol.  Bt.  -  B.A.T.  D.H.4  De  Havillahd  4,  D.H.g  (etc.). 

}•-  Fokker.  Fa.  =•  FarraanF.50.  G.  =■  Goliath  Far  man.  H.P.  Handley  Page,  M,  Martinsyde.  N.  —  Nienport. 

P.  Potez.  R.  Rumpler.  Sa.  Salmson.  Se.  --  S.E.5.  Sp.  SpacL  V.  —  Vickers  Yimy.  W.  =  Westland. 

The  following  is  a  list  of  firms  running  services  between  London  and  Paris,  Brussels,  etc.,  etc.  : — Co.  des  Grandes 
Expresses  Adriennes  ;  Daimler  Hire,  Ltd.  ;  Handley  Page  Transport,  Ltd.  ;  Instone  Air  Line  ;  Koninklijkie  I.iichtvaan 
Maatschappij  ;  Messageries  Adriennes  ;  Syndicat  National  pour  1 ’Erode  des  Transports  Adriens  ;  Co.  Trausadrienne. 


Incidental  Flying. — During  the  week  Capt.  Stocken  had  a  busy  time  testing  machines  for  the  Aircraft  Disposal  Co. 
These  included  seven  D.H.  9’s,  two  Avros*  and  a  Bristol  Fighter. 

On  Saturday  Major  Foot  took  one.  of  the  A.D.C.  Bristol  Fighters  over  to  Brussels. 
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THE  “  A.G.A."  AUTOMATIC  WIND 

GROUND  SIGN 


INDICATOR  AND 


ftiiFEREXCE  was  made  recently  in  these  pages  to  an 
emergency  landing-ground  light,  which  automatically 
indicated  the  direction  of  the  wind.  This  week  we  are  able 
to  give  a  few  particulars,  together  with  illustrations,  of  one 
of  these  lights,  which  is  now  undergoing  tests  at  Croydon 
Aerodrome.  This  apparatus  has  been  designed  by  the  Gas 
Accumulator  Co.  (U.K.),  Ltd.,  of  Brentford  the  well- 
known  marine  lighthouse  designers  and  makers  of  the 
automatic  aerial  lighthouses  -and  is  arranged  to  act  as  a 
signal  to  aviators  both  by  day  and  night. 

It.  is  primarily  intended  for  use  on  emergency  or  inter¬ 
mediate  landing  grounds  where,  in  the  former  case,  no 


light  projected  through  dioptric  lenses  arranged  around  the 
light  source  located  at  the  junction  of  the  long  arm  and  the 
cross  pieces.  The  vanes,  together  with  the  light  source,  are 
also  mounted  so  as  to  rotate  at  will  about  a  vertical  axis, 
and  by  the  employment  of  a  suitably  designed  rudder,  or 
tin,  at  the  end  of  the  T.  the  sign  is  made  to  swing  and  remain 
with  the  head  of  the  T  to  the  wind. 

It  is  understood  that  the  light  power  projected  upon  each 
of  the  vanes  is  27,000  candle-power,  and  provision  is  made 
whereby  the  light  will  give  a  pre-arranged  flashing  signal, 
thus  indicating  any  particular  locality.  The  illuminant 
used  is  dissolved  acetylene  gas,  stored  in  portable  steel 


THE  “A.G.A.”  AUTOMATIC  WIND  INDICATOR  AND  GROUND  SIGN:  Two  views  of  the  apparatus  now 

being  tested  at  Croydon  Aerodrome. 


personnel  are  available  for  giving  daily  attention  to  the 
ordinary  landing  lights  and  signs.  Thus  the  whole  unit 
is  designed  so  as  to  be  quite  automatic  in  operation,  and  when 
installed  in  its  permanent  position  it  will  be  equipped  to 
operate  without  human  attention  of  any  kind  for  periods  of 
six  months  or  one  year. 

As  will  be  seen  from  the  accompanying  illustrations  — 
which  show  the  sign  upon  its  temporary  mounting- — it 
consists  of  a  framework  built  up  in  the  form  of  the  letter  T, 
and  very  nearly  approximates  the  form  internationally 
agreed  upon  to  indicate  landing  zones.  The  long  arm  of 
the  T  measures  about  20  ft.  m  length,  and  the  cross  pieces 
are  about  10  ft.  across.  These  vanes  are  mounted  in  such 
a  manner  as  to  receive  upon  their  upper  surfaces  beams  of 


cylinders,  and  the  "A.G.A.'  automatic  mantle-changing 
gear,  gas-operated  mechanism,  and  Sun  Valve  lighting  and 
extinguishing  device,  which  were  described  in  Flight  for 
April  21.  1921,  are  employed  in  the  operation  of  this  sign. 

As  a  day  sign  it  is  stated  that  it  can  be  observed,  at  normal 
flying  height,  from  about  live  miles,  whilst  at  night,  as  a 
flashing  light  without  definite  shape,  it  can  be  seen  from  about 
Ti  miles,  or  its  shape  and  bearing  can  clearly  be  established 
from  a  distance  of  two  or  three  miles.  We  believe  that 
provision  can  also  be  made  for  indicating,  automatically, 
the  velocity  of  the  wind  by  means  of  coloured  lights. 

This  apparatus  certainly  appears  to  possess  great  possibili¬ 
ties,  and  we  watch  its  development  with  considerable, 
interest. 


<$><•>  <3>  <S> 

LONDON-BRUSSELS  SERVICE  INAUGURATED 


Monday  last  saw  the  inauguration  of  the  new  aerial  passenger 
and  goods  service  between  Croydon  and  Brussels,  which  is 
being  run  by  the  Instone  Air  Line,  under  the  Government 
subsidy.  The  first  machine,  D.H.  3+  G-EBBT  ir  City  of 
New  York,"  piloted  by  Mr.  Barnard,  and  with  passengers 
left  the  terminal  aerodrome  at  Croydon  shortly  after  10.30  a.m.. 
the  departure  being  witnessed  by  the  Htm.  Capt.  Guest, 
Minister  for  Air,  Major -Gen.  Sir  Frederick  Sykes  and  many 
other  well-wishers  of  commercial  aviation. 

This  flight  was  only  in  the  nature  of  a  preliminary  trip,  a 
regular  daily  service  being  arranged  to  start  on  Monday 
next.  It  is  of  interest  to  note,  however,  that  permission  to 
flv  over  the  Royal  Yacht,  on  its  way  across  the  Channel,  in 
connection  with  the  Royal  visit  to  Belgium,  had  been  granted 
by  the  King  The  machine  arrived  safely  at  Brussels  at 
12.50,  having  taken  two  hours  two  minutes  to  complete  the 
journey — quite-  good  going.  The  return  trip  to  Croydon 
was  made  later  on  the  same  day  ,  photographs  for  the  Press 
of  the  Royal  visit  in  Belgium  forming  an  important  item 
carried  on  the  machine. 

<$>  <$> 

Rio  de  Janeiro  and  Porto  Alegre  Air  Service 

The  Brazilian  Government  has  been  authorised  to  estab¬ 
lish  two  aerial  routes  and  aircraft  services  between  the  cities 
of  Kio  de  Janeiro  and  Porto  Alegre,  an  overland  route  for 
aeroplanes  and  a  seaplane  route  along  the  coast.  Both  of 
these  routes  will,  it  is  proposed,  be  ready  by  September.  1922. 
Although  the  routes  are  intended  primarily  for  use  by  the 
military  and  naval  forces,  and  will  be  organised  and  con- 


Owing  to  the  engineers'  strike,  delivery  of  new  machines 
lias  been  considerably  delayed,  but  it  is  hoped  that  before 
long  the  Instone  fleet  will  comprise  ten  passenger  machines 
and  two  specially  built  cargo  machines,  when  a  regular  and 
frequent  service,  to  and  from  Brussels  will  be  Tun  without  in 
any  way  interfering  with  the  London- Paris  service.  Arrange¬ 
ments  are  being  made  to  book  through  passengers  via  Brussels 
to  all  parts  of  the  East  by  air.  Passengers  will  be  able  to  go 
to  Brussel-  by  air,  spend  a  few  hours,  and  return  to  London 
the  same  day-  which  should  be  a  great  boon,  not  only  to 
tourists,  but  to  commercial  and  business  people.  It  is  also 
the  intention  of  the  instone.  Air  hue  to  run  a  service  to 
Ostertd  during  the  Summer  months,  whilst  negotiations  are 
taking  place  with  the  diamond  merchants  to  run  a  “  special  " 
once  a  week  to  Antwerp,  returning  the  same  day. 

The  London -Brussels  route  will,  w.e  think,  prove  to  be  an 
extremely  useful  one.  for  Brussels,  as  we  remark  elsewhere, 
would  form  an  important  junction  for  the  various  lines  to 
Northern  and  Central  Europe,  and  we  take  this  opportunity 
of  wishing  this  new  service  every  success, 

<$>  <J> 

trolled  by  the  Ministry  of  War  and  the  Ministry  of  Marine, 
respectively,  the  facilities  they  afford  will  be  available  for 
civil  purposes,  subject  to  the  consent  of  the  Government  being 
obtained,  and  the  payment  of  a  fee  and  charges  for  material 
used. 

The  Decree  authorises  the  Government  to  borrow,  up 
to  a  maximum  of  4,000,000  milreis  (about  £120,000)  to 
cover  the  cost  of  the  scheme. 
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NOTICES  TO  AIRMEN 


Croydon  Aerodrome :  Boundaries  and  Obstructions  ; 

Night  Lighting  System 

1.  The  appended  plan  ol  Croydon  aerodrome  shows 
the  general  disposition  of  the  present  boundaries,  buildings 
and  other  obstructions,  and  the  arrangement  of  the  night 
lighting  system. 

The  lights  mentioned  in  the  following  paragraphs  are  lit 
when  required,  between  sunset  and  sunrise,  on  notice  being 
given  to  the  Civil  Aviation  1  rafiic  Officer 

2.  Boundaries. 

A  galvanised  iron  fence,  6  ft.  in  height,  has  been  erected 
along  portions  of  the  north,  east,  south  and  west  sides  of  the 
aerodrome,  a  shown  on  tin  plan. 


Plan  of  Croydon  Aerodrome :  l.rCustoms.  2.  Wind 
indicator.  3.  Circuit  flag.  4.  Traffic  offices  (C.A.T.O.). 
5.  Meteorological  hut.  6.  Garage.  7.  Public  enclosure. 
8.  Control  Tower.  9.  Automatic  night  landing  sign 

(lights  flush  with  ground).  10.  Anemometer  mast. 

3.  Obstruction  Lights . 

When  the  direction  of  the  wind  is  such  that  the  approach 
+0  or  take-off  from  the  aerodrome  by  night  is  over  the  iron 
boundary  fence,  red  hurricane  lights  will  be  placed  thereon 
in  line  with  the  illuminated  double  L  (see  para.  4  below), 
on  both  the  windward  and  leeward  sides.  The  remaining 
principal  obstructions,  such  as  buildings  and  W/T  masts, 
will  also  be  marked  by  red  lights. 

4.  Automatic  Night  Landing  Sign. 

This  sign  (No.  9  on  the  plan)  is  a  system  of  electric  lamps 
beneath  dome  glass  covers,  sunk  flush  with  the  ground, 'arid  so 
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arranged  as  to  show  a  double  I.  capable  of  orientation,  accord¬ 
ing  to  the  direction  of  the  wind,  to  eight  fixed  points  of  the 
compass,  i.e.  at.  intervals  of  every  forty-five  degrees,  commenc¬ 
ing  with  Magnetic  North. 

This  double  I.  divides  the  landing  area  into  three  zones,  in 
accordance  with  Clause  46,  Annex  D,  of  the  International 
Air  Convention. 

The  neutral  zone  is  in  the  middle.  Machines  should  land 
with  the  neutral  zone  on  their  right  and  take-off  with  the 
neutral  zone  on  their  left.  The  direction  of  landing  is  parallel 
to  the  long  arm  of  the  L,  and  towards  the  short  arm, 

A  typical  double  L  showing  the  three  zones  for  a  wind  from 
Magnetic  North  is  shown  iu  dotted  lines  on  the  plan. 

5.  Aerial  Pilotage.  Light. 

Details  of  the  Aerial  Pilotage  Light  were  given  in  Notice  to 
Airmen  No,  64  of  1921. 

Note. — The  illuminated  wind  indicator  notified  in  Notice  to 
Airmen  No.  29  of  1922,  not  being  a  permanent  installation,  is 
not  shown  on  the  plan. 

6.  Cancellation. 

Notices  to  Airmen  Nos.  38  and  109  of  1921  arc  cancelled. 

(No.  38  of  1922.) 

Wireless  Telegraphy  Stations  in  Operation  in  Con¬ 
nection  with  Civil  Air  Routes 

Notice  to  Airmen  No.  9  ol  1922  is  cancelled,  and  a 
new  list  has  now  been  issued  (No.  43,  of  1922)  : — 

The  wireless  stations  operating  in  connection  with  civil 
dr  routes  are  classified  as  follows  : — 

Class  “  A  “  : — Stations  directly  concerned  with  flying 
operations  whose  routine  is  primarily  intended  for  aircraft. 

Class  "  R  "  .  -Stations  indirectly  concerned  with  flying 
operations  whose  routine  is  not  primarily  intended  for  air¬ 
craft. 

Aerodromes  Tor  Civil  Use  :  Amendments 

Notice  to  Airmen  No.  35  of  1922  (Consolidated  List  of 
Aerodromes)  is  ameuded  as  follows: — 

List  C. — Licensed  Civil  Aerodromes. 

The  following  should  be  added  ; — Aberdeen,  West  Seaton 
Farm  .  Abergavenny,  Lla n foist ;  Bridlington,  Sands  Lane  ; 
Carmarthen,  Johnstown;  Elgin,  Muir -of  Linksfield  ;  Forfar. 
Heatherstacks  Farm  ;  Haverfordwest,  Old  Race  Course , 
JIuntly,  Affleck  Farm  ;  Inverurie.  How  ford  Bridge  ;  Llan¬ 
dovery,  Maes-v-Coed  ,  Llanw'rtyd  Wells,  Abernant  Hotel ; 
Lossiemouth,  Kinncdar  ,  Naim.  Auldearn  ;  Newport,  RogeT 
stone;  Port-l.-eweft,  Ifton  Court ;  l.'dny  Station,  Thistly  Hill. 

The  following  should  be  deleted  j — Leicester,  Aylestone 
Lane. 

(No.  45  of  1922.) 

NOTICE  TO  GROUND  ENGINEERS 
Avro  504K  Type  Aircraft  :  Lift  Wire  Fittings. 

1.  The  attention  of  ground  engineers  is  directed  to  the 
necessity  of  ensuring  that  the  wiring  plate  and  socket  (Joint 
H,  item  1F.103)  taking  the  duplicate  lift  wires  at  the  upper 
end  of  the  outer  rear  interplane  struts  (port  and  starboard) 
on  Avro  504K  aircraft  are  of  standard  pattern. 

2.  The  standard  fitting  is  made  up  of  14  S.W.G.  plate,  the 
lower  part,  which  carries  the  socket  and  wiring  lugs,  being 
reinforced  on  its  upper  face  by  the  addition  of  a  plate  of 
similar  thickness  (item  1SF.80),  joined  by  edge  welding, 
but  cases  have  come  to  notice  in  which  this  part  of  the  fitting 
has  consisted  of  a  single  plate  only. 

3.  All  licensed  Avro  504K  aircraft  should  be  examined 
forthwith,  and  any  single  plate  fittings  found  should  be 
replaced  by  standard  fittings. 

4.  No  Certificate  of  Airworthiness  will  be  issued  or  existing 
Certificate  of  Airworthiness  renewed  in  respect  of  any  aircraft 
of  tlus  type  unless  the  standard  fittings  are  incorporated. 

(No.  .5  of  1922.) 
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PERSONALS 


Married 

Wing-Corn  dr.  Stanley  James  Goble,  D.S.G.,  O.B.E., 
D.S.C.,  was  married  at  St.  Marti n -in - 1 he-T  1  e Ids  on  April  25, 
to  Katiu.fi  x,  daughter  of  Lieut. -Col.  F.  W.  Wodehouse, 
C.I.E.,  and  the  lute  Mrs.  F.  W.  Wodehouse. 

Anthony  Conning  Kiluvrn,  late  RAF.,  youngest  son  of 
Mr.  and  Mrs,  C.  Cunning  Wilburn,  of  Broadstone,  Dorset, 
was  married  on  April  27  to  Maud  Isabella,  eldest  daughter 
of  Mr.  and  Mrs.  Charles  Toppin,  of  the  College,  Malvern, 

Erroll  D.  bn  earn  (late  Hamp.  Regt.  and  Capt.,  R.A.F.), 
of  Kuala  Lumpur,  F-M.S  and  Sidcup,  Kent,  was  married 
on  May  4  at  Singapore,  to  Dorothy  Mabel,  only  daughter 


of  C.W  S.  Pit  1  ar,  I.G.S.  (retired),  and  Mrs.  Pittar,"  Elmdcne,1’ 
348,  Banbury  Road.  Oxford. 

George  Frederick  Mackay,  R.A.F.,  was  married  on 
April  29  at  St  Mary  Magdalen’s,  Brighton,  to  Sonia  Mary, 
daughter  of  Mr.  and  Mrs.  George  Goodchild.  126,  Vernon 
Terrace,  Brighton, 

To  be  Married 

The  engagement  is  announced  between  Flight-Lieut. 
Albert  William  Fletcher,  D.F.C.,  A  F  C.,  R  A  F.,  youngest 
son  of  the  late  Mr.  C.  Fletcher  and  Mrs.  Fletcher,  of  Child’s 
Hill,  N.W..  and  Marjorie  Elliot  Hav,  only*daughter  of 
Dr  and  Mrs.  Walter  Hav,  of  Thame,  Oxon. 
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LONDON  TERMINAL  AERODROME 


Monday  evening,  May  9,  1922. 

Several  ol  the  new  machines  that  the  various  British 
companies  have  been  anxiously  awaiting  were  put  on  the 
service  during  the  week.  The  first  of  the  Handley  Page 
W.8  b's  returned  from  Martlcshain  Heath,  where  it  had 
been  undergoing  type  tests,  and  made  its  maiden  trip  to 
Paris — with  Mr.  Wilcockson  as  pilot — on  Thursday.  At 
Martin  sham  the  machine  lifted  300  lbs.  above  its  stated  load 
with  ease. 

The  Instone  D.H  34,  which  has  been  to  Martleshani  under¬ 
going  type-te.st.s,  was  also  delivered  at  the  aerodrome  this 
week. 

The  Instone  Air  Line  are  experimenting  with  a  three- 
blader  Leitner  metal  propeller  on  one  of  their  D.H,  34's. 
When  first  fitted,  this  propeller  caused  too  much  vibration, 
but  slight  adjustments  in  the  pitch  remedied  this,  and 
perfectly  smooth  running  was  obtained.  Mr.  Barnard  took 
the  "  31  ”  up  for  a  trial  flight,  and  expressed  himself  as 
being  satisfied  with  the  machine's  performance,  and  it  now 
remains  to  be  seen  by  actual  trial  how  this  propeller  will 
stand  up  under  ordinary  airway  usage.  The  present 
“  prop  ”  was  hand-made,  but  it  is  expected  that  when  there 
is  a  reasonable  expectation  of  good  orders  dies  will  be  made 
and  a  much-improved  “  prop  f'  produced. 

Mr,  Powell  took  one  ot  the  Instone  34's  to  Paris  on 
Saturday  morning,  and  made  quite  a  good  take-off,  while 
several  of  the  lnstone  pilots  have  been  getting  their  hands 
in  on  this  new  machine  during  the  week-end. 

The  Daimler  Airways  have,  been  running  two  services  in 
each  direction  daily  with  one  machine  The  second  of  the 
D.H  34's,  although  delivered,  is  not  yet  on  the  service,  and 
all  the  work  last  week  fell  on  one  machine — G-EBBS.  On 
Wednesday,  however,  the  service  was  suspended  while  the 
engine  of  this  machine  was  changed,  this  process  taking  all 
day,  owing  to  the  fact  that  the  new  engine-changing  arrange¬ 
ments  are  not  yet  completed.  As  they  had  a  couple  of 
passengers  on  this  day  for  Paris,  a  De  Havilland  air-taxi, 
with  Mr.  Cobham  as  pilot,  was  hired  bom  Stag  Lane.  Much 
comment  was  caused  by  this,  as  it  is  the  usual  thing  on  the 
aerodrome  for  a  company  which  tor  some  reason  is  unable  to 
carry  passengers  they  have  booked  to  transfer  them  to 
another  air-line  which  has  room  in  a  departing  machine. 

Activity  with  the  Early-Morning  Services 

The  competition  between  the  early  morning  'planes  is 
becoming  keener.  Three  machines  now  leave  in  the  early 
hours,  the  Messageries  newspapei  machine  being  scheduled 
out  of  Croydon  as  early  as  3am.  The  lnstone  newspaper 
air  express  leaves  at  6  a.m.  and  the  Daimler  Airways  send 
a  machine  at  6.45  a. m.  The  other  morning  the  pilot  ol  the 
Messageries  machine,  AT.  Denneulin,  overslept  himself  in  the 
Trust  House,  and  had  to  be  fetched  from  his  bedroom  when 
the  machine  was  loaded  and  ready  to  get  away.  The  keen¬ 
ness  amongst  the  pilots  may  be  gauged  from  the  fact  that 
M.  Denneulin,  rather  than  delay  the  machine  while  he  dressed, 
flew  oh  to  Paris  in  his  pyjamas. 

Mr.  Larry  Carter  had  an  unusual  experience  while  flying 
the  lo-seater  Bristol  from  Paris  to  London  on  Wednesday. 
Just  as  he  rose  from  the  ground  at  Le  Bo  urge  t  one  of  the 
joints  of  his  under-carriage  became  loose,  and  a.  portion  of  the 
under-carriage  was  left  hanging  down.  This  was  quite  un¬ 
noticed  by  Mr.  Carter,  but  the  officials  at  Le  Bourget  saw  what 
had  happened  and  wirelessed  to  Croydon  a  full  description 
ol  the  oecuirence.  The  wireless  operators  at  Croydon,  as 
soon  as  Mr.  Carter  came  within  speaking  range,  "  rang  him 
up  ”  and  told  him  what  had  happened.  Mr.  Carter,  being 
thus  warned  of  what  difficulties  were  in  store  for  him  when 
the  time  came  for  him  to  land,  was  able  so  to  manoeuvre  his 
machine  that,  after  a  landing  which  excited  the  admiration 
of  all  the  pilots  on  the  aerodrome,  only  the  tip  of  one 
wing  was  damaged.  Had  he  not  been  made  aware  of  the 
breakage  in  the  under-carriage  it  is  highly  probable  that  a 
serious  crash  would  have  resulted. 

A  Queer  Mishap  on  the  Aerodrome 

Another  accident  occurred  on  Thursday  while  the  Grands 
Express  Goliath,  which  had  just  flown  from  France,  was 
being  taxied  into  the  shed.  Just  as  the  b’g  machine  was 
about  to  enter  the  shed,  there  being  only  a  few  feet  clearance 
between  the  wing-tips  and  the  walls,  the  mechanic  who  was 
laxying  the  machine  inadvertently  put  his  engines  full  on, 
with  the  result  that  the  machine  ran  into  the  wall  of  the 
shed,  knocking  a  hole  through  it.  The  front  of  the  projecting 
cabin  was  completely  smashed  by  its  contact  with  the  wall, 
but  neither  of  the  “props  *'  was  touched.  As  the  Goliath 
swung  into  the  wall  one  wing  caught  a  Breguet  which  was 


standing  near  and  twisted  its  fusrlagi'.  A  mechanic  sustained 
slight  injuries. 

The  first  consignments  of  strawberries  arc  now  arriving 
from  France  by  air,  and  the  Customs  House  has  had  a 
pleasant  aroma  these  last  few  days,  which,  combined; with 
the  sudden  arrival  of  fine  weather,  led  one  pilot  to  suggest 
to  Captain  Leverton  that  it  was  about  time  the  cream  arrived 
by  air  from  Holland 

One  of  the  regular  pastimes  now  for  pilots  flying  between 
London  and  Paris  on  the  British  machines  equipped  with 
wireless  is  to  ring  one  another  up  and  have  a  chat  in  the  air. 

On  Saturday  further  tests,  this  lime,  successful,  were  carried 
out  with  the  new  parachute  which  is  designed  Lo  lift  a  pilot 
out  of  a  machine  falling  out  of  control.  This  tunc  the  tests 
were  made  with  a  triple  parachute,  a  very  small  one  being 
first  released,  which  pulls  out  a  slightly  larger  one.  which,  in 
turn,  exerts  sufficient  pull  to  release  the  large  man-carrying 
parachute  that  finally  lifts  the  pilot  out  of  Ins  seat.  An 
ordinary  parachute  descent  was  also  made. 

Friday  morning  was  particularly  rough  from  a  weather 
point  of  view,  the  wind  being  very  gusty  and  uneven. 
Mr,  Pyll,  one  of  the  new  Dutch  pilots  of  the  K.L.M..  had  a 
strenuous  time  getting  the  monoplane  away  at  10  am. 
These  machines  are  very  awkward  to  handle  in  a  wind,  as 
the  wings  are  difficult  to  get  at,  but  now  Mr.  Leverton  has 
had  some  hooks  fitted  on  the  end  of  a  long  poie,  so  that  two 
mechanics,  one  on  each  wing  can  hold  the  machine  comfort¬ 
ably.  Mr.  Leverton  went  down  to  Lympne  during  the  week 
with  a  pair  of  these  hooks,  so  that  a  monoplane  force-landing 
there  in  a  wind  will  be  in  no  danger  of  being  blown  over. 

Fokker  Monoplanes  with  Rolls-Royce  Engines 

I  understand  that  t.wo  Fokknr  monoplanes  of  t  e  F.3 
type,  but  fitted  with  Rolls-Royce  360  horse-power  engines 
instead  of  240  Pumas,  are  to  he  put  on  the  London- Amsterdam 
service.  These  machines,  while  retaining  the  same  passenger 
capacity  (five),  will  have  another  compartment  added  for  goods 
and  luggage  They  are  intended  to  do  the  double  trip  in 
one  day,  and  Messrs.  Hafstra  and  Geysemiorfer  will  he  the 
pilots  for  the  first  month  or  so. 

On  Sunday  the  third  of  the  D.H.  34  s  delivered  to  the 
Daimler  Airway's  was  put  on  the  service,  and  on  Monday 
morning,  piloted  by  Mr  Herne,  this  machine  did  the  double 
trip  to  Paris,  taking  two  hours  only  in  each  direction. 

Monday  saw  the  open  big  of  the  Instone  Air  Lines  .service 
4o  Brussels.  Captain  Guest  was  down  at  the  air-station  lo 
send  the  first  machine  aivay.  Piloted  by  Mr  Barnard  it 
left  at  10.48  a. m.  It  was  Mi.  Barnard's  intention  to  fly 
over  and  photograph  the  royal  yacht  with  the  King  and 
Queen  on  board,  while  over  the  middle  of  the  Channel.  At. 
the  same  time  Mr.  Cobham  left  for  Brussels,  with  a  newspaper 
photographer,  both  be  and  Mr.  Barnard  intending  to  return 
late  the  same  nigld  with  photographs  of  the  arrived  of  thp 
King  and  Ouecn  m  Brussels 

Captain  Cockerill  flew  the  first  Vickers  '  Vulcan  over 
from  Brooklands  on  Monday  Captain  Cockerill  teU  me 
that  the  machine  cruises  at  about  85  miles  -an  hour,  and  it 
certainly  lands  at  a  very  safe  speed,  while  it  gets  off  with  its 
load  after  a  comparatively  short  run.  After  the  Brussels 
machine  had  left,  and  the  distinguished  visitors  had  departed 
for  town,  Captain  Cockerill  flew  the  "  Vulcan  back  to 
Brooklands  to  have  the  finishing  touches  added 
Recent  Improvements 

The  last  of  the  new  offices,  that  of  the  Marconi  Co.,  is  now 
nearly  completed.  Half  of  this  is  to  be  occupied  by  Messrs. 
Ogilvie  and  Partners,  while  the  other  portion  is  divided  into 
an  inner  office  and  a  store  for  flying  helmets  equipped  with 
wireless  'phones.  Mr.  Strother,  who  has  been  associated 
with  the  aerodrome  since  its  earliest  days,  i.s  to  he  in  charge 
of  this  office. 

The  small  enclosure,  where  the  traffic  movement  board  and 
the  weather  reports  are  on  view,  has  proved  such  a  great 
attraction  to  the  general  public  that  it  has  had  to  be  tailed 
off.  Although  there  has  been  a  large  sign  with  the  words 
"  No  admittance  ”  prominently  exhibited,  nobody  appears 
to  have  taken  any  notice  of  it,  and  at  times  pilots  have  been 
unable  to  get  near  the  weather  reports  for  the  crowd  of 
interested  spectators— which,  just  now,  is  composed  largely 
of  schoolboys  on  holiday. 

Some  of  the  little  obstruction  flags  that  besprinkle  the 
aerodrome  so  plentifully  at  the  present  time,  mark  the 
spot  where  the  electricians  are  busily  renewing  the  glass 
covers  over  the  electric  landing  lights.  The  mortality 
among  these  covers  is.  I  am  informed,  remarkably  high,  the 
tail  skids  of  the  aeroplanes — especially  the  new  heavy  types — 
causing  considerable  damage. 
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THE  “FIRST  EXPERIMENTAL  CONGRESS  FOR 

MOTORLESS  FLIGHT" 


French  Soaring  and  Gliding  Competition 


On'i  result  of  the  Gorman  soaring  and  gliding  competition1? 
m  the  Rhon  mountains  has  been  the  arousing  of  a  genera! 
interest  in  this  form  of  flying  all  aver  the  world.  Last  year’s 
Rliim  flights  demonstrated  that  it  is  possible  to  remain  aloft 
for  considerable  period?  without  the  aid  of  any  power  plant, 
and  that  during  stub  flights  it  is  occasionally  possible  for  a 
machine  to  reach  altitudes  considerably  greater  than  that  of 
the  starting  point.  For  this  year  a  very  extensive  competi¬ 
tion  has  been  planned,  and  in  order  mb  to  be  outdone  by 
Germany  in  this  phase  of  flying,  France  has  decided  to 
organise  a  meeting  for  motorless  aircraft  in  the  vicinity  of 
Clermont-Ferrand,  Auvcigne.  The  actual  scene  of  the 
competition  will  be  Puy  de  Coin begrasse,  south-west  of 
Clermont-Ferrand  The  meeting,  which  is  to  extend  over  a 
period  of  14  day—  from  August  6  to  August  20-  is  to  be 
organised  by  the  French  Aerial  Association  and  the  Aero 
Club  of  Auvergne,  and  is  under  the  patronage  ol  the  French 
\  nder-Secretary  of  State  for  Air,  M.  Laurent -Kynae.  Prizes 
to  a  total  amount  of  100,000  francs  wi'l  be  awarded,  and  the 
competition  is  open  to  French  as  well  as  Allied  and  neutral 
pilots  and  machines. 

The  machines  must  be  of  the  heavier-than  air  type,  and 
must  not  be  provided  with  any  form  of  power  plant.  The 


Duration  Flights. —  Four  prizes,  of  5,000  francs  3,000  francs, 
1,500  francs  and  t.ooo  francs,  will  be  awarded  in  this  section, 
in  which  competitors  must  Hart  from  the  Puy  de  Combe 
grasse,  but  may  fly  in  any  desired  direction  and  alight  at  any 
point.  The  machines  must  remain  in  the  air  for  more  than 
three  minutes  in  order  to  qualify  for  these  prizes. 

Prizes  will  al  o  be  awarded  for  aggregate  duration,  all 
flights  made,  in  whatever  section,  counting  towards  this,  so 
long  as  they  are  of  more  than  30  seconds  duration.  The 
prizes  are  5,000  francs,  3,000  francs.  2,000  franc-.  1,000  francs 
and  500  franc 

Distance  Flights. —  Two  prizes  are  to  be  awarded  in  this 
section,  one  of  ro.oc.o  francs  and  one  of  5,000  francs.  The. 
distance  between  starting  and  alighting  points  will  be 
measured  by  a  straight  line  joining  the  two  points  on  the 
map.  Competitors  -will  normally  start  from  the  Puy  de 
Cornbegrasse,  but.  under  special  conditions  the  judges  may 
permit  competitors  to  start  from  the  Puy  de  Dome.  The 
minimum  distances  required  are  2  kilometres  and  5  kilometre.-, 
respectively. 

Minimum  Rale  of  Descent.  AL  Louis  Breguet  has  placed 
10,000  francs  at  the  disposal  of  ttm  organisers  for  the  purpose 
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pilot  may,  however,  use  his  muscular  power  to  assist  his 
machine  so  that  a  combination  of  glider  and  "  Avietlc  “  will 
not  be  barred.  Entries  should  be  sent  to  the  Secretary, 
issociotion  Fran$aise  Adrienne.  17,  Boulevard  des  Batigndles, 
Paris,  8e.  The  entfance  fee  is  50  francs  per  machine  for 
entries  which  reach  the  Secretary  before  May  31,  100  francs 
for  entries  between  June  1  and  July  15,  the  closing  date  for 
entering.  Entrance  fees  will  be  returned  to  competitors 
whose  machines  are  at  the  scene  of  the  competition  on  the 
opening  day.  Accompanying  the  entrance  form  a  side  view 
and  a  description  of  the  machine  -should  be  sent  in,  so  as  to 
enable  the  organisers  to  make  provision  for  proper  garaging. 
Machines  will  be  examined  by  competent  judges,  and  must 
satisfy  them  as  to  structural  strength  and  general  aerodynamic 
qualities.  Pilots,  befoie  being  allowed  to  compete,  will  be 
required  to  give  a  demonstration  of  their  skill  by  remaining 
aloft  for  at  least  10  second; . 

Competitors  may  commence  practice  flights  and  preli¬ 
minary  tests  from  August  1.  During  the  actual  competitions 
machines  must  carry  sealed  barograph?,  provided  by  the 
National  Meteorological  Office,  and  a  representative  of  that 
institution  will  be  present  to  instruct  competitors  in  the 
reading  of  graph*. 

The  Competitions 

The  meeting  at  Clermont-Ferrand  will  be  devoted  to 
various  competitions,  or,  as  the  official  programme  modestly 
terms  them,  experiment?. 


of  encouraging  machines  with  a  slow  rate  of  descent.  The 
amounts  are  to  be  divided  as  follows  : — First,  5,000  francs  : 
second,  2,500;  third,  1,500  •  and  fourth,  1,000  francs.  In 
order  to  qualify  in  this  section,  competitors  must  indicate 
before  the  start  the  point  at  which  they  intend  to  alight,  and 
must  then  make  a  landing  within  200  metres  of  this  point 
The  time  in  the  air  must  be  more  than  two  minutes,  and  the 
rate  of  descent  be  less  than  1.50  metres  (4.9  ft.)  per  second. 
If  L  is  the  difference  in  height  (in  metres)  between  starting 
and  alighting  point,  and  l  the  duration  in  seconds  of  the 

flight,  the  mean  rate  of  descent  will  be  in  metres  per  second, 

z 


L  must  therefore  be  less  than  1.5,  or  t  greater  than 


15 


Alii tude  Flights. — Three  prizes,  of  5,000  francs,  3,000  francs 
and  1,500  francs,  are  to  be  awarded  for  reaching  altitudes 
greater  than  that  of  the  starting  point.  Competitors  must 
start  from  the  Cornbegrasse,  but  may  alight  anywhere.  For 
ascertaining  the  altitudes  reached,  use  will  be  made  of  the 
barographs  carried  on  the  machines,  or  of  any  other  method 
which  the  judges  may  select. 

Alighting  at  Predetermined  Point — One  scries  of  tests  will 
comprise  alighting  at  a  predetermined  spot,  the  judges  select¬ 
ing  each  day  three  different  points,  according  to  the  wind 
direction,  situated  at  least  500  metres  from  the  Puy  de 
Cornbegrasse.  Competitors  must  state  beforehand  at  which 
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of  the  three  points  they  intend  to  alight,  and  then  attempt 
to  Might  as  near  as  possible  to  the  selected  point.  I  n  Judging 
the  performance,  account  will  be  taken  of  the  distance  flown 
and  duration  of  the  flights.  The  prizes  in  this  section  are 
2,000  francs,  j.ooo  ftancs  and  =500  francs. 

I  Urn  non'a!  l-Ughl.  -  Prizes  of  3,000  francs  and  2,000  francs 
will  be  awarded  for  the  longest  horizontal  flights.  This  does 
riot  mean  that  the  machines  must  proceed  in  a  straight  hori¬ 
zontal  line,  but  may  soar  or  glide  along  an  undulating  flight 
path  the  points  of  which  fall  alternately  above  and  below 
the  horizontal  line  through  the  starting  point.  The  duration 
of  these  flights  will  be  determined  by  the  barograph  chart, 
which  will  show  when  the  machine  dropped  below  the 
horizontal  line  for  the  last  time. 


Other  Prises 

In  addition  to  the  competitions  and  prizes  indicated, 
fifteen  "  free  prizes  "  of  1,000  francs  each  will  be  awarded  to 
competitors  whose  machines  have  shown  points  of  special 
interest.  It  any  one  machine  appears  to  the  judges  to 
possess  exceptional  merits,  they  may  award  more  than  one 
of  the  prizes  to  one  competitor. 

The  "  Union  for  Safety  in  Aeroplanes”  is  offering  1 0,000 
francs  for  features  which  tend  to  increase  the  safety  of  flying, 
and  may  award  the  money  in  one  single  prize,  or  divide  it 
into  several  smaller  ones.  In  addition  there  is  to  be  a  Ron6 
Quinton  prize  of  10,000  francs,  but  the  conditions  for  this 
have  not  yet  been  decided  upon.  They  will,  however,  be 
announced  later. 


<s>  <$><$>  <s> 

THE  FLIGHT  AROUND  THE  WORLD 


Major  Biake’s  and  Captain  Macmillan  s  Attempt 


At  the  time  of  the  very  regrettable  accident  to  Sir  Ross 
Smith  and  Lieut.  Bennett  we  expressed  the  hope  that  the 
attempt  to  fly  around  the  world  might  still  be  made  by  a 
British  crew  on  a  British  machine.  That  wish  now  promises 
to  be  fulfilled,  thanks  to  the  sporting  offer  of  the  Aircraft 
Disposal  Co.  to  provide  not  one  but  four  machines  for  the 
flight  on  which  Major  AN'  il  I  red  Blake  and  Captain  Norman 
Macmillan  hope  to  start  within  the  next  month  or  so.  In 
a,  way.  one  might  have  preferred  to  see  the  flight  carried  out 
on  one  machine,  although  from  a  practical  point  of  view  the 
use  of  four  machines,  of  three  different  types,  is  probably 
at  least  as  good  a  proposition.  It  should  also  be  borne  in  mind 
that,  when  we  come  to  circle  the  globe  regularly,  the  journey 
will  certainly  not  be  made  in  one,  but  in  many  machines, 
certain  types  being  used  on  certain  routes  for  which  they  are 
best  fitted. 

As  regards  the  machines  to  be  used,  these,  as  already 
mentioned,  will  be  provided  by  the  Aircraft  Disposal  Co., 
who  are  now  busily  engaged  on  the  work  of  getting  them 
tuned  up  ready  for  the  flight.  Two  of  the  machines  will 
be  D.H.  9’s  (three-seaters)  with  Siddeley  '*  Puma"  engines. 
One  will  be  a  Fairey  twin-float  seaplane  of  the  famous  F.  I II 
type,  which  has  a  Rolls-Royce  "  Eagle  ”  engine,  and  the 
fourth  will  be  a  flying  boat  of  the  F  type.  It  has  not.  at 
the  moment  of  writing,  been  definitely  decided  whether  the 
F.3  or  F.5  will  be  used, 

In  the  main,  the  route  to  be  followed  by  Major  Blake  and 
Captain  Macmillan  will  be  the  same  as  that  planned  by 
Sir  Ross  Smith  (a  map  of  which  was  published  in  our  issue 
of  April  13,  1922).  The  last  "leg"  however,  will  be 

different  from  that  planned  by  Sir  Ross  Smith,  who,  it  will 
be  remembered,  had  intended  to  make  the  Atlantic  crossing 
direct  from  Newfoundland  to  Ireland  if  possible,  or,  as  an 
alternative,  fly  from  Newfoundland  to  London  via  the 
Azores  and  Portugal.  Major  Blake  and  Captain  Macmillan 
intend  to  follow  the  northern  route  via  Greenland,  Iceland, 
the  Faroe  Islands  and  Scotland,  which  will  considerably 

<$>  <♦> 


shorten  the  non-stop  stages  that  have  to  be  negotiated.  At 
the  time  of  year  when  it  is  expected  to  cover  this  part  of 
the  flight  the  weather  in  the  northern  latitudes  should  be 
favourable,  except  for  local  fogs,  and  by  taking  this  route 
the  strain  on  the  engines  should  be  considerably  reduced. 

The  manner  in  which  it  is  intended  to  ti.se  the  various 
machines  is  as  follows  :  One  of  the  D.H  9' s  will  be  used  for 
the  journey  from  London  to  Calcutta.  Here  the  aviators 
will  change  over  to  the  Fairey  F.  Ill  seaplane,  which  will 
take  them  around  the  coast  up  to  Kamchatka  and  across 
to  Alaska.  Here  another  D.H.  9  will  await  them,  on  which 
the  flight  across  Canada  and  America  to  New  York  will  be 
accomplished.  From  New  York  or  Newfoundland  the  last 
stage,  across  the  northern  part  of  the  Atlantic,  will  be 
attempted  in  the  F.  boat. 

This,  in  very  brief  outline,  is  the  plan  of  Major  Blake  and 
Captain  Macmillan,  and,  barring  unforeseen  accidents,  the 
scheme  promises  success.  That  difficulties  will  be  met  and 
obstacles  have  to  be  overcome  goes  without  saying,  but  there 
is  certainly  a  very  good  chance  of  getting  through.  All  the 
machines  to  be  used,  although  of  fairly  old  type,  have  been 
proved  by  years  of  flying  under  all  sorts  of  conditions,  and 
should  be  capable  of  the  stages  on  which  each  is  being  used. 
The  engines  also  have  proved  themselves  in  numerous  long¬ 
distance  flights,  and  may  be  expected  to  uphold  the  reputation 
already  established.  Captain  Macmillan  is  one  of  our  best 
pilots,  and  has  had  experience  of  a  number  of  different  types 
of  machines.  We  understand  that  Major  Blake  is  to  act  as 
navigator,  and  presumably  he  will  go  through  a  short  course 
at  Biggin  Hill,  a-  did  SR  Keith  Smith  in  order  to  make  his 
navigation  as  certain  as  it  was  possible  to  make  it.  We 
believe  it  is  intended  to  carry  a  third  man,  but  so  far  as 
we  are  informed  00  selection  has  been  made  yet. 

Altogether,  the  scheme  looks  promising,  and  we  wish  the 
gallant  aviators  every  success  in  their  very  spotting  attempt 
to  uphold  once  more  the  prestige  of  British  pilots,  machines 
and  engines. 

<S>  <5> 


The  P.M.G.  on  Air  Mail  Services 

During  his  speech  in  the  House  of  Commons  on  May  4 
upon  the  Post  Office  Vote,  Mr.  Kellawav,  the  Postmaster- 
General,  said  that  a  branch  of  the  service  which  was  of  great 
interest  and,  indeed,  of  fascination,  was  that  of  the  carriage 
of  mails  by  air.  The  progress  made  not  only  in  this  country, 
but  in  most  other  countries,  had  not  realised  anything  like 
the  sanguine  expectations  that  some  of  them  held  a  few  years 
ago,  but  he  thought  that  last  year  had  shown  greater  progress 
than  in  any  other  period  -mce  man  conquered  the  art  of 
flight.  There  would  be  between  England  and  the  Continent 
three  services  to  Paris  by  three  British  companies,  and  mails 
would  be  sent  by  whichever  of  these  services  was  most  con¬ 
venient.  Two  air  mails  a  day  would  be  leaving  Croydon 
Aerodrome,  one  at  10  a.m.  and  one  at  12.15.  A  service  to 
Brussels  would  start  on  May  15,  and  to  Holland  after  May  15, 
There  would  be  two  outward  services,  at  10  a.m.  and  2  p.m. 
The  greatest  benefit  of  these  long-distance  air  services  had 
been  secured  in  the  parcels  post.  The  parcels  post  to  Paris 
carried  by  ait  effected  a  saving  of  from  five  to  six  days.  That 
was  due  not  to  the  increased  rapidity  with  which  the  parcels 
were  carried,  but  to  the  fact  that  the  Customs  facilities  were 
much  greater  in  dealing  with  air  parcels  than  with  parcels 
sent  in  the  ordinary  way.  The  saving  of  time,  howrever,  was 
very  considerable,  and  he  was  surprised  that  greater  use  was 
not  being  made  of  the  air  parcels  service.  As  a  result  of 
tenders  which  fhe  Post  Office  had  accepted,  the  cost  of 
carrying  these  parcels  would  be  greatly  reduced  this  year. 
The  charges  would  be  up  to  2  lbs.,  is.  9 d.  ;  up  to  5  lbs.,  3s.  ; 


up  to  8  lbs.,  3s.  9 d.  ;  and  up  to  11  lbs.,  4s.  3d.  He  thought 
the  House  would  agree  that  these  charges  compared  very 
favourably  with  the  charges  for  parcels  sent  to  Paris  in  the 
ordinary  way.  The  most  successful  of  all  the  air  mail  ser¬ 
vices  with  which  this  country  was  associated  was  that  from 
Cairo  to  Baghdad.  A  letter  sent  from  London  to  Baghdad  in 
the  ordinary  way  took  from  28  to  30  days.  Sent  by  air 
service  it  took  only  12  days.  The  fee  charged  was  only  6 d. 
per  ounce,  the  ordinary  fee  being  3 d.  Ten  per  cent,  of  the 
whole  Baghdad  letter  mail  w-as  now  being  sent  by  air,  and 
the  efficiency  and  reliability  which  the  Air  Ministry  had 
reached  in  this  service  would,  he  thought,  assure  in  the 
future  that  there  should  be  a  great  expansion  in  the  use  of 
the  air  raa'I  in  that  district. 

He  visualised  the  time  when  throughout  the  Empire  we 
should  be  able  to  provide  air  services  which,  w’ould  make  just 
as  great  a  saving  in  time  as  that,  which  the  Air  Ministry  had 
succeeded  in  making  between  Cairo  and  Baghdad  No  man 
could  put  any  limitation  to  the  possibilities  of  this  service,  and 
the  fact,  that  accidents  had  happened,  that  the  percentage  of 
reliability  had  not  so  far  been  very  great,  was  no  proof  that 
the  Air  Ministry  and  those  companies  which  had,  wdth  great 
audacity,  invested  their  capital  in  these  services,  w-ould  not 
succeed  in  doing  for  the  whole  of  the  Empire  what  the  Air 
Ministry  had  succeeded  in  doing  between  Cairo  and  Baghdad. 
A  Civil  Aviation  Advisory  Board  had  been  formed  by  the 
Air  Ministry  with  a  representative  of  the  Post  Office  upon  it, 
and  its  first  business  was  "  To  consider  the  cost  and  the  prac¬ 
ticability  of  setting  up  an  Imperial  Air  Mail  Service." 
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THE  ROYAL 


AIR.  FORCE 


London  Gazette,  April  28,  U)ii 
( icneral  Dubes  brunch 

Flight  Lieul.  T.  R.  Hackman  is  transferred  to  the  Kcs.,  Cl.  A  ;  April  30. 
Wing  Coiudr  A  \r.  Bettington,  C.M.G.,  is  placed  on  half-pay,  Scale  A  ;  May  1. 

London  Gazelle,  Miry  2,  1Q22 
General  Butin  Branch 

The  follg.  are  granted  permanent  columns.,  with  effect  from  tbe  dat*> 
indicated,  retaining  their  present  substantive  ranks  anti  seny.  Gazelles 
of  dates  indicated,  appointing  them  to  short  service  coininns,  arc  cancelled 
Flight  Lieuts, — H  G  Bowen,  M.  Thomas,  A  F  C.,  T.  F  W  Thompson  ; 
Oct.  24.  zo  19. 

Flying  Officers.-  A  L.  Fiddamcot  ;  Sept  rb,  ipro.  B.  R.  Harris  ;  I >00. 
12,  rijig.  L.  G.  Harvey;  Sept.  12,  1910.  G.  1.  Orinerod ;  Sept.  12,  1919. 
S.  L.  G.  Pope  ;  Oct.  24,  roly. 

Flying  Offr.  C,  R,  Smytho  is  granted  a  permanent  commn..  with  effeet  from 
Sept.  16,  1920,  retaining  his  present,  substantive  rank  and  senv.  Gniette 
Oct.  1,  1910,  appointing  him  to  a  sliott  service  coimnti,,  is  cam  t  iled.  W.  B. 
Higgins  is  granted  a  short  service  commit,  as  Flight.  Lieut,  for  t titer  years  on 
the  active  list,  with  effect  from,  and  with  scuv.  of,  .April  18.  Flight  Lieut.  T. 
Hmshelwcod,  D.S.C.,  D.F.t  ,  relinquishes  his  short  service  commo.  on  account 


of  physical  n  a  fitness  tor  full  dying  duties,  and  i;  granted  rank  of  Maj.  ; 
April  it.  Flying  Offr.  C  F.  I’.  Haslegrave  1  diminishes  his  short  service 
commn.  on  account  of  physical  unfitness  for  full  flying  duties,  and  is  per¬ 
mitted  to- retain  rank  of  Lieut. ;  Mav.  3.  Flying  Ofir.  R.  B.  Brown,  Lieut., 
R.G.A.,  relinquishes  his  temp,  column,  on  return  to  Army  duty  ,  April  20. 

Stores  Branch 

Pilot  Offr.  R.  1  Rich  is  granted  a  perm,  commn.  as  Flying  Offr.,  with 
effect  from,  and  with  seny.  of,  Dec  12,  1910,  and  is  ttansfe-rred  to  Stores 
Branch,  with  effect  from  fan.  19.  Gazelle  Dec.  12,  1919,  appointing  hint 
to  short  service  ccmimn  .  is  cancelled.  <;  W.  Longstaff  is  granted  a  short 
service  comma,  as  Flying  Offr.  on  probation,  wth  effect  from,  and  with 
seny.  of,  April  23. 

Memoranda 

The  follg.  are  granted  temp,  rominns  in  the  ranks  >tated  for  dutv  w it 
the  Works  and  Buildings  Service,  with  effect  from  dates  indicated,  and 
relinquish  these  comm  ns.  on  ceasing  to  he  employed,  with  effect  Irorn  dates 
indicated:  Squadron  Leader  M.  C.  Rousseau,  Slay  1,  1921  ,  April  1.  Flying 
Offr.  A.  L.  Davies,  Nov.  1,  1930  ;  March  t.  The  follg,  relinquish  their  temp, 
commits,  on  ceasing  to  be  employed  — Flying  Offr.  C.  W.  Grey,  Flying  Offr 
(Hon  Flight  Lieut.)  G  M.  Cox  :  April  1. 


ROYAL  AIR  FORCE  INTELLIGENCE 


Appoint  incut*. — The  following  appointments  in  the  R.A.F.  axe  notified  : — 

Squadron  Leaders.  -  1 .  W.  lilsdou,  from  R.A.F'.  DepOt  (Inland  Aren)  to 
Egyptian  (.roup  Headquarters  (Middle  Bast).  25.4.22.  W.  C.  Hicks,  A.F.C., 
Ironi  R.A.F,  Drpht  (Inland  Area)  to  Headquarters,  R.A.F  ,  Iraq  (Super¬ 
numerary).  21.4.22.  1>.  Harries,  A.F.C.,  from  Headquarters  Coastal  Area 

to  Headquarters  R.A.F  ,  Iraq  (Supernumerary)  to  command  Armoured  Car 
Company  (on  formation).  21.4.22.  R  R.  Manning.  M.C.,  from  No.  2  Flying 
Training  School  (Inland  Area)  to  command  No.  6  Squadron  (Iraq).  2 1  4  22. 
t  .  Anker,  O  B  E,,  from  The  Packing  Depflt  to  command  The  Stores  Depfit 
(Iraq).  >1,4.22.  P.  C.  Sherren.  M.C.,  from  No,  60  Squadron  (India)  to 
R  A.F.  Depot  (Inland  Area)  (Supernumerary).  28.3.22. 

Ftighl  Lieutenants.  W.  A.  K .  Dalzell,  from  No.  r  Flying  Training  School 
(Inland  Area)  to  No.  4  Flying  Training  School  (Middle  East)  25.4  22, 
A.  C.  Ram-ford,  from  R.A.F.  DcpOt  (Inland  Area)  to  School  of  technical 

>  0  0 

Honours 

fs  the  London  Gazette  of  April  iS  tile  Air  Ministry 
announces  that  H.M  the  King  has  granted  unrestricted 
permission  for  the  wearing  of  the  "following  decorations 
conferred  by  H.M.  the  King  of  Italy  on  the  following  officers 
for  valuable  services  in  connect  ion  with  the  War 

Order  of  the  Crown  (Officer). 

I.ieut.-Col,  E.  G.  O.  Betti  tier.  O.B  E 
Major  J.  H.  D,  Grant. 

It. A.F.  Sports  Hoard 

Fair nf  The  Navy  and  Mr  Force  met  for  their  return 


Training  (Mm)  (Inland  Area).  6.4.22.  D.  O.  Mulholiand,  A  FC.,  from 
No.  too  Squadron  (Inland  .Area)  to  Headquarter?  R.A.F.  Iraq.  21.4.22. 
H.  G.  Bowen,  from  R.A.F.  DepOt  (Inland  Area)  to  Headquarters  R.A.F.. 
Iraq.  21.4.22  E.  F  Turner.  A.F.C..  Irotn  School  of  Technical  Training 
(Men)  (Inland  Area)  to  No.  70  Squadron  (Iraq).  21.4.22.  Ff.  A  J.  Wilson, 
O.B.L..  from  Record  Office  (Inland  Area)  to  Headquarters  R.A.F..  Iraq. 
21.4.22,  K.  .1  Cooke,  from  Mo.  1  Stores  Depot  to  Headquarters  R.A.F.. 
Iraq  21.1.22.  T.  Henderson,  M.C.,  A.F.C.,  from  School  of  Technical 
Training  (Men)  (Inland  Area)  to  No.  100  Squadron  (Inland  Area).  1.5.22. 
C  T.  Richardson  from  R.A.F.  DepAt  (Inland  Area)  to  No.  100  Squadron 
(Inland  Area),  J.5.22.  A  W.  Smith,  from  No.  4  Slores  Pepdt  to  No.  5 
Flying  Training  School  (Inland  Area).  15.5.22.  A.  E.  Barr-Sim,  7)1.  B.,  from 
School  of  Technical  Training  (Men)  (Inland  Aria)  to  Headquarters  R.A.F. 
(India).  21.4.22. 

0  0 

fencing  match  at  the  R.A.F.  Fencing  School  1.x bridge,  on 
April  27.  The  Navy  were  not  at  full  strength,  notable 
absentees  being  Commander  Byrne,  Lieut.  C.  A,  Kershaw 
and  C.P  O.  Howson,  but  the  fencing  was  of  a  high  order  and 
the  contests  very  interesting 

The  Air  Force  won  the  foils  by  6  victories  to  3.  The  Navy 
adopted  the  Italian  style,  and  their  attacks  were  consequently 
of  a.  very  vigorous  nature,  whilst  the  Air  Force  fenced  in  the 
French  style,  their  touche:-  being  most  academics1. 

The  Epees  were  rather  one-sided,  the  Air  Force  winning  by 
nine  clear  victories.  In  the  Sabres  the  Navy  were  victorious 
by  7  victories  to  2 


RUSSO-GERMAN  AIR  MAIL.  SERVICE  ;  Our  photograph  shows  two  ot  the  Fokker  monoplanes  to  be  used  on 
the  KiJnigsberg-Moscowr  service,  which  was  inaugurated  on  May  1 .  At  first  the  service  will  be  bi-weekly,  the 
machines  leaving  Konigsberg  at  9  a.m.,  arriving  at  Smolensk  at  4.15  p.m.,  leaving  Smolensk  at  4.45  p.m..  and 
arriving  at  Moscow  7.45  p.m.  In  the  opposite  direction  the  times  are  as  follows  :  Moscow  6.30  a.m.,  Smolensk 
9.30,  leave  Smolensk  10,  arrive  Konigsberg  3.15  p.m.  Machines  will  leave  Konigsberg  on  Sundays  and  Thurs¬ 
days,  and  Moscow  Sundays  and  Wednesdays.  The  railway  journey  between  Berlin  and  KOnigsberg  occupies 
124  hours,  . and  the  flight  between  Konigsberg  and  Moscow'  9  hours,  giving  a  total  of  22  hours,  as  compared  with 
more  than  five  days  by  train,  The  air  mall  fees  are  to  be  8  marks  for  post  cards  and  8  marks  for  every  20  grammes 

in  the  case  of  letters, 

.  m 
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CORRESPONDENCE 

[  The  Editor  does  not  hold  himself  responsible  for  opinions 
expressed  by  correspondents.  The  names  and  addresses  of 
the  writers ,  not  necessarily  for  publication,  must  in  all  cases 

accompany  letters  intended  for  insertion  in  these  columns.] 

UNEMPLOYED  GROUND  ENGINEERS  AND 

PILOTS 

[2055.]  I  have  been  a  constant  reader  of  your  valuable 
journal  since  the  first  issue,  and  am  very  keen  on  all  matters 
appertaining  to  Aviation. 

Having  read,  with  much  interest,  the  article  in  your 
issue  of  April  13,  1922,  page  213,  “  What  can  we  do  with 
our  sons’  ”  I  quite  agree  that  the  scheme  of  apprenticeship 
is  quite  good,  but  there  is  one  big  fact  that  most  people 
overlook,  viz.  :  “  The  present  urgent  need  to  absorb  all  the 
unemployed  qualified  Air  Ministry  Ground  Engineers  and  Pilots,” 
before  going  to  the  expense  and  trouble  of  training  fresh 
men  who  will,  in  all  probability,  go  to  add  to  the  present 
long  waiting  lists. 

1  might  add  that  I  served  anil  completed  my  apprenticeship 
to  the  Aviation  industry  with  Messrs.  A.  V.  Roe  and  Co.,  Ltd., 
Aeronautical  Engineers,  Manchester,  London  and  South¬ 
ampton,  some  eight  years  ago.  In  all  I  have  had  over  ten 
years’  Aviation  experience,  and  am  a  fully  qualified  Air 
Ministry  Ground  Engineer,  in  Sections  A,  B,  C  and  D,  No.  40. 
Since  April  16,  1921,  I  have  been  unable  to  obtain  suitable 
employment. 

“  One  of  the  Sons  " 

THE  POSITION  OF  THE  K.M.A.A.  CUPS 
[2056]  After  a  somewhat  protracted  correspondence 
and  an  assiduous  endeavour  to  ensure  that  the  cups  donated 
by  such  eminent  gentlemen  as  Sir  Chas.  Wakefield,  Messrs 
\.  \V  damage,  Grahame- White,  E.  C.  Trollope,  Percival 
Marshall  (to  mention  but  a  few  of  those  who  presented  cups 
and  trophies  to  the  now  defunct  K.M.A.A.)  were  put  to  the 
use  for  which  they  were  intended,  it  would  appear  that  at 
present  they  arc  in  the  custody  of  Mr.  W.  H,  Akehurst  (the. 
Secretary  of  the  K.M.A.A.),  who  claims  that,  before  handing 
them  over,  a  debt  of  a  few  pounds  owing  to  him  shall  be  paid. 

I  submit  that  if  is  high  time  those  who  gave  cups  were 
made  cognisant  of  this  pass.  If  a  secretary  of  an  association 
sees  fit  to  settle  accounts  out  of  his  own  pocket,  is  it  a  legal 
position  that  he  should  hold  the  association's  cups  to  ransom  ? 

I  suggest  that  the  donors  concerned  should  appoint  some  other 
body  to  be  responsible  for  them. 

Until  this  is  done  there  seems  no  possibility  of  model 
aeronautical  enthusiasts  taking  advantage  of  what  has 
already  been  given  to  further  interest  in  this  subject. 

The  present  position  cannot  go  on  indefinitely 

j.  J.  Camm 

M  M 

PUBLICATIONS  RECEIVED 

Lcktrik  Lighting  Connections.  7 th  Edition.  A.  P.  Lund' 
berg  and  Sons,  477-489,  Liverpool  Road,  Holloway,  N.  7* 
Price  is.  net. 

Royal  Air  Force  Memorial  Fund  :  Second  Report,  January  1 
to  December  31,  1921.  Royal  Air  Force  Memorial  Fund, 
7 ,  Iddesleigh  House,  Caxton  Street,  Westminster,  S.W.  1. 

Catalogue  of  the  Collections  in  the  Science  Museum,  South 
Kensington.  Aeronautics.  London  :  H.M.  Stationery  Office. 
Price  15.  6 d.  net. 

Atmospheric  Pollution.  Advisory  Committee  Report  M.O. 
249.  Meteorological  Office,  Air  Ministry.  London :  H.M. 
Stationery  Office.  Price  2 5.  net. 

Proceedings  of  the  Second  Air  Conference ,  held  on  February  7 
and  8,  1922.  London  :  H.M.  Stationery  Office.  Price  35. 
net. 

Pictorial  Calendar,  April,  1922,  it>  April,  I924.  Handley 
Page  Transport,  Ltd.,  London  Terminal  Aerodrome,  Croydon, 
Surrey. 

Aeronautics :  Catalogue  of  the  Collection  in  the  Science 
Museum.  South  Kensington,  1922.  H.M.  Stationery  Office, 
Kmgsway,  London  W.C.  2.  Price  is.  6 d.  net. 

Yerslagen  en  V erh an de tingen  van  den  Rijks-  Studiedienst  voor 
de  Luchtvaari ,  Vol.  I,  1921.  Rijks- St udiedienst  voor  de 
Luchivaart,  Amsterdam,  Holland. 

Scientific  Papers  of  the.  Bureau  of  Standards.  So.  428. 
The  Radio  Direction  Linder  and  Its  Application  to  Navigation. 
Department  of  Commerce,  Bureau  of  Standards,  Washington, 
D.C.,  U.S.A. 

Report  No.  138.  The  Drag  of  C  Class  Airship  Hull  with 
Varying  Length  of  Cylindric  Midships.  National  Advisory 
Committee  for  Aeronautics,  Navy  Building,  Washington, 
D.C.,  U.S.A, 


THE  LONDON  AERO-MODELS  ASSOCIATION 

The  competition  organised  for  the  prize  presented  by  Messrs. 
W.  G.  Evans  and  Sons,  was  held  on  Sunday,  the.  7th  inst.,  at 
Wimbledon  Common.  Weather  conditions  were  favourable, 
with  the  exception  of  a  rather  gusty  wind. 

The  majority  of  the  competitors  failed  to  get  off  ground, 
partly  owing  to  the  rather  rough  ground  and  partly  because 
of  the  wind,  most  models  being  tractors  of  the  enclosed  type. 
Mr.  Herson  and  Mr.  Bedford,  however,  accomplished  good 
flights,  Mr.  Levy,  who  was  flying  an  enclosed  canard  model, 
also  getting  away  on  one  occasion  Results  will  be  announced 
later. 

A  very  good  exhibition  was  given  at  the  end  of  the  competi¬ 
tion  before  a  large  number  ol  interested  spectators. 

L  G.  H.  HATFULL. 

Assistant  Secretary. 

ta  $8  m. 

IN  PARLIAMENT 

K.A.F.  Experimental  and  Reconditioning  Work 

Mr.  Rapek,  on  May  4.  asked  the  Secretary  of  State  for  Air  how  in.niy 
njen  are  being  employed  at  the  Royal  Aircraft  Establishment  on  experimental 
work,  and  how  many  on  reconditioning  machines  ? 

Captain  Guest;  The  answer  to  the  first  question  is,  approximately,  (loti; 
to  t  he  second,  none  at  present,  but  four  Or  live  will  be  shortly  employed  on 
reconditioning  two  oi  the  machines  used  tor  experimental  purposes. 

Mr.  Rapcr  ;  is  it  not  a  fact  that  this  work  of  reconditioning  machines  could 
be  carried  out  much  better  by  civil  aviation  firms,  and  that  it  would  be  far 
more  economical  and  would  help  to  keep  these  firms  going  ? 

Captain  Guest  :  If  the  lion  member  will  study  the  reply  hi  will  see  that 
606  men  are  employed  on  experimental  work,  and  not  on  reconditioning, 
and  that  only  four  or  five  mechanics  are  to  be  employed  on  reconditioning 
two  experimental  machines.  Reconditioning  is  being  done  by  the  trade. 

m  m  -k  m 

Jules  Verne  Up-to-Date 

Many  of  the  inventions  imagined  by  Jules  Verne— both 
aircraft  and  submarines  have  already  been  realised.  >0  who 
shall  say  that  the  design  for  a  jet-propelled  monoplane  sea¬ 
plane  described  by  M.  Maurice  Armende  in  our  French 
contemporary,  Lcs  A lies,  of  May  4.  will  not  materialise — 
some  day  ?  This  machine  is  a  cantilever  monoplane  with 
crescent-shaped  wings  and  circular  hull.  The  material  of 
which  this  wonderful  monoplane  is  built  is  stated  to  be  a 
new  composition  called  Neocellulose,  into  which  is  embedded 
structural  members  of  metallic  alloy.  The  wings  are  to  be 
flexible,  both  vertically  for  dihedral  and  in  a  fore-and-aft 
direction  for  shifting  the  c.p.  They  are  to  be  held  in  any 
position  by  being  filled  with  gas  under  high  pressure.  A 
series  of  stepped  jets  at  the  tail  end  of  the  fuselage  are  to 
take  the  place  of  airscrews,  and  evidently  their  efficiency  is 
expected  to  be  fairly  good,  as  the  machine  is  expected  to 
have  a  maximum  speed  of  560  in.p.h.,  the  maximum  horse¬ 
power  being  to, 600  h,p.  The  machine  will  only  come  down 
every  few  thousand  miles,  a  flying  tender  taking  passengers 
down  to  the  ground  or  bringing  them  up  from  the  various 
ports  of  call.  The  wing-span  is  to  be  250  ft.,  and  the  wing 
area  5.400  sq.  ft.  Some  bird  ! 
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FLIGHT  BUYERS’  GUIDE  AND  TRADE  DIRECTORY— continued. 

{Continued  front  p.  xvi.) 


insulating  materials— 

.WacLennan.  John,  &  Co.,  115,  Newgate  St.,  E.C.t. 

City  3115  ;  “  Vanduara,"  Cent.  London. 


I 

LUBRICATING  OILS- 

Wakefteld,  C.  C..  &  Co,,  Ltd.,  Cheapside.  E.C.  2. 
Centra!  1156  (3  lines);  “ Cherry,"  Cent.  London. 


MACHINING - 

Monk  Engineering  Co.,  Ltd.,  Coventry. 

Coventry  807  ;  “Assistance,"  Coventry. 


MAGNETOS- 

British  Thomson-Houston  Co.,  Ltd,,  Lower  Ford 
Street,  Coventry. 

Telephone  *78  ;  11  Asteroidal,"  Coventry. 


METALS  (Anti-Friction)— 

Hoyt  Metal  Co.,  Ltd.,  Deodar  Road,  Putney, 
S.W.  13.  Putney  13*3. 


METAL  PARTS  AND  FITTINGS 

Brown  Bros,.  Ltd.,  Great  Eastern  Street,  London, 
E.C.  i. 

Monk  Engineering  Co..  High  Street,  Coventry, 

Coventry  £07;  “  Assistance,"  Coventry. 

Rubery,  Owen  &  Co.,  Darlaston. 

Darlaston  87;  “  Roofs,"  Darlaston. 


MODELS - 

Jones,  A.  E..  Ltd  .  ae,  E vershok  Road,  Camden 
Town.  N.W.  s. 

D.A.P.,  Neplirighnm  Road.  Southfield*,  S.W.  18. 


PETROL  - 

Anglo-American  Oil  Co.,  Ltd.  (Pratt's),  Queen 
Anne's  Gate,  S.W.  t. 


PROPELLERS - 

Falcon  Airscrew  Co.,  r  t3,  Cotteiiham  Road, 
Holloway,  N.  19.  Hornsey  gro  Si  247a. 

Lang  Propeller,  Ltd.,  Weybridge,  Surrey. 

520-521,  Weybridge;  “ Aerosticks,”  Weybridge. 


PUTTEES 

Fox  Bros.  &:  Co.,  Ltd.  (Dept,  R),  Wellington, 
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EDITORIAL  COMMENT. 

foreshadowed  by  Capt.  Guest  in  his 
Budget  Speech,  with  the  resignation 
of  Sir  Frederick  Sykes  from  the  post 
of  Controller-General  of  Civil  Avia¬ 
tion  that  office  has  ceased  to  exist, 
and  in  its  stead  a  new  appointment 
is  being  established,  to  be  known  as 
the  Directorate  of  Civil  Aviation. 
Whatever  may  be  one's  opinion  regarding  the  wisdom 
of  this  decision,  few  will  quarrel  with  the  selection  of 
Maj.-Gen.  Sir  W.  Sefton  Brancker, 
The  New  K  C  B  t  A.F.C.,  for  the  post  of  Director 
ofrcivi[  of  Civil  Aviation.  Sir  Sefton  Brancker 
Aviation  is  well  known  to  all  interested  in  avia 
tion,  and  he  carries  to  his  new  post 
qualities  which  should  be  of  the  greatest  value  during 
the  difficult  times  that  are  in  front  of  us.  We  say 
difficult  because,  with  the  growing  realisation  of  the 
importance  of  aviation  from  a  defence  point  of  view, 
the  day  cannot  be  far  distant  when  we  must  establish 
that  "  national  striking  force”  upon  which  our  safety 
depends,  and  whose  necessity  has  been  so  well  advo¬ 
cated  by  General  Groves  in  The-  Times  lately.  As 
such  a  force  can  only  be  established  by  developing 
civil  aviation,  to  Gen.  Sir  Sefton  Brancker  will  fall 
the  task  of  co-operating  with  the  leaders  of  the 
R.A.F.  in  the  planning  of  the  separate  yet  inter¬ 
dependent  civil  and  military  air  organisations  which 
shall  ensure  the  necessary  liaison. 

Sir  Sefton  Brancker’s  appointment  will  be  welcomed 
because  he  is  intensely  enthusiastic  about  the  future 
of  aviation  ;  because  he  has  sufficient  common  sense 
not  to  be  misled  or  hoodwinked  ;  and  because  he  was 
never  afraid  of  speaking  his  mind,  no  matter  to  whom 
he  was  addressing  his  remarks.  The  fact  that  his 
position  will  not  be  quite  on  the  same  plane  as  that 
of  a  C.G.C.A.  will  not  matter  greatly  to  Sir  Sefton 
Brancker.  He  will  not,  presumably,  have  a  seat  on 
the  Air  Council,  but  lie  is  not  the  man  to  be  dis¬ 
couraged  by  such  a  handicap,  and  it  may  be  taken 
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for  granted  that  lie  will  see  to  it  that  his  views  and 
recommendations  are  conveyed  to  the  right  quarters, 
and  forcibly  brought  before  the  authorities.  The 
onus  of  acting  upon  such  advice  will  then  rest  upon 
the  Government,  and  as  we  have  little  doubt  that 
the  new  I).  of  C.A.  will  have  a  very  large  body  of 
public  opinion  behind  him,  we  look  forward  to  his 
term  of  office  with  every  confidence. 

At  the  same  time,  i(  Sir  Sefton  Brancker  is  to  do 
for  aviation  and  for  the  Empire  what  we  are  sure 
he  is  determined  to  do,  he  must  be  given  every  assist¬ 
ance,  and,  as  he  himself  said  in  a  letter  to  the  Air 
League  of  the  British  Empire,  expenditure  can  only 
be  justified  when  supported  by  a  strong  body  of 
public  opinion.  We  in  Flight  have  always  done  our 
best  to  impress  upon  the  public  the  vital  importance 
to  the  Empire  of  air  power.  There  are  signs  that  the 
daily  press  is  also  beginning  to  realise  the  fact,  and 
hence  we  are  Jhopeful  of  the  future.  Once  let  the 
man  in  the  street  realise  how  really  urgent  is  the  need 
for  aerial  preparedness,  and  public  opinion  will  be  so 
strong  that  no  Government  would  dare  to  oppose  it. 
As  D.  of  C.A.  Sir  Sefton  Brancker  will  do  his  share, 
ft  is  up  to  the  general  public  to  see  that  the  Govern¬ 
ment  ceases  to  fool  upon  our  national  security. 

♦ 

South  ^le  ^Tn'on  South  Africa  Govern  - 

African  ment  Gazette  of  February  i.  1922,  we 
Ratification  are  pleased  to  see  that  a  Bill  was  in- 
of  .  eluded  "  to  enable  effect  to  be  given  to 
international  q,e  international  Convention  for  regu- 

Convention  luting  air  navigation,  and  to  make  pro¬ 
vision  for  the  control,  regulation  and 
encouragement  of  flying  within  the  Union,  and  for 
other  purposes  identical  thereto."  TheAviation  Act, 
1922,  as  the  new  Act  may  be  cited  “  for  all  purposes," 
provides  for  the  ratification  on  behalf  of  the  Union 
of  South  Africa,  by  His  Majesty  the  King,  of  the 
International  Air  Convention  signed  in  Paris  on 
October  13,  1919, 

The  Bill  confers  upon  the  Governor-General  powers 
to  ratify  any  amendments  of  or  additions  to  the 
Convention,  to  make  regulations  relating  to  the 
licensing,  inspection,  etc.,  of  aircraft  and  aerodromes, 
the  issue  of  certificates,  and,  in  short,  to  act  in  the 
general  interests  of  the  Union,  always  in  conformity 
with,  as  far  as  they  affect  it,  the  International  Air 
Convention.  According  to  the  Bill,  the  Governor- 
General  may  appoint  a  civil  air  board  consisting  of 
not  more  than  seven  persons,  to  act  in  an  advisory 
capacity  and  advise  as  to  regulations  made  under 
the  Act,  matters  arising  out  of  the  application  to  the 
Union  of  the  rules  made  under  the  Convention,  the 
encouragement  of  flying,  and  proposals  for  establish¬ 
ment  of  air  services. 

1  he  Bill  provides  that  in  case  of  emergency  the 
Governor-General  may  declare  the  Union  or  parts 
thereof  to  be  restricted  area  and  issue  orders  and 
instructions  in  respect  of  such  restricted  areas,  as 
well  as  taking  possession  of  and  using  for  purposes  of 
defence  any  aircraft  or  aerodrome  in  the  Union, 
subject  to  payment  of  compensation.  The  Bill  also 
requires  all  public  aerodromes  to  be  licensed  or 
approved  by  a  duly  prescribed  authority. 

The  investigation  of  accidents  has  been  given  due 
attention,  and  the  Act  prescribes  that  the  Minister 
(presumably  of  Posts  and  Telegraphs,  who  introduced 
the  Bill)  may  appoint  one  or  more  persons  as  a  board 
of  enquiry  to  make  investigations  into  accidents. 


1  he  accident  enquiry  boaid  is  to  be  given  power  to 
examine  witnesses  on  oath  and  to  call  for  the  pro¬ 
duction  of  log  books,  licences,  etc. 

We  might  quote  from  the  Bill  a  number  of  other 
provisions  made  for  various  contingencies,  but  suffice 
it  to  say  that,  taken  as  a  whole,  the  Bill  appears  to  be 
modelled  on  very  sensible  lines,  and  should  go  a  long 
way  towards  establishing  aviation  in  South  Africa  011 
sound  lines  as  regards  legislation.  It  is  to  he  hoped 
that  the  introduction  of  this  Bill  will  mark  the  begin¬ 
ning  of  a  vigorous  policy  on  the  part  of  the  Union 
Government,  so  that  South  Africa  may  take  the 
place  in  the  world's  aviation  to  which  her  importance 
and  geographical  conditions  entitle  her. 


The 

Airship 

Scheme 


The  airship  scheme  submitted  to  the 
Air  Ministry  some  weeks  ago  by  Com¬ 
mander  Burney,  and  in  which  Messrs. 
Vickers,  Ltd.,  and  the  "  Shell  "  group  were  to  interest 
themselves,  was  at  first  turned  down,  it  may  be 
lemembered,  the  reason  given  being  that,  in  the 
view  of  the  Government,  the  financial  guarantees 
asked  for  were  too  large  A  modified  scheme  was 
then  submitted  in  which  the  company,  it  the  scheme 
was  accepted,  undertook  to  refund  to  the  Government 
certain  moneys  after  a  period  of  years.  The  latest 
proposal  has  now  been  considered  by  the  Air  Council, 
and  the  following  reply  has  been  made  by  the  Air 
Ministry  : — 

The  Air  Council  have  had  under  further  consideration  your 
latest  proposals  for  the  establishment  of  a  commercial  line  of 
airships  to  India  and  to  Australia,  and  1  am  directed  to  inform 
you  that,  in  the  opinion  of  the  Air  Council,  the  scheme  as  now 
put  forward  by  you  constitutes  a  notable  advance  upon  any 
other  scheme  for  the  utilisation  of  airships  in  connection  with 
Imperial  communications  which  ha?  previously  been  sub¬ 
mitted  to  the  Air  Council. 

The}-  further  consider  that,  with  certain  additions,  given 
below,  the  scheme  offers  a  reasonable  prospect  of  being  able 
to  operate  ships  satisfactorily  between  India  and  this  country, 
subject  to  definite  recognition  of  the  fact  that  any  under¬ 
taking  involving  the  regular  use  of  airships  as  a  means  of 
communication  must  necessarily  be  of  a  highly  speculative 
nature,  especially  from  the  commercial  point  of  view, 

(1)  The  number  of  airships  to  be  provided  to  be  increased 
from  five  to  six. 

(1)  An  airship  base,  complete  with  airship  shed,  and  tile 
necessary  plant,  to  be  erected  in  India. 

The  Air  Council  are  at  this  stage  unable  to  make  any  .state¬ 
ment  regarding  the  financial  aspect  of  the  scheme. 

So  far  as  it  goes,  this  reply  from  the  Air  Ministry  is 
satisfactory.  There  still  remains  the  financial  aspect, 
lo  be  studied  bv  the  Air  Ministry  and  the  Treasury. 
The  reply,  following  the  deliberations  of  these  two 
bodies,  may  be  less  favourable.  We  say  may, 
although  we  do  not  necessarily  think  it  will  be.  For 
one  thing,  it  seems  possible  that,  if  the  scheme  is 
turned  down  on  financial  grounds  by  the  Air  Ministry, 
the  Admiralty  may  interest  itself  in  it.  It  is  well 
known  that  the  Admiralty  "  turned  down  "  airships 
on  financial  grounds,  and  if  this  scheme  could  he  so 
worked  as  to  give  the  Admiralty  a  certain  interest  in 
the  undertaking  at  relatively  low  cost,  some  arrange¬ 
ment  might  be  reached  whereby  the  Admiralty  would 
sponsor  the  scheme,  or  a  somewhat  similar  one. 

It  is,  however,  unlikely  that  the  Air  Ministry  would 
like  the  Admiralty  to  come  forward  and  take  up  the 
“  fathering  "  of  the  proposed  scheme,  and  this  fact, 
may,  conceivably,  influence  the  Air  Ministry  to  the 
extent  of  causing  the  suggestions  of  Commander 
Burney  to  be  accepted.  At  any  rate,  the  prospects 
for  airships  are,  we  think,  brighter  than  they  have 
been  for  a  longtime. 
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CANADA’S  USE 

A  Lesson  to  the 

lx  has  repeatedly  been  pointed  out  in  Flight  that  for  some- 
unknown  and  inexplicable,  reason  the  seaplane,  the  type  of 
aircraft  which  one  would  naturally  expect, to  have  received  a 
maximum  of  development,  has  been  very  stepmotherly 
treated  in  this  country.  Separated  as  the  parts  of  our 
Empire  are  by  leagues  of  ocean,  it  might  have  been  taken  for 


OF  SEAPLANES 

“  Old  Country  ” 

granted  that  aircraft  making  the  sea  its  "  aerodrome  "  would 
be  the  first  type  to  corne  to  mind  in  speculating  on  the  possi¬ 
bilities  of  linking  up  the  Mother  Country  with  the  Colonies 
and  Dominions.  Yet,  as  we  have  already  remarked, '  the 
seaplane,  for  lack  of  encouragement,  is  at  the  stage  of  develop¬ 
ment  where  land  machines  were  live  or  six  years  ago.  But 


AERIAL  PHOTOGRAPHS  ILLUSTRATING  ACTIVITIES  OF  CANADIAN  FLYING  OPERATIONS  BRANCH 
DURING  SUMMER  SEASON  OF  1921  :  1.  Unnamed  peak,  Maligne  Lake,  Jasper  Park,  Alta.  2.  Cascade 
Mountains,  near  Vancouver,  B.C.,  illustrating  reconnaissance  flight  for  Primary  Triangulation  Scheme,  Geodetic 
Survey  Branch.  3.  “  Empress  of  Russia  ”  escorted  into  Vancouver,  B.C.,  illustrating  Customs  Patrols  for 
prevention  of  drug  smuggling.  4.  “  Mosaic  ”  of  St.  Lawrence  River  and  Canal,  Cornwall,  Ont.  5.  St.  Lawrence 
River  and  Canal  System,  Valleyfield,  P.Q.,  illustrates  photographic  reconnaissance  of  international  deep  water¬ 
ways  system  for  Great  Lakes  ocean-going  traffic  scheme.  6.  Hudson  Bay  fort  at  Norway  House,  L.  Winnipeg, 
illustrates  forest  reconnaissance  and  fire  protection,  and  survey  of  Northern  Areas  for  Land  Drainage  and 

Reclamation  Projects. 
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for  the  enthusiasm  and  far-sightedness  of  a  very  few  firms 
with  confidence  in  the  ultimate  importance  of  the  seaplanes, 
we  might  have  been  in  a  position  even  worse  than  that  which 
actually  obtains. 

Although  there  are  signs  that  the  gospel  preached  by  Flight 
is  beginning  to  bear  fruit,  progress  is  far  less  rapid  than  it 
ought  to  be,  and  the  following  notes,  dealing  with  the  use  of 
seaplanes  in  Canada,  are  therefore  published  with  a  view  to 
furnishing  au  example  of  what  can  be  done,  even  with  rela¬ 
tively  antiquated  machines.  It  does  not  require  a  gTeat 
deal  of  imagination  to  picture  other  uses  for  really  modern 
seaplanes,  not  to  mention  the  things  of  which  the  seaplane  of 
the  near  future  will  be  capable.  In  these  remarks  about 
seaplanes  we  include  its  most  recent  development  the  amphi¬ 
bian,  which  is,  of  course,  a  seaplane  provided  with  some  form 
of  wheel  undercarriage  which  allows  the  machine  to  alight  on 
land  as  easily  as  it  alights  on  the  sea. 

The  following  notes  are  extracts  from  and  comments  on 
some  of  the  activities  of  the  Flying  Operations  Branch  of  the 
Canadian  Government  Civil  Aviation.  It  should  be  pointed 
out  that  these  notes  include  a  small  portion  only  of  the  work 
done,  many  ‘other  operations  no  less  useful  having  been 
carried  out  by  land  machines. 

During  August  and  September  of  1921  routine  patrols  were 
carried  out  from  the  Air  Station  at  Vancouver.  The  work 
included  weekly  inspection  trips  covering  the  Provincial 
Government’s  forests  and  the  Dominion  Forest  Belt.  Also 
transportation  to  inaccessible  regions  for  the  Geodetic  Survey 
Branch  of  the  Department  of  Marine  and  Fisheries,  inspection 
trips  for  the  Fisheries  Branch,  and  preventative  patrols  for 
the  Department  of  Customs  and  Inland  Revenue.  The 
machines  used  were  one  F.  3  and  three  H.S.  2  L.  flying  boats. 

At.  Victoria  Beach,  Man,,  two  F.  3  and  one  H.S.  2  L.  flying 
boats  were  used  during  August  and  September,  and  patrols 
were  carried  out  on  behalf  of  the  Forestry  Branch,  valuable 
results  being  obtained  in  locating  and  fighting  forest  fires,  in 
the  transportation  of  survey  parties  to  inaccessible  regions, 
and  In  inspection  trips  for  district  inspectors,  fire  rangers,  and 
other  officers  of  the  Government,  which  would  occupy  too 
much  time  if  undertaken  by  canoe  route.  A  weekly  patrol 
was  flown  from  Victoria  Beach  to  Norway  House  at  the  head 
of  Lake  Winnipeg,  and  return  via  Lake  Winnipegosis  and 
Lake  Manitoba.  This  patrol  covered  over  800  miles,  and 
was  accomplished  in  from  ten  to  twelve  hours’  flying. 

Also  during  August  and  September,  1921,  the  Northern 
Ontario  Mobile  Unit  did  a  lot  of  very  useful  work  for  the 
Government  of  Ontario,  in  the  nature  mostly  of  forest 
reconnaissance  and  timber  cruising  over  certain  blocks  of 
land  north  of  the  Trans-Continental  railway.  The  forest 
types  and  extent  of  growth  were  sketched-in  from  the  air, 
and  landings  were  made  at  frequent  intervals  in  order  to  send 
men  in  on  foot  to  check  the  details  secured  from  the  air. 
The  official  report  states  that  "  These  cruises  on  foot  have 
indicated  in  every  case  that  the  types  sketched-in  from  the 
air  are  correct,  and  that,  therefore,  the  aerial  cruise,  occupying 
as  it  does  so  little  time,  is  very  valuable.”  Although’  fire 
protection  was  not  the  primary  purpose  of  the  Mobile  Unit, 
forest  fires  were  reported,  and  on  occasion  fire  rangers  have 
been  flown  to  the  scene  of  the  fires.  The  machines  used  were 
three  H.S.  2  L.  flying  boats. 

The  Air  Station  at  Ottawa,  Ontario;  is  equipped  with  both 
land  machines  and  seaplanes.  Of  the  activities  of  the  latter, 
which  include  one  H.S.  2  L.  flying  boat  and  one  Avro  sea¬ 
plane,  mention  may  be  made  of  photographic  survey  work, 
including  a  photographic  survey  of  the  St.  Lawrence  River 
and  Canal  system.  Vertical  and  oblique  photographs  were 
secured  of  points  where  works  are  proposed.  A  photographic 
survey  of  the  Welland  Canal,  showing  the  old  canal  and  the 
work  done  on  the  new  canal,  was  also  completed,  and  certain 
photographic  survey  work  of  the  Gatineau  Valley  was  carried 
out  for  the  Geodetic  Survey  Branch. 

The  Air  Station  at  Roberval,  Lake  St  John,  P.Q.,  carried 
out  forest  fire  patrols  and  timber  sketching  on  behalf  of  the 
Government  of  Quebec,  the  machines  on  several  occasions 
being  within  a  few  miles  of  Lake  Mistassini.  Petrol  has  been 
"  cached  at  distant  points  so  that  operations  further  afield 
may  be  undertaken  this  year.  The  machines  used  by  this 
station  were  three  H.S.  2  L.  flying, boats. 

Operations  of  Special  Interest 

In  the  foregoing  notes  only  the  merest  outline  has  been 
given  of  the  work  undertaken.  Certain  special  flights  and 
operations  deserve,  however,  more  detailed  reference,  and  in 
the  following  we  shall  endeavour  to  give,  within  the  space  at 
our  disposal,  more  specific  instances  of  the  manner  in  which 
the  various  classes  of  work  were  undertaken  and  the  results 
obtained,  as  well  as  the  considered  opinions  of  the  various 


officials  (outside  the  Canadian  Air  Force)  for  whom  the  work 
was  undertaken.  As  these  officials  arc  not  in  any  way  pre¬ 
judiced  in  favour  of  doing  their  work  by  the  aid  of  aircraft, 
but  are  merely  concerned  with  the  most  efficient  way  of  doing 
that  work,  their  opinions  carry  a  good  deal  more  weight  than 
that  of  C.A.F.  officers,  who  might  be  accused  of  being  too 
enthusiastic  and  of  looking  upon  the  possibilities  of  aircraft 
in  an  optimistic  light. 

A  1,000  Miles  Demonstration  Flight, — Early  in  August, 
1921,  a  1,000  miles  demonstration  flight  was  undertaken, 
entailing  a  complete  circuit  of  Lakes  Winnipeg,  Winnipegosis 
and  part  of  Lake  Manitoba,  and  as  far  north  as  The  Pas  and 
Cumberland  House.  This  flight  was  undertaken  for  the 
District  Forest  Inspector  for  Manitoba,  Lieut. -Col.  H.  I. 
Stevenson,  who  was  taken  as  passenger  throughout  the  trip. 
Ihe  object  of  the  flight  was  twofold  : — (a)  To  enable  a  special 
investigation  to  be  made  of  the  possibilities  of  instituting 
aerial  forest  patrols  over  virtually  the  whole  of  the  forest 
areas  of  Northern  Manitoba,  and  (6)  to  enable  District  Fire 
Rangers  to  be  taken  up  and  flown  over  their  respective 
districts. 

the  route  followed,  starting  and  finishing  at  Victoria 
Beach  Station,  was  as  follows  : — Victoria  Beach,  Manigo- 
togan,  Berens  River,  Norway  House,  The  Pas,  Cumberland 
House,  Cedar  Lake,  Grand  Rapids,  Winnipegosis,  Sturgeon 
Bay  and  Victoria  Beach.  Stops  were  made  at  Norway 
House,  The  Pas,  Cumberland  House  and  Winnipegosis,  where 
District  Fire  Rangers  were  flown  over  their  respective  areas 
and  given  a  comprehensive  view  of  the  topographical  features 
of  the  country. 

As  a  commentary  on  the  possibilities  of  use  ot  aircraft  for 
work  of  this  kind  we  quote  the  following  from  a  letter  sent 
to  the  Air  Board  of  Canada  by  Dr.  Wallace,  Commissioner  for 
Northern  Manitoba  : — 

''  More  than  anything  I  had  previously  imagined,  this  trip 
impressed  me  with  the  future  of  the  Air  Service  in  northern 
territory.  I  obtained  a  grasp  of  the  topography  and  water 
system  in  the  Saskatchewan  River  Valley  that  1  had  not  had 
any  clear  conception  of.  I  have  had  considerable  experience 
in  mapping  territory  from  the  canoe,  and  feel  satisfied  and 
more  than  ever  impressed  with  the  conviction  that  the  only 
way  in  which  northern  territory  can  be  mapped  is  by  the 
camera  from  the  air.” 

In  connection  with  this  flight,  we  cannot  refrain  from 
quoting  certain  passages  from  the  report  sent  by  Lt.-Col. 
Stevenson,  District  Forest  Inspector  for  Manitoba,  to  the 
Director  of  Forestry,  Ottawa  : — 

From  my  observations  I  am  thoroughly  convinced  that 
flying  boats  are  very  far  ahead  of  our  present  method  of 
patrols.  We  could  always  see  front  30  to  50  miles  on  either 
side  of  the  plane,  and  it  would  be  no  difficulty  to  locate  smoke 
at  this  distance.  When  you  compare  this  with  a  canoe 
travelling  up  a  river  with  high  banks,  where  it  is  impossible 
to  see  more  than  100  yards  in  either  direction,  and  where  the 
patrol  would  be  unable  to  notice  smoke  unless  it.  were  driven 
down  over  him,  the  advantage  is  entirely  on  the  side  of  the 
’plane.  By  reading  the  diaries  of  the  fire  rangers,  1  find  that 
in  a  great  many  instances,  even  though  they  see  smoke,  they 
spend  days  in  locating  the  fire,  and  I  am  convinced  that  half 
of  the  fires  which  occur  are  never  located  or  reported.  On 
the  other  hand,  the  aeroplane  is  able  to  fly  directly  to  the 
scene  of  the  smoke  and  land  on  a  nearby  lake.  We  have 
already  proved  this  conclusively,  as  we  have  observed  smoke, 
located  the  fire,  taken  men  into  the  fire  district  and  extin¬ 
guished  the  fire  in  five  cases  already,  east  of  Lake  Winnipeg. 

I  have  discussed  the  use  of  ‘planes  very  fully  with  the 
three  District  Fire  Rangers,  and  they  agree  with  me  that  one 
seaplane  of  the  F.3  type  located  at  Norway  House  and  one  at 
llie  PavS,  in  addition  to  the  main  base  at  Victoria  Beach, 
would  be  able  to  do  all  the  work  at  present  done  by  ground 
patrol  in  these  districts,  and  do  it  a  hundred  times  more 
efficiently. 

"I  believe  that,  next  year,  provided  we  can  be  supplied 
with  the  machines,  it  would  be  possible  to  do  away  entirely 
with  the  ground  men  and  canoes,  keeping  the  District  Fire 
Rangers,  and  possibly  two  men,  who  would  make  trips  with 
the  machines  and  take  charge  of  the  fire  fighting  crews  in  the 
event  of  fire  In  this  way  wre  could  fight  two  or  three  fires 
in  each  district. 

if  it  were  possible  I  should  like  to  extend  the  work  at 
once.  I  am  thoroughly  convinced  that  patrol  with  canoes  is 
obsolete,  and  also  convinced  that  it  will  be  possible  to  do  the 
work  more  efficiently  with  aircraft  and  at  considerably  less 
cost  than  our  present  methods.” 

Reconnaissance  of  Flooded  Areas. — On  the  occasion  of  the 
above-mentioned  flight  of  1,000  miles,  advantage  was  taken 
of  an  opportunity  to  use  seaplanes  for  reconnaissance  and 
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-.urvey  of  flooded  areas  in  connection  with  land  drainage'and 
reclamation  projects.  Mr.  G.  F.  Horsey,  Hydraulic  Engineer 
of  the  Reclamation  Service,  was  engaged  on  a  survey  of  the 
Carrot  River  Triangle  district  for  a  proposed  drainage  project 
involving  the  reclamation  of  approximately  900,000  acres  of 
land.  Having  experienced  very  great  difficulty  in  conducting 
his  survey  on  foot,  owing  to  the  floods  and  swamps,  Mr. 
Horsey  decided  to  give  the  seaplane  a  trial.  A  special  flight 
was  accordingly  made  over  the  Carrot  River  Triangle  district. 


with  Mr.  Horsey  on  board.  In  his  report  to’the  Director  of 
the  Reclamation  Service,  Ottawa,  Mr.  Horsey  wrote,  among 
other  things  : — 

“  Through  Dr.  Wallace.  Commissioner  of  Northern  Mani¬ 
toba,  and  Lt.-Col.  Stevenson,  I  inet  the  Air  Board’s  Station 
Superintendent,  Major  Hobbs,  who  kindly  consented  to  stop 
over  a  day  and  take  me  over  the  Triangle  in  his  'plane.  We 
started  from  The  Pas  at  6  p.m.  and  returned  at  8  p.m.,  spend¬ 
ing  two  hours  in  the  air  and  covering  approximately  120 


AERIAL  “OBLIQUE”  PHOTOGRAPHS,  ILLUSTRATING  FOREST  RECONNAISSANCE,  TIMBER 
CRUISING  AND  FIRE  PROTECTION  AS  CARRIED  OUT  BY  SEAPLANE  IN  CANADA  :  1.  Distant  view  of 
forest  and  lake  area  ;  altitude  3,000  ft.  Note  point  of  land  x.  2.  Nearer  view  of  point  of  land  shown  at  x  in  1 ; 
altitude  1,000  ft.  3.  “  Close-up  ”  view  of  same  area,  showing  actual  timber  types  ;  altitude  200  ft.  4.  A  flying 
boat  on  patrol,  as  seen  from  another  machine  flying  above  it.  5.  Landing  supplies  for  fire  fighters  on  a  lake 
near  the  scene  of  the  fire.  6.  Comparison  of  the  old  and  the  new  way.  The  former  is  illustrated  in  the  photo¬ 
graph  by  the  look-out  tower  at  Norway  House,  Lake  Winnipeg,  photographed  from  the  seaplane  which  provides 

the  new  way. 

28l 


May  18,  1922 


miles,  going  nearly  due  west  from  The  Pas,  crossing  Saskeram 
Lake  and  then  following  the  Saskatchewan  River  to  within 
about  20  or  25  miles  of  the  Sipanok  Channel,  and  flying  at  a 
height  of  from  1,000  to  4,000  ft.  We  were  only  able  in  two 
hours  to  cover  a  part  of  the  interior. 

■'  I  cannot  speak  too  highly  of  the  benefit  derived  from  a 
flight  of  this  kind  in  connection  with  survey  work  on  a  project 
of  the  magnitude  of  the  proposed  Carrot  River  Triangle 
Drainage  Project,  involving  as  it  does  an  area  of  from  800,000 
to  goo, 000  acres,  a  large  part  of  which  is  practically  inac¬ 
cessible.  in  the  summer  season  on  account  of  the  flooded 
Condition  of  the  interior.  Much  of  this  district  is  unsurveyed, 
and  very  little  information  of  the  topographical  features  of 
this  section  is  obtainable  without  running  a  traverse  survey. 
From  the  air  you  can  see  the  various  drainage  channels  in  the 
interior  quite  distinctly,  and  information  of  this  kind  would 
prove  of  great  value  in  determining  to  a  large  extent  -where 
it  would  be  necessary  to  run  our  interior  traverse  lines  and 
where  lines  would  not  be  necessary,  thereby  saving  time  and 
money.  Information  regarding  the  timber  in  the  interior 
could  also  be  obtained. 

“  From  my  personal  experience  I  feel  confident  that  I 
obtained  more  general  information  of  the  area  covered  in  the 
two  hours’  flight  that  I  made  in  the  air  than  I  could  have 
learned  in  a  month’s  trip  on  foot  in  the  late  fall  or  winter 
when  it  is  only  possible  to  travel  in  this  section.” 

Geodetic  Survey  in  British  Columbia. — During  the  summer 
of  last  year  Mr.  H.  F.  Lambart,  Engineer  of  the  Geodetic 
Survey  Branch,  was  engaged  upon  establishing  a  preliminary 
triangulation  scheme  in  British  Columbia,  and  with  the 
assistance  of  seaplanes  from  the  Vancouver  Air  Station,  the 
work  was  very  greatly  facilitated,  a  considerable  saving  both 
in  time  and  expense  being  effected.  In  Geodetic  Survey 
operations,  one  of  the  main  problems  is  to  find  means  of  viewr- 
ing  the  country  so  as  to  enable  the  engineer  to  determine  and 
identify  the  position  of  the  points  constituting  his  triangulation 
scheme.  To  minimise  as  far  as  possible  the  fatigue  and  loss 
of  time  in  long  excursions  over  bad  country  or  through  almost 
impassable  woods,  extension  ladders  and  temporarily  erected 
wooden  towers  have  to  be  resorted  to.  One  of  these,  at 
Norway  House,  is  shown  in  one  of  the  accompanying  illustra¬ 
tions.  By  making  use  of  seaplanes,  observations  could  be 
made  rapidly  and  easily  at  any  point  desired,  and  thus  the 
w-ork  was  greatly  facilitated.  We  can  do  no  better  than  note 
the  assistance  rendered  by  seaplanes  in  the  words  of  Mr. 
Lambart  in  a  report  to  the  Air  Board  of  Canada  : — "  Now, 
through  the  introduction  of  the  aeroplane  [Should  have  been 
seaplane,  strictly  speaking — Ed,,  Flight],  “  for  the  first  time 
as  far  as  I  know,”  Mr.  Lambart  says,  ”  into  this  class  of 
survey  work,  we  have  met  with  signal  success,  and  estab¬ 
lished  a  record  not  hitherto  approached  by  this  Survey. 

"  It  is  very  difficult  indeed  to  give  any  comparisons  that 
are  reliable,  as  conditions  differ  so  greatly,  but  we  have  arrived 
at  some  rough,  and  which  we  think  conservative,  conclusions 
as  follows  : — Firstly,  that  the  ground  covered  this  summer 
(300  miles)  in  the  short  period  from  June  1  to  the  end  of 
August,  was  three  times  more  than  could  have  been  covered 
by  any  of  the  previously  known  methods ;  and  secondly, 
that  the  saving  in  expense  as  a  direct  result  of  the 
assistance  rendered  by  aircraft  was  over  twelve  thousand 
dollars. 

”  Although  it  is  possible  the  soundness  of  these  conclusions 
may  be  disputed,  there  is,  however,  no  doubt  whatever  left 
in  my  mind  as  to  the  certainty  that  this  Survey  has  secured 
through  one  of  the  most  rugged  portions  of  the  Dominion  a 
primary  system  of  triangulation  which  would  be  difficult  to 
improve  without  increasing  the  cost  of  the  ultimate  survey 
beyond  all  reason. 

”  The  greatest  benefit  has  been  derived  from  the  recon¬ 
naissance  flights,  giving  a  clear  and  distinct  view  of  the  whole 
country  and  making  it  possible  to  secure  a  careful  and  detailed 
inspection  of  the  points  selected  for  the  stations  of  the  scheme. 
The  information  so  obtained  can  hardly  be  over-estimated,  and 
is  not  realised  until  the  actual  ground  work  on  the  stations  is 
taken  in  hand. 

“  We  are  earnestly  looking  forward  to  a.  vigorous  pursuance 
of  this  work  next  summer  with  a  still  greater  use  of  aircraft, 
and  feel  confident  of  being  able  to  turn  out  final  results  of 
the  Survey,  for  the  use  of  the  surveypr  and  engineer  in 
general,  years  in  advance  of  w-hat  would  otherwise  be 
possible.” 

Observation  and  Photographic  Reconnaissance  of  Mosquito- 
breeding  Areas. — The  valuable,  assistance  of  seaplanes  in 
materially  aiding  investigations  into  the  mosquito  pest  of 
low-lying  swampy  areas  was  strikingly  demonstrated  in 
operations  carried  out  from  the  Vancouver  Air  Station  over 
sections  of  the  Lower  Fraser  Valley,  B.C.  Following  are 


extracts  of  what  Mr,  Eric  Hearle,  Entomologist  of  the  Ento¬ 
mological  Branch  of  the  Department  of  Agriculture,  said  in  a 
report  submitted  to  the  Air  Board  :• — 

i  would  like  to  state  my  appreciation  of  the  courtesy  and 
co-operation  that  the  officials  of  the  x\ir  Board  have  shown 
in  connection  -with  our  investigations  of  mosquito  breeding 
areas  in  B.C  ,  and  1  may  say  that  nothing  has  helped  11s  to  a. 
satisfactory  conclusion  of  our  investigations  in  the  Fraser 
Valley,  so  ranch  as  the  observation  flights  and  aerial  photo¬ 
graphs  undertaken  by  the  Air  Board 

”  For  years  there  have  been  demands  for  an  investigation 
into  the  mosquito  pest  of  the  Fraser  Valley,  B.C.  During 
bad  seasons  all  outdoor  activities  have  been  seriously  affected, 
lumber  camps  have  been  obliged  to  close  dow-n.  small  fruit 
picking  has  been  much  hampered,  and  great  material  loss  lias 
been  incurred  through  the  drop  in  milk  production  in  the 
dairy  sections.  Cases  are  even  on  record  wdiere  cattle  have 
actually  succumbed  through  the  attacks  of  mosquitoes. 

”  For  two  years  efforts  were  made  by  various  surveys 
(by  auto.,  on  foot,  and  by  boat)  to  locate,  and  define  the 
position  and  extent  of  the  various  breeding  areas  (which 
often  ran  to  many  thousand  acres),  It  w-as  found  impossible 
to  obtain  sufficient  data  over  such  an  extensive  territory,  and 
the  value  of  aerial  surveys  in  this  connection  presented  itself. 
The  results  obtained  during  the  present  season  have  justified 
our  expectations,  and  I  am  of  the  conclusion  that  this  is  the 
most  feasible  method  of  covering  such  an  extensive  territory, 
where  detailed  maps  are  not  available  From  the  observa¬ 
tion  flights  and  the  aerial  photographs  we  have  been  able  to 
more  or  less  accurately  map  the  important  breeding  areas, 
showing  the  extent  of  flooding  at  17  ft.  6  ins.,  and  the  more 
extensive  flooding  at  levels  where  conditions  suitable  for  a 
serious  outbreak  occur, 

"  The  field  notes  obtained  during  the  flights,  together  with 
the  photographs,  have  enabled  us  to  obtain  a  comprehensive 
idea  of  the  Fraser  Valley  situation,  and  have  placed  us  in  a 
position  to  make  concrete  recommendations  dealing  with  the 
control  of  the  pest.” 

Geological  Reconnaissance  by  Air  in  Northern  Ontario. — 
Another  example  of  the  useful  work  done  by  seaplanes  in 
Canada  is  provided  by  the  account  of  a  seaplane  flight  made 
by  a  machine  belonging  to  the  Air  Board  Mobile  Unit  at 
Sioux  Lookout,  Northern  Ontario.  This  flight  was  made  to 
assist  in  the  geological  examination  of  that  district  by  the 
Mines  Department  of  the  Government  of  Ontario.  Prof. 
E.  L.  Bruce,  of  the  Dept,  of  Mineralogy,  was"  the  geologist 
taken  up  as  observer  on  this  occasion.  The  nature  and 
importance  of  the  geological  information  which  he  w-as  able 
to  obtain  from  the  air  in  a  few  hours'  flying  are  set  out  in  a 
report  by  Prof.  Bruce,  from  which  the  following  passages  are 
quoted  — 

"  The  district  lying  north  of  Sioux  Lookout  is  a  network 
of  lakes,  of  which  the  southern  ones  drain  to  Lake  Winnipeg, 
the  northern  to  the  Albany  River  and  James  Bay.  From 
the  railway  to  Lake  St,  Joseph  required  for  our  survey  part)-, 
with  outfit,  four  days  of  travel.  By  seaplane  the  distance 
was  made  in  a  little  over  one  hour.  .  .  .  Most  of  that 

district  between  the  railway  and  Lake  St,  Joseph  is  prac¬ 
tically  unmapped,  and  many  large  lakes  are  not  shown  at  all 
or  very  imperfectly.  Of  those  shown  on  Map  No.  9A  of  the 
Geological  Survey  of  Canada,  Green  Grass  Lake  is  one  of  the 
largest.  Its  outline  is  quite  different  from  that  on  the  map, 
Long  Lake  lies  a  considerable  distance  to  the  east  of  Green 
Grass  Lake.  The  flight  did  not  take  us  over  this,  but  it  w  as 
recognisable  to  the  eastward  of  our  course.  It  is  narrower 
than  mapped,  and  the  bend  in  the  middle  of  the  lake  is  more 
pronounced  than  shown.  The  lakes  not  shown  at  all  are 
almost  numberless,  and  vary  in  size  from  mere  ponds  to  lakes 
larger  than  Green  Grass  Lake.  .  .  . 

”  Geologically  some  additions  to  the  previous  knowledge 
of  the  districts  were  made,  even  by  this  brief  aerial  examina¬ 
tion.  On  map  No.  9A  of  the  Geological  Survey  the  district 
about  Green  Grass  Lake  is  left  uncoloured,  indicating  lack 
of  geological  information.  This  solid  rock  is  undoubtedly 
granite.  Ridges  of  that  rock  were  easily  recognisable  for 
considerable  distances  in  all  directions  from  the  lake  during 
our  flight  over  that  part  of  the  area. 

“  These  are  briefly  the  observations  made  during  the  flight, 
and  they  seem  to  indicate  that  much  time  and  labour  could 
be  saved  by  using  a  seaplane  for  a  few  days  in  examining  an 
area  such  as  that  about  Lake  St.  Joseph.  It  would  be  pos¬ 
sible  in  this  way  to  eliminate  from  ordinary  detailed  geological 
examination  the  areas  of  granite  which  are  not  important 
economically,  and  the  areas  where  the  solid  rocks  are  covered 
by  heavy  glacial  debris.  This  would  leave  the  geologist  more- 
time  for  the  exploration  of  the  areas  of  promising  rocks,  and 
so  make  it  possible  to  cover  larger  areas  in  the  field  season, 
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Photographic-  Surveys  of  St.  Cron'  Hiner,  .Y.J3.-  Vertical  and 
oblique  photographs  of  portions  of  thu  St  Croix  River  which 
tonns  the  International  Boundary  between  the  Province  of 
New  Brunswick  and  the  State  of  Maine,  were  undertaken  by 
seaplane  from  the  Halifax  Air  Station  on  behalf  of  the  Inter 
national  Boundary  Commission.  Sections  of  the  river  in  the 
vicinity  of  St.  Stephen,  Oak  Bay  and  Milltown  were  covered, 
and  proved  of  value  to  the  Commission,  as  they  reproduced 
exactly  ail  natural  features,  and  supplemented  the  surveys 
already  made  by  their  engineers. 

We  could  mention  a  number  of  other  examples  of  the  way 
m  which  Canada  is  making  use  of  the  seaplane,  but  sufficient 
has,  we  flunk,  been  said  to  indicate  that  not  only  the  Canadian 


Air  Board,  but  a  very  great  number  of  Other  Canadian 
Government  Departments  are  fully  alive  to  its  possibilities. 
Comparison  with  flic  attitude  towards  the  seaplane  at  home 
leaves  one  with  a  feeling  that  all  is  not  wall.  Wo  willingly 
grant  that  Canada  has  facilities  and  possibilities  which  do  not 
exist  in  England,  but  a  very  great  deal  might  be  done  towards 
a  greater  utilisation  of  the  seaplane  than  is  the  case,  even  if 
the  purposes  for  which  it  was  used  were  somewhat  different. 
But  that  is  another  story,  to  which  we  may  return  at  u  later 
date.  In  the  meantime,  we  congratulate  Canada  on  its 
energetic  Air  Board,  and  on  its  other  progressive,  and  wide¬ 
awake  Government  departments.  They  have  provided  11s 
with  an  excellent  example  to  follow. 


E  E 

A  NEW  GAS 

According  to  our  American  contemporary  Aerial  Age,  the 
new  gas  for  airships,  "  Currenium,"  which  lias  been  dis¬ 
covered  was  demonstrated  recently  at  Los  Angeles.  This 
gas  possesses  a  lift  about  equal  to  hydrogen,  and  has  non- 
inflammable  and  non-explosive  qualities  which  should  render 
it  a  valuable  asset  in  connection  with  airship  work.  It  is  a 
manufactured  gas.  and  can  be  produced  in  any  quantity  by' 
an  electrolytic  process  at  an  estimated  cost  of  $30  per  thousand 
cubic  feet,  $100  less  than  it  costs  to  produce  helium. 

"  Currenium  ”  has  been  developed  by  Dr.  Edward  Curran, 
head  of  the  research  department  of  the  International  Trans¬ 
portation  Co.,  of  Los  Angeles.  It  is  the  result  of  several 
years  of  research  work  on  the  part  of  Dr.  Curran,  who  produced 
the  gas  successfully  in  ttjtS,  since  when  he  has  continued 
the  development  of  the  process,  and  has  succeeded  in  producing 
a  100  per  cent,  purity  gas.  As  a  result  a  newr  company  has 
been  formed  known  as  "  Airway  Load  Carriers,"  a  combina- 
lioa'of  the  International  Co.  and  the  Hall  Aeroplane  Co., 
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E  E 
FOR  AIRSHIPS 

and  both  the  new  gas  and  the  Hall  "  Ilelicoidal  ”  propellers 
wall  be  put  to  practical  use. 

The  new  gas  weighs  6.2  lbs.  per  1,000  cubic  ft,  at  a  baro¬ 
metric  pressure  of  30  ins.  and  a  temperature  of  40°  F.  Its 
lift  under  these  conditions  is,  therefore,  73. 8  lbs.  per  cubic  ft. 
In  the  demonstration,  previously  referred  to,  made  by  Dr. 
Curran  a  flame  was  passed  through  the  gas  and  an  electric 
spark  inserted  in  it  without  occasioning  fire  or  explosion. 
The  purity  was  allowed  to  drop  below  80  per  cent.,  with 
similar  results.  A  small  elongated  balloon  was  filled  with 
"  Currenium  "  of  low  purity,  and  a  flame  applied  to  the  end 
of  the  balloon,  The  gas  did  not.  explode,  and  the  balloon 
wras  only  burned  where  it  came  into  contact  with  the  flame — 
the  gas  escaping  through  the  hole  thus  made.  Under  certain 
conditions  of  extremely  low  purity — which  would  never  be 
allowed  to  exist  in  aircraft — it  was  found  possible  to  unite 
"  Currenium  "  with  oxygen  and  air,  and  cause  a  flame,  but 
without  explosion. 
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THE  LONDON-CONTINENTAL  SERVICES 


FLIGHTS  BETWEEN  MAY  7  AND  May  13,  INCLUSIVE 
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RouteJ 

«w 

0 

d 

55 

Maita 
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Fastest  time  made  by 

Number  of  each  type  flying 

Croydon-Paiis  ... 

60 

104 

•4  b 

42 

38 

h,  m. 

2  27 

Breguet  F-CMAC  (ih.  431a.) 

B.  {3),  D.H.  4  (2),  P.H.  9  (1). 

Paris -Croydon  ... 

62 

*45 

K 

38 

62 

2  43 

D.H.  4a  G-EAWH  (2h.  am.) 

D.H.  18  (3),  D.H.  34  (5),  G.  (8), 
H.P.  (3),  Sp.  (6). 

B.  (4),  D.H.  4  (2),  D.H.  9  (1), 
D.H.  18(3),  D.H.  34  (5),  G.{8), 
H,P.  (2),  Sp.  (7). 

F.  (3). 

Croydon— Rotterdam- 

6 

1 

b 

6 

6 

2  3:! 

Fokker  H-NABQ  (ah.  23m.) 

Amsterdam. 

Amsterdam-Rotterdam- 

7 

4 

0 

6 

7 

3  ”  i 

Fokker  H-NABM  (2h.  21m.) 

F.  (5)- 

Croydon. 

— 

Totals  for  week 

U5 

254 

3«> 

92 

133 

Note. — Four  trips  to  Rotterdam,  and  six  trips  from  Rotterdam. 

*  Not  including  "  private  ”  flights.  f  Including  certain  journeys  when  stops  were  made  en  route. 

X  Including  certain  diverted  journey's. 

Av.  Avro.  B.  Breguet.  Br,  =  Bristol.  Bt.  =  B.A.T.  D.H.4  =  De  Havilland  4,  LLH.9  (etc.j. 

F.  Fokker.  Fa.  Farman  F  50.  G.  Goliath  Farman.  HP.  - -  Handley' Page.  M.  —  Martinsyrde.  N.  —  Nieuport. 
P  -  Poles.  K.  =  Rum  pier.  Sa.  =  Salmson.  Sc.  -  S.E.5.  Sp.  =  Spad.  V,  —  Vickers  Vimy\  W.  —  Westland. 

l'he  following  ia  a  list  of  firms  running  services  between  London  and  Paris,  Brussels,  etc.,  etc.  11 Co.  des  Grandes 
Expresses  ACriennes  ;  Daimler  Hire,  Ltd.  ;  Handley  Page  Transport,  Ltd.  ;  Instcme  Air  Line  ;  Koninklijkie  I.uclitvaart 
Moalschappij  ;  Message! kvs  Adriennes  ;  Syndicat  National  pour  I’fitud©  des  Transports  Adriens  ;  Co.  Transaerienne. 


Incidental  Plying. — Five  D.H.  y's  were  on  test  for  the  Aircraft  Disposal  CoM  Capt.  Stocken  taking  four,  and  Maj.  Foot  one. 
During  the  week  numerous  flights  were  made  between  Croydon-Brussels — mainly  in  connection  with  the  Royal  visit 
to  Belgium — by’  the  Aircraft  Disposal  Co.,  Dc  Havilland  Aircaft  Co.,  Instone  Air  Line  and  Surrey  Flying  Services. 
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Cunard  Enterprise 

The  Cunard  Company  have  arranged  with  the  Compagnie 
Acridine  Franyaise,  as  from  June  I,  for  fast  aeroplanes  to 
connect  with  the  arrival  and  departure  of  the  giant  Cunarders 
calling  at  Cherbourg.  By  using  this  air  service  the  passengers 
will  save  at  least  five  hours  in  the  journey  to  and  from  Haris. 


For  passengers  arriving  at  the  French  port  from  New  York  a 
motor-car  will  be  waiting  and  will  proceed  to  the  aerodrome, 
from  which  they  wifi  tty  direct  to  the  capital.  Outward- 
bound  passengers  from  Pat  is  will  be  able  to  arrange  for  an 
aerodrome  motor-car  to  call  for  them  at  their  hotel.  It  is 
possible  to  take  a  certain  amount  of  baggage. 
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LONDON  TERMINAL  AERODROME 


Monday  Evening,  May  15. 

Having  regard  to  the  number  of  machines  now  employed  on 
the  London-Paris  airway,  there  is  for  the  time  being  plenty 
of  accommodation  for  passengers,  and  until  the  rush  which 
is  anticipated  materialises,  there  need  be  no  fear  of  the  public 
being  disappointed  should  they  be  last-minute  passengers. 
Competition  is  keen,  and  what  some  of  those  wjho  are 
watching  lire  situation  closely  believe  will  happen  is,  that 
the  French  air-lines  will  suddenly  decide  to  "  cut  ”  the  fares 
again,  and  so  create  a  new  air  transport  crisis. 

The  Goliath  belonging  to  the  Grands  Express  which  came 
to  grief  in  an  encounter  with  the  wall  of  one  of  the  sheds, 
and  had  the  fore  part  of  the  cabin  demolished,  has  now'  been 
neatly  patched.  The  cabin  has  been  made  up  square  with 
a  piece  of  three-ply,  giving  the  machine  a  square  nose.  In 
this  state  it  is  to  be  flown  back  to  Paris  for  proper  repairs, 
and  there  is  comment  on  the  'drome  as  to  what  will  be  the 
duration  of  the  journey  with  the  added  resistance  of  this 
square  nose. 

The  Marconi  Company  have  now  got  into  their  new  office, 
and  have  installed  a  wireless  set  for  listening-in  to  hear  that 
all  is  going  well  with  the  airway  wireless  installations  both 
in  the  machines  and  on  the  ground. 

Since  the  daily  papers  have  begun  their  great  "shout" 
about  wireless  in  the  home  the  Marconi  officials  on  the  aero¬ 
drome  have  been  having  a  busy  time  answering  enquiries 
from  members  of  the  aerodrome  staffs  as  to  the  possibility 
of  fitting  up  home  wireless  sets.  Lest  enthusiasts  should  be 
led  away  by  statements  that,  with  any  wireless  listening-in 
sets  bought  for  £5,  they  would  be  able  to  hear  wireless  con¬ 
versations  on  the  airway,  I  hasten  to  pass  on  the  information, 
obtained  from  one  of  the  Marconi  people,  that  such  a  set 
would  cost  in  the  neighbourhood  of  £30. 

“  Air  Express  ”  Sheds  a  Wheel 

Mr.  Bradly,  while  piloting  one  of  the  lnstone  D.H.jq's 
on  a  return  trip  from  Paris  on  Thursday,  had  the  misfortune 
to  shed  a  wheel  011  alighting  at  Croydon.  He  made  quite  a 
good  landing,  but  immediately  after  he  touched  the  ground 
one  wheel  came  off  and  the  machine  immediately  stood  on 
her  nose. 

Mr.  Bradly  was  unhurt,  and  there  were  no  passengers  on 
board.  The  engine,  too.  Mr.  Hall  informs  me.  is  practically 
undamaged,  but  is  to  be  overhauled  as  a  precautionary 
measure.  Owing  to  the  construction  of  the  34’s,  with 
removable  noses,  it  will  only  be  necessary  to  put  in  a  new 
nose  and  engine  to  have  the  machine  on  the  service  again. 

The  Surrey  Flying  Services,  arid  the  De  Havilland  Aircraft 
Company,  have  been  reaping  a  harvest  during  the  King’s  visit 
to  Belgium.  The  various  newspapers  have  been  competing 
with  one  another  in  obtaining  up-to-the-minute  photographs 
of  the  visit,  and  aeroplanes  belonging  to  these  two  companies 
have  been  flying  between  London  and  Brussels,  or  some  part 
of  the  battlefields,  every  day  for  the  past  week.  Mr.  Muir, 
of  the  Surrey'  Flying  Services,  has  been  using  a  Marrinsyde 

Inauguration  of  London- 
Brussels  Air  Service  :  On 
Monday  of  last  week  the 
Instone  Air  Line  inaugu¬ 
rated  their  service  between 
London  and  Brussels  by 
sending  one  of  the  new 
Napier- engined  D.H.34  bi¬ 
planes  to  Brussels  and 
back,  piloted  by  Capt. 

Barnard.  The  occasion 
was  recorded  in  last  week’s 
issue  of  FLIGHT,  Our 
photograph  shows  the  ma¬ 
chine  just  before  the  start, 

Capt.  the  Hon.  F.  E.  Guest 
being  seen  in  conversation 
with  Sir  Samuel  Instone, 
while,  in  the  foreground, 
with  his  back  to  the  camera, 
is  Sir  Frederick  Sykes, 
late  Controller-General  of 
Civil  Aviation. 


loaned  to  him  by  the  Aircraft  Disposal  Company,  while  the 
De  Havilland  Company  have  been  using  their  three-seater 
"  air-taxi  ”  g's.  On  Saturday  the  Instone  D.H.4  flew  over 
to  St.  Inglevert  to  pick  up  photographs,  and,  flying  back  to 
Croydon  with  these  in  the  late  afternoon,  continued  on  to 
Manchester  with  photographs  for  a  northern  paper. 

Signalling  the  Approach  of  Incoming  Machines 

The  old  electric,  bell  which  was,  at  one  time,  used  to 
announce  the  arrival  of  machines  has  been  replaced  by  a 
powerful  klaxon  horn,  also  operated  electrically.  Now  a 
system  of  signalling  has  been  devised  to  avoid  confusion  as 
to  what  aeroplane  is  arriving,  and  thus  preventing  all  the 
officials  and  mechanics  of  all  the  firms  from  immediately 
rushing  out  of  their  offices  and  Sheds  to  see  wffiat  machine  it 
is.  In  future,  after  the  first  long  warning  signal  on  the 
klaxon,  there  will  be  a  pause  and  then  the  initial  letter  of 
the  company  to  whom  the  approaching  machine  belongs  will 
be  given  in  the  Morse  code. 

On  Tuesday  next  the  two  new  Handley  Page  W.SB’s  are 
to  be  officially  christened  by  the  new  Director  of  Civil  Avia¬ 
tion,  Maj.-Gen,  Sir  W.  S.  Braneker.  I  understand  that 
on  this  occasion  we  shall  see  what  these  machines  can  do  in 
the  way  of  passenger  carrying.  Both  machines  have  already 
been  on  the  service,  and  the  pilots  speak  highly  of  them. 
Certainly  they'  are  the  most  comfortably  equipped  "  air 
expresses  "  from  the  passengers’  point  of  view  which  have, 
as  yet.  been  placed  on  the  London-Paris  airway. 

The  Vickers  "  Vulcan  ’’  has  not  yet  been  delivered  at 
Croydon.  1  understand  that  her  designer  is  not  quite  satis¬ 
fied  with  the  machine  yet,  as  it  is  not  lifting  its  full  load  by 
something  like  200  lbs.  Slight  alterations  are  being  made 
which  will  put  this  right.  The  Instone  Air  Line  are  anxiously 
awaiting  this  machine,  for,  with  the  new  regular  service  to 
Brussels,  they  will  want  all  the  machines  they  can  get  hold 
of  to  carry  out  their  scheduled  services.  Several  of  the 
Instone  pilots  have  been  flying  round  on  the  Hispano-Westiand 
during  the  week,  in  order  to  have  this  put  on  their  licences. 

Workmen  are  still  busily  engaged  on  the  various  petrol 
systems,  some  of  which,  though  in  working  order,  still  lack 
final  refinements. 

The  fine  weather  over  the  week-end  gave  a  fillip  to  the 
joy-ride  concerns,  and  things  began  to  look  up.  Capt.  Muir 
was  busy  on  Saturday  and  Sunday  taking  up  numefous 
passengers  in  the  Surrey  Flying  Services  Avro. 

The  Services  to  Amsterdam  and  Brussels 

The  K.L.M  began  their  double  service  between  Croydon 
and  Amsterdam  on  Monday,  monoplanes  leaving  both  places 
at  lo  a.m.  and  2  p.m.  The  daily  load  of  newspapers  to 
Amsterdam  and  Rotterdam  is  steadily  increasing,  and  now 
includes  copies  of  most  of  the  London  morning  dailies. 

The  Instone  Air  Line  also  commenced  the  regular  running 
of  their  new  Brussels  service,  the  air  express  leaving  Croydon 
at  tx  a.m.  and  returning  from  Brussels  at  4  p.m.  His  Majesty 
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the  King  of  the  Belgians  had  signified  his  intention  of  seeing 
the  aeroplane  start  on  its  return  journey  from  Brussels. 

When  the  12.45  p.m.  Daimler  Airways  machine  left  the 
air-station  for  Paris  on  Monday,  piloted  by  Mr.  Robertson, 
it  was  noticed  by  those  on  the  ground  who  were  watching  it 
circle  round  over  the  aerodrome  before  heading  for  Lympne 
that  a  portion  of  the  under-carnage  had  come  loose,  and 
that  one  wheel  was  hanging  down. 

Star  shells  were  fired  in  the  hope  of  attracting  the  pilot’s 
attention.  This  was  unsuccessful,  but  the  wireless  operators 
got  him  on  the  'phone  and  told  him  what  had  happened. 
It  was  arranged  that,  as  there  were  no  passengers  on  board 
the  machine,  it  should  be  diverted  to  Stag  Lane,  where 
whatever  damage  was  done  on  landing  could. best  be  repaired. 
So  Mr.  Robertson  turned  round  and,  passing  over  the  air 
station,  flew  to  Stag  Lane,  alighting  there  safely  despite  his 
defective  under  carriage. 

- 

Maj.-Gen.  Sir  Sefton  Brancker  made  his  first  public  appear¬ 
ance  as  Director  of  Civil  Aviation  at  tire  Waddon  Aerodrome 
on  May  16,  where  lie  christened  two  of  the.  new  Handley 
Page  W,8  B’s,  which  are  being  put  cm  the  London-Paris 
service.  The  W.  8  B  was  fully  described  and  illustrated  in 


our  issue  of  April  27,  1922.  The  D.  of  C,A.  broke  a  bottle 
of  champagne  over  each  machine  in  turn,  and  pulled  away 
the  fabric  strips  which  concealed  the  names  of  the  machines. 
R.M.A.  "  Princess  Mary  "  and  R.M.A.  “  Prince  George.”  In 
a  short  speech  Sir  Sefton  Brancker  stated  that  he  had  in  the 
past  been  criticising  the  Air  Ministry's  aviation  policy,  and 
that  now,  with  his  appointment  to  the  post  of  Director  of 
Civil  Aviation,  it  had  become  his  turn  to  be  criticised.  He 
said  he  hoped  he  would  be,  as  he  would  always  welcome 
criticism.  He  pointed  out  that,  as  far  as  the  present  financial 
year  was  concerned,  the  policy  in  regard  to  Civil  Aviation  was 
already  settled  upon,  but  that  for  next  year  he  hoped  to  frame 
a  policy  that  would  be  the  best  possible  for  Civil  Aviation. 

Gen.  Brancker  also  stated  that  he  had  always  held  the  view 
that  operational  firms  should  not  be  constructing  firms.  He 
still  held  that  view,  but  he  thought  that  Handley  Page  was 
the  exception  which  proved  the  rule,  and  said  he  was  glad 
to  be  able  to  make  his  first  public  appearance  in  connection 
with  the  oldest  existing  air  line. 

The  R.M.A.  "  Princess  Mary  ”  then  left  for  Paris  with  nine 
passengers  on  board,  while  a  party  of  15  passengers,  in  addi¬ 
tion  to  pilot  and  engineer,  was  taken  up  for  a  flight  in  the 
R.M.A  ”  Prince  George.” 


“LAUNCHING”  TWO  HANDLEY  PAGE  W.8  B  BIPLANES:  On  May  16  two  of  the  newW.8  B’s  to  be 
put  on  the  London-Paris  air  service  were  christened  by  Major-General  Sir  Sefton  B  ranc H*r*  ^  rei£°  r 

of  Civil  Aviation.  The  names  of  the  two  machines  are  “Princess  Mary  and  Prince  George.  Our 
photographs  show:  1.  The  two  machines  before  the  christening.  2.  Mr.  Handley  Page  and,  in  the  doorway 
of  themachine,  the  D.  of  C.A.  3.  Sir  Sefton  Brancker  breaks  a  bottle  of  champagne  on  the  first  ^acjnne 
and  (4)  tears  off  the  strip  which  covers  the  name.  In  5  Lieut. -Col.  Barrett-Lennard  is  seen  explaim  » 
v  the  defails  to  Sir  Sefton  Brancker. 
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QUEENSLAND  AVIATION  GOING  AHEAD 

Charleville-Cloncurry  Air  Service  Subsidised 


Although,  generally  speaking,  the.  progress  made  with  aviation 
m  Australia  has  not  been  so  great  as  might  have  been  expected, 
there  are  now  signs  that  things  are  beginning  to  improve, 
and  one  company  at  least,  the  Queensland  and  Northern 
Territory  Aerial  Services,  has  succeeded  in  obtaining  a  Govern¬ 
ment  subsidy  for  an  air  mail  and  passenger  service  between 
the  railhead  towns  of  Charleville  and  Cloncnrry.  The  con¬ 
tract  with  the  Federal  Government  covers  one  year,  and 
calls  for  one  journey  per  week  each  way.  The  subsidy  agreed 
to  is  4s.  per  mile,  and  it  is  proposed 'to  make  the  following 
charges  for  ^passengers  :  c  >d.  per  mile  for  the  whole  journey 
of  580  miles,  10 d.  per  mile  over  250  miles,  and  nd.  per  mile 
nnder  250  miles.  As  regards  the  carriage  of  mails,  the 
only  stipulation  made  by  the  federal  Government  is  that 
each  machine  shall  carry  up  to  too  lbs.  of  mails,  and  that  a 
proper  time-table  shall  be  adhered  to. 

It  is  proposed  to  make  four  landings  on  each  journey, 
partly  in  order  to  reduce  the  amount  of  petrol  that  must  be 
carried,  and  partly  to  increase  the  general  usefulness  of  the 
service.  Even  with  the  four  intermediate  landings  it  is 
expected  to  cover  the  whole  journey  of  580  miles  in  one  day. 
There  should,  therefore,  be  ample  support  forthcoming  for 
the  service,  both  in  the  matter  of  mails  and  passengers,  and 
the  company  are  hoping  to  keep  their  running  costs  dowu  so 
as  to  be  within  the  4.5.  per  mile  subsidy.  The  revenue  of 
passengers  and  goods  will  thus  be  almost  clear  profit.  If 
these  expectations  are  realised,  the  company  intend  to  extend 
the  services  to  other  parts,  but  in  the  meantime  the  Charle- 
ville-Cloncurry  route  will  form  an  excellent  beginning. 

The  company  was  formed  by  Lieut.  Hudson  Fvsli,  D.F.C.. 


Lieut.  P.  J.  McGinnis,  D.F.C.,  D.C.xM.,  Mr,  Fergus  McMaster 
and  Mr.  A.  N.  Templeton,  who  backed  their  faith  in  aviation 
to  the  extent  of  ^4,000  Since  then  the  company  has  been 
successfully  floated,  and  has  purchased  one  Avro  five-seater 
tri plane,  one  three-seater  Avro  biplane  and  one  two-seater 
B.K.2E.  The  latter  two  machines  have  flown  26,500  miles, 
and  have  carried  r,r40  passengers  without  a  single  injury 
to  passengers  or  pilots. 

It  is  expected  to  begin  the  new  service  in  September, 
and  two  Vickers  '*  Vulcans,”  Rolls-Royce  "Eagle”  engines, 
are  to  be  put  on  the  service,  with  a  D.H.4  as  an  auxiliary 
machine.  The  two  pilots  will  be  Lieuts.  Fysh  and  McGinnis, 
while  a  third  pilot  is  being  secured  in  England.  The  latter 
will  be  familiar  with  the  Vickers  machines,  and  will  be  able 
to  initiate  the  two  older  pilots  into  the  handling  of  them. 
We  should  imagine  that  the  Vickers  “  Vulcans  ""will  prove 
well-nigh  ideal  machines  for  this  work.  As  they  will  not 
have  to  compete  against  very  fast  railway  expresses  their 
speed  should  be  ample,  while  their  landing  speed  is  so  low 
that  it  should  be  possible  to  "  put  them  down  ”  almost 
anywhere.  Furthermore,  they  should  be  very  economical 
to  run,  as  they  carry  a  considerable  useful  load  per  horse¬ 
power  expended.  Altogether  it  appears  to  us  that  the  new 
air  line  "  down  under  ”  gives  every  promise  of  being  a  success, 
and  as  the  nature  of  the  country  over  which  the  line  will  run 
is,  we  understand,  in  the  nature  of  open  downs,  there  should 
be  no  mishaps  of  any  sort  to  mar  the  safety  and  regularity 
of  the  service.  We  hope  later  on  to  be  able  to  give  more 
detailed  information  of  this  service  when  it  gets  going  in 
September. 
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GERMANY’S  POSITION  IN  THE  AIR 

Regulations  in  Force  Since  May  5,  1922 


As  from  May  5,  1922,  the  Inter-Allied  Aircraft  Commission  in 
Germany  ceased  to  exist,  and  in  its  stead  a  "  Committee  of 
Guarantees”  has  been  appointed  to  ensure  that  the  regula¬ 
tions  framed  to  define  Germany’s  position  in  the  air  are  fol¬ 
lowed.  This  *'  Committee  of  Guarantees  ”  is  composed  of 
representatives  of  Great  Britain,  France,  Italy,  Japan  and 
Belgium.  England  is  represented  by  one  Air  Commodore 
and  three  other  officers,  France  by  three  officers,  and  the 
other  countries  mentioned  by  two  officers  each.  The  Com¬ 
mittee  is  to  have  the  right  to  visit  any  aircraft  works,  or 
plant  devoted  to  the  manufacture  or  repair  of  aircraft  and 
aircraft  engines  and  other  material,  at  any  time,  and  is  to  be 
provided  by  the  German  Government  with  full  particulars  of 
all  machines  and  engines  built  and  of  all  commercial  air 
services  being  operated  by  German  firms. 

A  list  of  regulations  has  been  drawn  up,  of  which  we  must 
confine  ourselves  to  publishing  details  of  those  which  relate 
to  the  manner  of  distinguishing  between  military  and  com¬ 
mercial  aircraft.  ']  he  regulations  are  to  be  revised  every  two 
years  in  order  to  allow  of  such  adjustments  as  are  rendered 
necessary  by  the  general  progress  in  the  science  of  flying. 

Regulations  Relating  to  Heavier-ihan-Air  Craft 
1.  A  single-seater  with  greater  engine  power  than  60  h.p, 
is  to  be  considered  a  military  machine.  2.  Every  aircraft 

<$>  <$> 

AIR  SERVICE 


which  is  capable  of  flying  without  a  pilot  is  considered  a 
military  machine.  3.  livery  aircraft  which  is  armoured,  or 
which  has  any  provision  for  mounting  guns,  bombs,  etc,,  is 
considered  a  military  machine.  4.  The  ‘'ceiling”  with  full 
load  of  any  German  commercial  aircraft  is  not  to  exceed 
4,000  metres  (13,100  ft.),  and  the  fitting  of  an  aircraft  with  a 
high-compression  engine  will  place  that  aircraft  in  the  cate¬ 
gory  of  military  machines.  5.  The  maximum  speed,  with 
full  load  and  at  a  height  of  2,000  metres  (6,500  ft.)  is  not  to 
exceed  170  km.  (105  miles)  per  hour  at  the  maximum  power 
of  the  engine.  6.  The  amount  of  oil  and  fuel  (best  quality  of 

aviation  petrol)  carried  on  board  must  not  exceed 

grammes  for  each  horse  power  (where  V  is  the  speed  at  full 
power  and  2,000  metres).  7.  Every  aircraft  whose  useful 
load,  including  pilot,  engineer  and  instruments,  exceeds  600  kg. 
(1,320  lbs.)  is  considered  a  military  machine  if  the  maximum 
conditions  of  4,  5  and  6  are  attained. 

Lighter -than' Air  Craft 

Airships  whose  volume  exceeds  the  following  figures  are 
considered  as  war  material,  and  are  *'  verboten  ”  .—Rigid 
airships,  30,000  cu.  m.  (1,060,000  cu.  ft.)  ;  semi-rigid  airships. 
25»000  cu.  m.  (884,000  cu.  ft.)  ;  non-rigid  airships,  20,000 
cu.  m.  (760,000  cu.  ft.). 
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Developments  in  1921 

Colombia  is  considered  to  be  ahead  of  other  South  American 
countries  in  Civil  aviation,  and  the  latest  developments 
confirm  this  view.  Since  the  beginning  of  September,  the 
German-Colombian  Aviation  Company  established  a  regular 
service  for  mail  and  passengers  along  the  following  routes : 
Barranquilla-Girardot-Neiva  and  Barranquilla-Cartagena. 
Other  routes  are  under  consideration.  Five  machines  are 
employed  in  the  River  Magdalena,  covering  in  7  hours  the 
distance  which  usually  takes  g  days  by  steamer  and  rail. 

During  September  last,  two  hydroplanes  covered  4,956 
miles  in  41  flights,  transporting  27  passengers  and  four  tons 
of  mails  and  parcels.  In  October,  three  machines  covered 
9,114  miles  in  67  journeys  with  57  passengers  and  5J  tons 
of  goods.  In  November,  four  machines  accomplished  105 
flights,  travelling  over  <  10,224  miles  and  carrying  126 
passengers  and  just  over  10  tons  of  goods.  The  figures  for 
December  were  :  94  flights,  distance  covered  10,256  miles, 

93  passengers  and  9-)  tons  of  goods. 


— Facts  and  Figures 

Total  flights  (last  four  months  of  1921)  . .  307 

Miles  covered  . .  . .  . ,  . .  34,550 

Mail  and  parcels,  tons  . .  . .  , .  29  J 

Passengers .  ' . .  . .  303 

The  above  figures  clearly  show  the  high  decree  of  pros¬ 
perity  of  our  Civil  Aviation  Service.  In  the  routes  mentioned 
not  a  single  accident  has  been  registered.  In  Marfizales, 
Medellin,  Cali  and  Pasto,  Italian,  French  and  Colombian 
aviators  give  frequently  spectacular  flights,  and  all  the 
principal  towns  are  considering  schemes  for  regular  aerial 
transport.  Before  the  end  of  the  year  we  expect  to  have  a 
complete  net  of  aerial  routes.  The  great  gold  and  platinum 
mines  of  the  country  will  be  able  to  save  two  or  three  weeks 
in  the  conveyance  of  their  valuable  metals  to  the  coast. 

The  Government  has  a  Military  Aviation  School  under 
French  tutors,  and  considerable  progress  has  been  already 
attained  by  the  Colombian  pilots. — The  Colombian  Trade 
Review  {London),  February.  1922. 
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Married 

Charles  Thornton  Cleaver,  M.C.,  D.F.C.,  late  Capt. 
R.F.C.,  of  34,  Hanover  House,  London,  N.W.,  sixth  son  of 
the  late  Richard  Stewart  Cleaver,  of  Liverpool,  was  married 
on  May  6,  at  Paris,  Texas,  to  Ruth,  only  daughter  of  Mrs. 
J.  F.  McReynolds  and  the  late  J.  F.  McReynolds,  of  Paris, 
Texas,  U.S.A. 

Harold  John  Saker,  R.A.F.,  was  married  on  May  4  at 
St.  Mary’s  Church,  Alvcrstoke,  to  Stella,  youngest  daughter 
of  the  Rev.  R.  W.  and  Mrs,  Townson,  7,  St.  Mark's  Road, 
Alverstoke. 

To  be  Married 

The  engagement  is  announced  between  Major  H.  L.  H. 
Owen.  A.F.C.,  late  of  the  Dorsetshire  Regiment  and  R.A.F., 
-  son  of  Mr.  and  Mrs.  W.  Haridon  Owen,  of  Louth,  Lincolnshire, 
and  Anna  Hardy  (Olive)  Daniel,  elder  daughter  of  Mrs. 
Barnett,  of  Gnbdal,  North  Berwick. 

Death 

The  death,  we  regret  to  record,  is  announced  of  Sir  Walter 
Alexander  Raleigh.  Born  in  1861,  the  son  of  Dr.  Alexander 
Raleigh,  an  eminent  Scottish  Congregationalist  divine,  he  was 
educated  at  University  College,  London,  and  at  King’s  College, 
Cambridge,  and  was  knighted  in  lyii.  Sir  Walter  had  in 
hand  the  task,  entrusted  to  him  by  the  Air  Ministry,  of 
compiling  the  official  history  of  the  work  in  the  air  during 
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the  late  Great  War.  We  learn  that  since  1919  he  had  been 
at  work  on  the  first  volume,  which  was  passed  for  press  only 
a  few  days  ago  ;  and  with  a  view  to  a  second  a  (light  was 
arranged  for  him  to  the  chief  scenes  of  air  warfare  in  the 
Near  and  Middle  East,  He  left  for  Egypt  in  March  last,  and 
visited  the-  "Valley  of  Death,’’  Wadi  Fura,  and  other  places. 
While  flying  on  to  Mesopotamia  across  the  Syrian  desert, 
one  of  three  'planes  conveying  his  party  broke  down,  and  a 
halt  of  nearly  four  days  had  to  be  made  on  the  open  sand 
under  unfavourable  weather  conditions  O11  arrival  at 
Baghdad,  too  late  to  go  on  to  Basra,  Raleigh  felt  unwell ; 
but  after  treatment,  he  flew  on  to  Mosul,  fever  setting  in 
on  the  way.  He  was  treated  again  there  and  advised  to 
await  recovery  ;  but,  fearing  the  coming  beat,  and  unwilling 
to  miss  the  steamer  arranged  for  him,  he  insisted  on  returning 
immediately  to  Baghdad  and  Egypt.  Fie  found  the  journey 
trying,  and  after  landing  in  England,  had  a  prolonged  attack 
of  fever.  Typhoid  was  diagnosed,  and  peritonitis  supetvened. 
He  was  operated  upon  last  week,  but  his  case  was  found  to  be 
desperate  ;  and,  though  he  rallied,  the  end  came  in  the  early 
morning  of  May  13.  After  his  appointment  as  historian 
of  the  Air  Force  his  professorial  lectures  were  better  than 
ever.  He  found  a  new  stimulus  in  lecturing  to  crowds  of 
undergraduates  who  had  seen  active  service  in  all  parts  of 
the  world,  and  of  whom  some  had  taken  part  in  vhatjhe 
hoped  to  describe. 
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ROYAL  AERONAUTICAL'[SOCIETY 

Students'  Section .* — The  date  of  the  Students' 
visit  to  the  National  Physical  Laboratory  has 
been  changed  from  June  3  to  June  xo. 
Students  desiring  to  attend  arc  reminded  that 
they  should  meet  at  9.15  a.m.  for  special 
tickets  at  the  Booking  Ofliee,  Waterloo 
Station  (L.S.W.R.). 

The  next  Students'  visit  will  be  to  the. 
Royal  Aircraft  Establishment,  South  Farn- 
borough,  on  May  31  Meet  at  8.40  a.m.  for 
special  tickets  at  Booking  Office,  Waterloo  Station  (L.S.W.R.) 
for  9  a.m.  tram, 

W.  LOCKWOOD  MARSH, 
Secretary 


Second  Mishap  to  Portuguese  Aviators 

It  is  with  great  regret  that  wc  have  to  record  this  week 
a  second  mishap  to  the  two  Portuguese  aviators.  Commander 
Sacadura-Cabral  and  Capt.  Gago  Coutinho,  who  were  attempt¬ 
ing  a  flight  from  Lisbon  to  Rio.  Their  first  machine,  a 
Fairey  long-distance  seaplane  with  Rolls-Royce  "  Eagle  ” 
engine,  came  to  grief  in  alighting  in  a  rough  sea  near  St.  Paul’s 
Rocks.  A  second  machine  was  sent  out  to  Fernando  Noronha, 
and  the  two  aviators  started  off  from  there  for  St.  Paul’s 
Rocks  (in  order,  of  course,  to  cover  the  whole  distance  in 
flight),  wThere  they  intended  to  turn  and  fly  back  to  Fernando 
Noronha  and  on  to  the  Brazilian  coast.  It  appears  that  they 
were  forced  down  by  engine  trouble,  fortunately  being  found 
and  picked  up  by  the  British  steamer,  “  Paris  City.”  Both 
aviators  are  stated  to  be  safe,  but  the  machine  is  wrecked. 
After  their  magnificent  performance  this  is  very  hard  luck, 
and  everyone  will  sympathise  with  the  two  plucky  aviators. 


0  0  0  0 
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R.A.F.  MEMORIAL  FUND 


A  meeting  of  the-  Executive  Committee  of  the  Fund  was 
held  at  No.  7,  Iddesleigh  House,  on  May  to,  Lord  Hugh 
Cecil  in  the  Chair.  Amongst  others  present  were  Lady 
Leighton,  Dame  Helen  Gwynnc-Vaughan,  Mrs.  Barrington- 
Kennett,  Sir  Charles  McLeod,  Mr.  H.  E.  Perrin,  and  Mr 
W.  S.  Field. 

It  was  reported  that  the  Architect,  Sir  Reginald  Blomfield, 
had  placed  a  scale  model  of  the  War  Memorial  in  the  Archi¬ 
tectural  Room  at  the  Royal  Academy,  where  it  would  probably 
remain  during  the  London  season. 

It  was  mentioned  at  the.  meeting  that  the  Royal  Air  Force 
Pageant  would  probably  be  held 'at  Hendon  on  Saturday, 
June  24  next. 

The  Secretary  reported  to  the  Committee  that  the  Annual 
Report  for  1921  had  been  issued  during  the  month  of  March, 
and  he  read  to  the  Committee  a  letter  addressed  to  the  Chair¬ 
man  by  the  Comptroller  to  H.R.Il.  The  Duke  of  York,  K.G., 

0  0 

Reunion  of  Independent  Force,  R.A.F, 

The  fourth  anuual  Reunion  Dinner  of  the  Independent 
Force,  Royal  Air  Force,  will  be  held  at  the  Hotel  Cecil  at 
S  p.m.  on  Monday,  Juno  19.  Sir  H.  M,  Trenchard,  Chief  of 
the  Air  Staff,  who  commanded  the  Independent  Force  in 
France,  will  preside. 

Among  those  who  have  already  notified  their  intention  of 
being  present  are  the  Duke  of  York  and  General  de  Castlenau, 
who  commanded  the  French  Army  of  the  Fast  from  whose 
area  the  Independent  Force  operated. 

.!  iekets,  155.  each,  can  be  obtained  from  the  Honorary 
Secretary,  Independent  Air  Force  Dinner,  Room  A.  337E, 
Air  Ministry,  W.C.  2. 

Dunkerque  Officers’  Dinner 

The  fourth  Annual  Dinner  for  Officers  who  servred  in 
the  Dunkerque  Command  of  the  Royal  Naval  Air  Service 
and  the  Royal  Air  Force  from  1914  to  the  Armistice  will  be 
held  at  the  Hotel  Cecil  on  Wednesday,  June  28,  1922,  at 
7.30  p.m,  for  8  p.m.  The  Chair  will  be  taken  by  Lieut. -Col. 
F.  K,  McClean,  A.F.C. 

The  tickets  are  £ 1  each,  which  sum  should  be  forwarded 
with  the  application.  Those  who  wish  to  be  present  should 
apply  not  later  than  June  24  to  Treasurer,  Dunkerque  Dinner, 
Royal  Aero  Club,  3,  Clifford  Street.  W.  1. 

Gordon  Shephard  Memorial  Prize  Essay  Awards 

The  awards  in  the  1921  Competition  for  the  Gordon 
Shephard  Memorial  Prize  essay,  the  subject  of  which  was 

Ihe  probable  Influence  of  Air  Reconnaissance  on  Strategy 
and  Tactics,"  are  : — 

1st  Prize.— Flight  Lieut.  C.  J.  Mackay,  M.C.,  D.F.C 

2nd  Prhe.—Sqdn.  Ldr.  Sir  Norman  R.  A,  D.  Leslie,  Bart., 
O.B.E. 

The  Competition,  which  is  open  to  all  R.A.F.  officers. 
N.C.Os.  and  men,  was  established  as  a.  memorial  to  the  late 
Brig.-Gen.  G.  S.  Shephard,  D.S.O.,  M.C.,  Royal  Air  Force. 

9,000  Miles  Oyer  Unknown  Country  in  Australia 

In  connection  with  the  aerial  routes  already  started  in 
Australia,  the  work  of  the  Australian  Controller  of  Civil 
Aviation,  Col.  H.  Brinsmead,  has  been  done  in  no  half¬ 
hearted  manner.  He  has  recently  completed  a  9,000  miles 
aerial  tour  on  the  “  Bristol  "  tourer  provided  for  his  use,  and 
during  the  flight  thousands  of  miles  of  practically  unknown 
country  have  been  traversed.  This  ranks  as  one  of  the 
finest  flying  achievements  which  lias  yet  been  recorded.  To 
carry  out  this  trip  by  any  other  than  the  aerial  route  would 
have  been  practically  impossible.  This  flight  must  be  added 
to  the  aeronautical  feats  already  achieved  by  such  notable 
Australians  as  Sir  Ross  Smith  and  Lieut.  Macintosh,  and 
speaks  well  both  for  the  Australian  flying  spirit  and  for  the 
British  design  and  workmanship  embodied  in  the  machine. 

The  Aviation  Meeting  at  Le  Bourget. 

An  Aviation  meeting  is  being  held  at  le  Bourget  Aero¬ 
drome  on  May  25,  26,  27  and  28  by  the  French  Society  of 
Pilot  Aviators.  This  Society  is  composed  of  pilots  who 
obtained  their  certificate  prior  to  1914.  and  is  known  as  the 

Vielles  Tiges."  Its  president  is  M.  Leon  Batbiat,  who  was 
at  one  time  associated  with  M,  Sanchez  and  produced  the 
Batbiat- Sanchez  biplanes.  The  meeting  is  to  be  an  inter¬ 
national  one,  and  we  understand  that  cross-country  races 
will  be  flown  to  yarious  dries.  On  the  evening  of  May  27 
there  will  be  an  exhibition  of  night-flying,  and  extensive 
arrangements  are  being  made  for  dealing  with  the  crowds 
,  which  it  is  expected  will  visit  le  Bourget  from  Paris.  Special 


President  of  the  Fund,  thanking  Lord  Hugh  Cecil  for 
sending  him  a  copy  of  the  Report,  and  expressing  H.R.H. ’s 
keen  appreciation  of  the  work  the  Fund  has  done,  and  is 
doing. 

The  Hon.  Mr.  P.  C.  Larkin,  the  recently  appointed  High 
Commissioner  for  the  Dominion  of  Canada,  was  unanimously 
appointed  a  Vice-President  of  the  Fund. 

At  the  conclusion  of  the  meeting  the  Chairman  read  a 
communication  received  from  Air  Vice-Marshal  Sir  J.  M. 
Salmond,  K.C.B.,  conveying  his  resignation  of  his  member¬ 
ship  of  the  Executive  Committee,  and  of  the  Chairmanship  of 
the  Vanbrugh  Castle  School  Sub-Committee,  by  reason  of  the 
fact  that  he  is  under  orders  to  proceed  to  India  and  Mesopo¬ 
tamia  at  the  end  of  the  present  month.  This  communication 
was  received  with  the  keenest  regret,  and  the  Chairman  was 
asked  to  convey  to  Sir  John  Salmond  the  high  appreciation 
held  of  his  excellent  services  to  the  Fund.J 

H  Hi 

trains  are  to  be  run,  and  a  frequent  service  of  ’buses  from 
Paris  has  been  promised.  At  the  moment  of  writing  wc  are 
not  aware  of  any  British  machines  having  been  entered,  but 
some  of  those  which  will  normally  be  at  le  Bourget  may  take 
part  in  some  of  the  competitions,  if  they  can  be  spared  from 
the  more  serious  work  of  the  air  services.  A  great  number 
of  French  constructors  have  promised  to  send  machines  and 
pilots,  and  it  would  be  a  pity  if  this  country  were  not 
represented. 

French  Competition  for  Commercial  Aeroplanes 

From  Paris  it  is  reported  that  in  1923  a  competition  is 
to  be  held  for  commercial  aeroplanes.  It  is  stated  that  the 
French  Under- Secretary  of  State  for  Air  will  offer  a  prize  of 
one  million  francs,  and  possibly  other  bodies  will  offer  prizes. 
At  the  moment,  however,  nothing  definite  is  known  as  regards 
the  rules,  etc,,  nor  has  it  been  decided  whether  or  not  the 
competition  is  to  be  international. 

M.  Santos  Dumont  Returns  to  France 

After  an  absence  of  nearly  seven  years  M.  Santos 
Dumont,  one  of  the  pioneers  of  French  aviation,  has  returned 
to  France  in  time  to  participate  in  the  Grand  Prix  (Balloons) 
of  the  French  Aero  Club.  It  may  be  recollected  that  M. 
Santos  Dumont  left  France  during  the  War,  as  a  result  of 
falling  a  victim  to  the  spy  craze  of  the  early  days  of  the  War. 
Needless  to  say,  the  suspicions  of  ignorant  country  people 
were  entirely  unfounded,  but  M.  Santos  DumOnt  felt  the 
implied  insult  very  keenly,  and  at  once  returned  to  his  native 
Brazil. 

Three-engined  Potez  Tested. 

The  three-engined  Henry  Potez  biplane  exhibited  at  the 
last  Paris  Aero  Show  has  now  been  tested.  Flown  by  the 
well-known  pilot  Laboucherc— and  carrying  a  useful  load  of 
1,550  lbs.,  the  machine  got  off  with  only  two  of  its  three 
engines  running.  The  full  useful  load  is  2,200  lbs.,  and  it  is 
not  known  how  much  fuel  was  carried  on  the  test  flight. 
Nevertheless,  there  is  little  doubt  that  the  machine  will  be 
able  to  fly  level  on  two  of  its  engines,  even  with  full  load. 

Levasseur  Sports  Model  Tested 

The  very  original  sporting  biplane  exhibited  by  Pierre 
Levasseur  at  the.  last  Paris  Aero  Show  has  now  been  tested. 
This  machine  was  described  in  detail  in  Flight  of  December 
8,  1921.  It  is  a  side-by-side  two-seater,  and  is  fitted  with  a 
180  h.p.  ITispano-Suiza  engine.  Piloted  by  M.  Henri  Pitot, 
the  machine  reached  a  height  of  about  2  006  ft.,  and  was  kept 
flying  at  that  height  for  about  20  minutes.  It  is  stated  that 
the  pilot  was  very  satisfied  with  its  behaviour. 

Entries  for  French  Gliding  Competition 

It  appears  that  there  will  be  a  lair  number  ol  entries  for 
the.  French  gliding  competition  which,  as  recorded  in  Flight 
of  May  ii,  is  to  take  place  at  Puy-de-Combegrasse,  Clermont- 
Ferrand,  from  August  6  to  August  20.  Already  16  machines 
have  been  entered,  and  it  is  expected  that  as  many  more  will 
be  entered  in  time  for  the  competition.  The  machines  will 
be  numbered  according  to  order  of  entry,  and  will  carry  this 
number  on  their  wings.  The  following  are  the  entries  : — 
1,  Morris  Abbins.  2,  Louis  de  Monge.  3,  Louis  de  Monge. 
4,  Eric  Nessler.  5,  E.  Dewoitine.  6,  G.  Beuchet.  7,  E. 
Derivaux.  8,  Lucien  Coupet.  9,  J.  Gilbert.  10,  Georges 
Groux.  11,  J.  Pimoule.  12,  Max  Massy.  13,  Jules 
Deshayes.  14,  15  and  iG.  Francis  Chardon.  The  last  three 
machines  represent  Switzerland.  At  the  moment  no  details 
of  the  machines  are  available. 
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London  Guicttc,  A  lay  5,  ig  22 
General  Duties  Branth 

jrjv  1  rijjf  OfFr.  B  A  niters,  p.C.M  ,  is  restored  to  full  pay  from  half  pay; 
Aptllaj. 

stores  branch 

j  p  jny  Offr.  on  probation,  A..  G.  ('  Pigott  is  confirmed  in  rank  ;  April  so. 

London  Genetic,  May  9,  1922 
General  Duties  Branch 

Misfit-  Lieut.  D  (.Toet r.  MX.,  A.F.C.,  is  seconded  for  duty  with  the  Union 
Government  of  South  Africa,  for  three  years;  July  21,  1921  (from  half  pay 
list).  Flying  Oiir.  H.  \  Bn- kridge,  D.F.C.,  resigns,  his  permanent  commit.  ; 
Mac  in.  Flying  Offr.  T.  L.  F.  Burnett,  M.B.E.,  is  placed  on  the  retired  list 
on  account  of  ill-bcalth  contracted  on  active  service,  and  is  granted  the  rank 
of  Major;  May  10.  Flying  Offr.  R.  J.  P.  Grebby,  D.F.C.,  relinquishes  his 
short  service  commn.  on  account  of  ill-health,  contracted  on  active  service, 
and  is  permitted  to  retain  the  rank  ol  Lieut.  ;  May'  3. 

stores  Branch 

<_  Littlejohn  is  granted  a  short  service  coni  in  11.  as  a  Flying  Offr.  on  proba¬ 
tion.  with  effect  from  aud  with  seniority  of  April  2b. 


M eclicat  Service 

Flying  Olfr.  T-  P.  llarpur  to  be  Flight-Lieut. ;  April  iq.  Flight -Lieut.  L. 
Game  is  granted  a  short  service  commn. .  retaining  bis  present  substantive 
rank  and  seniority;  April  21.  The  following  are  granted  short  service 
cornmns.  in  the  ranks  stated,  with  cflect  from  and  with  seniority  of  April  24  : — 
Flight  Lieut.  J.  B.  Woodrow,  Flying  Olfr.  J.  D.  Leahy,  M  B.,  B.A,  The 
following  are  granted  temp,  columns,  in  the  ranks  stated,  with  effect  from 
and  with  seniority  of  April  :f  : -  Squad.  Leader  A.  1  ■  Higgins,  Flight  Unit. 
(Hon.  Squadron-Leader)  E.  A.  Aldridge,  B.A. 

\nrsing  Service 

The  following  are  confirmed  in  their  appointments  as  Stall  Nurse-,  with  effect 
from  the  dates  indicated  :• — Miss  A.  M.  Hardtvickc  ;  September  1  192  r. 

Mrs.  G.  M.  Rutledge;  September  29.  1921 

London  Gatctte,  May  12,  t->?2 
General  Duties  Branch 

Sqdn.-l.dr.  P.  C.  Shcrren,  M.C.,  to  take  rank  and  precedence  as  ii  his  appt 
asSqdn.-Ldr.  bore  date  Aug.  1,  1921.  Reduction  to  take  effect  from  Jan.  6. 
Sqdn.  Lrlr.  P.  C.  Sherrcn,  M.C.,  is  placed  on  halt  pay,  Scale  B  (May  r  2), 
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Appointments, —The  following  appointments  in  the  R  A.F.  are  notified  — 
fir  Commodore.  E.  A.  D.  Masterman,  C.M.G-,  O.B.E.,  A.F.C..  from  Inter 
Allied  Aeronautical  Commission  of  Control  (Germany)  to  Headquarters 
(Coastal  Area)  (Supernumerary)  on  disbandment  of  1 11  ter -Allied  Aeronautical 
Com  mission  of  Control  I  Germany).  8.3.22 

IfV«e  Commanders  .-  >1  S  Turner,  M  B.E..  D.T.M.,  from  No.  r  School  of 
'1  ethnical  Training  (Bovs),  Halton,  to  Headquarters  R.A.F.  (Middle  East) 
.1-  Prim  t pal  Medical  Officer.  25.4.22  J  MacGregor,  MX  .  M.D.,  to  No.  t 
School  01  Techniral  Training  (Boys),  Hal  ton.  as  Principal  Medical  Officer  in 
Charge,  R.A.F.  Hospital,  Halton.  25.4.22.  A.  V.  Bonington .  C.M.G., 
from  R  .A.F.  Depot  (Inland  Area;  to  Halt  pa v  list.  1.5.22.  F.  K.  "1 
Hewlett.  I  >.  S .  0 . ,  O.B.E.,  to  Headquarters  (Coastal  Area)  bn  completion  of 
special  duty  with  Admiralty  20.3.22. 

Squadron-Leaders.  W.  B.  Cushion,  from  Care  and  Maintenance  Party. 
Omiibristlc  (Coastal  Area),  to  Headquarters  (Coastal  Area).  10.5.22.  A.  J 
Currie,  from  Headquarters  (Midd)e  East)  to  command  No.  1  Armoured  Car 
Company  (Middle  East).  7.4  22.  M.  B.  G.  Copernan.  from  Headquarters 
' Middle  East)  to  command  No.  2  Armoured  Car  Company  (Middle  Fast). 
r.4.22  V.  O.  Rees,  O.B.E.,  from  Aircraft  Park  (Iraq)  to  R.A.F.  Doppr 
1  Inland  Area)  {Supernumerary  (Non -effective).  31.3.22.  P.  Babington. 
Mt,  A.F.C.,  from  k.A  F  Depot  (Inland  Area)  to  Ministry  (Director  of 
Personnell.  1.4.32.  A  J.  Mil-  y,  O.B.E.  from  Air  Ministry  (Director-General 
01  .supply  and  Rese.111.fi)  to  Aircraft  Depdt,  Egypt  (Middle  East).  29.4.22. 
Ii.  T.  Bovd,  O  t>  I  .  M  C.,  A  F.C. ,  From  Air  Ministry  (Directorate of  Operations 
flu.f  Intelligence)  to  R.A.F.  Depot  (Inland  Area)  (Supernumerary),  15.5.22. 

A  Corbett- Wilson.  from  No.  j  Flying  Training  School  (Inland  Area)  to  Head¬ 
quarters  (Middle  East)  (Supernumerary).  29.4  22.  R.  S.  Maxwell.  NIC.. 
D.r.l'.,  from  R.A.F  Depot  (Inland  Area)  to  Air  Ministry  (Directorate  of 
Open* tint  15  and  Intclhgener).  13,5.22.  R.  L.  G.  Manx ,  D.S  from  Motor 
Ti. , import  Repair  Depftt  (Inland  Area)  to  R.A.F,  Depftt  (luland  Area) 
(Supct numeral v)  (Non  effective) .  n.4.22.  R.  S.  Overton,  from  R.A.F. 

Input  (Inland  Area)  to  Inland  Area  Aircraft  Depdt  (Inland  Area)  as  Senior 
Medical  Officer.  10.5  '2,  A.  J.  O,  Wigtnore,  M.B.,  from  Palestine  Group 
Ifcadqu.iTters  (Middle.  Fast)  to  Palestine  Wing  Headquarters  (Middle  East) 
as  Senior  Medical  Otti-  r  1.4.23.  A  G.  Higgins,  to  Research  Laboratory 
■  Hid  M,  dual  Officer-**  School  of  Instruction  (Inland  Area)  on  appointment  to 
Icmp  Com.  24.4.22.  R.  B.  Mavconk,  O  B  E  .  from  230 Squadron  (Coastal 
Atval  to  Mating  -Uld  Armament  Experimental  Establishment  (Coastal  Area). 

4  v  1  F.  Forbes.  M.C.,  liom  R.A.F.  Depot  (Inland  Area)  to  command 
Sir.  .  Squadron  (Inland  Area).  15.5.22.  A.  J.  Butler,  M.C.,  A.E.C.,  from 
No.  ,  Squadron  (Inland  Area)  to  R  A.F'.  Depot  (Inland  Area)  (Supernumerary). 
2(1. s  R.  E.  Bell,  M.B.,  from  Headquarters  R.  A.F.  Ireland,  to  R..\  F, 
Depot  (Inland  Area)  (Supernumerary).  5.5.22. 

J' light  Lieutenants .-  A  C.  Rnndall,  1)  F.C„,  from  R.A.F.  Base,  Leu-  liars 
(10  5  Squad  ion)  (Coastal  Area),  to  R.A.F.  Depot  ( Inland  Area)  (Supernumerary) 

4.4.22.  IJ.  G  P.  Rees,  from  R.A.F.  Depot  (Inland  Area)  to  Seaplane  Training 
School  (Coastal  .Area).  10.5.22.  1  M.  A.  Costello,  M.C, ,  M.B.,  to  Research 

Laboratory  and  Medical  Officers’  School  of  Instruction  (Inland  Area)  on 

<$>  <3> 


appointment  to  Short  Service  Commission.  1.5.22.  )  FI.  Wood.  M.C., 

M  B. ,  D.P.H.,  to  Research  Laboratory  and  Medical  Officers'  School  of  Instruc¬ 
tion  (Inland  .Area)  on  appointment  to  Temporary  Commission.  1.5.22. 
R.  M.  King,  from  No.  207  Squadron  (Inland  Area)  to  R.A.F'.  Depdt  (Inland 
Area).  8.5.22,  T,  P.  Y.  Moore,  from  No.  2x6  Squadron  (Middle  East)  to 
No.  2  Armoured  Car  Company  (Middle  East).  7.4.22  E.  C,  W.  FiUkerbert, 
from  Aircraft  Park  (Iraq)  to  R.A.F.  Depdt  (Inland  Area)  (Supernumerary). 
31.3.2a.  J.  W.  B.  Grigsou,  D.S.O.,  D.F.C.,  from  No.  55  Squadron  (Iraq) 
to  R.A.F.  Depot  (Inland  Area)  (Supernumerary).  31.3.22  C.  H.  Taticred, 
M.B.F.,  from  Headquarters  R.A.F..  Iraq,  to  R.A.F.  Depot  (inland  Area) 
(Supernumerary).  31.4.22.  P.  H.  Cummings,  D.F'.C.,  from  No.  5  Squadron 
(India)  to  R.A.F.  Depdt  (Inland  .Area)  (Supernumerary).  6.4.22.  G.  C. 
Gardiner,  D.F'.C. ,  from  No.  84  Squadron  (Iraq)  to  R.A.F.  Depdt  (Inland 
Area)  (Supernumerary).  31,3.22.  R.  E.  H.  Daniel,  from  R.A.F.  Depdt 
(Inland  Area)  to  No  1  Armoured  Car  Company  (Middle  East).  29.4.22. 
M.  B.  Ward,  from  School  of  Technical  Training  (Men)  (Inland  Area)  to  Aircraft 
Depdt,  Egypt  (Middle  East).  29.4.22.  L  K.  Waugh,  D  S  C.,  from  Instrn 
ruent  Design  Establishment  (Inland  Area)  to  Seaplane  Training  School 
(Coastal  Area)  10.5. -22.  H.  1..  Hatimer,  D.F.C.,  from  Headquarters  R.A.F. 
(Middle  East)  to  R.A.F.  Depdt  (Inland  Area)  (Supernumerary).  1.5.22. 
J,  B.  Woodrow,  to  Research  Laboratory  and  Medical  Officers'  School  of 
Instruction  (Inland  Area)  on  appointment  to  Short  Service  Commission. 

24.4.22.  E.  A.  .Aldridge,  M.C.,  to  Research  Laboratory  and  Medical  Officers' 
School  of  Instruction  (Inland  Area)  on  appointment  to  Temporary  Com¬ 
mission.  24.4.22.  G.  E.  Livock,  D.F'.C..  from  No.  230  Squadron  (Coastal 
Area)  to  Marine  Armament  Experimental  Establishment  (Coastal  Area). 

4.5.22.  J  N  Goggin,  from  R.A.F.  Base,  Leuchars  (Coastal  -Area),  to  Head¬ 
quarters  (Inland  Area).  18.5.22.  T.  H.  K,  MaeLaughlin,  from  3Q  Squadron 
(Inland  Area)  to  No.  2  Squadron  (Inland  Area).  17.5.22.  G,  H.  IF  Maxwell, 
M.B.,  from  Inland  Area  Aircraft  Depdt  (Inland  Area)  to  39  Squadron  (Inland 
Area).  15.5.23.  A.  Williams,  from  Inland  Area  Aircraft  Depdt  (Inland 
Area)  to  No  2  Flying  Training  School  (Inland  Area).  15.5.22.  O.  Anuer, 
from  R.A.F.  Depdt  (Inland  Area)  to  No.  5  Hying  Training  School  (Inland 
Area).  15.5.22.  C.  l’ox  Pitt,  from  R.  A.F.  Depdt  (Inland  Area)  to  Armament 
aud  Gunnery  School  (Inland  .Area).  8.5.22.  X.  S.  Douglas,  from  No.  56 
Squadron  (Middle  East)  to  No.  216  Squadron  (Middle  East)  1.5.22.  J.  H. 
DLAlbiac,  D.S.O.,  from  No.  47  Squadron  (Middle  East)  to  R.A.F.  Trans- 
Jordama  Headquarters  (Middle  East;.  1.422.  W.  H.  L.  O'Neill,  M.C., 
from  R.A.F,  Depdt  (Inland  Area)  to  R.A.F.  Base,  Leuchars  (Coastal  Area). 

15.5.22.  J.  M.  Burke,  from  R  A  F.  Depdt  (Inland  .Area)  to  Marine  Armament 

Experimental  Establishment  (Coastal  Area).  15.5.22.  H.  C,  Irwin,  A.F.C., 
from  R.A.F.  Base,  Leuchars  (Coastal  Area),  to  Air  Ministry  (Director  of 
Operations  and  Intelligence).  15.5.22.  R.  H.  Smyth,  M.C.,  from  No.  31 
Squadron  (India)  to  R.A.F.  Depdt  (Inland  Area)  (Supernumerary).  15.4.22. 
t.  McColm  Jones,  M.A..  from  R.A.F.  Central  Hospital  (Inland  Area)  to 
Central  Medical  Board  (Inland  Area).  22.5.22.  O.  St.  Leger  Campion,  from 
No.  2  Squadron  (Inland  Area)  to  R.A.F.  Central  Hospital  (Inland  Area). 
19.5*23.  ' 

<$>  <s> 


IN  PARLIAMENT 


U.S.  "Bombing"  Report 

Viscount  Cordon,  on  May  to,  asked  the  Parliamentary  Secretary  to  the 
Admiralty  whether  steps  can  be  taken  to  publish  the  Report  of  the  Joint 
Army  and  Navy  Board  appointed  by  the  United  States  Government  to  enquire 
into  sea  and  air  power  as  a  White  Paper  ? 

Mr.  Am  pry  .  I  am  afraid  that,  owing  to  the  expense  involved,  the  printing 
of  tins  Report  on  the  results  of  the  United  States  bombing  and  gunfire  experi¬ 
ments  with  ex-German  ships  would  not  be  justified,  especially  as  it  was 
published  in  the  American  Press  last  autumn.  I  shall,  however,  be  happy  to 
supply  typed  copies  to  any  hon.  members  who  may  be  interested. 

Viscount  Curzon  :  Is  the  hon.  gentleman  aware  that  this  Report,  not  only 
deals  with  the  bombing  of  ex-German  ships,  but  also  gives  very  valuable  con¬ 
clusions  arrived  at  by  the  Committee  set  up  by  the  United  States  Government.  ? 

Mr.  A  tilery  :  It  is  a  verv  interesting  Report,  and  I  shall  be  very  happy  to 
send  any  hon.  member  who  likes  to  write  to  mo,  a  tvped  copy. 

Commander  Bellairs  Would  it  not  toe  toetter  to  send  a  typed  copy  to  the 
Library  of  the  House  of  Commons  ? 

Mr.  A  tutor  y  :  Certainly 

<$> 

New  Director  of  Civil  Aviation 

The  Air  Ministry  announces  that  Maj.-Gen.  Sir  W.  S. 
Brancker,  K.C.B.,  A.F.C.,  lias  been  appointed  Director  of 
Civil  Aviation  in  the  Air  Ministry. 

Air  Ministry  Resignations 

Wf  learn  that  Wing-Commanders  W.  D.  Beatty  and  W.  O. 
Raikes,  two  heads  of  departments  in  the  Air  Ministry,  have 
tendered  their  resignations. 


Royal  Air  Force  Contracts 

Mr.  R.  Young  asked  the  Secretary  of  State  for  Air  wh.it  percentage  of 
contracts  for  the  Air  Ministry  has  been  referred  to  the  Technical  Costs  Branch 
during  the  period  March,  iqjx-March,  1922;  and  what  was  the  saving 
effected  and  the  total  amount  of  the  original  quotations  on  which  the  savings 
were  effected  ? 

Capt.  Guest  :  Three  classes  of  contracts  arc  placed  by  the  .Air  Ministry, 
namely,  general  stores,  aeronautical  stores,  and  works  services,  and  l*v 
far  the  greater  percentage  of  them  are  placed  after  open  competition, 
which,  of  itself,  affords  a  sufficient  check  on  prices  and  makes  costing 
unnecessary, 

As  regards  general  stores,  quotation-,  totalling  £176,500,  or  22  per  cent,  of 
the  value  of  all  the  contracts  for  such  stores  placed,  were  referred  for  costing 
in  the  financial  year  1921-22,  aud  a  saving  of  nearly  £29,000,  or  16  per  cent, 
of  the  amount  of  the  quotations,  was  effected.  During  the  financial  year  1921 
-22,  it  has  not  been  found  necessary  to  refer  quotations  for  aeronautical 
stores  or  works  to  the  Costs  Branch. 

<s>  <3> 

The  Destroyed  Zeppelins 

As  an  aftermath  of  the  destruction  of  the  airships  which 
should  have  been  delivered  to  the  Allied  and  Associated 
Powers,  it  is  announced  that  the  Ambassadors’  Council  have 
decided  that  Germany  is  to  pay  nine  million  gold  marks 
(£,450,000)  by  way  of  compensation.  And  a  very  cheap  let-oil, 
assuming  she  pays  it. 
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Atf„  IMPORTS  AND  EXPORTS,  1921-1922 

fet-ar^,AtvEh.?irShlpS’  lflloons  and  parts  thereof  (not  shown 


Flight-  (  t  t  °r  Januar>’  2<*  for  1918.  see 

for  lamLvl.  JanUai,>'  *9*9;  for  19i9.  see  "  Flight  ” 
"  an2  22,  1920  ;  for  I92°-  sec  "  Flight  “  for  January  13, 
r  or  i92i,  see  “  Flight  '  for  January  19,  1922. 


Imports 


Jan.  ... 
Feb.  ... 
Mar.  ... 
April... 

1921. 

£ 

4.459 

2.379 

14 

1.370 

1922. 

£ 

i,»52 

567 

L47I 

3,846 

1921. 

0  £ 
87,12s 

59,829 

1 i8,i99 

138,983 

1922. 

£ 

70,552 

69,129 

166,607 

I39,995 

1921. 

£ 

2,285 

19 

L565 

450 

1922. 

£ 

23 

1,100 

100 

5,880 

3,  222 

7,036 

404,139 

452,283 

4,3l9 

7,103 

SIDE-WINDS 

VVe  understand  that  the  Bristol  Aeroplane  Co..  Ltd  have 
iinn  T °d  a'l]HnS,'"K;nts  ,for  granting  the  sole  licence  to 

err  ncri  '  v  4°°  hp'  Bnstol  "  J  “pitor  radial  air-cooled 
tn  l;ran<  -•  to  t  he  well-known  Gnome  and  Lo  Rhone 
1  nginc  Co  1  he  announcement  is  of  more  than  ordinary 

I  teicst  as  art  indication  of  the  high  estimate  formed  in  regard  to 

fictth  iTthe  -  nn-T?*'b/  thc  F,vnch  aviatiou  The 

tact  that  the  Bnstol  Jupiter  and  “  Bristol  -  Lucifer  engines 

aic  the  only  two  air-cooled  engines  which  have  ever  satisfied 

the  strenuous  conditions  the  British  Air  Ministry  Type 

lest,  has  created  a  great  impression  in  Continental  aviation 

.antics.  he  selling  rights  for  the  -  Bristol  "  Jupiter  engine. 

II  1  r.uue  and  many  of  the  countries  of  Europe  have  also 
been  ceded  to  the  Gnome  and  l.e  Rhone  Co. 

I.IHPX.-Co)  C  1  1  lircHtNS,  U.S.O.,  M.l.Mech.E.,  who 

lieently  resign,  ,i  the  appointment  of  General  Manager  to 
\in  nlfuial  and  General  Engineers,  Ltd.,  has  joined  Sir 
W  .  G.  Armstrong.  \\  hitworth  and  Co.,  1  ,td. 

"IE  Air  to  E  y  l  a  v  where  ”  is  the  title  of  an  extremely 
"fl"  iinT  ;dt  1  acti\e  booklet  issued  by  the  Lepaerial  Bureau 
in  t  h-  helirsi  issue  for  the  present  season  has 

juM  been  published,  and  contains  thc  time-tables  of  the  more 

KuroPe'  together  with  fares  and  other 

wm  n!f  r  l!sciul,t0  travel,ers  At  the  end  of  the  book 
mil  lx.  found  a  sketch-map  which  gives  an  excellent  idea 
of  the  number  and  extent  of  the  air  lines  at  present  in  opera- 
tion  Excellent  little  sketches  of  some  of  the  new  machines 
1  regular  use  on  the  various  air  lines  illustrate  the  book 
altogether  the  publication  is  one  which  all  intending 
travellers  by  air  should  make  a  point  of  securing  Copies 

the  office  of  the  Lcpaeiial  i;„reau, 
-/,  Piccadilly  (undei  the  Piccadilly  Hotel). 

*  m  &  m 

publications  received 

7  he  Professional  Photographer,  May,  1022  Kodak  ltd 
Kmgsway.  London,  WsC.  >.  ! 

The  Y car  Book  of  Wireless  Telegraphy  mid  Telephone  kb,. 

1™°,"  k- r  '  "’I';1”’  Press-  L*d..  Hennettii  St4t, 

briand,  W.C.  2.  Price  15s. 

,  I^fl}!  Ua[  %  “?•  C,mtey  of  Pressure  Coefficients  for 
Aerofoils  at  High  Speed* 1  By  W.  S.  Diehl.  National  VI- 

f0r  Acronailtks-  Nayy  Building,  Washing- 

Technical  A ote  Ah.  9r.  Notes  on  Propeller  Design;  The 
hnergy  Losses  of  the  Propeller— J.  By  Max  M.  Munk, 
National  Advisory  Committee  for  Aeronautics,  Navy  Building 
Washington,  D.C.,  U.S.A.  ' 

Technical  Note  No  93.  The  Background  of  Detonation.  By 
b.  \\  sparrow.  -National  Advisory  Committee  for  Aero¬ 
nautics,  Navy  Budding,  Washington.  D.C.  U.S.A 

1uJCinral  jV0/i,Xl'-  94 '  S’ote$  0,1  Propeller  Design,  II  :  The 
Distribution  oj  7  hrusl  over  a  Propeller  Blade.  By  Max  M. 

TiM  Advisory  Committee  for  Aeronautics,  Navy 

Building.  Washington,  D.C.,  U.S.A.  y 

'Tec  nine  a  l  Note  No.  95.  Notes  on  Propeller  Design — III 
I  fie  Aerodynamical  Equations  of  (he  Propeller  Blade  Elements. 

-  ,Max  TT  Tbmk.  National  Advisory  Committee  for  Aero¬ 
nautics,  Navy  Building,  Washington,  D.C  .  U.S.A. 

Report  No.  135.  Performance  of  B.NI.  W.  lSyHorsepowoy 
Airplane  Engine.  National  Advisory  Committee  for 
Aeronautics,  Navy  Building,  Washington,  D.C.,  U.S.A. 
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l  HE  LONDON  AERO-MODELS  ASSOCIATION 

CHE  winner  ot  Competition  No.  3  was  Mr.  M.  Levy  ;  second 
puze,  Mr.  <  Hersom  ;  third  prize,  Mr.  F.  de  P.  Green, 

At  the  meeting  held  at  Headquarters  on  Thursday  last 

mfvi  ra  \mSf  ^Tj  '  VV'  ,1el'surn  occupying  the  chair,  it  was 
<  1  tided  to  hold  an  Aerial  Golf  Competition  on  Hackney 

°n  Satludc,-V  June  3*  at  4-30  p.m.,  prizes  having 
kindly  been  given  by  Mr.  F.  dc  P.  Green  and  Mr  J..  Grey 
Hus  competition  is  limited  to  members  only,  and  anv  type  of 
model  is  eligible;  the  only  condition  laid  down  is,' "  All 
models  must  have  and  fly  with  an  under-carriage." 

On  Sunday,  the  21st  rust.,  a  special  Flying  Demonstration 
\m  1  be  held  oil  Parliament  Hill  Fields  at  10.30  a.m.,  and  if 
flv  'same  '  vt'rT  nu'!nl>cr  'vill  endeavour  to  bring  a  model  and 

On  Saturday,  the  20th  inst.,  a  Smoking  Concert  under  the 
management  of  Mr  J.  E.  Louch  is  being  held  at  Headquarters, 
20.  Great  Windmill  Street,  at  7  p.m.  prompt. 

■  tk  1  ')ursdaD  the  25th  inst.,  a  Discussion  will  be  opened  on 
1  he  Construction  of  Built-up  Fuselages  for  Enclosed 
Motors,  and  those  members  who  can  arc  requested  to  brine 
a  fuselage  along  with  them  for  demonstration  purposes. 

Report  from  Research  Committee 

Hie  propeller-testing  apparatus  is  now  completed  and 

iii  r!  a  fcr ,  V  ft  w  Prt-’peller.s  have  been  tested  lor 

Kust,  and  the  apparatus  appears  to  work  satisfactorily,  the 
lcsults  being  quite  up  to  expectations.  The  few  trials  which 
Hue  taken  place  seem  to  show  that  thc  apparatus  will  be 
a  complete  success  for  testing  propellers  up  to  jo  ins.  diameter. 

mthei  details  and  results  will  be  made  known  after  thc 
next  meeting  of  the  Research  Committee  in  thc  course  of  a 
week.  Hon,  Sec.  of  Research  Committee  pro  tan.  \V  F 
Evans.  r  ' 

a'r111,rJd  at  Headquarters,  20,  Great  Windmill 
.  leet,  lccadilly  Circus,  W.  1,  every  Thursday  evening  at 
1  •3?1 1  ’  " '  1  n,e tiding  members  cordially  invited.  Particulars 

O.  the  Association  may  be  obtained  from  A.  E.  Jones,  H011. 
ec.,  48,  Narcissus  Road,  West  Hampstead,  N.W  .  0. 

US  jg  jg. 

^lAERONAUTICAL  PATENT  specifications 

Th/Vla.,0hS  ■’  ”  cylinder  ;  l.C.  -  interna!  combustion;  m.  -  motors 

Thc  numbers  In  brackets  are  those  under  which  the  Specifications  «il) 
be  printed  and  abridged,  etc. 

APPLIED  FOR  IN  1921 

Published  May  18,  igcc 

.oid  A.  Kaposi  v  ie.  Blade  wheels  of  propellers,  (is*  •  .«  1 
raw.  /Am-Lix  VVERKt  Lino Aii  (,Es  and  C.  Dohmbk  riouJw  ho di« 

lot  .rift  rait.  (157.265  ) 

]  U'«k2Pcg  Ges.  Coolers  for  aero  engiucs,  {100,445,1 

t,Mo.  H.  B.  S.  Holt,  parachute  apparatus.  (i;,.s, ,,,,1  4  '  J 

T'J Hassai.  Planes,  wings  and  propeller  blaVlrs.  (178,5.-8) 

T  *  u  tiyroscopical  stabilising  means  lor  uircraii.  (,  78,54;.) 

-■57 1  •  H.  JCnmirs  Landmg-gr-ar.  (158,277.)  v  /  ui  1 

-W5--  F-  H.  Scott.  Mooring  roasts.  (178,568.) 

9i°TJ.  H.  r.  Adams,  Mascots.  (178,69,-.) 

If  you  require  anything  pertaining  to  aviation,  study 
“Flights'*  Buyers’  Guide  ami  Trade  Directory, 
which  appears  in  our  advertisement  pages  each 
week  (see  pages  iii  and  xiv). 

NOTICE  TO  ADVERTISERS 
Ail  Advertisement  Copy  and  Blocks  must  be 
delivered  at  the  Offices  of  “Flight,’*  36,  Great 
Queen  Street,  KJngsway,  W.C.  2,  not  later  than 
12  o’clock  on  Saturday  in  each  week  for  the  following 
week’s  issue.  ~ 

FLIGHT 

The  Aircraft  Engineer  and  Airships 
36,  GREAT  QUEEN  STREET,  KINGSWAY,  W.C.  2. 

Telegraphic  address  :  Truditur,  Westcent,  London. 
Telephone  :  Gerrard  1828. 

SUBSCRIPTION  RATES 

Flight  ’  will  be  forwarded,  post  free ,  at  the  following  rales  — 
United  Kingdom  Abroad* 

3  Months,  Post  Free...  7  7  3  Months,  Post  Free...  8 

l2  0  ”  •■*x3  2  6  „  ...16  6 

,  „Ih®Se.  rates  are  su1biect  to  anY  alteration  found  necessary 
under  abnormal  conditions  and  to  increases  in  postage  rates. 

•  European  subscriptions  must  be  remitted  in  British  currency 
Cheques  and  Post  Office  Orders  should  be  made  payable  to  the 
Proprietors  of  Flight, "  36,  Great  Queen  Street,  Kingsway. 
W.C.  2,  and  crossed  London  County  and  Westminster  Bank 
otherwise  no  responsibility  will  be  accepted,.. 
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( Continued  /rout  p.  xiv.) 


INSULATING  MATERIALS— 

MacLennan,  John.  &  Co.,  115,  Newgate  St.,  E.C.i. 

City  3115  ;  “  Vanduara,"  Cent.  London. 


lubricating  oils- 

Wakefield,  C.  C.,_&  Co.,  Ltd.,  Cheapside,  E.C.  2. 
Centra)  >156  (3  lines);  “Cherry,”  Cent.  London. 


macwning- 

Monk  Engineering  Co.,  Ltd.,  Coventry. 

Coventry  807;  “  Assistance, '  Coventry . 


MAGNETOS— 

British  Thomson. Houston  Co.,  Ltd.,  Lower  Ford 
Street,  Coventry. 

Telephone *  *78  ;  “  Asteroid*!,’’  Coventry. 


METALS  UUtLFrictiaa)- 

Hoyt  Metal  Co.,  Ltd..  Deodar  Road.  Putney, 
S.W.  Putney  1323. 


HETAL  PARTS  AND  FITTINGS 

Brown  Hroi  Ltd..  Great  Eastern  Street,  London, 
E-C-  ». 

Monk  Engineering  Co.,  High  Street,  Coventry 

Coventry  807  ;  “  Assistance,"  Coventry. 

Rnhery,  Owen  &  Co.,  Darlaston- 

Uarlaston  87;  “Roofs,  Ibulaston, 


MODELS 

Jones,  A  E.,  l.td.,  *5.  Kversholt  Road,  Camden 
Town,  NAV.  r. 

WA.P..  Replingham  Re.ad,  Southfield*.  S.W.  18. 


PARACHUTES- 

K.  R.  Calthrops  Aerial  Patents,  Ltd  ,  333.1, 
Edgware  Road.  London,  W.  y,  Paddington  6332. 

Spencer  C.  G.,  &  Sons,  Ltd..  55a,  Highbury 
Grove,  N.5.  Dalston  1803. 


PETROL- 

Anglo-Americau  Oil  Co.,  Ltd.  t  Piatt's),  Queen 
Anne’s  Gate,  S.W,  r. 


PROPELLERS  - 

Falcon  Airscrew  Co.,  113,  Cottenham  Road. 
Holloway,  N.  tg.  Hornsey  910  &  2473. 

Lang  Propeller,  Ltd.,  Weybridge,  Surrey. 

320-521,  Weybridge  “  Aerosticks."  Weybridge. 


PUTTEES- 

Fox  Bros-  &  Co.,  Ltd  (Dept  R),  Wellington. 
Somerset. 


RADIATORS  AND  RADIATOR  REPAIRS— 

Serck  Radiators.  Ltd.,  Warwick  Road,  Greet, 
Birmingham. 

Victoria  531  (3  lines) ;  “  Nerleak,”  Birmingham. 


STABILIZERS— 

Auto  Controls,  Ltd..  19,  Regent  Street,  Piccadilly 
Circus,  London,  S.W.  t,  Regent  3649. 


TAPES  AND  WEBBING - 

MacT.ennan,  John, &Co..  1X5,  Newgate  St.,  E.C.  r. 

Guy  5115;  “  Vanduara, Cent.  London. 


TIMBER— 

Owen.  Joseph.  &  Son,  Boro’  High  Street,  S.E. 

Hop  381  r  ;  “  Bucheron,”  London. 


TUBES,  ALUMINIUM— 

British  Aluminium  Co.,  Ltd..  The,  too,  Queen 
Victoria  St..  London. 

City  2676;  “  Cryolite,"  Cent.  London. 


SHEET  METAL  WORK  STAMPINGS  AND 
PRESSINGS 

Rnbery,  Owen  A  Co.,  Darlas  ton. 

Darla^ton  87;  “  Roofs,"  Darlnston. 
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The 
Russo- 
Germiin 
War  Pact. 


EDITORIAL,  COMMENT. 

HE  very  greatest  interest  attaches  to 
the  Russo-German  Pact,  which,  it  is 
alleged,  actually  provides  for  tfie 
supply  of  arms  and  ammunition  for 
Bolshevik  Russia  by  Germany.  What 
purports  to  be  the  actual  text  of  the 
secret  military  convention  concluded 
in  Berlin  on  April  3,  1922,  between 
Russian  and  German  representatives  was  published 
in  the  Paris  Eclair,  and  a  translation  of  it  was 
published  in  the  Daily  Mail  of  May 
ig,  1922,  the  particular  clauses  referring 
to  aircraft  being  given  in  this  week’s 
Flight.  That  the  authenticity  of  the 
document  has  been  denied  by  both 
Berlin  and  Moscow  need  not  necessarily  mean  any¬ 
thing,  and  it  might  have  been  thought  that  our  own 
Foreign  Office  would  be  in  a  position  to  know  whether 
or  not  the  document  is  genuine.  Up  to  the  time  of 
writing,  no  statement  has,  as  far  as  we  are  aware, 
been  made  by  the  F.O.,  and  it  is,  perhaps,  permissible 
to  assume  that  “  there  may  be  something  in  it." 
No  smoke  without  lire  may  prove  a  truthful  proverb 
once  more,  and  at  any  rate  the  position  is  one  which 
will  bear  the  very  closest  watching. 

The  portion  of  the  alleged  treaty  which  interests 
us  most  is,  naturally,  that  dealing  with  the  supply  by 
Germany  of  500  Junkers  all-metal  aeroplanes.  How 
Germany  should  have  been  able  to  construct  under 
the  eyes  of  the  Inter-Allied  Commission,  500  aero¬ 
planes  of  any  one  type  without  being  discovered,  or 
how  500  such  machines  could  have  been  hidden 
away  and  escaped  detection,  is  a  mystery.  Although 
the  reported  text  does  not  state  when  and  how  these 
machines  are  to  be  built,  there  is  evidence  that  some 
of  them  at  any  rate  are  in  existence.  M.  de  Montjou, 
the  French  Deputy,  states  in  a  book  which  he  has 
just  published,  dealing  with  his  observations  on  a 
visit  to  Germany,  that  at  the  Junkers  works  at  Dessau 
he  found  74  machines  in  hand,  nearing  completion. 
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For  whom  were  these  intended  ?  What  was  the 
explanation  given  to  the  Inter-Allied  Commission, 
which  must  have  known  of  their  existence  ?  Again 
we  do  not  know.  But  one  thing  is  certain,  handicap 
Germany  as  we  may  by  rules  and  regulations,  we 
cannot  prevent  her  from  making  arrangements  for 
building  her  aeroplanes  abroad.  And  it  requires  no 
great  stretch  of  the  imagination  to  see  that  even  if  the 
alleged  text  of  the  secret  treaty  is  not  genuine,  the 
very  fact,  of  Germany  having  a  treaty  with  Bolshevik 
Russia  invites  the  construction  of  German  machines 
across  the  border  as  the  easiest  and  obvious  way  of 
circumventing  the  restrictions  imposed  by  the 
Allies. 

We.  may  limit  the  power  of  the  engines  and  the 
ceiling  of  machines  and  the  fuel  carried  and  the  useful 
load  which  may  be  taken,  but  if,  at  the  same  time, 
we  are  unable  to  prevent  Germany  making  arrange¬ 
ments  for  constructing  aircraft  and  other  war 
material  abroad,  to  what  purpose  is  it  all  ?  The 
situation  is  one  fraught  with  danger  to  the  Allies, 
and  the  future  peace  of  the  world. 

-0- 

We  have  had  occasion  to  refer  frequently 

Neglected  ^atc  t0  manner  in  which  the 

Seaplanes,  development  of  the  seaplane — and  by 

the  term  we  mean  both  the  twin-float 
machine  and  the  flying  boat — has  been  neglected  by 
this  country,  in  spite  of  the  fact  that  the  sea  has  been 
for  generations  our  home,  and  the  parts  of  our  far- 
flung  Empire  are  separated,  or  connected,  according 
to  the  way  one  looks  at  it,  by  leagues  of  ocean.  By 
way  of  stimulating  the  interest  in  seaplanes,  and  of 
furnishing  an  illustration  of  what  seaplanes  can  do, 
we  published  in  our  issue  of  last  week  an  article 
dealing  with  the  use  which  Canada  is  making  of 
seaplanes.  Elsewhere  in  this  issue  we  publish  a 
letter  from  a  correspondent  dealing  with  the  question 
of  Canada  as  a  market  for  aircraft.  As  our  corres¬ 
pondent  is  just  returned  from  a  visit  to  Canada,  where 
he  has  been  studying  the  conditions  at  close  quarters, 
his  opinions  carry  a  good  deal  of  weight,  and  we  would 
recommend  manufacturers  to  read  carefully  our 
correspondent's  letter.  His  warning  that  America, 
as  a  next-door  neighbour,  is  likely  to  get  ahead  of  us 
if  we  do  not  look  sharp  is,  we  think,  very  timely, 
and  should  be  given  every  consideration. 

It  is  not,  however,  in  Canada  only  that  there  is  a 
future  for  the  seaplane.  In  fact,  practically  the  whole 
of  our  Empire  could  show  similar  opportunities, 
and  it  is  surely  high  time  that  the  authorities  took 
steps  to  ensure  that  the  seaplane  is  given  the  amount 
of  attention  which  it  merits.  In  this  connection  it  is 
worth  remembering,  and  this  is  a  fact  which  appears 
apt  to  be  lost  sight  of,  that  the  personnel  of  aeroplanes 
can  be  built  up  very  much  more  quickly  than  can 
that  for  the  seagoing  type.  The  machines  themselves 
take  longer  to  develop,  although  once  a  type  has  been 
standardised  a  flying  boat  does  not,  probably,  take 
very  much  longer  to  build  than  does  a  land  machine. 
But  the  question  of  personnel  is  a  vital  one.  Unless 
we  start  at  once,  there  is  a  very  grave  danger  that 
in  the  next  wax  our  lack  of  trained  seagoing  flying 
personnel  may  result  in  our  defeat  at  sea. 

While  the  Navy  is  doing  a  certain  amount,  it  is 
limited  by  the  allocation  of  machines  and  men,  and 
it  becomes  necessary  to  look  elsewhere  if  we  are 
to  have  that  reserve  which  will  be  an  absolute 
necessity. 


It  would  appear  that,  quite  apart  from  the  com¬ 
mercial  possibilities  of  seaplanes,  wc  shall  have  to 
run  services  whether  they  pay  or  not,  simply 
to  obtain  experience  in  different  parts  of  the. 
globe,  and  in  order  to  keep  a  reserve  of  trained 
personnel  against  emergencies.  But — and  that  is  the 
bright  spot  in  all  this  present  lack  of  seaplane 
development  -there  is  every  reason  to  suppose  that 
seaplane  services  can  he  made  to  pay  at  least  as 
well  as  aeroplane  services,  and  probably  better. 
The}’  are  not  competing  against  railways  running 
express  trains  at  bo  m.p.h.,  but  against  steamers 
doing,  at  the  outside,  20  m.p.h.  Seaplanes  do  not 
require  a  large  ground  organisation,  being  able  to 
utilise  existing  lighthouses,  harbours.,  customs,  etc. 
As  they  need  not  have  a  particularly  good  climb,  nor 
a  very  high  ceiling,  the  power  can  be  used  for  carrying 
useful  load.  The  insurance  rates  are,  we  believe, 
very  much  lower  than  those  asked  for  land  machines 
owing  to  the  fact  that  the  sea  is  an  “aerodrome'' 
always  available.  There  is  no  question  of  having  to 
find  any  particular  aerodrome  in  a  fog,  and  we  are 
informed  that  it  is  a  comparatively  simple  matter 
to  alight  on  the  sea  in  a  fog,  as  there  are,  for  practical 
purposes,  no  obstacles  to  worry  about,  only  altitude. 

\V e  ought  to  see  to  it,  and  sooner  or  later  we  shall 
have  to  see  to  it  whether  we  like  it  or  not.  that 
wherever  there  is  a  coaling  station  there  should  also 
be  a  seaplane  base.  Whether  these  should  be  purely 
naval,  or  whether  they  should  be  commercial  as  well, 
would  be  a  matter  for  experts  to  decide.  The  salient 
fact  to  remember  is  that  at  present  we  are  unprepared 
as  regards  seaplanes,  and  that  it  takes  a  number  of 
years  to  train  seaplane  personnel,  especially  as  such 
training  will  have  to  be  done  in  practically  all  comers 
of  the  world,  under  all  manner  of  different  and 
difficult  conditions.  Is  it  not  then  high  time  that  we 
commenced,  even  in  a  modest  way,  by  establishing 
a  seaplane  service  to  be  run  regularly.  Such  a 
service  would  be  extremely  useful  for  the  gathering  of 
data  and  for  the  training  of  a  nucleus  of  personnel 
upon  which  to  draw  later  when  we  are  able  to  expand 
the  services. 

«-  *0'  -0- 

In  this  issue  of  Flight  we  publish  a 
Aircraft1  ,)rief  description  of  the  Silvertown  tank 
Tanks.  which  won  first  prize  in  the  Air  Ministry 

competition  at  Farnborough.  The 
tank,  it  will  be  seen,  consists  of  a  welded  sheet  steel 
inner  case,  covered  with  a  loose  jacket  of  india- 
rubber.  Although  the  tank  is  considerably  heavier 
than  the.  ordinary  tank,  weighing  in  the  30  gallons 
size  approximately  1*9  lbs.  per  gallon  capacity,  its 
fire  resisting  qualities  are  such  as  to  offer  relative 
immunity  from  fire,  one  of  the  most  terrifying  of  the 
dangers  which  threaten  modern  aircraft.  It  is  true 
that  in  peace  time  the  number  of  fires  has  been 
relatively  small,  but  so  long  as  petrol  is  used  as  a  fuel 
the  danger  will  be  there  to  a  smaller  or  larger  extent, 
and  any  safeguard  which  will  minimise  the  danger  is 
deserving  of  the  closest  consideration.  We  strongly 
advise  aircraft  manufacturers  to  investigate  the 
Silvertown  tank,  which  is  being  marketed  by  the 
Palmer  Tyre,  Ltd.,  of  Shaftesbury  Avenue,  who  will 
be  pleased  to  give  further  particulars, 

SHE 
Sir  Hugh  Trenchard's  Promotion 

lx  was  announced  in  the  London  Gazelle-  for  May  23,  that 
Air  Marshal  Sir  Hugh  M.  Trenchard,  K.C-.B.,  D.S.O.,"  Principal 
Air  Aide-de-camp  to  the  King,  lias  been,  promoted  to  the 
rank  of  Air  Chief  Marshal,  as  from  April  t. 
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BRITISH  AIRCRAFT  IN  FOREIGN  MARKETS 

Some  Notes  Dealing  with  the  Aircraft  Disposal  Company  and  Its  Methods 


WHEN  the  War  came  to  an  end  a  question  that  was  frequently 
asked  was  "  What  are  we  going  to  do  with  all  our  aircraft  ? 
The  question  was  one  of  very  considerable  importance  to  the 
British  Aircraft  Industry,  as,  naturally,  the  indiscriminate 
dumping  of  war  machines  might  quickly  ruin  the  whole 
aircraft  industry  as  far  as  this  country  was  concerned.  It 
may  be  remembered  that  the  Aircraft  Disposal  Co.,  Ltd., 
was  formed  early  in  1920  to  take  over  from  the  Government 
Aircraft  Disposal  Department  all  surplus  aircraft,  and 
having  an  agreement  with  the  Government  to  hand  over 
half  of  any  profits  that  might  be  made  out  of  the  sale  of  the 
stock  taken  over.  It  will  easily  be  understood  that  a  very 
great  deal  depended  upon  the.  way  in  which  the  A. D  C. 
attacked  the  problem  of  reconditioning  and  selling  their 
machines,  and  it  must  be  frankly  admitted  that  at  one  time 
certain  misgivings  were  felt  as  to  the  effect  which  the  new 
company  would  have  on  the  prospects  of  sales  by  private 
firms  to  foreign  Governments. 

If  machines  were  simply  handed  out  to  purchasers  indis¬ 
criminately,  at  any  price  which  they  would  bring,  and  left 
to  stick  together  or  drop  to  pieces  as  they  thought  fit, 
obviously  British  aircraft  would  be  in  grave  danger  of  getting 
a  bad  name  abroad,  quite  apart  from  the  injury  which  might 
be  done  to  individual  designers  for  machines  over  which  they 
had  had  no  control,  and  whose  condition  they  were  in  no  way 
responsible  for.  Secondly,  by  selling  at  prices  which  were 
far  below  any  that  individual  firms  could  possibly  quote  for 
new  machines,  it  might  be  feared  that  the  ground  would  be 
cut  from  under  the  private  companies  by  the  newly  formed 
A.D.C.,  with  equally  disastrous  results  to  the  industry.  The 
position  was,  therefore,  a  delicate  one,  to  say  the  least  of  it, 
and  it  may  not  be  without  interest  to  examine  briefly  the 


methods  employed  by  the  Aircraft  Disposal  Co.  during  the 
two  years  or  so  of  its  existence,  and  the  effect  011  the  industry 
in  general. 

All  the  difficulties  outlined  above,  and  many  more  to  which 
we  have  not  referred,  were  clearly  realised  by  the  Aircraft 
Disposal  Co.  from  the  first,  and  two  years  of  successful 
business — successful  as  regards  disposing  of  great  numbers 
of  surplus  machines  at  a  good  profit,  of  which  one-half  returns 
to  the  Treasury  and  consequently  to  the  taxpayer — have 
established  the  Aircraft  Disposal  Co.  on  a  firm  footing. 
This  is  chiefly  due  to  the  methods  employed,  which  not  only 
have  given  satisfaction  to  foreign  customers,  but  which  have 
protected  the  original  designers  by  ensuring  that  no  machine 
or  engine  is  allowed  to  leave  the  A.D.C.  establishment  at 
Waddon  until  it  is  satisfactory  in  every  way  and  up  to 
A.I.D.  standard.  The  consequence  has  been  that  British 
aircraft  is  now  competing  successfully  abroad  with  machines 
— sometimes  of  much  more  recent  date — made  in  other 
countries.  And  the  harm  done  to  the  aircraft  industry  ? 
Probably  this  has  been  quite  small,  if  any  harm  has  been 
done  at  all. 

It  should  be  remembered  that,  what  with  unfavourable 
rates  of  exchange  and  other  handicaps  of  British  commercial 
interest,  there  have  been  few  Governments  who,  during  the 
last  two  years,  would  have  been  able  to  afford  to  pay  the 
prices  which  high  wages,  high  cost  of  materials,  etc.,  would 
have  compelled  manufacturers  to  charge  for  modern  machines. 
On  the  other  hand,  there  are  now  a  number  of  Governments 
both  in  Europe  and  all  over  the  world  who  have  purchased 
A.D.C,  machines,  and  who,  knowing  that  these  machines  were 
not  of  recent  design  and  consequently  not  of  the  highest 
performance  now  attainable,  have  been  satisfied  with  them 


THE  AIRCRAFT  DISPOSAL  CO., ^WADDON  :  1,  Fuselages  “stacked  ”  in  stores.  2,  A  row  of  Siddeley 
“Pumas  ”  ready  for  shipment.  3,  A  corner  of  the  doping  shop.  4,  Fuselages  being  re-conditioned. 
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for  what  they  required  at  the  moment.  These  Governments 
have  naturally  received  a  favourable  opinion  of  British 
aircraft,  and  it  appears  natural  to  suppose  that,  when  things 
right  themselves  once  more  and  British  manufacturers  are 
able  to  compete,  under  normal  rates  of  exchange,  with  other 
nations  in  the  matter  of  price,  these  customers  will  return  to 
this  country  for  the  latest  types.  We  think,  therefore,  that, 
looked  upon  broadly,  the  existence  of  the  Aircraft  Disposal 
Co.  has  not  been  the  cause  of  any  direct  harm  to  the  industry, 
while  its  sale  of  machines  all  over  the  world  has  certainly 
been  of  very  considerable  value  regarded  as  propaganda  for 
British  aircraft. 

With  these  introductory  remarks  we  may  turn  to  the 
•system  adopted  by  the  A.D.C.  in  order  to  ensure  that 
machines  are  up  to  the  required  standard  as  regards  soundness 
of  parts,  correctness  of  trueing-up,  rigging,  etc.  To  begin 
with,  the  A.D.C.,  on  receiving  an  order  from  a  foreign  Govern¬ 
ment,  always  agree  to  having  a  representative  of  that  Govern¬ 
ment  always  at  their  works  while  the  machines  in  question 
are  being  re-conditioned.  In  this  manner  the  purchasers  have 
a  guarantee  that  all  detail  work  receives  due  attention  and 
that  no  defective  part  or  scamped  workmanship  creeps  into 
the  construction  of  any  machine. 

One  of  the  first  things  done  to  a  fuselage  or  wing  taken 
out  of  store  is  to  strip  off  the  fabric,  so  as  to  ensure  that  all 
woodwork,  metal  fittings,  etc.,  are  in  good  condition.  If  a. 
defective  longeron  or  other  part  is  discovered  it  is  replaced  with 
a  new  member  made  from  materials  passed  by  the  Aircraft 
Inspection  Department,  All  the  wires  of  a  fuselage  are 
slacked  off  and  the  fuselage  trued  up  again,  not  only  to  ensure 
its  absolute  truth,  but  also  in  order  that  any  defect  in  the 
bracing,  fittings,  etc.,  from  rust  or  any  other  cause,  may  be 
detected.  The  machine  is  gone  over  minutely,  always  under 
the  supervision  of  the  representative  of  the  purchaser,  and 
is  trued-up,  covered  and  doped.  The  wings  are  similarly 
treated,  all  parts  found  to  be  below  standard  being  scrapped. 
In  this  connection  reference  should  be  made  to  the  question 
of  shrinkage.  Owing  to  the  care  in  storage,  maintenance  of 
an  even  temperature  regardless  of  the  time  of  the  year,  very 
few  parts  are  found  to  have  shrunk.  If  any  are  found  they 
are  replaced,  or,  if  a  number  of  parts  have  suffered  from  this 
cause,  the  whole  component,  such  as  a  wing,  is  scrapped. 
That  is  not  to  say  that  it  is  merely  flung  on  the  scrap  heap 
and  left  to  anyone  who  will  buy  it  for  a  few  shillings.  If 
that  were  done  there  might  be  a  possibility  of  unscrupulous 
persons  purchasing  wings  with  defects  in  their  parts  and 
disposing  of  them  for  use  in  an  aircraft.  In  order  to  avoid 
this,  any  component  which  is  found  to  suffer  from  so  many 
defects  as  to  render  its  re-conditioning  uneconomical  has  all 
its  main  parts  destroyed.  Thus  such  a  wing  has  its  spars 


sawn  through  so  that  it  could  never  be  patched  up  to  look 
sound  and  then  be  sold  by  a  third  party  for  use  as  a  wing. 

The  same  care  as  is  given  to  the  aeroplane  or  seaplane  is 
bestowed  upon  engines.  When  taken  out  of  store  every 
engine  is  dismantled  and  all  its  parts  micrometered  and 
checked  for  size  and  truth.  The  engine  is  then  erected  and 
tested  on  a  test  stand,  driving  a  calibrated  fan.  Such 
accessories  as  magnetos  and  carburettors  are  also  tested 
individually,  the  magnetos  being  run  at  various  speeds 
connected  up  to  sparking  plugs  in  an  inspection  chamber  in 
which  there  is  a  compression  corresponding  to  that  in  the 
engine,  and  through  a  window  in  which  it  can  be  seen  if  all 
plugs  are  sparking  at  all  speeds.  Carburettor  jets  are  also 
tested  b}'  measuring  the  amount  of  liquid  which  flows  through 
them  in  a  given  time  under  a  given  pressure,  and  such  items 
as  fuel  and  oil  pipes,  radiators,  etc.,  are  tested  under  pressure 
before  being  allowed  to  be  put  into  the  machines.  All  rubber 
pipes,  even  if  appearing  to  be  sound,  are  replaced  by  new 
pipes. 

All  this  time  the  parts  of  a  machine  or  engine  are  under 
the  supervision  not  only  of  the  A.D.C.  but  of  the  representative 
of  the  purchaser,  and  no  part  is  put  into  the  machine  without 
the  consent  of  both  parties.  If,  as  sometimes  happens,  a 
client  desires  modifications  made  to  a  machine,  this  is  only 
done — provided  the  alteration  is  one  of  any  importance  to 
the  structural  or  aerodynamical  qualities  of  the  machine — 
after  consultation  with  the  original  designers.  Thus  if  a 
machine  was  originally  designed  to  take  a  Y  engine,  but  the 
purchaser  for  some  reason  desires  to  have  a  Z  engine  fitted 
instead,  this  is  only  agreed  to  after  the  designer  of  the  machine 
has  been  consulted  and  has  given  his  consent.  Thus  the 
interests  of  the  original  designers  are  safeguarded,  and  no 
machine  is  allowed  to  be  sent  away  with  modifications  which 
the  original  designers  would  not  have  sanctioned. 

Having  been  finished  under  due  inspection,  the  machines 
are  erected  and  flown  before  the  representatives  of  the 
purchasers,  and  a  certain  guaranteed  performance  is  attained 
before  the  machine  is  considered  ready  for  shipment.  The 
Aircraft  Disposal  Company  have  evolved  a  method  of  packing 
which  absolutely  ensures  that  the  machines  will  reach  their 
destination  in  good  condition.  Usually  two  fuselages  are 
packed  in  one  case,  placed  side-by-side,  but  pointing  in 
opposite  directions,  and  they  are  so  secured  to  the  floor  and 
sides  of  the  case  that  it  is  absolutely  impossible  for  them  to 
work  loose  and  come  adrift.  A  similar  proceeding  is  followed 
with  engines.  If  these  are  to  be  sent  a  long  distance  they 
are  put  in  tin-lined  cases  soldered  up  to  exclude  any  moisture, 
and  as  they  are  well  greased  before  shipment  they  reach 
their  destination  in  excellent  condition. 

We  might  devote  considerably  more  space  to  the  various 


"THE  AIRCRAFT  DISPOSAL  CO.,  WADDON  :  I,  Shows  two  D.H.9  fuselages  on  the  floor  of  their  packing 
case,  the  sides  of  which  may  be  seen  lying  down  ready  to  be  put  in  place.  2,  A  D.H.  9  landing  after  going  through 
its  acceptance  flight.  3,  A  Bristol  Fighter  and  three  D.H.  9’s  ready  for  tests.  4,  A  packing  case  containing  two 
D.H.9  fuselages  being  hoisted  on  to  the  lorry  which  is  to  take  them  to  the  docks  for  shipment. 
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details  of  inspection,  overhaul,  etc.,  of  the  Aircraft  Disposal 
Co.  machines,  but  sufficient  has,  we  think,  been  said  to 
indicate  that  every  care  is  taken  to  ensure  that  every  machine 
and  engine  which  leaves  Waddon  is  in  as  good  condition  as 
it  is  possible  for  it  to  be,  and  that  in  many  instances  the 
machines  are  actually  as  good  as  new.  To  a  certain  extent 
they  may  be  said  to  be  better,  since  all  wood  in  them  is 
now  very  well  seasoned  and  any  further  shrinkage  is  extremely 
improbable. 

Col.  Darby,  of  the  London  Office  of  the  A. D  C.,  and  Maj. 
Grant,  who  is  head  of  the  Waddon  establishment,  have  had 
a  difficult  task,  but  one  cannot  visit  the  factory  without 

E  E 


coming  to  the  conclusion  that  they  ,  have  discharged  it  in 
an  admirable  manner,  and  that  customers  have  been  satisfied 
is  proved  by  the  fact  that  more  than  one  foreign  Government 
lias  sent  in  a  repeat  order.  That  in  itself  is  a  good  testimony 
to  the  soundness  of  the  system  adopted  and  rigidly  adhered  to. 
We  are  not  permitted  to  quote  the  number  of  machines  sold, 
but  we  think  that  if  it  were  known  it  would  stagger  some 
people  who  profess  not  to  believe  in  aviation.  And  as  we 
have  already  said,  we  really  doubt  if  any  harm  has  been  done 
to  the  industry  as  a  whole,  while  undoubtedly  a  lot  of  very 
valuable  propaganda  work  has  been  the  result  of  all  these 
machines  being  distributed  all  over  the  world. 

E  E 
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WHITSUNTIDE  AVIATION  MEETING 

The  Royal  Aero  Club  will  hold  an  Aviation  Race  Meeting 
at  Waddon  Aerodrome,  Croydon,  on  Saturday,.  June  3, 
starting  at  3  p.m. 

Members  of  the  Club  will  be  admitted  free  on  presentation 
of  their  membership  cards.  Motor  cars,  2$.  6 d. 

Programme 

x.  Third  Club  Handicap  (ib  miles).  Prize  £20.  For 
machines  with  a  speed  not  exceeding  120  m.p.b. 

2.  Exhibition  Flying  by  J.  H.  James,  on  the  Gloucestershire 
"  Hamel,"  the  holder  of  the  British  Speed  Record. 

3.  First  Sprint  Handicap  (16  miles).  Prize  £20.  For 
machines  with  a  speed  of  not  less  than  120  tn.p.h, 

1  Balloon  Sniping  Competition. — The  entrant  of  the  winner 
will  receive  a  prize  value  /io.  Entry  fee  £1.  The  Club  Avro 
machines  will  be  used  for  this  competition.  No  charge  will 
be  made  for  the  use  of  the  machines. 

5.  First  Whitsuntide  Handicap  (24  miles). — Prizes  £70. 
For  machines  with  a  speed  of  not  less  than  100  m.p.h. 

b.  Parachute  Demonstrations. 

7.  Exhibition  Flights. 

8.  Surrey  Open  Handicap  (16  miles).  Prizes  £40.  For 
machines  of  all  types. 

The  Races  will  be  over  a  circuit,  the  machines  remaining  in 
.sight  uf  the  spectators  at  the  Aerodrome  all  the  time. 

Entries  close  on  Monday,  May  29,  1922.  at  3  p.m.  Entry 
fee,  f\  for  each  event 

Further  particulars  of  the  Races  may  be  obtained  from  the 

Club. 


21st  ANNIVERSARY  BANQUET 
The  year  1922  being  the  21st  Anniversary  of  the  formation 
of  the  Royal  Aero  Club,  the  Committee  has  decided  to 
•celebrate  the  occasion  by  holding  a  Banquet  at  the  Savoy 
Hotel,  London,  on  Tuesday,  June  27  next. 

His  Grace  the  Duke  of  Atholl,  the  President  of  the  Club, 
will  be  in  the  Chair. 

The  Committee  hopes  that  all  members  will  make  a  special 
effort  to  be  present  on  this  occasion. 

Small  tables  of  eight  covers  will  be  arranged,  and  members 
wishing  to  make  up  parties  must  inform  the  Club  not  later 
than  Monday,  June  19. 

The  price  of  tickets  (exclusive  of  wines,  etc.)  is  £\  is. 
Members  may  also  obtain  tickets  for  their  friends  (including 
ladies)  to  the  extent  of  the  accommodation  available. 

In  order  to  assist  in  the  arrangements  early  applica¬ 
tion  for  tickets  is  requested. 

-  \ 

COMMITTEE  MEETING 

A  Meeting  of  the  Committee,  was  held  on  Wednesday, 
May  17,  1922,  when  there  were  present  Lieut. -Col.  J.  T.  C. 


Moore- Brabazon,  M.C.,  M.P.,  in  the  Chair  ;  Wing-Commander 
W.  D.  Beatty,  C.B.K.,  R.A  F.  ;  Lieut. -Col.  John  D.  Dunville  : 
Brig. -Gen.  Sir  Capel  Holden,  K.C.B.,  F.R.S.  ;  Lieut. -Col. 
F.  K.  McClean,  A.F.C.  ;  Lieut.-Col.  Alec  Ogilvie,  C.B.E.  ; 
Lieut.-Col,  M.  O’Gorman,  C.B.  ;  Mr.  T.  O.  M.  Sopwith ;  and 
the  Secretary. 

Election  of  Members. — The  following  new  members  were 
elected  ;  — 

Carl  Louis  Breeden. 

Flying  Officer  Gerard  Stephen  Oddie,  R.A.F. 

Thomas  Hornby. 

Malcolm  Norman  Smith, 

Major  Jack  Stewart. 

Lieut.-Col.  John  Edward  Tennant. 

Racing  Committee. — The  report  of  the  Racing  Committee 
on  the  arrangements  for  the  Whitsuntide  Race  Meeting  was 
received  and  adopted. 

F.A.I.  Legal  Commission. — The  report  of  Major  R.  H. 
Mayo,  the  Club's  representative  at  the  meeting  of  the  F.A.I. 
Legal  Commission  held  in  Paris  on  May  8.  1922,  was  received 
A  vote  of  thanks  was  passed  to  Major  Mayo  for  representing 
the  Club  at  the  Conference. 

21st  Anniversary  Banquet. — The  arrangements  for  the 
Club's  2 ist  Anniversary  Banquet  to  be  held  at  the  Savoy 
Hotel  on  Tuesday,  June  27,  1922,  were  approved. 

Cartographic  Committee. — The  questions  to  be  discussed  at 
the  meeting  of  the  F.A.I,  Cartographic  Committee  to  be  held 
at  Brussels  on  May  26,  1922,  were  considered.  It  was  decided 
not  to  send  a  representative,  but  to  forward  the  Club's 
recommendations  to  the  Chairman  of  the  Conference. 

International  Air  Conference,  1923. — The  report  of  the 
Club's  representatives  at  the  Meeting  held  May  3,  19 22,  was 
received  and  adopted. 

Aviators'  Certificates. — The  following  Aviators'  Certificates 
were  granted  : — 

7925.  Bryan  Liliywhite.  October  3,  1918. 

7926.  John  Sills  Charlton.  April  28,  1922. 


LE  BOURGET  MEETING,  MAY  25-28 

The  Aircraft  Disposals  Company  have  entered  a  D.H.  9 
400  h.p.  Liberty,  pilot  R.  H.  Stocken,  to  compete  for  the 
Lamblin  Cup. 

The  course  is  Paris- Brussels,  Brussels-London,  London- 
Paris. 

The  London  Terminal  Aerodrome,  Croydon,  will  be  the 
London  Control,  and  the  Royal  Aero  Club  will  provide  the 
officials. 

Offices:  THE  ROYAL  AERO  CLUB, 

3,  CLIFFORD  STREET,  LONDON,  W.  1. 

H.  E.  PERRIN,  Secretary. 


French  Government  Support  for  Aviation  Companies 

How  France  is  helping  in  every  way  to  push  along 
commercial  aviation,  thereby  strengthening  the  national 
air  fleet,  is  evidenced  by  the  latest  proposal  of  M.  Laurent 
Eynac,  Under-Secretary  of  State  for  the  Merchant  Marine 
and  for  Military  Aviation.  The  object  of  this  proposal  is  to 
facilitate  the  raising  of  private  capital  for  the  development  of 
national  aviation.  His  suggestion  is  that  the  State  should 
encourage  the  flow  of  private  capital  to  aviation  companies 
by  guaranteeing  a  fixed  rate  of  interest  on  similar  lines  to  the 
guarantees  given  to  railway  companies.  The  proposal  is 


strongly  supported  in  the  Echo  de  Paris  by  M.  Henri  De 
Kerillis,  who  publishes  interesting  figures  on  the  present  state 
of  French  commercial  aviation. 

The  prosperity  of  air  traffic  on  the  various  lines  in 
operation  is,  he  points  out,  steadily  increasing,  as  is  shown 
by  the  following  figures: — Number  of  passengers  carried, 
exclusive  of  personned  :  In  1919.  1,184  ;  in  1920,  6,419  ;  and 
in  1921,  15,241.  Postal  traffic  :  In  1919,  466  kg.  ;  in  1920, 
6,039  kg.  ;  and  in  1921,  10,808  kg.  Tonnage  of  parcels 
carried:  In  1919,  14  tons;  in  1920,  122  tons;  and  in  1921, 
192  tons. 
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AIR  MINISTRY  TANK  COMPETITION 


The  Winner 

SOME  PARTICULARS  OF 

In  our  issue  of  May  4,  1922,  we  published  details  of  the  three 
tanks  which  won  First,  Second  and  Third  Prize  in  the  Air 
Ministry  Competition  for  safety  fuel  tanks  for  aircraft,  and 
reference  was  also  made  to  the  nature  of  the  tests.  It  may 
be  remembered  that  in  the  preliminary  tests  the  tanks  were 
crashed  by  being  mounted  in  the  nose  of  a  dummy  fuselage, 
behind  a  dummy  engine  made  of  concrete.  The  final  tests 
included  also  crashing  tests  as  well  as  acceleration  tests  and 
firing  tests.  Twenty-six  entries  were  received  for  the  com- 


of  First  Prize 

THE  SILVERTOWN  TANK 

petition,  and  18  different  types  of  tanks  were  actually 
submitted  for  the  tests. 

It  will  be  remembered  that  the  First  Prize  (£1,400)  was 
awarded  to  the  India-Rubber,  Gutta  Percha  and  Telegraph 
Works,  Ltd.,  of  Silvertown,  London.  E.  16,  We  understand 
that  arrangements  have  now  been  made  for  the  Silvertown 
tank  to  be  marketed  by  Messrs.  The  Palmer  Tyre,  Ltd.,  of 
Shaftesbury  Avenue,  W.C.  2,  wrhose  reputation  in  the  aviation 
world  is  such  that  anything  handled  by  that  firm  is  certain  of 


(R.A.F.  photographs,  Crown  Copyright.) 

The  prize- winning  Silvertown  tank  of  the  India-Rubber,  Gutta  Percha  and  Telegraph  Works  Co.,  Ltd.  :  .1  shows 
the  tank  complete  with  Silvertown  detachable  cover.  In  2  the  tank  is  shown  mounted  behind  a  dummy  engine, 
ready  for  crashing  tests.  3,  tank  after  crashing.  4,  tank  and  cover  after  crashing.  5,  tank  with  cover  removed 
showing  that  the  steel  shell  with  welded  seams,  even  after  crashing,  does  not  leak.  6  and  7  show  the  tank  after 
firing  tests,  indicating  the  holes  made  by  bullets  on  entering  and  leaving  the  tank. 
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being  received  with  due  attention.  We  have  been  fortunate 
enough  to  obtain  from  The  Palmer  Tyre,  Ltd.,  photographs  of 
the  tanks  tested  at  Far n borough  during  the  competition,  and 
a  few  particulars  relating  to  the  development  and  construction 
of  the.  Silvertown  tank. 

It  will  probably  come  as  a  surprise  to  many  to  learn  that 
the  idea  of  protecting  a  tank  or  any  vessel  against  leakage  by 
an  external  covering  of  rubber  is  not  new.  Yet  we  are  informed 
that  such  an  arrangement  was  suggested  as  long  ago  as  1877  by 
Col.  C.  V.  Fosbery,  and  that  experiments  were  carried  out  by 
the  Silvertown  Co.  in  that  year.  The  idea  at  that  time  was 
to  cover  the  hulls  of  ships  with  sheets  of  rubber,  because  it 
was  found  that  the  perforation  made  in  this  material  by  a 
bullet  or  similar  projectile  closed  automatically  after  the 
bullet  had  passed  through.  The  high  cost  of  putting  this 
invention  to  practical  use  for  the  purpose  suggested  was  pro¬ 
bably  the  main  reason  why  the  idea  was  not  carried  beyond 
the  experimental  stage  until  in  recent  years  in  connection 
with  aircraft  fuel  tanks. 

Mr.  S,  C.  Mote,  for  many  years  chief  of  the  experimental 
staff  at  Silvertown,  has  carried  out  a  number  of  experiments 
on  self-sealing  petrol  tanks,  some  in  connection  with  the  Board 
of  Invention  and  Research,  and  some  independently.  He 
soon  became  convinced  that  success  could  not  be  attained 
until  au  alteration  to  the  tanks  themselves  was  made.  This 
was  not  permitted  during  the  early  experiments,  and  it  was 
not  until  some  time  later  that  redesigned  tanks,  in  which  the 
metal  shell  was  made  much  thinner,  were  tested  and  found 
1o  be  better  than  the  original  thick-walled  tanks.  It  was 
found  that  the  greater  the  resistance  of  the  metal  shell,  the 
greater  the  damage  done  by  projectiles.  Then  followed 
experiments  with  thin  metal  tanks  covered  with  india-rubber, 
and  these  were  found  to  be  a  great  step  forward.  The  earlier 
tanks,  however,  had  the  rubber  covering  vulcanised  on  in  situ. 

For  the  Air  Ministry  Tank  Competition,  however,  the 
Silvertown  Co.  designed  a  new  type  of  tank,  consisting  of  a 
thin  shell  of  sheet  steel,  covered  with  a  loose  cover  of  india- 
rubber.  The  advantage  of  the  detachable  cover  is  that 
it  can  be  stored  and  issued  as  required.  Also  in  case  of 
damage  to  a  tank,  a  new  tank,  or  the  old  one  repaired,  can 
be  inserted  in  the  cover  without  damage.  Another  advantage 
of  the  loose  cover  would  appear  to  be  the  avoidance  of  heating 
the  metal  shell  when  the  rubber  cover  is  being  vulcanised  in 
situ,  while  one  avoids  sending  the  metal  shell  to  be  covered  and 
can.  instead,  send  the  cover  to  the  place  where  the  tank  is 
being  made. 

E  H 


The  Silvertown  tank,  which  incidentally  is  patented  both 
at  home  and  abroad,  has  a  very  thin  shell  of  sheet  steel,  the 
edges  of  which  are  welded  together.  This  shell  was  made 
to  the  Silvertown  Company’s  specification  by  Messrs. 
Brown,  Lenox  and  Co.,  of  Millwall,  and  it  is  a  splendid 
testimonial  to  the  skill  of  this  firm  in  welding  thin  sheet  steel 
that  after  the  crashing  tests  the  metal  shell,  although  badly 
buckled,  did  not  leak  at  all,  the  seams  having  withstood  the 
shocks  successfully.  Also  in  the  firing  tests  the  tank  came 
out  very  well  indeed,  and  it  was  found  that  after  several 
shots,  including  incendiary  bullets,  had  passed  through,  with 
the  incendiary  projectiles  still  burning  after  passing  through, 
there  was  no  sign  of  deformation  of  the  tank,  showing  that  the 
metal  shell  had  stood  up  well  to  its  function  as  a  supporting 
frame  for  the  rubber,  thus  allowing  it  to  continue  its  purpose 
as  a  tank. 

While  thus  satisfied  that  the  Silvertown  tank  was  crash 
and  fire  proof,  there  was  still  some  doubt  as  to  the  way  in 
which  very  low  temperatures,  such  as  might  be  met  with  at 
great  altitudes,  would  affect  the  rubber.  Extensive  tests 
were  consequently  carried  out,  and  a  covered  tank  was  sub¬ 
jected  to  the  low  temperature  of  —  30^  F.,  and  to  firing  tests, 
when  it  was  found  that  the  rubber  stood  the  test  perfectly. 

Apart  from  the  composition  of  the  rubber  cover,  which  is, 
of  course,  the  secret  of  the  makers,  much  of  the  success  of  the 
Silvertown  tank  is  due  to  the  manner  of  securing  the  loose 
cover,  which  is  made  in  one  piece,  to  the  main  jacket.  One  of 
the  accompanying  photographs  gives  some  idea  of  how  this 
cover  is  secured,  the  edges  being  fastened  in  such  a  manner 
as  to  be  leak-proof,  and  to  prevent  any  escape  of  petrol 
between  the  main  jacket  and  its  detachable  cover. 

There  appears  to  be  little  doubt  that  the  new  fire-proof  tank 
represents  a  very  real  step  forward,  and  as  the  weight  is  but 
very  little  in  excess  of  that  stipulated  as  a  maximum  for  the 
competition  (19  as  against  1  •  75  lbs. /gallon  capacity),  the 
fitting  of  Silvertown  tanks  should  not  entail  an  undue  addi¬ 
tion  to  the  weight  of  an  aircraft,  considering  the  very  great 
advantage  of  having  tanks  which  are  extremely  unlikely  to 
leak  and  cause  a  fire  in  anything  except  an  accident  so  severe 
that  it  would  matter  but  little  whether  or  not  the  .machine 
taught  fire,  as  far  as  saving  the  occupants  was  concemed. 
It  might  be  mentioned  that  the  Silvertown  tanks  were  heavier 
than  any  of  the  other  two  which  won  Second  and  Third 
Prizes,  and  that,  therefore,  it  must  be  presumed  that  the 
judges  awarded  First  Prize  on  other  merits  which  more  than 
outweighed  the  extra  weight  of  the  Silvertown  tank. 
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THE  LONDON-CONTINENTAL  SERVICES 


FLIGHTS  BETWEEN  MAY  14  AND  May  20,  INCLUSIVE 
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Fastest  time  made  by 

Number  of  each  type  flying 

Croydon-Paris . 

48 

94 

13 

3i 

43 

h.  m. 

3  0 

D.FI.  34  G-EBBQ  (ah.  5m.) 

B.  (4),  D.H.  4  (2),  D.H.  9  (2), 

Paris-Croydon . 

42 

84 

9 

26 

37 

2  44 

D.H.  34  G-EBBS  (ah.  9m.) 

D.H.  18  (3),  D.H.  34  (4)4  G.(0), 
H.P.  (1),  H.P.W8B  (2),  Sp.  (4), 
W  (1). 

B.  (3),  D.H.  4  (x),  D.H.  18  (3), 

Crovdon-Brussels 

5 

15 

2 

3 

4 

2  9 

D.H.  34  G-EBBR  (ah.  6m.) 

D.H.  34  (4).  G*  (5),  H.P.  (1), 
H.P.W8B.  (2),  Sp.  (5). 

D.H.  18  (1),  D.H.  34  (2). 

Bnissels-Croydon 

4 

10 

— 

2 

4 

2  49 

D.H.  34  G-EBBR  (ah.  35m.) 

D.H.  18  (r),  D.H.  34  (2)- 

Croydon-  Rot  terda  m- 

8 

4 

5 

7 

S 

2  a6§ 

Fokker  H-NABD  (ah.  19m.) 

F.  (6). 

Amsterdam. 

Amsterdara-Rotterdam- 

9 

6 

9 

6 

7 

3  °§ 

Fokker  FI-NABI  (ih.  7m.) 

F.  (7). 

Croydon. 

Totals  for  week 

116 

213 

38 

75 

103 

§  Rotterdam. 

*  Not  including 

"  private 

”  flights. 

f  Including  certain  journeys  when  stops  were  made  en  route . 

J  Including  certain  diverted  journeys. 

Av.  =  Avro.  B,  =  Breguet.  Br.  =  Bristol.  Bt.  —  B.A.T.  D.H. 4  =  De  Havilland  4>  D.H.9  (etc.j. 

F.  =  Fokker.  Fa.  =  Farman  1,50.  G.  =  Goliath  Farman.  H.P.  =  Handley  Page.  M.  Martinsyde.  N.  —  Nieuport. 
P.  =  Potez.  R.  —  Rumpler.  Sa.  =  Salmson.  Se.  =  S.E.5.  Sp.  =  Spad.  V.  =  Vickers  Vimy.  W.  —  Westland. 

The  following  is  a  list  of  firms  running  services  between  London  and  Paris,  Brussels,  etc.,  etc.  : — Co.  des  Grandes 
Expresses  Adriennes;  Daimler  Hire,  Ltd.;  Handley  Page  Transport,  Ltd.;  Instone  Air  Line;  Koninldijkie  Lucbtvaart 
Maatschappij  ;  Messageries  Aeriennes  ;  Syndicat  National  pour  I'Etude  des  Transports  Adriens  ;  Co.  TransaSnenne. 


Incidental  Flying,—  During  the  week  Capt.  Stocken  made  test  flights  on  five  D.H.  9’s  for  the  Aircraft  Disposal  Co. 
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ROUND-THE-WORLD  FLIGHT 

Farewell  Luncheon  to  Aviators 


Major  Wilfred  Blake,  Captain  Norman  Macmillan  and 
J-icu L  E.  Broome  were  entertained  at  luncheon  at 
tne  Hotel  Victoria,  Northumberland  Avenue,  by  the 
propnetors  of  the  Daily  News  on  May  22.  Lord  Montagu  of 
Beaulieu  presided,  and  with  him  sat  the  three  aviators  and 
the  Birector  of  Civil  Aviation,  Maj.-Genl.  Sir  Sefton  Brancker. 
vu  MontaS,u  read  a  telegram  from  H.R.H.  the  Duke  of 
York,  regretting  his  inability  to  be  present,  and  adding  that 
ie  sent  the  three  aviators  his  best  wishes  for  success. 

’In  proposing  the  health  of  the  three  "  very  gallant  English 
gentlemen,*  as  he  described  them,  Lord  Montagu  said  he 
took  special  pride  in  Maj.  Blake  because  he  was  a  Beaulieu 
boy.  He  was  now  setting  out  upon  a  far  greater  adventure 
than  any  which  he  had  ever  had  in  the  woods  at  Beaulieu  as 
a  boy  Wuh  regard  to  the  expedition  Lord  Montagu  stated 
rat  it  was  a  purely  sporting  effort,  and  was  not  being  carried 
out  m  order  to  advertise  any  commercial  object.  The  entire 
money  for  the  expedition  was  being  provided  by  a  private 
individual  whose  name  he  did  not  know,  and  Lord  Montagu 
also  ict ci led  to  the  assistance  which  was  being  received 


Air  Ministry,  the  R.A.F.  and  various  Governments.  Canada 
had  promised  to  erect  for  them  a  D.H.  9  at  Vancouver  and 
an  F.  3  flying  boat  at  Winnipeg.  The  Aircraft  Disposal  Co. 
had  worked  day  and  night  for  a  fortnight  to  get  the  machinfe 
ready  for  the  start  on  May  24,  and  he  thought  it  was  nothing 
less  than  a  miracle  that  the  machine  had  been  got  ready. 
They  hoped,  he  said,  to  make  a  trial  flight  that  evening. 

Lieut-Col,  Broome  said  that  they  did  but  follow  the  road 
that  Sir  Ross  Smith  had  shown  them,  and  reminded  the  guests 
that  the  word  Blake  rhymed  with  Drake. 

Capt.  Macmillan  also  made  a  short  and  modest  speech,  but 
he  is  evidently  very  much  less  nervous  when  starting  out  for 
a  tour  round  the  world  than  he  is  when  faced  with  the  task 
of  speaking  in  public. 

Maj.  Egbert  Cadbury,  D.S.O.,  D.F.C.,  who  was  introduced 
by  Lord  Montagu  as  "  the  only  living  Englishman  who  had 
brought  down  two  Zeppelins,”  thanked  them  all  for  coming 
to  wish  the  aviators  God-speed.  He  thought  that,  they 
would  find  that  the  most  difficult  part  of  their  journey  would 
be  from  America  to  England  in  their  F.3,  referring  to  a  way 


JreEt„Fa«eGmpT,  ihe H**'***,  °J  ,hC  DE9  °n  Which  ,he  avia,ors 


from  the  Air  Ministry  and  from  rndia.  It  was  hoped,  he 
sTptemhe  avlators  WOLI^  be  back  in  this  country  by 

Sir  Sefton  Brancker,  in  seconding  the  toast  of  the  aviators, 
remarked  that  Sir  Ross  Smith  had  intended  to  start  towards 
the  end  of  April,  when  the  best  climatic  conditions  obtained. 
When  Sir  Ross  met  his  tragic  death,  Maj.  Blake  resolved  to 
attempt  the  flight,  and  it  was  a  remarkable  fact  that  within 
a  month  he  was  ready  to  start.  The  Director  of  Civil  Aviation 
concluded  by  advising  the  aviators  to  take  no  foolish  risk, 
and  said  their  motto  should  be  "  Safety  First.” 

Maj.  Wilfred  Blake  stated  that  if  it  had  not  been  for  the 
generosity  of  one  man,  whose  name  he  did  n<ft  wish  to 
announce  and  who  was  not  known  to  either  Capt.  Macmillan 
or  Lieut, -Col.  Broome,  the  flight  could  not  have  taken  place. 
He  paid  a  glowing  tribute  to  Capt.  Macmillan's  skill  as  a 
pilot,  and  expressed  the  opinion  that  when  they  got  home— 
he  would  not  say  if,  because  they  were  going  to  get  home — 
the  success  of  the  expedition  would  be  primarily  due  to 
Capt.  Macmillan.  When  Lieut.-Col.  Broome,  whom  he  had 
known  for  a  number  of  years,  offered  his  services,  he  (Mai. 
Blake)  jumped  at  the  opportunity  of  having  a  man  with  a 
special  knowledge  of  the  Aleutian  Islands  and  Alaska,  who 

S  ™  ,  °  fCt  a-s  na1vlgator-  engineer  and  photographer. 
Maj.  Blake  also  referred  to  the  help  given  or  promised  by  the 


this  type  of  machine  has  of  keeping  on  bouncing  in  anything 
but  a  calm  sea.  * 

Lord  Riddell  said  that  so  far  as  he  knew  the  Daily  News  was 
the  only  paper  which  had  to  its  record  the  honour  of  having 
Kod“c®d  a  man  wb°  had  brought  down  two  Zeppelins, 
that,  he  thought,  was  not  a  bad  achievement  for  a  pacifist 
organ  and  only  showed  that  it  did  not  matter  what  an 
Englishman  s  views  might  be,  if  you  touched  him  on  the 
raw  lie  would  hit  back.  Lord  Riddell  then  proposed  a  vote 
o  thanks  to  Lord  Montagu  for  having  presided  at  the 
gathering. 

.'irao"g  the  guests  were  Lord  Ashfield,  Mr.  G.  Balfour, 
M.P  Capt,  Wedgwood  Benn,  M.P.,  Sir  Robert  Bird,  M  P„ 
BJ?wate,r’  Mr-  W-  Bowerman,  M.P.,  Maj.-Genl.  Sir 
Sefton  Brancker,  Sir  Harry  Brittain,  M.P.,  Maj.  Egbert 
Cadbury  Mr.  J.  R.  dynes,  M.P.,  Viscount  Curzon,  M.P., 

,  rlf  *  Porting,  Sir  Walter  de  Frece,  Sir  Charles  Higham, 

‘  ;  .v*  ,Slr  George  Lawson  Johnston,  Mr.  Artemus  Jones, 
K.C.,  Lieut. -Comdr.  the  Hon  J.  M.  Kenworthy.  M.P.,  Sir 
George  Lewis,  Sir  Hedley  Le  Bas,  Maj.-Genl.  Sir  Fred. 

p^lr,  M'  Mountain.  Sir  Frank  Newnes,  Lord 
Riddell  Sir  A.  Robbins,  Mr.  Lyle  Samuel,  M.P.,  Maj.-Genl. 
Sir  Fred.  Sykes,  Mr,  George  Terrell,  M.P.,  Sir  Percy  Thomp- 
son,  Bng.-Genl.  Sir  H.  W.  Thornton,  Sir  Charles  Wakefield, 
and  Sir  Samuel  Waring. 
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WIRELESS  POSITION-FINDING  FOR  AIRCRAFT 


The  Air  Ministry  announces  that  regular  facilities  for  wireless 
direction-finding  are  now  offered  to  the  Cross-Channel  Air 
Services.  Since  October  of  last  year  a  wireless  “  position¬ 
finding  ”  system  has  been  under  trial  to  enable  air  pilots  to 
ascertain  their  position  when  flying  on  the  Cross-Channel 
Airways.  This  system  has,  on  several  occasions,  proved  to 
be  of  particular  advantage  in  adverse  weather  conditions,  and 
has  been  introduced  as  a  regular  feature  of  the  civil  aviation 
wireless  service.  It  is  a  further  development  of  wireless 
direction-finding  which,  during  the  past  two  years,  has  proved 
of  such  great  value  to  air  navigation. 

Until  last  October  direction-finding  work  was  carried  out 
only  by  the  Civil  Aviation  Wireless  Station  at  the  London 
Air  Port  of  Croydon,  and  was  limited  to  giving  a  pilot  his 
compass  bearing  from  that  station.  The  direction -finding 
station  at  Pulham  Airship  Base,  Norfolk,  has  been  successfully 
operated  as  the  second  station  of  the  system  during  the  past 
six  months,  thus  enabling  two  bearings  to  be  taken  simul¬ 
taneously  upon  a  single  aircraft,  and  its  position  determined 
by  plotting  the  bearings  upon  a  chart,  the  point  of  intersection 
giving  the  aircraft's  position. 

Direct  intercommunication  between  Croydon  and  Pulham 
is  effected  by  radio-telephony,  and  the  pilot  can  be  informed 
of  his  position  with  a  high  degree  of  accuracy  under  normal 
conditions  The  radius  of  action  for  giving  position  is  approxi- 

h  a 

LOCALISED  RADIO  LANDING 

Radio  direction-finders  and  other  radio  devices  have  been 
in  use  for  some  time  to  assist  aircraft  to  land  during  the  night, 
during  fog,  or  at  other  time  of  poor  visibility.  The  most 
usual  method  is  to  transmit  from  an  ordinary  elevated 
antenna,  at  the  landing  field,  radio  signals  which  are  received 
on  a  direction-finder  located  on  the  aeroplane.  This  method 
gives  the  direction  of  the  landing  field,  but  does  not  give 
accurate  information  as  to  its  distance  when  the  machine  is 
near  the  landing  field 

Several  years  ago  the  LLS.  Bureau  of  Standards  was  called 
upon  to  develop  a  method  to  assist  aircraft  accurately  to  locate 
the  landing  field  when  the  machine  was  quite  near.  It 
was  desired  to  develop  a  method  which  would  give  a  good 
signal,  easily  audible  over  a  large  area  from  comparatively 
high  altitudes,  but  which  would  be  localised  within  a  small 
area  when  the  machine  wa--  near  the  ground-  an  important 
point. 

A  method  of  induction  signals  was  first  tried,  using  500- 
cycle  alternating  current,  which  flowed  through  a  large 
horizontal,  single-turn  coil,  boo  by  Soo  ft.,  at  the  landing 
field  Reception  on  the  aeroplane  was  made  using  horizontal 
coils  wound  on  the  lower  wings.  It  was  found  that  this 
method  gave  a  signal  which  was  audible  over  a  wide  area 
when  the  machine  was  neat  the  ground,  but  was  confined  to 
a  small  area  at  elevations  of  about  a  mile. 

This  was  not  satisfactory,  so  the  use  of  radio  frequency 
w'aves  was  therefore  undertaken,  Two  horizontal  coils 
identical  in  construction  were  placed  one  above  the  other  so 
that  their  axes  coincided.  The  current  in  one  coil  flowed 
in  a  direction  opposite  to  the  current  in  the  other  coil.  A 
fairly  high  radio  frequency,  suitable  for  direction-finding 
work,  such  as  300  kilocycles,  was  used.  A  calculation  was 
made  which  indicated  that  the  signals  radiated  from  the 
two  coils  would  be  strongest  for  an  aeroplane  Hying  in  a  given 
horizontal  plane,  whenever  the  machine  was  inside  a  com¬ 
paratively  small  ring-shaped  area  located  above  the  landing 
field. 

*  Extract  from  the  Radio  Service  Bulletin  (U.S.A.). 
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mately  200  miles  from  the  control  station,  which  in  this  case 
is  Croydon .  Although  primarily  designed  for  radio-telephony, 
the  system  is  equally'  adaptable  for  radio-telegraphy,  the 
change  over  being  carried  into  effect  by  a  simple  switch  in  a 
few  seconds.  The  position  can  normally  be  given  within  two 
minutes.  Similar  facilities  can  be  afforded  from  Croydon  to 
aircraft  engaged  on  inland  flights  and  services. 

Several  instances  have  already  occurred  in  cases  of  fog  and 
storm  where  pilots  have  been  informed  of  their  position  and 
enabled  to  reach  their  aerodromes  in  safety.  The  most  note- 
worth}'  occasion  was  in  February  last,  when  an  aeroplane, 
flying  over  the  airway  between  Paris  and  London,  was  navi¬ 
gated  entirely  by  wireless,  the  pilot  seeing  the  ground  only  on 
one  occasion  for  a  few  minutes. 

Pilots  and  navigators  have  been  strongly  urged  in  a  Notice 
to  Airmen  which  has  just,  been  issued  explaining  the  working 
of  the  system,  to  make  a  practice  of  utilising  on  every  flight 
this  important  aid  to  navigation,  as  the  experience  gained  in 
the  use  of  position-finding  in  good  weather,  when  pilots 
should  be  able  to  check  the  accuracy  of  the  positions,  will  add 
to  their  confidence  and  proficiency  in  using  the  system  when 
flying  in  bad  weather. 

It  is  therefore  hoped  that  they  will  take  full  advantage  of 
the  opportunity  thus  offered  of  increasing  the  security  of  air 
navigation. 

El  El 

SIGNALS  FOR  AEROPLANES* 

A  careful  experimental  investigation  was  made  under 
actual  flying  conditions,  and  the  results  of  this  calculation 
were  verified.  Signals  were  received  on  the  aeroplane  only 
when  it  was  nearly'  above  and  in  the  immediate  vicinity  of 
the  landing  field.  .  . 

The  Bureau  of  Standards  has  just;  published  a  paper  giving 
the  theory  of  the  radiation  from  an  antenna  consisting  of  two 
horizontal  coils,  as  used  in  this  work.  It  is  found  that  if  a 
vertical  coil  antenna  is  used  for  reception  on  the  aeroplane, 
and  if  the  latter  flies  horizontally,  the  maximum  signal  is 
received  when  a  line  joining  the  aeroplane  to  the  transmitting 
coils  makes  an  angle  of  30  degrees  to  the  vertical,  assuming 
that  the  effect  of  the  earth  is  negligible.  The  region  of 
space  within  which  the  signal  can  be  detected  by  receiving 
instruments  of  given  sensibility  has  nearly  the  form  of  the 
space  between  two  inverted  co-axial  vertical  circular  cones 
of  finite  length  having  their  common  apex  at  the  trans¬ 
mitting  station.  The  upper  limit  of  the  region  within  which 
the  signal  is  audible  depends  on  the  sensitivity  of  the  receiving 
apparatus,  and  is  not  as  clearly  defined  as  the  bounding 
conical  surfaces.  The  signal  vanishes  when  the  aeroplane  is 
directly  over  the  transmitting  station,  and  vanishes  rathqr 
soon  after  the  aeroplane  passes  over  the  region  of  maximum 
signal  and  flies  awayr  from  the  station.  Ihe  effect  on  the 
transmission  of  having  a  perfectly  conducting  earth  directly 
under  the  transmitting  coils  has  also  been  investigated,  and 
it  has  been  found  that  in  this  case  a  maximum  signal  is 
obtained  when  the  line  joining  the  aeroplane  to  the  trans¬ 
mitting  station  makes  an  angle  of  26  degs.  34  mins,  wflth  the 
vertical. 

It  is  expected  that  these  theoretical  studies  will  be  very 
useful  in  the  design  of  radio  transmitting  stations  for  sending 
localised  landing  signals  to  aeroplanes.  The  results  of  these 
investigations  are  given  in  Bureau  of  Standards  Scientific 
Paper  No.  431  :  "  The  Field  Radiated  from  Two  Horizontal 
Coils,''  by  Gregory'  Breit.  A  copy  may  be  obtained  (price 
5  cents.)  from  the  Superintendent  of  Documents,  Government 
Printing  Office,  Washington,  D.C.,  U.S.A, 

H  H 

FORCE  IN  INDIA 


Sir  John  Salmond’s  Mission 


For  some  time  now:  it  has  been  know'll  that  all  wTas  not  well 
with  the  R.A.F.  in  India.  A  very  serious  shortage  of  spare 
parts  has  interfered  with  the  efficient  working  of  the  force, 
and  it  has  been  alleged  that,  to  all  intents  and  purposes, 
there,  is  not  a  spare  propeller  in  the  whole  of  India,  so  that  if  a 
propeller  be  damaged  the  entire  machine,  is  out  of  commission- 
From  Simla  it  is  now  reported  that  an  additional  allotment 
of  money  has  been  made  to  the  R.A.Pk,  and  probably  in 
the  same  connection,  it  is  of  interest  to  note  that  Air  Vice- 
Marshal  Sir  John  Salmond  is  leaving  at  once  for  India,  accom¬ 
panied  by  Group  Captain  J.  A.  Chamier  and  Wing  Commander 
F.  E.  T.  Hewlett.  It  is  understood  that  these  three  officers 


will  form  a  committee  of  investigation  to  look  into  the  re¬ 
organisation  of  the  R.A.F.  in  India. 

On  October  1,  w'hen  these  investigations  have  been  com¬ 
pleted,  Sir  John  Salmond  will  proceed  to  Irak  to  take  up  his 
command  there,  when  the  administration  of  that  region  will 
pass,  as  promised  in  the  House,  from  the  Army  to  the  R.A.F. 
In  the  Air  Estimates  provision  was  made  for  two  Air  Marshals, 
and  it  was  generally  believed  that  the  second  of  these  (Sir 
Hugh  Trenchard  already  held  that  rank),  would  be  the  officer 
taking  over  the  command  in  Irak.  Thus,  probably  when  Sir 
John  Salmond  takes  over  his  new  post,  he  will  do  so  as  Air 
Marshal.  * 
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Monday  evening,  May  22,  1922 
There  was  quite  an  influx  of  passengers  on  Saturday,  although, 
taking  the  week  as  a  whole,  there  has  been  no  sign  of  any 
great  improvement,  and  there  was  still  accommodation  in 
the  numerous  machines  to  and  from  Paris  for  three  or  four 
times  as  many  travellers  as  were  actually  carried.  Weather 
conditions  have  been  against  punctuality  on  several  days 
during  the  week. 

In  spite  of  good  flying  weather  at  Croydon,  with  visibilities 
ranging  up  to  20  miles,  there  has  on  several  days  been  drifting 
fog  in  the  Channel  and  along  adjacent  coasts.  On  Wednesday  . 
Mr.  Bradly.  piloting  the  Instone  D.H.  18  G-EARO,  was  en 
route  from  Croydon  to  Lc-  Bourget  when  he  ran  into  thick 
fog  in  the  Channel.  After  flying  round  in  the  fog  for  some¬ 
thing  like  two  hours,  he  eventually  tanded  at  Dymchurch,. 
proceeding  to  Paris  the  following  day. 

The  same  evening  one  of  the  K.L.M.  monoplanes,  en  route 
from  Amsterdam  to  London,  and  piloted  by  Mynheer 
Warnaar,  was  forced  to  descend  by  weather  when  over  the 
English  coast.  From  reports  made  by  people  in  the  district, 
the  visibility  was  apparently  about  25  yards,  and  those  on 
the  ground  could  hear  the  machine,  although  they  could  not 
see  it.  Finally  Mynheer  Warnaar  was  compelled  to  descend, 
and,  in  doing  so,  crashed  the  monoplane,  and  slightly  injured 
his  passenger.  It  appears  that  he  crashed  through  two  trees, 
which  afterwards  looked  as  though  they  had  been  struck  by 
lightning,  and  landed  perilously  near  a  house  on  one  wing-tip — 
which,  so  Capt.  Leverton  informs  me,  evidently  saved  the 
pilot.  The  interesting  part  about  the  whole  affair  was  the 
cool  way  in  which  the  pilot  took  the  catastrophe.  He  was, 
according  to  all  accounts,  not  in  the  least  shaken,  and  evi¬ 
dently  regards  a  difficult  and  dangerous  forced  landing  as  all 
in  the  day’s  work. 

A  French  Statement  on  the  Fare  Question 

With  regard  to  the  rumour  of  fare-cutting,  which  has 
appeared  in  certain  newspapers,  and  was  mentioned  in  these 
columns  last  week,  1  have  it  on  no  less  an  authority  than  that 
of  Mr.  Hyat,  the  London  manager  of  the  Grands  Express — 
who  tells  me  he  is  speaking  also  for  Mr.  Grosfils,  of  the 
Messageries  Acne  lines — that  the  French  air  companies  have 
not  the  slightest  intention  of  cutting  the  fares,  and  that  they 
intend,  in  fact,  making  no  alteration  whatever  unless  British 
companies  take  the  lead  in  this  matter. 

Speaking  of  the  Grands  Express,  the  Goliath,  which  was  so 
skilfully  repaired,  after  having  its  nose  knocked  off  in  contact 
with  one  of  the  shed  walls,  flew  back  to  Paris  in  quite  good 
time,  despite  the  handicap  of  the  temporary'  square  and  fore¬ 
shortened  nose.  The  whole  matter  reflects  great  credit  on 
the  skill  of  the  mechanics  and  pilot  concerned. 

The  lnstone  Air  Line  have  been  running  the  new  Brussels 
service  with  commendable  regularity',  although  they  are  not 
as  yet  receiving  much  support  in  the  way  of  passengers. 
Gen.  Branclccr  travelled  over  in  one  of  the  D.H.  34 's  during 
the  week,  occupying  the  seat  outside  with  the  pilot. 

I  understand  there  is  now  a  regular  consignment  for  the 
Instone  line's  early  morning  machine  to  Paris,  which  amounts 
to  a  minimum  of  at  least  i-,ooo  lbs.  weight,  and,  with  the 
ordinary  goods  traffic  in  addition,  the  weight  ol  goods  on  this 
machine  daily'  is  in  the  neighbourhood  of  half  a  ton. 

Further  Experiments  with  Parachutes 

Some  very  interesting  experiments  with  new  forms  of 
parachutes  are  being  made  with  the  Royal  Aero  Club’s  Avros, 
piloted  by'  Capt.  Muir,  of  the  Surrey'  Flying  Services.  These 
parachutes  are  the  invention  of  two  Egyptian  enthusiasts,  and 
the  main  idea  appears  to  be  to  make  it  possible  to  vary  the  rate 
of  descent  of  the  parachute  not  only  by'  an  adjustment  before 
it  is  released,  but  also  while  actually  descending  earthward. 

1  understand  that  very  exhaustive  tests — including  tests  to 
destruction — are  to  be  made  with  this  new  parachute. 

In  order  to  be  in  keeping  with  the.  general  gay'  appearance 
of  the  offices  on  the  aerodrome,  the  model  aeroplanes  on  the 
traffic-movement  board  are  now  being  painted  with  the 
“  house  ”  colours  of  the  various  air  lines,  and  a  key  to  these 
colours  has  also  been  painted  on  the  side  of  the  board.  Some 
of  the  newly-painted  models  are  already  in  use,  and  the  board 
presents  a  study  in  "jazz"  when  there  are  a  number  of 
machines  en  route. 

Daimler  airways  are  maintaining  a  high  standard  of  effi¬ 
ciency  in  the  running  of  their  machines,  and  are  with  few 
exceptions — due  mainly  to  weather — keeping  three  services 
a  day  in  each  direction  going  with  only'  three  machines.  This 
calls  for  a  very  high  pitch  of  organisation,  and  is  a  tribute  to 


the  work  of  all  concerned.  I  notice  also  that  the  number  of 
passengers  carried  by  this  line  is  increasing  steadily',  if 
somewhat  slowly. 

An  Object-Lesson  in  “  Wind  Reading  ” 

The  meteorological  section  have  now  got  their  wind  indi¬ 
cator  working,  and  this  is  proving  of  great  interest  to  pilots, 
being  much  more  reliable  than  the  old  wind-sleeve.  It  is 
also  an  object-lesson  in  the  variation  that  occurs  with  even 
the  most  steady  wind,  the  automatic  pen  registering  e\«iy 
fluctuation,  and  showing  how  the  wind  is  made  up  of  constant 
gusts  and  lulls,  while  the  direction  shifts  backward  and  for¬ 
ward  within  a  radius  of  several  degrees  constantly'.  The 
notice-board  on  which  the  map  of  the  weather  is  displayed 
has  also  been  re-erected. 

Handley'  Page  Transport  have  been  running  their  new 
W.  8  b's  constantly  during  the  week,  and  have  had  quite  good 
loads,  although  they  have  been  by  no  means  full.  The 
wonderful  inherent  stability  of  these-  machines  was  demon¬ 
strated  when  Mr.  Wilcockson,  piloting  the  "  Princess  Mary  ’’ 
from  Paris  to  London,  flew  from  above  Beauvais  until  he 
arrived  over  Croydon  without  touching  any  controls  other 
than  the  rudder,  which  of  course  was  necessarv  to  steer  the 
machine. 

A  new  motor  "  lire  engine  "  has  made  its  appearance  on 
the  aerodrome,  and  is  the  pride  of  the  air-station  fireman, 
who  spends  much  time  and  energy  keeping  its  bright  red 
paint  spotless.  It  is  equipped  with  chemical  extinguishers, 
and  has  been  allotted  a  position  alongside  the  ambulance — 
so  that,  as  some  caustic  wits  say,  "  all  visitors  to  the  aerodrome 
can  have  the  horrors  of  flying  duly  brought  home  to  them." 

Trans- European  Pilot’s  New  Tour 

Mr.  Alan  J.  Cobham,  piloting  one  of  the  De  Havilland 
Aircraft  Company's  D.H.  o  c’s,  landed  at  the  air  station  on 
Thursday  in  order  to  pass  through  Customs  on  his  way  to 
Paris  on  another  European  air-tour.  This  time  he  is  carrying 
a  South  American,  Mr.  W-  S  Gosling,  who  intends  to  visit 
Paris,  Dusseldorf,  Berlip,  Prague  and  Vienna,  and  be  back  in 
London  within  a  week.  Mr.  Gosling  tolcl  me  that  he  has 
business  in  each  place,  and  that,  owing  to  having  to  catch  a 
boat  for  South  America  on  June  3,  and  having  still  some 
business  to  clear  up  in  London,  he  had  to  do  his  Continental 
trip  in  a  week,  and  that  an  "  air-taxi  "  was  the  only  machine 
making  such  a  thing  possible.  Mr.  Gosling,  by  the  way,  is 
an  enthusiastic  aviator,  and  has  his  own  Renault-Avro  in 
South  America,  which  he  pilots  himself.  He  is  a  friend  of 
Major  Kingsley,  who  has  done  so  much  to  promote  aviation 
in  the  Argentine. 

The  double  service  of  the  K.L.M.  is  proving  quite  a  success 
as  far  as  the  goods  traffic  is  concerned-  This  is  even  larger 
than  last  year,  and  on  occasion  Capt.  Leverton  is  hard  put  to 
it  to  find  accommodation  for  the  volume  of  merchandise 
consigned  to  Holland  by  the  K.L.M.  The  difficulty'  of  the 
load  from  Holland  has  not,  however,  been  solved  y'et,  and 
the  loads  on  the  machines  arriving  at  the  air-station  from 
Amsterdam  and  Rotterdam  still,  generally  speaking,  remain 
disappointing. 

An  Air-Special  which  Vanished 

On  Saturday  morning  at  8  a.m.  Mr.  Barnard,  of  the  De 
Havilland  Company,  who  was  carrying  a  passenger  in  a 
D.H.  9  to  Le  Touquet,  started  off  from  Croydon,  but  made 
a  temporary'  halt  at  l.ympne.  Starting  away  from  there 
again  at  10  a.m.,  he  vanished  so  to  say  "  into  the  blue."  and 
nothing  more  was  heard  of  him  again  until  Monday  morning. 
Great  anxiety  was,  of  course,  felt  as  to  what  had  happened. 
When  much-delayed  tidings  did  come  through,  it  transpired 
that  he  had  alighted  at  a  remote  point  on  the  French  coast 
with  engine-trouble. 

On  Sunday  Mr.  Key's,  a  new  Instone  air-line  pilot,  left  for 
Brest  in  the  D.H.  4A  carrying  a  correspondent  of  a  London 
newspaper,  who  was  travelling  there  b\r  "air  special”  in 
order  to  send  a  descriptive  cable  in  connection  with  tire 
lamentable  sinking  of  the  liner  “  Egypt."  Mr.  Keys  was 
duly  reported  as  having  reached  Brest  on  Sunday  evening. 

There  has,  by  the  way',  been  quite  an  epidemic  of  under¬ 
carriage  trouble.  On  Saturday'  a  Handley  Page  W.  8 
damaged  an  uudcr-carriage  coupling  when  getting  oft  for 
Paris,  and  it  was  not  until  the  machine  was  nearly  at  Lympne 
that  the  wireless  people  established  communication  with  the 
pilot,  Mr.  Olley,  and  told  him  what  had  happened.  He 
returned  to  Croydon  and  made  a  clever  landing.  Many  critics 
blame  the  state  of  the  aerodrome  for  these  mishaps,  declaring 
it  to  be  much  too  "  bumpy  "  in  parts. 
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THE  VICKERS  ‘VULCAN,”  360  H.P.  ROLLS-ROYCE  ‘‘EAGLE  ”  ENGINE.— This  machine  was  described 
and  illustrated  in  detail  in  our  issue  of  May  4,  1922,  but  photographs  have  not  been  available  until  now.  The 
machine  carries  eight  passengers  in  a  roomy  cabin,  and  will  shortly  be  put  on  the  London- Brussels  service  by 

the  Instone  Air  Line. 


THE  ROYAL 

For  this  year’s  Royal  Tournament,  which  was  opened  at 
Olympia  on  Thursday  of  last  week  by  H  M-  the  King,  who 
was  accompanied  by  Queen  Mary,  the  organisers  have  fol¬ 
lowed  the  lines  of  the  pre-War  tournaments,  two  of  the  most 
popular  features  being  the  musical  drive  by  the  Royal  Horse 
Artillery  (O  Battery)  and  the  musical  ride  by  the  ist  Life 
Guards.  Royal  Navy  and  Royal  Marines  vie  with  each  other 
in  their  deft  handling  of  a  field  gun,  and  the  Royal  Engineers 
build  a  bridge  in  double  quick  time,  while  rope  climbing  seems 
absurdly  easy  after  you  have  seen  the  men  from  the  R.N. 
School  of  Physical  and  Recreational  Training  at  Portsmouth 
go  through  their  wonderful  show-  Guard  mounting  a  couple 
of  centuries  ago  is  acted  by  the  Brigade  of  Guards,  and  this, 
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TOURNAMENT 

together  with  the  combats  and  tussles,  not  done  in  too  serious 
a  style,  by  the  Army  P-T.  Staff  w'ith  broadswords,  daggers, 
rapiers,  quarterstafts,  etc.,  give  suggestions  of  what  the  good 
old  days  may  have  been  like.  The  Navy’s  pageant,  “  Past 
and  Present,”  is  well  organised  and  carried  out,  and  it  should 
stimulate  the  R.A.F.  to  work  out  an  item  for  future  displays. 
As  it  is,  the  R.A.F.  is  only  represented  in  the  competitions, 
the  heats  for  which  are  carried  out  in  the  mornings,  But  of 
course,  the  R.A.F.  cannot  very  well  be  cabined  and  confined 
in  Olympia,  and  in  any  case  we  shall  see  it  playing  its  part 
in  helping  to  swell  the  Service  charities  at  the  R.A.F.  Pageant 
later  on  in  the  season.  In  the  meantime,  the  Royal  Tourna¬ 
ment  well  merits  a  visit,  and  a  double  visit. 
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THE  VICKERS  ‘‘VULCAN  ”  COMMERCIAL  MACHINE  :  Three-quarter  rear  view.  A  feature  of  this 
machine  is  the  exceptionally  low  landing  speed  of  40  m.p.h.,  and  the  quick  pull-up  after  touching.  The 
44  Vulcan  ”  also  gets  off  after  a  very  short  run,  and  climbs  steeply.  The  power  expenditure  is  only  45  h.p. 

per  passenger  carried,  so  that  the  machine  should  be  very  economical. 
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AERIAL  WARFARE 

In  the  presence  of  the  King  and  Queen,  who  were  accompanied 
by  Lady  May  Cambridge,  Lady  Trefusis,  Miss  Morland, 
Gen  Lord  Cavan,  Gen.  Sir  T.  L,  M.  Morland,  5q.-I.dr.  C.  H.  B. 
Blount,  M.C.,  Sq.-Ldr.  R.  M.  Hill,  M.C.,  A.F.C.,  and 
Mr  Sydney  Smith  (Superintendent,  K  A.E.),  a  magnificent 
military  display  by  aircraft  was  carried  out  at  Farnborough 
last  Saturday,  After  inspecting  the  Tank  Corps  at  Pine- 
hurst,  and  the  R.A.F.  aerodrome  on  Cove  Common,  their 
Majesties  took  their  seats  in  the  Royal  enclosure  on  Cove 
Hill,  from  where  they  had  an  excellent  view  of  the  wonderful 
displays  put  up  by  a  variety  of  types  of  aircraft.  In  the 
centre  of  the  aerodrome — where  in  the  early  days  S.  F.  Codv 
made  his  first  flight  two  lines  of  flags  were  set  out.  represent¬ 
ing  infantry.  Four  Bristol  Bombers,  piloted  by  Fit. -Lieut. 
H.  G.  White  and  F.Os.  B.  R.  Harris,  J.  F.  McBain,  and 
C  H.  Harrison,  first  circled  over  the  Royal  party  in  diamond 
formation,  and  then,  changing  into  column  formation, 
swooped  down  upon  the  "  infantry  ’*  and  one  by  one  dis¬ 
charged  their  bombs.  Nearly  all  the  latter  found  their 
mark,  and  the  remainder  were  sufficiently  close  to  do  con¬ 
siderable.  damage. 

After  tins  one  of  the  latest  tanks  set  out  with  the  objec  t  of 
destroying  a  stronghold,  the  locality  of  which  was  unknown 


AT  FARNBOROUGH 

to  the  tank  commander.  Circling  above,  however,  was  an 
aeroplane,  piloted  by  Fit. -Lieut.  King,  who  spotted  the 
stronghold  and  directed  the  tank  on  to  its  target  by  means  of 
wireless  telephone.  Once  found  the  tank  "  sat  ”  on  the 
stronghold  to  flatten  it  out,  revolved  several  times  upon  its 
own  base  just  to  grind  things  up  a  bit  finer,  and  then  returned 
to  its  base.  Incidentally,  some  very  interesting  demonstra¬ 
tions  in  wireless  telephony  in  connection  with  aircraft  were 
investigated  by  their  Majesties,  conversations  being  carried 
on  with  Fit. -Lieut.  V.  H.  Tait  piloting  a  machine  several 
thousand  feet  above. 

Officers  of  the  Experimental  Section,  R.A.E.,  then  gave 
a  remarkable  and  thrilling  display  of  aerial  manoeuvres 
vulgarly  known  as  "  stunts."  An  S.E.  5 A  and  a  Nieuporf 
Nighthawk  had  a  competition  to  see  who  could  remain  out 
of  normal  flying  position  the  longest.  Then  a  DTI.  10  (two 
400  h.p.  Liberties),  returning  from  a  "  raid,"  was  very  much 
worried  by  a  swarm  of  smaller  fry  (or  "  fly  ")  which  was 
doing  its  best  to  obstruct  the  "  raider's  "  return. 

At  the  conclusion  of  the  display  the  King  and  Queen 
passed  down  along  the  line  of  machines  and  congratulated 
and  chatted  with  the  pilots.  Tliev  then  inspected  the  anti 
aircraft  guns  on  Cove  Hill. 


<♦> 

A  BRITISH  FLYING  BOAT  IN  THE  MEDITERRANEAN 
Fine  Performance  by  Air-Commodore  Samson  and  His  Crew 


To  those  who,  like  ourselves,  believe  in  the  seaplane  as  a 
means  for  linking  up  the  various  parts  of  our  far-flung  Empire, 
the  reports,  meagre  as  they  are,  of  the  splendid  performance 
of  a  British  flying  boat  in  the  Mediterranean  give  a  very 
welcome  indication  that  active  work  is  being  done,  although 
little  enough  is  heard  of  it,  by  the  sea-going  sections  of  the 
R.A.F.  Working  with  the  Navy,  much  is  done  of  which 
the  outside  world  is  not  allowed  to  learn,  but  now  and  then 
a  flight  is  made  which,  by  its  very  nature,  cannot  well  be  kept 
a  secret.  A  case  in  point  is  this  flight  of  Air-Commodore 
Samson's. 

It  appears  that  a  flying  boat,  of  which  no  particulars  are 
available  beyond  the  fact  that  it  was  built  in  this  country, 
sent  out  to  Malta  and  erected  there,  the  Neptune,  under  Air- 
Commodore  Samson,  Chief  Air  Officer  at  Malta,  who  had  with 
him  Squadron-Leader  Gordon,  Lieut.  Scriven  and  two 
engineers,  left  Malta  on  May  16  en  route  for  Gibraltar.  The 
Neptune  left  Malta  at  6.35  a.m.  on  May  16,  and  arrived  at 


Algiers  at  9.45  p.111.  Next  morning,  May  17,  she  lelt  Algiers  at 
7  a.m.  and  arrived  at  Oran,  Algeria,  thesameday.  On  May  19 
she  left  Oran  at  4.55  a.m.,  arriving  at  Gibraltar  at  9.52  a.m. 
The  average  speed  on  the  trip  is  stated  to  have  been 
60  knots. 

The  return  trip  was  started  at  2.25  p.m  on  May  20  against 
a  strong  easterly  wind.  When  about  30  miles  west  of  Oran 
she  developed  engine  trouble  and  was  obliged  to  descend. 
She  is  reported  to  have  been  towed  into  Oran,  but  no  informa¬ 
tion  is  available  concerning  her  condition  after  being  towed 
30  miles  against  a  strong  easterly  wind.  The  crew  is,  however, 
reported  safe. 

Although  thus  being  unable  to  complete  her  journey  as 
planned,  the  flight  of  the  Neptune  is  a  very  fine  one,  and  gives 
an  indication  of  wffiat  might  be  done  with  proper  organisation 
in  the  way  of  speeding  up  mails  to  and  from  the  East  by 
meaus  of  seaplanes.  It  is  to  be  hoped  that  more  flights  of  a 
similar  nature  will  be  heard  of  in  the  near  future. 


<s>  ^ 

ROYAL  AERONAUTICAL  SOCIETY  NOTICES 


Election  of  Members. — The  following  mem¬ 
bers  were  elected  at  a  Council  Meeting  held 
on  Tuesday,  May  16  : — 

Associate  Members. — H.  V.  Bullbrook, 
E.  C.  Gaccon,  F.  W.  Gaccon,  P.  Hoggins, 
P.  E.  Williams ;  James  Hamilton  (Scottish 
Branch) . 

Student. — W.  K.  Mackenzie. 

Wilbur  Wright  Lecture. — The  Annual  Wilbur 
Wright  Lecture  will  be  delivered  at  5.30  p.m, 
on  June  15,  at  the  Royal  Society  of  Arts,  John  Street, 
Adelphi,  when  Lieut.-Col.  A.  Ogilvie,  C.B.E.,  F.R.Ae.S., 
will  read  a  paper  on  “  Some  Aspects  of  Aeronautical 
Research." 

Committees. — The  following  is  the  full  list  of  Committees 
appointed  for  the  year  ending  April,  1923  : — 

<$>  <$> 


Candidates'  Committee. — Prof.  L.  Bairstow,  Prof.  B.  Melvill 
Jones,  Wing  Commander  T.  Ft.  Cave-Browne-Cave,  Sqdn.- 
Ldr.  R.  M.  Hill,  Prof.  C.  F.  Jenkin,  Mr.  W.  O.  Manning, 
Dr  N  A.  V.  Piercy,  Dr,  A.  j.  Sutton  Pippard. 

Finance  Committee. — Mr.  Griffith  Brewer,  Lieut. -Col.  A. 
Ogilvie,  Mr,  E.  Turner  (Hon.  Treasurer).  Mr.  F.  P.  Walsh. 

Publications  and  Library  Committee .  -  Prof  L,  Bairstow, 
Major  F.  M.  Greer,  Sqdn.-Ldr.  R,  M  Ilil],  Major  A.  K.  Low, 
Mr.  J,  D.  North,  l.ieut. -Col,  H.  W.  S.  Out  ram,  Dr.  A.  J. 
Sutton  Pippard,  Mr.  j.  L.  Pritchard  (Editor),  Maj.  R.  V. 
Southwell. 

The  Chairman  (Lieut.-Col.  M.  O’Gorman)  and  Vice  Chair 
man  (Air  Commodore  H.  R,  M  Brooke-Popham)  arc 
ex-ojjicio  members  of  all  the  Society’s  Committees, 

W.  LOCKWOOD  MARSH, 

Secretary 

<$>  <S> 


UNVEILING  BRITISH  FLYING  SERVICES  WINDOW  IN  WESTMINSTER  ABBEY 


By  the  generous  gift  of  Mrs.  Louis  Bennett,  of  West 
Virginia,  U.S.A.,  whose  son,  Lieut.  Louis  Bennett,  was  killed 
in  1918  while  serving  in  France  as  a  pilot  with  No.  40  Squadron, 
Royal  Air  Force,  a  window  to  the  memory  of  all  officers  and 
airmen  of  the  British  Flying  Services  who  fell  in  the  Great 
War  (1924  to  1918)  has  been  erected  in  Westminster 
Abbey. 

The  unveiling  ceremony,  wffiich  takes  place  in  the  Abbey  at 
noon  Friday,  May  26,  will  be  carried  out  by  Capt.  the  Right 
Hon.  F.  E.  Guest,  C.B.E.,  Secretary  of  State  for  Air.  The 
dedication  service  will  be  conducted  by  the  Very  Rev.  the 
Dean  of  Westminster,  assisted  by  the  Abbey  Stall.  The  Air 


Council  and  Air  Officers  Commanding  R.A.F.  .Areas  and 
Commands  will  attend  the  ceremony,  together  with  a  repre¬ 
sentative  party  of  the  Royal  Air  Force. 

Friends  and  relatives  of  members  of  the  Flying  Services 
who  lost  their  lives  during  the  War  are  invited,  and  are  asked 
to  regard  this  announcement  as  an  official  invitation.  No 
tickets  of  admission  are  required,  and  entry  to  the  Abbey  can 
be  made  by  any  door  except  the  Great  West  Door. 

The  Central  Band,  Royal  Air  Force,  under  the  Director 
of  Music,  Flying  Officer  J.  H.  Amers,  will  be  in  attendance. 

The  window-  is  the  design  of  Mr.  H,  Grylls,  of  Messrs. 
Burlinson  and  Grylls. 
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IN  PARLIAMENT 


Aircraft  Synchronising  Gun  Gear 

Viscount  Wolmer,  on  May  17,  asked  theSocrctary  of  State for  Air  whether 
he  is  aware  that  Mr.  A.  Heane,  of  Frimley  Road,  Ash  Vale,  applied  in  1916  to  the 
Admiralty  for  their  sanction  for  a  patent  in  connection  with  guns  for  aircraft, 
whereby,  by  means  of  a  synchronising  gear,  it  was  made  possible  to  ft  re  through 
the  propeller  of  an  aeroplane;  that  this  invention  was  submitted  to  the 
Ministry  of  Munitions,  aud  examined  by  the  Air  Board  in  1917  ;  that  the 
invention  was  subsequently  adopted  by  the  Air  Ministry  ;  and,  seeing  that 
Mr.  Heane  has  been  refused  any  award  for  this  invention,  and  has  even  been 
refused  his  out-of-pocket  expenses  in  connection  therewith,  that  bis  claim  in 
respect  of  an  award  has  been  tried  in  secret,  and  that  he  has  been  refused  an 
open  hearing,  will  he  order  a  public  enquiry  to  be  made  into  the  matter  ? 

Mr.  Young  ;  T  he  answer  to  the  first  part  of  the  question  is  in  the  affirmative. 
Daring  the  year  1917  Mr,  Heane  was  in  communication  with  the  Air  Board 
concerning  a  form  of  synchronising  gear  invented  by  him.  It  is  not  the  fact 
that  his  invention  has  been  adopted  or  used  by  the  Air  Ministry  ;  the  Scarff- 
Dibowski  gear,  which,  with  improvements  suggested  by  others,  has  been  used, 
and  which  appears  to  have  most  resemblance  to  that  submitted  by  Mr.  Heane, 
was  submitted  by  Major  Scarg  to  the  Admiralty  in  November,  1915,  and  was 
actually  tried  on  January  19,  1916.  Mr.  Heane  has  been  heard  in  person  by 
Mr.  Justice  Sargant  and  the  .Secretary  of  the  Royal  Commission,  to  whom  the 
original  dated  plans  and  suggestions  for  the  Scarff-Dibowski  gear  were  pro¬ 
duced  in  Mr.  Heane's  presence;  they  were  satisfied  that  his  application  had 
no  reasonable  chance  of  success  if  heard  by  the  Royal  Commission  as  a  body. 
J  am  not  prepared  to  order  a  public  enquiry  to  be  made. 

Indian  Air  Mall  Service 

Sir  H.  Brittain  asked  the  Under -Secretary  of  State  for  India  to  what 
extent  aeroplanes  are  now  being  made  use  of  for  the  purpose  of  carrying  mails  ; 
and  what  encouragement,  if  any,  is  being  given  by  the  Indian  Government 
for  the  development  of  this  service  ? 

Earl  Winterton  :  Mails  are,  1  believe,  not  yet  being  carried  by  aeroplane 
in  India,  1  he  Government  of  India  have  decided  to  prepare  an  air  route 
from  Bombay  to  Calcutta  and  Rangoon,  and,  when  the  route  or  a  section  of 
it  is  completed,  to  invite  tenders  for  an  air  mail  service  over  the  completed 
section  or  sections.  In  view  of  the  present  financial  situation  the  preparation 
of  the  route  is,  I  fear,  likely  to  be  delayed. 

Royal  Air  Force  In  India 

Sir  H.  Brittain  asked  the  Under-Secretary  of  State  for  India  whether 
he  is  satisfied  that  the  Royal  Air  Force,  which  is  in  India,  is  sufficiently  sup¬ 
plied  with  planes  and  spare  parts  necessary  for  the  adequate  carrying  out  of 
1  e  - 

Earl  Winterton  ;  I  am  satisfied  that  the  present  provision  of  funds  by  the 
Government  of  India  is  sufficient  to  maintain  the  full  establishment  of  reserves 
•and  spare  parts  which  are  necessary  to  enable  the  Royal  Air  Force  in  India 
adequately  to  carry  out  their  service. 

Aeroplanes  and  Parachutes 

Sir  W.  Jovn son- Hicks  asked  the  Secretary  of  State  for  Air  whether  there 
are  any  lighting  aeroplanes  fitted  with  a  parachute  ;  whether  flying  officers 
have  received  any  orders  in  reference  to  the  use  of  parachutes;  and  whether 
he  can  make  a  statement  as  to  the  position  which  has  been  arrived  at  in 
regard  to  the  use  of  parachutes  and  their  reliability  in  the  prevention  of 
accidents  ? 

Captain  Guest  -  With  reference  to  the  first  part  of  the  question  there  are 
no  fighting  aeroplanes  at  present  fitted  with  parachutes.  As  regards  the 
second  part  of  the  question,  a  number  of  training  aeroplanes  are  so  fitted  and 
instruction  in  the  use  of  parachutes  is  being  given,  but  at  present  no  live 
drops  for  practice  or  experimental  purposes  are  to  be  made  from  heavier- 
than-air  craft.  In  reply  to  the  third  part  of  the  question,  the  position 
in  regard  to  parachutes  Is  as  iollows :  About  140  parachute  sets  have 
been  issued  for  the  equipment  of  Avro  aeroplanes,  which  is  the  type 
employed  for  flying  training  purposes.  These  sets  are  being  used  for 
service  trials,  and  reports  are  uow  beiog  received  making  suggestions 
and  recommendations  regarding  modifications  and  improvements  found 
necessary.  It  is  the  intention  to  bring  parachutes  into  general  use  as  soon  as 
they  have  reached  a  stage  of  development  w'hich  warrants  action  involving 
some  considerable  expenditure. 

Sir  W.  Joynson-Hicks :  Is  there  any  truth  in  the  rumour — it  cannot  be 
more  than  that  that  the  Research  Department  on  Parachutes  has  been  very 
largely  depleted  in  the  last  month,  and  that  officers  have  been  leaving  ? 

Captain  Guest .  1  hope  not.  I  will  make  enquiries. 

Navy,  Army  and  Afr  Force  Common  Services 

Mr.  Malone  asked  the  Prime  Minister  what  are  the  terms  of  reference 
of  the  Committee,  presided  overby  the  Minister  of  Health,  which  is  considering 
the  question  of  amalgamating  certain  common  services,  such  as  the  medical, 
accountant,  audit,  and  chaplain  branches  of  the  three  fighting  Services; 
what  is  the  constitution  of  the  Committee  ;  and  is  the  Committee  in  a  position 
to  recommend  the  creation  of  a  Ministry  of  Defence  should  it  appear  to  them 
to  be  desirable  ? 

Mr.  Chamberlain  :  The  terms  of  reference  of  the  Committee  are  as  follows  : 
That  a  technical  Committee  should  be  set  up  at  once  to  make  deft  nite  proposals 
for  the  amalgamation,  or,  if  this  appeared  impossible  or  undesirable,  for  the 
co-ordination,  so  far  as  possible,  of  the  common  services  of  the  Navy,  Army 
and  Air  Force,  such  as  intelligence,  supply,  transport,  education,  medical, 
chaplains,  and  any  other  overlapping  Departments,  in  order  to  reduce  the  cost 
of  the  present  triplication,  The  Committee  should  consider  each  branch 
separately,  aud  submit  interim  reports  to  the  Cabinet  as  soon  as  possible. 

The  Committee  consists  of  ; — 

The  Minister  of  Health  'Chairman). 

The  Right  Hon.  the  Lord  Weir. 

The  hon.  Member  for  Moray  and  Naim. 

The  hon.  and  gallant  Member  for  Howdensbire. 

Sir  G.  L.  Barstow. 

Sir  Arthur  I.  Din-rant. 

Major-General  Sir  F.  A.  M.  Nash. 

As  I  stated  in  reply  to  questions  on  Monday  last,  a  separate  Committee  will 
investigate,  the  practicability  of  a  Ministry  of  Defence. 

Mr.  Malone:  In  view  of’ the  fact  that  the  question  of  the  establishment 
of  a  Ministry  of  Defence  and  the  amalgamation  of  the  services  mentioned  are 
so  closely  connected,  would  it  not  be  best  to  have  the  same  Committee  to 
make  the  same  investigation  ? 

Mr.  Chamberlain  :  if  the  Government  thought  so  they  would  have  appointed 
one  Committee  to  enquire  into  both  questions,  '  The  Government  take  a 

H  E 

Insects  Destroyed  from  the  Air 

Extremely  important  experiments  have  been  carried 
out  at  Troy,  Ohio,  in  which  the  services  of  the  aeroplane 
were  made  use  of,  in  helping  to  combat  destructive  plagues 
of  insects.  A  grove  of  catalpa  trees  planted  in  the  Palace 
Yard  at  Troy,  was  threatened  with  “  rapid  consumption  ” 


different  view.  Of  course,  it  is  not  a  matter  that  can  be  settled  by  question 
and  answer. 

Royal  Aircraft  Establishment 

Mr.  Raper,  on  May  r<5,  asked  the  Secretary  of  State  for  Air  what  is  the 
total  personnel  of  the  Royal  Aircraft  Establishment  ;  and  what  are  the  num¬ 
bers,  respectively,  of  technical  staff,  clerical  staff,  skilled  mechanics,  and 
unskilled  labourers  ? 

Captain  Guest  .  The  total  personnel  is  1,316,  of  whom  270  represent  scientific 
and  technical  staff  (including  Royal  Air  Force  officers),  85  clerical  staff, 
626  skilled  mechanics  (including  apprentices),  and  335  labourers  and  general 
workers. 

Imperial  Airship  Service 

Mr.  Raper  asked  the  Secretary  of  State  for  Air  whether  his  attention  ha; 
been  drawn  to  the  letter  issued  by  the  Agent-General  for  Tasmania  regarding 
Commander  Burney’s  proposal  for  establishing  an  Imperial  airship  service ; 
whether  His  Majesty's  Government  have  come  to  any  definite  decision 
regarding  this  proposal ;  and  whether,  in  the  event  of  this  or  any  similar 
scheme  being  adopted,  it  will  be  stipulated  that  the  Air  Ministry  shall 
maintain  adequate  technical  control  ? 

Mr.  L.  Malone  asked  what  action  His  Majesty’s  Government  intend  to 
take  regarding  the  proposal  put  forward  by  Messrs,  Nickers,  Ltd.,  and  the 
Shell  Co.,  to  develop  airship  communications  ? 

Captain  Guest :  I  am  familiar  with  the  letter  referred  to  by  my  hon.  friend, 
and  have  been  in  close  communication  with  the  Agent-General  of  Tasmania 
in  regard  to  Commander  Burney’s  proposal  for  establishing  an  Imperial 
Airship  Service.  Although  I  am  unable  at  this  stage  to  make  any  statement 
regarding  the  financial  aspect  of  the  scheme,  Commander  Burney  has  been 
informed  that,  in  the  opinion  of  the  Air  Council,  his  scheme  constitutes  a  notable 
advance  on  previous  proposals  of  this  kind,  and  that  if  certain  additional 
safeguards  are  provided,  it  offers  reasonable  prospect  of  satisfactory  operation 
between  India  and  this  country.  This  statement  is  subject  to  the  definite 
qualification  that  the  commercial  success  of  an  undertaking  depending  upon 
the  regular  use  of  airships  as  a  means  of  transport  must,  at  present,  be  highly 
speculative.  In  the  event  of  this  or  any  other  similar  scheme  being  adopted, 
the  question  of  adequate  technical  control  by  the  Air  Ministry  will  receive  full 
consideration. 

German  and  Russian  Air  Services 

Mr.  Malone  asked  the  Secretary  of  State  for  Air  what  information  he 
had  concerning  the  German  Berlin- Moscow  air  service;  and  whether  any 
proposals  are  under  consideration  for  a  Berlin-London  air  service  either  by 
Britain  or  Germany  ? 

Captain  Guest :  With  reference  to  thefi  rst  question,  it  is  understood  that  as  a 
result  of  negotiations  carried  out  between  the  Soviet  Government  and  a  Ger¬ 
man  company  known  as  the  Aero-Union  Aktien-Gesellschaft,  the  operation 
of  an  air  mail  service  between  Kdnigsberg  and  Moscow  was  begun  on  May  r  last 
by  a  subsidiary  company  founded  by  the  German  company  mentioned  above, 
and  entitled  the  “  Deutsch-Russische  Luftverkehrs-Gesellschaft.”  According 
to  a  German  air  route  time-table,  there  are  two  flights  a  week  in  each  direction, 
and  the  aeroplanes  connect  at  Kdnigsberg  with  express  trains  to  and  from 
Berlin.  The  saving  of  time  by  the  use  of  the  air  mail  on  a  letler  sent  from 
Berlin  to  Moscow,  or  vice  versa,  is  stated  to  be  four  days.  It  is  believed  that 
the  aircraft  employed  are  of  Fokker  type  (with  Rolls-Royce  engines)  which 
have  been  obtained  from  Holland  and  are  owned  by  the  Soviet  Government. 
With  reference  to  the  second  question,  so  far  as  is  known,  there  are  no  serious 
proposals  under  consideration  in  Great  Britain  or  Germany  for  a  direct  London- 
Beriin  air  service, 

Civil  Aviation  Department  Resignations 

Mr.  Malone  asked  the  Secretary  of  State  for  Air  whether  the  Deputy- 
Controllers  of  Information  and  Planning  in  the  Department  of  the  Controller- 
General  of  Civil  Aviation  have  tendered  their  resignations,  and,  if  so,  why  ? 

Captain  Guest:  The  answer  to  the  question  is  in  the  affirmative,  but  as 
these  gentlemen  have  given  no  reasons  I  am  unable  to  inform  the  hon.  member 
of  the  cause  of  their  resignations. 

Wireless  Apparatus  on  Passenger  Aeroplanes 

Sift  H.  Brittain,  on  May  22,  asked  the  President  of  the  Board  of  Trade 
what  proportion  of  passenger-carrying  aeroplanes  trading  between  the 
Continent  and  Great  Britain  are  fitted  with  wireless;  and  whether,  for  the 
greater  safety  of  travellers,  he  is  prepared  to  consider  enforcing  regulations 
in  this  regard  with  respect  to  every  'plane  which  carries  passengers  to  and 
from  this  country  ? 

The  Secretary  of  State  for  Air  (Captain  Guest)  ;  This  question  should  have 
been  addressed  to  me.  An  agreement,  which  is  being  drawn  up  with  the 
British  aircraft  companies  operating  on  the  recognised  air  routes  between 
England  and  abroad  under  the  Subsidy  Scheme,  will  include  a  clause  providing 
that  all  approved  fleets  of  aircraft  shall  be  equipped  with  wireless.  The 
agreement  containing  this  clause  has  not  yet  been  signed,  but  at  present 
all  the  large  aircraft,  r5  in  number,  trading  regularly  between  London  and 
Paris  and  London  and  Brussels,  are  fitted  with  wireless  and  communicate 
regularly  with  the  Air  Ministry  ground  stations.  Two  small  aircraft,  with 
accommodation  for  only  two  passengers  each,  arc  not  fitted.  As  regards 
foreign  machines  on  the  London-Continental  route,  one  French  machine 
is  at  present  lifted  with  wireless,  and  the  French  companies  have  agreed 
that  all  their  large  passenger-carrying  aircraft  on  this  service  shall  be  similarly 
equipped  by  the  middle  of  August.  The  Dutch  are  also  arranging  to  equip 
w-itb  wireless  their  aircraft  on  thfe  Holland-England  route, 

Sir  H.  Brittain  :  May  we  take  it  that  before  the  end  of  the  year  all  machines, 
British  or  foreign,  travelling  between  this  country  and  other  countries,  will  be 
equipped  with  wireless  ? 

Captain  Guest  •  Yes.  I  hope  they  will  be  so  equipped  long  before  the 
end  of  the  flying  season. 

R.A.F.  Travelling  Facilities  ... 

Captain  VV.  Bens  asked  the  Secretary  of  State  for  Air  whether  travelling 
concessions  for  officers  and  men  have  been  abolished  ?  ...  , 

Captain  Guest :  The  cheap  travelling  facilities  which  up  to  that  date  had 
been  granted  at  the  expense  of  public  funds  to  personnel  of  the  Royal  Air 
Force  were  in  common  with  those  granted  to  the  other  Services,  discontinued 
as  from  April  t  last.  This  decision,  which  was  in  accordance  with  the  recom¬ 
mendations  of  the  Geddes  Committee,  was  taken  after  unsuccessful  efiorts 
had  been  made  by  the  Departments  concerned  to  induce  the  railway  com¬ 
panies  to  reconsider  their  unfavourable  attitude  towards  restoring  the 
concessions  granted  by  them  before  the  War, 

S  H 

by  caterpillars,  and  so  an  aeroplane,  with  a  supply  of  arsenate 
of  lead  powder,  flew  low  over  the  grove,  spraying  the  latter 
with  the  powder,  for  a  minute  or  less.  .Three  days  later, 
about  99  per  cent,  of  the  caterpillars  were  found  dead  on 
the  ground. 

We  must  try  that  on  onr  roses  ! 


303 


May  25,  1922 


NOTICES  TO  AIRMEN 


Cross-Channel  Air  Routes  :  Position  Finding  Routine 

Croydon  and  Pulliam  D.F.  stations,  working  in  con¬ 
junction,  will  now  keep  a  regular  watch  during  the  hours 
when  flying  is  taking  place  on  the  Continental  air  routes  for 
the  purpose  of  providing  pilots  with  information  as  to  the 
position  pi  their  aircraft.  The  establishment  of  this  system 
has  been  decided  upon  as  the  result  of  a  series  of  tests  carried 
out  during  the  winter  months. 

Pilots. and  Navigators  arc  strongly  urged  to  make  a  practice 
of  utilising  on  every  flight  this  important  aid  to  navigation, 
which  has  proved  to  be  capable  of  determining  the  position 
of  ail  eta  ft  with  a  high  degree  of  accuracy  under  normal 
conditions.  The  experience  gained  in  the  use  of  position 
finding  in  good  weather,  when  pilots  should  be  able  to  check 
the  accuracy  of  the  positions  given  by  wireless,  will  add  to  theii 
confidence  and  proficiency  in  using  the  system  when  flying  in 
bad  weather. 

H  H 


Details  of  the  stations  are  given  in  the  Notice,  together  with 
the  Procedure. 

(-Vo.  50  of  1922.) 

NOTICE  TO  GROUND  ENGINEERS 

Re-balancing  of  Propellers  after  Re-tipping  or 

Repainting 

1.  Ground  engineers  are  reminded  that  when  propellers 
are  re-tipped  or  even  re-painted,  it  is  essential  that  they  be 
properly  re-balanced  before  being  replaced  on  aircraft. 

2.  Such  re-balancing  can  easily  be  carried  out  by  fitting 
a  metal  or  hardwood  plug  into  the  boss  of  the  propeller,  such 
plug  carrying  a  l-in.  diameter  steel  spindle,  which  is,  in  turn, 
supported  by  two  steel  knife  edges.  The  propeller  should  be 
balanced  while  under  test  by  the  application  of  additional 
paint  or  varnish  as  may  be  necessary. 

(No.  6  of  1922.) 

H  H 


CORRESPONDENCE 

/  he  Editor  does  not  hold  himself  responsible  for  opinions  expressed  by  correspondents.  The  names  and  addresses  of  the  writers , 
no  necessarily  for  publication,  must  m  all  cases  accompany  letters  intended  for  insertion  in  these  columns. 


CANADA  A  PROMISING  LAND  FOR  AVIATION 
[2057]  1  have  read  with  great  interest  and  appreciation 

your  various  articles  showing  the  aerial  activities  in  Canada. 
I  hope  you  will  continue  these. 

Last  October  I  went  to  Canada  to  see  for  myself  the  things 
T  had  been  told  about. 

I  came  back  tired  with  enthusiasm,  and  thoroughly  decided 
that  Canada  had  a  huge  future  before  it  in  aviation. 

I  have  been  dinning  it  into  the  ears  of  all  1  meet — and 
especially  the  trade  — that  there  lies  the  immediate 
development.  There  is  a  "  job  of  work  "  to  be  done— and 
now.  The  survey,  for  instance,  is  a  vast  work,  and  it  has 
got  to  be  done. 

The  aviation  business  in  Canada  simply  doesn’t  exist. 
But  now  the  demand  is  coming.  They  arc  about  to  require 
new  aircraft,  not  war  junk,  gift  steeds' and  “  primitives.” 

So  far  1  hear  of  little  being  done  by  British  constructors  to 
appropriate  this  market.  It  is  a  pity.  I  wonder  if  they 


really  realise  that,  one  side  of  the  St.  Lawrence  River  is 
American  ?  Canada  is  already  far  too  tinged  with  the 
colours  itl  America  to  please  a  visiting  Britisher.  Will  the 
S.B.A.C.,  or  whoever  are  the  responsible  people,  complete 
the  reproach  by  presenting  Canadian  aviation  to  America  ? 

Canada  will  only  buy  internally,  unless  it  is  quite  un¬ 
avoidable  to  do  otherwise.  Who  is  going  to  set  up  those 
internal  aircraft  works  ?  It  can  be  done  and  done  easily, 
and  Canada  is  ready. 

Why  struggle  along  on  civil  experiments  in  the  worst 
flying  country  111  the  world,  when  one  of  the  best  is  only  just 
across  the  pond  ? 

I  commend  to  your  notice  Canada.  The  aviation  country 
of  the  immediate  future. 

It  is  perhaps  proper  to  conclude  with  the  remark  that  I 
am  not  a  Canadian,  so  that  any  charge  of  patriotic  bias  falls 
to  the  ground.  T  have  but  seen  for  myself. 

"  D.C.M.H.” 
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Air  Mail  Progress 

The  Postmaster-General  announces  that  from  May  23  a 
third  air  mail  to  Paris  (special  fee  id.  per  oz.)  was  started,  to 
be  closed  at  the  General  Post  Office  counter  at  12.30  p.m. 
On  the  same  date  a  second  air  mail  commenced  to  Rotterdam 
and  Amsterdam  (special  fee  id.  per  oz.),  which  is  also  closed 
at  the  General  Post  Office  at  12.30  p.m.  Letters  posted  in 
London  in  the  morning  for  transmission  by  the  new  dispatches 
should  be  delivered  in  Paris.  Rotterdam  and  Amsterdam  the 
same  evening,  even  without  payment  of  an  express  fee,  and 
at  places  near  Paris  and  throughout  Holland  bv  first  post 
next  morning.  Letters  sent  by  the  third  Paris  despatch 
should,  like  those  sent  by  the  second  Paris  dispatch- — -for 
which  the  latest  time  of  posting  at  the  General  Post  Office 
counter  is  11. 10  a.m. — connect  with  the  night  mail  trains  from 
Paris,  and  so  save  up  to  24  hours  in  time  of  transmission  to 
Switzerland,  Italy,  Austria,  Jugo-Slavia,  Bulgaria,  Salonika 
and  Turkey.  Arrangements  have  been  made  to  allow  of  late 
posting  for  the  new  dispatches  at  certain  Post  Office  counters 
in  Central  London  up  til]  the  times  shown  below  G.P.O., 
12.30  p.m.  ;  Threadneedle  Street,  12.15  p.m.  ;  Lombard 
Street,  12.15  p-ni.  ;  Parliament  Street,  12.5  p.m.;  Charing 
Cross,  Ti.io  p.m.  ;  West  Central  District  Office,  12.15  p-ffi. 
Western  District  Office,  11.50  a.m.;  Sooth-Western  District 
Office,  noon.  Registered  letters  must  be  handed  in  five 
minutes  earlier  iu  each  case. 

London-Paris  and  Brussels  Air  Mail 

The  Postmaster-General  announces  that  the  first  Ait- 
Mail  from  London  to  Paris  is  now  forwarded  bv  aeroplane  due 
to  leave  ( roydon  aerodrome  at  8.30  a.m.,  and  that  a  morning 
Aii  Mail  Irom  London  to  Brussels  is  now  dispatched  regularly. 

The  use  of  these  dispatches  offers  particular  advantages 
for  letters  posted  in  the  provinces  (the  south-east  of  England 
excepted)  during  the  latter  part  of  the  business  day,  i.e. 
too  late  for  inclusion  iu  the  mails  due  to  be  forwarded  to 
the  Continent  by  boat  the  same  night,  but  in  time  for  the 
general  night  mail  dispatches  to  London.  By  the  use  of  the 
early  Air  Mail  to  Paris  (special  fee  2 d.  per  oz.),  such  letters 
will  normally  be  delivered  in  Paris  on  the  morning  after 
posting,  if  express,  and  on  the  afternoon  after  posting,  if 
non-express,  instead  of  by  the  last  post  in  the  evening. 
Further,  delivery  in  places  near  Paris  should  be  secured  in 
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the  evening,  instead  of  on  the  second  morning  after  posting. 
Letters  forwarded  to  Brussels  (special  fee  id.  per  oz.)  should 
be  delivered  the  next  afternoon  after  posting,  even  without 
payment  of  an  express  fee,  instead  of  on  the  second  morning, 
and  delivery  should  be  secured  in  most  other  parts  of 
Belgium  by  the  next  eveniqg  after  posting. 

Letters  posted  in  London  between  the  night  mail  and 
midnight  collections,  and  also,  in  the  case  of  the  Brussels 
service,  letters  handed  in  at  the  General  Post  Office  counter 
up  till  8.15  a.m.,  will  normally  be  benefited  to  the  same 
extent.  The  latest  time  of  posting  for  the  Air  Mails  in  any 
locality  can  be  ascertained  from  the  local  Head  Post  Office. 

Rumania  Opens  Out  in  Aviation 

Ihe  importance  of  aviation  from  a  national  defence  point 
of  view  is  now,  according  to  an  Observer  correspondent, 
appreciated  by  the  Rumanian  Government,  and  accordingly 
during  the  present  month  considerable  development  has  taken 
place  in  the  military  air  service.  Sixty  modern  machines, 
mostly  of  the  D.H.  9  type,  have  been  purchased  from  a  British 
firm,  and  delivery  has  already  been  taken  of  most  of  these, 
which  are  being  distributed  among  the  flying  schools  of  the 
country.  A  British  demonstration  pilot  brought  over  the 
first  machine  a  few  weeks  ago,  and  astonished  the  King  and 
the  military  chiefs  by  his  feats. 

Since  that  date,  a  batch  of  ten  aeroplanes  of  the  Branden¬ 
burg  type  has  been  manufactured  by  the  National  Aircraft 
Factory,  near  Bucarest ;  these  are.  the  first  native  machines 
in  Rumania,  and  their  final  tests,  the  correspondent  states, 
have  been  entirely  satisfactory.  The  cost  price  of  these 
machines  has  been  reduced  to  285,000  lei  with  a  220  h.p. 
engine.  The  King  was  present  at  the  baptism  ceremony  of 
this  first  batch  of  Rumanian  aeroplanes,  and  the  Metropolitan 
of  Bucarest  himself  performed  the  necessary  rites. 

In  the  matter  of  civil  aviation,  July  is  to  see  the  inaugura¬ 
tion  of  the  long-postponed  Paris-Bucarest  passenger  air  ser¬ 
vice.  For  the  wedding «f  Princess  Marie  and  King  Alexander 
°f  Jugo-Slavia,  a  special  advance  service  is  to  be  run  in 
connection  with  this  line  from  Budapest  to  Belgrade,  An 
airport,  which,  it  is  hoped,  may  become  one  of  the  most 
important  in  Europe,  is  in  course  of  construction  on  the 
plateau  of  Boneasa,  2  km.  from  the  best  residential  quarter 
of  Bucarest 
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London  Gazelle,  May  *6  1912 

'V.-Kfrv».r  Duties  Branch 

Flying  OH  1 .  I.  M.  Glsi'-hcr,  15.F.C  ,  is  granted  a  permanent  column,,  re¬ 
turning  his  present  substantive  rank  and  seniority  ;  Octobei  21,  into  I lrns.e/ie 
October  24,  1 1) 1 9,  nppomliuii  turn  to  a  short  -ervice  ooownn  ,  is  tan.  / lied), 
11.  Hunter  is  p ranted  a  short  servir*  commit.  a-,  a  Flying  OUi.,  with  filed 
from,  and  with  seniority  0/  May  1.  The  following  are  granted  short  service 
columns.  ,<s  l’jlot  Ollrs.  on  probation,  with  efled  from,  and  with  seniority  of, 
May  1  G.  \V  Dean,  J.  \‘.  Holman,  B.  V.  Reynolds,  T.  A.  V criicv-Cavc. 

Lieut.  J.  N.  lavpu'-.,  K.W.  Kent  Lest.,  is  granted  a  temp,  commit,  as  a 
riving  Olir.,  with  effec  t  from,  and  with  seniority  of  May  3,  for  four  years’ 

13  13 

Independent  Force  (R.A.F.)  Re-union 

Tni;  Fourth  Annual  Re-union  Dinner  of  the  Independent 
Force,  including  nil  officers  of  army  troops  and  other  attached 
units,  will  he  held  at  the  Hotel  Cecil,  on  Monday,  June  to, 
1922,  at  7  45  p.m.  for  <Sp.m.  Air  Chid  Marshal  Sir  it.  M, 
Tienchard,  Bart.,  K.C.B.,  P.S.O.,  A.P.C.,  will  be  in  the 
Chair,  and  Gronp-Cn.pt.  H.R.U.  The  Duke  of  York,  K.G., 
G  C.V.O.,  has  signified  bis  intention  of  being  present.  It 
is  desired  that  this  notice  should  be  brought  to  the  attention 
of  any  eligible  officers  who  may  not  have  received  a  circular. 
Tickets  are  priced  at  15:0  (excluding  wines),  anil  may  be 
obtained  from  the  Hon.  Secretary,  l.F.  dinner  Club,  Room 
337E,  \ levandra  House,  Kingsway,  W.C  i,  to  whom  any 
alteration  in  address  should  be  sent.  Evening  dress  (with 
mi  nurtures)  will  be  worn. 

Aircraft  and  the  Russo- German  Treaty 

Assc.yuno  that  the  tt-\t  of  the  Russo-German  Secret 
Treaty,  published  in  the  t daily  Mail  las  week,  is  correct, 
aircraft  very  naturally  occupies  a  highly  important  place  in 
flic  arrangement'-'  of  these  two  would  be  violators  of  the 
world's  future  peace  In  connection  with  the  clauses  relating 
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dulv  with  the  R.A.F.  The  f.llowiag  Pilot  OVts.  on  probation  ttfr  -an .a raved 
lit  rank  ;  May  r  — J.  J.  Cfltmrfoni,  S  S.  Kirsten1.. 

Medical  Service 

|.  M.  A.  Costello,  M.C  ,  M  R,  is  granted  a  short  service  commit,  as  a  Dr.-nt 
l.ivnt , ,  with  effect  from,  aud  with  scniOfltv  of.  May  j.  J  II.  Wood,  M.li., 
D.P.H.,  is  grunted  a  temp,  comrnn.  as  a  Might-Lieut..  with  elleet  from,  and 
with  seniority  of,  May  t.  Tin  following  Flight- 1 .iittu  relinqui-  li  Ibvir  w-inp. 
couoptis.  on  tearing  io  he  employed,  and  are  permitted  to  retain  the  rank  of 
Capt.;  April  S  R.  Bastard,  W.  F.  Shell,  M.B. 

M  mv  1  r  a  nda 

Lieut.  F.  W.  Garlcy  relinquishes  his  temp.  -  00111111.  on  ceasing  to  be.  em¬ 
ployed,  and  is  permitted  to  retain  In,-,  rank  ;  Mvy  9. 
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to  the  Russian  Fleet  reorganisation,  one  undet taking  by 
Germany  is  that:  "  In  addition  to  those  already  supplied, 
the  German  General  Staff  undertakes  to  deliver  as  soon  as 
possible  500  more  new  aeroplanes  of  the  Junker  type,  with  a 
corresponding  number  of  spare  parts  " 

In  regard  to  building  new  aircraft,  the  following  clause  is 
suggestive;  “  The  General  Staff  of  the  Red  Army  guarantees 
to* the  German  General  Staff  that,  the  three.  German  faotones 
selected  by  the  latter— that  is  to  say.  one  for  aeroplanes  and 
aeroplane  engines,  one  for  asphyxiating  gas  aud  one  lor  arms — 
can  be  equipped  and  started  in  Russia  on  condition  that  the 
Red  Army  is  given  full  power  to  utilise  the  output  of  these 
factories.  Furthermore,  the  General  Staff  of  the  Red  Army 
will  place  no  obstacles  in  the  way  of  the  German  officers  and 
experts  in  their  duties  at  the  new  arms  factory  installed  in 
Afghanistan.’' 

With  our  nice  tabloid  little  set  of  12  air  squadrons,  the 
promise  of  the  above  developments  from  one  quarter  of  this 
side  of  the  world  should  be  very  comforting  to  our  •Govern¬ 
ment,  aud  those  who  h&ve  the  future  welfare  of  our  Empire 
at  heart. 
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Silly  quests© ns  we  Ibeen  s&,sl&ed.  % 


I  .-  **  Oh,  I  say!  I  dropped  my  hat  in  that  last  loop.  It  fell  In  Hounslow 
somewhere.  Do  you  mind  planing  down  for  it?  M 


lip 
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Parcels  for  Brussels  by  Air  Mail 

The  Postmaster-General  announces  that  arrangements 
have  been  made  with  Messrs.  Instone  Air  Line,  Ltd.,  whereby 
parcels  may  be  posted  at  certain  Post  Offices  for  conveyance 
by  air  and  delivery  in  Brussels  by  that  Company  at  the  same 
rates  and  under  the  same  general  conditions  as  for  Paris. 
Tlie  scale  of  charges  is  as  follows  : — For  parcels  weighing  up 
to  2  lb.,  is.  9 d ;  3-5  lb.,  3s.  ;  5-$  lb..  3s.  9 d.  ;  S-n  lb.,  4s.  3 d. 

Parcels  are  normally  dispatched  by  aeroplane  on  the 
morning  following  the  day  of  posting  but  at  certiin  London 
cilices  parcels  may  be  posted  in  the  morning  in  time  for 
dispatch  the  same  day.  The  parcels  are  cleared  through 
the  Belgian  Customs  immediately  after  arrival  at  Haren 
(Brussels)  by  the  air  transport  company,  and  are  normally 
delivered  to  the  addressees  on  the  day  of  arrival.  The  saving 
in  time  of  transmission  afforded  by  the  use  of  the  air  service 
and  by  the  rapid  clearance  of  parcels  through  the  Belgian 
Customs  is  considerable.  A  small  fee  for  delivery,  as  well  as  a 
fee  for  Customs  clearance  will  be  levied  by  the  company. 

Further  details  of  the  conditions  of  the  service  may  be 
obtained  on  application  at  any  accepting  Post  Office.  'The 
names  of  the  accepting  offices  and  the  latest  times  of  posting 
in  the  chief  provincial  towns,  where  the  acceptance  of  parcels 
for  conveyance  by  air  is  authorised,  may  be  ascertained, 
from  the  local  Head  Post  Office. 

Air  Education  for  the  Young  Generation 

Mr.  W.  J.  Has  lam,  writing  from  New  College,  Harrogate, 
says  if,  as  seems  likely,  the  air  is  to  play  as  important  a  part 
in  the  future  as  the  sea  has  done  in  our  past  history,  it  is 
essential  that  the  boys  of  today  should  become  familiar  with 
it.  At  present  they  do  not  realise  how  enormously  air  trans¬ 
port  has  developed  since  the  War.  “  With  this  object  in  view, 
1  arranged  on  our  recent  Continental  trip  that  the  whole 
party  (twenty)  should  return  from  Paris  by  air,  and  the 
arrangements  for  our  comfort  were  so  admirable  that  I  have 
every  confidence  in  passing  on  the  suggestion  to  others.” 

The  French  Grand  Prix  (Balloons) 

Although  at  the.  time  of  writing  the  official  announce* 
meet  of  the  winners  in  the  French  Grand  Prix  has  not  been 
ma  le,  it  appears  probable  that,  as  regards  distance,  the  com¬ 
petitors  will  be  placed  as  follows  1.  Blanchet  on  Fernande, 
distance  409  km.  ;  2.  Ferrero  on  Aero  i,  distance  407  km.  ; 
3.  Cormier  on  Anjou,  distance  40O  km.  ;  4.  Kapfercr  on  Ville- 
de- Paris,  distance  405  km.  ;  3.  Dollius  on  Globevolant, 

distance,  403  km.  ;  and  Demuyter  on  Belgiea,  305  km.  It 
will  be  seen  that  the  distances  covered  arc  so  nearly  identical 
that  a  re-arrangement  may  be  found  in  the  official  results, 

1  he  duration  record  of  the  1922  competition  would  appear  to 
have  gone  to  the  Belgian  Demuyter,  whose  time  in  the  air  is 
•stated  to  have  been  23  hours.  '  If  Blanchet  is  declared  the 
winner  of  the  distance,  it  will  be  the  fourth  time,  he  having 
won  the  Grand  Prix  in  1908,  1909  and  1910. 

The  Air  Conference  at  Brussels 

At  the  Air  Conference  which  is  being  held  at  Brussels 
between  representatives  of  Great  Britain,  France  and  Belgium, 
it  is  understood  that,  among  other  important  items,  the 
question  of  ”  rules  of  the  road,”  on  the  London -Paris  route 
was  discussed  and  a  series  of  rules  laid  down.  So  far  as  can  be 
ascertained,  these  rules  follow,  in  the  main,  those  already 
agreed  to  by  the  conference  of  pilots  at  Croydon,  shortly 
after  the  lamentable  collision  at  Thieuloy.  It  is  believed 
that  the  carrying  of  wireless  telephones  of  British  type  is  to  be 
made  compulsory.  During  the  conference,  it  is  stated,  Sir 
Sefton  Brancker  indicated  that  Great  Britain  will  ratify  the 
International  Air  Convention  during  the  course  of  the  next 
month  or  so,  and  in  that  case,  the  International  Air  Navigation 
Commission  should  be  constituted  sometime  during  the  latter 
part  of  July. 
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corder.  By  F.  H.  Norton.  National  Advisory  Committee 
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THE  LONDON  AERO-MODELS  ASSOCIATION 

At  the  weekly  meeting  held  at  Headquarter?:  on  Thursday, 
the  18th  inst.,  Mr.  A.  Wilson  in  the  Chair,  it  was  announced 
that  Dr.  A.  P.  Thurston,  D.Sc.  (Lond.),  F.R.Ae.S.,  M.f.A.E  , 
A.M  l.M.E,,  had  accepted  the  presidency  of  the  Association. 
Dr.  Thurston  has  promised  to  edit  all  lectures  to  be  read 
before  the  Association. 

An  excellent  concert  was  given  by  Mr.  J.  Touch  and  his 
artistes  on  Saturday  last  at  Headquarters,  and  greatly  ap¬ 
preciated  ;  a  hearty  vote  of  thanks  being  passed  to  all  taking 
part,  and  also  to  Mr.  and  Mrs.  Rees  for  the  accommodation 
provided,  and  to  Mr.  and  Mrs,  Graves  for  the  excellent 
arrangements  made. 

On  Sunday  a  special  demonstration  was  held  on  Parliament 
Hill  Fields,  there  being  approximately  40  models  flying.  It 
is  impossible  to  refer  to  any  individual  machine,  all  members 
working  with  a  will  to  make  the  meeting  a  success. 

At  Headquarters  on  Thursday  next,  the  23th  inst.,  a 
discussion  will  be  opened  on  "  The  Construction  of  Built-up 
Fuselages .” 

An  Aerial  Golf  Competition  will  be  held  on  Hackney 
Marshes  on  Saturday,  June  3,  at  4.30p.m.,  as  announced 
last  week,  with  exception  that  it  is  to  be  an  open  competition. 
Non -members’  entrance  fee,  is.  All  names  to  be  sent  to 
Mr.  C.  A.  Rippon  (Competition  Secretary),  52,  Fairbridge 
Road,  Holloway,  N.  19. 

Report  from  Research  Committee. 

The  propeller-testing  apparatus  was  set  in  motion,  and 
worked  quite  satisfactorily.  A  few  propellers  of  various 
diameters  were  tried,  and  it  was  noted  that  they  affected  the 
speed  of  the  motor  very  considerably.  The  calibrated  scale 
was  tested  by  means  of  a  pulley  and' weights,  and  was  found 
to  give  accurate  readings. 

The  motor  will  be  made  reversible  before  further  tests- 
are  carried  out,  so  that  right-hand  and  left-hand  propellers 
can  be  tested  under  similar  conditions.  In  the  absence  of  a 
revolution  counter  no  records  of  propeller  tests  could 
be  made.  Hon.  Sec,  (pro  km.)  for  Research  Committee. 
W.  E.  Evans. 

Meetings  are  held  at  Headquarters,  20,  Great  Windmill 
Street,  Piccadilly  Circus,  W.  1,  every  Thursday  evening  at 
7.30  p.m.  Intending  members  cordially  invited.  Particulars 
of  the  Association  may  be  obtained  from  A.  E.  Jones,  Hon. 
Sec.,  48,  Narcissus  Road,  West  Hampstead,  N.W.  6. 
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DIARY  OF  FORTHCOMING  EVENTS 

Club  Secretaries  and  others  desirous  of  announcing  the  dates 
of  important  fixtures  are  invited  to  send  particulars  for 
inclusion  in  the  following  list : 

1922. 

June  1 
June  3 
June  19 


June  23-25 

June  27  .... 
July  29  .... 
Aug.  6-20 
Aug.  6  .... 
Aug.  7  .... 
Aug.  (last 
fortnight) 

Sept . 

Sept . 

Sept,  or  Oct. 
Sept.  22 

1923. 

Dec.  1  .... 

1924. 

Mar.  1  .... 


Entries  elesp  for  Schneider  Cup  Race 
R.Ae.C.  Whitsun  Race  Meeting,  at  Waddon 
Independent  Air  Force,  R.A.F., 'Dinner,  Hotel 
Cecil 

Internationa]  Competition  for  Touring  Aero¬ 
planes,  Brussels 

Royal  Aero  Club  21st  Anniversary  Banquet 
Aerial  Derby,  starting  at  Waddon 
French  Gliding  Competition 
Gordou-Bennett  Balloon  Race,  Geneva 
R.Ae.C.  Race  Meeting,  at  Waddon 

SchDeider  Cup  Seaplane  Race,  at  Naples 

Tyrrhenian  Cup,  Italy 

Italian  Grand  Pris 

R.Ae.C.  Race  Meeting,  at  Waddon 

Coupe  Deutsche  (300  kil.) 


Entries  Close 
petition 


for  French  Aero  Engine  Coin- 


French  Aero  Engine  Competition. 


INDEX  FOR  VOL.  XIII. 

The  Index  for  Vol.  XIII  of  FLIGHT  (January 
to  December,  1921)  is  now  ready,  and  can  be 
obtained  from  the  Publishers,  36,  Great  Queen 
Street,  Kingsway,  W.C.  2.  Price  Is.  per  copy. 
(Is.  Id.  post  free). 


EBXTOR5AL,  COMMENT. 

is  now  some  time  since  the  formation 
of  a  Ministry  of  Defence,  for  the 
more  efficient  development  and  co¬ 
ordination  of  the  three  fighting 
services,  was  first  suggested.  It  will 
he  remembered  that  the  subject  was 
brought  up  during  the  uiscussion  of 
the  Estimates,  but  that  it  was 
intimated  that  this  step,  although  receiving  considera¬ 
tion,  was  too  important,  and  involved  too  many 
changes,  to  make  it  possible  to  establish 
The  such  a  Ministry  during  the  present 

MDcfcnce°f  ^ina,ic'a*  Ycar'  Possibly,  this  position 
Creation  still  obtains,  but  u  step  in  the  right 
Bill  direction  has  been  taken  in  the 
introduction  of  a  Bill  (Bill  106),  to 
be  cited  as  the  Ministry  of  Defence  Creation  Act, 
1922,  to  establish  a  Ministry  oi  Defence  consisting 
of  a  Principal  Secretary  of  State,  who  shall  be 
President  of  the  Ministry  of  Defence,  and  an  Under¬ 
secretary  of  Stale  for  each  of  the  three  departments. 
Admiralty,  War  Office  and  Air  Ministry  respectively. 
The  Bill,  which  has  bean  brought  in  by  Rear-Admiral 
Sueter,  Sir  Cecil  Beck,  Colonel  Claude  Lowther, 
Colonel  Sir  Thomas  Poison,  Major  Christopher  Lowther, 
Colonel  J.  Wedgwood,  Mr.  !/ Estrange  Malone, 
Lieut. -Comdr.  Kenworthv,  Brig.-Gcn.  G.  Cockcrill  arid 
Major-Gen.  Sir  John  Davidson,  proposes  to  empower 
the  Government  to  appoint  such  service  and  civil 
members  as  may  be  necessary  to  form,  under  the 
Presidency  of  the  Minister  of  Defence,  the.  Defence 
Council,  and  to  empower  His  Majesty,  by  Order 
in  Council,  to  appoint  such  representatives  of  the 
Dominions  as  the  Prime  Ministers  of  the  Dominions 
may  select,  to  sit  on  the  Council  of  Defence. 

The  Minister  of  Defence  is  to  bo,  it  is  proposed, 
responsible  to  the  Government  for  the  proper 
consideration  of  all  strategical  and  tactical  questions 
bearing  upon  the  defence  of  the  realm,  i.e.,  on  the 
surface  of  the  water,  under  the  water,  on  land,  and 
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in  the  air,  arid  for  the  proper  equipment  and  main¬ 
tenance  of  all  arms  of  the  three  fighting  services  in  a 
state  of  readiness  and  efficiency.  He  is  to  arrange 
for  the  provision  and  regulation  of  an  adequate 
supply  of  personnel  to  all  three  fighting  services  with 
a  view  to  co-ordination,  and  to  reduction  of  un¬ 
necessary  services,  and  to  maintain  a  balance  as 
between  one  service  and  another  in  the  expenditure 
required  to  carry  out  the  general  scheme  of  defence. 
He  will  be  responsible  to  His  Majesty's  Government 
that  the  actual  expenditure  is  the  minimum  that 
can  attain  its  object. 

The  Bill  is  arranged  in  eleven  clauses,  to  some  of 
Which  we  may  now  refer  in  detail.  Clause  1,  para. 
(6)  provides  that  the  Defence  Council  shall  form  the 
nucleus  for  an  Imperial  General  Staff  ;  it  shall 
absorb  the  duties  now  performed  by  the  Committee 
of  Imperial  Defence,  and  shall  have  power  to  co-opt 
representatives  from  other  Government  Departments 
Para.  (8)  of  Clause  1  provides  that,  in  order  to 
place  the  members  who  serve  at  the  Admiralty, 
War  Office  and  Air  Ministry  on  a  footing  of  equality, 
the  members  of  the  various  boards  are  to  be  generally 
known  as  First  Member  of  Naval  Board,  First 
Member  of  Army  Board,  First  Member  of  Air  Board, 
Second  Member  of  Naval  Board,  etc. 

According  to  Clause  2  the  Minister  shall,  it  is 
suggested,  make  such  provisions  as  may  be  necessary 
to  constitute  a  department  to  consider  and  co¬ 
ordinate  the  planning  of  future  operations  of  all 
three  fighting  services,  but  after  operational  pro¬ 
grammes  have  been  approved  by  the  Defence  Council, 
they  are  to  be  carried  out  by  the  Admiralty,  War 
Office  and  Air  Ministry  themselves,  and,  except  in 
special  circumstances,  the  Minister  shall  only  issue 
executive  orders  to  active  units  and  commanders-in- 
chief  through  the  operations  departments  of  the 
three  services. 

Clause  3  provides  that  the  construction,  inspection 
and  testing  of  new  material  shall  be  carried  out 
by  a  department  of  the  Ministry  of  Defence,  so  as 
to  provide  a  nucleus  capable  of  expansion  in  time 
of  war  into  a  Ministry  of  Munitions.  Advisory 
bodies  for  research,  scientific  work,  examination  of 
inventions,  etc.,  shall  be  formed  under  the  Defence. 
Council,  and  the  Minister  shall  be  responsible  that 
each  of  the  fighting  services  is  equipped  with  the 
most  up-to-date  weapons  that  modern  science 
dictates. 

Of  particular  general  interest  is,  naturally,  Clause  6, 
which  deals  with  Civil  Aviation.  This  Clause 
reads  : — 

“  The  Minister  of  Defence  shall  be  responsible  that  civil 
aviation  is  developed  and  maintained,  having  due  regard 
to  the  defensive  requirements  within  the  Empire,  comparable 
with  the  development  and  maintenance  of  . civil  aviation  by 
other  leading  powers  and  that  subsidies  as  necessary  arc- 
provided  similar  to  those  arrangements  that  have  previously 
existed  with  armament  firms,  mercantile  marine  and  cable 
companies.  Air  enterprise  within  the  Empire  shall  be 
encouraged  to  allow  a  nucleus  being  ready  for  immediate 
expansion  should  the  necessity  of  doing  so  arise.” 

If  the  Bill  becomes  law,  the  Act  is  to  come  into 
operation  on  October  1,  1922. 

We  have  already,  many  months  ago,  expressed  the 
view  that,  if  the  right  man  can  be  found  for  the 
post  of  Minister  of  Defence,  the  creation  of  such  a 
centralised  control  of  the  three  fighting  services 
should  result  in  co-ordinated  action  of  the  Nation’s 
resources  in  all  events,  to  the  great  gain  of  the  Empire's 
defensive  and  offensive  barriers.  Moreover,  and 


also  highly  important,  considerable  economies  should 
be  effected. 

With  three  separate  services  working  independently 
it  is  inevitable  that  there  should  be  waste  and 
overlapping,  and  a  Minister  of  Defence  would  have  to 
see  to  it  that  the  claims  of  each  service  were,  carefully 
examined,  and  that  no  grant  was  made  for  any 
particular  purpose  unless  the  particular  service  could 
convince  the  Defence  Council  that  it  could  fulfil  that 
purpose  more  efficiently  and  economically  than  any 
of  the  other  two  services.  Properly  handled,  the. 
task  of  the  Minister  should  not  be  outside  practical 
politics,  but  the  man  chosen  must  be  a  strong  man, 
a  man  of  wide  vision,  a  man  who  is  able  to  sift 
and  weigh  evidence,  and  finally  he  must  not  be 
a  man  drawn  from  any  of  the  fighting  services,  unless 
one  can  be  found  who  has  had  deep  experience  of 
all  three,  otherwise  there  is  the  danger  that  he  will 
not  be  impartial. 

As  regards  the  Clause  dealing  with  Civil  Aviation, 
we  are.  glad  to  see  such  emphasis  being  given  to 
the  closest  co-operation  between  Civil  Aviation  and 
the  defence  of  the  realm.  Making  the  Minister  of 
Defence  responsible  for  giving  Civil  Aviation  its 
proper  support,  in  proportion  to  its  value  to  the 
defences  of  the  country,  is  a  safeguard  against 
turning  Civil  Aviation  over  to  the  Board  of  Trade, 
as  was  feared  at  one  time.  What  chance  the  Bill 
has  of  going  through  need  not,  for  the  moment, 
be  discussed.  That  it  is  sound  upon  general 
principles  appears  to  us  to  be  undoubted.  In  any 
case,  the  mere  drawing  up  and  presentation  of  the 
Bill  should  help  to  clear  the  decks  for  future  official 
action 

♦ 

It  is  announced  that,  as  in  previous 

Air  Force1  Vears’  B.A.F.  Pageant  will  be  held 

Pageant  Hendon,  on  June  24.  Readers  of 

Flight  will  not  need  to  be  reminded 
that  the  Pageant  is  an  integral  and  important  part 
of  the  training  of  the  Air  Force,  and  fulfils  the  same 
function  as  does  the  Royal  Tournament  in  the  case 
of  the  Army  and  Navy.  The  experience  of  the 
two  Pageants  already  held  at  Hendon  has  proved 
that  the  general  public  takes  a  great  interest  in 
service  aviation,  and  for  this  year  we  understand 
that  a  programme  has  been  arranged  which  will 
enable  the  public  to  appreciate  even  to  a  greater 
degree  than  last  year  the  developments  that  are 
constantly  taking  place.  Full  details  of  the  pro¬ 
gramme  are  not  yet  available,  but  it  is  understood 
that  one  of  the  more  spectacular  items  is  to  be  the 
destruction  of  a  “  desert  stronghold  "  by  bombing 
aircraft.  In  addition  to  this  “star  turn  ’’  there  will 
no  doubt,  as  in  previous  years,  he  plenty  of  events 
to  keep  visitors  interested  throughout  the  day,  and 
nobody  need  fear  having  a  dull  time  at  Hendon  on 
June  24.  Stunting  will  be  in  evidence  and  formation 
flights  of  various  sorts. 

It  is  not  too  much  to  say  that  never,  at  any  time 
in  any  country,  has  an  aviation  meeting  been  so 
well  organised,  the  items  run  off  so  well  to  time,  and 
the  interest  so  well  sustained  throughout  the  day, 
as  at  the  two  previous  Pageants.  We,  therefore, 
confidently  predict  that,  large  as  were  the  crowds 
in  previous  years,  they  will  be  even  larger  this  year. 
Full  particulars  of  the  Pageant  and  directions  for 
getting  to  and  from  Hendon  will  be  published  in 
due  course.  And,  by  way  of  a  last  point,  the  whole 
profits  go  to  the  R.A.F.  Memorial  Fund. 
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En  Route  TO  LE  BOURGET  MEETING  :  In  upper  picture  Maidstone  is  seen  from  a  height  of  about  6,000  ft.,  and 
the  lower  photograph,  taken  from  a  similar  height,  gives  an  excellent  idea  of  the  situation  of  Folkestone.  Both 
photographs  were  taken  from  a  D.H.  4A  belonging  to  Handley  Page  Transport,  Ltd. 


C  2 
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LE  BOURGET  :  General  view  of  machines,  buildings,  etc. 
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Compared  with  our  own  Aerial  Pageant,  the  meeting  at  le 
Botxrget  was  somewhat  tame,  but,  in  view  of  the  fact  that 
the  meeting  was  an  affair  lasting  four  days,  and  was  got  up 
by  the  "  Vieilles  Tiges  ”  to  raise  funds  for  their  Society 
(consisting  of  pilots  who  obtained  their  ”  ticket  '*  before 
the  War),  the  competitions  and  exhibitions  were  quite 
creditable,  and  the  attendance  was  fair,  especially  on  the  last 
day,  Sunday,  May  _’S,  when  large  crowds  visited  le  Bourget, 
not  only  from  Paris  but  from  other  districts  as  well.  To 
sustain  the  interest  for  four  whole  days  was  not,  obviously, 
an  easy  undertaking,  and  one  can  therefore  easily  forgive 
certain  shortcomings  in  the  organisation.  On  the  whole, 
however,  the  meeting  must  probably  be  classed  as  a  success , 
and  one  hopes  that  the  funds  of  the  “  Old  Stalks  ”  have 
received  a  very  substantial  and  welcome  addition, 

The  Daily  Events 

The  programme  which  had  been  arranged  included  certain 
daily  events  run  off  in  series,  and  a.  number  of  competitions 
tor  special  prizes  and  cups,  In  case  of  any  gaps  between 
events  it  had  been  arranged  that  pilots  should  ascend  and 
give  exhibitions  of  stunt  flying,  while  parachute  descents 
were  also  to  be  the  order  of  the  day.  Dealing  with  the. 
daily  and  recurring  events  in  the  order  in  which  they  were 
described  in  the  official  rules  of  the  meeting,  the  first  was 
formation  flying  by  "  Old  Stalks.”  For  this  machines 
were  to  be  started  in  batches  of  live  in  a  line,  the  next  five 
to  be  started  30  seconds  later,  and  so  on.  The  duration  of 
each  flight  was  to  be  about  15  minutes,  and  landings  were  to 
be  made  individually.  So  far  as  we  were  able  to  ascertain 
this  event  did  not  materialise,  but  the  manner  of  indicating 
the  start  of  any  event  was  so  vague  that  we  admit  we  may 
have  missed  it.  Machines  wrere  constantly  starting  off 
or  coming  in,  but  as'to  the  nature  of  the  particular  ”  con- 
cours  ”  in  which  they  were  engaged,  this  was  mainly  a  matter 
for  conjecture.  Scoring  boards  there  were  none,  although 
megaphone  men  did  certainly  shout  something  unintelligible 
at  the  spectators. 


The  next  civilian  event  was  for  quick  get-away.  The 
machines  were  lined  up  >50  metres  behind  the  starling  line, 
and  at  the  drop  of  a  flag  they  were  to  get  away,  and,  crossing 
the  starting  line  in  flight,  the  winner  was  to  be  the  pilot 
who  first  crossed  the  starting  line  and  completed  a  circuit 
of  the  aerodrome.  Number  three  on  the  programme  was 
a  get-off  competition,  in  which  the  machines  were  placed 
at  any  desired  distance  behind  a  line  marked  by  two  posts 
with  a  rope  secured  at  three  metres  above  the  ground.  This 
line  had  to  be  cleared,  and  the  winner  was  to  be  the  pilot  who 
managed  to  clear  the  line  after  the  shortest  run, 

A  daily  event  which  certainly  might  be  of  practical  value 
was  one  representing  a  forced  landing  in  a  clearing  in  a  forest. 
The  "  forest  "  was  represented  by  a  square  of  xoo  metres 
side,  marked  by  four  posts,  joined  by  a  rope  secured  at  a 
height  of  four  metres.  Competitors  had  to  clear  the  rope 
and  alight  inside  the  square  without  damaging  their  machines. 
The  winner  to  be  the  pilot  who  ”  planted  ”  his  machine 
nearest  to  the  point  of  intersection  of  the  diagonals  of  the 
square. 

The  rules  for  the  figure-of-eight  test  required  pilots  to  do 
this  figure  in  the  shortest  possible  time,  two  posts  marking 
the  space  over  which  the  tests  were  to  be  made. 

All  the  foregoing  competitions  were  for  civilian  aviators. 
A  series  of  competitions  were  also  arranged  for  military 
machines.  These  included  altitude,  or  rather  climbing, 
competitions,  single-seaters  having  to  reach  3,000  metres 
and  two-seaters  4.000  metres  in  the  shortest  time,  carrying 
specified  loads.  In  landing  competitions  the  machines  had 
to  be  landed  inside  a  square  of  100  metres  side,  carrying  the 
same  loads  as  in  the  climbing  tests. 

The  Coupe  Bathiat 

M.  Leon  Bathiat,  President  of  the  “  Vieilles  Tiges  " 
Association,  has  presented  a  challenge  cup,  competition  for 
which  is  confined  to  French  military  aviators.  This  year's 
contest  was  over  the  route  Paris,  Angers,  Paris,  and  com¬ 
petitors  had  to  land  at  Angers,  and  have  their  log  book 


The  race  for  the  Coupe  Lamblin  was  over  the  circuit  Paris,  Brussels,  London,  Paris.  Our  photographs 
show  :  On  the  left,  Rex  Stocken  starting  on  the  D.H.4C  of  the  Aircraft  Disposal  Company,  and,  on  the  right, 
Jean  Casale  on  a  Spad-Herbemont.  Note  his  engine  being  started  by  the  aid  of  the  Odier  starter. 

; 
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STUNT  FLYING  AT  LE  BOURGET  :  Most  of  the  work  of  entertaining  the  spectators  between  events  fell  to 
Fronvat,  who  handled  his  Morane  Parasol  with  great  skill.  The  machine,  seen  in  the  inset,  was  of  the  type 

having  strut  bracing  below  the  wings. 


signed  by  the  representative  of  the  “  Vicillcs  Tiges.”  The 
exact  route  to  be  followed  was  not  indicated  to  the  com¬ 
petitors  until  just  before  the  start  for  Angers,  anti  for  the 
return  journey  the  non  to  was  again  indicated  immediately 
before  the  machines  left.  The  squadron  to  which  belongs 
the  officer  winning  the  cup  retains  it  for  one  year,  and  tiic 
cup  becomes  the  property  of  the  squadron  winch  has  won 
jt  twice  in  succession . 

The  Coupe  Lamblin 

This  cup  has  been  presented  by  the  designer  and  com- 
structor  of  the  famous  Lamblin  radiator,  and  is  to  be  com¬ 
peted  for  during  the  next  three  years.  For  19 zz  the  course 
was  over  the  route  Paris-Brussels.  Brussels-London  and 
London -Paris,  The  cup  is  valued  at  5,000  francs,  and 
this  year  the  prizes  amount  to  20,000  francs.  The  competi¬ 
tion  is  international,  and  the  entrance  fee  1,000  francs  per 
machine.  Notice  must  be  given  four  clear  days  before  any 
intended  attempt,  and  competitors  may  make  their  attempt 
any  time  (except  Saturdays  and  Sundays)  between  May  25 


and  October  31.  The  following  rules  have  been  drawn  up 
for  this  year's  competition.  The  race  is  a  handicap  one  over, 
as  already  mentioned,  the  Paris-Brussels-London-Pans 
route.  The  scratch  man  is  started  off  at  to  a  m.  It  appears 
that  single-seater  machines  with  engines  of  400  h.p.  or  more 
will  be  classed  as  scratch.  The  other  machines  will  be 
started  as  follows,  according  to  handicap  :  Single-engined 
machines  with  engines  of  200  h.p.  to  400  h.p.  will  receive 
15  minutes’  start.  Single-engined  machines  with  engines 
of  less  than  200  h.p.  will  receive  30  minutes’  start.  Twin- 
engined  machines  will  receive  45  minutes’  start,  and  multi¬ 
engined  machines  one  hour's  start. 

As  the  competition  is  expected  to  attract  a  number  of 
commercial  machines,  provision  has  been  made  in  the  regula¬ 
tions  for  making  allowance  for  the  carrying  of  passengers. 
According  to  the  number  of  passengers  carried  (75  kilo¬ 
grammes  weight,  or  the  equivalent  in  ballast),  the  time 
of  starting  will  be  put  forward  a  number  of  minutes  equal  to 
the  square  of  the  number  of  passengers.  Thus,  if  a  single- 
engined  machine  of  300  h.p.  carries  five  passengers,  his  time 


*' Might”  Copyright 

THREE  MACHINES  IN  THE  GET-OFF  COMPETITION  :  On  the  left  Bossoutrot  on  the  Farman  Sport  does  a 
4‘  zoom.”  On  the  right  Douchy  “  lifts  ”  his  Henry  Potez  into  the  air,  and,  inset,  Goron  pulls  up  bis  antiquated 

Caudron. 
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IMITATING  FORCED  LANDINGS  :  Peuillot,  on  the  left,  just  clears  the  line  on  his  Caudron.  On  the  right 

Chevilliard  floats  in  on  the  Farman. 


of  starting  (the  scratch  man  starting  at  to  a.m.)  will  be 
9.30  (i.e.,  9.45—5*)  This  rale,  of  course,  puts  a  premium 
on  the  number  of  passengers  carried,  and  should  help  to 
encourage  the  entry  of  large  passenger  machines.  To  take 
an  example,  if  a  twin-engined  machine  carries  20  passengers, 
it  will  be  given  7  hours  25  minutes*  start  (i.e.,  45  minutes  as 
a  twin-engined  machine  and  400  minutes  for  the  20  passengers) . 
It  would,  therefore,  take  a  very  fast  single-seater  machine  to 
catch  up  with  such  a  machine  from  scratch. 

As  regards  the  distribution  of  the  20,000  francs  prizes 
for  this  year's  competition,  3,500  were  awarded  for  the  race 
held  during  the  le  Bourget  meeting,  hrst  prize  being  2,000 
francs,  second  1,000  francs  and  third  500  francs.  The 
balance  of  16,500  francs  will  be  awarded  on  November  1, 
1922,  to  the  three  pilots  having  made  the  best  times  over 
the  course,  as  follows  :  First,  10,000  fraucs,  second  4,000 
francs,  and  third  2,500  francs. 

Other  Competitions  at  le  Bourget  Meeting 

In  addition  to  the  Coupe  Bathiat  already  referred  to,  and 
the  daily  events  indicated  in  the  first  part  of  these  notes,  a 
competition  for  touring  machines  had  been  arranged  for 
Friday,  May  26.  This  was  confined  to  machines  with 
engines  of  60  h.p.  or  less.  The  contest  included  get-off, 
landing,  climb  to  1,000  metres,  speed  test  over  measured 


The  Coupe  Bathiat  was  reserved  for  military  pilots,, 
and  was  over  the  course  Paris,  Angers,  Paris  :  Our 
photograph  shows  Adjutant  Joseph  landing  on  his. 
Breguet  at  le  Bourget. 


The  Pierre  Levasseur  at  le  Bourget  :  This  machine  was  1  exhibited  at  the  last  Paris  Aero 
Show,  and  is  remarkable  for  its  unorthodox  construction.  It  flies  very  well  and  sells 

at  a  very  low  price. 
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Mr.  Rex  Slocken,  the  only  British  representative  at 
the  le  Bourget  Meeting,  wearing  his  usual  happy 

smile. 


course  of  10  km.,  speed  range,  dismantling  and  erecting, 
followed  by  flight,  and  small  space  for  gai aging.  Points 
were  given  for  the  various  features.  The  prizes  for  this 
competition  were  :  First,  1,500  francs,  second  1,000  francs, 
third  500  francs. 

For  Saturday,  May  27,  the  Coupe  Dubonnet  had  been 
placed  on  the  programme.  This  competition  was  a  "  Prix 
de  l'Estafette,”  and  was  open  to  both  military  and  civilian 
pilots.  It  consisted  in  six  circuits  of  the  course  le  Bourget, 
Chateau  de  la  Queue,  Tremblay -les-Gonesse,  lc  Bourget. 
After  returning  to  le  Bourget  the  machines  kad  to  land 
and  the  pilot  or  his  passenger  obtain  from  the  Tribune 

d'hovneur  a  postal  packet  indicat¬ 
ing  his  route  on  the  next  lap. 
This  had  to  be  done  on  each 
circuit,  and  the  winner  was  to  be 
the  pilot,  having  covered  the  six 
circuits  in  the  shortest  time. 

A  Brief  Visit  to  le  Bourget 

Having  outlined  above  the  main 
events  which  had  been  planned 
for  the  meeting  at  le  Bourget  from 
May  25  to  May  28,  we  may  proceed 
to  a  brief  account  of  a  short  visit 
which  we  paid  to  the  scene  of  the 
meeting.  As  a  certain  waste  of 
time  had  been  allowed  for  in  con¬ 
nection  with  obtaining  Press  passes, 
etc.,  which  are  usually  a  source  of 
considerable  difficulty  to  a  British 
Press  representative  in  France,  we 
wended  pur  way  to  Croydon  on 
the  day  before  the  opening  of  the 
meeting.  A  brief  consultation  with 
Mr.  Cogni,  of  Handley  Page  Trans¬ 
port,  soon  resulted  in  our  being 
seated  under  the  “  conservatory  ” 
roof  of  a  D.H.  4A,  carrying,  besides 
ourselves,  a  lady  passenger,  and 
piloted  by  Major  Foot.  On  getting 
away  from  Croydon,  it  was  soon 
found  that,  even  rushing  along  at 
high  .speed,  the  heat  was  uncomfort¬ 
able,  and  so  Foot  pushed  up  to 
about  6,000  ft.,  where  the  air  was 
™  less  oppressive,  and  from  which 
altitude  wc  obtained  a  splendid 
Mile.  Graby, who  made  view  of  the  country  below'.  Maid- 
a  number  of  para-  stone  was  passed  at  a  height  of 
chute  jumps  from  about  6,000  ft.,  and  before  long  the 
Fronval’s  machine.  coast  hove  in  sight  and  disappeared 


f  tXwvcrA  j 


under  us  as  we  crossed  the  coastline  just  west  of  Folkestone. 
The  flight  across  the  Channel  was  soon  accomplished,  and  we 
were  impressed  by  the  comparative  absence  of  shipping 
in  that  busy  thoroughfare.  Coming  into  France  near 
Boulogne,  we  sighted  in  turn  Berck,  Abbeville,  Beauvais  and 
le  Bourget.  \\  e  do  not  know  whether  it  was  out  of  con¬ 
sideration  for  the  lady  passenger,  but  Major  Foot’s  descent 
was  so  gentle  that  it  was  quite  imperceptible,  and  we  touched 
without  a  jar. 

The  afternoon  was  spent  in  hunting  up  the  address  of  the 
“  Old  Stalks."  there  to  obtain  the  necessary  armlet  which 
should  establish  us  as  persons  fit  to  go  on  the  grass  of  le 
Bourget.  The  armlet  was  duly  obtained,  and  how  the  rest 
of  that  day  was  spent  does  not  concern  this  story. 

May  25  was  the  opening  day  of  the  meeting,  and  the  two 
big  events  were  the  Coupe  Bathiat  for  military  aviators, 
and  the  Coupe  Lamblin  for  civilians.  No  less  than  14 
military  pilots  started  for  the  formfcr,  which  was  over  the 
course  le  Bourget,  Angers,  le  Bourget,  with  compulsory 
landing  at  Angers,  This  race  was  won  by  Lieutenant 
Batelier,  whose  time  was  3  b.  25  mins.  39^  sees.  For  the 
Coupe  Lamblin  only  three  machines  started.  These  were 
piloted  by  Bajac,  Casale  and  R.  Stocken,  the  A.D.C.  pilot, 
who  was  the  only  British  representative  at  the  meeting. 
As  indicated  above,  the  Coupe  Lamblin  is  a  handicap  race, 
and  the  best  time  was  made  on  May  25  by  Stocken  on  the 
D.H.  4c,  with  400  h.p.  Liberty  engine,  who  started  scratch. 
On  handicap,  however,  the  race  went  to  Bajac,  whose  handicap 
time  was  6  h.  18  mins.  15  secs.  Stocken’s  handicap  time\ 
was  6  h.  28  mins.  41  secs.  Casale  was  forced  to  land  at 
Esquennoy  owing  to  fog,  and  was  thus  considerably  delayed. 
His  handicap  time  was  6  h.  42  mins.  14  secs. 

Apart  from  these  more  important  races,  the  first  day  of 
the  meeting  saw  several  of  the  minor  events  run  oft.  As 
already  indicated,  it  wras  a  matter  of  some  difficulty  to  follow 
the  events,  oAving  to  the  somewhat  happy-go-lucky  nature,  of 
the  organisation.  It  appeared,  however,  that  an  attempt 
was  to  be  made  at  doing  the  quick  get-off,  the  fast  get-away, 
and  other  events,  and  after  waiting  about  for  a  considerable 
time  these  actually  took  place.  The  number  of  entrants 
was  not  great,  but  some  of  the  get-offs  rvere  quite  remarkable. 
We  succeeded  in  obtaining  several  photographs  which  indicate 
the  manner  in  which  low-powered  machines,  if  lightly  loaded, 
can  be  “hoiked”  off.  Bossoutrot’s  “zooming”  on  the 
Farman  Sport  with  60  le  Rhone  was  particularly  impressive, 
as  one  of  the  accompanying  photographs  will  show.  The 
ingenious  manner  employed  for  ascertaining  whether 
or  not  a  machine  had  ”  cleared  ”  the  rope  was  rather 


Tw*>  “  Old-Timers  ”  at  le  Bourget  :  On  the  left 
M.  Gaubert,  and,  on  the  right,  M.  Louis  Paulhan  of 
London-Manchester  fame. 
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amusing.  Two  poles  were  placed  some  distance  apart,  and 
on  each,  at  the  specified  height,  was  a  mark.  An  observer 
mounted  one  of  the  poles,  holding  his  eye  in  line  with  the 
two  marks.  By  sighting  along  these  he  decided  whether  or 
not  any  machine  cleared  the  required  altitude,  the  machines 
not  actually  flying  over  the  "  rope.”  This  event  was  won 
by  Douchy,  who  cleared  a  height,  of  7  metres  in  a  distance  of 
60  metres.  Poiree  took  63  metres,  and  Chevilliard  65 
metres.  The  “  forced  landing  ”  in  a  small  field  caused 
several  competitors  to  come  to  grief,  in  stalling  their  machines 
too  violently  into  the  100  metres  square  after  clearing  the 
line,  Thig  event  was  also  won  by  Douchy,  who  came  to 
rest  10  m.  35  from  the  centre  of  the  square.  Goron 
on  the  Caudron  was  38  m.  So  from  the  centre,  and  Fronval 
on  the  Moranc  Parasol  42  m.  60  from  the  centre.  We  heartily 
wished  some  of  the  pilots  from  last  year's  Pageant  could 
have  been  present  to  demonstrate  side-s*lip  landings. 

In  the  competition  for  quick  get-away,  including  a  circuit 
of  the  aerodrome,  Bossoutrot  on  the  Farman  Sport  was  first 
in  the  first  series,  Canivet  in  the  second,  and  Fronval  in  the 
third.  In  the  aggregate,  however,  the  placing  was  as  follows  : 
1,  Fronval  ;  2,  Bossoutrot ;  3,  Canivet.  In  the  figure-of-eight, 
tests,  which,  according  to  the  rules  should  be  flown  at  a 
height  of  not  more  than  100  metres,  but  which  was  flown 
much  higher  by  the  majority  of  competitors,  Douchy  was 
first  in  24s  secs.  In  between  events  there  were  exhibitions 
of  stunt  flying  by  several  pilots,  notably  Fronval  on  the 
Morane  Parasol. 

Friday  morning,  for  some  reason,  did  not  show  the  same 
activity,  and  several  of  the  numbers  down  on  the  programme 
were  conspicuous  by  their  absence.  It  appeared  that  several 
events  were  hours  late  in  starting,  and  as  we  had  to  be  back 
3n  London  by  Saturday  morning  we  decided  not  to  sacrifice 
the  pleasure  of  flying  back  to  a  longer  stay  at  le  Bourgct 
and  a  return  journey  by  train  and  boat.’  Consequently, 
by  somewhere  about  2  p.m.  we  were  seated  in  a  D.H.  34 
belonging  to  the.  Instone  Air  Line,  aud,  piloted  by  Mr. 
Sheppard,  were  soon  on  our  way.  At  Abbeville  we  rail  into 
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fog,  and  from  there  until  we  emerged  into  comparatively  clear 
air  at  Croydon  we  saw  but  little  of  the  ground. 

To  return  to  the  events  at  le  Bourget,  these  must,  as 
regards  the  rest  of  the  meeting,  be  summarised  from  other 
than  personal  observations.  It  appears  that  on  the  Friday 
afternoon  the  French  President,  accompanied  by  M,  Laurent 
Eynac,  visited  the  aerodrome,  where  he  witnessed  a  number 
of  flights  by  practically  all  the  pilots  present.  Of  the  events 
of  the  day,  the  Coupe  Bathiat  race  was  won  by  Lieut.  Rabattel 
in  2  h.  47  mins.  26?  secs.  The  climb  to  4,000  metres  by 
Adjutant  Cas  in  12  mins.  19  secs.  The  get-away  by  Fronval 
in  250  metres  in  i3f  secs.  The  landing  test  for  touring 
machines  by  Rapini  in  4.7  metres  70,  and  the  get-off  and  speed 
over  10  km.  in  the  touring  machine  competition  by  Douchy. 
Poiree,  in  the  same  contest,  dismantled  his  machine  in 
4  mins.  30^  secs,  and  re-erected  it  again  in  4  mins.  33^  secs. 
He  afterwards  flew  it  over  the  10  km.,  taking  13  mins  10  secs, 
for  the  distance.  Lecointe  flew  his  Gordon-Bennett  Nieuport 
over  a  kilometre  course  at  a  speed  of  300  km.  per  hour. 

The  chief  event,  as  regards  public  interest,  of  Saturday, 
May  27,  was  the  Coupe  Dubonnet,  in  which  24  machines  took 
part,  being  started  off  12  at  a  time,  but  at  present  the  results 
have  not  been  made  known.  The  figure-of-eight  was  won  by 
Poiree,  the  quick  get-away  by  Haeglen,  the  speed  range  in 
touring  machine  event  by  Douchy,  and  the  quick  get-off 
by  Bossoutrot.  In  the  evening  there  was  night  flying. 

Sunday,  May  28,  was  largely  a  repetition  of  the  previous 
days  as  regards  programme,  but  the  meeting  on  that  day 
was  attended  by  large  crowds  from  Paris.  There  is  little 
need  to  go  into  details,  excepting  to  state  that  the  Bathiat 
Cup  was  awarded  for  this  year  to  Lieut.  Rabattel. 

Taking  it  all  around,  the  Bourget  meeting  was  fairly 
successful  compared  with  other  recent  meetings  in  France, 
and  the  "  gate J"  was  reasonably  good.  On  the  Sunday 
the  attendance  was,  of  course,  the  largest  of  all,  and  it  is  to 
be  hoped  that  the  "  Vieilles  Tiges  ”  will,  after  deducting 
expenses,  have  a  substantial  surplus  left  with  which  to  do 
the  good  work  for  which  the  meeting  was  arranged. 

HE 
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WHITSUNTIDE  AIR  RACES 
Waddon  Aerodrome,  Croydon 

( Saturday ,  3rd  June,  1922.) 

PROGRAMME 

Third  Club  Handicap  (16  miles).  Prize  £20,  For 
machines  with  a  speed  not  exceeding  120  miles  per  hour. 
Entrant,  Machine,  Engine  and  Pilot  : — 

Lieut.-Col.  Spenser  Grey;  Avro  504k;  no  h.p.  Le 
Rhone  ;  Spenser  Grey. 

Major  H.  Petre  ;  Avro  504  k  ;  no  h.p.  Le  Rhone ;  Petre. 
De  Havilland  Aircraft  Co.,  Ltd.;  D.H.  9b;  230  h.p. 
Sidrleley  Puma  ;  Cobham. 

Lieut.-Col.  F.  K.  McClean  ;  Avro  Viper  ;  180  h.p.  Wolseley  ; 
Hinkler. 

Bristol  Aeroplane  Co.,  Ltd. ;  Bristol  Monoplane  ;  100  h.p. 
Bristol  Lucifer  ;  Uwins. 

F.  P.  Raynbam  ;  Sopwith  Antelope ;  180  h.p.  Wolseley 
Viper  ;  Raynham. 

Exhibition  Flying  by  J.  H.  James  on  the  Gloucestershire 
“  Bamel,”  the  holder  of  the  British  Speed  Record. 

First  Sprint  Handicap  (8  miles).  Prize  £20.  For 
machines  with  a  speed  of  not  less  than  x  10  miles  per  hour. 
Entrant,  Machine,  Engine  and  Pilot  : — 

De  Havilland  Aircraft  Co.,  Ltd.;  D.H.  9b;  230  h.p. 

Siddeley  Puma  ;  Cobham. 

Major  Grant  (Aircraft  Disposal  Depot)  ;  D.H.  9a;  3  so  h  .p. 
Rolls-Royce ;  Stocken. 

Major  Grant  (Aircraft  Disposal  Depot)  ;  Martinsyde  F.(  ; 
300  h.p.  Hispano-Suiza  ;  Foot. 

Major  Grant  (Aircraft  Disposal  Depot)  ;  S.E.  5  a  ;  200  h.p. 
Wolseley  Viper  ;  Hayns. 

Balloon  Sniping  Competition . 

First  Whitsuntide  Handicap  (24  miles).  Prizes  £70. 
For  machines  with  a  speed  of  not  less  than  100  miles  per  hour. 
Entrant,  Machine,  Engine  and  Pilot  : —  -» 

De  Havilland  Aircraft  Co.,  Ltd. ;  D.H.  9  b  ;  230  h.p. 

Siddeley  Puma  :  Cobham. 


Lieut.-Col.  F.  K.  McClean ;  Avro  Viper ;  180  h.p. 

Wolseley  Viper  ;  Hinkler. 

Bristol  Aeroplane  Co.,  Ltd.  ;  Bristol  Monoplane  ;  100  h.p. 
"  Bristol  ”  Lucifer  ;  Uwins, 

Major  Grant  (Aircraft  Disposal  Depot)  ;  D.H.  0  a  ;  3  so  h.p. 
Rolls-Royce;  Stocken. 

Major  Grant  (Aircraft  Disposal  Depot)  ;  Martinsyde  F  4  ; 
300  h.p.  Hispano-Suiza  ;  Foot. 

Major  Grant  (Aircraft  Disposal  Depot)  ;  S.E.  5  a  ;  200  h.p. 
Wolseley  Viper  ;  Hayns. 

F.  P.  Raynham;  Sopwith  Antelope;  180  h.p.  Wolseley 
Viper;  Raynham. 

Parachute  Demonstrations  by  W.  Newell. 

Exhibition  Flights. 

Surrey  Open  Handicap  (16  miles).  Prizes  £40. 

Entrant,  Machine,  Engine  and  Pilot 

Lieut.-Col.  Spenser  Grey;  Avro  504k;  rto  h.p.  Le 
Rhone ;  Spenser  Grev. 

Flying  Officer  Alliott  ;  Avro  504  k  ;  x  10  h.p.  Le  Rhone  ; 
Alliott. 

De  Havilland  Aircraft  Co.,  Ltd. ;  D.H.  9  b  ;  230  h.p. 
Siddeley  Puma  ;  Cobham. 

Lieut.-Col.  F.  K.  McClean  ;  Avro  Viper  ;  180  h.p.  Wolseley 
Viper  ;  Hinkler. 

Bristol  Aeroplane  Co.,  Ltd.;  Bristol  Monoplane;  100  h.p. 
"  Bristol  ”  Lucifer  ;  Uwins. 

Major  Grant  (Aircraft  Disposal  Dep6t)  ;  D.H.  9  a ; 
350  h.p.  Rolls-Royce  ;  Stocken. 

Major  Grant  (Aircraft  Disposal  Depot)  ;  Martinsyde  F4  ; 
300  h.p.  Hispano-Suiza  ;  Foot. 

Major  Grant  (Aircraft  Disposal  Depot)  ;  S.E.  5  a  ;  200  h.p. 
Wolseley  Viper  ;  Hayns. 

F,  P.  Raynham;  Sopwith  Antelope;  xSo  h.p.  Wolseley 
Viper ;  Raynham . 

Offices:  THE  ROYAL  AERO  CLUB, 

3,  CLIFFORD  STREET,  LONDON,  W.  1. 

H,  E.  PERRIN,  Secretary. 
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FLOW  TESTS  ON  SLOTTED  AEROFOILS 


Some  Experiments  Carried  Out  by  Herr  Lachmann  at  Gottingen 


Although  the  action  of  the  air  over  a  slotted  plane  is  under¬ 
stood  in  a  general  way,  the  theory  of  this  type  of  aerofoil  is 
not  as  yet  susceptible  of  complete  mathematical  treatment, 
and  a  good  deal  of  further  research  is  required  before  we  can 
•claim  thoroughly  to  understand  what  really  takes  place. 
In  order  to  discover  more  about  the  nature  of  the  flow, 
Herr  Lachmann,  who,  it  will  be  remembered,  invented  the 
slotted  aerofoil  in  Germany  at  the  same  time  as  did  Mr. 
Handley  Page  in  this  country,  has  carried  out  some  tests 
ah, the  Gottingen  Laboratory  on  a  slotted  aerofoil.  The  tests 
were  arranged  toishow,  by  means  of  sal-ammoniac  smoke  blown 


across  the  aerofoil,  the  behaviour  of  the  eddies  at  various 
points  and  at  various  angles  and  velocities,  and  some  very 
interesting  results  were  obtained. 

In  Fig.  1  of  the  accompanying  photographs  may  be  seen 
the  apparatus  used  for  producing  the  smoke.  The  flask  on 
the  right-hand  side  contains  hydrochloric  acid,  while  the 
flask  in  the  middle  holds  a  quantity  of  ammonia.  These 
two  flasks  stand  in  a  bed  of  water  warmed  by  a  Bunsen 
burner  to  assist  vaporisation.  The  flask  on  the  left  serves 
as  a  reservoir,  and  from  it  there  is  connection  with  a  tube 
fitted  with  one  or  more  jets  through  which  the  sal-ammoniac 


FLOW  TESTS  ON  SLOTTED  AEROFOILS  :  Photographs  showing  various  forms  of  air  flow  over  model 

tested  at  the  Gottingen  Laboratory. 
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vapour  passes.  The  necessary  pressure  is  supplied  by  a 
small  pump  driven  by  an  electric  motor,  which  can  be  seen 
on  the  floor  in  Fig.  1. 

The  section  tested  is  shown  in  the  accompanying  diagram. 
The  plan  form  was  rectangular,  measuring  100.3  cm  ’n  span 
atid  21.9  cm.  in  chord.  The  slot,  it  will  be  seen,  did  not 
extend  the  whole  length  of  the  model,  but  was  confined  to 
the  inner  portion,  the  two  ends  being  left  solid. 

With  regard  to  the  tests  themselves  and  the  results.  Fig.  z 
shows  the  airstream  over  the  slotted  portion  of  the  model  at 
an  angle  of  incidence  of  approximately  21  degrees.  It  will 
be  observed  that  no  burbling  is  indicated.  The  next  1 1  lus¬ 
tra  1  i  .in .  Fig.  3,  shows  the  model,  again  at  21  degrees,  but 
with  the  smoke  blowing  over  the  unslotted  portion  at  the 
tip.  It  will  be  observed  that  here  burbling  is  clearly  taking 
place.  The  same  applies  to  4,  which  was  taken  under  the 
same  conditions,  but  which  shows  the  burbling  even  more 
clearly. 

In  the  photograph  No.  3  the  model  is  at  an  angle  cf  incidence 
of  approximately  25  degrees,  and  several  jets  of  smoke  are 


being  blown  across  it,  some  passing  under  and  some  over  the 
model.  The  surprisingly  small  disturbances  in  the  air  flow, 
in  spite  of  the  large  angle,  are  clearly  brought  out.  By  way 
of  contrast,  photo.  No.  6  shows  the  unslotted  portion  of  the 
model  at  the  same  angle  of  incidence.  Here  the  burbling  is 
very  pronounced,  and  is  of  the  appearance  usually  found  in 
unslotted  aerofoil  sections.  It  might  be  noted,  in  this  con¬ 
nection,  that  during  the  tests  it  was  found  that  burbling 
occurred,  as  regards  the  slotted  portion,  at  small  velocities 
only,  while  at  the  ends  it  took  place  at  large  angles.  It  was 
also  found  that  if  the  velocity  was  increased  above  5  to  10 
metres  per  second  the  burbling  ceased  and  the  “  dead-water  ” 
region  vanished.  From  these  observations,  it  was  con¬ 
cluded  that  burbling  depends  upon  the  Reynolds  number, 
and  that  burbling  starts  first  at  the  centre  and  moves  towards 
the  tips. 

In  order  to  obtain  information  relating  to  the  air  flow  at 
negative  angles,  a  test  was  run  with  the  model  at  an  angle  of 
incidence  of  6  degrees.  To  show  up  the  "  dead-water  ” 
region,  the  smoke  was  let  out  of  the  rear  edge  of  the  auxiliary 


aerofoil.  The  burbling  on  the  pressure  side  is  indicated,  and 
it  will  be  observed  that  no  smoke  appears  to  flow  over  the 
upper  surface.  Photograph  No.  S'  was  taken  at  an  angle 
of  incidence  of  -f-  1  degree.  The  smoke,  as  in  the  previous 
case,  was  let  in  to  the  pressure  side  from  the  rear  edge  of 
the  auxiliary  aerofoil.  The  photograph  clearly  shows  that 
the  smoke  was  sucked  through  the  slot  to  the  suction  side 
of  the  main  aerofoil.  It  will  also  be  seen  that  the  ”  dead- 
water”  from  the  pressure  side  shown  in  Fig.  7  was  cleared 
away  with  it. 

The  general  arrangement  of  the  tests  is  shown  in  the 
photograph  No.  9.  On  the  left  can  be  seen  the  mouth  of 
the  wind  tunnel,  and,  just  in  front  of  it,  the  tube  through 
which  are  led  the  various  jets  of  smoke.  In  the  original 
photograph  these  can  be  clearly  seen,  although  they  have 
been  somewhat  lost  in  the  reproduction. 

In  Fig.  10  the  model  is  seen  at  an  angle  of  incidence  of 
31  degrees,  and  a  certain  amount  of  burbling  is  taking  place 
over  the  slotted  portion  of  the  aerofoil.  In  Fig.  11  the 
model  is  mounted  at  —  3  degrees,  and  burbling  is  taking 


place  on  the  pressure  side.  It  will  bo  noticed  that  at  this 
angle  no  smoke  is  passing  through  the  slot.  At  +  x  degree 
(photograph  No.  8).  it  will  be  remembered,  smoke  w'as  clearly 
passing  through  the  slot,  so  that  it  may  be  assumed  that 
below  about  o  degrees  incidence  no  air  flows  through  the  slot. 
It  has  already  been  stated  that  the  tests  revealed  the  fact 
that  at  the  tips  burbling  practically  ceased  at  velocities 
above  10  metres  per  second.  In  Fig.  12  is  shown  a  com¬ 
paratively  good  flow  around  the  unslotted  portion  of  the 
model  at  an  angle  of  incidence  of  27  degrees  and  a  velocity 
of  10  metres  per  second.  The  next  photograph,  No.  13, 
shows  the  model  at  27  degrees,  but  at  a  velocity  of  only  3 
metres  per  second.  Here  burbling  is  clearly  taking  place 
over  the  unslotted  portion. 

In  the  last  photograph,  No.  14,  the  air  flow  is  comparatively 
good,  although  the  angle  is  as  large  as  27*5  degrees. 

In  conclusion,  we  should  like  to  acknowledge  our  indebted¬ 
ness  to  Mr.  Handley  Page  for  permission  to  publish  these 
very  interesting  photographs,  which  were,  we  believe,  supplied 
to  him  by  Herr  Lachmann,  to  whom  also  our  thanks. 


Flow  Tests  on 
Slotted  Aerofoils : 
Diagram  of  the 
model  with  which 
the  experiments 
were  carried  out. 
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THE  SEAPLANE’S  PLACE  IN  AVIATION* 


I  have  taken  niy  title  because  it  has  always  seemed  to  me 
that  the  seaplane  in  this  country  has  been,  as  it  avert,  nobody’s 
child. 

The  seaplane  has  suffered  from  ignorance  :  not  the  usually 
employed  sense  of  that  word,  meaning  want  of  knowledge, 
but  its  truer  sense,  meaning  the  ignoring  of  the  subject.  It 
is  my  hope  to  show  why  this  should  not  be  perpetuated. 

Aviation,  as  we  now  know  it,  divides  itself  into  two  states, 
M  ar  and  Commercial.  The  position  of  the  seaplane  in  each 
is  very  different,  and  shall  be  considered  separately  for  each. 
The  seaplane  itself  has  two  divisions  and  a.  compromise  : 
the  float  seaplane-,  the  flying  boat  and  the  amphibian.  They 
all  have  their  uses  in  each  sub-division  of  aviation.  Let 
us  take  the  disagreeable  first  and  consider  the  seaplane  in 
war. 

In  the  equipment  of  an  air  fleet  in  war,  the  seaplane  is 
required  for  all  duties  which  are  carried  out  over  the  water, 
other  than  scout  fighting. 

*  Rrsum*  of  Paper  read  by  Major  Hume  before  the  Institution  of  Aero¬ 
nautical  Engineers  on  May  25.  1922. 


The  idea  of  doing  operations  as  things  are,  over  the  sea. 
in  any  craft  that  will  not  satisfactorily  float — not  only  when 
forced  to,  but  also  when  desired-  is  to  my  mind  foreign  to 
logic  and  close  to  the  culpable,  The  counter-argument 
which  the  seaplane  enthusiast  has  fo  answer  is,  of  course  : 
“  Granting  your  grouse,  can  yon  do  the  same  job  with  a 
seaplane  ?  ”  The  answer  is  "  Yes,  with  the  probable  single 
exception  of  high  performance  fighting.”  All  war  duties 
that  ought  to  be  done  over  the  sea  can  be  done  by  the  sea¬ 
plane.  Bombing  and  spotting  for  submarines,  fleet  recon¬ 
naissance,  long-range  patrol,  blockade,  torpedo  work  and 
convoy  duties,  I  do  not  say  they  can  be  done  as  easily  from 
the  designer’s  point  of  view.  They  call  for  a  good  deal  of 
double-handed  knowledge  and  some  special  show  of  ingenuity. 
*1  hr4  reasons  supporting  my  reply  of  “  Yes  ”  above  are  that  : 
(3)  seaplanes  can  be  built  with  very  comparably7  the  same 
structure  weight  as  land  machines  to  do  the  same  job  :  \b) 
they  can  land,  faster,  which  means  high  loading  and  high 
useful  load  percentages—  possibly  at  the  expense  of  ceiling 
per  se  ;  but  in  general  so  far  the  seaplane  has  required  to 
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have  less  ceiling  than  a  land  machine.  Though  l  am  inclined 
to  the  opinion  that  the  next  war  demand  will  be  in  the  direc¬ 
tion  of  pushing  up  the  ceiling  ot  seaplanes  by  superchargers, 
flap  gears,  or  what  not,  this  ceiling  question  will  tell  in  the 
duty  of  bombing  battleships  by  aircraft  if  that  form  of  attack 
is  persisted  in.  It  is  my  own  opinion,  however,  that  the 
correct  way  to  attack  a  battleship — being  based  on  the 
desire  to  let  water  into  it — is  to  torpedo  it  ;  but  I  am  inclined 
to  think  that  the  whole  controversy  that,  we  have  witnessed 
of  late  on  such  subjects  has  warped  its  own  perspective 
somewhat  bv  omission  ot  the  perception  that  the  intro¬ 
duction  of  aircraft  has  vastly  increased  the  battle  area  of 
modern  warfare  and  that  in  future  the  concentrated  clusters 
of  capital  ships  being  less  frequently  effective  will  be  so 
much  the  less  important. 

The  float  seaplane  in  war  is  suitable  for  reconnaissance 
with  self-defence,  which  can  be  made  of  a  high  order,  and 
also  for  torpedo  dropping  by  virtue  of  its  under  carriage  form. 
It  is  only  fair  for  carrier  work  because  of  its  view,  and 
indifferent  for  stunt  fighting  because  of  its  necessarily  dis¬ 
tributed  masses  resulting  in  large  inertia  on  all  axes.  Stunt 
fighting  even  on  the  sea  is  best  carried  out  by  small  land 
scouts  operating  from  a  carrier  ship.  They  are  cheap, 
small,  and  "  nippy,”  and  the  wastage—though  probably 
high  in  percentage — is  not  so  in  net  expenditure,  and  we 
are  talking  of  war  conditions  now.  The  Flying  Boat  type  is 
particularly  suitable  for  long  range,  and  all  general  recon- 
naisancc  bombing  and  spotting  work  ;  it  is  the  right  air 
tool  to  tackle  submarines  with.  In  small  sizes  it  is  good  for 
deck  landing  if  made  amphibian.  Being  a  seaworthy  affair, 
it  can  survive  well  in  difficulties  and  stay  away  from  its  base 
on  occasion.  It  is  usually  a  bad  fighter.  It  is  prone  to 
blind  spots,  and  is  often  slow  to  manoeuvre.  It  lends  itself, 
however,  to  development  of  size,  and  approaches  nearer  to 
a  separate  entity  or  command  than  anything  so  far  available 
in  the  air,  save  perhaps  the  large  airship,  concerning  whose 
claims  to  recognition  J  am  not  qualified  to  speak. 

The  earth’s  surface  is  hi- elemental — to  use  the  tenets  of 
Pythagoras  for  a  moment — land  and  water.  An  island  is 
therefore  of  some  relation  to  this  surface.  'I  he  earth's  air 
is  mono-elemental  there  is  no  such  thing  as  an  island  from 
the  air  point  of  view.  We  must,  now'  that  we  can  fly,  fight 
in  the  air.  Two  facts  that  regulate  our  air  fleet,  then,  are  : 
(1)  Carry  as  much  in  the  air  as  possible  ;  (2)  if  descent  has 
to  be  made,  make  it  as  safely  ami  profitably  as  possible.  To 
my  mind  the  seaplane  affords  a  mechanism  to  these  ends. 
There  is  weight  to  be  carried,  which  means  high  loading — 
or,  at  any  rate,  long  runs  to  get  off  ;  there  are  safe  landing 
surfaces  required.  There  is  twice  the  water  on  this  earth 
than  there  is  land,  which  one  fact  takes  us  a  long  way  toward 
our  argument. 

Nevertheless,  we  are  based  upon  a  surface  island,  and  any 
aggressi on  on  our  part  has  to  be  firstly  over  the  sea  J  retreat¬ 
ing  attacks  by  air  have  to  be  pursued  over  the  sea.  We  have 
to  cross  tlie  sea  to  do  every  little  stunt  we  conceive.  Surely 
the  seaplane  is  our  necessity. 

Seaplanes  of  either  class  can  be  loaded  up  to  r  rl  lbs./sq.  ft., 
and  got  off  at  20  lbs./h.p.,  and  I  may  say  that  the  seaplane 
which  recently  flew  the  Atlantic  was  flying  when  throttled 
down  and  with  flap  gear  at  10  degrees  at  about  40  lbs./h.p. 
The  North  Sea  Patrol  was  done  at  about  15  lbs./h.p,  on 
seaplanes  that  were  evolved  rather  than  designed. 

Now  let  us  turn  to  a  few  ruminations  on  the  commercial 
position  of  the  seaplane.  Here  are  a  totally  different  set  of 
requirements — a  fact  that  with  the  aftermath  of  the  great 
war  glooming  upon  us  it  has  been  hard  to  grasp,  just  as 
w'ar  duty  is  of  the  air  airy,  so  is  commercial  duty  of  the  earth 
earthy.  We  have  to  put  up  machines  that  will  carry  the 
maximum  weight  most  economically  :  height  is  of  secondary 
importance  except  so  far  as  it  affects  economic  flight.  Relia¬ 
bility  is  essential ;  insurable  losses  must  be  rendered  excep¬ 
tional  ;  time-keeping  and  regularity  must  be  studied  ;  in 
other  words,  we  must  pay.  My  predilection  for  such  duties 
is  the  large  boat  seaplane.  It  can  carry  a  large  weight,  if 
required.  Its  structure  weight  can  be  produced  at  from 
32-34  per  cent.,  lessening  with  size  very  slightly.  A  sea¬ 
plane  is  so  much  faster  than  any  surface  craft  that  the  speed 
bogey  may  be  severely  discouraged.  This  means  more 
payable  load.  I  have  in  mind  a  twin-engined  boat,  value,  say, 
/i 3,000,  loaded  to  20  lbs.  h.p. ;  its  payable  load  on  6£  hours' 
fuel  at  full  power  at  90  knots  is  33$  per  cent.  Cut  the  fuel 
by  half,  retaining  a  range  of  about  350  sea  miles,  and  the 
payable  load  is  41  per  cent.  The  landing  speed  is  about 
54  knots  at  1 1£  lbs.  sq.  ft.  These  figures  are  very  approxi¬ 
mate,  as  they  are  worked  out  on  an  existing  machine,  One 
built  for  the  work  would  probably  have  greater  range  for 
the  same  payable  load.  It  is  not  part  of  my  policy  in  this 
paper  to  present  a  number  of  problematical  and  mythical 


aircraft  ;  they  do  not  necessarily  lead  us  anywhere,  and  may 
only  confuse  the  issue. 

A  flying  boat  is  either  pushed  off  by  its  step  or  pulled 
off  by  its  wings.  A  proper  compromise  of  these  two 
effects  the  ideal  condition  for  taking  off  a  maxim  mu 
load.  The  speed  of  get-off  is  usually  immaterial  ;  there 
is  plenty  of  sea.  The  speed  of  landing  presents  no 
difficulties  in  the  way  of  increase,  provided  the  seaplane 
is  riot  one  largely  pushed  off  by  its  step — in  which  case 
some  serious  porpoising  or  “  ballooning  ” — for  want  of 
a  better  term — may  occur  ;  but  this  can  only  be  through 
faulty  design,  as  facilities  exist  for  thoroughly  testing  the 
hull  in  model  form  at  the  N.P.L.  and  elsewhere.  There  is 
no  need  to  be  afraid  of  high  landing  speeds.  We  know  the 
order  of  impacting  forces,  ahd  they  are  not  alarming.  We 
can  also  command  in  our  Empire  the  best  boat  building  in 
the  world  in  this  particular  class  of  craft. 

The  high-lift  wing  section  is  going  to  receive  great  attention 
from  seaplane  designers,  1  fancy,  information  is  at  present 
a  little  meagre.  But  always  I  think  will  the  cry  to  the 
designer  be,  “  Carry  more  weight.”  The  large  boat  can  even 
now  be  built  of  such  a  size  that  it  can  begin  riot  only  to 
carry  finicking  valuables,  luxuries  and  notoriety-seeking 
nobodies,  but  real  cargoes  of  perishables,  urgent  ponderables, 
and  things  people  want  in  a  hurry.  But  as  yet,  in  fact,  the 
commercial  possibilities  of  the  seaplane  have  been  left 
untried.  Commercial  aviation  has  apparently  been  bent 
on  proving  itself  out  on  the  world’s  worst  route  from  the 
hardest  country  to  do  consistent  flying  in — England.  A 
laudable  ideal  and  a  creditable  experiment,  but  not  necessarily 
of  the  propagandic  utility  it  deserves.  While  it  takes  as  long 
on  the  road  to  reach  and  drive  away  from  the  international  aero¬ 
dromes  as  it  does  to  do  the  actual  flying  between  countries,  that 
fly  in  the  ointment  is  apt  to  protrude.  Perhaps  before  long 
the  seaplane  may  save  that  actually  small  but  psychologically 
large  deterrent  from  obtruding  itself  before  the  prospective 
passenger  and  user.  But  even  that  will  have  its  limitations. 
It’s  a  hard  job  adapting  an  old  world  to  new  conditions. 

To  the  post  office  1  think  the  seaplane  can  be  of  great  service. 
Outlying  parts  of  the  Empire  can  be  mailed  quickly  and  more 
frequently,  in  some  cases.  Express  work  can  be  carried  on 
where  hitherto  impossible.  As  a  concrete  example,  take 
Canadian  mails.  Land  is  sighted  some  two  days  before  the 
liner  is  actually  berthed.  In  half  that  time  the  mails  could 
be  collected  by  flying  boats  and  distributed  to  Quebec,  Mont¬ 
real,  Toronto,  and  Ottawa  by  parachutes.  The  famous 
F-boat — a  machine  produced  under  the  purely  local  genius 
of  a  gifted  pioneer,  Commander  J.  C.  Porte,  and,  with  all  its 
shortcomings,  proving  of  great  value  to  the  country.  In 
uj  17  these  seaplanes  had  made  such  a  strong  impression  on 
the  minds  of  the  powers  that  were,  that  the  fiat  went  forth  : 
“  Please  design  a  seaplane  in  the  light  of  all  the  accumulated 
experience  to" date  to  do  the  same  duty  ” — and  the  result  was 
a  machine  20  ft  less  in  span,  1.000  lbs,  lighter,  10  knots 
faster,  and  with  twice  the  climb.  This  machine  was  designed 
by  a  member  of  this  Institute. 

My  remarks  may  strike  those  particularly  concerned  with 
land  machines  as  being  somewhat  coloured  by  enthusiasm. 
But  I  should  like,  to  make  it  quite  clear  that  I  do  not  in  any 
way  oppose  the  land  machine.  We  have  achieved  veritable 
wonders  in  that  direction,  and  I  am  most  anxious  to  discount 
any  idea  of  bias  in  enthusiasm.  All  I  claim  is  each  to  his 
trade,  and  good  luck,  to  both  of  us.  Each  class  has  its 
appropriate  use,  and  the  main  idea  of  my  observations  is  to 
indicate  to  what  duties  the  seaplane  is  appropriate. 

The  commercial  seaplane  has  one  great  business  advantage  : 
it  need  not  be  run  in  any  way  as  a  competitor  to  existing 
transport  services,  but  rather  as  a  super-service  in  connection 
therewith.  That  way  progress  lies. 

The  seaplane,  however,  requires  somewhat  specialised 
personnel,  in  all  its  branches,  and  particularly  in  the  matter 
of  pilots.  The  seaplane  pilot  has  to  know  rather  more  than 
the  land  machine  pilot. 

The  seaplane  was  started  in  France,  continued  in  England, 
and  advanced  in  America,  and  perfected  again  in  England, 
and  I  claim  that  we  can  build  the  best  seaplane  in  the  world, 
and  it  is  now  up  to  us  to  see  also  that  we  use  it  to  the  best 
advantage  as  our  national  characteristics,  geographical  world 
distribution,  and  unique  opportunities  naturally  permit  us. 

H  H  0 

Cabral  and  Coutinho  to  make  Third  Attempt 

From  Lisbon  it  is  reported  that  a  third  Fairey  seaplane, 
Rolls-Royce  ”  Eagle  ”  engine,  is  being  sent  out  to  Fernando 
Noronha  in  order  to  allow  the  two  Portuguese  officers  to 
make  a  third  attempt  at  completing  their  flight  from  Lisbon 
to  Rio.  The  other  two  machines,  it  may  be  remembered, 
were  wrecked  through  alighting  on  a  rough  sea. 
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LONDON*]  TERMINAL  AERODROME 


Monday  evening,  May  29,  1922 
A  bank  of  fog  which  has  hung  persistently  over  the  French 
coast,  extending  inland  as  far  as  Beauvais,  has  caused  pilots 
on  the  London-Paris  route  much  inconvenience  during  the 
past  week.  The  weather  has,  on  the  whole,  been  as  favour¬ 
able  for  flying  at  Croydon  as  during  the  wonderful  flying 
weather  of  last  summer,  and  the  visibility  has  been  as  great 
as  from  40  to  50  miles,  it  is,  therefore,  a  matter  for  surprise 
and  comment  to  passengers  who  arrive  at  Croydon  and  find 
that,  though  the  weather  is  perfect  there,  no  movement  of 
machines  takes  place,  owing  to  this  vast  distant  fog-bank. 

Intimately  connected  with  this  question  of  localised  fog 
is  the  matter  of  compass  swinging.  Pilots  are  now  beginning 
to  have  sufficient  faith  in  their  engines  to  fly  above  localised 
fog-patches  when  they  know  that  the  weather  is  clear  and 
practically  cloudless  beyond  ;  and  this  has  brought  up,  again, 
the  question  of  accurate  compasses.  It  would  appear  that 
there  is  nobody  now  to  swing  compasses,  and  that  the 
instruments  on  some  of  the  machines  have  not  been  swung 
for  months,  and  are  hopelessly  out.  Directional  wireless 
has,  of  course,  made  this  compass  question  less  important, 
but  last  week  not  only  were  the  compasses  untrustworthy, 
but  “  atmospherics  "  disorganised  the  wireless. 

A  Strange  Mishap  on  the  ’Drome 

A  remarkable  accident  occurred  on  Tuesday,  when  two 
of  the  Daimler  D.H-34’s  collided  with  one  another  when  only 
a  few  feet  above  the  ground.  A  new  Daimler  pilot,  Mr. 
Dickenson,  was  making  a  trial  flight  on  one  of  these  machines 
and  was  on  the  point  of  landing,  when  the  last  Daimler  “  air 
express  “  for  the  day  arrived  over  the  aerodrome  from  Paris, 
piloted  by  Mr.  Robinson.  Mr.  Robinson  banked  over  to 
make  a  left-hand  turn  in  order  to  land,  and,  with  his  vision 
obscured  by  the  slope  of  his  machine,  apparently  failed  to 
see  the  other  aeroplane,  and  landed  on  the  top  of  it  Both 
aeroplanes  were  wrecked,  and  the  three  passengers  in  the 
machine  from  Paris  were  shaken,  but  luckily  the  greatest 
injury  was  a  cut  lip,  sustained  by  a  woman  passenger.  Both 
pilots,  and  the  wireless  operator  and  cabin-boy  on  the  in¬ 
coming  Paris  machine,  escaped  with  bruises,  this  accident, 
lias  left  the  Daimler  Airways  with  only  one  machine.  In 
spite  of  this,  however,  they  arc  managing  to  run  their  services 
with  but  little  dislocation. 

The  Instone  D.H.-ja,  which  Mr.  Keys  flew  to  Brest  with  a 
newspaper  representative  who  washed  to  arrive  rapidly  at 
the  scene  of  the  collision  between  the  P.  and  O.  boat  “  Egypt  “ 
and  a  French  steamer  “Seine,”  had  the  misfortune,  it  is  now- 
learned,  to  crash  on  landing  ;  but  neither  Mr.  Keys  nor  his 
passenger  were  injured. 

1  he  Instone  Air  Line  arc  making  good  use  of  the  two 
Westland  machines  they  have  purchased,  using  them  as 

reliefs  '  for  their  larger  machines,  and  employing  them  also 
in  cases  where  there  is  not  a  sufficient  load  to  warrant  sending 
a  large  machine. 

Night  Flying  on  the  London-Paris  Route 

Major-General  Sir  W.  S.  Brancker  intends  to  make  a 
night  flight  along  the  London-Paris  “  airway,’*  starting  from 
Croydon  at  10.15  p.m.  on  Wednesday.  He.  will  be  accom¬ 
panied  by  Colonel  Blandy,  who  is  in  charge  of  the  night- 
flying  arrangements.  As  the  aerial  lighthouse  at  Tatsfleld 
is  not  yet  completed,  a  temporary  light  is  to  be  installed. 
Captain  Roach  will  pilot  the  machine,  which  is  to  be  one  of 
the  R.A.F.  Handley  Page  0-400’s  from  Biggin  Hill. 

On  Wednesday  Captain  Macmillan  started  on  an  attempt 
to  fly  round  the  world.  He  -was  piloting  the  D.H.9  which 
ha.s  been  assembled  by  the  Aircraft  Disposal  Company  at 
the  W addon  Factory.  Major  W.  T.  Blake,  who  is  the  organ¬ 
iser  of  the  trip,  and  Lt.-Col.  Broome  occupied  the  two  passen¬ 
ger  seats.  Mechanics  w  ere  working  on  the  machine  right  up 
to  the  last  minute  ;  in  fact,  the  start  had  to  be  delayed  for 
a  couple  of  hours  in  order  to  get  the  machine  finished.  Ow  ing 
to  the  haste  which  Major  Blake  insisted  upon  on  the  matter 
of  getting  away,  the  party  actually  went  off  before  Captain 
Macmillan  had  been  given  an  opportunity  of  testing  the 
’plane,  and  he  found  in  his  first  flight — in  which  he  got  as 
far  as  Paris — that  the  machine  was  tail  heavy  ;  with  the 
result  that  a  mechanic  had  to  be  dispatched  to"  Paris  to  put 
this  right.  Another  D.H.9  was  to  have  accompanied  the 
round-the-world  adventurers  as  far  as  Athens,  to  accommo¬ 
date  Press  representatives  and  cinema  camera-men,  but  this 
met  with  series  of  mishaps  which  prevented  it  reaching 
Paris  until  Fiiday.  Mr.  Barnard,  of  the  De  Havilland  Aircraft 
Company,  started  away  from  Croydon  as  early  as  3.55  a. in. 
in  an  endeavour  to  catch  up  with  the  other  machine,  but  was 


obliged  to  descend  at  Penshurst  owing  to  fog  and  mist,  and 
did  not  arrive  at  Paris  until  the  evening. 

Flowers  by  “Air  Express  ” 

An  interesting  experiment  is  being  made  by  a  large  firm  of 
flower-growers  in  Holland.  They  have  picked  two  separate 
lots  of  flowers  simultaneously,  and  have  packed  one  lot  in 
a  sealed  box,  despatching  them  by  air  to  Croydon,  wifh 
instructions  that  they  are  to  remain  unopened  and  to  be 
returned  to  Holland  by  air  the  next  day.  The  other  lot  has 
also  been  packed  in  an  identical  box  and  sealed,  but  has 
remained  at  the  offices  of  the  company  in  Holland.  The 
idea  is  to  see  what  effect  the  air  journey  in  the  cabin  of  one 
of  the  Fokkers,  with  the  traces  of  hot  exhaust  gases,  which 
inevitably  find  their  way  into  the  best  aeroplane  saloons, 
has  on  the  flowers.  If  it  is  found  that  there  is  little  or  no 
deterioration,  large  consignments  will  be  dispatched  by  air. 

On  Friday  a  flight  which  Captain  Leverton  describes  as 
“  from  duckpond  to  duckpond  “  took  place.  A  consignment 
of  ducks  left  Holland  on  the  2  p.m.  machine,  and,  on  arrival 
at  Croydon,  were  given  a  drink  of  water,  and  then  dispatched 
per  passenger  train  to  Norwich,  where  it  was  expected  that 
they  would  be  testing  the  Norfolk  worms  ere  nightfall. 
Continental  Racers  Pass  Through  Croydon 
On  Thursday  the  competitors  in  the  Coupe  Lamblin  race 
from  Le  Bourget t^Bri^ssels,  on  to  Croydon,  and  thence  back 
to  Paris,  landed  at  fW-  aerodrome.  M.  Bajac,  flying  a  Gourdou 
monoplane  with  a  180  horse-power  Hispano,  was  the  first  to 
arrive,  followed  by  Mr.  Stocken  on  the  Disposal  Company’s 
D.H.oA  with  the  400  Liberty  M.  Casale,  piloting  a  “  Spad  ’’ 
with  a  400  Lorraine-Deitrich,  arrived  shortly  afterwards. 
Just  as  Mr.  Stocken  wras  leaving  again  a  terrific  rain-storm 
swept  over  the  aerodrome,  and  he  took  off  right  into  this. 

Gn  Saturday  evening  Mr.  Alan  J.  Cobh  am  returned  from 
his  latest  tour  of  Europe.  Since  May  18  he  has  visited  by 
air  Paris,  Cologne,  Hanover,  Berlin,  Vienna,  Munich,  Stras- 
burg,  and  Calais,  covering  a  distance  of  nearly  2,500  miles 
in  a  little  over  24  hours'  actual  flying  time.  Me  made  a 
non-stop  flight  of  four  hours  between  Berlin  and  Vienna, 
and  flew  from  Munich  to  London  in  the  course  of  a  single 
day,  being  in  the  air  for  7$  hours. 

(  aptain  Muir,  of  the  Surrey  Flying  Services,  has  had  a 
very  busy  week-end.  On  Saturday  he  left  the  air-station 
as  early  as  5.30  a.m.  to  fly  with  the  jockey  Donoghne  to 
various  training  stables  where  he  was  riding  trials. 

By  Air-Taxi  “from  Door  to  Door  ’’ 

After  his  return  to  Croydon  Captain  Muir  flew  down  to 
Broekenhurst  in  the  New  Forest,  and,  alighting  on  the  lawn 
of  an  hotel,  set  down  his  passenger  at  the  very  entrance-door, 
a  distinct  improvement  on  the  old  method  of  landing  miles 
away  from  the  destination  and  having  to  make  a  final  journey 
by  motor.  After  arriving  back  again  at  Croydon  in  the 
evening,  Captain  Muir  had  several  joy-riders  awaiting  his 
return,  and  was  kept  busy  taking  these  up.  On  Sunday 
the  rush  of  joy-riders  commenced  soon  after  noon,  and 
Captain  Muir  was  constantly  in  the  air  until  a  late  hour. 

Messrs.  Handley  Page  now  report  a  very  welcome  increase 
in  passengers  so  far  as  they  are  concerned.  This  last  week 
their  figures  have  shown  a  decidedly  upward  trend. 

On  Monday  a  Nieuport  racing  machine  started  away  from 
Le  Bourget  in  an  attempt  to  improve  the  figures  obtained 
hitherto  in  connection  with  the  Coupe  Lamblin.  Alter 
reaching  Brussels,  however,  and  while  on  the  w ay  to  Croydon, 
the  machine  force-landed  at  Lympne  owing  to  petrol  trouble. 

Mr.  McMullin,  well-known  as  a  pilot  on  the  London- Paris 
route  in  “  Airco  “  days,  made  his  appearance  at  the  aerodrome 
on  Monday,  having  just  returned  from  China,  where  he  has 
been  acting  as  instructor  at  flying  schools.  Mr.  McMullin, 
mentioned  to  me  the  interesting  fact  that  he  had  made  the 
journey  home  from  China  right  across  Siberia — being,  he 
believed,  the  first  Englishman  to  make  such  a  trip  since  the 
revolution  in  Russia. 

On  Monday  evening  Miss  Gladys  Cooper,  the  well-known 
actress,  travelling  by  Handley  Page,  landed  at  the  aerodrome 
from  Paris  after  a  lightning  trip  to  the  gay  city,  between 
rehearsals,  in  order  to  provide  herself  with  new  costumes. 

H  H  H  H 
Air  Command  Change 

The  Air  Ministry  announces  the  appointment  of  Air 
Vice-Marshal  j.  F.  A.  Higgins,  C.B.,  D.S.O.,  A.F.C.,  from 
RAF.  Depot  (Inland  Area),  to  Headquarters  (Inland 
Area)  tor  duty  as  Air  Officer  Commanding  vice  Air  Vice- 
Marshal  Sir  J.  M.  Salmond,  K.C.B.,  C.M.G.,  C.V.O.,  D.S.O.,  to 
date  May  26. 
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London  Gazette,  May  23,  tor  2 

Air-Marshal  Sir  H.  M.  Tfcnchard.  Bart..  K.C.B..  D.S.O..  1  1  u  i[al  Atde-dv- 
Camp  to  the  King,  is  promoted  to  the  rank  of  Air  Chief  Marshal  ,  April  1 

General  Unfit  r.  branch 

Flying  O/fr.  W.  H.  Markham,  Lieut.,  Mttm  l).  K.,  is  granted  ,1  yriu  amnl 
Column.,  retaining  his  present  substantive  rank  and  si  ivy.  ;  Nov.  17.  iqs  1 
Lieut  J.  G.  Hanriay,  A.  and  S.  Hrs.,  Is  gianted  a  temp,  eommn.  as  -1  I  lying 
Officer,  with  effect  from  and  with  seny.  of  May  6,  on  s>  conding  lor  lour  y.AnV 
duty  with  the  R.A.F,  Wing  Cpmdi  1<  t.  li  lorn  field,  D,5  ,< ).  is  ton --fd. 
from  half-pay,  scale  A,  to  Stale  li ;  May  v  Flying  Of.r.  A.  D.  L.  Carroll  is 
trnnsfd.  to  the  Reserve,  Class  A;  May  17.  laying  Ofir.  |.  J).  H.  ['tuut 
relinquishes  his  sboTt  service  eommn.  on  account  oi  ill  fit  aith,  and  is  permitted 
to  retain  the  rank  of  Lieut.;  May  24.  Flying  Ofir.  R.  li.  Lean,  A.F.C.. 
resigns  his  abort  service  eommn  ,  and  is  granted  the  rank  of  Copt.  ,  May  j$. 
Pilot  Offr.  G.  W.  Selby  Lowndes  resigns  hi  short  service  commit  May  14. 
Pilot  Ofir.  G.  11  Marshall  resigns  lus  short  service  comma.  ;  May  .4 

Stom  branch 

The  temp,  comma,  of  Flying  Ofir.  H  I  Law  is  terminated  on  r.cssntirn  of 
duly;  May  24. 


Medical  Service 

The  following  an;  granted  short  service  comnins,  as  Hying  Offrs  ,  with 
effect  from,  arid  with  seuy.  of,  May  8  :  \V.  L  Barnes,  C,  A.  Lmdup.  Flight 

Lieut,  f.  P  Barber  is.  granted  a  short  service  eommn.,  retaining  his  present 
substantive  tank  and  svuy.  ;  May  2. 

Memoranda 

I.ieul  A,  If  A  hem,  M.C.,  relinquishes  his  temp,  fomwn,  on  ceasing  to 
be  eniphl.,  and  is  granted  the  rank  Of  Maj, ;  Aug.  2,4,  iqiq.  The  permission 
granted  to  Lieut  Lb  Martin  to  retain  his  rank  is  withdrawn  on  his  joining  the 
Army;  April  18. 

London  Gazette,  May  26,  1522 

Wmg  Commander  H.  M.  Cave- Brown-Cave,  D.S.O.,  D.S.C.,  is  appointed 
Deputy  Director  of  Design,  Air  Ministry  ;  May  39.  (Vice  Group  Capl.  E.  F. 
Briggs’,  D.S.O.,  O.B.L.) 

General  Duties  branch 

flit'  following  Pilot  Office! -  on  probation  arc  confirmed  in  tank,  with  effect 
from  the  dales  indicated  K.  1<  Boulton,  C.  Mr  L.  Read,  M.  V.  Ward ;  May  1. 
F.  Bt-sley,  J  F.  Iilythell,  W.  T  D.  Windham  .  May  2  T.  C.  Dodd  ;  May  3. 
if.  W.  Beck  ;  May  8.  A.  K.  M  liram  ;  May  13. 

Observer  Officer  R.  Nicholson  is  placed  on  half  pay,  Scale  \  •  May  20 


B  SB.  D  H 

BRITISH  FLYING  SERVICES  WINDOW  IN  WESTMINSTER  ABBEY 


The  ceremony  of  unveiling  a  window  in  Westminster  Al  t  ov 
to  the  memory  of  the  officers  ami  men  of  the  I  lying  Services 
—  a  beautiful  piece  of  work  by  Mr  Harry  Gtylls — a  preliminm y 
aunouncemerit  of  which  appeared  in  our  last  issue,  took  place 
last  Friday,  and  was  an  exceedingly  impressive  one  J  ust  before 
the-  ceremony  a  selection  of  music  was  played  by  the  cential 
band  of  the  Royal  Air  Force,  under  the  direction  of  Flying 
Officer  J.  Amers.  In  the  presence  of  Mrs.  Bennett,  the  Amen 
ran  Ambassador,  and  with  five  heads  of  the  Air  Ministry, 
the  Royal  .Mr  Force,  and  other  distinguished  men.  Capt,  the 
lion.  F  li.  Guest,  M  IL,  Secretary  of  State  for  Air,  asked 
the  Dean  (Bishop  Ryle),  in  the  following  words,  to  accept  the 
wiudow  : — 

“  In  tlic  name  of  the  Royal  Air  Force  I  ask  the  Right 
Reverend  the  Dean  of  Westminster  to  accept  the  custody  nf 
this  memorial  window,  which  has  been  erected  to  the  glorious 
memory  of  the  officers  and  airmen  of  the  British  Flying 
Services  who  fell  during  the  Great  War. 

"  This  beautiful  window'  has  been  erected  entirely  at  the 

E  H 


personal  expense  of  Airs.  I.ouis  Bennett  of  the  United  States 
of  America,  whose  only  son,  Lieutenant.  Louis  Bennett,  was 
killed  in  action  whilst  serving  with  a  British  squadron  in 
Franco." 

Iu  reply  the  F>ean  said  — 

"The  Dean  and  Chapter  gratefully  accept  the  gift  which 
you  have  presented  to  us,  and  fittingly,  as  we  think,  Ibis 
beautiful  window,  which  is  to  com  mem  orate  the  young  <  fifeers 
and  men  of  that  distingui-hed  forte  who  fell  in  live  Great  War 
looks  down  upon  the  grave  of  the  l  n known  Warrior.  So  far 
as  lies  in  their  power,  the  Dean  and  Chapter  hope  to  keep  it 
in  safe  custody  throughout  the  years.  We  are  not  going  to 
ho  unmindful  of  the  great  generosity  of  the  donor,  who  has 
the  assurance  of  the  respectful  sympathy,  as  well  as  ol  the 
deep  gratitude,  of  all  who  are  gathered  within  these  walls 
today. *' 

The  Dean  then  dedicated  the  window,  prayers  and  collects 
following,  after  which  the  buglers  sounded  the  Last  Post, 
ami  the  ceremony  concluded  with  the  National  Anthem. 
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THE  LONDON-CONTINENTAL  SERVICES 

FLIGHTS  BETWEEN  MAY  21  AND  May  27,  INCLUSIVE 
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Croydon-Paris . 

*3 

>39 

29 

12 

39 

3  7 

D.H.  3 4  G-EBBS  (2I1.  om.) 

Paris-Croydon  ... 

65 

170 

7 

3» 

ft  2 

2  34 

D.H.  34  G-EBBU  (ah.  om.) 

Croydon-Bmssels 

7 

8 

7 

7 

7 

2  15 

D.H.  i3  G-EARO  (ah.  om.) 

Br  ussels-Croy  don 

8 

3° 

5 

8 

2  34 

D.H.  18  G-EARO  (ah.  26m  ) 

Cr  oy  don-Rotter  dam  - 

11 

4 

10 

9 

1 1 

2  47 

Amsterdam. 

Amsterdam- Rotterdam- 

to 

6 

9 

9 

10 

2  so 

Croydon. 

Totals  for  week 

164 

357 

62 

110 

1.57  1 

B.  (5),  Br.  (1),  D.H.  4  (2). 
D.H.  18  (3),  P.H.  34  (5)  G.  (6), 
FLP.  (1),  Sp.  (2),  W  (1). 

B.  (4),  Br.  (1).  D.H.  4  D), 
D.H.  18  (3),  D.IL  34  (5). 
G.  (8),  H.P.  (i>.  Sp.  (4),  W  (1). 
D.H.  18(1),  D.H.  34  (!)»  W.  (I). 
D.H.  18  (1),  D.H.  34  (1),  W.  (1). 
F.  (7). 

F.  (7). 


Not  including  "  private  *'  flights. 

J  Including  certain  diverted  journeys. 

Av.  Avro.  B.  =  Breguet,  Br.  =  Bristol.  Bt.  ~  B.A.T.  D.H. 4  De  Havilland  4,  D.H. 9  (etc.). 

F.  =  Fokker.  Fa.  =  Farman  F.50.  G.  —  Goliath  Faromn.  H.P.  =  Handley  Page.  M.  —  Martinsydc.  N.  -  Nieuport. 
P.  =  Poles.  R.  =  Rumpler,  Sa.  =  Salmson.  Se.  -  S.E.5.  Sp.  —  Spad.  V.  —  Vickers  Vimy.  W.  —  Westland. 

The  following  is  a  list  of  firms  running  services  between  London  and  Paris,  Brussels,  etc.,  etc.  — Co.  des  Grandes 
Expresses  Adriennes  ;  Daimler  Hire,  Ltd.  ;  Handley  Page  Transport.  Ltd.  *,  Instone  Air  Line  ;  Koninklijkie  l-uchtvaart 
Maatschappij  ;  Messageries  Adriennes  ;  Syndicat  National  pour  L Etude  des  Transports  Adriens  ;  Co.  Transadriennc. 


Incidental  t ’’tying. — Seven  of  the  Aircraft  Disposal  Co.'s  D.FI.  9 's  were  put  through  their  paces  at  Croydon  during  the 
week,  Capt.  MacMillan,  Capt.  Muir  and  Capt  Stocken  sharing  them  between  them.  Two  of  the  De  Havilland  Co.'s  D.H.  9 A 
returned  to  Croydon  from  St.  Ingle  vert. 
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At  the  Levee 

At  Hit:  Levee  held  by  His  Majesty  the  King  at  St.  James's 
Palace  on  May  2y,  there  were  present  the  following  : — 

Air  Chief  Marshal  Sir  Hugh  Trenchard,  Principal  Air 
Aide-de-Camp  (in  attendance  on  H,M  the  King),  Commander 
Juan  Leguia,  Naval  Air  Attache  of  Peru,  Capt.  the  Right  Hon. 
F.  E.  Guest,  C.B.E.,  D.S.O..  Secretary  of  State  for  Air, 
Major-General  Sir  Frederick  Sykes,  G.B.K.,  K.C.B.,  C  M  G., 
Squadron  Leader  Frederick  Sowrey,  D.S.O.,  M.C.  The 
following  were  amongst  those  presented  to  the  King :  — 
Flight- Lieut.  C.  Hanson- Abbott,  Flight- Lieut.  L.  J.  St.  G. 
Bayly,  M.C.,  Flight- Lieut.  F.  H.  Coleman,  Flight-Lieut. 
I.  Cullen,  AFC.,  Squadron-Leader  A.  S,  Glynn,  the  Rt.  Hon. 
Lord  Gored,  C.B.E.,  M.C..  on  his  appointment  as  Under¬ 
secretary  of  State  for  Air,  Wing-Comdr.  E.  L.  Gossage, 
D.S.O.,  M.C.,  Wing-Comdr.  S.  A.  Hebden,  O.B.E.,  Air 
Vice-Marshal  J  F.  A.  Higgins,  C.B.,  D.S.O.,  AF.C-,  on  appoint¬ 
ment  as  Air  Officer  Commanding  Inland  Area,  R  AF.. 
Flight-Lieut.  R.  M.  Bankes- Jones,  Squadron-Leader  R.  C. 
Lane,  Flight-Lieut.  A.  S.  G.  Lee,  M.C.,  Lieut.  G.  L.  Lowis, 
A.F.C.,  R.N.,  An  -  Commodore  D.  Munro,  C.I.E.,  Flight 
Lieut.  C.  H.  B.  Jenner- Parson,  Wing-Comdr.  M.  Spicer, 
Squadron-Leader  A.  A.  WaLser,  M.C.,  D.F.C.,  Squadron- 
Leader  J.  K.  Wells,  Flying  Officer  J.  C>.  Western,  M.B.E. 

Parachute  Research 

In  reference  to  the  question  asked  by  Sir  William 
Joynson  Hicks  in  the  House,  on  May  17 ,  whether  the  rumour 
was  true  that  the  Research  Department  on  Parachutes  had 
been  very  largely  depleted  in  the  last  month  and  that  officers 
had  been  leaving,  after  making  enquiries,  the  Secretary  of 
State  for  Air  has  written  to  Sir  William  as  follows  : 

"  The  foundation  for  the  rumour  is  that  it  has  been 
necessary  in  the  interests  of  economy  and  in  order  to  keep 
within  the  limits  of  the  estimates  to  retrench  on  all  sides 
here,  and  it  became  impossible  to  preserve  a  separate  depart  - 
raent  solely  for  the  purpose  of  dealing  with  parachute  re¬ 
search  ;  but  there  is  no  intention  wdiatever  to  abandon 
research  work  on  parachutes,  and  with  the  express  view  of 
carrying  it  on  sufficient  officers  with  expert  knowledge  of 
the.  work  have  been  retained  in  the  experimental  department, 
where  their  duties  will  include.  • inter  aha,  such  research  work 
on  parachutes  as  may  be  required.” 

Dutch  Parcels  Air- Post 

The  Postmaster-General  announces  that  parcels  addressed 
to  any  part  of  Holland  may  now  be  posted  for  conveyance 
from  London  to  Rotterdam  and  Amsterdam  by  air  and  for 
express  delivery  by  the  Dutch  Post  Office.  Parcels  will  be 
accepted  at  the  F'ost  Offices  in  London  and  in  the  larger 
provincial  towns  where  air  parcels  for  Paris  and  Brussels 
are  already  accepted.  The  scale  of  charges,  inclusive  of 
express  delivery  at  the  place  of  destination,  will  be  as 
follows  :  For  parcels  weighing  up  to  3  lb.,  4s.  ;  3-7  lb.,  7 5.  6 d.  ; 
7-1 1  lb..  io.s.  6 d.  On  parcels  addressed  “  Poste  Restart te  ” 
the  charges  will  be  bd.  less. 

There  will  be  two  dispatches  by  air  each  day.  Parcels 
posted  in  London  overnight,  and,  in  the  provinces,  in  time  to 
be  included  in  the  night  parcels  mails  to  London,  will  normally 
be  forwarded  by  air  next  morning  and  delivered  in  Rotterdam 
arid  Amsterdam  the  same  evening,  and  in  other  parts  of 
Holland  by  the  second  morning  3fter  posting.  They  should 
thus  reach  their  destination  two  or  three  days  earlier  than  if 
sent  by  the  ordinary  parcel  service. 

Further  details  of  the  service  may  be  obtained  on  applica¬ 
tion  at  any  accepting  Post  Office.  The  names  of  the  accepting 
offices  and  the  latest  times  of  posting  in  the  chief  provincial 
towns  where  the  acceptance  of  parcels  for  conveyance  by  air 
is  authorised  may  be  ascertained  from  the  local  Head  Post 
Office. 

French  Posthumous  Honours 

Ok  the  recommendation  of  the  French  Under-Secretary 
of  State  for  Aeronautics,  MM.  Jean  Mire  and  Gabriel  Simon et, 
the  pilot  and  mechanic  who  were-  killed  in  a  collision  near 
Beauvais  on  April  7,  have  been  created  Chevaliers  of  the 
Legion  of  Honour. 

Stunting  Through  the  Forth  Bridge 

It  is  reported  that  a  pilot  of  an  aeroplane,  on  May  29, 
when  trying  to  ffy  through  the  centre  arch  (1.710  ft.  wide) 
of  the  Forth  Bridge,  Queensferrv,  near  Edinburgh,  apparently 
misjudged  his  distance  and  struck  the  water,  the  machine 
turning  turtle. 

The  pilot  was  able  to  extricate  himself  and  to  keep  afloat 
until  picked  up  by  a  boat’s  crew.  The  machine,  in  a  damaged 
condition,  was  towed  to  Hawes  Pier,  South  Queensferry. 


THE  LONDON  AERO-MODELS  ASSOCIATION 
(The  Society  of  Model  Aeronautical  Engineers.) 

On  Thursday  last  at  Headquarters  the  discussion  on  "  The 
Construction  of  Built-up  Fuselages "  proved  to  be.  very 
interesting,  and  was  thoroughly  enjoyed  by  all  present. 
Mr.  L.  Grey  occupied  the  chair. 

A  hearty  vote  of  thanks  was  passed  to  Mr.  F.  de  P.  Green 
and  Mr.  L.  Grey  for  the  Cups  they  have  kindly  given  to  be 
competed  for  on  June  3  (for  particulars  of  Competition  see 
last  week’s  Flight).  On  Thursday,  June  1,  a  discussion 
will  be  opened  on  the  " Construction  of  Wings.”  Members 
are  requested  to  bring  some  wings  along  for  demonstration 
purposes.  On  Thursday,  June  S,  at  7  p.m.,  at  Headquarters, 
20,  Great  Windmill  Street,  Piccadilly  Circus,  W.  I,  the 
Association  will  be  honoured  by  the  presence  of  Dr.  E.  H. 
Hankin,  M.A.,  Sc.D.,  wffio  will  read  a  paper  on  “  The 
Possibility  of  Achieving  Artificial  Soaring  Flight,”  which 
will  be  illustrated  by  lantern  slides.  Admittance  will  be 
by  ticket  only,  obtainable  from  the  Hon.  Sec.,  A.  E  Jones, 
48,  Narcissus  Road,  West  Hampstead,  N  \V.  6.  Early 
application  should  be  made,  as  accommodation  is  limited. 

m  m  m  m 

NEW  COMPANIES  REGISTERED 

AIRCO  AERIALS,  LTD.,  15,  Furntval  Street,  E.C.  4. — Capital  £ 2,000 ,  m 
fj  sharps.  Manufacturers  of  and  dealers  in  photographic  materials,  and 
general  photographers,  etc.  First  directors  .  Capl.  S.  VV.  Hiscocks  and 
H.  A.  Peters. 

GEORGE  ENGLAND  (1922).  LTD.  Capital  £10,000,  iu  9,900  participat¬ 
ing  ordinary  shares  of  £1  and  2,000  deferred  shares  of  is.  each.  Acquiring 
the  business  carried  on  at  Walton-on-Thauies  as  George  England,  Ltd., 
manufacturers  of  and  dealers  in  aerial  conveyances  and  aircraft  of  ail  kinds, 
etc.  First  directors:  G.  G,  T,  Simpson,  N.  A.  Hodgkinson,  and  E.  C.  G. 
England.  Solicitor,  C.  K.  E never.  Broad  Street  House,  E.C. 

m  m  m  m 

AERONAUTICAL  PATENT  SPECIFICATIONS 

Abbreviations:  cyl.  —  cylinder;  I.C.  —  internal  combustion;  m.  —  motor* 
The  numbers  In  brackets  are  those  under  which  the  Specifications  will 
be  printed  and  abridged,  etc, 

APPLIED  FOR  IN  1921 

Published  June  x,  1922 

3,750.  A  A.  Houle.  Aerofoils  for  aeroplanes.  (179,276.) 

4,592.  I.  Carlson,  J  H.  Lvncu  and  G.  Cahill.  Aeroplanes.  (179,326.) 
5,403.  J  R  C.  Smith.  Speed-indicators  for  aerial  vessels,  etc.  (479, 342.) 
6,558.  A.  V.  Roe  and  Co.,  Ltd,,  and  R.  Chadwick.  Planes  of  aeroplanes. 
(179.358.) 

13,803,  G.  H.  Scott.  Mooring-gear  for  airships.  (179,439.) 

19,933.  W.  C.  Clark.  Fire-extinguishers  for  aeroplanes.  (179,467.) 

33.279.  Soc.  Anon,  des  Ateuebs  r 'Aviation  L.  Breguet.  Automatic 
coupling  device  for  engines  driving  a  common  propeller  for  aircraft, 
(t  74.°4  7-) 

If  you  require  anything  pertaining  to  aviation,  study 
“  Flight’s  "  Buyers’  Guide  and  Trade  Directory, 
which  appears  in  our  advertisement  pages  each 
week  (see  pages  ill  and  xiv). 


NOTICE  TO  ADVERTISERS 
All  Advertisement  Copy  and  Blocks  must  be 
delivered  at  the  Offices  of  “Flight,”  36,  Great 
Queen  Street,  Kingsway,  W.C.  2,  not  later  than 
12  o’clock  on  Saturday  in  each  week  for  the  following 
week’s  issue. 


FLIGHT 

The  Aircraft  Engineer  and  Airships 
36,  GREAT  QUEEN  STREET,  KINGSWAY.  W.C.  2. 

Telegraphic  address  :  Truditur,  Westcent,  London. 

Telephone  :  Gerrard  1828. 

SUBSCRIPTION  RATES 

"  Flight  ”  will  be  forwarded,  post  free,  at  the  following  rales  : — 
United  Kingdom  Abroad* 

s.  d.  s,  a, 

3  Months,  Post  Free...  77  3  Months,  Post  Free...  8  3 

6  »«  »»  2  6  „  „  ...16  6 

12  ••  »  "/3°  4  1  12  »»  „  ...33  o 

These  rates  are  subject  to  any  alteration  found  necessary 
under  abnormal  conditions  and  to  increases  in  postage  rates. 

*  European  subscriptions  must  be  remitted  in  British  currency 
Cheques  and  Post  Office  Orders  should  be  made  payable  to  the 
Proprietors  of  “  Flight,”  36,  Great  Queen  Street,  Kingsway, 
W.C.  2,  and  crossed  London  County  and  Westminster  Bank, 
otherwise  no  responsibility  will  be  accepted . 

Should  any  difficulty  be  experienced  in  procuring  "  Flight  *' 
from  local  newsvendors,  intending  readers  can  obtain  each  issue 
direct  from  the  Publishing  Office,  by  forwarding  remittance  as 
above. 
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FLIGHT  BUYERS’  GUIDE  AND  TRADE  DIRECTORY— confmuetf. 

{Continued  from  p.  xiv.) 


INSULATING  MATER1ALS- 


PETROL- 


STAjBILIZERS— 


MacLennan,  John,&Co.,  115,  Newgate  St.,  E.C.i.  W*  F°"  LlJ  <P,att'^’  Qt:een  Aut,;,  Controls.  Ltd.,  ,9,  Recent  Street,  Piccadilly- 

City  3uS;  “  Vanduara,"  Cent.  London.  !  An"es  Gat<u  S  W*  C.rcus,  London,  S.W.  .  Regent  3649. 


LUBRICATING  OILS- 

Wakefield,  C.  C.,  &  Co,,  Ltd.,  Cheapside,  E.C,  7. 
Central  1156(3  lines);  “Cherry,”  Cent.  London. 


MACHINING— 

Monk  Engineering  Co.,  Ltd.,  Coventry. 

Coventry  807  ;  “Assistance,”  Coventry. 


MAGNETOS- 

British  Thamson-Houston  Co.,  Ltd.,  Lower  Ford 
Street.  Coventry. 

Telephone  *73;  "  Asteroidal.”  Coventry. 


METALS  (Anti-Friction.  — 

Hoyt  Met*)  Co.,  Ltd.,  Deodar  Road,  Putney, 
S.W.  15.  Putney  13*3. 


METAL  PARTS  AND  FITTINGS— 

Brown  Bros.,  Ltd.,  Great  Eastern  Street,  London, 
E.C.  a. 

Monk  Engineering  Co.,  High  Street,  Coventry. 

Coventry  S07  ;  “  Assistance,"  Coventt  y. 

Rubery,  Owen  Sc  Co.,  Darlaston. 

Darltiston  87  ;  “  Roofs,'  Darlaston. 


PROPELLERS  TAPES  AND  WEBBING- 

Falcon  Airscrew  Co.,  rti,  Cottenham  Road,  „  ,,  _  _  _ 

Holloway,  N.  19.  Hornsey  910  &  2473  MacLennan,  John,  &Co„  1 15  Newgate  St.  E.C.  t, 

r  1.  to  0  *  City  3113 ;  Vanduara,  Cent.  London 

Lang  Propeller,  Ltd.,  VVsybiidge,  Surrey. 

S 20-521  Weybridge;  ”  Aeros  ticks,”  Wcybridge. 


PUTTEES- 

Fox  Bros,  ft  Co  ,  Ltd.  (Dept  R),  Wellington, 
Somerset. 


RADIATORS  AND  RADIATOR  REPAIRS— 

Serck  Radiators,  Ltd.,  Warwick  Road,  Gteet, 
Birmingham. 

Victoria  531  (3  line*) ,  “  Nerleak."  Lirmiugham. 


SHEET  METAL  WORK  STAMPINGS  AND 
PRESSINGS  - 

Rubery,  Owen  ft  Co.,  Darlaston. 

Daxiiiton  87 ;  ‘  Roofs,”  Darlaston. 


TIMBER— 

Ov.eu,  Joseph,  &  Son,  Poro’  High  Street,  S.E. 

Hop  381  r  ;  “  Buchtron,*'  London 


TUBES,  ALUMINIUM— 

British  Aluminium  Co.,  Ltd.  The,  to,),  Queen 
Victoria  St.,  London. 

City  2676  ;  '  Cryolite,  ‘  Cent,  London. 


TYRES  AND  WHEELS - 

Palmer  Tyre,  Ltd  ,  Shaftesbury  Avenue,  W.C.  » 
Ge  rard  1274;  Tyricord,"  Westcent,  London 


WELDINGS,  REPAIRS - 

t’ariinar,  Ltd  ,  to,  Poland  Street.  London,  \V.  1. 
Gerrard  8173  ;  -l  Bariguamar.  ‘  Reg.  London 


MODELS- 

Jones,  A.  E.,  Ltd.,  »s.  Evtriholt  Road,  Camden 
Town,  N.W.  t. 

D.A.P.,  RepHr.ghani  Road,  Southfield*,  S.W.  t3. 


SPARKING  PLUGS  - 

Robinhood  Engineering  Works,  Ltd.,  The,  Putney 
Vale,  S.W.  15.  Putney  2132  2133. 

“  Kailgee,"  Phone.  London. 


WIND  SHIELDS - 

Auster,  Ltd.,  133.  Long  Acre,  W.C  2. 


PARACHUTES— 

E.  K.  Calthrop's  Aerial  Patents,  Ltd.,  423a, 
Edgwarc  Road,  London,  W.  ..  Paddington  6332, 

Spencer,  C.  G-,  &  Sons,  Ltd.,  59a,  Highbury 
Gtove,  N.  5.  Dalaton  1893. 


SPRAYING  PLANT- 

Aerograph  Co.,  Ltd..  43,  Holborn  Viaduct, 
Ha! born  2041 .  "  Aerography.”  London 


WIRES  AND  CABLES  (Aeroplanes)- 

Eullivants,  Lid.,  72,  Mark  Lane,  E.C.  3. 

Works:  Millwall,  E 


RING  UP  CHISWICK  2000  (10  linu) 


For  everything  Electrical  in  connection  with  Aircraft. 


C.  A.  VANDERVELL  &  Co..  Ltd., 
Acton  -  -  London,  W.  3. 


LANG  PROPELLER  LTD., 


WEYBRIDGE,  SURREY. 

Telegrams  : 

"Aerosticks,  Weybridge. 


Telephone : 


spbi 

520-521  Weybridge. 

Designers  and  Manufacturers 
of  Aeroplane  and  Seaplane  Propellers. 

■Manufacturers  to  H.M.  Royal  Air  Force,  Admiralty,  Royal  Navy  Board 
lol  Sweden  and  the  principal  Aircraft  Constructors,  Atlantic  Flight,  &c.,  &c. 


ALUMINIUM  PISTONS 

—  AND  — 

STRUT-PACKING  PIECES 

To  A.I.D.  Requirement*. 

The  LONDON  DIE  CASTING  FOUNDRY,  Ltd., 

Tremlett  Grove,  Junction  Road,  Holloway,  N«  19. 

'Phone — Hornsey  1580.  Tube  Station — Highgatb. 

I  ■■  ■  ■■■■  I  ■  I  ■  —■ B 

¥^l /^l  ¥TLT /^l  The  Erection  and  Trueing- 

uP  °f  Aeroplanes.  ■ 

By  F.  W.  Halliwell.  A.MJ.A.E.  READY  NOW. 

{FLIGHT  LIBRARY,  Vol.L)  0RDER  AT  ONCE  I 

Flight  Office;  36.  Grea-  Queen  Street.  Kingsway,  W.C. 2. 
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SUMMER  FLYING 


It  is  in  the  summer  when  the  sun  blazes 
overhead  and  the  hot  sultry  air  clings  to 
the  earth  s  surface,  when  travelling  by  road 
or  train  is  one  long  martyrdom  of  stuffiness 
and  dust,  that  the  man  in  the  street  longsTo 
take  to  the  air  and  to  move  in  the  cooler 
atmosphere  of  the  clouds. 


For  the  aircraft  engine,  too,  it  is  a  time 
of  trial.  Those  troubles  with  the  radiator 
and  water-cooling  system  which  have  been 
annoying  enough  in  the  winter  months 
become  a  three-fold  trial  as  the  ther¬ 
mometer  rises.  It  was  bad  enough  to  have 
the  machine  out  of  service  when  aerial 
traffic  was  slow.  Every  day  out  of  service 
now  is  a  serious  loss  of  revenue. 


Then  why  not  an  engine  which  has  no 
water-cooling  system  to  give  trouble — an 
air-cooled  engine  such  as  the  400  h.p, 
“  Bristol  ”  Jupiter  or  the  100  h.p.  “  Bristol  ” 
Lucifer?  Not  only  are  water-cooling 
troubles  eliminated,  but  these  engines  are 
constructed  with  the  minimum  number  of 
parts,  easily  accessible.  And  they  are  reliable. 
The  fact  that  both  have  passed  the  Air 
Ministry  Type  Test  (which  only  two  other 
makes  of  engine  have  satisfied)  is  proof 
of  that. 


THE  BRISTOL  AEROPLANE  Co.,  Ltd., 
FILTON  —  BRISTOL. 


Tel rphonc  . — 3906  Bristol. 


Telegrams  !— “  dotation,  Bristol,' 


i 


The 


RADIAL  AIR-COOLED 

AERO  ENGINES. 


Jupiter  —  400  h.p. 
Lucifer  100  h.p. 


: 
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TITANINE  DOPE 


THE  0RI6INAL  NON-POISONOUS  - 


8«e  Advert. 

outside  cover. 


-  FLAME  RESISTiNG 


FIRST  ACRO  WCCKLY  IN  THE.  WORLD 


OFFICIAL  ORGAN  OF  THE  ROYAL  AERO  CLUB  OF  THE  UNITED  KINGDOM. 


'No.  70^.  (No.  23,  Vol.  XIV.)  JUNE  8,  1922. 


Sixpence  Weekly. 


JBfocgpgray 


Pioneers  since  1909. 


Contractors  to  H.M. 
and  Foreign  Govern¬ 
ments. 

Specialists  in 
Torpedo  Aircraft. 


Foreign  Agents 


Wanted. 


The  BLACKBURN  AEROPLANE  and  MOTOR  CO.,  LTD.,  OLYMPIA,  LEEDS. 


RIGGING 

The  Erection  and  Trueing-up  of  Aeroplanes. 
By  F.  W.  Hallivvell,  a.m.i.a.e. 


Flight  Office.  ; 

36,  Gt.  Queen  St.,  Kingsway.  W.C.  2. 


Post  Free 
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Invaluable  to  the 
Aircraft  Engineer. 


For  whatever  purpose  you  require  electricity  on  motor 
cars  or  aircraft,  we  have  a  battery  specially  designed. 

Starting — Lighting — Heating  -  Ignition — Wireless 


BATTERIES 


THE 


CLIFTON  JUNCTION, 

Near  MANCHESTER. 


ELECTRICAL  STORAGE 
COMPANY,  LIMITED, 

220,  SHAFTESBURY  AVENUE, 
LONDON.  W.C.  2. 


CELLON(bichmom)Lt.° 

CONTRACTORS  TO 
H.M.  GOVERNMENT 

22,  CORK  STREET 
LONDON,  W.  1  . 

Telegrams  "  A  J  A  W  B,  LONDON" 
Telepaens  ; — GERRARO  440  CMInsa) 


CELLuN 


DO  PE 


s 
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^AIRCRAFT  DISPOSAL  COMPANY,  LIMITED 
^^egent  House,  Kingsway,  London,  W.C.2.>^ 


APC 


limited 


BRITISH  AIRCRAFT 

supplied  by 

THE  AIRCRAFT  DISPOSAL  Co.,  Ltd. 

IN  THE  BRITISH  COLONIES 

AUSTRALIA  INDIA 

CANADA  SOUTH  AFRICA 

NEW  ZEALAND 

AND  FOLLOWING  COUNTRIES 


ARGENTINE 
BELGIUM 
BRAZIL 
CHILI 
CHINA 
DENMARK 
DUTCH  EAST 
INDIES 
ESTHONIA 
GREECE 
GUATEMALA 
HOLLAND 


HONDURAS 
JAPAN 
LITHUANIA 
NORWAY 
PERU 
POLAND 
PORTUGAL 
ROUMANIA 
SPAIN 
SWEDEN 
SWITZERLAND 
URUGUAY,  etc,  etc. 


10  MACHINE  LEAVES  WAMOfl  WOIXS  MTIL  IT  MAS  BEEI  TESTE*. 


P  Co 8(Mcifloadon»  &no  Ulim«tM  fflt  on  typ«*  ov  onfifn  Aircntrt,  Hirn 
^  Qrodo  km fO  InKln«l.  9»*r«  »»•*»,  ln«SrvmtnE>  <nj  AccMUKln.  fo'  IM**tDI At* 
OCUVCRV  00  AppOCftllw** 


AND  SEA-GOING  Sea-going  Amphibian  ‘‘Sea!  ML.  II  Deck  Landing  Fleet  Spotter 

The  lateit  Development  in  Naval  Aircraft  (Napier  Lion  Engine). 


Sea-going  Amphibian  *'  Seal  "  Mk.  1 1  Deck  Landing 
Fleet  Spotter  (Napier  Lion  Engine) 


Aviation  Works  Ltd.  Southampton,  Eng. 


DESIGNERS  and  CONSTRUCTORS  of  NAVAL  AIRCRAFT 

Contractor*  to  HA1.  Admiralty,  HJvl.  Air  Miniatry,  The  Royal  Norwegian  Navy, 

The  Imperial  Japanese  Navy.  The  Royal  Swedish  Navy,  The  Portuguese  Navy. 

The  Bermuda  and  West  Atlantic  Aviation  Co,  Ltd.,  and  other  Marine. 
Passenger  and  Commercial  Aircraft  Companies. 


TELEPHONE:  ....  WOOLSTON  37  (2  LINES). 

CABLES  and  TELEGRAMS:  " SUPERMARIN,"  SOUTHAMPTON. 


ESTAB. 


Cable  Codes  I 

Western  Union,  Universal  and 
5  Letter  Edition  and  A3-C.(5th  Edition) 
and  Marconi  InternationaL 
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EDITORIAL,  COMMEMT. 

,'0  outstanding  facts  were  brought  to 
light  at  the  Third  Croydon  Aviation 
Meeting  held  on  June  3.  One  is 
that  people  will  not  go  to  Waddon 
on  a  Saturday  preceding  Whit  Mon¬ 
day  in  anything  like  the  numbers 
which  have  been  found  to  visit  the 
aerodrome  on  a  Bank  Holiday  or 
Easter  Monday.  The  other  is  that,  apparently,  the 
racing  interferes  with  the  "  legitimate  ”  business 
of  the  aerodrome,  and  must,  not  un- 
Whitsun  naturally,  await  the  arrival  or  departure 
Race  Meeting r>f  Commercial  machines.  The  attend- 
at  Waddon  ance  on  Saturday  was  very  far  below 
ihut  of  Easter  Monday.  In  fact,  we 
should  not  think  that  the  number  was  more  than  one- 
fourth  or  one-fifth  of  that  of  the  latter  day.  Evidently 
people  had  set  aside  Whit  Monday  for  their  outing, 
and  the  idea  of  going  to  see  the  racing  at  Waddon 
on  a  Saturday  afternoon  preceding  it  did  not  appeal 
to  them.  At  least  that  is  the  conclusion  to  which 
one  must  come,  in  view  of  the  pronounced  falling  off 
in  attendance  The  moral  is,  of  course,  simple  enough 
— Hold  future  meetings  (of  a  minor  character)  on 
the  Monday. 

The  second  fact  to  which  we  have  referred  is  not 
quite  so  easy  to  settle,  although  settled  it  will  have 
to  be  if  air  racing  is  to  continue.  Wc  have  on  several 
occasions  questioned  the  desirability  of  holding  race 
meetings  at  Waddon  aerodrome,  not  only  because 
the  aerodrome  is  very  far  from  being  a  good  one  for 
the  purpose,  but  also  because  it  is  quite  obvious  that 
the  regular  traffic  cannot,  and  should  not,  be  inter¬ 
fered  with  by  air  racing.  On  Saturday  the  start 
of  the  first  race  had  to  be  postponed  on  account- of  an 
incoming  machine,  which  was  reported  to  be  approach¬ 
ing  tlie  aerodrome.  It  finally  arrived,  and  the  race 
started  over  half  an  hour  late.  Later  in  the  day, 
another  race  was  due  to  start,  when  it  was  reported 
that  four  machines  wc-re  approaching  Waddon . 


Atiothei  wait  followed,  anil  in  the  (ml,  after  waiting 
more  than  half  an  hour,  three  machines  did  turn 
up,  and  the  race  could  proceed. 

In  view  of  the  fact  that,  by  crowding  the  events, 
the  organisers  of  the  Whitsun  Meeting  were  able  to 
finish  the  last  event  according  to  schedule,  the  delays 
can  in  no  way  be  ascribed  to  faulty  organisation. 
As  a  matter  of  fact,  the  organisation  was  very  much 
better  than  at  the  Easter  Meeting.  The  machines 
had  numbers  painted  on  their  rudders,  and  were 
thus  much  more  easily  identified.  A  representative 
of  the  Royal  Aero  (Tub  had  been  told  off  to  provide 
the  Press  with  any  information  desired,  and,  generally 
speaking,  the  organisation  was  fairly  good.  A  little 
closer  liaison  work  between  the  various  sections  of 
the  officials  would  do  not  harm,  but  we  are  not 
inclined  to  quarrel  violently  with  the  manner  in 
which  the  Whitsun  Meeting  was  handled. 

With  reference  to  the  delays  caused  by  incoming 
machines,  these  must  always  be.  expected,  and  we 
would  strongly  emphasise  the  point  that  the 
authorities  did  absolutely  right  in  refusing  to  let  the 
races  start  until  these  machines  had  arrived.  At  a 
time  when  we  are  doing  our  best  to  convince  people 
that  aviation  is  safe,  and  trying  to  get  them  to  take 
commercial  aviation  seriously,  it  would  obviously  be 
unwise  in  the  extreme  to  let  a  sporting  event  interfere 
with  the  regular  working  of  the  London -Paris  air 
route.  Already  there  are  a  great  many  machines 
flying  regularly,  and  one  must  suppose  that  the 
number  will  increase  as  time  goes  on. 

•o*  -e- 

.  _  The  question  that  naturally  arises, 

Wad  don  see’ng  that  the  Croydon  aerodrome  is 

at  all  ?  had,  that  it  is  difficult  to  reach  for 

people  who  have  to  travel  by  train, 
tram,  or  bus,  and  that  racing  there  is  not  wanted, 
is  why  use  Waddon  for  these  races  ?  In  the  old 
d«.ys  Hendon  was  quite  good  enough,  and  the  fact 
remains  that  the  gates  at  Hendon  before  the  War 
Were  larger,  on  any  ordinary  Saturday,  than  was  that 
at  Waddon  on  Saturday  last.  Also  Hendon  is  very 
much  easier  of  access  than  js  Waddon,  the  fares 
being  approximately  one-hkff  from  the  centre  of 
London,  and  the  time  taken  being  about  one  hour 
as  compared  with  anything  up  to  two  hours  if  one 
travels  by  bus  or  Irani.  The  aerodrome  is  at  least 
as  good  ;  in  fact,  we  think  that,  since  the  erection 
of  the  corrugated  fence  at  Waddon,  it  is  better,  and 
at  Hendon  there  is  no  one  to  interfere,  or  to  be 
interfered  with.  Finally,  when  the  tube  is  extended 
from  Golders'  Green  to  Hendon,  as  it  will  be  fairly 
soon,  one  will  be  able  to  travel  by  tube  direct  to  the 
aerodrome,  which  will  mean  getting  there  in  about 
half  an  hour. 

There  is  one  reason  for  the  retention  of  Waddon  as 
the  scene  of  the  Royal  Aero  Club's  air  races,  and 
one  only,  as  far  as  we  can  see  :  A  goodly  proportion 
of  the  machines  entered  for  the  races  are  the  property 
of,  and  arc  entered  by,  the  Aircraft  Disposal  Company, 
to  whom  naturally  Waddon  is  most  handy.  But 
we  are  convinced  that  Colonel  Darby  and  Major 
Grant  are  far  too  good  sportsmen  to  refuse  to  let 
their  machines  be  entered  just  as  often  for  races 
held  at  Hendon.  The  matter  of  flying  the  machines 
over  would  be  nothing,  and  it  is  only  in  case  of  a 
breakdown  that  bringing  the  machines  home  would 
mean  greater  expense.  The  number  of  races  in 
which,  or  as  a  result  of  which,  this  would  be  neces¬ 
sary  would  probably  be  quite  small,  and  we  hope 
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that,  with  so  many  things  in  its  favour,  this  point 
will  not  prevent  the  racing  activities  of  the  Club 
from  being  transferred  to  Hendon. 

♦  ♦  « 

Another  milestone  in  the  progress  of 
Flight*to  c‘v^  aviation  was  erected  on  the  night 
Paris  between  May  31  and  June  1,  when  a 
twin-engined  Handley  Page,  Rolls- 
Royce  "  Eagle  ”  engines,  made  a  night  flight  from 
Croydon  to  le  Bourget,  guided  solely  by  the  aerial 
lighthouses  and  by  wireless.  The  machine  was 
piloted  by  Flight-Lieut.  Roche,  R.A.F.,  who  had 
with  him  as  assistant  pilot  Flying  Officer  Traill, 
R.A.F.  Two  wireless  operators  were  also  on  board 
to  attend  to  their  side  of  the  navigation  problem, 
and  an  engineer  in  charge  of  the  engines.  As 
passengers  there  travelled  Major-General  Sir  Sefton 
Brancker,  Director  of  Civil  Aviation,  Colonel 
Blandy,  Controller  of  Communications,  and  Captain 
Biddlecombe,  also  of  the  Controller  of  Com 
munications  Branch  of  the  Air  Ministry.  The 
machine  left  Croydon  at  20  minutes  past  10  in 
the  evening,  and  arrived  safely  at  le  Bourget  about 
2  o'clock.  Thus  for  the  first  time  the  entire 
journey  between  the  two  terminal  aerodromes  was 
made  by  night,  and  no  difficulty  was  experienced 
in  locating  the  various  lighthouses  at  Tatsfleld  Hill. 
Surrey,  C  ran  brook,  Kent.  Lympme,  Dover,  Cap 
Grisnez,  St  Inglevert,  Berck,  Beauvais,  Abbeville 
and  le  Bourget.  The  weather  was  favourable,  and 
it  should  not  he  concluded  that  night  flying  as  a 
regular  and  commercial  proposition  is  immediately 
possible.  With  improved  wireless  facilities  and,  if 
necessary,  a  few  more  intermediate  lighthouses  of 
minor  capacity  at  various  points  over  the  French 
section  of  the  route,  there  is,  however,  no  reason 
why  next  year  should  not  see  the  London-Paris 
services  run  as  regularly  by  night  as  they  do  in  the 
daytime.  Even  at.  present  it  might  be.  possible  to 
inaugurate  a  mail  and  parcels  service  to  fly  by  night, 
which  would  add  enormously  to  the  value  of  the  air 
mail,  which  at  present  offers  but  little  advantage  in 
point  of  time,  owing  to  the  times  of  departure,  and 
to  the  delays  at  each  end  in  collecting  and  distributing 
the  letters  sent  by  air  mail.  The  flight  must  therefore 
be  welcomed  as  one  more  step  towards  greater  utility 
of  air  travel,  and  from  that  point  of  view  it  should 
be  regarded. 

H  H  H 
BIRTHDAY  HONOURS 
Peers 

Waring,  Sir  Samvel  James.  fit. 

Director  of  Waring  and  C.illow,  Ltd.,  Director  of  the 
Duchess  of  Sutherland’s  Cripples'  Guild  High  Sheriff  of 
Denbighshire,  1907-8.  Member  of  Executive  Committee  of 
National  Association  of  Ex- Soldiers.  Pioneer  of  decorative 
art  in  furnishing.  Active  supporter  of  Boy  Scout  movement. 
Founder  of  Higher  Production  Council.  Generous  supporter 
of  charities. 

Baronets 

Black,  Robert  James 

Chairman,  Mercantile  Bank  of  India  since  1906,  Director 
of  Shell  Transport  Company  and  of  the  Loudon  Bank  of 
Australia.  Identified  with  many  charitable  undertakings. 
Has  been  an  important  factor  in  stabilising  and  carrying  on 
Anglo-Indian  finance. 

Knights 

Iltffe,  Edward  Mauger,  C.B.E. 

Director  of  1 1  iff e  and  Sons,  Publishers.  Controller  of 
Machine  Tool  Department  of  the  Ministry  of  Munitions, 
President  of  Coventry  Chamber  of  Commerce.  Devoted 
much  time  to  hospital,  municipal  and  local  public  work. 

Order  of  the  Bath 
h'.C-.B.  ( Civil  Division). 

Nicholson,  Walter  Frederick,  C.B. 

Secretary  to  the  Air  Ministry. 
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THE  THIRD  CROYDON  AVIATION 

Good  Racing  but  Few  Visitors 


RACE  MEETING 


Either  the  somewhat  threatening  aspect  of  the  weather 
earlier  in  the  day  kept  down  the  numbers  visiting  Croydon 
last  Saturday-,  on  the  occasion  of  the  Royal  Aero  Club's 
Third  Aviation  Race  Meeting,  or  else  the  multitude  was 
reserving  Bank  Holiday  for  its  day  out.  However,  the  fact 
remains  that  the  attendance  at  Croydon  was  rather  dis¬ 
appointing. 

Weather  conditions  were,  by  the  time  the  proceedings 
opened,  -ideal,  a  light  wind  blowing  parallel  with  the*  en¬ 
closures.  enabling  the  machines  to  start  and  finish  to  the  best 
advantage  from  the  spectators’  point  of  view.  Several 
improvements  in  the  organisation  weth  in  evidence  :  numbers 
were  prominently  displayed  on  all  the  competing  machines, 
and  the  officials  made  every  effort  to  run  off  the  events  to 
time,  only  to  be  frustrated  by  the  important  but  normal 
business  of  the  airport.  This  arrival  and  departure  of 
continental  machines  only  points  to  the  unsuitability  of 
Croydon  for  these  air  races — but  more  of  this,  and  other 
matters  directly  connected  thereto,  elsewhere  in  this  issue. 

As  usual,  the  "  bookies  "  were  very  much  in  evidence, 
whilst  during  the  afternoon  a  loud-speaking  gramophone 
“  broadcasted  ”  selections  from  the  opera  intermingled  with 
recitations  on  free  insurance  ! 

The  first  event  down  on  the  programme  was  the  Third 
Club  Handicap  (first  prize  jfLo),  for  machines  with  a  speed 
not  exceeding  120  m.p.li.,  over  a  distance  of  about  iO  miles 
«u  two  la of  the  Waddon-Purley  Downs  Golf  Club-Bedding 
ton  C ttftent  Works- -Wadd on  course.  It  was  timed  to  start 


at  3  p.m  ,  and  the  machines  were  all  lined  up,  ready  to  get 
away,  when  word  came  through  that  the  Bristol  10-seater 
from  Paris  was  due,  and  so  the  start  was  delayed  for  several 
minutes  in  consequence.  There  were  five  starters  in  this 
event  when  it  did  ultimately  get  going  -the  Bristol,  by  the 
way,  arri  ved  in  grand  style,  and  certainly  gave  an  atmosphere 
of  importance  to  the  proceedings -  and  these  were: — (1) 
Lieut. -Col.  Spenser  D.  A.  Grey  on  1 10  li  p.  Le  Rhone  “  Avro  " 
504K  (4  mins.  20  secs,  handicap),  (2)  Maj,  H.  Petre  on  a 
simitar  machine  (4  mins.  3  secs.),  (6)  F.  P.  Raynhmn  on 
the  200  h.p.  Wolseley  Viper-Sopwith  "  Antelope  ”  cabin  ’bus 
with  full  load  of  air  (r  min.  15  secs.),  (4)  C.  F.  Twins  on  the 
pretty  little  Bristol  monoplane  with  the  100  h.p.  Bristol 
Lucifer  (50  secs.)  and  (5)  A.  J.  Cobham  on  the  Do  Havilland 
Co.’s  D.I-i.qB,  230  h.p.  Siddelev  "  Puma,”  at  scratch.  Lieut. - 
Col.  F.  K.  McClean  had  entered  Bert  Hinkler  on  a  200  h.p 
Avro-Viper,  but  only  Bert  Hinkler  was  to  be  seen,  looking 
something  like  Little  Bo-Peep,  only  more  so.  AU  got  away  in 
good  style,  and  at  the  end  of  the  first  lap  Cobham  bad,  it  was 
seen,  considerably  shortened  his  distance  from  the.  limit  man. 
It  was  a  splendid  finish,  Cobham  swooping  in  across  the 
line  only  half  a  second  in  front  of  Spenser  Grey,  Raynham 
following  some  22  secs,  behind.  Petre  came  in  next,  and 
L  wins  finished  up  last. 

After  this  J.  LI.  James  gave  a  spectacular  demonstration 
of  the  capabilities  of  the  Gloucestershire*  Mars  I,  fitted  with 
the  Napier  ’’  Lion.”  He  flew  up  and  down  before  the  enclo¬ 
sures  at  a  speed  estimated  at  about  200  m.p.li.,  and  obviously 


AIR  RACING  AT  WADDON  :  1.  U wins,. on  the  Bristol  monoplane,  100  h.p.  Bristol  “  Lucifer  ”  engine,  winning 
the  First  Whitsuntide  Handicap.  2.  and  3.  Releasing  the  balloons  for  the  balloon  sniping  competition,  which 
was  won  by  Admiral  Mark  Kerr.  4.  Alan  Cobham,  on  aD.H.9,  Siddeley  “  Puma  ”  engine,  winning  the  First 
Sprint  Handicap.  5.  Stocken  on  a  D.H. 4,  Rolls-Royce  “Eagle”  engine,  belonging  to  the  Aircraft  Disposal 

Company,  finishing  in  the  First  Sprint  Handicap. 
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RACING  AT  WADDON  :  Machines  lined  up  for  the  start  of  First  Whitsuntide  Handicap. 


impressed  the  spectators.  He  also  executed  sundry  sharply- 
banked  turns,  zooms,  etc.,  and  on  one  occasion  flew  past 
the  enclosure,  with  the  "  Lion  ”  muzzled,  at  what  looked,  in 
comparison,  a  remarkably  low  speed.  As  usual,  his  landing — 
on  by  no  means  ideal  ground — was  perfect. 

The  next  event  was  the  First  Sprint  Handicap  (first  prize 
^20),  over  one  lap  of  the  same  course.  In  this  there  were 
four  starters,  as  follows  : — (5)  A.  J.  Cobham  on  the  D-H.oB 
(1  min.  15  secs.),  (7)  S.  H.  Hayns  on  a  200  h.p.  Wolseley 
“  Viper  ”— S.E.5A  (39  secs.),  R.  H.  Stocken  on  a  350  h.p. 
Rolls-Royce  D.H.9A  (26  secs.)  and  E.  L.  Foot  on  a  300  h.p. 
Hispano-Suiza  Martinsyde  F.4  at  scratch.  The  last  three 
were  all  entered  by  Maj.  Grant,  of  the  Aircraft  Disposal  Co. 
In  this  event  Cobham  maintained  the  lead  throughout, 
Hayns  following  fairly  close  behind.  Foot  came  along  next, 
zooming  skywards  over  the  line,  and  then  Stocken. 

After  this  the  Balloon -sniping  Competition  was  held,  in 
which,  after  an  Avro  with  a  sniper  as  passenger  had  received 
a  three-minute  start,  three  balloons  were  released  at  two- 
minute  intervals,  and  these  had  to  be  destroyed  in  the  quickest 


time  within  10  minutes.  Admiral  Mark  Kerr,  piloted  by 
Raynham,  the  first  competitor,  did  not  waste  much  time  in 
getting  to  work,  and  brought  down  the  first  balloon  3  mins. 
10  secs,  after  taking  off  !  He  picked  off  the  two  remaining 
balloons  almost  as  soon  as  they  were  released,  thus  securing 
a  “  possible.”  Two  other  competitors  had  a  turn,  but  had 
difficulty,  it  appeared,  in  locating  the  balloons  before  it  was 
too  late,  and  neither  secured  a  single  hit. 

By  this,  time  we  were  only  ten  minutes  beliind  the  hour 
fixed  for  the  next  event,  having  run  off  the  previous  event - 
very  smartly  indeed  ;  it  was  thus  somewhat  disappointing 
to  learn  that  four  Continental  machines  were  due  in  at  any 
moment,  necessitating  another  delay  in  starting  the  next 
race.  However,  the  opportunity  was  taken  to  make  a  para¬ 
chute  drop  during  the  wait.  Our  old  friend,  Mr.  Newall, 
was  down  on  the  programme  for  this  event,  but  having 
outgrown  the  ordinary  size  Guardian-Angel,  which  lands 
him  just  a  little  faster  than  he  likes,  and  as  his  larger-size 
G.A.  was  packed  up  ready  for  a  drop  up  north  on  Bank 
holiday,  his  ”  understudy,”  Mr.  R.  G  Read,  made  the  drop 


THE  GLOUCESTERSHIRE  ”  MARS  I,”  450  H.P.  NAPIER  “  LION,”  AT  WADDON  :  Mr.  James’s  flying  on 
this  machine  was  greatly  appreciated,  and  coming  down  wind  the  machine  must  have  been  doing  about  210  m.p.h. 
A  remarkable  feature  of  the  ‘‘  Mars  I  ”  is  its  slow  landing  speed,  which  is  actually  no  higher  than  that  of  some 
commercial  passenger  aeroplanes  in  regular  use  on  the  London-Paris  service.  Yet  its  maximum  speed  is  in 
the  neighbourhood  of  195  m.p.h.  in  still  air,  and  its  climb  is  simply  marvellous. 
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RACING  AT  WADDON  ;  On  the  left.  F.  P.  Raynham  is  starting  for  the  Surrey  Open  Handicap  on  his  Sopwith 
"  Antelope.”  On  the  right  he  is  seen  crossing  the  finishing  line  as  winner. 


instead.  This  was  successfully  and  gracefully  accomplished 
from  an  Avro,  piloted  by  Muir,  from  an  altitude  of  about 
1,000  ft. 

Eventually,  the  start  was  made  for  the  First  Whitsuntide 
Handicap  (first  prize  £50,  second  £20)  over  three  laps  of  the 
course,  a  'distance  of  about  24  miles.  There  were  six  starters 
for  this  event,  viz  (0)  F.  P.  Raynham  on  the  Sopwith 
"Antelope”  (4  mins.  45  secs.),  (4)  C.  F.  Uwins  on  the  Bristol 
monoplane  (3  twins,  44  secs.),  (5)  A  | .  Cobhanr  on  the  D.H  .yB 
(1  min.  25  secs.),  (8)  R.  H.  Stocken  on  the  D.H  oA  (57  secs.). 
(9)  K  L.  Foot  on  the  Martinsyde*  F.4  (17  secs.)  and  (7) 
S  H.  Uayna  ori  the  S.E.5A  (scratch).  At  the  end  of  the  first 


By  much  hustling  the  last  event  of  the  day  was  started 
very  nearly  to  time  ;  this  was  the  Surrey  Open  Handicap 
(first  prize  /30,  second  £10)  over  two  laps  of  the  course — 
16  miles.  This  produced  eight  starters  and  a  splendid  finish. 
Some  confusion  was  caused  at  the  early  stage  of  the  race 
as  regards  the  relative  position  of  the  competitors,  as  the 
last  starters  were  met  by  the  first  machines  returning  from 
the  first  turning-point. 

The  starters  were  as  follows. — (1)  Spenser  Grey  on  the 
Avro  304 K  and  (2)  E.  H-  Alliott  on  a  similar  machine,  both 
having  the  same  handicap  allowance  (6  mins.  4  secs  ),  (6) 
Raynham  on  the  Sopwith  (2  mins.  24  secs.),  (4)  Uwins  on 


A  parachute  descent  by  Mr.  R.  G.  Read  was  one  of  the  "  items  ”  on  the  Waddon  Whitsun  Meeting  Programme. 
Our  photos,  show  :  Left,  the  descent ;  right,  Major-General  Sir  Sefton  Brancker  1 Direc ^.^v^  AviaHon^con- 
gratulating  Mr.  Read.  Behind  General  Brancker  is  Cap.t.  Muir,  who  piloted  the  machine  trom  which  the 

parachute  descent  was  made. 


lap  all  the  machines  crossed  the  line  in  the  same  order  Sn 
which  they  started,  but  on  the  second  lap  Stocken  and  Foot 
both  overhauled  Cobham.  At  the  finish  IJwins  obtained  first 
place  from  Raynham,  who  came  in  second,  whilst  Stocken 
and  Foot  changed  positions  and  1  lav  ns  got  in  front  of  Cobham, 
who  came  in  last.  Before  landing  Uwins  executed  one.  or  two 
joyful  loops  and  rolls  in  excellent  style. 

After  this  |ames  gave  another  short  but  sweet  exhibition 
on  the  Mars  I,  and  immediately  after  Foot  ascended  on  the 
Martinsyde  and  gave  us  a  really  beautiful  selection  of 
"stunts." 


the  Bristol  monoplane  (t  min.  48  secs.),  (5)  Cobham  on  the 
D.H.qB  (1  min.  1  5  secs.),  (8)  Stocken  on  the  D.H.yA  (30  secs.), 
(7)  Hayns  on  the' S.E.5A  (a  secs.)  and  Foot  on  the  Martinsyde 
at  scratch.  Although  Alliott  lost  a  few  seconds  in  getting 
away,  he  soon  picked  up,  and  managed  to  get  ahead  of  Grey 
at  the  end  of  the  first  lap.  The  others  finished  the  first  lap 
in  their  relative  positions  except  for  Hayns,  who  was  last. 
\t  the  finish  Raynham  gradually  overhauled  Alliott,  and 
passed  him  several  lengths  ahead  on  the  line.  Stocken 
came  in  next,  followed  by  Foot,  Hayns,  Cobham,  Grey  and 
Uwins  respectively. 
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A  NEW 


LOW-POWER  GERMAN  RADIAL 

AERO  ENGINE 


The  60  H.P.  Five-Cylinder  Siemens- Halske 


AIR-COOLED 


1  iMtTKD  as  Germany  is  to  the  use  o i  engines  not  exceeding 
<>o  h.p.  for  single-seater  civilian  aeroplanes,  there  is  ’.ittle 
doubt  that  the  next  two  years,  after  which  time  the  position  is 
to  be  reconsidered,  will  see  considerable  progress  made  in  the 
efficiency  of  German  aircraft.  The  conditions  imposed  will 
force  Germany,  if  she  wishes  to  fly  at  all,  to  make  such  im¬ 
provements  m  Iter  aircraft  as  will  enable  it  to  do  the  work 
required,  with  the  limited  power  permitted.  Thais,  the 
restrictions  may  very  easily  turn  out  ultimately  to  be  blessings 
in  disguise.  While  other  nations  continue,  in  the  main,  to 
rely  on  power  and  more  power,  for  increase  in  performance, 
load  carrying  or  whatever  purpose  the  particular  design  is 
being  used  for,  Germany  is  prevented  from  taking  this  short 
1  lit,  and  will,  of  necessity,  have  to  effect  the  necessary  im¬ 
provements  by  more  efficient  structural  and  aerodynamical 
design. 

Whether  in  anticipation  of  a  limit  of  bo  b  p,  for  single- 
seaters  we  cannot  say,  but  the  fact  remains  that,  just  about 
the  time  when  the  latest  regulations  came  into  force  (May  .5) 
the  Siemens-llalske  firm,  of  Sicmensstadt,  near  Berlin,  com¬ 
pleted  and  tested  a  small  radial  air-cooled  five-cylindered 
engine  of  approximately  60  h.p.  In  view  of  the  fact  that, 
up  to  the  present,  Germany  has  not  produced  many  engines 
of  this  size,  it  may  safely  lie  assumed  that  the  new  Siemens- 
Halske  engine  is  likely  to  become  popular  in  Germany  in 
the  near  future.  The  new  engine  has,  we  understand,  been 
thoroughly  tested,  and  is  said  to  have  given  good  results. 
We  1  egret  that  no  figures  of  weight,  revolutions,  consumption, 
etc.,  are  available  at  the  moment,  but  the  following  general 
description  may  not  be  without  interest. 

As  will  be  seen  from  the  accompanying  photographs,  the 
Siemens-Halske  engine,  with  but  five  cylinders,  is  of  very 
clean  appearance,  and  should  not,  with  suitable  cowling, 
offer  a  great  deal  of  air  resistance.  It  is  of  the  four-stroke 
type,  with  two  valves  to  each  cylinder  The  bore  is  100  mm., 
and  the  stroke  120  mm.  The  cylinders  are  of  steel,  with 
aluminium  jackets  having  fins  machined  on  them  for  cooling. 
The  pistons  are  also  of  aluminium,  or  aluminium  alloy. 

The  aluminium  crank-case  is  in  two  halves,  and  the 
flanged  cylinder  bases  are  bolted  to  it  with  four  bolts  each. 
As  already  mentioned,  there  are  but  two  valves  per  cylinder. 
The  inlet  valve  is  operated  by  double  rockers  actuated  by  a 
push  rod  from  the  cam  gear  on  the  front  of  the  engine.  The 
exhaust  valve  is  operated,  also  via  push  rods,  by  a  single 


rocker  arm,  placed  between  the  two  rockers  of  the  inlet 
valve,  All  rocker  arms  are  carried  in  ball  bearings.  1  bi¬ 
valve  stem  guide  of  the  exhaust  valve  is  situated  inside  a 


tubular  T-piece,  so  that  the  exhaust  gases  escape  through  two 
openings.  Wc  believe  that  the  manufacturers  have  designed 
a  standard  exhaust  ring  collector  for  this  engine,  so  that  from 
each  exhaust  valve  cage,  two  short  L-pipes  run  to  the  exhaust 


THE  SIEMENS-HALSKE  ENGINE  :  Front  and  rear  views. 
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ring,  which  is  placed  behind  the  cylinders,  and  from  which  a 
single  exhaust  pipe  projects  upward  in  the  typical  German 
style.  In  the  accompanying  photographs  this  exhaust 
collector  ring  is  not  shown 

The  rear  portion  of  the  crank-case  contains  the  induction 
chamber,  from  which  the  various  inlet  valves  are  supplied 
through  straight  induction  pipes  bolted  to  the  crank-case, 
and  to  the  inlet  valve  cages.  In  the  front  portion  of  tire  crank¬ 
case  are  housed  the  cam  discs  and  the  thrust  race.  Needless 
to  say.  the  camshaft,  which  is  in  two  parts,  runs  in  ball 
bearings.  The  high  tension  leads  to  the  sparking  plugs 
n,re  housed  in  a  ring  on  the  front  of  the  engine,  and  a  single 
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pipe  carries  all  the  leads  from  the  magneto,  which  is  mounted 
on  a  platform  on  the  rear  cover  of  the  engine.  The  oil 
pump,  which  forces  oil  through  the  hollow  crankshaft  to  the 
big  ends,  is  also  mounted  on  the  rear  cover  of  the  crankcase, 
In  its  present  form,  the  engine  is  provided  with  but  our 
magneto,  and  there  is  only  one  sparking  plug  per  cylinder, 
but  we  understand  that,  if  desired,  the  manufacturers  can 
supply  the  engine  with  complete  dual  ignition. 

We  hope  that  later  some  particulars  relating  to  weight, 
r.p.m.,  fuel  and  oil  consumption,  compression  ratio,  etc.,  may 
become  available,  when  we  shall  hope  to  publish  them  in 
Flight. 

0  0 


AVIATION  IN  AUSTRALIA 


Some  important  information  is  contained  in  a  report  issued 
by  the  Controller  of  Civil  Aviation  (Air  Ministry),  giving  a 
vdsumd  of  Commercial  Aviation  activities  in  the  British 
Colonics  and  Dominions,  and  foreign  countries.  Space 
will  not  permit  the  publication  of  this  report  in  full,  but  the 
following  extracts  in  reference  to  aviation  in  Australia  are 
of  special  interest. 

Gerald! nn-Derhy  Sendee.  —  Further  details  are  given  of  the 
fatal  accident  that  occurred  at  the  opening  of  the  Geraldton- 
JDerby  service  on  December  ,5  last,  and  the  abandonment  of 
the  service.  The  reason  given  by  the  contractor  of  the 
service  for  its  discontinuation  was  that  the  Commonwealth 
Government  had  not  fulfilled  its  part  of  the  contract,  in  that 
the  landing  ground  at  Geraldton — which  had  been  prepared 
by  the  H  A  A.F.  was  not  suitable  for  bis  machines  to 
•operate  tr  -m.  As  the  result  of  an  inspection  of  the  route  by 
the  Controller  of  Civil  Aviation,  accompanied  by  the  Superin¬ 
tendent  of  Flying  Operations,  it  was  decided  that  the  objec¬ 
tions  ol  the  contracting  company  were  admissible,  and  a 
basis  of  agreement  for  the  resumption  of  the  service  sub¬ 
mitted  by  the  company  was  later  provisionally  accepted 
bv  the  Controller.  In  this  it  was  provided  that  an  alternative 
aerodrome  site  at  Geraldton  tie  aerjuired  and  prepared  by 
the  Department,  and  an  interior  service,  weekly  in  each 
direction,  between  Perth  and  Rocburne  (about  1,000  miles) 
be  immediately'  resinned  -the  full  service  between  Geraldton 
and  Derby  being  resumed  as  soon  as  the  new  aerodrome  was 
completed 

The  Perth- Rocburne  Service  started  on  February  21  last, 
and  it  was  anticipated  that  the  full  service  would  be  in 
operation  by  March  10.  As  a  result  of  the  inspection  of  this 
route  by  the  Controller  of  Civil  Aviation,  additional 
emergency  landing  grounds  between  Northampton  and 
Hamelin  Pool  were  considered  desirable,  which,  together 
with  those  already  prepared,  should  render  Australia's  first 
subsidised  aerial  route  (some  1.200  miles)  an  exceedingly 
safe  one . 

Brisbane-  Sydney  and  Sydney- Adelaide  Sendees. — Contracts 
for  services  between  Brisbane  and  Sydney,  and  Sydney  and 
Adelaide  have  been  granted  to  Mr.  F.  L.  Roberts  and  the 
Larkin  Aircraft  Supply  Co.,  Ltd.,  respectively.  The  former 
has  applied  tor  permission  to  assign  his  rights  to 
the  Larkin  company'-,  who,  in  turn,  seek  to  assign  both 
contracts  to  a  new  company-  the  Australian  Aerial  Mail 
Service,  f.td  These  services  will  be  inaugurated  early'  in 
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July,  and  will  be  maintained  once  weekly  in  each  direction 
over  a  period  of  one  year,  with  a  subsidy  of  £11,500  for  the 
Sydney- Brisbane  route,  and  £'17,500  for  tlic  Sydney- Adelaide 
route.  The  machines  to  be  used  will  be  three  Handasyde 
monoplanes  (pilot  and  six  passengers) ;  three  D.H.  4  biplanes 
(pilot  and  two  passengers)  ;  and  one  Sopwith  “  Wallaby 
(pilot  and  five  passengers),  all  of  which  are  fitted  with  360  h.p. 
Rolls-Royce  Eagle  VIII  engines.  Two  spare  engines,  spares 
for  engines  and  spares  for  machines  are  also  provided  for. 

The  survey  and  preparation  of  the  Sydney- Adelaide  route 
has  been  completed,  with  the  exception  of  Adelaide,  whilst  it 
is  expected  to  have  the  other  route  completed  by  July. 

Charleidlle-Clonrinry  Sendee. — Particulars  of  this  service 
were  given  in  Flight  for  May  18  last,  but  the  following 
additional  information  may  be  of  interest.  The  service 
over  this  route  will  link  up  the  Western  terminals  of  the 
three  main  East-West  railways,  viz.,  Brisbane-Charleville ; 
Rockhampton-Longrcach,  and  Towns ville-C lone  urry.  The 
country  traversed  by  this  route  is  very'  well  suited  for  flying, 
and  the  local  governing  authorities  of  most  of  the  towns 
selected  as  regular  stopping  places  have  shown  their  practical 
interest  in  civil  aviation  by  taking  steps  to  establish  aero¬ 
dromes  under  their  own  control. 

In  connection  with  aerial  rcconnaissauce  carried  out  by' 
the  Controller  of  Civil  Aviation  (Col.  Brinsmead),  also  referred 
to  in  the  above-mentioned  issue  of  Flight,  the  following 
technical  observations  may'  be  of  interest  :  Whilst  the 
machine  (Bristol  "  Tourer  ")  and  engine  (Siddeley)  behaved 
quite  well  throughout  the  trip,  a  number  of  modifications  to 
adapt  the  machine  to  local  conditions  were  manifest.  The 
fitting  of  an  auxiliary  radiator  is  the  most  important  of 
these — shade  temperatures  of  iro  deg.  F.  are  common  on 
the  North-West  coast.  Metal-tipped  propellers  appear  to 
be  essential,  as  the  low  scrub,  stones  and  sand  gave  much 
trouble  with  the  unprotected  propeller  fitted.  A  four-bladed 
propeller  with  a  small  a  diameter  as  possible  would  probably 
give  the  least  trouble.  Timber  shrinkage  was  very  noticeable, 
and  necessitated  a  number  of  adjustments  to  bracing  wires, 
and  minor  trouble  was  experienced  with  tyres,  tubes  and 
rubber  shock-absorbers. 

In  conclusion,  it  may  be  mentioned  that  the  total  appro¬ 
priation  for  Civil  Aviation  (in  Australia)  for  1921-1922  is 
£98,010,  and  the  provision  for  "  Estimated  Savings  '*  is 
£35,000,  giving  a  total  amount  available  for  Expenditure  of 
£63,019. 
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IN  PARLIAMENT 


Commercial  Aviation 

Mr.  VV.  Grits  wood,  on  May  25,  asked  the  Secretary  of  State  for  Air  the 
amount  oi  money  we  were  spending  to  extend  commercial  aviation  in  this 
country,  aid  the  comparison  such  expenditure  bears  to  that  in  C.ermauy  and 
Russia  5 

Capt.  Guest :  The  estimated  expenditure  on  civil  aviation  during  the  current 
financial  year  on  the  basis  of  the  nreanisation  forecasted  when  presenting 
the  Estimates  in  £355,000.  In  addition,  however,  services  on  behalf  of  civil 
aviation  arc  rendered  by  the  Department  of  Supply  and  Research,  the  C011- 
tjollerate  of  Communications,  and  the  Meteorological  Office.  The  German 
Government  is  giving  direct  assistance  to  the  air  transport  industry  by  the 
payment  of  a  subsidy  of  10  marks  per  kilometre  flown  for  distances  under 
.300  kiloms.,  and  1 1  marks  for  distances  above  300  kiloins.  In  addition,  in  1921, 
a  sum  of  1 0.000, 000  matUs  was  1  .-voted  to  the  relief  oi  aircrall  constructional 
companies  The  amounts  set  aside  as  subsidies  for  air  transport  in  1920, 
j<)2 1  and  1922  are  reported  to  be  as  follows 

1920,  12,00b, 000  marks. 

1921,  n, 000,0 00  marks  (and  r, 000, 000  marks  for  meteorology). 

1922,  40,000,000  marks. 

The  Russian  Government  is  understood  to  have  entrusted  recently  the 
development  of  air  hues  in  Russia  and  between  Russia  and  Germany  to  a 
German  concern,  the  Aero-Union  Aktien  Gesellschaft,  with  which  it  has 
co-operated  in  the  financing  of  a  Russian  German  air  transport  company. 

Sir  H.  Brittain  :  Can  the  right  hou.  gentleman  give  us  any  idea  of  the 
number  of  commercial  aeroplanes  operating  in  England  as  a  result  of  that 
expenditure  as  compared  with  Germany  ? 

Capt,  Guest :  If  my  hou.  friend  will  put  a  question  down  I  will  give  him  all 
the  information  I  can. 

Mr.  L'Estrangc-  Malone  :  Is  there  not  a  great  deal  of  money  being  spent  by 
the  Admiralty  which  might  more  profi  tably  be  spent  on  civil  aviation  ? 


British  and  German  Commercial  Aeroplanes 

Sir  Id.  Brittain,  on  May  30,  asked  the  Secretary  of  Slate  for  Air  whether 
he  is  able  to  give  the  approximate  number  of  commercial  British  'planes  in 
actual  service  in  this  country  as  compared  with  the  number  of  Germau  'planes 
operating  in  Germany  ? 

Capt.  Guest  :  It  is  not  possible  to  draw  any  useful  comparison  between  the 
total  number  of  British  commercial  aeroplanes  in  operation  in  this  country 
and  the  number  of  German  ‘planes  operating  in  Germany,  as  thenew  Regula¬ 
tions  (which  permit  of  the  manufacture  of  civil  machines  under  certain  con 
ditions)  only  came  into  force  on  May  5,  1922.  The  total  number  of  machines 
available  for  civil  air  transport  in  Germany  is  225,  including  100  old  ex-military 
machines  (which  arc  reported  to  be.  in  bad  condition).  It  is  probable,  however, 
that  the  number  of  machines  operating  in  Germany  will  increase  as  a  result  of 
the  new  Regulations  coining  into  force.  The  total  number  of  British  aircraft 
holding  Certificates  of  Airworthiness  in  Great  Britain  is  115.  This  number 
includes  all  machines  used  for  ”  joy-riding  ”  purposes  and  for  cross  country 
flights  with  passengers  or  goods.  The  number  of  commercial  aircraft  actually 
in  service  on  the  London-Paris  and  London -Brussels  routes  is  Ik,  but,  in 
addition,  occasional  trips  to  the  Continent  are  made  with  other  machines. 

Air  Power 

Sir  H.  Hkittain  asked  which  country  now  possesses  the  most  powerfully- 
equipped  air  force  ;  and  whether  any  country  has  today  a  greater  ratio  than 
the  two- Power  standard  formerly  held  by  Great  Britain  on  the  seas  ? 

Capt.  Guest :  The  comparative  assessment  of  air  strength  lor  which  uiy 
hon.  friend  asks  is  most  difficult  to  calculate,  depending  -as  it  does,  not 
only  on  numbers  of  squadrons,  machines  and  personnel,  but  on  relative 
efficiency  of  armament  and  lighting  power,  The  general  position  was  ex¬ 
plained  in  my  speech  of  March  21  last  on  the  Air  Estimates.  1  do  not  think 
it  desirable  or  possible  to  compare  air  strength  on  the  basis  of  a  one- Power  or 
two-Power  standard,  but  the  subject  is  too  complicated  to  be  dealt  with 
usefully  by  way  of  question  and  answer. 
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NOTICES  TO  AIRMEN 


Thames  Estuary — Danger  Area 

Ir  is  notified :  1.  Yantlet  A  rtillery  Range. — Artillery 

practice,  which  takes  place  at  irregular  times  on  the  Yantlet 
range,  forms  a  danger  to  aircraft  over  an  area  extending  across 
the  mouth  of  the  Thames  from  Yantlet  (Lat.  510  28'  N., 
Long.  o°  42'  E.,  approx  ),  about  2  miles  N.W.  of  Grain 


signal  consists  of  a  white  square,  each  side  measuring  21  ft., 
having  in  the  centre  a  red  disc,  7  ft.  in  diameter,  as  shown  cm 
the  sketch. 

(No.  51  of  1922.) 

Aerodromes  for  Civil  Use — Amendments 

Notice  to  Airmen  No.  35  of  1922  (Consolidated  List. 


39’ 


Ground  Sign  on 
Grain  Aerodrome 


KEY 

Robibited  Areas 

Aerodrome  and 
Seajjlane  Station  & 


Aerodrome,  to  the.  N.E.  extremity  of  Foulness  Sand  (Lat. 
510  40'  N.,  Long.  i°  5 '  E.,  approx.),  as  shown  on  the  appended 
sketch. 

Pilots  should,  therefore,  so  far  as  possible,  avoid  this  part, 
of  the  Thames  Estuary. 

2.  Warning  Signal  at  Grain. — When  firing  is  in  progress,  a. 
ground  signal  will  be  displayed  on  Grain  Aerodrome,  1 1  miles 
W.  of  Sheerness  (Lat.  510  26'  N.,  Long.  0°  43'  E.)~  This 

H  H 


of  Aerodromes)  is  amended  as  follows  : — List  C.  Licensed 
Civil  A  erodromes . 

(a)  Civil  Aerodromes  licensed  for  all  types  . 

Ensbury  Park,  Bournemouth,  should  be  deleted. 

(b)  Civil  Aerodromes  licensed  as  "  suitable  for  Avro  504  K 
and.  similar  types  of  aircraft  only  ”  : 

Gwaun-cae-Gurwen  should  be  added. 

(No.  52  of  1922.) 
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THE  LONDON-CONTINENTAL  SERVICES 

FLIGHTS  BETWEEN  MAY  28  AND  JUNE  3,  INCLUSIVE 
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Croydon-Paris . 

h.  m. 

63 

162 

25 

44 

62 

2  44 

D.H.  34  G-EBBS  (ah.  4m.) 

B.  (4),  Br.  (1),  D.H.  4  (1), 

■ 

D.H.  18(2),  D.H.  34  (3),  G.  (8), 
H.P.  (1),  H.P.W.  8B  (1),  Sp. 

Paris-Croydon  ... 

63 

U3 

9 

35 

61 

2  36 

D.H.  34  G-EBBS  (2h.  om.) 

(4).  V.  (1),  W,  (1). 

B.  (4),  Br.  (1),  D.H.  4  (i), 

- 

D.H.  9  (1),  D.H.  18  (3), 
D.H.  34  (3),  G.  (7),  H.P.  (t), 
H.P.W,  8B  (1),  Sp.  (3).  V,  (1), 

Croydon-Brussels 

W.  (T) 

5 

9 

4 

4 

5 

2  37 

D.H.  34  G-EBBT  (ah.  20m.) 

D.H.  4  (1 ),  D.H.  18  (1),  D.H,  34 

Brussels-Croydon 

5 

10 

3 

4 

2  24 

D.H.  34  G-EBBR  (2I1.  7m.) 

(2),  W.  (1). 

D.H.  4  (1),  D.H.  18  (1),  D.H.  34 

Croydon- Rotterdam- 
Amsterdam, 

12 

13 

12 

11 

12 

2  45 

Fokker  H-NABQ  (2h.  2im.)§ 

(2),  W.  (1). 

F.(7). 

Amsterdam-Rotterdam- 

Croydon. 

12 

12 

12 

10 

12 

2  21 

Fokker  H-NABS  (ah.  19m. )§ 

F.  (6), 

Totals  for  week 

160 

379 

62 

107 

156 

*  • 

*  Not  including  "  private  ”  flights.  f  Including  certain  journeys  when  stops  were  made  en  route. 

+  Including  certain  diverted  journeys.  §  Rotterdam. 

Aw  -  Avro.  B  =  Breguet.  Br.  =  Bristol.  Bt.  =  B.A.T.  D.H.4  =  De  Havilland  4,  D.H.g  (etc.). 

F.  =  Fokker.  Fa.  =  Farman  F.50.  G.  =  Goliath  Farman.  H.P.  =  Handley  Page.  M.  Martinsyde.  N.  =  Nieuport. 
P*  ~  Potez,  R.  =  Rumpler,  Sa.  =  Salmson.  Se.  —  S.E.5.  Sp.  —  Spad,  V.  :  Vickers  Vimy.  W.  =  West! an 


Incidental  Flying. — Capt.  Barnard  and  Capt.  Stocken  were  out  testing'  sundry  machines  for  the  Aircraft  Disposal  Co.r 
including  an  Avro,  D.H  9,  and  Martinsyde.  Mr.  Hayns  was  also  out  on  an  S.E.  5a. 
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LONDON  TERMINAL  AERODROME 


Monday  evening,  June  5. 

There  was  a  weleoineinflux  of  passengers  during  the  week-end, 
but  on  the  whole  there  is  still  a  shortage  on  last  year's  totals. 
Airway  managements  are  beginning  to  express  the  opinion 
that  the  recent  accidents  are  responsible  for  the  dearth  of 
passengers.  The  situation,  at  any  rate,  is  now  becoming 
acute.  Several  air-line  employes,  engaged  with  the  idea 
that  they  would  be  needed  in  order  to  cope  with  a  heavy 
traffic,  have  been  discharged.  There  is  now  a  movement  on 
foot  to  induce  the  Air  Ministry  to  return  to  the  old  subsidy 
of  so  much  a  completed  trip  instead  of,  as  at  present,  so  much 
on  actual  load  carried.  It  is  to  be  hoped,  however,  that  the 
Air  Ministry  will  refuse  to  comply  with  this  suggestion,  as 
it  would  stifle  all  initiative  and  lead  to  wasteful  extravagance 
and  inefficiency. 

A  fatal  accident,  in  which  three  lives  were  lost,  occurred  on 
Saturday.  A  "  Spad,”  owned  by  the  Messageries  Adriennes, 
and  carrying  two  passengers,  nose-dived  into  the  Channel 
when  about  three  miles  off  Folkestone,  hitting  the  water 
with  such  force  that  the  pilot  and  his  two  passengers  were 
killed  instantly.  The  passengers  had  booked  by  Daimler 
Airways,  but,  owing  to  the  fact  that  the  one  remaining  D.H.34 
of  this  firm  was  temporarily  unavailable,  they  were  trans¬ 
ferred  to  the  "  Spad.”  The  pilot,  M.  Morin,  has  had  con¬ 
siderable  experience  on  the  cross-Channel  service.  It  is 
thought  by  airway  experts  at  the  air-station  that  he  was 
overcome  by  some  sudden  indisposition,  probably  due  to 
the  heat,  and  that,  robbed  of  his  controlling  hand,  the  machine 
dived  headlong  into  the  sea.  One  of  the  passengers.  Dr, 
Gordon  Ley,  was  well  known  on  the  airways,  having  been  a 
constant  aeroplane  traveller  since  “  Aire©  ”  days. 

Awkward  Forced  Landing  on  the  Brussels  “  Airway  ” 

Mr.  Bradly,  of  the  Instone  Air  Line,  had  an  unpleasant 
experience  in  Belgium  on  Monday  last.  Soon  after  leaving 
Brussels,  piloting  a  D.H.iS,  one  of  the  connecting-rods  of 
the  engine  broke,  and  tore  through  the  crank-case.  Mr. 
Bradly  glided  down  to  alight,  the  district  being  particularly 
bad  for  forced -landing,  and,  choosing  the  largest  field  he 
could  see,  managed  to  land  safely  in  spite  of  numerous  barbed- 
wire  fences  which  it  was  impossible  for  him  to  see  from  the 
air.  Before  the  machine  actually  pulled  up,  however,  it 
struck  a  wooden  rubbing-post  which  had  been  erected  in 
the  middle  of  the  field  for  cattle  to  rub  against.  The  collision 
so  damaged  the  machine  that  it  had  to  be  dismantled  and 
carted  to  Brussels  for  repairs  and  re-erection. 

On  Wednesday  night  Maj  -General  Sir  W.  S.  Branckcr 
made  the  first  commercial  night  flight  to  Paris  in  a  Service 
Handley  Page  0-400,  piloted  by  Fbght-Lieut.  Roach  Col. 
Blandv.  Director  of  Communications  at  the  Air  Ministry, 
and  Capt.  Biddlecom.be  accompanied  Gen.  Branckcr.  Practi¬ 
cally  all  the  illuminations  at  the  aerodrome  were  working, 
and  one  searchlight  was  throwing  its  beam  into  wind  in 
order  to  provide  an  illuminated  path  down  which  the  machine 
could  get  off.  Lieut.  Roach,  however,  disdained  such  aids 
to  night-flying,  and,  without  troubling  to  get  on  to  the  illu¬ 
minated  section  of  the  aerodrome,  took  straight  off.  The 
visibility  was  quite  good  throughout  the  journey,  and  each 
light  along  the  route  was  picked  up  long  before  the  one  in 
the  immediate  vicinity  of  the  machine  was  lost  sight  of.  The 
journey  to  Paris  was,  in  fact,  made  with  as  much  ease  as  if 
it  had  been  daylight.  Maj. -Gen.  Branckcr  returned  to 
London  by  boat  and  train  on  Thursday,  and  the  machine 
flew  back  during  the  day. 


New  Fokker  Monoplane  of  Unusual  Design 

I  UNDERSTAND  that  Fokker  is  building  a  new  ra-passenger 
monoplane,  in  which  he  is  incorporating  the  novel  idea  of 
additional  wing  area  for  extra  loads.  The  machine  is  nor¬ 
mally  a  monoplane,  but  when  it  is  required  to  carry  an  extra 
heavy  load  this  can  be  accomplished  bv  adding  two  small 
and  easily-fixed  wings  to  the  machine,  turning  it  into  a  sort 
of  hybrid  ”  monoplane-biplane.”  I  hear,  furthermore,  that, 
in  future  all  monoplanes  built  at  the  Fokker  works  are  to 
have  the  wing  raised  above  the  fuselage  with  a  gap  between 
the  top  of  the  fuselage  and  the  bottom  of  the  wing.  This, 
it  is  stated,  gives  increased  lift,  in  addition  to  allowing  the 
pilota  good  viewr  to  the  rear.  The  K.L.M.  had  a  record  weight 
of  air-parcels-post  on  Saturday,  the  total  being  95  lbs. 
This  seems  to  show  that  on  this  route,  at  am  rate,  there  is 
some  chance  of  the  air-parcels-post  providing  really  satisfac¬ 
tory  loads  in  the  not-too-di.stant  future. 

Handley  Page  Transport  have  been  carrying  quite  good 
loads  during  the  week.  They  have  now'  obtained  delivery  of 
their  third  W.8B. 

Famous  French  “  Ace  ”  at  Croydon 

Capt.  Pinsard,  a  very  well-known  French  flying  ”  ace,” 
arrived  at  the  aerodrome  on  Wednesday  during  a  Paris- 
Brussels-London -Paris  flight  in  connection  with  the  Lamblin 
Cup.  lie  succeeded  iri  beating  all  previous  competitors, 
accomplishing  the  round  trip  of,  roughly,  600  miles  (with 
half-hour  stops  at  Brussels  and  Croydon)  iu  5  hrs.  43  mins. 

The  Daimler  Airways  still  continue  to  run  two  services  in 
each  direction  daily  with  one  machine,  and  the  regularity  of 
this  service,  considering  the  difficulties,  is  really  remarkable. 
They  are  still  suffering,  however,  from  a  lack  of  passengers, 
and  1  understand  that  their  idea  of  a  revised  subsidy  is  that 
a  guarantee  of  a  50  per  cent,  load  should  be  given.  This 
would  mean  that,  in  order  to  make  the  service  pay,  machines 
and  all  other  items  in  the  service  would  have  to  be  run 
efficiently,  and  wraste  of  every  description  eliminated. 

First  Vickers  “Vulcan  ”  on  Paris  Service 

The  Instone  Air  Line  have  now  secured  delivery  of  the 
first  Vickers  ”  Vulcan.”  Capt.  Barnard  flew  it  to  Paris 
with  six  passengers  on  Thursday,  and  the  machine  got  off 
very  well.  The  most  remarkable  feature  of  the  machine, 
however,  is  its  slow  landing  speed,  which  delights  all  pilots 
at  the  aerodrome. 

Traffic  on  the  French  air-lines  consists,  in  the  main,  of 
goods,  and  there  is  no  gainsaying  the  fact  that  what  goods- 
traffic  there  is  goes  by  the  foreign  lines.  Goods  traffic  on  the 
British  lines  forms  a  very  insignificant  proportion  of  the 
general  total. 

On  Whit  Monday  air  passenger  figures  were,  generally 
speaking,  disappointing,  although  the  weather  was  so  fine. 

During  the  w'cek-end,  however;  Capt.  Muir  was  busy  with 
joy-riders,  while  it  was  noticeable  that  there  were  large 
numbers  of  the  public  in  the  free  enclosure  to  watch  this 
joy-riding,  and  also  the  departures  and  arrivals  of  the  conti¬ 
nental  “  air  expresses.” 

Mr,  Macintosh  was  a  busy  man  on  Monday,  having  two 
tasks  on  hand  at  the  same  time.  One  of  these  was  to  test 
the  new  Handley  Page  W.8B  ;  the  other  Avas  to  play  in  a 
cricket  match  for  Wallington,  whose  field  is  just  at  the  bottom 
of  Plough  Lane,  near  the  aerodrome.  Mr.  Macintosh  was, 
one  might  say,  in  the  air  one  minute  and  the  next  engaged 
arduously  in  cricket.  It  is  a  tribute  to  his  energy  that  he 
carried  out  both  efforts  successfully. 


IN  FULL  FLIGHT  :  Two  views  of  the  D.H.34,  450  Napier  “Lion  ”  engine. 
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A  STRENGTH  CALCULATOR  FOR  AEROPLANE  DETAILS 

A  Handy  Slide  Rule  for  the  D.O. 


[Ai.THorr.H  tlu're  is  in  modern  design  a  tendency  towards  a 
reduction,  01  the  t<dal  suppression,  of  bracing  wives,  with 
their  lugs,  bolts,  pins,  etc.,  we  shall  probably  still  be  using 
wires,  streamline  or  otherwise,  in  aircraft  for  a  number  of 
years  to  come.  This  means  a  considerable  number  of 


calculations  of  sizes  foi  wiring  lugs,  bolts,  etc.,  and  any 
instrument  which  enables  the  draughtsman  to  make  these 
calculations  rapidly  and  accurately  is  entitled  to  considera¬ 
tion.  Such  an  instrument  is  the  slide  rule  calculator  invented 
by  Mr.  Charles  Blazdell,  who  has  very  kindly  sent  us  the 
following  description  of  bis  instrument. — Eo.j 

The  calculator  herein  described  is  intended  for  use  in  the 
drawing  office  when  deciding  the  sizes  of  such  details  as 
wiring  lugs,  bracing  attachments,  bolts,  pins  and  such  like 
parts  carrying  loads  in  new  designs  of  aircraft,  or  for  checking 
the  strengths  of  parts  already  designed.  Though  much  has 
been  clone  in  the  way  of  standardisation  of  such  fittings, 
special  circumstances  constantly  arise  which  necessitate 
departure  from  standard,  and  consequently  involve  calcula¬ 
tions  for  strength. 

By  means  of  this  instrument  such  questions  as  the  following 
can  be  determined  without  calculation  by  one  movement  of 
the  slide : — 

(1)  The  necessary  width  of  a  wiring  lug  in  any  gauge 
of  plate,  for  any  given  load,  when  made  in  material  of  any 
given  strength. 

(_’)  The  pin  diameter  as  determined  by  the  given  permissible 
bearing  pressure  in  any  thickness  of  plate. 

(3)  The  strength  in  single  or  double  shear  of  pins  and 
rivets  in  material  of  any  shear  strength. 

(4)  The  safe  load  and  ultimate  tensile  strength  of  bolts, 
with  the  shear  strength  of  the  plain  and  threaded  portions. 

The  scales  are  divided  direct  in  fractional  parts  of  an 
inch,  and  standard  wire  gauge  numbers  as  generally 
employed  on  drawings,  and  bolts  are  given  in  B.A,  and 
B.S.F.  sizes.  It  is,  therefore,  unnecessary  to  convert  drawing 
sizes  to  decimals,  nor  to  refer  to  tables  of  wire  gauge  sizes 
or  screw-thread  core  diameters,  as  results  are  read  direct  in 
the  units  usually  used  on  drawings.  As  shown  in  the  illus¬ 
tration,  the  calculator  is  a  simple  form  of  slide  rule — the  two 
tipper  scales  on  the  front  face  reading  direct  in  fractions  of 
au  inch  from  ^  in.  to  3  ins.,  and  in  wire-gauge  numbers  from 
30  S.W.G.  to  |  in,  7'he  two  lower  scales  are  graduated  for 
any  strength  of  material  from  10  to  xoo  tons  per  square 
inch,  and  any  load  from  500  to  30,000  lbs.  Two  scales 
read  through  the  back  of  the  rule  arc  provided,  the  upper 
scale,  divided  in  5Vs  of  an  in.  from  in,  to  £  in.  diameter, 
dealing  with  pins  and  rivets,  the  lower  scale,  marked  direct 
in  B.A.  and  B.S.F.  thread  sizes  from  \  B  A.  to  l  in.  B.S.F. . 
being  used  for  bolts. 

A  table  on  the  back  of  the  rule  gives  the  ultimate  strengths 
of  all  B.E.S.A.  swaged  rods  and  streamline  wires,  and  the 
strengths  of  materials  to  B.E.S.A.  Specifications  in  common 
use  are  specially  marked  on  the  scales. 

A  considerable  saving  of  time  and  labour  as  compared  with 
an  ordinary  slide  rule  results  from  the  employment  of  this 
calculator  on  problems  within  its  scope,  the  special  division 
of  the  scales  rendering  the  reading  of  the  result  both  quick 
and  easy. 

a  s  0  s 

The  Writing  in  the  Sky 

This  week  has  witnessed  the  first  practical  application  of 
the  invention  of  Major  J.  C.  Savage,  by  means  of  which 
chemical  smoke  trailing  from  an  aeroplane  can  be  used  for 
writing  words  or  tracing  figures  in  the  sky-  Capt.  Cyril 
Turner,  who  will  be  remembered  as  one  of  the  pilots  of  the 
B  A.T.  firm,  has  been  flying  the  machinein  which  the  apparatus 
has  been  installed  His  first  “  sky  sign  ”  took  the  lorm  of 
the  word  “  Castro!,1’  the  famous  aero-engine  lubricant. 
Later  in  the  week  he  repeatedly  wrote  the  words  “  Daily 
Mail  ”  across  the  sky.  We  would  suggest  that  it  might  be 
well  worth  the  trouble  and  expense  of  the  Air  League  to 
get  in  touch  with  Maj.  Savage,  with  a  view  to  getting  Capt. 
Turner  to  undertake  a  propaganda  campaign  by  writing, 
day  after  day  and  in  various  localities  of  the  kingdom,  ”  Wake 
up,  England.”  fti  that  way  the  public  would  have  brought 
home  to  them  the  urgent  need  for  a  revision  of  our  air  policy. 

Apart  from  the  publicity  value  of  this  new  air  “  stunt,”  it 
would  appear  to  have  possibilities  of  scientific  application. 
For  instance,  it  might  be  possible  to  install  the  smoke- 
producing  apparatus  in  the  nose  of  an  aeroplane  arid  let  the 
smoke  pour  over  the  machine,  meanwhile  photographing  ot 
*'  filming  ”  the  paths  followed  by  the  smoke  over  various 
parts  of  the  machine.  In  this  manner  it  might  be  possible  to 
get  a  lot  of  valuable  information  about  dovmwash  and  its 
effect  on  the  tail  of  0  machine,  the  effect  of  slip-stream  and 
so  forth.  If  that  be  feasible,  the  scientific  value  of  Maj. 
Savage’s  invention  may  well  prove,  far  greater  than  its 
application  to  advertising. 
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LONGREN  TWO-SEATER  BIPLANE 


It  cannot  be  said  that  American  designers  have  neglected 
the  moderate-priced,  low-to-medium -powered  aeroplane, 
fOx  the  efforts  in  this  direction,  have  been  numerous.  Such 
machines,  it  should  be  noted,  are  particularly  suitable— 
especially  when  of  the  easy-to-fly-and -maintain  type — for 
countries  like  the  States  and  Canada,  where  vast  tracts  of 
land  unserved  by  regular  transport  services,  ranches,  scattered 
farms,  and  the  like  prevail  ;  communication,  inspection, 
and  various  duties  connected  with  these  conditions  can  easily 
be  carried  out  by  means  of  the  type,  of  machine  in  question. 

One  of  these  machines  developed  in  the  U.S.A.  is  the 
Lougren,  described  and  illustrated  herewith.  It  was  designed 
and  built  by  the  Longren  Aircraft  Corporation  of  Topeka, 
Kansas,  as  a  business  and  pleasure  vehicle  of  moderate 
price  ($2,465)  for  the  individual  owner — or  owner-pilot. 
Besides  several  novel  constructional  details,  low  cost  of  upkeep 


and  operation,  small  housing  space,  and  facility  for  obtaining 
spare  parts  -all  parts  are  numbered,  listed  and  a  full 
stock  always  available— are  the  main  features  of  this 
machine. 

The  Longren  is  a  two-seater  side-by-side  tractor  biplane, 
with  its  wings  arranged  to  fold  back. 

The  fuselage  is  made  of  hard  vulcanised 
fibre,  moulded  to  a  good  streamline  form. 

The  fibre  is  fastened,  at  the  top  and 
bottom  centre  lines,  to  two  ash  longerons, 
and  is  reinforced  with  laminated  ash 
ribs,  giving  an  exceptionally  strong  and 
rigid  assembly  that  is  resilient  and  shock 
resisting.  This  fibre  has  a  strength- 
weight  ratio  that  is  claimed  to  lie  double 
that  of  plywood  or  veneer,  and  it  cannot 
be  shattered  or  splintered.  A  combustion 
point  of  6507  F.  is  another  of  its  advan¬ 
tages  over  wood,  or  fabric-covering,  and 
it  is  thus  practically  fire-proof.  After 
assembly,  the  fuselage  is  water-proofed 
inside  and  out. 

The  cockpit  is  immediately  beneath 
the  top  plane  centre  section,  and  is 
entered  by  way  of  a  door  in  the  side  of 
the  fuselage.  This  door  is  so  designed 
that  the  fuselage  is  not  weakened  at  this 
point,  where  it  is  reinforced  with  ash 
ribs.  The  pilot’s  and  passenger’s  seats 
arc  of  comfortable  width,  and  well  up¬ 
holstered  Standard  stick  and  foot-bar 
control  are.  fitted,-  and  are  arranged  to 
leave  no  moving  parts  exposed,  making 
a  clean  and  roomy  cockpit,  where  there  is  np  danger  of 
clothing,  etc.,  catching  on  any  part.  In  front  of  the  cock¬ 
pit  is  an  aluminium  instrument  board,  containing  a  tacho¬ 
meter,  altimeter,  clock,  map  case,  petrol  gauge,  oil  pressure 
gauge,  motor  meter  switch  and  throttle  lever.  A  space  is 
provided  under  the  seat  for  baggage. 

For  the  main  planes  the  U.S.A.  No.  2  wing  section,  slightly 
modified,  is  used,  a  section  giving  very  satisfactory  results 
with  a  machine  of  this  type.  The  top  plane  consists  of  two 
outer  sections,  and  a  short  centre  section  ;  the  lower  plane  is 
in  two  sections  only.  The  main  spars  are  built-up  I-section 
spruce,  and  the  ribs  are  made  with  ply-wood  webs  and  ash 
cap  strips.  The  fittings  are  standardised,  and  interchangeable. 


The  ailerons,  which  are  fitted  toThe  top  plane  only,  are  also 
interchangeable,  and  are  actuated  by  a  torque  tube  within 
the  wing  and  with  the  operating  arm  in  line  with  the  rear 
hinge  of  the  wing.  Swivels  are  provided  on  the  arms  to 
allow  the  wings  to  fold  without  affecting  the  controls.  The 
centre  section  is  supported  by  four  short  struts  and  braced 
in  front  by  streamline  straps,  and  by  a  V-tube  at  the 
rear. 

By  the  employment  of  the  Warren  system  of  interplane 
trussing,  it  is  possible  to  fold  the  wings  without  disturbing 
the  setting  of  the  latter  or  the  controls,  and  no  adjustments, 
or  rigging,  is  necessary,  after  each  operation  of  folding. 
The  unlocking  and  removal  of  four  pins  is  all  that  is  necessary 
to  fold  the  wings,  which  when  folded  back  are  braced  to  the 
fuselage  with  tubes  provided  for  the  purpose.  Thus,  when 
the  machine  is  being  towed  over  roads  or  rough  ground  the 
wings  are  fixed  securely  against  shocks, 
and  arc  thereby  unlikely  to  be  damaged 
or  strained 

The  tail  surfaces  are  made  thick  enough 
to  require  a  mimimum  of  bracing,  only 
two  struts  being  used  and  no  wires. 
The  horizontal  stabiliser  is  of  the  divided 
type,  the  halves  being  interchangeable, 
as  are  the  elevators.  The  leading  edges 
of  the  latter,  and  also  those  of  the  rudder 
and  ailerons,  serve  as  operating  torque 
tubes,  as  well  as  front  spars.  The 
elevator  controls  are  entirely  enclosed  in 
the  fuselage,  and  the  rudder  control  has 
a  short  arm.  and  only  a  very  short  length 
of  wire  exposed. 

A  tail  skid  of  neat  and  compact  design  is 
fitted  consisting  of  a  steel  leaf  spring, 
faired,  and  fastened  to  the  lower  longeron, 
directly  under  the  last  transverse  rib. 
The  compression  load  of  the  skid  is 
carried  by  a  Duralumin  compression 
plate. 

A  Lawrence  60  h.p.  three-cylinder  (air-cooled)  radial  engine 
is  fitted,  being  bolted  directly  to  the  substantial  plywood 
nose  panel  of  the  fuselage,  giving  a  strong  and  simple  mounting. 
The  engine  is  enclosed,  except  for  the  cylinder  heads,  by  a 
metal  cone-shaped  cowling. 


A  simple  V-type  landing  gear  is  fitted,  the  lower  ends  of 
the  streamlined  struts  terminating  in  Duralumin  shock- 
absorber  housings.  The  axle  fairing  is  given  a  lifting  section, 
and  its  leading  edge  forms  the  compression  member  con¬ 
necting  the  V’s,  whilst  the  trailing  edge  is  attached  to  the 
axle  and  rises  and  falls  with  it  :  both  leading  and  trailing 
edges  are  of  Duralumin.  The  chassis  is  braced  by  streamline 
wires. 

The  Longren  flies  and  handles  well,  and  during  the  American 
Legion  Flying  Meet,  held  at  Kansas  City,  Mo.,  last  November, 
one  of  these  machines  won  the  looping  contest  (38  loops), 
and  at  the  Omaha  Meeting  it  also  won  the  considerable 
distinction. 


Side  view  of  the  Longren  two-seater  biplane,  fitted  with  a  60  h.p. 

Lawrence  engine. 
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A  side  and  front  view  of  the  Longren  two-seater  biplane  with  the  wings  folded  back. 


The  principal  characteristics  of  the  Longren  two-seater 
biplane  are  : — 

27  ft.  1 1  ins. 


Span  (upper) 

,,  (lower) 
Chord  . . 

Gap 

O.A. length 
O.A.  height 
Width  folded 
Incidence  (upper) 
(lower) 

Dihedral 


21  ft.  11  ins. 
4  ft.  3  ins. 

4  ft.  3  ins. 

19  ft, 

7  ft.  8  ins. 
g  ft.  8  ins. 


3  • 
,0 


3 

a 
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R.A.F.  Club 

The  Royal  Air  Force  Club  has  decided  to  hold  an  annual 
Cricket  Week  during  September  of  this  year. 

It  is  a  new  departure  in  Club  convention,  but  that  it  meets 
with  approval  is  shown  by  the  fact  that  the  Week  is  to  be 
held  under  the  distinguished  patronage  of  H.R.H  The  Duke 
of  York,  K.G.,  with  Viscount  Cowdray  (President  of  the 
R.A.F.  Club)  as  President  and  the  Secretary  of  State  for 
Air,  Captain  F.  E.  Guest,  D.S.O.,  M.P.,  and  the  Chief  of  the 
Air  Staff,  Air  Chief  Marshal  Sir  Hugh  Trenchard,  Bart., 
K.C.B.,  D.S.O.,  as  Vice-Presidents. 

The  affair  will  be  a  combined  social  and  sporting  event. 
Two  three-day  matches  will  be  played,  and  these  will  in  all 
probability  be  (1)  a  revival  of  the  old  North  v.  South  match, 
and  (2)  the  Royal  Air  Force  (Past  and  Present)  v.  the  M.C.C. 
Touring  Side  leaving  for  South  Africa.  The  R.A.F.  Club 
propose  including  the  services  of  two  or  three  ex-R.A.F. 
professionals,  and  it  is  understood  that  Hobbs,  Woolley 
and  Strudwick  will  play.  The  amateurs  who  are  members 
of  the  Royal  Air  Force  Club  include,  amongst  many  others, 
such  players  as  P,  G.  H.  Fender,  Hon.  F.  Calthorpe.  A.  H.  H. 
Gilligan,  Sqdn.-Ldr.  Blount,  S.  L.  Amor,  B.  S.  Foster  and 
E.  Martin.  The  Hon.  L.  H.  Tennyson  has  consented  to  lead 
the  opposition. 

The  Club  Committee  responsible  for  the  event  consists 
of  Messrs.  Air-Commodore  Haiahan  (Chairman),  Hon.  F. 
Calthorpe,  P.  G.  H.  Fender,  H.  D.  G.  Leveson-Gower,  Major 
Young,  and  Captain  M.  G.  Kiddy  (Hon.  Secretary)  to  whom 
all  communications  should  be  addressed  at  24,  Denison  House, 
296,  Vauxhall  Bridge  Road,  S.W.  1.  (’Phone  :  Victoria  2112). 

Play  will  be  by  invitation  only,  but  at  the  same  time  the 
Hon.  Secretary  would  be  glad  to  hear  of  the  names  of  all 
first-class  amateurs  or  professionals  who  served  in  or  were 
attached  or  seconded  to  the  Royal  Flying  Corps,  Royal 
Naval  Air  Service,  or  Royal  Air  Force,  who  will  be  free  during 
the  month  of  September. 


The  Lamblin  Cup 

Capt.  Pinsard,  on  a  Nieuport  monoplane  with  300  h.p. 
Hispano-Suiza  engine,  has  put  up  a  fine  performance  for  the 
Coupe  Lamblin.  Leaving  le  Bourget  at  9.45  a.m.  on  May  31, 
he  landed  at  Brussels  at  11.32,  and  at  Waddon  at  1.49  p.m. 
Paris  was  reached  at  3.30  p.m.,  his  total  flying  time  being 
4  hrs.  30  mins.  30f  secs.  As  a  single-engined,  single-seater 
machine,  with  an  engine  of  between  200  h.p.  and  400  h.p., 
the  Nieuport  would,  under  the  rules  of  the  competition,  get  a 
start  of  15  minutes  over  the  scratch  machines,  which  are 
single-engined  single-seaters  with  engines  of  400  h.p.  or  more. 
Thus  for  the  time  being  Capt.  Pinsard  is  the  holder  of  the 
Lamblin  Cup. 


Wing  section  . . 

Stabiliser  incidence  . . 

Area,  main  planes  (luc.  ails.) 

„  ailerons  (2) 

,,  stabiliser 
„  elevators 

„  fin  . 

,,  rudder 

Weight  (empty) 

,,  (loaded) 

„  /h.p. . 

/sQ.  *  •  • 

H  H 

R.A.F.  Groves  Prize  Awards 

The  Air  Ministry  announce  that  the  awards  in  the  igzi 
competition  for  the  R.  M.  Groves  Memorial  Essay  on  “  A 
Forecast  of  Aerial  Development.”  open  to  all  members  of  the 
Royal  Air  Force,  are  as  follows  :  First  Prize  (/30  and  books), 
Wing-Commander  C.  H.  K.  Edmonds.  Staff  College,  Andover  : 
Second  Prize  (/20  and  books),  Wing-Commander  R.  H. 
Verney,  Cadet  College,  Cranwell  ;  Third  Prize  (£10  and  books) 
Flight-Lieut.  W.  P.  Groves,  British  Delegation,  Air  Section. 
Paris. 

A  special  prize  of  £10  for  the  best  imaginative  rdsuvie  on 
“  Aviation  in  the  Next  World  War,”  has  been  awarded  to 
Flight-Lieut.  W.  P.  Groves,  winner  of  the  third  prize. 

The  Memorial  Essay,  it  will  be  remembered,  was  established 
by  the  family  of  the  late  Air-Commodore  R  M.  Groves,  who 
died  in  Egypt  in  1920,  as  the  result  of  an  aeroplane  accident- 
The  essays  are  required  to  be  divided  each  year  into  three 
parts,  the  first  relating  to  imperial  defence,  the  second  in 
relation  to  Civil  Aviation,  Exploration,  etc.,  and  the  last  to  an 
imaginative  rdsmnd  on  Aviation  and  the  next  World  War. 

French  Airworthiness  Certificates 

The  Air  Ministry  on  June  6  issued  the  following  announce¬ 
ment  : — 

”  In  view  of  the  statements  appearing  in  certain  portions 
of  the  Press  this  morning  regarding  the  cross-Channel  air 
services,  the  Air  Ministry  feels  it  necessary  to  state  that  it 
regards  the  allegation  that  existing  French  machines  would 
not  be  permitted  to  fly  if  they  were  British  owned  as  quite 
unwarranted.  As  a  signatory  ol  the  Air  Convention,  Great 
Britain  has  agreed  to  recognise  French  certificates  of  air¬ 
worthiness  for  French  passenger  aircraft,  and  although  the 
French  system  of  certification  and  inspection  differs  from  that 
established  in  tins  country,  there  is  at  present  no  reason  to 
suggest  that  it  is  any  less  efficient,  than  our  own 

The  safety  of  passengers  travelling  by  air  is,  of  course, 
always  one  of  the  first  considerations  of  the  Air  Ministry, 
and  every  endeavour  has  been  and  will  be  made  to  co-operate 
with  the  French  and  other  Governments  to  that  end.” 

Siam  Tries  an  **  Air  ”  Lottery 

Failing  to  obtam  the  necessary  grant  for  the  develop¬ 
ment  of  her  Air  Service,  Siam  is  holding  a  million  tical  lottery 
as  an  alternative  method  of  getting  things  aerial  going-. 
Fifty  thousand  pounds  will  be  distributed  in  prize-money,  and 
the  Air  Service  will  benefit  by  the  same  amount.  The  first 
prize  will  be  £ 10,000 . 

Siam’s  Air  Force  consists  of  115  aeroplanes  and  a  staft  of 
650.  There  are  five  aerodromes  and  25  prepared  landing- 
places  in  the  country. 


. .  U.S.A,  2  (mod,) 
. .  r£°. 

. ,  1S9  sq.  ft. 

. .  19:  •  1  sq.  ft. 

. .  13-5  sq.ft. 

. .  1 1  •  4  sq .  ft . 

. .  2 '6  sq.  ft. 

..  5-6  sq.ft. 

.  550  lbs. 

. ,  1,050  lbs. 

..  17 -5  lbs. 

..  5 -55  lbs. 
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AIR.  FORCE 


Louden  GunciU,  May  30,  J922 
General  Duties  Branch 

Pilot  Oflr.  C.  C.  K  Bloxam  resigns  his  -Fort  service  catatsui.  ;  May  31 


with  effort  in,ui  and  with  smy.  o(  May  15.  V.  W,  Squair,  M.D.,  T.D.,  1? 
granted  a  tenip.  rotnjnn.  as  a  Plight  Lieut.  (Hon.  Squadron  Leader),  with 
effect  Iroin  ami  with  -ciu.  i.t  May  16, 


Stores  Brunch 

J.  S.  Griffiths  is  granted  a  permit  nun  l  conniw.  as  a  Plying  Oilt.  for  Account 
ant  duties,  with  ctTect  from  March  5,  1921  (substituted  for  Curette,  March  15, 
J921). 

Medical  Service 

W.  D.  Miller,  M.R.,  is  granted  .1  short  service  comma.  as  a  Plight  Lieut.. 


Memoranda 

Two  Cartels  are  granted  lion.  column-.  as  Sec.  Lieuts  .  with  c fleet  front  Ibe 
dates  o£  thru  demobilisation 

C»pt .  A  Blind  relinquishes.  In-  letup,  con  11  mi.  on  account  of  ill  health 
contracted  on  active  service,  and  is  granted  the  rant-,  of  Maj. ;  N«v.  6,  iyiy 
(substituted  for  Gazette,  Nov.  14,  1919). 


ROYAL  AIR  FORCE  INTELLIGENCE 


Appointments.  The  following  appointment-  tn  tin  Koval  Air  Force  are 
notified 

Air  Vice  Marshal  J.  P,  A.  Higgins,  C.B.,  D  S.O.,  A,  FA'..  tern  K.A.F. 
Depot  (inland  Area)  to  Headquarters  (Inland  An  a),  for  duty  as  Air  Tiffin  r, 
Commanding  vim  Air  Vice- Marshal  Sir  J,  M  S  almond.  K.C.JV,,  C.M.G  , 

C. V.O.,  D.S.'J.  (May  2f>). 

tiro  up  Captain  A.  IX  Burdctt,  D.S.O.,  from  Inland  Area  Aircraft  Depot 
(Inland  Area),  for  duty  with  British  Sec  lion,  Jntcr-Allied  Aeronautical 
Commission  r<»  GuaraiVlee,  Germany  (May  5). 

Wiug-Cutumamkr  |.  R.  W.  Smyth-BigOtt,  D.S.O  ,  from  Inlrr-Allieil 
Aeronautical  Contrnissloti  ot  Control  (Gcrmauyi.  for  duty  with  British  Section, 
Inter  Allied  Aeronautical  CommE-tun  of  Guarantee,  Germany  (May  5). 

Squadron  Leader,.  |.  H.  IK-rnnp,  D.S.Q.,  M.C.,  from  No  7  Group  Head 
quarters  (Inland  Area),  for  duty  with  British  Section,  Jntcr-Allied  Aero¬ 
nautical  Commission  of  Guarantee,  Germany.  5.5.22.  A.  G.  Mannd,  C.II.K. , 

D. S.t.).,  t roll  1  Aeroplane  Experimental  Establishment  (Coastal  Area),  to 
command  No  31  Squadron  (India!  C.5.22,  Vr.  S.  Brown,  from  Instrument 
Design  PNUiblisliniP.ul  (Inland  Area),  in  eraunmud  No.  H)  Squadron  (Irak). 
&.S.22.  P.  C.  Sborrcn,  M  X.,  from  R.A  P,  Depot  (Inland  Area )j  to  Half  pay 
List  12,5.22. 

Ftieht  LieuUnMts.—H.  V  Jerr.ud,  from  K.A.F.  Depot  (Inland  Area),  to 
Stores  Depot  (Irak)  6.5  -'2.  W.  A.  Kingston,  from  Headquarters,  K.A.F.. 
Irak.  6.5,22.  A.  T.  Cooper,  from  K.A.F.  Depot  (Inland  Area)  to  Head- 
quarters/  K.A.F. ,  Irak  6.5.22.  R  S.  Booth,  A. FA.,  from  School  ot 
technical  Training  (Men)  (Inland  Area),  lor  duty  with  British  Section,  Inter 
Allied  Aeronautical  Commission  of  Guarantee.  5,5.22,  L.  B.  Grenfell, 
frotu  No.  47  Squadron  (Middle  I  ist)  to  No.  2  Armoured  Car  Company  (Middle 
East),  for  Armoured  Car  duties.  24.4.22.  A.  F.  Brooke,  front  No  37 


Squadron  (India)  to  K.A.F  Depot  (Inland  Area)  (Supernumerary  nou- 
elleCUi 0).  26.3.22  R,  T.  B  Houghton,  A. F.C.,  from  K.  A.l-',  School  (India) 

to  No.  37  Squadron  (India).  7.4.22.  C.  R.  Kcaly,  from  No.  1  Wing  Head 
quarters  (India),  to  No.  20  Squadron  (India).  15.4.22.  (T  C.  Buie,  M  C., 
D.F'.t  ,  from  S cltOul  of  Army  Co-operation  (lulautl  Area),  to  No.  4  Squadron 
( Inland  Arcs).  17. 5. 22  Jl.  X,  White,  Font  No.  4  Squadron  (Inland  Area), 
to  School  of  Army  Co-operation  (Inland  Area).  17.5.22.  K.  B.  Lloyd 
A.F.C.,  from  Headquarters,  K.A.F.,  Middle  Fast,  to  K.A.F.  Depot  (Inland 
tre.a)  (Siqicnuimet.iry).  27.4  -2.  J.  B.  Woodrow,  I  mm  Researii  1  aboratnry 
anrt  Medical  Officers'1  School  of  Instruction  (Inland  Area),  to  K.A.F.  Depot, 
I  or  duty,  asi  Medical  Officer.  15.5.22.  Hon,  Squadron  Leader  E.  A.  Aldridge, 
MX.,  B.-V  from  Research  Laboratory  and  Medical  Officer!,’ School  of  In 
stnc  lion  (Inland  Area),  to  No.  i  School  of  Technical  Training  (Boys)  (Hatton), 
tor  duty  ay  Medical  Officer  at  K.A.F,  Hospital,  Halton.  15.5.22.  A.  G 
Jones- MTUiams,  MX.,  from  R  A  F.  (Cadet)  Co'L-ge  (Flying  Winn)  (On n well), 
tc.  r.a.f.  Depot  (Inlaeil  Area)  (Siij-enuiniorary).  15.5. ■2 2.  I  J.  Thomas. 
M.B..  front  Eirtginc1  Repair  Depot  (Middle  Last),  to  No.  4  Flying  TrainingScliool 
(Middle  Last).  20  (.22.  IF  V.  Worrall,  D.S.C.,  from  No.  230  Squadron 
(Coastal  Area),  to  School  of  Naval  Cn  operation  and  Aerial  Navigation 
(Coastal  Area).  7.5.22  C  W.  Bailey,  from  No.  230  Squadrou  (Coastal 
Area),  to  School  oi  Naval  Co-operation  and  Aerial  Navigation  (Coastal  Area) 
28.3.22.  V.  J.  Webster.  D.F.C.,  from  No.  230  Squadron  (Coastal  Area),  to 
School  of  Naval  Co-operation  and  Aerial  Navigation  (Coastal  Area).  28.3.22. 
1-Ion.  Sqdn.  Ldr  Frances  AV.  Squair,  TP..  M.B.,  to  Inspector  of  Recruiting 
(London  Depot)  (f.oastal  Area),  on  appointment  to  temporary  commission. 
tfi.5.22  J  fl.  Wood,  M.C.,  M.B.,  D.P.H.,  from  Research  Laboratory  and 
Medical  Officers1  School  of  Instruction  (Inland  Area)  to  Headquarters,  Coastal 
Area  (Supernumerary).  2?  5,22. 


E  0  0  0 


Aeroplane  Wrecked  in  the  Channel 

A  Spad,  belonging  to  the  Messygerios  Adriennes,  and 
piloted  by  M.  Paul  Morin,  fell  into  the  Channel  a  couple  of 
miles  off  Folkestone  ort  June  3.  Tltt  machine,  which  carried 
two  passe  tigers,  had  left  Croydon  about  10.30,  and  was  seen 
to  go  out  over  the  sea  at  about  11.15.  Some  eve  witnesses 
to  the  accident  State  that  the  engine  was  running  badly, 
and  that  the  pilot  returned  and  circled  over  Ihe  town  as  it 
in  doubt  whether  or  not  to  proceed.  He  then,  apparently, 
made  up  his  mind,  and  the  machine  flew  out  over  the  sea. 
When  about  two  or  three  miles  out  tin  machine  nose-dived 
into  the  sea.  and  an  out-bound  steamer  hurried  to  the  spot. 
The  bodies  of  the  pilot  and  one  of  the  passengers  were  picked 
up  shortly  afterwards,  but  at  the  time  of  writing  the  third 
body  has  not  been  found  The  cause  of  the  accident  will 
probably  never  be  known,  as,  even  in  case  of  engine  stoppage, 
the  machine  should  not  have  nose  dived  into  the  sea.  One 
theory  is  that  the  pilot  fainted; 

At  the  inquest,  which  was  held  at  Folkestone  on  June  6, 
no  light  was  thrown  on  the  cause  of  the  accident,  and  tire 
Coroner  returned  a  verdict  that  Dr.  Gordon  Ley  died  from 


injuries  accidentally  received  while  a.  passenger  in'  an 
aeroplane  from  Croydon  to  Paris.  A  similar  verdict  was 
returned  in  regard  to  the  pilot,  Mr  Morin,  and  sympathy 
was  expressed  with  the  relatives.  The  body  of  M.  Carroll, 
the  other  passenger,  lias  not  yet  been  recovered. 

The  “  Neptune  ”  Wrecked  t 

From  Algiers  it  is  reported  that  the  British  flying  boat 
“  Neptune,"  in  which  Air  Commodore.  Samson  and  his  crew 
flew  from  Malta  to  Gibraltar,  and  which  was  forced  down  by 
engine  trouble  on  the  return  journey,  has  been  washed 
overboard  from  the  lighter  on  which  it  was  being  towed  by 
a  destroyer. 

Portuguese  Aviators  Succeed  in  Third  Machine 

After  having  come  to  grief  twice,  through  -alighting  in 
a  very  rough  sea.  the  Portuguese  aviators  Comdr.  Sacadura 
Cabral  and  Capt.  Gago  Coutinh.0  have  at  last  -succeeded  in 
reaching  the  South  .American  mainland,  on  the  third  Fairey 
seaplane.  Rolls-Royce  “  Eagle  ”  engine,  sent  out  to  them. 
Leaving  Fernando  Xoronha  in  the  morning  of  June  5,  just 
before  eight,  they  arrived  at  Pernambuco  about  noon  on  the 
same  day,  and  made  a  safe  landing. 


Tile  latest  Supermarine  Amphibian  Flying  Boat,  photographed  during  recent  tests  r  In  1  the  machine  is  seen 
just  after  getting  off,  and  2  shows  her  about  to  alight.  In 3  she  is  flying  over  land,  with  the  wheel  undercarriage 
lowered .  Note  how  wheels  are  lifted  well  clear  of  the  water  when  flying  over  the  sea. 
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PERSONALS 

Married 

On  June  3,.  at  St  Mary’s,  Hendon,  Fliglit-Lieut.  Albert 
William  Fletcher,  D.F.C.,  A.F.C,  R.A.F.,  younger  son  of 
the  late  Cornelius  and  Mrs.  Fletcher,  of  Child's  Hill,  N.W., 
was  married  to  Marjorie  Fj.uoT  Hay,  only  daughter  of 
J  'r.  and  Mrs.  Hay,  of  l  hsme,  Oxfordshire. 

Group  Iffipt.  FrCBNE  Lolts  Glrrard,  C.M.G.,  D.S.O., 
R.A.F.,  youngest  son  ol  the  late  Mr  and  Mrs.  Thomas  Gerrard, 
was  married  on  June  l  to  Phyllis  Louisa  Ball,  fourth 
daughter  of  the  late  Fdward  Stone  and  of  Mrs.  Stone. 

Death  _ ’•  • 

Norman  Sydney  (Lieut.,  M.C.,  Legion  d’Honneur,  2nd 
Battalion  Fast  Surrey  Regt.  and  R.A.F.),  of  Kingsdown, 
Burwash,  Sussex,  who  died  on  May  26,  after  an  operation 
for  a  head  wound  received  in  Salonica  in  May,  1017,  was  the 
eldest  son  of  the  late  Sydney  B.  Beale,  A.  R  I  B  A.,  and  Eliza¬ 
beth  Beale,  of  Sutton  House,  Sutton.  He  was  in  his  twenty- 
ninth  year. 

Item 

Lbc  will  of  the  late  Flight  -Lieut.  Robert  Charles  Jenkins, 
M.B.E.,  M.C.,  of  Bicton  Crofts,  Godaiming,  formerly  of  White 
Cottage,  Norton.  Yarmouth,  Isle  of  Wight,  who  died  as  the 
result  of  an  accident  while  Hying  at  Earn  borough,  aged  26, 
has  been  proved  at  ^7,944. 

«  m  m  m 

Independent  Air  Force  Reunion. 

Monday,  June  it),  should  see  a  full  muster  at:  the  LA.F. 
Reunion  dinner  at  the  Hotel  Cecil,  under  the  presidentship 
ol  Air-  Chief  Marshal  Sir  H.  M.  Trenchard.  In  addition  to 
Group-l.aptain  H  R.H.  the  Duke  of  York,  among  the  guests 
are  General  De  Castelnau,  Capt.  the  Rt.  Hon.  F  E.  Guest 
Secretary  of  State  for  Air,  Mr.  Winston  Churchill,  and 
Captain  De  Corvette  Sable,  French  Air  Attache.  LA.F. 
members  should  address  themselves  to  the  Hon.  Sec., 

I.b.  Dinner  Club,  Room  337-E*  Alexandra  House,  Kingsway, 
W.C.  2  o  j 

An  All  Flying  Services  Dinner. 

It  is  announced  that  on  June  23,  the  night  before  the 
Royal  Air  Force  Pageant,  a  gathering  of  past  and  present 
personnel  of  the  Flying  Services  is  to  be  held  in  London, 
Dinners  arc  being'  organised  for  the  various  units  of  the 
R.N.A.S.,  R  I'  L,  and  R.A.F.,  on  that  night,  including  the 
aeroplane,  airship,  kite-balloon  and  ground  services. 

The  pageant  will  be  a  meeting-place  for  all  airmen,  and 
these  dinners  are  being  organised  so  that  members  of  indivi¬ 
dual  service  units  may  foregather  and  renew  their  war-time 
associations.-  Anyone  wishing  to  rejoin  his  old  formation 
for  the  occasion  is  invited  to  write  to  the  Honorary  Secretary 
uni  C  c/o  Room  051,  The  Air  Ministry,  Kingsway, 
W  .C.  2,  giving  his  rank  and  enclosing  a  stamped  addressed 
envelope. 

"War  Medals  now  Ready 

iV,  ,1‘HE  War  Medals  (1914  Star,  1914-15  Star,  British  Wax 
Medal,  and  Victory  Medal)  are  now  being  issued  to  ex-airmen. 
Any  person  entitled  to  medals  by  service  in  the  Royal  Flying 
Corps  and  Royal  Air  Force  who  has  not  yet.  received  them 
should,  therefore,  make  application  to  the  Officer  in  Charge, 
R  A  F.  Record  Office,  Ruislip,  Middlesex,  stating  his  regi- 
mental  number  and  rank  on  demobilisation,  and  the  address  to 
which  he  desires  the  medals  to  be  sent, 

Kite-Balloon  Observers  and  Prize  Money 

It  is  pointed  out  by  Wing-Comdr.  John  Dunville,  late  Com¬ 
manding  Officer  No.  1  Balloon  Training  Wing,  and  Mr.  Harry 
Uelacombe,  late  Kite  Balloon  Organisation  Department,  Air 
Ministry,  that  officers  and  men  who  did  duty  as  kite-balloon 
observers  at  sea  during  the  War  are  entitled  to  participate 
m  the  distribution  of  the  naval  prize  fund  Those  who  are 
not  aware  of  this  fact  can  obtain  full  particulars  from  the 
Accountant-General  of  the  Navy  (Prize  Fund  Branch), 
Stamford  Street,  S.F.  ' 

More  Entries  for  French  Gliding  Competition 

The  number  of  entries  for  the  French  Gliding  Competi¬ 
tion  to  be  held  at  Buy  de  Combegrasse  from  August  6-20 
uas  now  reached  30;  16  of  these  were  given  in  a  recent 
issue  of  F light.  The  additional  entries  are;  17,  Gustave 
ihorouss;  l8,  Daniel  Montague;  xg,  Farman  Works; 
20,  Henry  Grandin  ;  21,  J.  Roll©;  22,  Maurice  Rousset; 
23,  Henry  Potez ;  24,  Georges  Sablier;  25,  Pierre-Octave 
Detable;  20,  Louis  Peyret;  27,  Aime  Valette ;  28,  Ettore 
Bernascom  ;  29,  Maurice  Gritieath  ;  30,  Lucien  Lefort. 
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THE  LONDON  AERO-MODELS  ASSOCIATION 
(The  Society  of  Model  Aeronautical  Engineers,) 

The  Competition  held  on  Hackney  Marshes  011  Saturday  last 
was  a.  great  success,  thanks  to  the  excellent  arrangements 
made  by  the.  Secretary  of  the  Competitions  Committee. 
Mr.  C.  Burchell  won  by  getting  round  the  course  in  29  flights  ; 
time  taken,  31  mins.  Mr.  Lansdown  was  second,  doing  the 
course  in  33  flights;  time,  51  nuns.  Mr.  Rippon  wfas  third, 
in  39  flights  in  31.10  mi  11s.  ;  Mr.  Whelpton  fourth,  in  43 
flights  in  29  mins.  Mr.  Burchell  flew  his  spar  model,  Mr, 
Lansdown  an  enclosed  model,  Mr.  Rippon  a  Farman  type. 
There  were  10  entries  in  all,  only  the  four  mentioned  above 
completing  the  course,  which  proved  ideal  for  such  compe-* 
titions. 

m  m.  m  m 

PUBLICATIONS  RECEIVED. 

Aviation  in  Peace-  and  War.  By  Sir  F.  H  Sykes,  G.B.E., 
K.C.B.,  C.M.G.  London:  Edward  Arnold  and  Co.,  41-43. 
Maddox  Street,  W.  Price  Sr.  6 d.  net. 

Scientific  Papers  of  the  Bureau  of  Standards.  No.  430. 
High-Frequency  Resistance  oj  Inductance  Coils.  By  G.  Breit. 
Department  of  Commerce.  Bureau  of  Standards,  Washington, 
D  C  ,  TJ.S.A 

Scientific  Papers  of  the  Bureau  of  Standards.  No.  431. 
The  Field  Radiated  from  Two  Horizontal  Coils.  By  G.  Broil 
Department  of  Commerce,  Bureau  of  Standards,  Washington, 
D.C.,  U  S  A. 

Technical  Note  No.  96.  Notes  on  Propeller  Design — IV  : 
General  Proceeding  in  Design.  By  Max  M.  Munk.  National 
Advisory  Committee  for  Aeronautics,  Navydffiilding, "Washing¬ 
ton,  D  C.,  U.S.A. 

»  m  m  m 

AERONAUTICAL  PATENT  SPECIFICATIONS 

A  bbreviations :  cyl.  •=  cylinder;  IX.  —  internal  combustion  ;  m,  ■■  motors 
The  numbers  in  brackets  are  those  under  which  the  Specifications  will 
be  printed  and  abridged,  etc. 

APPLIED  FOR  IN  1920 

Published  June  8,  192  - 

3*. 583-  Sperry  Cyroscopk  Co,  Gyroscopic  compasses.  <1 1,5*9.) 

APPLIED  FOR  IN  1921 

Published  June  8,  rgr^ 

4,39s-  H.  Lutmer.  Screw  propellers.  {179, <>34  ) 

4.7S5.  A.  W.  Weller  and  J.  F.  N.  Yousc.  Rotary  engines.  (170,661.) 
5,417.  J.  H.  Haul.  Rotary  explosion  engines.  (1 79,684.) 
lr, 470.  N.  K.  Davies  Propellers.  (179,797.) 

1x933.  A.  Serpieki  Rotary  engine.  (169,4.16.1 

APPLIED  FOR  IN  1922 

Published  June  t>,  19.'. 

9,93s-  H.  E.  S.  llOvr.  Parachutes.  (179,684. > 

If  you  require  anything  pertaining  to  aviation,  study 
“Flight's"  Buyers’  Guide  and  Trade  Directory, 
which  appears  in  our  advertisement  pages  each 
week  (see  pages  iii  and  xiv). 
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insulating  materials— 

MaeLennan,  John,  &  Co.,  1:5,  Newgate  St,,  E.C.t. 

City  3,l5  «  "  Vahduara,"  Cent.  London. 


PETROL- 

Anglo-Arnerican  Oil  Co.,  Ltd.  (Pratt's).  Queen 
Anne's  Cite,  S,W.  1. 


STABILIZERS  — 

Auro  Controls,  Lt!  rj,  Regent  Street  Piccadilly 
Circus,  London,  S.W  r.  Regent  ji+y 


LUBRICATING  OILS- 

Wakefield,  C.  C.,  &  Co.,  Ltd.,  Cheapside,  E  C.  2. 
Central  1156  (3  lines);  '‘Cherry,"  Cent.  London, 


MACHINING— 

Monk  Engineering  Co  ,  Ltd.,  Coventry. 

Coventry  307;  1:  Assistance,"  Coventry. 


MAGNETOS— 

British  Thomson-Houiton  Co.,  Ltd.,  Lower  Ford 
Street,  Coventry. 

Telephone  Aster oidUl."  Coventry. 


METALS  iAnti-Frictioo;— 

Hoyt  Metal  Co.,  Ltd..  Deodar  Road,  Putney, 
S.W.  tj.  Putney  13*3. 


PROPELLERS  - 

Falcon  Airscrew  Co.,  113,  Cotter, ham  Road. 
Holloway,  N.  19.  Hornsey  910  &  247*. 

Lang  Propeller,  Ltd.,  \Vey bridge,  Surrey. 

S.'o-srt,  Weybridge;  “  Aerosticks,"  Wey  bridge. 


PUTTEES- 

Fojc  Bros.  &  Co.,  Ltd.  (Dept.  R),  Wellington, 
Sonet  »e'. 


tapes  and  WEBBING  - 


RADIATORS  AND  RADIATOR  REPAIRS- 

Serck  Radiators,  Ltd.,  Warwick  Road,  Greet, 
Birmingham. 

Victoria  531  (3  lines)  ;  1  Nerleak,  Birmingham 


MacLennan,  John,  dr  Co.,  rr5.  Newgate  St.,E.C.  t. 

City  3133;  ’  V  anduara. "  Cent.  London 


TIMBER - 

Owen.  Joseph,  &  Son,  Boro  Htg-n  Street,  S.E. 

Hop  381  r  ;  “  Bucheron,"  Loudon 


TUBES,  ALUMINIUM  — 

British  Aluminium  Co..  Ltd.,  The,  ton,  Queen 
Victoria  St.,  London 

City  2676  ;  "  Cryolite,’*  Cent.  London 


METAL  PARTS  AND  FITTINGS  - 

Brown  Pro?.,  Ltd.,  Great  Eastern  Street,  London, 
E.C. 

Monk  Engineering  Co..  High  Street,  Coventry. 

Coventry  807 :  “  Assurance,"  Coventry. 

Ruber  y  Owen  &  Co.,  Darla-ton. 

Dul»t»n  87;  ’Roofs,"  Dariaston. 


SHEET  METAL  WORK  STAMPINGS  AND 
PRESSINGS  - 

Ruhery.  Owe::  &  Co..  Darlasior. . 

Dar  .c-ton  87 ;  ' '  Roofs,"  Darluston. 


TYRES  AND  W HEELS - 

Palmer  Tyre,  Ltd.,  Shaftesbury  Avenue,  W.C,  1. 
Gerrard  1214;  Tyriconi,  '  W  esteem,  London. 


WELDINGS,  REPAIRS - 

P.arfhiar,  Ltd.,  10.  Poland  Street,  London,  W.  1 
Gerrard  3173  ;  “  Bariquamir,"  Reg  London 


MODELS— 

Jone‘.(  A  F-,  Ltd-.  *s,  Even-holt  Road,  Camden 
Town.  N.W.  r. 

D.A.L.,  Replingliam  Road.  Southfield*.  S.W.  i3- 


SPARKING  PLUGS- 

Robinhood  Engineering  Works,  Ltd..  The.  Putney 
Val*,  S.W.  t.;  Ptrtoey  2:32.  2133. 

’  Kaalgee.  Phone.  London. 


WIND  SHIELDS  - 

Auster,  Ltd..  133,  Long  Acre,  W.C.  i- 


PARA  CHUTES— 

E.  R.  Caithrop's  Aerial  Patents,  Ltd.,  423a, 
Eogware  Road,  London,  W.  2.  Paddington  6332. 

Spencer,  C.  G-,  X  Sons,  Ltd.,  59a,  Highbury 
Gtovtv  N.  5.  Dalston  1893- 


SPRAYING  PLANT- 

r  Co., 

Holbnrn  sort ;  “  Aerograph}-,"  London. 


Aerograph  Co.,  Ltd:,  43.  Holbom  Viaduct, 
EC.  1. 


WIRES  AND  CABLES  (Aeroplanes)  — 

Bullivants,  Ltd.,  72,  Mark  Lane,  E.C.  3. 

Works  :  MilVaB,  E 
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A  synopsis  of  the  readings  taken  during  the  test 
will  be  sent  on  application. 

The  Bristol  Aeroplane  Co.,  Ltd., 

Filton  -  Bristol. 


Curves  “A"  Readings  taken  at  beginning  of  Run. 
Curves  “  B  "—Readings  taken  at  end  of  Run. 
Curve  “  C  "  Power  obtained  after  Type  Test. 


telegrams : — 

“ Ai  iation ,  Blislol." 


Tjelcphont : — 
3906  Bristol. 


Average  Petrol  Consumption  during  Run.  594  pts.  per 
B.H.P.  hour. 


Power  Readings  corrected  for  Atmospheric  Pressure. 
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EDITORIAL  COMMEBJT. 

N  this  issue  of  Flight  we  publish  an 
article  on  the  subject  of  Civil  Avia¬ 
tion  anrl  safety,  and  call  attention  to 
some  of  the  reasons  which  would 
appear  to  make  a  continued  exploita¬ 
tion  of  the  London- Paris  service  upon 
the  present  conditions  a  waste  of 
effort.  The  weather  conditions  on 
that  route  are  far  from  favourable,  and  necessitate  a 
ground  organisation  of  such  magnitude,  in  proportion 
to  the  traffic  which  can  reasonably  be 
Civil  expected,  as  to  preclude  the  services 
and  Safety  coming  within  measurable  distance  of 
paying  except  by  heavy  subsidies.  It 
is  further  pointed  out  that  we  should  not  object  to 
any  such  expenditure  if- — and  that  appears  to  iu  to 
be  the  crux  of  the  whole  matter — there  were  any 
reasonable  prospects  of  ultimate  expansion  into  some¬ 
thing  more  than  the  mere  240  miles  separating  us 
from  the  French  capital.  But  we  can  see  no  such 
prospects.  The  route,  as  far  as  British  machines  and 
British  lines  are  concerned,  leads  to  nowhere  except 
Paris.  The  route  could  undoubtedly  be  made  con¬ 
siderably  safer,  but  at  a  cost  out  of  all  proportion  to 
the  gains,  present  or  potential,  to  be  expected.  It  is, 
therefore  a  pertinent  question  to  ask— why  continue 
to  specialise  on  this  route  to  the  exclusion  of  all  others. 

By  way  of  indicating  alternative  routes,  the  article 
suggests  making  much  fuller  use  of  the  seaplane  type 
of  aircraft  than  has  been  done  in  the  past.  The 
subject  of  the  seaplane  is  one  to  which  we  have  had 
occasion  to  refer  frequently  of  late,  partly  because 
there  appears  to  be  a  lack  of  realisation  of  its  possi¬ 
bilities  in  Government  circles,  and  partly  because, 
from  the  point  of  view  of  national  safety,  we  shall 
require  large  numbers  of  seaplanes  in  the  not  distant 
future  for  co-operation  with  the  Navy.  In  the  article 
to  which  we  refer  no  mention  has  been  made  of  the 
uses  of  the  land  machine  on  routes  other  than  the 
i  mirinn.PaiK  This  is  not  because  we  have  the 
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slightest  intention  of  belittling  what  the  land  machine 
can  do,  or  because  we  desire  to  see  the  seaplane 
developed  at  the  expense  oi  the  aeroplane.  Far  from 
it  ;  but  the  case  for  the  aeroplane  has  been  stated  so 
well  and  so  often  that  we  feel  there  is  no  need  to  repeat 
it  in  the  present  argument.  The  land  machine  has 
enormous  possibilities,  but  we  do  plead  for  not  letting 
these  blind  us  to  the  uses  of  the  seaplane,  and  we 
would  emphasise  the  need  for  developing  the  seaplane 
side  by  side  with  the  aeroplane,  not  one  at  the 
expense  of  the  other. 

There  can  be  very  little  doubt  that  a  properly 
designed  seaplane,  used  over  a  route  which  comes  well 
within  its  capacity,  is  safer  than  very  Fast  land 
machines  as  long  as  there  is  any  risk  of  forced  landings. 
On  the  London- Paris  route  there  have  been  a  number 
of  forced  landings  during  the  last  few  months.  Fortu¬ 
nately,  however,  these  have  been  made  under  favour¬ 
able  weather  conditions,  and  no  serious  damage  has 
resulted.  But  if  the  services  had  attempted  to  run 
during  foggy  weather,  and  had  been  forced  to 
alight  on  unknown  ground  in  the  fog,  it  can 
scarcely  be  doubted  that  serious  accidents  would 
have  resulted. 

The  seaplane,  on  the  other  hand,  is  much  more 
easily  “  landed  ”  in  a  fog.  Instruments  are  available 
which  will  indicate  to  the  pilot  when  he  is  at  a  certain 
height  above  the  sea.  The  matter  of  making  a  safe 
amerissage  is  not  then  a  difficult  one.  There  are 
no  hills  and  valleys,  nor  any  hedges  or  other  terrestrial 
obstacles.  In  other  words,  there  is  always  an  “  aero¬ 
drome  "  below  the  seaplane.  There  is,  of  course,  the 
possibility  of  a  ship  being  on  this  “  aerodrome,"  but 
except  in  or  near  a  crowded  harbour,  the  risk  of 
collision  is  not  very  great. 

Owing  to  the  fact  that  a  commercial  seaplane  need 
not  have  a  very  high  “  ceiling,"  having  no  hills  to 
surmount,  nor  the  need  to  climb  to  considerable 
heights  so  as  to  be  within  gliding  distance  of  some 
landing  ground,  the  power  can  be  expended  in  load 
carrying,  and  consequently  the  seaplane  should  be 
capable  of  carrying  a  greater  percentage,  of  useful 
load.  In  other  words,  it  should  not  require  such  a 
large  subsidy  to  make  it  pay  as  does  a  fast  land 
machine  such  as  is  apparently  required  on  the 
London-Paris  route.  Furthermore,  there  are  no 
special  emergency  landing  grounds  to  establish,  and 
no  special  lighthouses,  the  seaplane  being  able  to 
make  use  of  existing  ones,  as  well  as  of  the  usual 
customs  and  passport  organisations.  All  this  points 
to  a  saving  in  expenditure  on  what  we  might  term 
incidentals,  which  would  mean  that  more  money 
could  be  spent  on  improvements  in  the  machines 
themselves. 

As  a  direct  result  of  ours  being  an  island  Empire, 
we  shall  heed  large  numbers  of  seaplanes,  and  the 
training  of  seaplane  personnel  takes  very  much  longer 
than  does  the  training  of  personnel  for  land  machines. 
How  are  we  to  train  this  personnel  if  we  do  not 
provide  a  civilian  seaplane  service  ?  The  last  war 
was  fought  almost  exclusively  on  land  machines. 
There  is  good  reaon  to  suppose  that  the  next  war 
will  see  a  very  marked  change,  and  that  the  greater 
part  of  the  materiel  for  naval  use  will  be  seaplanes. 
There  appears  to  us  to  be  every  reason  for  developing 
the  seaplane,  and  as  it  offers  possibilities  of  doing  so 
commercially  at  relatively  small  cost,  there  is  all  the 
more  reason  for  beginning  at  once.  The  London- 
Paris  service  must  be  kept  up,  but  we  think  that  it 
should  most  certainly  not  be  kept  up  exclusively  and 


at  the  expense  of  others  offering  better  prospects  of 
becoming  paying  propositions. 


*#► 


„  „  Following  closely  upon  the  official  flight 

Cross1-  16  <?f  tlle  Handley  Page  machine  with 
Channel  General  Brancker  on  board,  from 
Night  Flight  Croydon  to  le  Bourget,  a  second — this 
time  a  double-  journey  has  been  made 
across  the  Channel  by  night.  The  machine  used  was 
a  Farman  Goliath  belonging  to  the  Grands  Express 
Aeriens  piloted  by  M.  Labouchere,  the  famous  French 
pilot.  Leaving  le  Bourget  at  10.22  on  June  7,  with 
eight  passengers  on  board,  the  Goliath  proceeded 
towards  the  coast.  At  first,  thunder  and  rain  were 
encountered,  but  later  the  machine  ran  into  clear 
weather.  The  light  at  Lympne  could  be  seen  before 
the  machine  left  the  French  coast,  and  the  Croydon 
light  became  visible  approximately  at  Tonbridge. 
Before  alighting  M.  Labouchere  switched  on  the  two 
searchlights  under  his  planes,  and  made  a  perfect 
landing  on  the  Waddon  aerodrome.  After  a  supper 
at  the  aerodrome  hotel  the  machine  left  again  at 
2.50  a.m.,  arriving  safely  at  le  Bourget  a  few  minutes 
after  6,  having  completed  the  double  journey. 

The  performance  was  a  very  fine  one,  and  points  to 
the  not  far  distant  day  when  night  flying  over  a 
properly  organised  route  will  be  as  simple  as  flying 
by  day.  We  are  not  very  certain  that  night  flying  on 
the  London-Paris  route  is  any  very  great  advantage, 
but  for  longer  journeys  the  capacity  to  fly  in  the  dark 
is  equivalent  approximately  to  doubling  the  speed  of 
an  aeroplane.  If  a  machine  flies  for  12  hours  at 
100  m.p.h.,  and  then  has  to  stop  overnight  for  another 
12,  its  real  speed  is,  of  course,  only  50  m.p.h.  Thus 
night  flying  should  have  very  great  commercial 
advantage,  and  the  flights  made  recently  may  there¬ 
fore  be  regarded  as  first  steps  in  a  new  stage  of 
progress. 

♦ 

As  briefly  recorded  in  last  week’s  issue 
Lisbon-  Flight,  the  Portuguese  aviators, 
S.  America  Commander  Sacadura  Cabral  and  his 
Flight  navigator,  Capt.  Gago  Coutinho,  have 
at  last  succeeded  in  completing  their 
flight  across  the  South  Atlantic.  Two  machines  were 
smashed,  but  on  the  third  seaplane  sent  out,  a  stan¬ 
dard  Fairey  C  IIT,  with  Rolls-Royce  "  Eagle  "  engine, 
the  aviators  succeeded  in  flying  from  Fernando 
Noronha  to  the  mainland,  reaching  Pernambuco. 
Since  then  news  has  reached  this  country  that  they 
have  arrived  at  Bahia,  and  barring  very  bad  luck, 
they  should  get  to  Rio  safely  The  flight  has  been 
one  of  difficulties,  and  the  greatest  credit  is  due  to 
the  skilful  navigation  of  Capt.  Coutinho.  Our  old 
allies  the  Portuguese  were  ever  good  navigators  at 
sea.  They  have  now  proved  to  be  equally  to  the 
front  in  air  navigation,  and  we  feel  proud  to  think 
that  two  British  firms  have  been  associated  with 
them  in  the  historical  flight  to  South  America 


The  King,  in  a  message  \yhich  he  has 
King’s  Con-  Pressed  to  the  President  of  the 
gratulations  Portuguese  Republic  in  connection  with 
the  flight,  says  : — 

“  Please  accept  my  warm  congratulations  and  those  of  my 
people  on  the  successful  issue  of  the  daring  enterprise  of 
Portuguese  aviators  in  their  memorable  flight  to  South 
America.  This  great  achievement,  which  commands  the 
admiration  of  the  world,  is  worthy  of  the  Portuguese  notion, 
and  adds  further  lustre  to  its  annals.” 
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THE  BaCo 

r'ARitcr i-ars  are  to  hand  oi  yet  another  small,  low-powered 
machine  oi  American  origin  possessing  several  distinctive 
features.  This  is  the  BaCo  "  Skylark,”  designed  and  con¬ 
structed  by  the  Bethlehem  Aircraft  Corpn.,  of  Bethlehem, 
Pennsylvania,  U.S.A.,  a  two-seater  tractor  biplane  fitted 
with  a  60  li.p.  3-cyl,  Lawrence  air-cooled  engine.  The  pilot 
and  passenger  are  sealed  side  by  side,  an  arrangement  that 
has  much  in  its  favour  but  which  is  not  very  often  adopted 
by  designers.  As  may  be  seen  from  the  accompanying  illus¬ 
trations,  in  general  appearance  this  machine  is  not  unlike  the 
Eastchurth  and  Grain  "  Kittens  ”  (designed  by  the  Experi¬ 
mental  Construction  Dept,  of  the  R.N.A.S,  during  the  War), 


‘  SKYLARK ” 

plane  o°,  The  comparatively  thick  wing  section  employed  is 
tl.S.A.  27.  Top  and  bottom  planes  are  each  in  two  units, 
the  bottom  ones  being  attached  to  the  lower  longerons  of  the 
fuselage,  and  the  top  ones  to  a  rahane  of  two  inverted  V 
streamline  steel  struts ;  an  additional  streamline  stmt 
extends  forwards  from  the  top  of  the  cabane  down  to  the 
fuselage. 

Front  spars  are  of  selected  spruce,  4-ply  laminated  rect¬ 
angular  sections.  Rear  spars  are  of  I-beam  sections  of  spruce. 
They  are  built  up  so  as  to  form  a  section  similar  to  the  ordinary 
routed  spar.  It  consists  of  two  spruce  members  of  shallow 
U-shape,  with  the  bottoms  of  the  U  side  by  side,  and  with  a 


THE  BaCo  “  SKYLARK  ”  :  Front  view. 


nearly  grown  up  to  a  ”  Cat."  It  is  stated  that  the  **  Skylark  ” 
possesses  remarkable  inherent  stability,  and  that  on  releasing 
the  "  stick  ”  the  machine  will  settle  by  itself  to  its  natural 
flying  angle  which  may  be  varied  by  the  adjustable  stabiliser. 
It  will  do  this  from  either  of  the  two  extreme  positions  of  a 
stall  or  vertical  nose  dive.  Its  lateral  stability  is  also  good. 
Other  qualities  in  the  ”  Skylark  "  that  make  it  particularly 
suitable  as  a  sporting  or  popular  general-purpose  machine, 
are  its  low  landing-speed,  quick  take  off — on  landing  it  rolls 
but  a  short  distance  after  the  wheels  touch  the  ground — the 
case  with  which  it  can  be  handled  011  the  ground,  low  operating 
expense,  and  long  flight  duration.  The  provision  of  an 


centre  piece  of  tc-in.  veneer,  the  grain  running  vertically  to 
take  the  longitudinal  sheer. 

Cap  strips  of  the  spars  are  of  birch  3 -in.  thick.  Their 
construction  is  very  logical  since  the  veneer  takes  the  hori¬ 
zontal  sheaf  across  the  grain,  and  the  cap  strips  of  birch 
utilise  a  material  of  high  strength  where  the  fibre  stress  is 
greatest. 

The  internal  bracing  system  is  of  double  swaged  wires  and 
forked  ends  attached  to  mild  steel  fittings  boLed  to  the  main 
spars,  which  are  left  solid  at  these  points.  Main  plane  fittings 
are  of  standard  and  simple  design  made  up  of  plain  mild  steel 
sheet  metal.  Ample  strength,  has  been  allowed  on  all  fittings. 


The  BaCo  “  SKYLARK  ”  :  Side  view. 


adjustable  tail  plane  in  a  small  machine  of  this  description 
is  somewhat  in  the  nature  of  a  novelty,  if  not  a  luxury. 

The  main  planes  are  of  the  four -aileron  type  of  even  span 
and  chord,  with  the  top  plane  staggered  forward  20  ins. 
They  have  no  sweepback,  but  a  dihedral  angle  of  1  :  the 

angle  of  incidence  of  the  top  plane  is  i°  and  that  of  the  lower 


and  no  off-centre  wire  pulls  are  present  anywhere  in  this 
machine. 

The  trailing  edge  of  the  wings  is  formed  of  wire,  and  hand¬ 
holes  are  provided  on  both  lower  wings  to  facilitate  handling 
on  the  ground. 

The  wing  truss  is  of  clean  design.  The  single  I-struts  which 
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lire  lamina  Led  and  built  up  oi  spruce  are  of  very  generous 
proportion. 

The  double  lift  wires,  front  and  rear,  are  of  stranded  cable. 
They  run  forward,  as  well  as  inward,  serving  both  as  external 
drift  wires  and  flying  wires.  The  landing  wires  extend  from 
the  front  of  the  ccibane  in  the  centre  to  the  front  and  rear  of 
llie  bottom  of  the  mrerplane  struts.  This  places  the  rear 
landing  wire  out  of  the  way  of  entrance  to  the  cockpit.  This. 


similar  construction,  and  are  well  braced  internally.  The 
elevator  horns  are  skilfully  disposed  within  the  vertical  fin, 
and  a  particularly  strong  torsion  tube  is  provided  to  carry 
the  elevator  loads  to  the  elevator  horns.  The  design  of  the 
empennage  is  particularly  sturdy  and  clean  and  combined 
with  simplicity. 

The  fuselage  is  solidly  constructed.  A  complete  trussing  is 
provided  of  four  solid  spruce  longerons,  with  diagonal  bracing 


The  BaCo  “  SKYLARK  ”  :  Three-quarter  front  view. 


together  with  the  strut  running  front  the  centre  of  the  plane, 
from  the  top  of  the  cabana  to  the  forward  part  of  the  fuselage, 
completes  the  truss  for  stress  of  every  character,  and  at  the 
same  time  reduces  the  parasite  resistance  to  a  minimum  ; 
nevertheless  the  use  of  the  deeply-cambered  U.S.A.  27  wing 
section  enables  the  weight  of  the  wing  truss  to  be  kept  down 
to  a  minimum. 

Wing  frames  are  covered  with  approved  grade  A  cotton 
fabric,  and  special  care  has  been  exercised  in  sewing  the  fabric 
to  the  ribs  in  accordance  with  Army  specifications.  Surface 
treatment  is  of  six  coats  of  Phcenix  fireproof  dope  with  a 
bronze  finish. 

The  empennage  is  substantially  built  ;  the  stabiliser  is 
hinged  on  the  rear  end  so  that  a  large  degree  of  adjustment  is 


members  also  of  spruce.  The  whole  is  covered  with  maho¬ 
gany.  3-ply  veneer.  Although  very  light,  the  fuselage  lias  a 
strength  far  in  excess  of  that  required  either  in  the  air  or  on 
landing.  Great  care  has  been  exercised  not  to  weaken  the 
fuselage  at  the  point  where  the  door  to  the  cockpit  is  placed, 
special  diagonal  and  longitudinal  members  being  provided  at 
that  point  to  carry  the  truss  through. 

The  smooth  mahogany  finish  is  particularly  pleasing  to  the 
eye  and  touch.  A  veneer  fuselage  of  this  type  eliminates  all 
fittings  and  provides  a  good  production  job  easy  of  repair. 
The  combination  of  veneer  with  the  complete  wooden  truss 
also  eliminates  all  tendency  for  warping  or  distortion  of  veneer. 

In  the  cockpit  ample  room  is  provided  for  two  persons  side 
by  side,  together  with  dual  control.  The  instruments  are 


THE  BaCo  “  SKYLARK  ”  :  Two  views  showing,  on  the  left,  a  portion  of  the  lower  wing  uncovered,  and,  on 

the  right,  the  tail  planes,  also  uncovered. 


possible  in  flight.  Since  the  balance  of  the  machine  is  perfect 
for  normal  performance,  it  is  expected  that  the  stabiliser 
adjustment  will  only  be  used  when  the  pilot  wishes  to  fly  a.t 
one  particular  flight  attitude  for  a  long  period  of  time. 

The  stabiliser,  as  shown  in  one  of  the  accompanying  illustra¬ 
tions,  has  a  strong  rear  spar  running  continuously  over-top 
of  the  fuselage.  The  laminated  front  edge  is  in  one  piece  of 
semi-circular  shape ;  three  ribs  on  either  side  give  it  adequate 
strength  and  preserve  the  camber  required.  A  strong  sprue ? 
member  runs  on  either  side  of  the  fuselage  from  the  forward 
point  of  attachment  of  the  stabiliser  toward  the  outer  end  of 
the  rear  spar.  Two  wires  run  from  the  top  of  the  rudder  post 
to  the  outer  end  of  the  stabiliser  spar,  giving  added  security 
for  severe  manoeuvres.  The  stabiliser  and  rudder  are  of 


symmetrically  arranged  on  a  dashboard  clearly  seen  by  either 
occupant.  The  engine  controls — namely,  switch,  altitude 
adjustment  and  spark — are  placed  on  the  right-hand  side. 
The  throttle  is  placed  between  the  occupants  and  easily 
accessible  to  beta.  The  instrument  board  carries  a  banking 
indicator,  turn  indicator,  air  speed  meter,  altimeter,  tacho¬ 
meter,  oil  pressure  gauge,  oil  temperature  gauge  and  air 
distance  recorder.  A  compass  completes  the  equipment. 

The  arrangement  of  the  cockpit  and  instruments  is  such  as 
to  make  a  perfect  dual  control  arrangement,  but  with  more 
facility  for  engine  control,  thus  giving  to  the  pilot  a  valuable 
point  in  instruction  flying. 

The  machine  is  easily  entered  by  means  of  a  low  step  on  to 
the  wing,  and  another  low  step  into  the  cockpit  through  the 
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side-door  entrance  in  the  body.  The  control  stick  and  rudder 
bars  arc  of  the  standard  type.  The  roomy  upholstered 
cockpit,  with  attractive  instrument:  board,  presents  a  pleasing 
and  comfortable  compartment  for  the  pilot  and  passenger. 
To  carry  a  few  hundred  pounds  of  mail,  express  or  baggage, 
instead  of  a  passenger,  the  extra  seat  is  pushed  back,  or 
removed,  and  the  control  stick  is  removed  also,  giving  ample 
cargo  space. 

The  chassis  is  of  |-in.  by  1  £-m.  oval  steel  tubing  brazed 
to  a  guide  plate,  which  allows  a  4-in.  travel  of  the  axle.  The 
shock  absorber  cord  is  simply  wound  about  two  spools,  pro¬ 
vided  on  the  axle,  and  down  under  the  guide  plates.  The 
cross  wiring  for  the  chassis  struts  is  provided  on  both  the 
front  and  rear  struts.  Two  compression  tubes  run  between 
the  lower  end  of  the  front  and  rear  struts  The  chassis  is  very 
simple  in  construction,  and  can  be  dismounted  and  assembled 
in  a  few  minutes. 

The  60  h.p.  Lawrence  engine  efficiently  blends  into  the 
nicely  streamlined  body,  only  the  cylinders  being  exposed 
1'  is  supported  by  two  steel  plates,  one  on  either  side.  These 
plates  are  bolted  to  the  vertical  veneer  nose  panel,  which  in 
turn  is  braced  by  two  veneer  tie-panels  to  the  longerons. 
This  eliminates  all  cross  bracing  wires  in  the  first  two  sections, 
giving  a  very  strong  mounting.  Two  complete  double  igni¬ 
tion  systems  are  provided  with  double  batteries,  so  that 
either  battery  can  be  used  on  either  system.  Ample  space  is 
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provided  around  the  dual  ignition  system  and  oil  leads  to  the 
engine.  A  fireproof  wall  separates  the  engine  and  ignition 
system  from  the  petrol  tank  and  cockpit:,  thus  eliminating, 
as  far  as  possible,  risk  of  fire — the  carburettor  hanging  outside 
and  underneath  the  engine. 

The  principal  characteristics  of  the  “Skylark"  ate  as 
follows  : — - 


Span 

a  * 

•  t  r  * 

20  ft  to  ins. 

Chord 

L  . 

4  ft- 

Gap  . . 

s  9 

44  *  • 

5  It- 

Stagger 

£  m 

«  •  »  » 

i  ft.  8  ins. 

Overall  length 

ft  , 

•  4-  *  • 

*3  ft- 

Overall  height 

•  • 

•4  t 

8  ins. 

Wing  curve 

_  _ 

U.S.A.  27 

Dihedral  angle 

.  , 

m 

J|° 

Area  of  main  planes 

.  « 

•  *  4  4 

214  sq.  ft. 

Weight  empty 

»  . 

♦  •  •  «  A 

700  Jbs, 

Useful  load 

_  ^ 

600  lbs. 

Lbading/sq.  ft. 

«  • 

•  •  m 

5  lbs. 

Loading/h  p. 

•  • 

t  m  •  1 

19.3  lbs. 

Speed  range  .  . 

•  • 

«  «  4. 

33-90  m.p.h. 

Climb  (full  load)  . , 

«  • 

•  •  •  , 

boo  ft. /min. 

Coiling 

r B.ooo  ft. 

Duration 

.  ,  *  , 

4$  tlTS. 

Petrol  tank  capacity 

.  . 

.  ,  _  , 

20  gals. 

Oil  tank  capacity  . . 

ft. 

2  gals. 
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THE  LONDON-CONTINENTAL  SERVICES 

FLIGHTS  BETWEEN  JUNE*  4  AND  JUNE  10,  INCLUSIVE 


JS 

Op 

1 

i 

No.  of 
flights 
carrying 

or 

1 * 
0-2 

Average  flying 
time 

Type  and  (in  brackets) 
Number  of  each  type  flying 

RouteJ 

<JS 

ft, 

0 

d 

g. 

0 

o' 

7, 

Mails 

Goods 

-2s  u 
ft.  c 

0  0 
d  u 
» 

Fastest  time  made  by 

Croydon-Paris . 

52. 

102 

19 

37 

52 

h.  m. 

2  19 

D.H.  34  G-EBBS  (ih.  58m.) 

B.  (5),  D.H.  9  (1),  D.H  18  (1), 

Paris-Croydon  ... 

53 

123 

9 

1 

34 

52 

2  40 

D.H.  34  G-EBBS  (ah.  2m.) 

D.H.  34(3>.G.(7),  H.P.  AV8B 
(3).  Sp.  (2),  V.  (1),  W,  (1). 

B.  (6),  D.H.  4  (I).  D.H.  9  (x), 

Croydon-Brussels 

b 

8 

3 

3 

5 

2  24 

D.H.  34  G.EBBT  (2h.  20m.) 

D.H.  i8(iLD.H*  34(3),G.  (81, 
H.P.  W8B  (3),  Sp.  (1).  V,  (1). 
W.  (1). 

D.H,  34  (*>,  W.(i). 

Brussels-Croy  don 

7 

M 

— 

2 

6 

2  22  ; 

D.H.  34  G-EBBR  (2h.  2m.) 

D.H.  34  (2),  V.  (i),  W.  (1). 

Croydon— Rotterda  m  - 

9 

4 

9 

9 

9 

3 

Fokker  H-NABII  (zh.  24m  )| 

Fr  (7)- 

Amsterdam. 

Amsterdam-  Rotterdam- 

io 

1 1 

v 

9 

9 

2  33 

Fokker  H  NABN  (2h.  5m.)§ 

F-  (9). 

Croydon. 

Totals  for  week 

J37 

202 

49 

94 

133 

*  Not  including  *'  private  "  flights.  f  Including  certain  journeys  when  stops  were  made  en  route. 

X  Including  certain  diverted  journeys.  §  Rotterdam. 

Av.  =  Avro.  B  «=  Broguet.  Br.  =  Bristol,  Bt.  =  B.A.T,  D.H.4  =  De  Havilland  4,  D.H.9  (etc.J. 

F-  =  Fokker.  Fa.  -  Farman  F.50.  G.  —  Goliath  Farman.  H.P.  =  Handley  Pago.  M.  =  Martinsydo.  N.  =-  Nicuport. 
P.  =  Potez.  R,  =  Rumpler.  Sa.  =  Salmson.  Sp.  —  Spad.  V.  —  Vickers  Vimy,  Vulcan,  etc.  W.  =  Westland. 


The  following  is  a  list  of  firms  running  services  between  London  and  Paris,  Brussels,  etc.,  etc.  : — Co.  des  Grandcs 
Expresses  A6rienu.es  ;  Daimler  Hire,  Ltd.  ;  Handley  Page  Transport,  Ltd.  ;  Instone  Air  Line  ;  Koninklijkie  Luchtvaart 
Maatschappij  ;  Messageries  Adriennes  :  Syndicat  National  pour  1’Etude  des  Transports  Adriens  ;  Co.  Transa6riennc. 

Incidental  Flying. — During  the  week  Capts.  Stocken  and  Muir  made  several  test  flights  on  D.H.  9's  for  the  Aircraft 
Disposal  Co.,  and  on  the  8th  Mr.  Hayns  left  for  Brussels  on  an  Avro. 
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French  Aero  Salon 

December  15  next  to  January  2,  1923,  is  the  date  fixed 
for  the  next  French  Aero  Salon — the  eighth  lo  be  held,  as 
before,  at  the  Grand  Palais.  The  exact  title  has  been  changed 
to  “Exposition  Internationale  de  TAeron  antique  ” 

Royal  Aero  Club  Coming-of-A&e  Banquet 

Tuesdav,  June  27  next,  looks  like  being  marked  up  as 
an  historical  milestone  in  aeronautics.  On  that  date  the 
Royal  Aero  Club  hold  their  21st  Anniversary  Banquet  at 
file  Savoy  Hotel,  and  already  there  promises  to  be  a  record 
attendance  of  members  and  their  supporters.  The  Duke  of 
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Atholi,  the  President  of  the  Club,  will  take  the  Chair,  and 
amongst  those  who  will  be  present  are  the  Duke  of  Suther¬ 
land,  Air  Chief  Marshal  Sir  Hugh  M.  Trenchard,  Rear- 
Admiral  Sir  Roger  Keyes,  Sir  Travers  E.  Clarke,  K.C.B., 
Capt.  the  Right  Hon.  F.  K.  Guest,  etc. 

It  would  be  well  for  members  of  the  Club  to  get  their 
applications  for  seats  along  to  the  Secretary  at  3,  Clifford 
Street,  without  delay,  as  the  accommodation  is  limited  and 
there  may  be  sad  disappointment  awaiting  late  comers, 
especially  as  members  have  the  privilege  upon  this  unique 
occasion  of  introducing  friends,  including  ladies,  so  far  as 
there  are  seats  available.  The  price  of  the  tickets  is  £1  is. 
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CIVIL  AVIATION  AND  SAFETY 

The  Cross-Channel  Fetish 


'I'm:  title  chosen  for  these  notes  mav  be  interpreted  in  two 
ways  :  it  may  be  taken  to  refer  to  the  safety  from  accident 
of  passengers  and  pilots,  and  it  may  be  read  in  its  wider 
sense  as  meaning  civil  aviation  in  its  relation  to  national 
safety'.  In  the  following  the  subject  will  be  dealt  with  from 
both  points  of  view,  without  an  attempt  at  exhausting  either, 
To  do  so  would  require  several  issues  of  Flight.  As  the 
phase  which  is,  perhaps,  uppermost  in  the  public  mind  at  the 
moment,  owing  to  recent  regrettable  accidents,  is  that  relating 
to  the  safety  of  travelling  by  air,  we  will  refer  to  that  first. 

As  always  after  a  flying  crash,  the  daily  Press  has  made 
the  most  of  the  accident  to  the  Spad  which  fell  into  the 
Channel,  giving  the  usual  glaring  headlines  and  blazoning 
the  news  from  thousands  of  posters.  This  was  followed  by 
articles  questioning  the  adequacy'  of  the  precautions  taken 
by  the  organisation  of  the  London-Paris  roptc,  and  suggesting 
all  sorts  of  improvements  that  ought  to  be  made.  Although 
we  are  very  far  from  wishing  to  claim  that  the  organisation 
of  the  London-Paris  route  is  perfect,  it  is  certainly  and 
emphatically  not  so  haphazard  as  might  be  imagined  from 
reading  various  articles  in  the  Press. 

If  we  look  upon  the  matter  calmly  and  dispassionately, 
what  has  happened  is  that  in  one  case  two  aeroplanes  have 
collided  under  weather  conditions  of  low  visibility',  and  in  the 
other  a  machine  fell  into  the  Channel  for  some  cause  at  present 
unknown.  Collisions  still  occur  at  sea,  one  not  more  than 
a  few  days  ago,  yet  no  one  suggests  that  innumerable  precau¬ 
tions  over  and  above  those  already  existing  are  required. 
Boating  accidents  occur  almost  every'  week  ;  yet  these,  if 
involving  the  loss  of  only  tw'o  or  three  lives,  are  reported, 
probably,  in  a  two-line  paragraph — or  not  at  all. 

Precautions  Taken  in  Manufacture 

Let  us  examine,  briefly,  what  are  the  precautions  taken 
to  ensure  the  safety  of  passengers  on  the  London-Paris 
service.  Before  a  machine  is  built,  detail  drawings  of  its 
constructional  parts,  accompanied  by  stress  calculations 
showing  the  factor  of  safety  of  every  stressed  part,  are 
submitted  to  the  Air  Ministry  experts.  The  drawings  and 
calculations  are  gone  over  very  carefully,  and  if  any  part  is 
found  which  does  not  satisfy'  the  Air  Ministry  requirements 
the  designers  are  asked  to  re-design  it.  When  all  drawings 
and  calculations  have  been  thus  inspected,  and  not  until 
then,  the  designers  are  allowed  to  proceed  with  the  construc¬ 
tion.  Does  the  Government  supervision  end  here  ?  By  no 
means.  Every  bit  of  material  used  in  the  machine,  be  it 
metal,  w’ood,  fabric  or  dope,  is  inspected  by  the  Aircraft 
Inspection  Department,  and  stamped  by  them  before  being 
allowed  to  be  put  into  the  machine.  While  the  materials  are 
being  turned  into  structural  parts  such  as  spars,  struts, 
fittings,  etc.,  an  A.l.D.  inspector  is  present  to  examine  every¬ 
thing  and  to  reject  any  part  which  does  not  satisfy  him. 

Finally,  the  machine  is  finished,  and  flow'll  by  the  manu¬ 
facturer's  pilot.  Having  tuned  the  machine  up  until  he  is 
satisfied  with  its  behaviour  in  the  air,  the  manufacturer’s 
pilot  takes  the  machine  to  Martlesham  Heath,  where  there  is 
an  Air  Ministry  testing  station.  Here  the  machine  is  put 
through  a  number  of  tests  by  Government  pilots — tests  of 
performance,  stability,  controllability,  landing,  etc.  When 
the  machine  has  passed  all  these  tests,  and  not  until  then, 
it  is  passed  by  the  Air  Ministry  as  fit  for  carrying  passengers, 
goods  or  whatever  load  it  has  been  designed  for.  Usually  the 
machine  then  returns  to  the  makers  for  further  tests  by  their 
pilot,  and  w'hen  all  these  experts  agree  that  the  machine  is 
as  good  as  it  is  possible  to  make  it,  it  receives  its  airworthiness 
certificate. 

Daily  Inspection 

And  does  the  Government  supervision  end  here  ?  Assuredly 
not.  The  Government,  in  the  shape  of  the  Air  Ministry, 
insists  that  the  machine  shall  be  inspected  before  every  flight 
by  a  competent  expert  known  as  a  “  ground  engineer,”  who 
has  passed  Air  Ministry  examinations  and  is  declared  by  the 
Air  Ministry  to  be  competent  to  judge  of  the  condition  of 
machine  and  engine  (in  the  class  and  of  the  type  for  w'hich 
he  is  licensed).  This  ground  engineer  is  paid  by  the  opera¬ 
tional  firm,  who  has  no  option  in  the  matter  as  the  Air 
Ministry  insists  upon  his  presence.  The  ground  engineer  is 
responsible  to  the  Air  Ministry  for  passing  as  fit  for  flying 
only  such  machines  and  engines  as  are  really  fit.  If  he  should, 
in  course  of  time,  become  too  lenient,  he  would  soon  be  found 
out  and  his  licence  would  be  withdrawn  ;  in  other  words, 
he  would  lose  his  job. 


Ground  Organisation 

We  now  come  to  the  organisation  of  the  air  lines  them¬ 
selves — that  is  to  say,  the  ground  organisation,  apart  from 
the  care  and  upkeep  of  the  flying  stock.  At  Waddon  there 
are,  in  addition  to  the  buildings  in  which  machines  and  engines 
are  housed  and  overhauled,  wireless  offices,  meteorological 
offices,  etc.  Weather  forecasts  are  sent  out  from  the  Air 
Ministry,  and  from  wireless  stations  on  the  route  reports  arc 
constantly  coming  in  relating  to  the  weather  conditions 
there.  Thus,  frequently  conditions  are  favourable  at  Croydon 
and  Le  Bourget,  but  there  is  a  fog  in  the  Channel,  or  at 
some  point  along  the  route  to  Paris.  It  is  left  to  the  discretion 
of  the  pilots  whether,  after  receiving  the  reports,  they  will 
fly  or  not. 

For  use  at  night,  or  for  machines  which  have  been  delayed 
and  do  not  arrive  until  about  dusk,  there  is  a  very  complete 
lighting  installation  on  the  aerodromes,  and  lighthouses 
have  now  been  erected  at  various  points  along  the  route, 
both  in  this  country  and  in  France.  Recent  test  flights  have 
demonstrated  that,  under  normal  conditions,  it  is  as  easy 
and  as  safe  to  fly  by  oight  as  by  day. 

The  wireless  service  is  both  of  the  ordinary  and  of  the 
direction-finding  variety.  All  British  machines  now  carry 
wireless  telephones,  by  means  of  which  the  pilot  can  be  in 
communication  with  Croydon,  Le  Bourget  and  intermediate 
stations.  It  is,  however,  a  fact  that  the  French  section  leaves 
something  to  be  desired  in  the  manner  of  promptitude. 
Thus  it  is  not  uncommon  for  a  pilot  to  be  in  touch  with 
Croydon  until  he  is  well  on  bis  way  towards  Paris,  and  then 
he  fails  to  get  in  touch  with  Le  Bourget,  which  may  be  only 
a  few  miles  away.  Here  there  is  undoubtedly  room  for 
improvement  But — and  this  is  an  important  point — the 
French  section  of  the  route  is  about  three  times  as  long  as  is 
the  British.  It  is  therefore  easy  enough  for  us  to  say  it 
should  be  improved.  But,  after  all,  French  pilots  are  using 
the  route  as  well  as  ours,  and  it  is  a  matter  of  some  delicacy 
for  us  to  suggest  how  France  should  organise  her  air  lines. 
Much  can  be  done  by  conferences,  but  it  should  not  be  for¬ 
gotten  that,  while  at  the  moment  the  London-Paris  route  is, 
with  the  exception  of  the  London-Brussels,  our  only  one,  it  is 
one  of  the  shortest  in  France,  and  France  may  well  regard  it 
as  of  very  minor  importance.  In  that  case  we  can  scarcely 
expect  France  to  spend  a  great  deal  of  money  on  it,  mainly 
for  our  benefit,  and  without  a  great  deal  of  goodwill  from 
France  the  London-Paris  route  may  well  prove  impracticable 
as  far  as  we  are  concerned. 

Some  Absurd  Complaints  and  Suggestions 

During  the  week  there  have  appeared  in  the  Press  letters 
and  articles  complaining  about  existing  conditions  or  offering 
suggestions  for  improvements  or  extra  precautions.  While 
some  of  these  have  been  very  sensible  and  quite  to  the  point, 
others  have  been  of  such  a  nature  as  to  call  for  comment : 
for  instance,  Mr.  Asquith's  complaint  that  his  daughters 
suffered  from  air  sickness  on  a  recent  trip  by  air  to  Paris. 
We  are  very  sorry  to  bear  it,  but  we  do  think  that  they  must 
have  been  most  unfortunate  in  happening  to  have  flown  in 
very  “  bumpy  ”  weather.  Even  so,  was  the  passage  any  worse, 
we  wonder,  than  a  mildly  rough  Channel  passage  by  steamer  ? 

The  suggestion  has  been  made,  also,  that  all  machines 
should  be  compelled  to  carry  two  pilots.  While  in  most 
machines  this  would  be  possible,  it  would  be  a  somewhat 
severe  tax  on  the  operational  companies,  who  already  fail 
to  pay  their  way,  even  with  present  subsidies,  on  the  London- 
Paris  route.  On  most  British  machines,  it  is  true,  an  engineer 
or  navigator  is  carried  next  to  the  pilot,  but  it  is  rather 
doubtful  whether  an  engineer,  even  with  a  fair  knowledge  of 
piloting,  could  make  a  safe  landing  in  case  of  the  chief  pilot 
being  taken  ill.  It  seems  to  us  that  a  more  economical 
solution,  which  would  have  other  advantages,  would  be  to 
equip  machines  with  a  stabiliser,  unless  the  machine  were 
already  inherently  stable.  Large  twin-engined  machines  have 
already  been  flown  fitted  with  the  Aveline  stabiliser,  which 
relieves  the  pilot  of  all  control  except  directional.  Even  an 
engineer  with  only  a  limited  knowledge  of  piloting  should  be 
able  to  make  port  safely  oil  a  machine  thus  equipped,  while 
for  flying  in  fog  or  in  the  dark  the  “  automatic  pilot  ”  would 
relieve  the  pilot  of  a  great  deal  of  work.  The  Aveline  stabi¬ 
liser,  it  is  true,  weighs  a  good  deal,  but  as  machines  are  rarely 
flying  with  full  loads  nowadays,  this  would  not  greatly 
matter.  At  any  rate,  it  would  come  cheaper  than  always 
carrying  two  competent  pilots. 
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Another  suggestion  made  is  that  the  machines  used  should 
have  lower  landing  speeds.  To  a  certain  extent  we  are  in 
agreement  with  this  view.  We  cannot  view  with  equanimity 
a  passenger  machine  which  lias  to  make  a  forced  landing  at 
a  speed  somewhere  in  the  neighbourhood  of  80  m.p.h.  On 
the  other  hand,  suggestions,  emanating  from  people  having 
a  claim  to  be  regarded  as  experts,  that  machines  should  be 
able  to  land  at  20  m.p.h.  are  merely  absurd,  and  only  serve 
to  give,  the  non- technical  an  entirely  false  idea  of  tire  problems 
involved.  In  order  that  a  machine  could  be  landed  as  slowly 
as  20  m.p.h.  it  would  be  necessary  to  obtain  a  maximum  lift 
coefficient  of  1 — which  may  be  possible  with  high -lift  wings, 
but  the  wing  loading,  even  then,  could  only  be  just  over 
2  Ibs./sq.  ft.  Such  a  machine,  even  if  possible  of  production, 
would  be  useless  for  commercial  purposes, 

Yet  another  suggestion  is  that  there  should  be  many  more 
wireless  stations,  listening  posts,  lights  and  what  not.  If 
all  that  is  necessary,  it  points  to  the  absolute  unsuitability 
of  the  London— Paris  route  in  view  of  the  fact  that  it  leads  to 
nowhere.  All  these  improvements  would  cost  huge  sums 
of  money  ;  and  what  should  we  have  at  the  end  of  it  all  ? 
An  organisation  which  people  might  come  from  all  over  the 
world  to  see,  but  which  would  run  into  hundreds  of  thousands 
of  pounds  per  year — all  for  a  few  thousand  passengers  who 
could  probably  afford  to  pay  much  more  for  their  flights 
(and  would  do  so)  on  unsubsidised  machines.  We  have  not 
the  slightest  doubt  that  the  London-Paris  route  could  be 
made  absolutely  safe,  absolutely  reliable  and  absolutely 
regular  ;  but  in  view  of  the  fact  that  even  if  it  were,  the 
volume  of  traffic  would  be  wholly  insufficient  to  pay  even 
the  interest  on  the  capital,  is  it  worth  wasting  money  on  ? 
Frankly,  wc  do  not  think  it  is.  Support  civil  aviation  we 
must,  but  why  do  it  in  the  least  profitable  way  ? 

Why  Specialise  on  London-Paris  ? 

Having  realised  this — that  it  is  by  the  grace  of  our  Ally, 
and  solely  by  it,  that  we  can  run  the  London-Paris  line  at 
all — does  not  the  question  naturally  arise  :  Why  do  we 
specialise  on  such  a  line  ?  And  this  brings  us  to  the  wider 
scope  covered  by  the  title  of  these  notes— -Civil  Aviation  and 
national  safety.  It  is  now  generally  admitted,  except  by 
the  Government,  that  our  safety  in  the  air  depends  upon  a 
Strong  civil  aviation.  Does  the  London-Paris  route  offer 
any  scope  for  building  up  a  strong  civil  aviation  ?  Does 
running  the  London-  Paris  service  teach  us  anything  which 
we  did  hot  already  know  in  1920  ?  Does  it  promise  ultimately 
to  lead  to  expansion  farther  afield  ?  We  think  that  to  all 
thinking  people  the  answer  of  all  these  questions  must,  be 
“  No.”  Climatically  the  London  Paris  route  is  one  of  the 
worst  that  could  have  been  chosen.  The  two  cities  are 
already  served  by  one  of  the  best  train  and  boat  services  in 
the  world  Owing  to  the  time  wasted  in  getting  to  and  from 
the  aerodromes,  the  machines  used  on  this  service  must  be 
very  fast — about  120  m.p.h  ,  at  least — in  order  to  compete, 
in  point  of  time,  with  existing  facilities.  This  means  rela¬ 
tively  small  carrying  capacity  ;  in  other  words,  uneconomical 
machines  Owing  to  some  extent  to  the  already  excellent 
travelling  facilities,  the  amount  of  passenger  traffic  available 
on  the  London-Paris  service  is  very  limited.  This  is  now 
beginning  to  become  evident.  Quite  apart  from  any  dropping 
in  bookings  that  may  have  resulted  from  the  two  accidents 
referred  to,  there  is  not  a  great  volume  of  passenger  traffic, 
and  yet  three  British  lirms  have  been  subsidised  to  run 
services  on  this  route.  What  is  the  result  ?  That  machines 
have  to  fly  with  half  or  quarter  loads  :  that  all  three  firms 
cannot  possibly  come  within  sight  of  making  the  services 
pay  ;  that  to  carry  on  they  will  probably  have  to  be  further 
subsidised  :  in  short,  waste  and  inefficiency.  If  we  could 
see  that,  sooner  or  later,  the  London-Paris  services  might 
reasonably  be  expected  to  develop,  to  expand,  or  if  they  were 
teaching  us  something,  we  should  not  feel  disposed  to  begrudge 
a  few  thousands  of  pounds  spent  in  keeping  them  alive 
during  the  earlier  stages.  But  the  London-Paris  service, 
as  far  as  we  are  concerned,  is  a  blind  alley  ;  it  leads  to  nowhere 
beyond  Paris,  as  far  as  carrying  passengers  by  British  machines 
is  "concerned.-  It  is  scarcely  to  be  expected  that  France 
would  let  a  British  company  operate  a  service  from,  for 
instance,  Paris  to  Marseilles.  She  would  probably  not  object 
to  our  running  a  mail  service  across  France,  so  long  as  we  did 
not  pick  up  mails  and  passengers  an  route,  but,  except  on 
sufferance,  the  London-Paris  line  is  to  us  a  cul-de-sac,  and 
the  sooner  we  realise  it  the  better.  To  continue  to  spend 
money  on  a  route  which  can  teach  us  nothing,  for  which  an 
expensive  ground  organisation  is  necessary  involving  an 
expenditure  out  of  all  proportion  to  the  amount  of  traffic 
existing,  or  which  can  reasonably  be  expected  during  the 
next  few  years,  and  which  leads  to  nowhere,  is  sheer  waste. 


That  we  must  continue  to  spend  money  on  civil  aviation, 
and  spend  much  more  than  we  have  done,  is  quite  obvious  , 
but  that  is  not  saying  that  we  must  continue  to  spend  it  in 
the  direction  in  which  there  is  least  hope  of  a  reasonable 
return. 

When  the  London-Paris  service  was  started  in  1919  it 
formed  a  good  test  route.  It  was  known  to  be  bad  from  a 
meteorological  point  of  view,  but  that  had,  at  any  rate,  the 
advantage  that  if  we  could  maintain  a  fair  regularity  nnder 
the  conditions  there  obtaining  we  should  be  likely  to  be  ill 
a  position  to  do  so  practically  anywhere  else  in  the  world. 
The  now  defunct  Aircraft  Transport  and  Travel  demonstrated 
beyond  a  doubt  that  it  was  possible  to  maintain  a  reasonably' 
good  regularity  over  that  route  It.  also  demonstrated  that 
the  machines  used,  converted  war  machines,  did  not  and 
could  not  pay  as  a  commercial  proposition.  That  lesson 
having  been  learned,  it  might  have  been  thought  that  those 
in  authority  would  have  commenced  to  look  elsewhere  for 
routes  offering  better  prospects  and  being  favoured  by  better 
climatic  conditions.  Not  so,  We  still  stuck  to  the  London- 
Paris  route — of  which  we  do  not  complain,  French  competi¬ 
tion  and  subsidisation  made  that  necessary- — but  we  stuck 
to  it  to  the  exclusion  of  all  other  routes.  That  is  where  the 
mistake  was  made.  We  now  see  the  result. 

Where  the  Seaplane  Scores 

As  destructive  criticism  is  of  little  use  unless  accompanied 
by  suggestions  for  improvements,  it  may  be  well  to  examine 
briefly  in  what  other  directions  we  should  have  looked — and 
must  look  in  the  future — for  better  use  of  our  money  and 
brains.  The  case  for  the  seaplane  has  been  stated  in  Flight 
in  season  and  out  for  the  last  several  years.  We  have  made 
a  point  of  publishing,  whenever  possible,  full  reports  of 
articles  aud  papers  dealing  with  the  design  and  construction 
of  seaplanes,  realising  that  a  knowledge  of  the  technical 
problems — which  are  quite  different  from,  and  considerably 
more  difficult  than,  those  relating  to  land  machines — was 
essential  if  progress  was  to  be  made  with  the  development  of 
the  seaplane.  Lately-  we  have  had  occasion  to  call  attention 
to  the  neglect  to  which  the  seaplane  has  been  subject  in  this 
country,  and  have  published  articles  showing  the  use  which 
other  countries  have  made  and  are  making  of  this  type  of 
aircraft. 

The  arguments  in  favour  of  the  seaplane  have  been  stated 
in  this  journal  repeatedly,  but  they  may  be  briefly  summarised 
here.  To  begin  with,  the  seaplane  is  not  competing  with 
express  trains  travelling  at  some  60  m.p.h.,  but  with  steamers 
having  a  speed  of  20  m.p.h.  at  the  most.  In  view  of  the 
fact  that  the  steamer  travels  day  and  night,  and  assuming  that 
at  the  moment  this  is  not  possible  for  the  seaplane,  we  must 
approximately  double  the  steamer  speed  to  compete  in  point 
of  time.  That  brings  us  to  a  speed  of  40  m.p.h.  necessary 
for  flying  during  12  of  the  24  hours  in  order  to  make  good 
the  same  distance  as  the  steamer.  If,  therefore,  the  seaplane 
has  a  cruising  speed  of,  for  instance, 7°  m.p.h.  with  a  maximum 
speed  of  100  m.p.h.  or  so,  it  will  easily  beat  the  steamer  in 
point  of  time,  and,  moreover,  at  a  cruising  speed  of  70  m  p.h. 
the  power  loading  of  a  seaplane  can  be  as  high  as  3°~35 
lbs./h.p.  at  cruising  speed.  In  order  to  provide  a  reserve 
of  power,  the  full-power  loading  should,  of  course,  be  some¬ 
what  lower,  but  even  that  may  be  as  high  as  20  lbg.  h.p. 
or  a  little  more.  Now  all  these  figures  mean  that  a  seaplane 
can  carry  a  paying  load  (for  a  fly-ing  range  of  about  400  miles) 
of  approximately  8  lbs.  per  horse-power.  What  land  machine, 
of  the  speed  necessary  on  the  London-Paris  route,  could 
show  a  figure  even  beginning  to  approach  this  ? 

Then  there  is  the  question  of  aerodromes  and  ground, 
organisation.  Land  machines  require  large  and  cost  y 
aerodromes,  costly  not  only-  in  first  cost  but  also  in  upkeep. 
They  necessitate — over  a  route  like  the  London— Paris  a 
any  rate — a  network  of  wireless  stations,  meteorological 
stations,  emergency  landing  grounds  for  use  in  case  of  engine 
failure,  lighthouses  and  arrangements  for  illuminating  the 
aerodromes  at  night.  The  seaplane,  always  flying  above  its 
”  aerodrome,”  does  not  require  any  of  these.  Use  can  be 
made  of  existing  lighthouses,  customs  and  passport  oiganisa- 
tions,  without  the  need  for  establishing  special  ones.  Thus 
any  subsidy  spent  on  seaplane  services  can  be  used,  mainly, 
in  developing  better  and  better  machines.  Night  fly-ing,  and 
flying  in  fogs,  present  far  smaller  obstacles  to  the  seaplane 
than  they  do  to  the  land  machine.  As  long  ago  as  1913 
Mr.  Pemberton- Billing  invented  and  constructed  an  instru¬ 
ment  by  means  of  which  indication  was  given  to  the  pilot 
when  he  was  a  certain  distance,  say  50  ft.,  above  the  sea. 
It  was  then  a  relatively  simple  matter  to  "  land  the  machine. 
Improvements  have  since  been  effected  in  instruments  for 
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a  similar  purpose,  and  a  trained  seaplane  pilot  should  have 
little  difficulty  in  making  a  safe  "  landing  "  in  the  dark  or 
in  a  fog. 

On  the  question  of  forced  landings  a  seaplane  would  be  no 
worse  oft  in  stormy  weather  than  is  a  land  machine  in  a 
fog.  As  a  matter  of  fact,  the  sea  which  a  seaplane  will 
negotiate  (and  by  seaplane  we  mean  flying  boat  at  least  as 
much  as  a  twin-float  machine)  is  largely  a  matter  of  size, 
as  in  the  case  of  ships.  What  is  a  very  heavy  sea  to  a  dinghy 
is  only  a  ripple  to  a  steamer,  and  so  on.  For  use  over  fairly 
calm  stretches  of  water  a  fairly  small  seaplane  would  be 
perfectly  safe.  For  use  over  more  open  and  disturbed 
stretches,  the  seaplanes  used  should  be  larger,  but  there  is 
no  difficulty  in  building  fairly  large  seaplanes,  even  with  the 
knowledge  we  have  today  In  this  matter  of  size  the  sea¬ 
plane  is  far  better  off  than  is  the  land  machine.  Doubling  or 
trebling  the  size  of  a  seaplane  does  not  introduce  any  great 
problems,  but  a  similar  increase  in  the  size  of  aeroplanes  is 
attended  with  various  difficulties.  For  instance,  to  mention 
but  one,  the  bearing  load  on  the  wheel  axles  and  the  bearing 
area  of  the  wheels  themselves  on  the  ground  are  matters 
which  assume  some  importance  in  a  very  large  land  machine. 
An  excellent  instance  of  this  was  provided  at  the  Elta  show 
at  Amsterdam.  The  aerodrome  was  newly  laid  down,  and 
was,  although  fairly  hard  on  the  surface,  decidedly  soft 
underneath.  The  small  light  machines  had  no  difficulty  in 
alighting  and  getting  off,  but  the  large,  heavy,  twin-engined 
machines  were  bogged  and  stood  on  their  noses. 

From  the  point  of  view  of  seaplanes  as  a  national  necessity, 
it  cannot  be  doubted  for  a  moment  that  in  the  future  great 
numbers  of  seaplanes  will  be  required  to  co-operate  with  the 
Navy.  If  we  are  to  gain  the  necessary  experience  in  design 
and  construction,  and  in  the  training  of  personnel,  purely 
during  routine  work  with  the  Navy,  it  will  cost  enormous 
sums  of  money  if  it  is  to  be  done  on  a  scale  commensurate 
with  our  requirements.  On  the  other  hand,  if  we  choose 
to  develop  the  seaplane  along  commercial  lines  (as  well,  of 
course,  as  along  the  highly  specialised  lines  which  the  Navy 
will  certainly  demand),  there  is  every  prospect  of  being  able 
to  do  this  at  a  very  reasonable  outlay,  owing  to  the  excellent 
prospects  which  the  seaplane  offers  of  being  a  paying  propo¬ 
sition,  or  very  nearly  so. 

Some  Seaplane  Routes 

With  this  brief  outline  of  what  the  seaplane  has  to  offer 
let  us  turn  to  the  question  of  its  practical  application  in  civil 
aviation.  The  possibility  of  being  able  to  use  rivers  running 
through  towns  as  "  aerodromes  ”  is  a  fascinating  one,  avoiding 
as  it  does  the  delay  of  travelling  to  and  from  an  aerodrome 
situated  several  miles  outside  towns.  In  very  many  cities 
this  would  be  feasible.  Experiments  have  sliown  it  to  be 
feasible  under  favourable  conditions  both  in  London  and 
Paris.  Both  rivers  are,  however,  relatively  narrow-,  are  fairly 
crowded  with  surface  traffic,  and,  finally,  the  route  to  Paris 
leads  to  nowhere  as  far  as  we  are  concerned.  A  service 
could  undoubtedly  be  operated  between  the  two  cities,  but 
it  would  have  to  be  run  with  machines  of  light  power  loading 
and  therefore  with  small  capacity  for  paying  load.  It  is 
therefore  questionable  whether  that  route'  would  offer  any 
better  prospects  than  do  the  existing  laud-machine  routes.  ' 

We  know  that  in  the  colonies  and  dominions  there  are 
innumerable  opportunities  for  using  the  seaplane :  but 
without  going  so  far  afield,  let  11  s  examine  whether  there  are 
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not,  nearer  home,  routes  which  could  profitably  be  exploited, 
bor  instance,  our  road  to  Central  and  Northern  Europe  lies 
over  Belgium,  Holland,  Germany,  Denmark,  Sweden  and 
Norway.  In  order  to  reach  all  these  countries  it  is  necessary 
to  cross  an  arm  of  the  North  Sea,  or,  at  any  rate,  the  Straits 
of  Dover.  Is  there  any  reason  why  a  flying-boat  or  seaplane 
service  should  not  be  run  from  some  east  coast  port,  or  from 
the  mouth  of  the  Thames,  to  Antwerp,  Amsterdam,  Emden, 
Biemerhaven,  Hamburg  and  onwards  to  Copenhagen,  Stock¬ 
holm  and  l  hristiania.  In  the  case  of  a  letter  to  Copenhagen, 
it  takes  three  days  from  posting  in  London  to  delivery  in 
Copenhagen.  By  a  seaplane  or  amphibian  service  it  should 
be  possible  to  leave.  London  early  in  the  morning  and  be  in 
Copenhagen  the  same  night.  In  other  words,  a  letter  would 
not  take  more  than  24  hours,  instead  of  the  72  now  taken. 
Ihe  saving  to  the  other  ports  mentioned  would  be  in  propor¬ 
tion.  For  a  passenger  service  it  might  be  advisable  to  use 
one  of  the  east  coast  ports  as  the  seaplauc  terminus.  At 
Harwich,  for  instance,  there  are  already  customs  and  passport 
facilities  for  Denmark  and  Holland.  The  train  service  is 
excellent  (about  ii  hours),  and  the  Felixstowe  seaplane 
station  might  be  taken  into  use. 

Later  on,  when  and  if  things  settle  down  a  bit  in  Ireland, 
a  seaplane  service  between  London  and  Ireland  should  help 
considerably  in  bringing  the  two  closer  together. 

Again,  in  order  to  bring  nearer  such  parts  of  the  p:mpire 
as  India  and  Australia,  a  (lying-boat,  service  from  Marseilles 
(if  French  permission  could  be  obtained)  via  Malta  and 
Crete  to  Egypt,  or  possibly  as  far  as  Karachi,  should  be 
feasible.  By  linking  up  with  the  existing  overland  air  route 
to  Baghdad  a  very  great  saving  in  time  could  be  obtained. 

In  India,  Australia,  New  Zealand  and  Canada  there  are 
enormous  possibilities,  but  it  appears  to  us  that  the  first 
step  should  be  made  at  home,  by  bringing  these  places  nearer 
to  London.  And  how  can  we,  except  hy  airships,  hope  to 
do  so  without  taking  into  our  service  the  possibilities  of  the 
seaplane.  ?  Some  of  the  routes  indicated  would  take  the 
seaplane  over  fairly  long  stretches  of  land,  and  might  make 
the  use  of  amphibians  advisable.  But  even  in  an  ordinary 
seaplane,  not  so  fitted  we  would  far  rather  travel  across 
country  than  we  would  across  wide  stretches  of  sea  in  a 
land  machine,  During  the  war  it  was  repeatedly  shown  that, 
even  with  such  a  relatively  primitive  outfit  as  a  ”  225,”  it. 
was  possible  to  penetrate  quite  far  inland.  The  flying  boat 
has,  on  occasion,  been  known  to  make  quite  a  respectable 
landing  on  grass.  But  what  land  machine  has  alighted  on 
the  sea  without  serious  damage  to  itself  and.  at  least,  great 
inconvenience  to  its  passengers  ? 

We  could  go  on  advancing  reasons  for  seriouslv  setting  to 
work  on  seaplane  development,  but  sufficient  has,  we  think, 
been  said  to  indicate  the  sheer  folly  of  continuing  to  spend 
large  sums  on  the  London— Paris  route,  where  the  return  is 
not,  and  cannot  be  lor  years,  in  the  slightest  commensurate 
with  the  outlay  and  expense  of  the  organisation.  We  do 
not  suggest  that  the  London-Paris  service  should  be  stopped 
altogether,  but  we.  do  think  that  one  firm  would  be  quite 
sufficient  to  subsidise  on  that  route,  and  some  of  the  monev 
might  be  spent  to  far  greater  advantage  in  subsidising  a 
few  seaplane  services  which  had,  at  least,  a  reasonable  prospect 
of  becoming  self-supporting  some  day.  That  the  London- 
Paris  route  will  not  be  for  years.  And  while  we  stick  to  this 
route,  using  land  machines,  England  is  and  will  remain 
"  off  the  map.'' 

H  0 


Married. 

Flying  Officer  Dudley  Fisher  Cox,  R.A.F.,  the  youngest 
son  of  Mr,  and  Mrs.  H.  It.  Cox,  was  married  on  June  6,  at 
j  -  Jude's,  Hampstead  Garden  Suburb,  to  Dorothy,  eldest 
daughter  of  Mr.  and  Mrs.  Bastable,  of  The  Gables  Wood¬ 
lands,  Hendon. 


and  the  Hon.  Mrs.  Needham,  of  The  Gate  House,  Windsor, 
was  married  on  June  7,  at  St.  Michael  and  All  Angels,  War- 
field,  to  Mary  Campbell,  only  child  of  the  late  Rev.  B.  C. 
Littlewood,  M.A.,  Vicar  of  Warfield,  and  Mrs.  Littlcwood, 
of  Hillside,  Bracknell,  Berks. 


On  June  7,  at  Stoke-Damerel  Church;  Devonport,  Flight 
Lieut.  H.  M.  Daniel,  R.A.F.,  was  married  to  Margare 
Anna  youngest  daughter  of  the  late  Mr.  Percy  Bulteel  am 
Mrs.  Matthews,  of  Plymouth. 

Douolas  Gordon  Nairn,  Major,  R.A.F.,  was  married  s 
Ottawa,  on  June  10,  to  Florence  Muriel,  daughter  < 
Mr,  and  Mrs.  Mabee,  of  Ottawa. 

t-,  P'VELYN  Jack  Needham,  late  North  ants  Regt.  am 

R.A.F.,  elder  son  of  the  late  Col.  the  Hon-  H.  C.  Needhan 


To  be  Married 

The  marriage  will  take  place  on  June  29  betwee  n  George 
Veevers  Carter,  R.A.F.,  and  Mary  Gladys  Stark,  daughter 
of  the  late  Dr.  M.  D.  Stark,  of  Oxford, 

The  engagement  is  announced  between  Grenvu.ll  Wain* 
w right  Wilson,  D.F.C.,  R.A.F.,  only  son  of  Capt.  A.  C. 
Wilson.,  of  Wilsonia,  South  Africa,  and  Cicely,  youngest 
daughter  of  the  late  John  Lane  Densham,  late  of  Waldron- 
byrst,  Croydon. 


A  NEW  CZECHOSLOVAK  COMMERCIAL  BIPLANE 

The  Limousine  Ae  10 


In  the  first  commercial  aeroplane  to  be  designed  and 
constructed  in  Czecho-SIovakia  this  re-bom  country  has 
demonstrated  that,  in  spite  of  the  fact  that  up  to  a  few 
years  ago  its  aviation  industry'  was  conspicuous  for  its 
absence,  it  is  already  capable  of  taking  its  place  amongst  the 
foremost  aircraft  constructing  nations.  This  new  commercial 
machine  has  just  been  turned  out  from  the  works  of  the 
Aero  Aircraft  Factory  of  Prague,  whose  designers,  MM. 
Husnik  and  Vlasik,  are  to  be  congratulated  in  having  pro¬ 
duced  a  machine  the  general  lines  of  which  at  once  strike  one 
as  being  both  practical  and  pleasing  to  the  eye. 

The  Limousine  Ae  io  -was  designed  to  meet  the  needs  of  the 
growing  demand  for  aerial  intercourse  wdth  neighbouring 


three  or  five  passengers,  and  separated  from  the  engine  com¬ 
partment  by  a  double  metal-covered  partition  as  a  precaution 
against  fire.  The  cabin  is  very  roomy,  well  upholstered,  and 
has  double  walls,  ceiling  and  flooring,  giving  an  exceedingly 
strong  construction  ;  it  is  also  isolated  and  noise-proof, 
and  so  adds  to  the  safety  and  comfort  of  the  passengers. 
Three  windows,  glazed  with  Triplex,  on  each  side  of  the  cabin 
give  a  good  range  of  vision,  whilst  the  rear  window'  may  be 
used  as  a  direct  communication  between  the  cabin  and  .the 
pilot — conversationally,  of  course.  •  < 

Access  to  the  cabin  is  by  means  of  a  door  on  the  right- 
hand  side  of  the  cabin.  In  the  cabin  are  three  comfortable 
seats,  and  two  tables  which  are  upholstered  underneath, 


'•  Flight”  CoryiigM 

THE  AERO  CO.  LIMOUSINE  AE  10  COMMERCIAL  BIPLANE  :  Three-quarter  rear  view  . 


countries,  the  Republic  being  determined  to  take  an  active 
part  in  the  various  aerial  services  running,  and  to  be  run,  to 
and  from  Czecho-SIovakia.  It  is  a  tractor  biplane,  with  a 
deep  fuselage  of  good  streamline  form.  The  engine,  a  260  h.p. 
Maybach  Mb.  IVa,  is  mounted  in  the  nose  and  drives  a 
10  ft.  3  in.  tractor  screw.  The  radiator  is  mounted  behind 
the  latter,  and  has  been  found  to  give  very  satisfactory  results, 
causing  little  resistance 

Behind  the  engine  is  an  enclosed  cabin  accommodating 


so  that  they  can  be  tilted  up  and  used  as  seats  when  two 
extra  passengers  are  carried.  At  the  rear  of  the  cabin  is 
a  space  for  luggage,  measuring  5  ft.  10  ins.  by  3  ft.  by  2  ft. 
Above  this  is  the  pilot’s  cockpit,  just  behind  the  main  planes, 
from  which  an  excellent  view  in  all  directions  is  obtained. 
Provision  is  also  made  for  the  accommodation  of  a  navigator, 
who  has  a  seat  just  behind  the  pilot,  and  both  can  easily  change 
places  if  desired.  A  fire  extinguisher,  in  direct  communication 
with  the  engine  and  carburettor,  is  also  located  in  this  cockpit, 


THE  AERO  CO.  LIMOUSINE  AE  10  COMMERCIAL  BIPLANE  :  General  arrangement  drawings. 


The  main  planes  arc  in  live  sections,  the  lower  in  two 
attached  direct  to  the  fuselage,  and  two  upper  attached  to 
a  small  centre  section.  They  are  set  at  a  dihedral  angle, 
but  no  sweep-back,  arid  the  top  plane  has  a  very  slight 
overhang.  Balanced  ailerons  arc  fitted  to  the  top  plane 
only.  The  main  petrol  tank  is  carried  in  the  top  centre 
section,  whence  Lite  petrol  is  led  by  gravity  through  a  single 
pipe,  via  a  litter,  direct  to  the  carburettor.  The  petrol 
system  is  thus  of  the  simplest  form  possible.  The  tank  is 
filled  by  means  of  a  special  pump,  and  the  petrol  passes  through 
a  filter  before  entering  the.  tank. 

The  tail  plains  are  of  tubular  steel  construction,  fabric 
covered,  and  consist  of  an  adjustable  rectangular  horizontal 
stabiliser,  mounted  between  the  upper  and  lower  longerons 
just  above  Ihe  line  of  thrust,  two  balanced  elevators  hinged 
to  the  stabiliser,  and  a  balanced  rudder.  No  vertical  fin  is 
fitted,  as  the  flat  sides  of  the  fuselage,  which  tapers  to  a 
deep  vertical  knife-edge,  renders  this  unnecessary.  The 
controls  are  of  the  conventional  type — elevator  and  aileron 
column,  and  rudder  bar. 

Special  attention  has  been  given  to  the  undercarriage,  as 
it  was  realised  that  many  of  the  accidents  are  caused  by 
faulty  landing  gear.  The  two  wheels  are  of  large  diameter 
— y6o  mm. — with  the  object  of  enabling  the  machine  to  land 


on  very  soft  and  uneven  ground.  They  are  located  well 
forward,  which  has  the  effect  of  giving  a  quick  pull  up.  T  he 
wheels  are  mounted  on  a  divided  axle,  with  rubber  shock 
absorbers,  which  is  carried  by  twelve  steel  struts,  having 
six  points  of  attachment  to  the  fuselage.  These  struts  are 
arranged  in  three  pairs  of  “M's,1'  when  viewed  from  the 
front,  as  indicated  in  the  accompanying  geueral  arrange¬ 
ment  drawings.  Landing  shocks  are  thus  well  distributed 
over  the  fuselage ;  in  places  the  factor  of  safety  is  about 
12,  both  in  the  landing  chassis  and  cabin.  Throughout  the 
machine  double  wiring  is  employed. 

The  principal  characteristics  of  the  Limousine  Ae  10  are  : — 


Span 
Chord 
Length  . . 

Height 

Area,  of  main  planes 
Useful  load  (3  pass.) 
Weight,  fully  laden 
Weight /sq.  ft. 
Weight/h.p. 

Speed 
Duration . . 

Engine 


47  ft.  i  in. 

3  ft.  q  ins. 

33  ft-  3  his. 
i  i  ft.  8  ins. 

570  sq.  ft. 

1,650  lbs. 

1,620  lbs, 

8-2  lbs. 

r  7.7  lbs. 

93  m.p.h. 

4  hours. 

260  h.p.  Kaybach. 


a  a 


a  a 


THE  “SYLPHON 

An  interesting  type  of  petrol  pump  is  being  used  on  Liberty 
"  ra  ”  and  Wright  Model  "  H  "  engines  in  America.  This 
pump,  which  is  known  as  the  "  Sylphon,"  was  designed 
with  the  object  of  replacing  air  pressure  feed,  where  sufficient 
gravity  head  is  not  available.  The  principal  features  of 
this  pump  are  that  it  eliminates  troubles  arising  from  glands, 
and  their  packing,  and  that  it  gives  a  maximum  discharge 
pressure  at  high  speeds  and  sufficient  delivery  of  fuel  at  any 
speed,  thus  eliminating  the  employment  of  a  relief  valve. 

The  elimination  of  glands  is  achieved  by  the  use  of  metalic 
(thin- copper)  bellows,  which  go  by  the  name  of  "  Sylphon," 
by  means  of  which  the  petrol  is  drawn  from  the  tank  and 
delivered  to  the  carburettor.  The  bellows  are  in  duplicate, 
so  that  in  the  event  of  one  pumping  unit  failing,  the  other 
will  maintain  sufficient  fuel  supply  for  all  engine  speeds. 

At  present  this  pump  is  produced  for  use  on  the  two 


PETROL  PUMP 

they  are  attached  to  flanges  to  which  the  bellows  arc  soldered- 
Bronze  bushings  arc  provided  for  the  cam  followers  in  the 
camshaft  support,  and  in  the  base  of  the  gear  chamber. 

The  upper  ends  of  the  bellows  are  soldered  to  a  head  plate 
in  the  upper  casting,  which  also  carries  the  inlet  and  outlet 
valves,  these  being,  of  course,  in  direct  communication  with 
the  bellows.  Between  the  bellows  flange  and  the  base  of 
the  bellows  chamber  is  a  coiled  spring  which  tends  to  keep 
the  bellows  contracted. 

The  action  of  the  pump  is  thus  :  As  the  worm  rotates 
the  worm  wheel,  the  cams  move  the  camfollowers  down  against 
the  action  of  the  spring,  extending  the  bellows  and  drawing 
in  a  supply  of  petrol  through  the  inlet  valve.  The  bellows 
are  then*returned  to  the  original  position  -discharging  the 
petrol  through  the  outlet  valve — by  the  spring,  which  is 
designed  to  give  a  maximum  pressure  of  \  \  lbs.  per  square 
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THE  ‘SYLPHON”  PETROL  PUMP  :  Diagram 
showing  a  standard  fuel  system  employing  the  “  Syl¬ 
phon  ”  pump. 


THE  ”  SYLPHON  ”  PETROL  PUMP  :  Diagrammatic 
sketch  showing  the  mechanism. 


engines  previously  mentioned — the  Liberty  '' 12  ”  and  1  the 
Wright  “  IT  " — but  the  only  difference  between  the^two 
models  i3  in  the  drive-shaft  and  the  base  casing  flange. 

This  pump  consists  of  two  main  castings,  a  lower  one  con¬ 
taining  the  driving  gear  and  the  upper  one  containing  the 
pumping  units.  In  the  lower  casting  is  a  four-pitch  worm, 
shaft,  coupled  direct  to  the  rear  end  of  the  engine  crank¬ 
shaft  in  the  case  of  the  Liberty,  and  to  the.  magneto  drive 
gear  shaff  in  the  Wright.  The  worn  meshes  with  a  32-tooth 
worm  wheel,  giving  an  8  to  1  reduction,  which  is  carried  by 
a  bracket  extending  down  from  the  partition  separating  the 
two  castings.  The  worm  wheel  is  attached  to  a  camshaft, 
having  a  cam  on  each  side,  each  of  which  actuates  a  cam 
roller  attached  to  a  vertical  cam  follower.  The  upper  end 
of  the  cam  followers  extend  into  the  bellows  chamber,  where 


inch,  with  a  closed  discharge.  Thus,  should  the  pressure  of 
the  petrol  between  the.  engine  and  the  pump  exceed  that 
exerted  by  the  spring,  the  bellows  will  remain  extended  and 
the  earns  will "  idle  "  until  the  pressure  falls. 

There  are  two  intake  and  two  outlet  valves,  each  a  unit, 
screwed  into  the  valve  chamber,  which  forms  the  upper 
part  of  the  bellows  chamber.  The  valve  chamber  is  divided 
by  a  partition,  on  one  side  of  which  arc  the  two  intake 
valves,  and  on  the  other  side  the  two  outlet  valves.  The 
valve  units  may  easily  be  removed  it  necessary.  Two  outlets 
and  two  inlets  are  provided,  so  that  connection  may  be 
made  from  the  top  or  sides  as  required  ;  plugs  are  screwed 
into  the  unwanted  connections,  A  hole,  having  J  in.  pipe 
thread  about  one  half  way  down  on  one  side  of  the  pump, 
is  utilised  as  a  drain  in  case  a  gasket  or  bellows  leaks. 


June  15,  1922 


LONDON  TERMINAL  AERODROME 


Monday,  June  12,  1922. 

Air  passenger  traffic  shows  no  signs  of  improvement.  It  is 
in  fact,  if  anything,  rather  on  the  downward  grade.  What 
makes  it  seem  really  worse  than  it  really  is  is  the  comparison 
with  last  year,  when  machines  were  daily  carrying  full  loads, 
while  now  there  are  so  many  machines  running  daily  that, 
although  the  passenger  traffic  is  almost  the  same  as  last  year, 
there  are  very  few  travellers  per  machine,  and  the  illusion  of 
only  a  driblet  of  traffic  is  created.  1  am  informed  that  the 
Handley  Page.  Transport  are,  in  fact,  carrying  a  record 
number  of  passengers,  but  as  they  are  running  twice  as  many 
machines  as  at  any  previous  time  in  their  existence,  their 
machines  are  by  no  means  full. 

The  air-station  is  fairly  seething  with  indignation  against 
adverse  articles  in  the  daily  Press  ;  but  there  are  a  thinking 
few  who  are  of  the  opinion  that  good  will  come  of  these 
articles  in  the  long  run,  as  they  are  bringing  skeletons  out  of 
the  cupboard,  and  may  probably  hasten  remedial  measures. 

It  is  interesting  to  note  that  one  day  last  week  there  were 
no  fewer  than  28  machines  in  and  out  between  London  and 
the  continent,  and  the  total  of  passengers  for  the  day  was 
only  27.  There  were,  of  course,  mails  and  goods  in  addition. 

London- Amsterdam  Goods  Service 

The  goods  traffic  between  London  and  Holland  is  developing 
rapidly,  and  the  daily  load  is  now  in  the  neighbourhood  of 
three-quarters  of  a  ton.  Passengers  are  really  quite  a  side¬ 
line  of  this  service,  but  even  these  have  been  increasing 
slightly.  There  is  now  a  regular  daily  consignment  of  freshly- 
cut  flowers  arriving  in  London  by  air  from  Amsterdam,  and 
on  several  occasions  recently  this  traffic  alone  has  been  almost 
sufficient  to  fill  one  of  the  F.  1  x  1  monoplanes.  Quite  a  novelty 
m  aeroplane  cargoes  was  a  consignment  of  queen  bees  that 
arrived  from  Amsterdam  on  Thursday.  Each  queen  bee  was 
packed  in  a  special  container,  a  little  larger  than  a  matchbox, 
and  with  a  perforated  top  to  allow  fresh  air.  They  were 
immediately  passed  through  Customs  atid  motored  to  London 
where  they  were  placed  on  the  first  express  train  to  Dum¬ 
barton  in  Scotland. 

W  ith  the  gradual  increase  in  the  goods  traffic  the  Customs 
officers  have  found  their  office  accommodation  rather  cramped, 
and  alterations  which  have  given  them  another  and  pleasanter 
office,  in  addition  to  the  old  one,  are  now  completed.  In 
common  with  the  Test  of  the  Government  staffs  on  the  aero¬ 
drome.  they  have  now  to  keep  a  constant  attendance  from 
before  5  a.m.  almost  to  dusk. 

The  weather  has  been  reasonably  good  all  the  week,  with 
the  exception  of  Friday  morning,  when  the  early-morning 
machines  were  unable  to  get  away,  and  those  leaving  before 
nine-  o’clock  were  held  up  on  the  route  to  the  coast, 

Mr.  Cobham’s  Flight  from  Belgrade 

lx  was  unfortunate  that  this  should  have  happened  on  this 
particular  day,  as  Mr.  Alan  J.  Cobh  am  was  expected  to  arrive 
after  a  particularly  fine  flight  from  Belgrade,  Mr.  Cobhani 
is  always  departing  to,  or  arriving  from,  some  remote  part  of 
the  map,  so  that  his  comings  and  goings  do  not  now  excite 
much  attention  ,  but  on  this  occasion  the  details  of  the  flight 
were  exceptional.  In  order  that  The  Daily  Mirror  should 
pander  to  the  taste  of  its  numerous  women  readers  for  wedding 
pictures,  Mr.  Cobhani  had  undertaken  to  bring  photographs 
of  the  royal  wedding  in  Belgrade  to  London — a  distance  of 
nearly  1.200  miles— in  a  flight  which,  apart  from  the  necessity 
of  alighting  for  petrol,  was  practically  continuous  night  and 
flay  He  was  expected  to  arrive  at  the  air-station  between 
2  a.m.  and  3  a.m.  on  Friday  morning,  but  after  a  ceaseless 
struggle  with  the  weather,  from  Strasburg  to  south-east 
England,  he  was  forced  to  descend  finally  at  Penshurst  at 
8  a.m,  and  bring  the  pictures  to  London  by  motor,  afterwards 
returning  to  Penshurst  and,  when  the  weather  had  cleared, 
flying  his  D.H.  9  back  to  Stag  Lane. 

The  Daimler  Airway  still  continue  to  run  their  one  machine 
twice  a  day  between  London  and  Paris,  and,  in  spite  of  its 
constant  1,000  miles  a  day.  the  regularity  of  the  service  is 
such  that  the  arrival  of  “  the  red  machine”  over  the- aero¬ 
drome  in  the  evenings  gives  workers  in  the  gardens  and 
allotments  round  about  a  very  good  idea  of  the  time. 

Vickers  “  Vulcan  ”  on  the  Airways 

The  Vickers  ”  Vulcan”  is  now  running  regularly  on  the 
Instone  Air  Line  services  to  Paris  and  Brussels.  The  Histone 
pilots  have  been  making  trial  flights  in  the  machine  in  order 

<$>  <$> 

An  All-Metal  Spad  Monoplane 

From  Paris  it  is  reported  that  M.  Andr6  Herbemont, 
the  famous  Spad  designer,  has  just  completed  loading  tests 


to  get  it  on  their  licences,  and  on  Saturday  Mr.  Powell,  with 
seven  passengers  on  board,  in  addition  to  goods  and  baggage, 
took  the  machine  off  in  14  seconds  !  The  Instone  Line  have 
now  arranged  a  round  trip  by  air  between  London,  Brussels. 
Paris,  and  back  to  London  again. 

Quite  the  most  interesting  event  of  the  week  was  the  night 
flight  from  Paris  to  London,  and  back,  made  by  one  of  the 
Farrnan  “  Goliaths  ”  of  the  Grands  Express.  Piloted  by 
M.  Rene  Labouchere,  and  carrying  eight  passengers,  the 
machine  left  Paris  at  to. 22  p.m.  on  Wednesday  evening,  and 
for  the  first  section  of  the  night  flight  had  to  contend  with 
thunderstorms,  and  intermittent  heavy  rain  and  hail  showers, 
M.  Labouchere  told  me  that  at  Beauvais  the  weather  cleared 
somewhat,  and  by  the  time  Abbeville  was  reached  the  condi¬ 
tions  were  perfect.  The  “  cone-light "  at  Lympne  was 
picked  up  when  the  night-flyers  were  still  over  France,  and 
the  lights  at  Croydon  could  be  seen  from  Tonbridge. 

The  “Goliath”  arrived  at  the  air-station  at  T.12  a.m., 
appearing  over  the  aerodrome  at  a  height  of  8,ooo  feet.  The 
navigation  lights  on  the  machine  were  plainly  seen,  even  at 
this  height,  and  the.  two  headlights  fitted  below  the  fuselage 
were  quite  brilliant.  M.  Labouchere  alighted  on  the  aero¬ 
drome  with  the  aid  of  the  ordinary  paraffin-flares  and  his  own 
headlights.  After  an  impromptu  supper  at  the  Trust  House, 
the  passengers  embarked  again  in  the  machine  and  flew  back 
to  Paris,  although  the  meteorological  reports  stated  that  the 
weather  on  the  French  side  was  becoming  steadily  worse. 

This  particular  Goliath  is  not  only  fitted  with  navigation 
lights,  but  is  also  the  only  foreign  machine  on  the  airways 
fitted  with  wireless,  while,  in  addition,  the  Aveline  stabiliser 
is  also  installed.  M.  Gastou  acted  as  relief  pilot  during  the 
return  night  flight. 

This  flight  is  memorable  as  an  indication  of  how  near  we 
now  are  to  regular  night  flying.  I  understand,  in  fact,  that 
the  only  thing  that  is  stopping  regular  night  operation  on  the 
airway  is  the  attitude  of  the  insurance  companies,  who  are 
quoting  very  high  premiums  for  the  insurance  of  machines 
which  are  to  he  used  at  night. 

Captain  Muir,  of  the  Surrey  Flying  Services,  has  been  quite 
busy  during  the  week-end  with  joy-riders,  wffio  now  seem  to 
be  coming  along  in  good  numbers.  During  the  week  Captain 
Muir  was  again  carrying  out  flights  for  the  testing  of  a  new 
type  of  parachute.  I  understand  that  the  Surrey  Flying 
Sendees  are  shortly  sending  out  a  joy-ride  machine  for  a  tour 
round  England  ;  or,  alternatively,  they  may  locate  it  at  some 
popular  spot  where  joy-riders  are  likely  to  be  a  paying 
proposition. 

Mrs.  Vernon  Castle,  the  well-known  dancer,  hired  a  special 
Handley  Page  W  8  the  other  day  in  order  to  fulfil  a  dancing 
engagement  in  Paris,  and  she  paid  the  Handley  Page  the 
compliment  of  saying  that,  had  one  or  two  chairs  been 
removed,  there  was  such  steadiness  in  the  machine’s  flying 
that  she  could  have  danced  in  the  saloon  while  in  the  air. 

Apropos  the  flower  consignments  from  Holland — -mentioned 
earlier  in  these  notes — the  interesting  fact  now  transpires 
that,  flower-sellers  in  places  other  than  London  are  beginning 
already  to  avail  themselves  of  the  speedy  transport  afforded 
by  the  air  carriage  from  Holland.  At  the  K.L.M-  offices  on 
the  aerodrome,  for  example,  a  trunk  call  came  through  on 
Monday  morning  from  Birmingham,  asking  that  certain  cases 
of  flowers,  from  among  the  consignment  due  in  on  the  machine 
arriving  from  Amsterdam  at  midday,  should  be  so  labelled 
that  they  could  catch  a  train  early  in  the  afternoon  at  Euston 
for  Birmingham — where  the  flowers  would,  in  fact,  arrive 
fresh  that  same  evening,  having  travelled  through  all  the 
way  from  Holland  in  a  single  day. 

The  K.L.M.  are,  by  the  way,  putting  on  a  special  6  a.m. 
monoplane  on  Wednesday  to  take  newspapers  over  to  Holland 
in  connection  with  the  European  economic  conference  which, 
following  upon  the  deliberations  at  Genoa,  is  about  to  open 
in  the  Peace  Palace  at  the  Hague. 

The  Avro  Company  has,  it  seems,  received  an  order  from 
the  Russian  Soviet  Government  for  an  Avro  ”  Baby.”  The 
machine,  while  eri  route  by  air  for  Moscow,  has  apparently 
been  delayed  somewhere  in  Germany  with  engine  trouble, 
and  the  other  day  Mr.  Bert  Hinckler  went  over  by  the 
monoplane  service  to  Holland  with  a  view  to  travelling  on  by 
train  to  the  point  where  the  machine  was  hung  up,  and  dealing 
with  the  trouble,  whatever  it  is,  from  his  expert  knowledge  in 
the  handling  of  this  machine. 

❖  ❖ 

of  a  new  all-metal  monoplane.  No  details  are  available,  but 
we  understand  that  the  tests  indicated  a  factor  of  safety  of 
13-5- 
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CENTRE  OF  PRESSURE  COEFFICIENTS  FOR 
AEROFOILS  AT  HIGH  SPEEDS* 

By  W.  S.  DIEHL. 


It  has  been  customary  to  calculate  the  strength  of  the  rear 
wing  beam  tor  the  “  high-speed  *’  condition  on  the  assumption 
that  the  centre  of  pressure  was  at  0.50  of  the  wing  chord 


It  can  be  shown  that  this  assumption  is  not  justified,  regardless 
of  the  utility  of  a  “  high-speed  “  condition  in  strength 
calculations. 


Speed  factor 


max 


Fig.  I  :  Variation 
with  speed  of  the 
centre  of  pressure 
of  representative 
aerofoils. 


. 


In  the  course  of  an  investigation  of  the  C.P.  movement  for 
a  series  of  aerofoils,  it  was  found  that  the  C.P.  moves  rearward 
more  or  less  uniformly  with  increase  in  speed.  This  is 
shown  in  Fig.  1 ,  in  which  the  C.P.  data  fora  number  of  notable 
aerofoils  are  plotted  against  the  speed  factor  It 

will  also  be  noted  that  there  is  a  wide  variation  in  the  C.P. 

*  Technical  Note  No.  25  of  American  National  Advisory  Committee  Tor 
Aeronautics. 


Fig.  3  :  Centre  of 
pressure  variation 
with  speed  and 
angle  of  trail . 
Gottingen  aerofoils. 
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location  at  a,  given  speed  factor  for  the  aerofoils  given.  The 
CP.  location  at  high  speeds  is  invariably  well  forward  for 
thin  '*  high-speed  "  aerofoils  and  well  aft  for  thick  “  high 
lift.  ”  aerofoils. 

It  has  beert  shown  in  a  series  of  recent  papers  bv  some  of 
the  leading  continental  mathematicians  that  the  centre  of 
pressure  for  certain  aerofoil:;  may  lie  calculated  from  the 
curvature  of  the  mean  camber.  The  methods  arc  quite 
involved,  and  therefore  useless  from  the  view-point  of  the 
average  engineer.  It  appears,  however,  that  a  practical 
substitute  for  the  curvature  of  the  mean  camber  is  the  ”  Angle 
of  Trail,”  or  angle  between  the  chord  of  the  aerofoil  and.  the 
tangent  to  the  curve  of  mean  camber  at  the  trailing  edge, 
as  shown  in  I  ig.  2.  The  centre  of  pressure  data  for  117 


aerofoils  of  the  Gcittingen  series  have  been  analysed  in  order 
to  connect,  the  C.P.  movement  with  the  angle  of  trail,  the 
results  ate  given  in  f  ig.  3,  in  which  the  C.P.  for  three  speeds 
expressed  in  terms  of  the  landing  speed,  are  plotted  against 
the  angle  of  trail,  fl. 

It  is  obvious  from  an  inspection  of  Rig,  3  that  the  greater 
1  lie  angle  of  trail  the  further  aft  will  be  flic  C.P.  at  n  given 
speed  factor.  It  should  tie  noted  that  the  (  P.  movement 
increases  with  an  increase  in  $  to  such  an  extent  that  the 
usefulness  of  aerofoils  of  libs  class  may  be  limited  to  aero¬ 
planes  having  .1  low  speed  range,  ?>.,  ratio  of  maximum  to 
minimum  speeds.  the  assumption  of  0.50  as  the  position 
of  the  centre  of  pressure  at  high  speed  is  obvionsh  without 
justification, 


E  E  E  a 


THE  ROYAL 


AIR.  FORCE 


I'oiilui1.  Gazelle.  June  6, 

General  Duller  h  ranch 

Inr  r .Unwin 4  Mte  -nniltsl  :  hurt  -ervirr  coimunit.,  tor  three  ye.irs  n|j  tlir* 
•fllve  list,  as  Fbuwr  Officer?,  with  effect  tram,  and  with  stray.  of,  the  dates 
indirAtcd  :  A  \V.  Lreflft;  May  v  |.  K.  M.  Taylor.  MX.  •  May  o  I-  13 
Young ;  Ma  y  26. 

Oir  fc i (law iu ff  Lfruts.,  Army,  arc  vrantisl  temp,  cmnmtir  as  Flying  Officers, 
with  effect  frnrn,  and  wirti  sen v.  of,  the  dates  indicated,  on  sepomliin;  lot 
four  years  duly  with  the  R.  \  F.  F.  YV,  Dcd/ord,  Black  Watch  :  .March  ? 

o.  HomflaW.  H  F.v.  ;  April  g.  If.  p.  Malt  by,  R.G.A  ;  I  H  la . .  k.(,.a,  ; 

>•  M'  P  Watson,  R.G  Y.  ;  May  j.  F.  F  Cn tarn,  Middx.  Rest.  ;  Mav  >j. 
t'lvinw  Officer  f  H.  Woqdgctt  i-  placed  on  the  retired  list  ;  June  7.  t  he 
following  Pilot  Officers Tedgn  tbair  short  service  cuuttnns  jnne?  L,  it  r. 
Blltustcad,  M.C.  ;  A.  Is,  i..  S-ott-AtkiliKyn. 


Mtdi&U  Service 

I  i'renUerxast,  M  b.,  0.  A.,  is  granted  a  short  ,-ers  Ice  c'vninn,  as  a  l-'lvatfi 
officer  (Hon.  Plight  Lieut.),  with  effect,  from,  and  son v .  of.  May  is  I  . 
Huntley,  M.l!  ,  fi.S  ,  is  granted  a  temp,  cnnnnii.  .is  a  Squadron  F<  adei  ytu.b 
etfiyr  from,  and  with  sen y.  ol.  May  22.  Cap!.  \V.  I  Hodglii-..  M.U..  R  AM  1 
lb  granted  a  tamp.  commit,  as  a  Might  Ueul.,  with  Hied  iroux,  and  w.  ii 
SCtiy.  Of,  May  24,  rm  seconding  for  three  years’  duty  with  1  lie  R  A  F, 

Nursing  Service 

Miss  C.  M.  Mould  tCbigie  her  appt.  as  Sister  ;  |uiiu  8, 

M  emoratuHotL 

Seeoi’d  Lieut.  I..  0.  Tl.  Aspiual!  to  be  I.ieMt,  (Add;  Oct.  io,  1  ,  i-S.  (.Since 
relinqiii-lied).  Genetic  ut  October  35,  1918.  contmiing  Lieut  F  t.  iloyle  i; 
cancelled. 


ROYAL  AIR  FORCE  INTELLIGENCE 


Appointments.— The  following  appointments  in  the  R.A.F.  are  notified  - 
U'"tg  r ,mmemdtt  l-raucH  ft.  T.  Hewlett,  D.S.O.,  O.B  F  ,  iron.  Hefidquaj  lets 
iCo.i-ial  Area)  to  R.A  I  ,  b-epqt  (Inland  Area)  (Supernumerary)  s.gs. 

Squadron  Leader*.- -A.  B.  GasMJ,  D.S.F.,  from  R.A  F,  il.ise,  LeUch.tr- 
ri.oa-.Utl  Areal  to  Llra.jqumtm  (Coastal  Area).  j.  C.  P.  Wood.  tToin 

Half  Ray  Last  to  R.A.F  Dop6t»  (Inland  Area)  (Supcrfuiniei ;uy).  1  6.22, 

F.  A.  B.  Rue,  M.C,.  from  No.  6  Squadron  (Iraq)  to  R.A.F,  Depdf  (Inland  Area) 
iS  ipcnmrii'-t an  .Yon-Lm-dive).  .-1.4.2-.  R,  River-  Smith,  M.n.F...  from 
Side-,  Depfit,  I-.gvpt  (Middle  Fast)  to  R.A.F.  PepAt  (Inland  Area)  (Super 
nnmerarv  Nou -effertive).  q.s.a*.  D.  G  Dotmld.  D.F.C.,  Y.F.C..  from 
R.  Y.r  Base,  Lcuchais  (So  4  Squadron)  (Coastal  Area)  to  command  R.A.F. 
Riaj,  Gosport  (No.  4  Squadnnp)  (Coastal  Area),  r.tkia.  V,  H  YV  Guard 
r.. ,  D  S.O  ,  Horn  R  A  F  Depot  (Inland  Area)  10  School  of  Terhnirai 
lrnVtim^  iMor»j  (I  nlantl  AtcsO.  93.5  ;>> 

Ftitht  LicfttnirMr  J.  G.  Le  Blount  CroV  from  Coiiifi6*tU*  night,  [<  A.F 
Bw,  wpnn  Arr*)  to  No.  3  Squadron,  k  A.F  Base,  (;nsport 

t/>,  1.  A.  \V.  SymiriH’tou,  M.C.,  trom  So.  39  Squa<Jr/‘n 
tliilancl  Area;  to  R.  -Y  1  T  >c- ;-At  I  Inland  Arc-*)  (Supernumerary  Non  elfecfive). 
.3.422.  1.  A.  MaeNab,  hum  f<  \  P,  Baio,  l.enchars  (No.  q  Squadron) 

(Cc.extai  Area)  to  R.A.F  Ba-.c.  Gosport  (No.  j  Squadron)  (Coastal  Area) 
i.f  jj.  C,  B-.umi  Lrt-y,  .TJ.I  C.,  fix -a  R.A.F.  Raar,  T.etirbars  (No.  3  Squadron) 
(Caastal  Atoa!  to  R.A.F'.  Base.  (•n»port  (No.  a  Squadron)  (Coastal  Area). 

**J,1!*-  I'-  ft  <  ipertsfiaw.  from  R.A  I-'.  Base,  T/wbars  (No.  3  Squadron) 

((.oast  a  I  Arr.l)  la  K  A.K.  Base,  Gosporf  (No.  3  Squadron)  (Coastal  Area), 

or' o*  ,  (j  „  }’•  B  -mi  n,  from  Nu.  r  School  01  fc-ebuieai  1  raining  (Bo ye) 

(flaltOu)  to  School  of  Ter  finical  'I  xaiuutng  (Men)  (Inland  Area).  1.6.2;. 

M.  r;  Higgiii-:,  from  R.A.F.  Depot  (Inland  Area)  to  School  of  Tecfiidml 
mining  (Men)  (Inland  Area).  22.  p.  C.  YV.  UtMierb-rt.  D.S.C.. 

from  R.A.F.  Depftt ,  (Inland  Area)  to  R.A.F.  Base,  Gosport  )<..oastal  Area) 
(Supernumerary).  20.5,22.  F.  ,).  Cooper,  D.S.C..  from  No.  250  Squadron 
(Coastal  Area)  to  Marine  and  Armament  Experimental  Establishment 
(Coastal  Area).  16.3,32.  A.  llnuter,  O.B.E.,  from  R.A.F.  DeyAt  (Inland 
Area)  to  Mamie  and  Armament  experimental  Establishment  (Coastal  Area) 
*,‘>•5  Irevor  R.  Salt,  A, F.C  ,  from  No.  56  Squadron  (Middle  Fast)  to 
efr-  - If>  Squadron  (Middle  Bast)  fSupennimerary).  iH.j.j-.  c.  Hansom 
Abbott,  from  No,  230  Squadron  (Coastal  Area)  to  Marine  and  A ruianieut 
fixp'-rmiental  lisUhlishment  (Coastal  Area).  4.5.22.  W.  If.  Park,  MC, 
D.F.C.,  from  An -raft  DcpAt,  Egypt  (M.E.  Area)  to  No.  H  Squadron  (M.T-. 
Are.a).  24. 4 2 5.  |  C.  M.  Ilay,  from  Aeroplane  Experimental  Establishment 

(Coastal  Area)  to  No.  ;  Armoured  Car  Company  (Middle  Ea- 1). 

E  E 

Aerial  Route  Weather  Messages 

The  Air  Ministry  uituounces  that  oil  and  after  June  if, 
the  forecasts  of  the  meteorological  changes  anticipated  in 
S,E.  England  which  are  included  in  the.  aerial  route  weather 
reports  issued  by  wireless  telegraphy  from  the  Air  .Ministry 
nt  08.35  G  MT.,  11.35  G.M.T..  and  14.35  GAI  T,,  will;  for 
brevity,  be  issued  :n  code  and  not  in  plain  language  as  hitherto. 
Details  of  the  code  are  to  be  found  in  “  Forecast  Code  for  the 
Abbreviation  of  Weather  Forecasts  transmitted  by  Telegraphy 
or  Radio-telegraphy  ”  (M.O.  244).  which  may  be.  obtained 
from  H.M.  Stationery  Office,  price  is.  net. 

For  Aerial  Gunnery  Practice 

1  he  Air  Council  has  applied  to  the  Board  of  Trade  for 
consent  for  aerial  firing  practices  to  hv  carried  out  off  l.eys- 
dowu  by  aviation  classes  from  the  Royal  Air  Force  Gunnery 
and  Armament  School  at  Eastelxurch,  which  is  situated 
between  three  and  four  miles  from  the  proposed  bombing 
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hong  Service  and  Good  Conduct  Medal 

fni.  l.ong  Service  and  Good  Conduct  Medal  lias  been 
awarded  to  the  under-mentioned  airmen  : — 


No. 

Rank 

Name. 

With  effect 

.3<J5 

S.M.  1 

Edwards,  A. 

12.8  21. 

87(231 

S.M.  j 

Keen,  R.  S. ' 

3.r2.2r. 

rbfri  (4 

S.M,  1 

Franklin,  A 

5.1.22. 

186074 

S.M.  1 

Hill,  J . 

1.2.22. 

147400 

S.M.  2 

W hitley,  H.  L. 

5.X.21 . 

*>85145 

S.M.  2 

Simmons,  J. 

7.3.21, 

3L3d24 

S.M.  2 

Bird.  J..  M. 

4-5*21 

*33516 

Flight-Sgt 

.  Barnes.  E.  W.  . . 

t.3.22. 

T87852 

Flight-Sgt.  Hunter,  F  K.  .. 

(7.1.2 1 . 

3*58.53 

Flight-Sgt.  Parry,  T. 

3-J. 2T. 

428 

Sergea  n t 

Brown,  G  C.  . . 

7,10.21. 

3028S5 

Sergeant 

Riches,  H.j, 

16.2.2.1. 

Award  of  Certificates  to  Ex- Naval  Ratings 

Certificates  have  been  awarded  to  the  under-mentioned 
airmen  : — 

314868  S.M.  2  Hughes,  A.  J.  ..  1.1.22. 

237 555  Flight-Sgt.  Trowbridge,  G.  J .  q.r.ii. 

3*493-7  Sergeant  Devlin,  J.  .  .  i.r.20 

Move  of  No.  45  Squadron  to  Iraq 

No.  15  Squadron  has  moved  from  Almaaa  (Cairo)  to 
Baghdad,  and  was  transferred  for  oil  purposes  from  the  Middle 
Fast  Command  to  the  Iraq  Command,  with  effect  from 
•May  15,  Kj’2. 

E  E 

range.  1  he  practices  arc  proposed  to  lie  carried  out  between 
certain  hours  daily  during  summer  and  winter. 

Paris-Marsellles- Paris 

During  last  week  two  notable  flights  from  Pari:,  to 
Marseilles  and  back  were  made  by  French  pilots.  Lieut. 
Carrie  left  Le  Bourget  af  (.35.11.01.  on  June  o,  and  arrived  at 
the  Istres  aerodrome  at  <1.50,  Leaving  Istres  again  at 
ie.25  pm.,  he  landed  at  Le  Bourget  at  4.35  pm.,  having  taken 
1  r  lies.  40  mins,  total  time,  but  only  o  his.  5  mins,  flying  time 
Lieut.  Battelier  left  Le  Bourget  at  5.20  a  m.  on  the  same 
day,  and  arrived  at  Istres  (without  landing)  at  y.  tfi  a.m.  He 
left  Istres  again  at  the  game  time  as  Carrie  (12.  *5),  but  was 
forced,  by  trouble  with  his  J use/age  i tracing,  to  land  at  I. yon 
He  got  his  bracing  repaired,  and  resumed  his  flight  from 
Lyon  at  6.25  p.m.,  arriving  at  Le  Bourget  at  8.57  p  m.  Ilis 
flying  lime  was  only  7  hrs.  45  mins.  By’  train  the  journey 
from  Paris  to  Marseilles  and  back  occupies  26  hours. 


June  13,  lya? 


SIDE-WINDS 

Now  that  summer  is  here  and  organisers  of  “  joy-riding  " 
flights  are  once  more  getting  busy,  the  question  of  proper 
housing  of  mad  ilies  and  a  place  where  overhauls  can  be  made 
becomes  important.  In  this  connection  we  would  call  atten¬ 
tion  to  a  stock  of  portable  hangars  held  by  the  Vauxhall 
Trailing  Co..  Ltd.,  of  4,  Lloyd's  Avenue,  K  C-  3  (formerly  of 
37,  Great  James  Street,  Bedford  Row,  \V  C.  2).  These 
hangars  were  originally  made  by  the  Royal  Aircraft  Factory, 
and  are  specially  constructed  of  waterproof  flax  canvas.  A 
feature  of  these  tent  hangars  is  the  ease  with  which  they  can 
be  erected  and  dismantled,  either  operation  being  perforated 
by  six  men  in  one  hour.  The  larger  size,  measuring  70  ft.  in 
width  by  45  It.  m  depth  by  20  ft.  in  height,  is  sold  at  the  very 
low  figure  of  /1 2<>  (or  new  hangars,  while  a  second-hand  one 
can  be  purchased  for  £70.  A  smaller  size  costs  only /90  new. 

Acetylene  welding,  when  used  in  aircraft,  must  be 
extremely  well  done  if  ir  is  to  be  permitted  at  all.  A  good 
welded  joint  is  probably  as  strong  and  as  reliable  as  Lite 
metals  joined,  but  the  difficulty  has  been  to  ascertain  when  a. 
weld  is  satisfactory  and  when  it  is  not.  During  the  war  the 
difficulty  became  so  great  that  it  was  necessary  to  prohibit 
the  use  of  welding  for  parts  that  might  be  subject  to  heavy 
stresses  X-ray  work  on  metals  appears  to  provide  a  certain 
amount  of  information,  but  only  after  the  weld  has  been 
made.  Messrs.  Allen- Li  versidge,  Ltd.,  of  106,  Victoria 
Street,  SAW  t,  at  a  luncheon  given  at  the  Hotel  Cecil  on 
Junc*rj,  gave  a  private  exhibition  of  a  new  him  showing  acety- 
lene^y  idling.  The  film  was  of  more  than  ordinary  interest, 
injfeivm^h  aw  it  had  been  taken  with  an  ultra-rapid  camera, 
which  revealed  the  action  of  the  molten  metal  under  the 
blowpipe.  In  addition  to  this  side  of  the  problem,  which 
may  well  prove  of  great  importance  to  metallurgical  science, 
the  film  also  showed  how  the  actual  Dissolved  Acetylene  gas 
wras  manufactured. 

*  m  $  m 

Hottentots’  Introduction  to  Aeroplanes 

Aeroplanes  have  speedily  brought  borne  to  the  rebel 
Bondelzwart  Hottentots  a  reminder  of  the  power  of  aircraft 
to  enforce  order.  The  band  of  discontents  have  been  prac¬ 
tically  surrounded  near  by  the  Haib  River  by  the  S.  West 
Protectorate  forces,  after  their  position  had  been  shelled 
by  guns  and  the  Air  Force.  The  co-operation  of  the  'planes 
with  the  operating  forces  has  proved  of  the  greatest  help  in 
quickly  bringing  affairs  to  a  head. 

Following  these  first  reports  of  the  air  operations  against 
the  rebel  Hottentots,  the  Special  Correspondent  of  the  Cape 
Argus  has  elaborated  the  details  of  the  effect  produced  upon 
the  discontents.  He  states  that  the  aeroplanes  ■sent  from 
Pretoria  did  more  to  strike  terror  into  the  rebels  than  lhe 
whole  volunteer  forces  engaged.  Their  operations  during 
the  pursuit  were  particularly  arduous  owing  to  the  absence 
of  landmarks.  Nevertheless,  they  were  very  successful,  both 
in  spotting  the  enemy  and  in  locating  our  own  patrols.  In 
one  case  they  discovered  five  police  who,  having  lost  their 
whereabouts,  had  been  without  water  for  several  days.  The 
airmen  gave  them  biscuits  and  oranges,  and  carried  away  as 
a  passenger  one  of  the  number  whose  horse  had  died  ol" 
exhaustion. 

A  remarkable  incident  was  the  locating  of  a  body  of 
Hottentots  in  the  mountain  gorges  at  Hankiesdoorns.  The 
machine  that  first  spotted  the  enemy  swung  out  from  the 
gorge  among  the  mountains  on  to  a  small  rock-girt  plateau 
3,000  ft.  high.  On  this  desolate  spot,  strewn  with  boulders, 
there  sat  groups  of  Hottentots  wanning  themselves  by  a  fire 
it  was  shortly  after  dawn  The  pilot  had  a  full  load  of  bombs 
and  ammunition,  and  chance  had  placed  these  rebels  at  the 
airman's  mercy.  The  sudden  rise  in  the  altitude  and  the 
sharp  change  of  direction  had  prevented  their  keen  organs  of 
sight  and  hearing  from  conveying  a  time!)  w  arning.  Bombs 
were  dropped  from  ioo  ft.,  and  machine-gun  fire  was  opened. 
Many  Hottentots  tumbled  into  a  gorge  and  ran  from  one 
side  to  the  other  of  its  rocky  walls,  which  rose  sheer  to  the 
summit.  Scores  were  killed,  and  those  who  escaped  fled  in 
all  directions,  yet  ten  men  could  have  held  that  summit 
against  an  army. 

The  Hottentots  have  named  the  aeroplanes  "  firebirds,’* 
and  regard  them  with  superstitions  terror.  One  airman 
said  that  though  they  flew  at  a  height  of  50  to  roO  ft.  and 
inflicted  heavy  casualties,  only  once  was  a  machine  fired  at. 

Three-Engined  Caudron  Tested 

\\E  understand  that  the  three -engined  Caudron  biplane 
which  was  exhibited  at  the  last  Paris  Aero  Show  has  been 
flown  by  Poiree.  The  machine  is  stated  to  have  flown 
perfectly,  maintaining  its  height  on  two  engines,  and  being 
well  under  control  with  one  wing  engine  cut  out. 


THE  LONDON  AERO-MODELS  ASSOCIATION 
(The  Society  of  Model  Aeronautical  Engineers.) 

On  Thursday,  the  8th  insl.,  Dr  E.  H.  Hankin,  D.Se.,  gave 
a  very  important  lecture  before  the  members  at  Headquarters, 
20,  Great  Windmill  Street,  Piccadilly,  W.  j,  on  *’  The  Possi¬ 
bilities  of  Achieving  Artificial  Soaring  Flight,”  Dr.  A.  P. 
Thurston,  D.Sc.  (I.un.),  presiding.  A  hearty  vote  of  thanks 
was  passed  to  Dr.  Hankin  by  the  enthusiastic,  members,  and 
aLo  to  Dr.  I  burst  oil,  the  President. 

G>n  Thursday,  the  tylh  njst,,  a  committee  meeting  will  be 
held  at  Headquarters. 

On  Thursday,  the  _x?nd,  a  discussion  will  be  held  on  Dr. 
1  lan kin’s  lecture  with  icier  dice  to  the  best  method  of  experi¬ 
menting  with  models  tor  the  purpose  of  attaining  soaring 
flight,  and  it  is  hoped  members  will  bring  along  wings  built 
up  on  the  flying  fish  principle,  for  demonstration  purposes. 

On  Saturday,  June  aj,  the  Competition  for  Mr.  K.  J. 
Carnms’  Challenge  Cap  will  be  held  on  t lie  Handley  Page 
Aerodrome,  C  fickle  wood-  Knlties  should  bo  sent  in  at  the 
earliest  possible  moment  to  the  competition  Secretary,  Mr. 
C  A.  Kzppon,  52,  Fail-bridge  Road,  Holloway,  N.  19. 

On  Saturday,  July  8,  a  Flight  Golf  Goni petition  will  be 
held  for  the  Challenge  Cup  presented  by  the  Editor  of  Flight. 
Full  particulars  will  be  published  next  week. 

Full  particulars  of  the  Association  may  be.  obtained  from 
A  E-Jon.es  (Hon,  Se<  1$,  Narcissus  Road,  West  Hampstead, 
N.W.  0. 


*  »  m  m 

AERONAUTICAL  PATENT  SPECIFICATIONS 

Abbreviations  :  cyl.  cylinder  ;  I.C  =  internal  combustion  ;  m.  —  motor* 
The  numbers  in  brackets  are  those  under  which  the  Specifications  will 
be  printed  and  abridged,  etc. 

APPLIED  FOR  IN  1921 

PvbliakM  June-  15,  vjzj. 

1,125.  C.  WeIsMann  I.C engine*  for  aircraft.  ( t r>7, 4«.) 
i,<j08.  U.  11,  1‘uomvson.  Gyrosi-opit:  rumpa-srs.  jt 57,^80.) 
b|i-3-  tc  .!•  AftioNKY,  F  F  Prows  atid  L'.  H.  L.mhv,  Metal  framework 
lor  aircraft ,  (180,07;.) 

Wt.  R,  S  <  mtin  Apparatus  Ipr  measuring  drift  angfes,  (180,094.) 

8.33#-  H.  At.  I'han/i  s.  Aim  oft .  (180,119.) 

8,807.  H.  J,  Pays,  handing  gear.  (180,1  .vr.) 

**.{>35.  I-  Rom  ktk  AciopJatte  brake.  iiSotyi.) 

ti,7U7-  LryrscHtecuAL  Zuitkh.n  i,i*.  .rod  P,  .J oner.  All  kitting  gear  lor 
lighter  1  ban  -air  ci.nt  (n.—Su.) 

Fi.  WKirS,  Magnetic  compasses  (180,199.) 

2i,nffr.  J.  Kr-opu'n  Aemnaufie  devices  with  dapping  wings.  (1  So, ask.) 
27,155.  Li !  1  -•<  1  n — «• •.  1  7 \  ‘  rials  Or s.  and  K.  Svitut.  Airship  gundolas. 
uro.stH.j  j 


If  you  require  anything  pertaining  to  aviation,  study 
“Flight's"  Buyers’  Guide  and  Trade  Directory, 
which  appears  in  our  advertisement  pages  each 
week  (see  pages  ill  and  xiv). 


NOTICE  TO  ADVERTISERS 
All  Advertisement  Copy  and  Blocks  must  be 
delivered  at  the  Offices  of  “Flight,”  36,  Great 
Queen  Street,  Kingsway,  VV.C.2,  not  later  than 
12  o’clock  on  Saturday  in  each  week  for  the  following 
week’s  issue. 

FLIGHT 

The  Aircraft  Engineer  and  Airships 
36,  GREAT  QUEEN  STREET.  KINGSWAY.  W.C.  4. 

Telegraphic  address  :  Truditur,  Westcent,  London. 

Telephone  ;  Gerrard  1828. 

SUBSCRIPTION  RATES 

Flight  ”  will  be  forwarded,  post  free ,  at  the  follomng  rates  : — 
United  Kingdom  Abroad* 

5.  d.  s.  d. 

3  Months,  Post  Free...  77  3  Months,  Post  Free...  8  3 

b  ,1  j,  ••.15  26,,  ,,  ,..i6  6 

12  I,  ,,  ...30  4  i>  < »  ...33  o 

These  rates  are  subject  to  any  alteration  found  necessary 
under  abnormal  conditions  and  to  increases  in  postage  rates 

•  European  subscriptions  must  be  remitted  in  Britt  ah  currency 
Cheques  and  Post  Office  Orders  should  be  made  payable  to  the 
Proprietors  of  "  Flight,"  3G,  Great  Queen  Street,  Kingsway, 
W  .C.  2,  and  crossed  London  County  and  Westminster  Bank , 
otherwise  no  responsibility  will  be  accepted. 

Should  any  difficulty  be  experienced  in  procuring  "  Flight  " 
from  local  newsvendors,  intending  readers  can  obtain  each  issue 
direct  from  the  Publishing  Office,  by  forwarding  remittance  as 
above. 
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FLIGHT  BUYERS’  GUIDE  AND  TRADE  DIR ECTORY— cont/'m/etf. 

(Continued  Jrom  p.  xiv.) 


TING  MATERIALS— 


MacLennan,  John,  &  Co.,  X15,  Newgate  St.,  E.C.i. 

City  3115  ;  “  Vanduara,"  Cent.  London. 


LUBRICATING  oels- 

Wakeficld,  C.  C.,  fc  Co.,  Ltd,,  C'neapstde.  E.C.  2. 
Central  1156  (3  lines);  ‘‘Cherry,  '  Cent.  London. 


MACHINING- 

Monk  Engineering  Co.,  Ltd.,  Coventry. 

Coventry  807  ;  "  Assistance,"  Coventry. 


HACNETOS— 

Eritish  Thomson-Houston  Co.,  Ltd.,  Lower  Ford 
Street,  Coventry. 

Telephone  *78;  “  Aster oidal,”  Coventry. 

•I 


PETROL- 

Anglo-American  Oil  Co.,  Ltd.  (Pratt's).  Queen 
Anne's  Gate.  S.W.  j. 


PROPELLERS  - 

Falcon  Airscrew  Co.,  M3,  Cottenham  Road, 


STABILIZERS - 

Auto  Controls,  Ltd.,  19,  Regent  Street,  Piccadilly 
Circus  London,  S.W,  t.  Regent  3649. 


TAPES  AND  WEBBING— 


Holloway,  N.  ig.  '  "Hornsev  910  &  24  72.  MacLennan  John,  &Cb.,rrSj  Newgate  St.,  E.C.  r. 

T  D  „  T  ,  w  ...  e  City  3115;  ‘  Vanduara,  Cent.  London. 

Lang  PropelleT.  Ltd..  Weybndge,  Surrey. 

520-521,  Wey  bridge  ;  “  A  er os  ticks/’  Wey  bridge. 


p 


ALS  (Anti-Friction)— 

Hoyt  Metal  Co.,  Ltd.,  Deodar  Road,  Putney, 
S.W.  15.  Putney  1323. 


METAL  PARTS  AND  FITTINGS— 

Brown  Eros.,  Ltd.,  Great  Eastern  Street.  London, 
E.C.  2. 

Monk  Engineering  Co.,  High  Street,  Coventry. 

Coventry  807;  “Assistance,"  Coventry. 

Ruhery,  Owen  8:  Co.,  Darlaston. 

Darlaston  87;  “Roofs,"  Darlaston. 


MODELS— 

Jones,  A,  E.,  Ltd.,  23,  Eversholt  Road,  Camden 
Town.  N.W.  1. 

D.A.P..  Replinghani  Road,  Southfields,  S.W.  18. 


PUTTEES- 

Fox  Bros.  &  Co.,  Ltd.  (Dept.  R),  Wellington. 
Somerset. 


RADIATORS  AND  RADIATOR  REPAIRS— 

Serck  Radiators,  Ltd.,  Warwick  Road,  Greet, 
Birmingham. 

Victoria  33 j  (3  lines);  “  Nerleak,"  Birmingham. 


TIMBER 

Owen,  Joseph,  &  Son,  Boro’  High  Street,  S.E. 

Hop  3811  ;  “  Bucheron,"  London. 


TUBES,  ALUMINIUM— 

British  Aluminium  Co.,  Ltd.,  The,  109,  Queen 
WrAoiii  St.,  London. 

City  2676  ;  “  Cryolite,”  Cent.  London. 


SHEET  METAL  WORK  STAMPINGS  AND 
PRESSINGS  - 

Ruhery,  Owen  &  Co.,  Darlaston. 

Darlaston  87  ;  “  Roofs,"  Darlaston. 


SPARKING  PLUGS- 

Robinhood  Engineering  Works,  Ltd..  The,  Putney 
Vale.  S.W.  15.  Putney  2132,  2133. 

‘  ‘  Kaalgee,"  Phone,  London. 


TYRES  AND  WHEELS - 

Palmer  Tyre,  Ltd.,  Shaftesbury  Avenue,  W.C.  *. 
Gerrard  1214  ;  “  Tyricord,"  Westcent,  London. 


WELDINGS,  REPAIRS— 

Barimar,  Ltd.,  10,  Poland  Street,  London,  W.  r. 
Gerrard  8173  ;  “  Bariquamar,"  Reg.  London. 


WIND  SHIELDS— 

Auster,  Ltd.,  133,  Long  Acre,  W.C.  2. 


PARACHUTES— 

E.  R.  Calthrop’s  Aerial  Patents,  Ltd.,  423a, 
Edgware  Road,  London,  W.  2.  Paddington  6332. 

Spencer,  C.  G.,  &  Sons,  Ltd.,  59a,  Highbury 
Grove,  N.  5.  Dalston  r8g3. 


SPRAYING  PLANT- 

Aerograph  Co.,  Ltd.,  43,  Holborn  Viaduct. 
E.C.  r. 

Holborn  2041 ;  “  Aerography,”  London. 


WIRES  AND  CABLES  (Aeroplanes)- 

Bullivants,  Lid.,  72,  Mark  Lane,  E.C.  3. 

Works  :  Millwall,  E. 


Pioneers 
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Foreign 
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I'l  Specialists  in  Torpedo  AIRCRAFT. 

foreign  agents  The  BLACKBURN  AEROPLANE  and  MOTOR  CO.,  LTD. 

WANTED.  -  - 
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When  communicating  with  advertisers,  mention  of  “Flight”  will  ensure  special  attention. 
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Curves  “A"  Readings  taken  at  beginning  of  Run. 
Curves  “  B”-Readin£s  taken  at  end  of  Run. 

Curve  C  —Power  obtained  after  Type  Test. 

Power  Readings  corrected  for  Atmospheric  Pressure 
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The  power  curve  shown  was  »  J 
taken  during  the  official  Air  j-i. 
Ministry  Type  Test  on  the  .1 
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JUPITER  RADIAL 

AIRCOOLED  AERO  ENGINE 


The  principal  recorded  results 
were : 


H.P.  at  1,840  r.p.m.-  -  450 

Average  petrol  *594  pints 
consumption  per  B.H.P. 

Weight  of  engine  -  729  lbs. 


r 
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THE  BRISTOL  AEROPLANE  CO..  LTD. 

FILTON  BRISTOL. 


Telegrams : 

"Aviation,  Bristol-' 


Telephone  : 


•.phone  : 

5906  t 


Bristol. 
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REG9 
TRADE  MARK 


SPRAY  PAINTER 


For  painting  Aeroplanes.  Motor  Cars  and  all  kinds  of 
woodwork,  metals  and  fabrics,  the  greatest  speed, 
economy  and  efficiency  are  obtained  by  the  use  of  the 
Aerograph.  Distributes  enamel,  paint,  varnish  and 
other  pigments  far  more  smoothly  and  evenly  and 
in  a  fraction  of  the  time  taken  by  the  old  bruah 
methods.  Catalogue  and  fall  purficti/cn  from  . 

THE  AEROGRAPH  CO.,  LTD*,  43,  Holbom  Viaduct. 

London.  E.C. 1. 

Inventor*  and  pioneers  of  paint  spraying  apparatus, 


RIGGING 

The  Erection  and  Trueing-up  of  Aeroplanes. 
By  F.  W.  HALLIWELL,  A.M.I.A.E. 


Post  Free 


Flight  Office, 

36,  Gt  Queen  St.,  Kingsway,  W.C.  2. 


Invaluable  to  the 
Aircraft  Engineer. 


NUMBER  ELEVEN  ALLOY-in  largest  use  for  aero  engines. 

TUB  WORLD'S  BEST.  THE  TOUGHEST  MADE. 


HOYT 

ANTI-FRICTION  (WHITE) 

BEARING  Nk  , 

Specimen  twist'd  and  hammered  cold,  shawms  toughneis, 

METALS  writs  for  intereiting  free  leaflets  on  White  Metalling  and  Lubrication. 


DIE-CAST  BEARINGS. 


Absolutely  th*  highest  quality  white  metal  made. 

Export  ad  rice  free. 


THE  HOYT  METAL  CO.,  LTD.,  Deodar  Road.  Putney.  LONDON,  S.W.  15  For  Repetition  only 
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AIRCRAFT  DISPOSAL  COMPANY,  LIMITED 
^Regent  House,  Kings  way,  London,  W.C.2./ 

jp  7  111 . .  Mill—  IMIIIB  !■!  Ill  |  m 


THE  AIRCRAFT  PISPOSAL  Co.,  ltd 


IN  THE  BRITISH  COLONIES 

AUSTRALIA  INDIA 

CANADA  SOUTH  AFRICA 

NEW  ZEALAND 

AND  FOLLOWING  COUNTRIES 

ARGENTINE  HONDURAS 

BELGIUM  JAPAN 

BRAZIL  LITHUANIA 

CHILI  NORWAY 

CHINA  PERU 

DENMARK  POLAND 

DUTCH  EAST  PORTUGAL 

INDIES  ROUMANIA 

ESTHONIA  SPAIN 

GREECE  SWEDEN 

GUATEMALA  SWITZERLAND 

HOLLAND  URUGUAY,  etc.,  etc. 

>0  MACHINE  LEAVES  WA0D0R  WORKS  ORTH  IT  HAS  8EER  TE 


ABC 


LIMITED 


AND  SEA-GOING  Se*-»om8  Amphibian  "Seat"  Ml.  tl  Deck  Landing  Fleet  Spotter. 

The  lateat  Development  in  Naval  Aircraft  (Napier  Lion  Engine). 


See -going  Amphibian  "  Seal"  Mlj,  1 1  Deck  Landing 
Fleet  Spotter  (Napier  Lion  Engine) 


THE 


SUPERMARINE 


Aviation  Works  Ltd. 


Southampton,  Eng. 


DESIGNERS  and  CONSTRUCTORS  of  NAVAL  AIRCRAFT 

Contractor*  to  HM.  Admiralty.  HW.  Air  Ministry,  The  Royal  Norwegian  Navy, 

The  Imperial  Japanese  Navy.  The  Royal  Swediih  Navy,  The  Portuguese  Navy, 

The  Bermuda  and  West  Atlantic  Aviation  Co.,  Ltd..  and  other  Marine, 
Paeaenger  and  Commercial  Aircraft  Companies. 


TELEPHONE:  -  -  -  -  WOOLSTON  37  (2  LINES). 

CABLES  and  TELEGRAMS :  “  SUPERMARIN.”  SOUTHAMPTON. 

Cable  Codes  i 

Western  Union,  Universal  and 
5  Letter  Edition  and  A-B-C.(5tb  Edition) 
and  Marconi  International. 


ESTAB. 
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DIARY  OF  FORTHCOMING  EVENTS 

Club  Secretaries  and  others  desirous  of  announcing  the  dales 
of  important  fixtures  are  invited  to  send  particulars  for 
inclusion  in  the  following  list : 


1922. 

June  23-25 

June  24  .... 
June  27  .... 
Aug.  6-20 
Aug.  6  — 
Aug.  7  .... 
Aug.  (last 
fortnight) 

Sept . 

Sept. 


International  Competition  for  Tonring  Aero¬ 
planes,  Brussels 

Royal  Air  Force  Pageant,  Hendon 
Royal  Aero  Club  21st  Anniversary  Banquet 
French  Gliding  Competition 
Gordon-Bennett  Balloon  Race,  Geneva 
Aerial  Derby 


Schneider  Cup  Seaplane  Race,  at  Naples 
Tyrrhenian  Cup,  Italy 

_  Italian  Grand  Prix 

Sept,  or  Oct.  R.Ae.C.  Race  Meeting,  at  Waddon 
Sept.  22  ....  Coupe  Deutsche  (300  kil.) 

Dec.  15- 

Jan.  2  Paris  Aero  Exhibition 


1623. 
Dec.  1 

1924. 
Mar.  1 


Entries  Close  for  French  Aero  Engine  Com¬ 
petition 

French  Aero  Engine  Competition. 


EDITORIAL  COMMENT. 

'IHE  article  describing  and  illustrating 
the  Parseval  “  PL27  "  ~  semi-rigid 
airship  which  is  published  in  this 
issue  of  Flight  was  written  several 
months  ago.  Lack  of  space  has 
prevented  publication  until  now’.  In 
the  meantime,  the  airship  scheme 
proposed  by  Commander  Burney, 
backed  by  Vickers,  Ltd.,  a,nd  the  "  Shell  ”  group,  has 
been  brought  forward.  This  scheme,  as  is,  of  course, 
well  known  to  readers  of  this  journal, 
,,ep  L  *27^  includes  the  use  of  rigid  airships.  In 
the  article  on  the  Parseval,  written 
before  the  publication  of  the  Burney  scheme,  it  is 
suggested  that  possibly  the  rigid  is  not  the  only,  nor 
even  the  best,  solution.  While  we  have  not  the 
slightest  desire  to  interfere  in  any  way  with  the 
new  scheme,  which  is  still  under  consideration,  wfe 
think  that  the  opinions  expressed  in  the  article  may 
still  hold  good,  without  prejudicing  in  any  way  the 
more  ambitious  programme  suggested  by  Commander 
Burney.  There  is  still  the  further  consideration  of 
the  possibility  of  the  scheme  being  turned  down  on 
financial  grounds,  after  consultation  between  the 
Air  Ministry  and  the  Treasury.  If  that  should 
come  about  (we  trust  it  will  not),  it  might  still  be 
found  possible  to  find  a  solution  of  the  airship 
problem  by  turning  attention  to  the  use  of  smaller 
ships  to  be  built  in  England. 

It  has  been  stated  by  acknowledged  experts — and 
so  far  as  we  are  aware ,  the  statement  has  not  been 
contradicted  or  proved  wrong — that  as  regards  cost 
it  is  possible  to  build  a  semi-rigid  airship  similar 
to  the  "  PL27  ,J  for  about  £30,000,  or  about  one-sixth 
the  cost  of  a  rigid  of  approximately  two  million 
cubic  feet  capacity.  If  that  be  a  true  statement, 
it  would  appear  that  a  scheme  which  contemplated 
the  use  of  semi-rigid  ships  would  start  with  an  initial 
advantage  of  lower  first -cost,  which  would  give  us 
an  extra  million  cubic,  feet  capacity  for  the  same 
money.  Translated  into  pounds  of  cargo,  this  would 
mean,  assuming  a  proportion  of  useful  lift  to  total 
lift  of  50  per  cent,  and  65  lbs.  lift  per  1,000  cubic  ft.  of 
hydrogen,  32,500  lbs.  of  extra  cargo  capacity  for 
each  two-million  cubic  feet  rigid,  and  for  the  same 
original  outlay.  That  is  certainly  an  item  worth 
taking  into  consideration,  and  should  be  given  very 


serious  thought  before  we  decide  definitely  to  abandon 
all  thoughts  of  running  airship  services. 

With  reference  to  the  operational  Side  of  such  a 
service,  we  have  no  information  relating  to  cost  of 
running,  but  there  does  not  appear  to  be  any  reason 
to  think  that  a  service  with  semi -rigids  would  be 
much  more  expensive  to  run  than  one  operated 
with  rigids.  The  crew  of  each  semi-rigid  would  be 
smaller,  although  for  a  certain  total  tonnage.it 
might  be  found  that,  the  aggregate  was  slightly 
larger,  than  that  of  a  service  operated  with  rigids. 
Against  that  must  be  placed,  however,  the  lower 
first  cost,  and  the  fact  that  with  six  semi-rigids 
instead  of  each  rigid,  we  should  not  be  putting  all 
our  eggs  in  one  basket,  so  to  speak.  Furthermore, 
as  pointed  out  in  the  article,  the  smaller  airship,  it 
forced  to  descend,  can  be  deflated  and  sent  home 
by  steamer  or  rail.  If  a  rigid  is  forced  down  and 
comes  into  contact  with  the  ground  it  is  practically 
certain  to  become  a.  total  wreck. 

In  one  respect,  the  rigid  undeniably  scores,  and 
scores  heavily  :  that  is,  in  the  matter  of  range.  If 
we  are  contemplating  non-stop  journeys  of  2,000  miles 
or  more,  there  appears  to  be  nothing  for  it  but  to 
use  the  rigid. 

Much  will  depend  upon  the  Government 

*  m  ire  decision  with  reference  to  the  suggested 

Airship  airship  scheme.  If  the  Treasury  should 

Scheme  turn  down  the  proposal  on  financial 

grounds,  there  is,  as  we  have  already 
mentioned,  a  possibility  of  an  alternative  scheme, 
based  upon  the  use  of  smaller  ships.  If,  on  the 
other  hand,  the  Government  decides  to  accept  the 
Burney  scheme,  it  may  be  taken  that  large  rigids 
will  be  the  craft  used.  It  now  appears,  as  we 
ventured  to  prophesy  some  time  ago,  that  there  is 
going  to  be  actual  competition  between  the  Air 
Ministry  on  the  one  hand  and  the  Admiralty  oh 
the  other  for  the  control  of  airships.  So  far  as  is 
known,  nothing  has  been  settled  yet,  but  the 
situation  is  not  without  humour.  It  is  not  so  very 
long  ago  that  the  Admiralty,  who  then  had  control, 
decided  to  abandon  airships  altogether,  on,  it  was 
stated,  financial  grounds.  The  airships  were  then 
turned  over  to  the  Air  Ministry,  who  ran  them  half¬ 
heartedly  and  very  nearly  went  bankrupt  in  the 
process,  having  ultimately  to  announce  a  decision 
to  scrap  all  airships  and  hand  them  over  to  the 
Disposal  Board.  Efforts  were  made  to  get  the 
decision  altered,  but  without  much  success.  Major 
Scott,  our  cleverest  airship  pilot,  and  one  of  our 
greatest  practical  authorities  on  airships,  stated, 
in  his  paper  read  before  the  Air  Conference,  that  in 
a  couple  of  years'  time  we  should  have  to  resume 
airship  construction  whether  we  liked  it  or  not.  His 
prophecy  already  looks  like  coming  true,  much  sooner 
than  probably  even  Major  Scott  expected.  Captain 
Guest  at  the  same  time  announced  that  it  had  been 
decided  to  abandon  airships,  making  the*  fallacious 
statement  that  it  would  be  as  cheap,  in  the  long  run, 
to  resume  airship  design  and  construction  in  ten 
years,  a  statement  which  aroused  contradiction 
from  every  quarter,  and  was  characterised  by  one 
speaker  as  “  brainpicking  "  and  scarcely  dignified 
to  say  the  least  of  it. 

There  are  now  indications  that  both  the  Air 
Ministry  and  the  Admiralty  have  discovered  that 
they  can  afford  airships,  or  perhaps  we  should  say 
that  they  have  discovered  that  they  cannot  afford 


not  to  foster  them.  As  to  which  of  the  two 
should  have  control  of  airships,  opinions  will 
probably  be  divided.  Personally,  we  have,  always 
held  that  by  its  very  nature  the  airship  should 
come  under  the  Admiralty.  The  airship,  especi¬ 
ally  the  large  rigid,  is  the  long-distance,  trans¬ 
oceanic  craft  par  excellence,  and  its  handling,  the. 
training  of  its  crew,  as  well  as  its  uses  during  war, 
appear  to  be  pre-eminently  those  connected  with 
the  Navy.  The  future  of  the  airship  as  a  long¬ 
distance  naval  scout  appears  to  be  fairly  well 
assured  by  the.  introduction  of  non-inflammable 
gas,  which  will  reduce  its  vulnerability.  The  intro¬ 
duction  of  heavy-oil  engines  as  the  power  plant  is 
almost  within  sight,  which  should  remove  the  second 
possible  source  of  danger  from  fire,  and  thus  the 
airship  becomes  a  craft  of  vast  possibilities.  In 
addition  to  its  functions  as  a  scout,  there  appears 
to  be  good  reason  tor  believing  that  before  long  it 
will  be  possible  to  use  the  large  airship  as  an  aircraft 
carrier  of  extraordinary  mobility.  Thus  the  more 
one  looks  into  the  airship  question  from  the  war 
purpose  point  of  view,  the  more  does  it  appear  that 
airships  should  come  under  sway  of  the  Admiralty. 
Our  one  objection,  perhaps,  is  that  it  might  mean 
the  thin  end  of  the  wedge  for  a  dual  aeroplane 
service  once  again.  We,  therefore,  look  forward 
with  keen  anticipation  to  the  final  issue  between 
the  Admiralty  and  the  Air  Ministry  for  control  of 
lighter- than-air  craft,  the  utility  of  which  both  had 
previously  questioned. 

♦  ♦  <B> 

After  the  campaign  for  developing 
the  seaplane  which  Ft  ion  1  has  been 

Seaplane  C0Ilductin&  so  vigorously  during  the 
Sendee  last  few  months,  it  is  naturally  with 
at  Just  considerable  satisfaction  that  we  learn 
of  the  Air  Ministry's  "approval" 

.  of  a  service  between  Southampton  and  Cherbourg 
and  Le  Havre,  with  a  subsequent  service  between 
England  and  the  Channel  Islands.  'Hie  new  firm 
to  operate  this  line,  it  is  stated,  will  be  known  as 
the  British  Marine  Air  Navigation  Co.,  Ltd.,  and  us 
mentioned  elsewhere,  the  London  and  South  Western 
Railway  Co.  is  actively  interested  in  the  undertaking. 
The  service  is  to  be  run  by  Supermarine  flying  boats, 
which  have  an  excellent  reputation  for  seaworthiness 
as  well  as  good  flying  qualities.  We  congratulate 
the  Supermarine  Aviation  Works  upon  their  success, 
and  would  take  this  opportunity  of  pointing  out 
that  the  recognition  afforded  by  this  new  departure 
is  but  the  just  reward  of  Mr.  Scotf-Painc  and 
Commander  Bird  for  their  unfaltering  faith  in  the 
seaplane  and  their  courage  in  persevering,  in  spite 
of  the  greatest  difficulties,  in  keeping  their  works 
running  purely  as  a  flying-boat  manufacturing 
establishment.  We  sincerely  hope  that  this  is 
but  the  beginning  of  the  official  and  commercial 
recognition  of  the  seaplane. 

We  have  repeatedly  pointed  out  that  seaplanes 
should  be  more  economical  to  run  than  fast  land 
machines  over  a  route  like  London- Paris.  This 
appears  to  be  borne  out  by  the  subsidy  which  is 
being  granted  to  the  new  company.  We  not  only 
wish  the  newf  company  every  success,  but  are  quite 
confident  that  success  will  be  its  ultimate  reward. 
At  first,  it  is  to  be  expected  that  there  will  be 
difficulties,  but  we  do  not  doubt  for  a  moment  that 
these  will  be  overcome. 
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THE  R.A.F. 


AERIAL  PAGEANT 


On  Saturday  this  week,  the  third  Aerial  Pageant,  which  is 
organised  by  the  Royal  Air  Force  for  the  benefit  of  the  R.A.F. 
Memorial.  Fund,  will  be  held 
at  Hendon  Aerodrome.  From 
the  advance  reports  to  hand, 
it  would  appear  that  this  year's 
arrangements  will  be  even  more 
attractive  than  ever  although 
looking  back  on  the  previous 
displays  one  really  wonders  if 
such  a  thing  is  possible  !  The 
considerable  increase  in  the 
nnmber  ot  visitors  at  last 
yc.ar's  display,  as  compared 
with  the  previous  one,  is 
expected  to  be  even  greater 
this  year,  and  further  special 
arrangements  have  been  made 
as  regards  accommodation. 

The  enclosures  have  again  been 
increased  in  size — sufficient 
for  100,000  people  to  witness 
the  pageant  in  comfort-— and 
well-organised  motor-car  parks 
will  enable  a  large  number  of 
motorists  to  take  up  good 
positions  with  ease.  Three 
main  parks  will  be  used  for 
this  purpose,  one  reserved  for 
large  limousines  only,  one  for 
open  touring  cars  only,  and 
the  third  for  light  cars.  The 
admission  fee  for  cars  will  be 
5s.  Char-lb  bancs  will  also  be 
admitted  at  the  rate  of  10s. 
per  char-h-bano  and  2s.  for 
each  occupant.  Motorists  are 
advised  to  approach  Hendon 
via  Holders  Green,  and  Hendon 
village.  The  prices  of  admis¬ 
sion  arc  25'. ,  5s,,  and  10s, — 
tickets  for  the  last  two  en¬ 
closures  being  obtainable,  if 
desired,  through  the  usual 
agents  or  from  the  Hon. 

Sec.,  R.A.F.  Memorial  Fund, 

7,  Id  desleigh  House,  Caxton 
Street,  S.W.  1. 
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THE  R.A.F.  AERIAL  PAGEANT:  The  "striking” 
poster  issued  by  the  organisers,  depicting  the  star 
turn  on  Saturday’s  programme. 


Che  traffic  arrangements,  which  will  be  under  the  special 
control  of  Scotland  Yard,  are  being  greatly  extended  by  the 

following  operating  companies. 

A  third  class  ticket  costing 
is.  3d.  ouly  is  being  offered 
by  the  Midland  Railway  Co., 
which  is  available  by  the 
following  trains  which  leave 
St.  Pancras  at  12.23  pm., 
1.30  p.m.,  2  p.m.,  and  >,5  p.m., 
arriving  at  Hendon  about 
25  mins,  later.  The  last  train 
is  a  special  one,  and  extra 
accommodation  is  being  pro¬ 
vided  on  the  other  trains 
mentioned. 

The  Underground  is  also 
co-operating  with  greatly  in¬ 
creased  services  by  tube,  'bus 
and  tram.  The  tube  service  to 
Holders  Green  is  being  greatly 
augmented,  and  a  special  ’bus 
service  will  be  run  from 
Holders  Green  Station  direct 
to  Hendon  Church  which  will 
bring  spectators  to  within  a 
few  minutes’  walk  of  the  aero¬ 
drome. 

The  following  regular  'bus 
services  are  also  being  added 
to:  No.  13  from  London 
Bridge  ;  No.  43a  from  Liver¬ 
pool  Street,  and  the  142  service 
on  the  Watford  route. 

An  increased  service  is  also 
being  run  by  the  Metropolitan 
Railway  to  Willesden  Green 
Station,  from  which  point 
special  tramway  connections 
are  being  run  to  Colindale 
Avenue,  Hendon. 

As  regards  the  programme 
itself,  it  is  difficult  to  pick  on 
any  one  individual  item  for 
special  mention,  so  it  will 
suffice  if  we  give  below  a  brief 
summary  of  the  proceedings. 
The  pageant  will  commence 


THE  R.A.F.  AERIAL  PAGEANT  :  Four  interesting  machines  which  will  make  their  first  public  appearance  at 
the  Pageant,  (1)  The  Avro  "  Aldershot  ”  (650  Rolls-Royce  "  Condor  ”),  designed  for  long-range  duties.  The 
fuselage  has  two  decks,  or  floors.  (2)  The  Blackburn  "  Dart  ”  torpedo-carrier,  with  Napier  "  Lion  ”  ;  specially 
designed  for  alighting  on  a  ship.  (3)  The  Supermarine  "  Seagull  ”  (Napier  "  Lion  ”),  an  amphibian  flying  boat. 
(4)  The  Westland  "  Weasel,”  a  fighting  and  reconnaissance  machine  fitted  with  either  a  380  Bristol  "  Jupiter  ” 

or  a  320  Siddeley  "  Jaguar.” 
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at  3  p.m.,  but  various  preliminary  events  will  start  shortly 
after  noon,  the  R  A  F.  Band  will  play  from  1  p.m.,  and 
the  gates  will  be  open  from  11.30  a.m. 

In  the  earlier  part  of  the  day,  a  photographic  competition 
between  R.A.F'.  units  will  be  held  and  pictures  of  set  “pin 
point-.  of  interesting  objects  surrounding  Hendon  will  be 
taken  from  the  air.  Copies  of  these  photographs  will  be  sold 
on  ^e  ground  within  a  short  time  after  they  have  been  taken, 

The  programme  has  been  specially  devised  in  order  to 
show  the  public  all  the  most  representative  types  of  British 
aircraft  engaged  in  various  duties  in  the  R.A.F.  It  is  of 
interest  to  note,  also,  that  for  the  first  time,  marine  aircraft  — 
working  with  or  for  the  Navy — will  be  on  view,  and  will 
demonstrate  by  actual  living  the  development  which  has 
taken  place  in  this  class  of  aircraft. 

Another  new  feature  is  a  landing  competition,  for  which  a 
part  of  the  aerodrome,  about  100  yds,  square,  is  being  specially 
marked  off  with  a  fence  4  ft.  high,  consisting  of  light  posts 
and  fabric,  representing  hedges.  The  competing  pilots  are 
required  to  ascend  above  1,000  ft.,  and  on  arriving  in  the 
course  of  their  descent  at  1,000  tt.  they  are  to  switch  off 
their  engines,  and  to  complete  the  landing  into  the  special 
enclosure,  simply  by  means  of  their  controls  and  without 
using  their  engines  again  Any  pilot  who  uses  his  engine  below 
1,000  ft.  will  be  disqualified,  as  will  any  who  touch  the  fence 
in  the  course  of  landing.  Pilots  arc  at  liberty  to  bring  in 
their  machines  by  any  of  the  many  possible  ways,  so  that  a 
useful  demonstration  of  side-slipping,  spiral  turns  and  other 
forms  nt  gliding  will  be  shown.  It  should  also  make  clear 
the  comparatively  small  space  which  the  modern  aeroplane 
requires  in  order  to  land  safely  and  quickly. 

The  demonstration  of  “  crazy  flying,"  which  proved  so 
popular  last  year,  wall  again  be  featured,  this  time,  by  Flight 
Lieut.  \\  H  Longton,  D. F  t'.,  A.F.C.  It  mav  be  mentioned 
that  various  freak  machines  will  demonstrate  from  time  to 
time.  A  demonstration  of  “  writing  in  the  sky  ”  should  be 
another  popular  item.  Here  the  spectators  will  be  able  readily 
to  follow  the  rapid  movements  of  a  machine  looping,  spinning 
and  rolling  by  the  trail  of  smoke  left  by  the  machine.  Fol¬ 
lowing  this  demonstration,  there  has  been  arranged  further 
illustration  of  the  uses  of  smoke  in  air  warfare,  and  the 
machines  engaged  will  produce  a  novelty  in  the  way  of 
coloured  smoke  clouds. 

A  well-rehearsed  and  extremely  difficult  event  will  be  a 
demonstration  of  “  follow-my-leader  ’’  in  the  air,  in  which  two 
machines  will  carry  out  intricate  aerial  manoeuvres  practically 
simultaneously  and  with  the  one  following  the  other  at  a 
distance  of  not  more  than  a  few'  yards — it  will,  in  fact,  be 
synchronised  stunting. 

An  instructive  item  will  be  a  representation  of  low'  bombing 
m  which  a  tank  will  be  the  objective  of  the  bombers.  A 
formation  of  machines  will  dive  down  and  drop  their  bombs — 
practice  type — with  a  high  degree  of  effectiveness. 


During  the  afternoon,  three  series  of  races  will  take  place. 
In  the.  first,  the  event  will  be  confined  to  standard  Avro 
machines,  the  competitors  being  the  most  skilled  pilots  from 
different  units  of  the  R.A.F.  at  home.  The  second  race, 
which  will  follow  a  little  later,  is  a  handicap  race  between 
twelve  different  types  of  machines,  the  scratch  aeroplane 
being  one  of  the  latest  reconnaissance  machines  which  has 
not  so  far  been  flown  in  public  and  the  first  off  the  mark,  the 
Avro.  This  race  will  provide  an  interesting  exhibition  of  a 
very  complete  collection  of  land  types  of  aircraft  used  in  the 
British  Air  Force,  ranging  from  machines  of  tiny  wing  capacity 
to  others  whose  planes  are  of  large  dimensions.  Twin-engined 
machines  wall  take  part  as  well  as  those  with  one  power  unit 
only  The  power  of  the  engines  will  vary  almost  as  much  as 
the  size  of  the  machines. 

The  last  race  will  be  a  relay  one  between  home  squadrons 
and  stations,  each  flying  three  types  of  machines,  the  speedy 
Snipe,  the  Bristol  Fighter,  and  the  Avro  training  machine. 
In  each  of  these  races  the  course  will  be.  approximately 
12  miles  out  and  home,  and  it  has  been  so  arranged  that  in 
each  of  the  events  the  flights  will  take  place  within  full  view 
of  the  spectators. 

The  most  spectacular  item  which  will  take  place  just  before 
the  end  of  the  programme  will  consist  of  a  massed  aerial 
attack  on  a  desert  stronghold  erected  on  Hendon  aerodrome. 
It  will  illustrate  the  type  of  work  on  which  the  R.A.F'.  lias 
already  successfully  engaged  as  an  independent  force  in 
Somaliland  during  the  operations  in  1920  against  the  Mullah 
At  that  time  the  Mullah's  forces  at  Modish  i  and  Fort  J idifi 
were  located  and  bombed,  and  machines  descended  to  low 
heights  and  inflicted  heavy  casualties  on  the  fleeing  Dervishes 
and  their  stock.  The  fort  at  Hendon,  it  may  be  mentioned, 
has  been  erected  of  large  wings  of  obsolete  aeroplanes. 
Palm  trees,  loopholed  minnrettes  and  outlook  towers  will 
rise  to  a  height  exceeding  100  ft.  from  within  the  high-walled 
fortress,  from  which  the  muzzles  of  field  guns  can  be  seen 
protruding.  The  defenders  in  their  varicoloured  Eastern 
raiment  will  add  an  additional  touch  of  colour  to  the  scene. 
For  fifteen  minutes  a  thrilling  aerial  battle  will  be  waged 
between  a.  heavily-armed  squadron  of  bombing  aeroplanes 
and  the  defenders-  of  the  fort,  who  will  reply  to  their  attackers 
with  intensive  bursts  of  anti-aircraft  and  machine-gun  fire, 
and  finally,  as  the  formation  approaches  to  close  quarters, 
with  a  broadside  of  field  artillery.  The  culminating  thrill 
of  this  engagement  will  be  reached  when  one  of  the  attacking 
machines  is  hit  by  anti-aircraft  fire,  and  spins  towards  the 
ground  enveloped  in  flames.  The  rescue  of  the  pilot  from 
his  burning  machine  and  the  final  destruction  of  the  fort  will 
mark  the  conclusion  of  what  should  produce  an  illustration 
of  actual  desert  warfare  as  near  to  reality  as  ingenuity  can 
make  it. 

It  is  to  be  hoped  that  the  Meteorological  Office,  Air  Ministry, 
has  arranged  for  special  weather  conditions  ott  this  occasion  ' 
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THE  ROYAL  AIR  FORCE  DINNER 


Formation  of 


The  arrangements  for  a  Royal  Air  Force  Dinner  for  all  officers 
who  have  been  or  still  arc  connected  with  the  Flying  Services, 
on  the  night  of  Friday,  June  23,  as  a  preliminary  to  the 
R.A.F.  Pageant  at  Hendon  on  June  24,  are  proving  highly 
successful.  It  takes  place  at  the  Connaught  Rooms,  anti  nearly 
every  unit  that  existed  during  the  War  will  be  represented, 
including  R  N.A.S.,  R.F.C.,  R.A.F.,  Balloons,  Ground  and 
other  allied  services.  All  those  belonging  to  the  same  forma¬ 
tion  will  be  seated  together,  but  in  all  probability  one  will 
meet  as  many  friends  belonging  to  other  units  as  one’s  own, 
because  so  many  served  in  a  number  of  different  units  at 
various  periods  of  the  War. 

It  is  expected  that  many  senior  officers  of  the  Royal  Ait- 
Force  will  be  present,  aud  it  is  particularly  hoped  among 
these  to  collect  together  all  those  who  served  in  1914-13, 
especially  those  who  went  out  with  the  original  historic  four 
squadrons. 

In  all  probability  the  occasion  will  be  perpetuated  by 
the  formation  of  a  dinner  club  to  hold  an  -annual  gather¬ 
ing-  This  will  enable  all  concerned  to  meet  many  more 
friends  than  would  otherwise  be  possible,  and,  what  is 
important  in  these  days,  they  can  do  the  Pageant  and 
their  annual  squadron  or  depot  dinner  for  the  one  rail 
and  hotel  bill.  Incidentally,  the  railway  companies  will  issue 
week-end  tickets  at  fare  and  a  third  from  5  p.m.  on  June  23, 
if  over  15s.  in  value  (or  30s.  if  first  class),  and  as  the  dinners 
are  timed  to  begin  at  8.15,  many  who  come  from  a  distance 


a  Dinner  Club 

will  be  able  to  make  use  of  this  concession  by  re-booking  at 
an  intermediate  point  en  route. 

A  few  squadrons  are  also  holding  separate  dinners  simul¬ 
taneously,  and  for  these  the  Pageant  itself  will  provide  a 
meeting- pi  ace  for  all  next  day. 

These  units  comprise  the  old  Sixth  Brigade,  which  will 
hold  its  dinner  at  the  Connaught,  where  also  No.  8 
Squadron  will  be  situated.  Nos.  1 1  ami  12  are  dining  together 
at  flic  Hotel  Cecil,  where  will  also  be  No.  20  Squadron  and 
No.  62  Squadron,  both  well-known  fighting  units.  At 
Prince's  Restaurant  there  will  be  No.  4 7  Squadron  and  two 
famous  Scout  Squadrons.  Nos.  24  and  So ;  whilst  at  fhe 
Holborn  Restaurant  thflre  will  be  No.  216,  an  old  R.N.A.S. 
unit.  At  the  Sa  voy  No.  4  Squadron  will  meet,  and  in  addition, 
at  various  restaurants  at  present  unsettled  there  will  be 
Nos.  59  and  205  Squadrons,  No.  8  Seaplane  base,  No.  1 
Balloon  base.  Tn  addition,  the  W,R.  A.Fs.  are  holding  a  dance 
at  Caxton  Hall  on  Friday,  and  another  is  being  organised 
in  aid  of  the  R.A.F.  Memorial  Fund  on  Saturday  night,  at 
the  London  Country  Club  at  Hendon. 

The  price  of  tickets  for  the  Royal  Air  Force  Dinner  at  the 
Connaught  Rooms  is  to.?,,  exclusive  of  wines  and  cigars. 
Those  who  wisli  to  attend  should  wire  “  Emtage,  Taxomobile, 
London,”  stating  their  favourite  unit,  at  once,  as  seating 
accommodation  cannot  be  guaranteed  for  all  at  this  late 
stage.  Seats  booked  must  be  paid  for  whether  used  or  not, 
as  it  is  impossible  to  cancel  the  catering  arrangements. 
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THE  ROYAL  AERO  CLUB  OF  THE  U.K. 

OFFICIAL  NOTICES  TO  MEMBERS 


COMMITTEE  MEETING 

A  Meeting  of  The  Committee  was  held  on  Wednesday, 
|utie  14,  1922,  when  there  were  present  :  Lieut. -Col.  J.  T  C. 
Moore- Brabazon,  M.C..  M.P,,  in  the  Chair;  Mr.  Ernest  C 
Bucknall  ;  Lieut. -Col.  F.  K.  McClean,  A.F.C.  ;  Lieut  Col. 
Alec  Ogiivie  ;  Lieut. -Col.  Mervyn  O'Gorman,  C.  B.  ;  Mr. 
T.  O.  M.  Sopwith,  and  the  Secretary. 

Election  of  Members.  -The  following  new  Members 
were  elected 

Gwvn  Howard  Davies.  Louis  de  la  Garoe. 

Hugh  Raymond  Vaughan  Fowler.  Paul  Gras  fils. 

Schneider  Cup,  1922. — The  Secretary  reported  that  an 
entry  had  been  made  for  the  Schneider  Race,  to  be  held  at 
Naples  on  August  12,  1022. 

Gordon  Bennett  Balloon  Race.  -It  was  reported  that 
the  following  entries  had  been  made  toi  the  Gordon  Bennett 
Balloon  Race,  to  be  held  at  Geneva  on  August  6,  1 922 

Lt  -Col.  John  D  Dunville,  Mr.  E.  Allen,  Mr,  Griffith  Brewer 

Aviation  Patents.— Correspondence  between  the  Club 
and  the  Aero  Club  de  France  on  the  question  of  the  R.E.P. 
Patents  was  submitted.  Vs  this  affected  British  machines 
racing  in  International  races  in  France,  it  was  decided  to 
press  for  an  early  decision. 

.Sub-Committees.  Reports  from  the  following  Com¬ 
mittees  were  received  and  adopted  :  - 

Racing  Committee,  House  Committee,  Banquet  Committee, 
Plying  Services  Fund  Committee. 

RACING  COMMITTEE 

A  M  eetmg  of  the  Racing  Committee  was  held  yn  June  9, 
0,42.  when  there  were  present  Maj  Gen.  Sir  \\  .  S.  Braneker, 
K.C.B..  in  the  Chair  ;  Lieut,  Col.  M.  O  Darby;  Brig, -Gen. 
Sir  t  apcl  Holden,  K.C.B.,  F  R.S  ;  Col.  F.  Lindsay  Lloyd, 
C.M.G.,  (.BE.;  Lieut. -Col.  F.  K.  McClean.  A.F.C.  ;  Mr. 
\Y.  O.  Manning,  and  the  Secretary. 

Whitsuntide  Races,  Croydon.  The  report  of  the  races 
iya-'  received  and  approved  The  question  of  holding  further 
race  meetings  at  Croydon  was  discussed. 

Aerial  Derby.  It  was  decided  to  hold  the  Aerial  Derby 
on  Bank  Holiday,  Vugusf  7,  1 0  > 2 ,  instead  of  Saturday, 
July  20,  as  previously  announced. 

The  question  of  the  course  and  starting  and  finishing  place 
was  discussed  and  deferred. 


KOVAL  AIR  FORCE  PAGEANT 

The  R  A.F  Pageant  will  be  held  at  the  London  Aerodrome, 
Hendon,  on  Satut day,  June  24,  1922.  Tickets.  10s.  (motor¬ 
cars  3 s.),  may  be  obtained  from  the  Royal  Aero  Club. 

A  special  enclosure  in  the  10s,  Paddock  will  be  reserved  fc/r 
the  Members  of  the  Royal  Aero  Club  and  the  London  Country 
Club. 

Members  of  the  Royal  Aero  Club  will  be  honorary  members 
ot  the  London  Country  Club,  Hendon,  on  the  day  of  the 
Pageant.  Membership  cards  must  be  produced.  Tables  for 
lunch  should  be  booked  in  advance.  Price  of  luncheon, 
4s.  6 d.  Telephone,  2O0  Kingsbury. 

A  Pageant  Banquet  and  Dance  in  aid  of  the  funds  of  the 
K.A.F.  Memorial  will  be  held  at  the  London  Country  Club 
the  same  evening,  commencing  at  8.30  p.m.  Tickets,  £\  is. 
each,  may  be  obtained  at  the  Royal  Aero  Club  The  ticket 
includes  free  transport  from  Holders  Green  to  the  London 
Country  Club  aud  from  that  Club  to  town. 

TWENTY-FIRST  ANNIVERSARY  BANQUET 

As  already  announced,  the  Twenty-first  Anniversary 
Banquet  will  be  held  at  the  Savoy  Hotel  on  Tuesday,  June  27, 
1922,  at  7  p.m.  for  7.30  p.m. 

The  Navyq  Army  and  Air  Force  will  be  represented  respec¬ 
tively  by  Vice-Admiral  Sir  Rogers  Keys,  Bait.,  K.C.B., 
K.C.V.O.,  C.M.G.,  D.S.O.,  Lieut  - Gen.  Sir  Travers  E.  Clarke, 
K.C.B.,  K.C.M.G..  Quartermaster-General,  and  Air  Chief 
Marshal  Sir  Hugh  Tienchard,  Bart.,  K.C.B.,  D.S.O.  Other, 
guests  include  Lord  Weir,  ('apt.  The  Right  lion.  F.  E.  Guest, 

C  B.E.,  D.S.O.,  M.P..  The  Right  Hon.  Lord  Gorell,  C.B.E., 
M.C.,  Maj. -Gen.  Sir  W.  S.  Braneker,  K.C.B.,  and  The  Duke 
of  Sutherland. 

The  President  of  the  Club,  The  Duke  of  Atholl,  K.T.,  D.S.O., 
will  preside,  supported  by  Lieut. -Col.  J .  T.  C.  Moore-Brabazon, 
M.C.,  M.P.,  Chairman,  and  Lieut.-Col.  F.  K.  McClean,  A.F.C., 
Vice-Chairman. 

The  Toast  of  the  evening,  "  Aviation,”  will  be  proposed  by 
The  Lord  Weir. 

Members  who  have  not  yet  done  so  are  requested  to  apply' 
for  tickets  for  themselves  and  friends  at  the  earliest  possible 
moment.  Tickets  £1  is.  each 


NOUVELLE  COUPE  M1CHELIN 

{International  Contest- -  Under  the  Regulations  of  the  F.A.I. 
and  the  Aero  Club  de  France) 

Prizes  :  100,000  francs  (20.000  francs  per  annum  for  five  yea  rs). 

General  Regulations 

Article  i. — .Messrs.  A  and  F.  Michciin  have  instituted  an 
Aviation  Contest  called  the  ”  Nouvelle  Coupe  Michciin,”  foT 
which  they  are  presenting  prizes  amounting  to  100,000  francs. 

They  have  entrusted  the  drawing  up  of  the  regulations  for 
this  Cup  to  the  Commission  d'Aviation  of  the  Aero  Club 
de  France.  The  regulations  will  consist  of  General  Regula¬ 
tions  and  Special  Regulations. 

The  Special  Regulations  for  the  yeai  1922  23  will  be 
published  before  June  r,  and  for  the  other  years  before 
March  i.  They'  must  be  ratified  each  year  by  the  donors. 

Article  2. — The  Contest  is  international.  It  will  be  held 
over  French  territory. 

Article  3.  The  •winner  of  the  Cup  w  ill  be  the  pilot  of  the 
machine  (aeroplane  with  engine.  Class  C)  which  shall  have 
achieved  the  best  performance  in  accordance  with  the 
Regulations,  in  the  twelve  months  July  1-  June  30 

No  pilot  may  compete  unless  be  is  a  member  of  a  national 
federation  of  the  Federation  Adronautiquc  Internationale. 

Article.  4. — The  winner  of  the  Annual  Contest  will  receive 
a  sum  of  20,000  francs  and  a  replica  in  bronze  of  the  Cup 
by  Moreau -Vauthier. 

Article  5. — If  the  Cup  is  not  won  in  any'  one  \rcar  the  sum 
of  20,000  francs  will  be  divided  amongst  the  outstanding 
contests. 

Special  Regulations  for  1922-23 

Article  1. — The  winner  of  the  Cup  for  the  year  1922-23 
will  be  the  pilot  who,  in  accordance  with,  the  General  and 
Special  Regulations,  has  covered  at  the  greatest  commercial 
speed  per  hour  the  course  in  a  closed  circuit  defined  below 

The  Cup  will,  however,  only  be  awarded  if  the  commercial 
speed  over  the  whole  circuit  is  at  least  So  kilometres  per  hour. 

The  commercial  speed  is  arrived  at  by  dividing  the  total 
length  of  the  course  by  the  time  which  elapses  between  the 
departure  of  the  aircraft  from  its  starting-point  and  its 
return  to  the  same  point. 

Article  2. — The  closed  circuit,  called  the  ”  Tour  de  France,” 
will  include  fifteen  landings,  to  be  made  on  each  of  the 
landing  grounds  of  the  following  towns  : — 

Versailles  (Buc,  Toussus-le-Noble,  Saint-Cyr  or  Villa 
coublay),  Saint- Inglevert,  Valenciennes,  Mourmelon,  Metz 
Frescaty),  Strasbourg  (Neuhof),  Dijon  (Longvic),  Bourges 
Avord),  Clermont-Ferrand  (Aulnat),  Lyon  (Broil),  Nirues 
(Courbessac),  Toulouse  (Latecoere  Aerodrome),  Pan  (military 
aerodrome),  Bordeaux  (Teynac),  Angers  (Avrille),  Versailles 
(same  aerodrome  as  for  start) 

Competitors  may  start  at  any'  one  of  the  aerodromes 
mentioned,  to  finish  at  the  same  aerodrome,  the  landings 
being  made  in  the  order  given  above,  or  vice  versa. 

The  landings  will  be  verified  by  a  log-book  which  will  be 
forwarded  to  each  competitor  on  entering.  On  arriving  at  a 
landing-place  the  competitor  must  have  his  log-book  signed 
by  an  official  or  by  two  witnesses  of  the  landing 

Article  3. — The  Commission  d’Aviation  reserves  to  itself 
the  right  to  alter  the  course  defined  in  Article  2  if  circum¬ 
stances  render  this  necessary.  Except,  however,  when  there 
is  no  alternative,  the  course  may  uot  be  altered  when  it  has 
been  properly  completed  by  a  competitor. 

Article  4. — Intermediate  landings,  replenishments  and 
repairs  are  allow'ed.  Changing  the  machine  is  not  allowed. 

The  crank-case  and  cylinders  of  the  engine  will  be  sealed 
or  stamped.  The  fuselage  and  wings  of  the  machine  will 
also  be  stamped. 

Article  5. — The  entry,  signed  by  the  pilot,  must  reach  the 
Commission  d'Aviation,  Aero  Club  de  France,  35,  Rue 
Francois,  ier,  Paris,  not  later  than  6  p.m.  two  day'’  before 
that  indicated  for  the  start.  Sundays  and  holiday's  are  not 
included  in  this  interval.  Entries  may  not  be  received  on 
Sundays  or  holidays.  The  entry  must  indicate  the  starting- 
point  selected  and  the  date  of  starting. 

The  entry  fee,  which  is  not  returnable,  is  xoo  francs.  The 
entry  is  valid  for  all  starts  made  during  four  consecutive 
days,  the  first  of  these  four  days  being  indicated  in  the  entry. 
During  this  period  the  pilot  may'  make  as  many  starts  as  he 
wishes,  but  they'  must  alway'S  be  made  from  the  place 
indicated  in  the  entry- 

Offices:  THE  ROYAL  AERO  CLUB, 

3,  CLIFFORD  STREET,  LONDON.  W.  1. 

H.  E.  PERRIN,  Secretary. 
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THE  18-TON  PARSEVAL  SEMI-RIGID  AIRSHIP  “PL27 

A  German  Experiment  of  Promise 


Although  built  as  long  ago  as  1916,  there  are  several  reasons 
why  the  Parscval  type  "  PL27,"  designed  and  built  by  the 
LuJIfalirreug-Gesellschaft  of  Bitterfcld,  is  of  sufficient  interest 
to  merit  a  fairly  detailed  description  at  the  present  time. 
In  the  first  place,  the  airship  was  one  of  the  largest  semi-rigids 
ever  built,  being  only  very  slightly  smaller  than  the  ill-fated 
Roma,"  purchased  by  America  from  Italy  some  time  ago. 
Secondly,  her  design  was  one  representing  a  considerable 
departure  from  previous  German  non-rigid  practice,  approach 
ing,  in  fact,  more  to  the  Italian  than  to  previous  German 
types.  Tu  spite  of  the  accident  to  the  "  Roma,"  this  type  of 
airship  is  thought  by  many  to  have  a  very  considerable  future 
before  it,  and  it  is  open  to  discussion  whether  the  world,  led 


Aeronautical  Society  that,  according  to  his  calculations, 
six  non -rigids,  each  of  500,000  cubic  ft.  capacity,  could  be 
built  for  the  price  of  one  rigid  of  2,000,000  cubic  ft.  capacity. 
In  other  words,  with  the  non-rigid,  vve  should  get  an  extra 
million  cubic  ft,  capacity  for  the  same  money. 

Then  there  is  the  question  of  useful  load,  lfere  again 
Col.  Cave -Browne-Cave  indicated  that  a  greater  percentage  of 
useful  lift  is  obtained  in  the  non-rigid  than  in  the  rigid, 
owing  chiefly  to  the  absence  of  the  hull  structure.  Thus  the 
point  where  the  structure  weight  is  no  more  than  50  per 
cent,  of  the  total  lift  is  reached  in  the  non-rigid  with  the  half- 
million  cubic  ft.  ship,  whereas  in  the  rigid  it  is  not  attained 
until  one  conies  to  sizes  of  about  (wo  million  cubic  ft.  It 


by  Germany,  was  right  in  deciding  in  favour  of  the  rigid 
type  of  ship.  In  Germany  at  the  present  time,  there  is  a 
strong  opinion  that  the  limits  in  non-rigid  and  semi-rigid 
airships  have  in  no  way  been  reached,  and  certainly  one  could 
enumerate  several  advantages  which  these  types  possess  as 
against  the  rigid.  One  very  important  item  is  that  of  cost,  and 
in  this  respect  the  non-rigid,  and,  to  a  somewhat  smaller  extent 
perhaps,  the  semi-rigid,  compares  very  favourably  indeed 
with  the  rigid.  The  very  expensive  Duralumin  framework 
is  avoided,  which  at  once  means  a  great  saving.  Col.  Cave- 
Brownc-Cave,  one  of  our  soundest,  and  certainly  our  most 
persistent  and  eloquent  advocate  of  the  non-rigid  airship, 
stated  in  one  of  his  admirable  lectures  before  the  Royal 


would,  therefore,  appear  that  wc  may  have  been  on  the  wrong 
track  in  pinning  our  faith  almost  exclusively  to  the  rigid  type. 
With  things  as  they  are  at  present,  the  question  ol  the  pur 
chase,  running  and  upkeep  of  a  rigid  is  a  big  item,  ft  is,  at 
least,  open  to  doubt  whether  we  should  not  he  better  advised 
in  making  a  start  on  airship  services  with  types  other  than 
the  rigid.  As  regards  safety,  there,  is  probably  little  t<» 
choose  between  the  types,  and  the  non-rigid,  apart  from  the 
advantages  already  outlined,  has  another  in  that,  when  not 
in  use,  it  can  be  deflated  and  stored  away  in  the  corner  of  a 
shed.  A  rigid  airship  occupies  as  much  space  when  deflated 
as  it  does  when  inflated  Furthermore,  in  the  case  of  a 
forced  lending,  the  nor. -rigid,  .  rxl  the  semi-rigid  which  has  its 


THE  PARSEVAL  “  PL27  ”  :  View  of  the  forward  portion  of  the  ship,  showing  the  control  car,  etc.  Note  the 

bumping  bag  under  the  carv 

354 


f 


June  22,  1922 


keel  built  in  sections,  can  be  packed  up  and  sent  home.  The 
rigid,  it  it  should  be  forced  down  from  any  cause,  would 
almost  certainly  have  to  be  written  off  as  a  total  loss. 

There  is  a  great  deal  more  which  could  be  said  about  non- 
rigid  and  semi-rigid  airships  in  general,  but  sufficient  has, 
we  think,  been  said  to  indicate  that,  as  it  has  now  been  proved 
that  these  types  need  not  be  restricted  to  small  airships, 
this  class  of  airship  deserves  more  consideration,  from  a 
commercial  aviation  point  of  view,  than  it  has  received  in  the 
past 

The  Parseval  “  PL27  "  has  an  overall  length  of  1.57  metres 


airship  was  intended.  For  a  very  long  flight  a  great  pro¬ 
portion  of  it  would  be  taken  up  by  the  fuel.  For  shorter 
distances  the  lift  which  could  be  set  aside  for  paying  load 
would  increase.  If  the  route  on  which  such  a  ship  was  used 
were  to  he  divided  into  stages  of  approximately  1,000  miles 
each,  the  "  PL27  could  carry  a  crew  of  seven,  sufficient 
fuel  to  leave  a  safe  margin,  and,  in  addition,  have  accom¬ 
modation  for  about  twenty-live  passengers.  It  will  thus  be 
seen  that,  as  regards  earning  capacity,  the  “  PL27  "  should 
be  a  very  useful  craft  as  a  passenger  and  mail  ship,  especially 
as  her  cruising  speed  is  said  to  be  about  60  m.p.li-  In  our 


The  Parseval  “  PL27  ”  :  Two  views  inside  the  keel.  On  the  left  is  seen  the  gangway  and  petrol  tanks  ;  on  the 
right  the  water  ballast  bags.  Both  photographs  were  taken  before  the  fabric  covering  was  put  on  the  keel. 


(515  ft.),  a  maximum  diameter  of  19.6  metres  (64  ft.  4  ins.), 
a  greatest  circumference  of  01 .55  metres  (202  ft.)  and  a  height 
of  20.5  metres  (87  ft.).  Its  cubic  capacity  is  31,300  cubic 
metres  (1,104,000  cubic  ft.)  and  the  disposable  lift  is  approxi¬ 
mately  18,000  kilograms  (nearly  18  tons).  Assuming  a  lift 
of  65  lbs.  1, 000  cubic  ft.  of  hydrogen,  the  total  lift  would 
be  approximately  32  tons,  so  that  the  disposable  lift  is  56  per 
cent,  of  the  gross  lift,  which  is  considerably  better  than  the 
figure  of  50  per  cent,  given  by  Col.  Cave-Browne-Cave  for  a 
500,000  cubic  It.  ship.  The  allocation  of  this  18  tons  of 
lift  would,  of  course,  depend  upon  the  purpose  for  which  the 


Editorial  Comments  in  the  August  25,  192  r,  issue  of  Flight, 
we  published  some  figures  relating  to  the  cost,  etc.,  of  a 
service  run  with  airships  of  this  type.  It  was  then  estimated 
that  these  airships  could  be  built  in  England  for  not  more 
than  £30,000  each,  and  if  built  in  batches,  the  cost  should  be 
even  lower.  Thus,  by  reducing  the  length  of  the  stages 
flowm  to  approximately  i,ooo  miles,  a  much  more  economical 
service  should  be  possible  than  if  large  rigids,  capable  of 
doing  the  London-Cairo  trip  without  landing,  were  employed. 
In  this  way,  the  time  for  the  journey  to  Australia,  for  instance, 
would  be  somewhat  increased,  but,  on  the  other  hand,  it  is 


€ 

THE  PARSEVAL  “  PL27  ”  :  External  and  internal  views  of  the  control  car.  The  left-hand  illustration  shows 

a  portion  of  the  keel  structure  above  the  control  car. 
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at  least  conceivable  that  a  greater  revenue  would  be  forth¬ 
coming,  as  it  should  be  easier  to  till  up  the  ships  with  pas¬ 
sengers  for  shorter  distances  over  portions  of  the  route. 

As  regards  the  design  and  construction  of  the  Parse val 
PL27/'  this  ship  is,  to  some  extent,  based  upon  the  Italian 
designs  in  which  there  is  a  keel  structure  running  the  greater 
part  of  the  length  of  the  airship,  and  to  which  arc  attached 
some  of  the  heavier  local  loads  such  as  petrol  and  water 
tanks,  Central  engine  cars,  etc.  This  structure  is  so  designed 
that  its  parts  form,  as  it  were,  the  links  of  a  chain.  In  the 
PI-27  “  the  keel,  which  is  about  330  ft.  long,  is  divided 


The  latter  are  of  two  kinds.  One  is  known  as  “trouser  " 
(Hoseti)  bags,  and  are  emptied  singly  by  means  of  a  ripping 
line  from  the  control  car.  The  other  kind  has  valves,  and  is 
emptied,  also  from  the  control  car,  two  at  a  time.  All  the 
bags  are  of  200  kilogs.  (440  lbs.)  capacity.  The  “  trouser  “ 
bags  are  mounted  four  forward  and  two  aft.  The  ordinary 
bags,  of  which  there  are  thirty-six,  are  distributed  along  the 
keel,  the  valves  of  every  two  bags  being  connected  to  one 
control  line,  so  that  with  these  880  lbs.  of  water  is  discharged 
at  a  time.  The  total  amount  of  water  ballast  carried  is  thus 
8,400  kilogs,  (18,300  lbs.). 


The  Parseval  “  PL27  ”  :  Views  inside  the  port  engine  car.  On  the  left  are  shown  the  engine,  clutch  and 
air  compressor.  On  the  right  is  a  close-up  view  of  the  engine  and  blower. 


into  fifty-two  separate  cells  or  units,  the  whole  being  so 
designed  that  the  keel  can  resist  longitudinal  loads,  but  not 
bending  moments,  owing  to  the  manner  of  joining  the  cells 
to  each  other.  The  keel  is  built  up  of  a  tubular  framework, 
consisting  of  four  main  longitudinals,  struts  and  wire 
bracing. 

Three  of  the  cars,  the  control  car  and  the  front  and  rear 
engine  cars,  are  attached  direct  to  the  keel,  while  the  two 
side  engine  cars  are  slung  by  cables  from  the  envelope,  and 
steadied  laterally  by  struts  to  the  keel.  The  attachment 
of  the  keel  to  the  envelope  is  by  rigging  wires  and  fabric. 
As  already  mentioned,  the  keel  serves  to  support,  in  addition 
to  the  three  cars,  the  petrol  tanks  and  water  ballast  bags. 


I  he  petrol  tanks  are  hung  in  the  keel,  as  shown  in  011c  of  the 
accompanying  photographs.  Normally,  thirty  petrol  tanks 
arc  carried,  twenty-six  main  tanks  and  four  gravity  tanks, 
one  for  each  engine.  The  capacity  of  each  tank  is  200  kilogs. 
(440  lbs.),  so  that  normally  the  total  petrol  capacity 
is  13,200  lbs.  (nearly  2,000  gals.).  Provision  is,  however, 
made  for  slinging  another  ten  petrol  tanks  in  the  keel  bringing 
the  petrol  capacity  up  to  8,000  kilogs,  (1 7,600  lbs.,  or  about 
2,500  gals.)  it  long  journeys  are  contemplated.  The  lift 
available  for  paying  load  is  then,  of  course,  correspondingly 
decreased.  In  fact,  by  the  time  one  had  counted  in  a  crew  of 
about  ten,  with  their  provisions,  there  would  be  little  mure 
load  available. 


FHE  PARSEVAL  PLJ7  :  Two  views  of  the  port  engine  car.  The  three-quarter  rear  view  on  the  left  shows 
the  cable  suspension  and  streamlined  casing  around  the  petrol  leads,  etc.  In  the  right-hand  photograph  can 

be  seen  the  struts  which  brace  the  car  to  the  keel  structure. 
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As  regards  the  placing  of  the  petrol  tanks  in  the  keel,  they 
are  arranged  in  three  groups,  corresponding  to  the  arrange¬ 
ment  of  the  engine  cars.  The  forward  group,  feeding  the 
front  engine,  consists  of  six  main  tanks  and  one  gravity  tank 
A  similar  number  and  arrangement  feed  the  aft  car,  while 
the  central  group,  which  supplies  the  two  wing  engines, 
consists  of  fourteen  mam  and  two  gravity  tanks.  All  the 
tanks  are.  arranged  for  easy  slipping  in  case-  of  emergency. 

The  arrangement  of  the  cars  will  be  understood  from  a 
reference  to  the  accompanying  photograph  of  the  for  ship  in 
flight.  The  control  car  is  placed  right  forward.  A  short 
distance  aft  of  this  is  the  forward  engine  car,  under  the  keel 
of  the.  airship.  Approximately  half-way  along  the  length 
of  the  ship  arc  the.  two  wing  engine  cars,  some  distance  out 
from  the  centre  line,  and  finally  near  the  rear  end  of  the  keel 
is  the  aft  engine  car.  Each  of  the  engine  cars  contains  one 
240  h.p.  Maybach  engine,  driving  pusher  screw's  through 
reduction  gearing  and  clutches.  I  he  engines  are  mounted 
with  their  crankshafts  about  10  ins.  above  the  floor  of  the  car, 
and  the  lower  part,  of  the  crank-case  can  be  reached  by  re¬ 
moving  a  loose  floor  plate.  The  transmission  includes  a 
reverse,  two  wheels  being  in  mesh  for  forward  and  three  for 
reverse.  The  reduction  is  such  that,  although  the  engines 
run  at  1.400  r.p.m.  at  full  power,  the  propellers  run  at  180 
r.p.m.  only.  Their  diameter  is  14  ft.  9  ms.  A  blower,  or 
fan,  placed  in  the  stern  of  the  car,  is  driven  at  a  speed  of 
1,850  T.p.m.,  by  means  of  a  silent  chain,  and  delivers  2\  cubic 
metres  (88  cubic  ft.)  of  air  per  sec.,  at  i:O0  mm.  of  water. 
The  engine  cars  have  a  length  of  6  metres  (j<)  ft  8  ins.),  a 
maximum  width  of  i*8  metres  (5  ft.  11  ins.),  artel  a  height  of 
1  b  metres  (5  ft  3  ins,). 

The  control  cm  is  0  metres  (20  ft.  6  ins.)  long,  2  metres 
wide  (6  ft.  7  ins  ),  and  2  metres  high.  It  is  divided  into  three 
compartments,  of  which  the  forward  one  is  the  control  cabin, 
and  the  alt  one  the  wireless  compartment.  From  the  central 
compartment  access  to  the  keel  is  gained  via  an  automatically 
closing  trap  door,  and  a  shaft  leads  through  the  hull  to  a 
platform  on  the  top  of  the  envelope.  In  the  control  cabin 
the  rudder  control  wheel  is  placed  forward  and  slightly  over 
towards  the  starboard  side.  The  elevator  control  wheel  is 
placed  on  the  port  side.  The  control  cabin  is,  of  course, 
provided  with  a  number  of  instruments,  as  well  as  with  the 
controls  fot  gas  and  air  valves,  etc 

The  hull  or  envelope,  of  the  "  PL27  ”  is  made  of  three-ply 
fabric,  of  which  the  inner  and  outer  layers  run  longitudinally, 
while  the  middle  iayet  is  placed  at  an  angle  ot  45  degrees. 
The.  tearing  strength  of  the  fabric  is  stated  to  be  2.000  kilogs. 
(4,400  lbs.)  per  metre  width.  In  addition  to  this 
strong  fabric,  the  hull  is  strengthened  by  so-called  trajectory 
bands.  These  arc  bands  of  webbing,  about  2  ins.  wide, 
stuck  to  the  envelope  fabric  and  covered  with  water-tight 
cover  strips  The  use  of  these  bands  constitutes,  we  believe,  a 
LuflfahrSeug -Geseitsckaft  Patent.  The  tearing  strength  of  these 
hands  is  3,320  lbs 

Tire  gas  space  is  divided,  by  three  fabric  bulkheads,  into 
four  compartments,  of  which  the  forward  and  alt  have,  a 
capacity  of  6,260  cubic  metres  (220,500  cubic  ft.)  each,  while 
the  other  two  have  a  capacity  of  9,390  cubic  metres  (331,500 
cubic  ft.)  each.  The  fabric  bulkheads  are  reinforced  with 
webbing,  and  are  capable  of  carrying  a  difference  in  pressure 
between  their  two  sides.  If,  for  any  reason,  it  should  be 

0  0 

Short  Service  Commissions  in  the  Royal  Air  Force 

The  Air  Ministry  announces  that  vacancies  exist  for 
suitable  candidates  between  the  ages  of  18  and  25  for  short- 
scnuce  commissions  for  flying  duties  in  the  Royal  Air  Force, 
Applicants  are  interviewed  by  a  Selection  Committee  at  the 
Air  Ministry,  and  those  selected  and  found  medically  fit 
are  gazetted  as  Pilot  Officers  (on  probation).  The  proba¬ 
tionary  period  is  six  months,  after  which,  subject  to  satis¬ 
factory  progress,  officers  are  confirmed  in  rank. 

Short-service  commissions  are  granted  for  four  years'  • 
service  on  the  active  list,  which  may  be  extended  by  one 
year  in  the  case  of  officers  desirous  and  recommended.  On 
completion  of  service  on  the  active  list,  officers  normally  pass 
to  the  Reserve  and  receive  a  gratuity  of  £'75  for  each  completed 
year's  service  :  thus,  if  an  officer  completes  four  years  and 
does  not  extend  his  service,  he  would  receive  a  gratuity  of 
£300  on  passing  to  the  Reserve. 

Officers  in  the  Reserve  receive  retaining  fees  and  are 
required  to  undergo  short  periods  of  training  each  year.  For 
all  purposes  of  pay,  allowances  and  promotion,  short-service 
officers  receive  equal  treatment  with  officers  holding  permanent 
commissions. 


necessary  to  equalise  the  pressure  in  two  adjoining  gas  com¬ 
partments,  this  can  be  accomplished  by  a  hose  which  is  nor 
mally  kept  closed  by  being  tied  up,  but  which  can  be  opened 
by  the  crew. 

Each  gas  compartment  is  provided  with  an  air  bag  or 
ballonet,  which  when  completely  filled  occupies  52  per  cent, 
of  the.  gas  compartment  volume.  Thus,  the  capacity  of  the 
fore  and  aft  ballonets  is  3,250  cubic  metres  (115,000  cubic 
ft.)  each,  and  that  of  the  second  and  third  ballonets  5,000 
cubic  metres-  (176,500  cubic  ft.)  each.  The  ballonets  consist 
of  two  portions,  the  lower  of  which,  attached  to  the  envelope, 
is  made  from  two-ply  fabric,  of  a  tearing  strength  of  t.ioo 
kilogs.  per  metre  width,  while  the  upper  part  is  in  a  single 
thickness  and  has  a  strength  of  9 Go  kilogs.  {2,000  lbs.)  per 
metre  width. 

Each  of  the  gas  Compartments  is  provided  with  two  gas 
valves,  placed  in  shafts  and  discharging  through  the  top 
of  the  envelope.  The  openings  on  the  top  of  the  envelope 
are  covered  with  fabric  hoods.  '  Each  ballonet  has  jtwo  air 
valves,  built  into  the  keel,  and  having  discharge  pipe  Pleading 
into  the  open.  In  addition,  each  ballonet  has  an  inlet  valve 
of  the  flap  type,  serving  to  admit  air  from  the  fans.  The 
lour  flap  valves  communicate  with  a  common  pipe  or  hose, 
into  which  all  four  blowers  discharge.  Each  ballonet  lues 
also  a  pressure  regulator  (automatic)  which  ensures  that  there 
is  always  an  excess  of  pressure  of  25  mm.  of  water.  Should 
the  pressure  fall  tc>  23  mm.,  the  regulator  opens  the  inlet 
valve,  which  communicates  with  the  common  pipe  from  the 
blowers  and  keeps  it  open  until  the  old  pressure  has  been 
established,  when  the  valve  is  closed.  If  the  pressure  rises 
to  27  mm.,  the  pressure  regulator  opens  either  the  air  valves 
of  the  ballonet  or  the  gas  valves  of  the  gas  compartment  or 
both,  according  to  the  setting  of  the  switches  in  the  control 
car.  The  actual  operation  of  pulling  the  air  or  gas  valve 
cords  is  carried  out  by  the  automatic  regulator,  although 
when  required,  as  for  instance  in  landing,  members  of  the 
crew  can  operate  the  valves  direct,  without  the  action  of  the 
regulator. 

The  tail  planes  are  so  attached  by  struts,  etc.,  that  they 
cannot  be  pressed  into  the  envelope.  They  are  designed 
for  interchangeability  the  fins  and  tail  planes  being  identical. 
The  elevators  arc,  however,  different  in  shape  and  size  from 
the  rudders. 

Altogether,  the  Parseval  "  PL27  ”  is  a  very  interesting 
airship,  and  it  has  proved  that  it  is  possible  to  design  even 
quite  a  large  ship  without  necessitating  a  change  over  to 
rigid  construction.  It  is  confidently  expected  by  the  Lufl- 
jahrzmg-Geselischaft  that,  if  desired,  even  larger  ships  can 
be  built  on  this  principle,  but  even  taking  the  “  PL27  "  as 
.ghe  existed  in  1916,  the  type  should  have  a  considerable 
sphere  of  usefulness  at  the  present  time,  and  the  type  has  the 
advantage  of  having  been  tried  out  to  the  satisfaction  of  the 
designers,  behaving  well  during  manoeuvring,  and  showing 
a  good  turn  of  speed.  It  may  be  expected  that  when  t.ermany 
is  once  more  free  to  develop,  without  the  present  restrictions, 
more  will  be  heard  of  airships  of  this  type,  and  we  should 
not  be  surprised  to  bear  of  regular  services  being  established 
between  Berlin  and  London,  which  cities  arc  sufficiently 
far  apart  to  afford  a  considerable  saving  in  time  by  travelling 
by  air,  and  yet  not.  so  far  as  to  necessitate  the  use  of  rigid 
ai  rships. 

H  H 

All  officers  entered  under  this  scheme  are  taught  to  fly, 
and  facilities  are  afforded,  when  possible,  to  specialise  in 
certain  other  subjects.  Candidates  desirous  of  consideration 
under  this  scheme  should  apply  by  letter  to  the  Secretary, 
Air  Ministry  (S.  7),  Kingsway,  W  C.  2. 

Trans- Atlantic  Flight  Completed 

Commander  Sacapura  Cabral  and  Capt.  Cage  Coutinho 
have  at  last  successfully  accomplished  their  flight  from  .Lisbon 
to  Rio  Janeiro  on  the  third  Fairey  (Rolls-Royce)  seaplane, 
having,  it  will  be  remembered,  starfed  from  Lisbon  on  Match 
30  last.  After  arriving  at  Pernambuco  (Brazil)  from  St 
Paul’s  Rock  on  June  5,  they  completed  the  remainder  of  the 
journey  in  stages  along  the  coast,  eventually  arriving  at  Rio 
at  2.32  p.m.  on  June  17.  They  were  given  an  enthusiastic- 
reception  on  their  arrival,  being  met  by  Brazilian  warships 
together  with  a  squadron  of  aeroplanes.  Their  arrival  was 
the  occasion  of  a  general  holiday  in  Rio,  when  the  inhabitants 
*'  let  themselves  go  ”  in  true  South  American  style.  The 
last  stage  of  the  journey  from  Victoria,  a  distance  of 
280  miles,  was  accomplished  under  very  bad  weather 
conditions. 
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NEW  BRITISH  AIR  SERVICE 

Marine  Aircraft  to  be  Used  Between  Southampton  and  France 


A  scheme  for  the  establishment  of  air  services  between  South¬ 
ampton  and  the  French  ports  of  Cherbourg  and  Le  Havre 
has  been  approved  by  the  Air  Ministry.  The  services  will  be 
operated  under  the  general  terms  of  the  subsidy  scheme  made 
public  in  June  of  last  year.  A  new  company,  probably  with 
the  title  of  the  British  Marine  Air  Navigation  Co.,  Ltd.,  is 
being  formed  to  operate  these  new  services,  and  in  addition 
to  the  promoting  company  certain  shipping  companies  will  be 
financially  interested  in  the  scheme. 

These  services  mark  an  important  stage  in  the  development 
of  commercial  aviation,  as  the  company  will  use,  for  the 
first,  time,  marine  aircraft.,  designed  and  built  by  the  Super¬ 
marine  Aviation  Works,  Ltd  The  existing  British  services 
use  land  types  of  aircraft  only.  The  need  for  establishing 
services  using  this  type  of  aircraft  was  emphasised  in 
1919  in  the  Report  of  the  Advisory  Committee  on  Civil 
Aviation, 

The  main  object  of  the  scheme  is  to  shorten  the  cross- 
Atlantic  journey  by  picking  up  passengers  from  Cherbourg, 
conveying  them  rapidly  by  air  to  Southampton  and  thence 
onwards  to  London  by  train.  Tn  addition,  the  company 
intend  to  operate  a  service  between  Southampton-Le  Havre 
in  order  to  speed  up  travel  on  the  cross-Channel  section 

0  0 


between  London  and  Paris  for  passengers  proceeding  by  this 
route. 

In  both  these  schemes  the  company  has  the  active  co¬ 
operation  of  the  London  and  South-Western  Railway  Company 
in  connection  with  through  bookings  between  the  terminal 
points  on  each  route.  Subsequently  it  is  proposed  to  operate 
a  service  between  England  and  the  Channel  Islands  for 
passengers,  produce,  newspapers  and  mails.  This  air  service 
will  also  reduce  very  greatly  the  time  taken  between  the 
islands  and  the  mainland. 

The  company  will  receive  a  subsidy  of  25  per  cent,  on  the 
gross  earnings  from  the  carriage  of  passengers,  goods  and 
mails,  and  also  a  payment  of  £\  jos.  per  passenger  carried 
and  1  \d.  per  lb.  of  goods  carried.  The  latter  payments  are 
half  the  sums  paid  to  approved  companies  operating  the 
London-Paris  air  services.  In  other  respects  the  company 
will  receive  assistance  similar  to  that  at  present  provided  to 
other  approved  companies. 

The  French  authorities  have  been  approached  for  the 
provision  of  the  necessary  customs  facilities  at  their  ports, 
and  the  French  railway  companies  concerned  are  also  assisting 
by  providing  suitable  train  connections  on  their  part  of  the 
through  route  to  Paris. 

El  El 


NOTICES  TO  AIRMEN 

Holland  :  Emergency  Landing  Grounds 

It  is  notified  that  additional  emergency  landing  grounds 
have  been  established  at :  (a)  Bussutn,  (b)  Rijsscn,  and  (c) 

H el  lev  oetsluis . 

(Details  are  given  in  Notice  No.  56  of  1922.) 


(d)  General  Regulations. — Foreign  aircraft  must  comply 
with  all  laws  and  regulations  in  force  in  Italy. 

2.  Cancellation. — Notice  to  Airmen  No.  33  of  1920  is 
hereby  cancelled. 

{No.  57  of  1922.) 


Italy  :  Regulations  Governing  Flight  of  Foreign  Air¬ 
craft 

1.  Pilots  of  aircraft  making  an  isolated  flight  over 
Italian  territory  are  required  to  observe  the  following  rules  : — 

(a)  Notice  to  Italian  Authorities. — Pre,vious  notice  of  the 
intended  flight,  must  be  given  to  the  following  authorities. 
As  far  as  possible  this  should  be  accompanied  by  an  itinerary 
of  the  route  to  be  followed  : — 

(i)  The  Ministry  of  War,  High  Command  for  Aero¬ 

nautics  (Regio  Ministero  della  Guerra,  Commando 
Super! ore  di  Aeronautica),  Rome. 

(ii)  The  Ministry  of  Finance  (Regio  Ministero  delle 

Finanze),  Rome. 

(in)  The  Commandants  of  the  aerodromes  at  which  it  is 
intended  to  land  (Commando  del  Campo) 

(b)  Aerial  Corridors. — The  Alpine  frontier  of  Italy  may  only 

be  crossed  at  the  following  passes  : — (1)  Ventimiglia  :  (2) 
Mont  Cenis  ;  (3)  Iselle  (Simplon)  ;  (4)  Chiasso  (between 

Lakes  Lugano  and  Como)  ;  (5)  Brcnnero  (30  km.  S.  of 

Innsbruck)  ;  (6)  Tricorno  (23  km.  N.N.W.  of  Tolmino)  ; 

and  (7)  Nauport  (45  km.  N.E.  of  Trieste). 

Along  the  whole  of  the  Alpine  frontier  zone,  aircraft  must 
maintain  a  height  of  2,000  metres  (6,500  ft.  approx.)  above 
the  ground. 

(c)  Photographic  Apparatus,  &c. — No  photographic  or 
cinematographic  apparatus,  or  carrier  pigeons,  may  be 
carried  in  foreign  aircraft  flying  over  Italian  territory. 


NOTICE  TO  GROUND  ENGINEERS 
Repair  or  Overhaul  of  Licensed  Aircraft  :  Approval  of 

Materials 

1.  Ground  Engineers  licensed  in  categories  "  B  "  and 
“  D  ”  are  reminded  that,  before  they  can  certify  as  airworthy 
aircraft  and/or  aero-engines  that  have  been  repaired  or  over¬ 
hauled,  they  must  have  evidence  that  all  materials  used  in 
such  repair  or  overhaul  have  been  proved  by  test,  at  an  ap¬ 
proved  test  house,  to  comply  with  all  the  requirements  of 
the  appropriate  specification. 

2.  Similar  proof  that  the  material  is  correct  is  essential 
for  spares  or  fittings  purchased  and  built  into  aircraft  or 
aero  engines,  and,  should  the  spares  be  of  such  a  nature  that  a 
complete  inspection  is  impossible  on  the  finished  part,  the 
Ground  Engineer  should  ascertain  that  the  manufacturing 
process  or  internal  workmanship,  which  cannot  be  seen  in  the. 
finished  article,  has  been  satisfactorily  carried  out. 

3.  Many  manufacturers  of  aircraft  materials  and  spare 
parts  are  able  to  issue  certificates  with  regard  to  material, 
process  inspection  and/or  workmanship. 

4  Where  such  certificates  cannot  be  obtained,  the  Ground 
Engineer  must  make  other  suitable  arrangements  to  prove 
the  condition  of  the  material. 

5.  Ground  Engineers  licensed  only  in  categories  “  A  ”  and 
“  C  ”  are  reminded  that  they  are  not  empowered  to  certify 
repairs  or  overhauls. 

{No.  7  of  1922.) 
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CORRESPONDENCE 

[The  Editor  does  not  hold  himself  responsible  for  opinions 
expressed  by  correspondents.  The  names  and  addresses  of 
the  writers,  not  necessarily  for  publication,  must  in  all  cases 
accompany  letters  intended  for  insertion  in  these  columns.] 

SOARING  FLIGHT 

[2058]  May  I  take  the  liberty  of  bringing  to  your  notice 
a  theory  of  mine  re  soaring  flight  which  has  received  the 
approval  of  several  aeronautical  experts,  viz.  : — 

That  soaring  flight  is  caused  by  the  eddies  acting  on  the 
loose  feathers  and  ridges  on  the  concave  surface  of  a  bird’s 
wing  and  on  the  ridges  of  the  concave  surface  of  the  wings  of 
flying  fishes,  etc. 

Assuming  a  wind  of  20  m.p.h.  the  eddies  under  the  wing 
would  revolve  at  about  the  same  speed.  These  eddies  acting 
on  the  rough  surface  and  ridges  would  exert  strong  propelling 
effect — -in  fact  would  be  much  stronger  than  the  drift  caused 
by  the  wind  passing  over  the  smooth,  streamlined  body  and 
convex  surface  of  the  wings  ;  headway  could  therefore  be 
made  in  the  face  of  a  strong  breeze,  the  camber  of  the  wing 
enabling  the  bird  to  maintain  its  altitude. 

_  F.  J.  Chiverton 

Southampton. 


0  0 

Sir  Ross  Smith  and  Lieut.  Bennett  laid  to  rest  in 

Australia 

Ihe  funeral  of  Sir  Ross  Smith,  which  took  place  at 
Adelaide  last  Thursday,  was  an  extremely  impressive  one 
I  he  business  of  the  city  was  suspended  for  the  occasion,  and 
thousands  of  people  turned  out  to  pay  a  last  tribute  to  the 
hero  of  that  wonderful  London-Australia  flight.  The  official 
service  was  held  at  St.  Peter's  Cathedral,  conducted  by  Dean 
Young,  ex-Chaplain  Bickersteth,  M.C.,  delivering  an  eloquent 
address.  The  mourners  included  the  father  and  mother  of 
Sir  Ross,  his  brother  Sir  Keith,  and  representatives  of  the 
Australian  Government.  The  funeral  procession  extended 
for  about  two  miles  in  length,  and  during  its  progress  to  the 
cemetery  draped  aeroplanes  hovered  overhead. 

Lieut.  Bennett,  whose  name  is  so  closely  coupled  with  that 
of  Sir  Ross  Smith,  was  buried  at  Melbourne  on  Saturday. 
The  funeral  ceremony  was  likewise  most  impressive,  and  was 
very  largely  attended.  Amongst  the  mourners  was  Sir  Keith 
Smith.  Tn  the  course  of  his  address,  Mr.  Hughes  said  that 
the  names  of  Ross  and  Bennett  would  always  be  held  in 
reverence  by  Australians,  and  remarked  upon  the  pathetic 
fact  that  after  such  a  magnificent  achievement  two  members 
of  the  party  met  with  disaster  while  carrying  out  what 
appeared  to  be  such  a  small  task. 
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LONDON  TERMINAL  AERODROME 


Monday  Evening,  June  uj,  T022. 
TwBRI  was  a  welcome  improvement  in  l lie  number  nt  pas 
senders  travelling  cm  the  “  airways  "  till  1*  rid  ay  and  Saturday 
last'  Handley  Page  Transport,  in  particular,  had  good 
loads  on  both  days  :  in  fact  it  was  quite  cheering  to  see  the 
cars  arrive  and  depart  full  of  passengers. 

The  histone  Air  Line  appeal  to  be  suffering  Mroni  an 
epidemic  of  forced -landings.  As  J  ha  ve  mentioned  severa  l 
times  in  these,  pages,  there  appears  to  be  a  cycle  of  periods 
ui  which  forced -landings  become  numerous  ;  and  the  peculiar 
part  of  the  whole  business  is  that  during  any  one  period 
they  are  confined  to  one  particular  line.  At  the  present  time 
the  In:-, tome  \ir  Line  are  the  unfortunates,  their  last  forced  - 
landing  occurring  at  I.ympnc  on  Friday,  when  one  of  tluir 
]  >  H.  jX’-.  had  to  descend  there  with  something  w  rong  with 
the  oil  supply.  Mechanics  were  immediately  dispatched 
from  Cruvdon  iii  one  of  the  firm's  "  West-lands  to  effect  the 
liecessaj  v  repairs. 

Rumours  of  a  Bi£  Amalgamation 

(jxu  hears,  now,  that  there  is  a  scheme  on  foot  for  am  alga* 
mating  the  three  lliiti  h  companies  ;  bul,  up  to  the  present, 
this  proj-t  t  said  to  have  met  with  but  little  success. 

It  i-  now  well  recognised,  however,  that  there  is  not  suffi¬ 
cient  traffic  on  the  London  Paris  service  to  warrant  the 
existence  ol  throe  British  services,  in  addition  to  the  two 
French  concerns  ;  ami  I  am  given  to  understand  that  the 
British  companies  are  now  turning  their  attention  to  routes 
other  than  Loudon  and  Paris  or  London  and  Brussels 

Messrs.  Rowan  et  Cie..  who  run  the  aerodrome  general 
store,  are  now  adding  an  open-air  ca ft;  to  their  shop,  where 
they  intend  serving  sofL  drinks  and  ices  during  the  hot 
weather.  This  cate:  is  to  be  roofed  over,  and  will  thus  provide 
a  shelter  lor  visitors  to  the  public  enclosure  in  case  of  ruin- 

I  hr  temporary  hangars  that  were  erected  List  year  near 
the  permanent  hangars  on  the  workshops’  side  of  Plough 
Lane  have  become  extremely  weather  beaten,  and  two  of 
them  have  had  the  canvas  fabric  on  the  roofs  torn  off.  These 
are  now  being  re-covered,  and  will  provide  additional  accom¬ 
modation  for  the  machines  which,  in  spite  of  the  poor  traffic, 
are  overflowing  from  the  sheds  and  new  hangars 

The  K.L A1  were  to  have  started  their  6  a.m.  service  from 
London  to  Amsterdam  on  Wednesday,  but,  owing  to  the 
inclement  weather,  this  did  not  get.  away  until  after  10  a  m., 
while  on  Thursday  it  had  to  be  cancelled  altogether.  Since 
then,  however,  it  has  been  running  with  the  usual  K.L.M. 
regularity  and  punctuality.  The  load  for  this  machine  is 
between  700  ami  800  pounds  each  morning,  which  is  approxi¬ 
mately  three  quarter-load. 

Spraying  Fruit  Trees  from  the  Air 

I)A1MU  R  Airways  had  a  novel  enquiry  during  the  w-eek, 
when  a  big  fruit-farmer  in  Kent  asked  them  to  provide  an 
aeroplane  to  sprinkle  powder  from  the  air  on  50  acres  of 
fruit  trees  that  were  over  run  with  caterpillars.  They 
enlisted  the  aid  of  the  Do  Ha vi Hand  Aircraft  C  ompany-,  and 
one  of  this  company’s  D.H  q's  duly  carried  out  the  operation 
The  machine  first  lauded  in  a  large  field  on  the  farm  and 
took  on  hoard  half  a  ton  of  powder,  and  then,  flying  at  a 

<$>  <$> 

S.B.A.C.  Chairman  and  Officers 

Mr  C.  E.  Fairly,  M.B.E.  (Chairman  of  the  Fahey 
Aviation  Co.,  Ltd.),  has  been  elected  Chairman  of  the  Society 
of  British  Aircraft  Constructors  tor  the  yt-ai  19 ’2-2  j.  t  apt. 
P.  |y  Ai  l. mil  (Vickers,  Ltd.)  has  been  elected  Vice-Chairman 
and  Sqdn.-Comdr  James  Bird  (Supermarine  Aviation  Works, 
Ltd.)  Hon.  Treasurer. 

Sir  Henry  WlvJ'te- Smith,  C.B.E.,  the  retiring  Chairman, 
who  lias  been  Chairman  of  the  Society  since  its  formation  in 
1916,  becomes  Past-Chairman. 

Twenty-Nine  Days  versus  Eight  Days  by  Air 

The  Postmaster-General  states  that  the  air  mail  for 
Baghdad  which  was  dispatched  from  London  on  May  18 
reached  Baghdad  on  May  26.  This  was  a  particularly  notable 
achievement,  as  the  normal  time  occupied  in  transmission 
by  the  combined  ordinary-  and  air  route  is  between  it  and 
18  day’s,  and  by  ordinary'  route  all  the  way  it  is  about  29 
days. 

Note  that  the  next  air  mail  to  Baghdad  will  be  dispatched 
from  London  on  Thursday.  June  15. 


height  of  about  15  to  20  yards,  distributed  this  over 
fruit-trees.  The  experiment  was  a  complete  success,  and  l 
understand  that  other  fanners  in  the  neighbourhood  are 
already  enquiring  the  cost  of  similarly-  treating  their  frail- 
trees  and  crops.  It  is  stated,  in  fact,  that,  considering  the 
short  time  the  aeroplane  takes  to  do  the.  job  -the  50  Acres 
in  question  was  spray  ed  in  half-an-hour  -it  is  actually  cheaper 
and  mnch  more  effective  than  by  any  other  method 

The  daily  newspapers  have  at  last,  got  hold  of  the  theory  of 
the  cause  of  the  accident  to  the  “  Spad  ”  which  fell  into  the 
Channel  on  June  3.  This  theory,  one  may  mention,  lias 
been  causing  much  comment  on  the  aerodrome  for  the  past 
ten  days  li  is  confidently  affirmed  in  certain  quarters  on 
the  ’drome  and  in  fact  the  opinion  is  so  strong  I  understand 
the  accidents’  branch  of  thr  Air  Ministry  are  investigating 
it-  that  the  pilot  of  the  ill-fated  "  Spad,”  M^Morin,  was 
attacked  iti  mid-air  by  one  of  his  passengers,  and  thus  lost 
control  of  his  machine,  which  dived  into  the  Channel.*  Inci¬ 
dentally,  it  has  now  become  the  rule  on  the  ”  i#r$ ays  ”  that, 
in  machines  with  accommodation  for  an  extra'persun  in  the 
pilot's  cockpit,  on  no  account  shall  a  passenger  occupy  this 
eat.  Furthermore,  in  order  to  guard  against  failure  on 
the  part  of  the  pilot,  the  DaimJei  \irways  hnC*  now  decided 
to  carry  two  pilots  on  each  machine. 

Control  of  Traffic  on  the  ’Drome 

As  a  result  ol  the  conference  held  between  pilots  and 
Air  Ministry  officials  with  regard  to  the  regulations  governing 
the  arrival  and  departure  of  machines  from  the  aerodrome, 
one  of  the  C.YT.O.  ground  staff  now  stands  on  the  tarmac 
and  waves  a  Hag  as  a  signal  that  a  machine  may  take  off 
This,  however,  has  caused  so  much  misunderstanding,  and 
at  times  delay,  that  some  of  the  pilots  are  now  rather  washing 
that  the  new  rules  had  not  been  drawn  up  at  all. 

Apropos  my  remark  last  week  that  the  night-flying 
"  Goliath  ”  was  the  only  foreign  “  air  express  ”  using  Croydon 
that  is  fitted  with  wireless,  M.  Didier  informs  me  that  the 
Messageries  Aeriennex  now  have  four  of  their  “  Goliaths  ” 
so  fitted,  ami  that  as  each  Goliath  comes  from  the  factory'  it 
is  being  equipped  with  wireless  before  being  put  on  the 
service. 

The  various  air  Hues  are  now  making  arrangements  to  try 
and  attract  more  business  to  the  air  by  offering  excursion 
facilities  on  special  occasions.  The  Handley  Page  Transport 
are  running  a  one-day  excursion  to  the  Grand  Prix  in  con¬ 
nection  with  which  the  Lep-Aerial  Travel  Bureau  are  issuing 
inclusive  return  tickets  covering  the  cost  of  lunch  and  the 
entrance  to  the  Grand  Stand  on  the  race-course.  Messageries 
Aeriennes  are  now  running  regular  excursions,  each  week-end 
to  l,e  Touquet  at  an  inclusive  return  fare  of  £7  7 s. 

Capt.  Muir  was  doing  further  parachute  tests  during  the 
week.  He  tells  me  that  the  two  Greek  inventors  whose 
parachute  he  is  testing  have  succeeded  in  making  a  parachute 
with  ordinary  material,  costing  only  8 d.  a  yard,  that  is 
perfectly  safe  and  strong,  in  addition  to  being  light  enough 
for  air  work.  I  understand  that  they  will  now,  as  a  result 
of  these  experiments,  build  a  parachute  of  silk  that  will  be  an 
improvement,  both  as  to  cost  and  weight,  on  anything  yet 
produced  ■ 

<$>  <$> 

A  New  French  Flying  Boat 

On  June  10  the  first  of  the  new  three-engined  flying  boats 
intended  for  the  service  between  Antibes  and  Ajaccio  (Corsica) 
arrived  at  the  air-port  of  Antibes.  This  machine,  registered 
as  ”  L.E.O.6,”  made  the  journey  from  Saint- Raphael,  about 
25  miles,  in  22  minutes,  in  spite  of  very  unfavourable  weather, 
the  pilot  being  M.  Martin. 

The  machine  loaded  weighs  S.Soo  lbs.  The  central  motor 
is  a  Salmson  260  k.p.,  and  the  other  two  are  Hispano-Suizas 
of  150  h, preach  or  a  total  horse-power  of  5(50.  The  pilot  is 
housed  in  a  small  separate  compartment  by  himself  with  the 
necessary  instruments  and  wireless  outfit,  and  below  him  is  a 
spacious  cabin  seating  six  passengers  At  two-thirds  of  its 
full  power  the  speed  is  said  to  be  90  m.p.h. 

The  flying  boat,  which  has  been  built  by  Lcs  Etablissments 
Lior6 -Olivier  for  the  Cie.  A ero- X aval e ,  which  has  the  con¬ 
cession  for  the  service  between  Antibes— Ajaccio- Tunis,  was 
designed  largely  by  M  la  Barthe,  a  director  of  that  line,  and 
after  thorough  trials  will  commence  its  duties  between  the 
Riviera  and  Corsica,  where  the  air  traffic  is  already  reaching 
considerable  proportions 


THE  INDEPENDENT  AIR  FORCE  DINNER 

Fourth  Annual  Reunion 


On  Monday,  June  19,  about  90  members  of  the  I.A.F.  and 
guests  gathered  at  the  Hotel  Cecil  for  the  Fourth  Annual 
Reunion,  under  the  chairmanship  of  Air  Chief  Marshal  Sir 
Hugh  Tren chard.  Group  Capt.  H.R.H.  The  Duke  of  York, 
a  member  0/  the  Force,  was  present,  and  the  guest  of  honour 
was  the  much  beloved  and  great  French  officer,  Geul.  de 
Castelnau,  Other  guests  present  were  Capt.  the  Rt.  lion 
J.  K.  Guest,  Secretary  of  State  for  Air  ;  the  Rt  Hon.  Winston 
Churchill,  late  Secretary  of  State  for  Air;  Capt.  M.  Sable, 
French  Air  Attach^  ;  Capt.  de  la  Ferriere  ;  le  Marquis  de 
Bonardi  ;  Capt.  de  Kerrillis  ;  Maj.-Gen.  J  E.  Dickie,  C.B.  ; 
Group  Capt.  C  L.  A.  Newall,  C.M.G.,  etc.  ;  Col.  Sir  Walter 
Lawrence,  Bart.,  G.C.I.E.,  etc. ;  Gen.  Whittington,  C.M.G, ,  etc. 

Capt.  Guest,  in  proposing  the  health  of  Gen.  de  Castlenau 
said,  before  giving  the  toast,  he  proposed  to  say  a  few  words 
about  the  Service  and  the  development  of  flying  generally  in 
this  country.  During  the  last  year,  he  said,  the  independence 
of  the  Ministry  and  the  Force  had  become  greatly  and  firmly 
consolidated.  Every  day  new  responsibilities  were  being 
placed  upon  them,  and  bravely  shouldered  by  their  remark 
able  and  indefatigable  Air  Chief  Marshal.  '  He  took  that 
opportunity  of  offering  the  since  rest  congratulations  upon  his 
well-merited  promotion  from  Air  Marshal  to  Air  Chief  Marshal. 
I  he  filling  of  that  post  for  the  first  time  in  the  Air  Force  gave 
the  Chief  of  the  Air  Staff  the  equivalent  rank  of  full  General 
or  Admiral. 

I  he  Air  Force  was  gaining  great  credit  and  earning  fresh 
laurels  by  its  performances  in  India,  Aden.  Somaliland, 
Egypt,  Irak  and  Palestine,  aiul  from  all  quarters  reports 
arrived  which  show'ed  how  high  were  both  the  morale  and  the 
efficiency  of  the  squadrons  overseas. 

Continuing,  Capt.  Guest  said  it  was  being  gradually  appre¬ 
ciated  by  the  public,  that  the  Air  front  had  now  no  relation 
whatever  to  either  the  Sea  front  or  the  Laud  front,  where  we 
had  been  accustomed  to  expect  collisions  to  occur,  The 
\ir  Arm  was  now  being  gradually  recognised  as  the  first  line 
of  defence. 

Home  defence  against  air  attack  was  the  Air  Ministry's 
latest  responsibility,  and  it  was  from  that  point  ol"  view  that 
the  study  and  development  of  Civil  Aviation  became  of  vital 
consequence  It  had  been  suggested  that  Civil  Aviation 
should  be  analagous  to  the  Merchant  Service,  but  a  moment's 
study  would  show  that  this  could  never  be  so  until  civil  air 
transport  became  a  commercial  success.  The  Merchant  Ser¬ 
vice  of  England  was  not  built  up  on  subsidies,  or  high  insurance 
rates,  nor  yet  to  provide  reserves  for  the  Navy.  Even  in  its 
infancy,  a  few  payments  for  services  rendered,  such  as  the 
carrying  of  mails,  were  the  only  assistance  that  the  great 
merchant  and  passenger  sea  services  of  Great  Britain  ever 
received.  The  Government  paid — and  pays — for  the  use  of 
these  great  transport  services  just  as  anyone  else  does — no 
more  and  no  less.  It  would,  he  said,  be  fatal  if  we  permanently 
departed  from  the  great  principle  that  Civil  Aviation,  to  be 
of  any  real  national  value,  must,  sooner  or  later,  be  able  to 
fly  by  itself.  The  interim  period  between  the  "  sooner  or 
later  was,  however,  the  one  with  which  they  were  concerned 
at  the  present  time,  and  the  Government  policy  of  giving 
temporary  assistance  to  this  undertaking  during  its  infancy 
was  only  justified  up  to  a  certain  point. 

Capt.  Guest  having  summarised  the  terms  of  the  present 
subsidy  granted  by  Parliament,  said  he  was  informed  that 
none  of  the  companies  pay,  and  it  was  suggested  by  some 
that  this  failure  to  pay  was  due  to  competition,  and  that  the 
problem  would  be  solved  by  granting  a  monopoly.  Again, 
this  suggestion  clashed  with  the  fundamental  view  of  British 
trade  development.  Every  successful  industry  had  been 
built  up  by  healthy  competition,  and  if  Civil  Aviation  was 
ever  to  pay  in  this  country,  it  must  be  on  the  basis  of  reason¬ 
able  and  healthy  competition. 

The  first  responsibility  of  the  Government  was  to  safeguard 
the  public  from  avoidable  risks  (a)  by  guaranteeing  the  air¬ 
worthiness  of  aircraft,  (6)  by  the  careful  licensing  of  pilots 
and  ground  engineers,  and  (c)  by  satisfying  themselves  of  the 
efficiency’  of  a  company  before  allowing  it  to  operate. 

The  deductions  to  be  drawn  from  these  considerations, 
even  if  a  little  depressing,  had  better  be  bravely  stated. 

1.  The  rapidity  and  perfection  of  rail  transport  in  our  small 
island  made  this  country  the  most  unlikely  of  any  in  Europe 
for  Civil  Av  iation  to  succeed  as  a  commercial  enterprise. 

-■  Our  fitful  climate  w’as  a  still  further  handicap. 

ihe  British  Empire,  however,  was  not  confined  to  the 
British  Isles,  and  we  had  within  our  boundaries  and  Domi¬ 
nions  more  wide  stretches  of  territory,  unbridgeable  except. 


by  air,  than  any  other  nation  in  the  world.  He  was  satisfied 
that  C  ivil  Aviation  could  be  made  a  commercial  success  and 
Imperial  asset  by  the  development  of  these  further  routes. 

Canada,  India,  Australasia,  South  Africa,  all,  in  his  opinion, 
offered  fruitful  ground  for  this  development,  and  he  seriously 
recommended  British  enterprise  to  study  and  develop  these 
wider  fields.  It  was  not  impossible  that  by  the  development 
of  these  Imperial  routes  we  might  be  able  to  collect  an 
Imperial  reserve  of  trained  pilots. 

He  was,  however,  all  for  the  maintenance  and  development 
—even,  if  necessary,  by  higher  .subsidies -  -of  the  cross-Channel 
route,  if  only  from  lire  point  of  view  of  experience  and  illus¬ 
tration  It  must  be  realised  that  these  services  were  under¬ 
taken  in  the  fiercest  limelight  of  criticism  and  in  the  face  of 
the  most  intensive  land  and  sea  competition,  and  he  submitted 
with  a  very  high  degree  ol  efficiency  and  success. 

Capt.  Guest  then  made  an  appeal  for  the  general  Press  to 
modify  their  attitude  with  regard  to  the  exaggeration  of 
accidents. 

Gen.  de  Castelnau,  replying  to  the.  toast,  said  his  first 
thought  was  to  associate  himself  with-  all  his  heart  to  the 
respectful  toast  to  His  Majesty  The  King.  He  did  so  in 
obedience  to  the  respectful  and  unalterable  feelings  of  devo 
tion  which  they  had  harboured  in  France  for  so  long  towards 
the  glorious  dynasty  which  directed  the  destiny  of  the  British 
Empire.  Gen  de  Castelnau  went  on  :  "  1  want  to  thank 
Air  Marshal  Tren  chard  for  having  allowed  me  to  meet  you 
all,  my  dear  comrades  of  the  British  Army,  whose  glory  is 
inseparable  from  all  memories  of  the  Great  War  To  thank 
you  1  should  like  to  possess  a  voice  of  gold,  but  m\  voice, 
alas  !  is  made  ol  a  coarser  metal  of  disused  war  weapons.  I 
am  happy  for  England,  our  neighbour  and  friend,  and  happv 
for  my  country  to  see  assembled  here  so  brilliant  a  company 
of  heroic  aviators.  I  am  happy  to  sec  them  under  the 
auspices  of  the  Duke  of  York,  under  the  sagacious  direction 
of  Capt.  Guest,  Minister  of  the  Air,  and  under  the  command 
of  Air-Marshal  Tren  chard." 

Air  Chief  Marshal  Sir  Hugh  Trenchard,  in  proposing  the 
Independent  Force,  said  he  would  like  to  take  the  oppor¬ 
tunity  of  saying  how  keen  were  all  of  them  who  were  there 
that  night,  His  Royal  Highness  included,  that  this  dinner 
club  should  continue  and  prosper  and  that  more  and  more  of 
their  members  should  be  present  year  by  year  ,  and  of 
mentioning  the  untiring  efforts  of  Maj.  Toe  Smith,  Sqdn-Ldr. 
Cleverly  and  Group-Capt.  Newall  to  make  their  dinner  a 
success. 

He  was  glad  to  say  that  since  they  last  met  the  discussions 
of  the  past  were  happily  over.  The  Service  was  now  made, 
and  they  had  helped  to  make  it.  Small  though  it  still  was, 
it  had  its  charter.  They  thanked  Lord  Cavan  and  the 
Army  Council  for  the  help  they  had  given  and  were  giving 
them,  and  that  he  knew  they  would  continue  to  give  them  ; 
and  though  they  were  still  discussing  with  the  Admiralty 
improvement  in  methods  of  co-operation  with  the  Navy, 
he  felt  quite  certain  that  they  could  rely  on  their  help  also, 

Irt  the  past  twelve  months  they  had  been  by  no  means  idle. 
Lhey  had  been  successful  in  maintaining  peace  in  Trans- 
Jordania.  Responsibility  for  Iraq  was  in  process  of  transfer 
to  them,  and  all  accounts  from  all  sources  told  wonderful 
things  of  the  Air  Force  in  that  country.  They  heard  how 
efficiently  they  were  carrying  out  their  work  under  great 
climatic  and  other  difficulties,  and  how  the  Air  Force  had 
already  saved  large  sums  of  the  long-suffering  tax-payers* 
money.  Ihe  cross-desert  route,  without  any  organisation 
and  practically  without  any  money  spent  upon  it,  and  in 
spite  of  all  difficulties  of  landing  in  the  desert,  had  carried 
the  mail  with  a  saving  of  an  average  of  xo  to  14  days  ovei 
the  ordinary  route  ever  since  it  was  opened  on  August  1 
last. 

At  Aden  they  had  only  three  machines.  The  reports  he 
had  received  were  extraordinarily  good.  They  had  done  a 
great  amount  of  work,  and  had,  he  thought,  incidentally 
prevented  a  renewal  of  disturbances  in  Somaliland. 

Referring  to  the  Pageant,  Sir  Hugh  said  what  he  wanted 
to  impress  upon  them  was  that  the  Pageant  was  really  the 
culmination  of  their  training.  Their  training  aimed  primarily 
and  chiefly  at  reliability  and  organisation.  The  organisation 
enabled  every  machine  to  start  for  every  event  within  a 
minute  of  scheduled  time,  and  that,  he  thought,  was  some¬ 
thing  to  be  justly  proud  of.  It  was  a  military  asset,  a  military 
necessity — and  it  was  done.  Not  only  was  it  done  at  the 
Pageant.  Recently  they  had  occasion  to  move  a  squadron, 
with  all  its  personnel  and  transport  and  everything  complete. 
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They  gave  the  order  to  uproot  them  from  their  peace  station 
on  a  Wednesday  evening,  and  by  Saturday  evening  the 
whole  squadron  of  12  machines,  personnel  and  everything 
had  landed  satisfactorily  at  their  new  station. 

With  regard  to  what  had  been  done  afloat  it  was  rather 
Harder  to  particularise,  but  they  had  not  lagged  behind 
afloat  any  more  than  they  had  on  land.  In  fleet  exercises 
also  their  aircraft  were  playing  an  increasingly  important 
part.  Deck  landings  had  proved  successful,  torpedo  work 
was  becoming  increasingly  useful,  and  all  this  work  afloat 
required  the  greatest  efficiency  m  training. 

From  all  sources  he  heard  good  accounts  of  the  fiist  lot 
of  cadets  that,  had  left  the  Air  College  at  Cranwell.  The 
Staff  College  at  Andover  was  now  a  going  concern.  He  was 
there  the  other  day,  and  he  could  say  that  he  had  seldom 
met  a  more  brilliant  set  of  keen  young  officers,  all  of  them 
anxious  to  improve  themselves  for  the  benefit  of  the  Air 
Service  and  to  investigate  every  possibility  of  the  air  The 
bo  vs  being  trained  at  llalton  anti  Cranwell  wore  gaining  a 
great  reputation,  and  be  did  not  doubt  they  would  go 
on  doing  so.  So  far  it  was  all  praise,  but  there  were 
many  difficulties  ahead  ;  but  whatever  might,  be  the  contro¬ 
versies  of  llie  future,  at  any  rate  the  Air  Force  had  been 
formed.  It  was  very  small,  certainly,  but  certainly  it  was 
very  efficient.  There  were  many  mistakes  that  must  be 
corrected,  but  the  foundations  were  there,  and  it  was  for 
their  successors  one  day  to  say  whether  they  had  boon  well 
and  truly  laid. 

In  conclusion,  Sir  Hugh  said  how  proud  they  ail  were  that 
General  de  Casteluau  Capita  ine  La  Ferriere  and  Capital ne 
dc  Kerillis  were  present  ‘here.  With  regard  to  H.R.lf.  the 
Duke  of  York,  lie  was  not  going  to  say  anything  about,  him. 
He  was  not  there  as  a  guest  He  was  a  member  of  the 
Independent  Force,  aid  he  was  there  as  one  of  them.  He 
thanked  General  de  Caslelnau  and  all  his  French  colleagues 
for  the  great  help  they  gave  them  in  France.  "  May  the 
happy  entente  that  he  established  between  the  British  and 
French  Air  Services  continue  for  ever,*'  was  his  heartfelt 
wish. 

•Sir  Walter  Lawrenc  in  happy  terms  proposed  “The 
Guests,”  and  gave  a  few  highly  appreciated  reminiscences. 

Mr  Winston  Churchill,  responding,  remarked  that  it  was 
in  very  stern  mid  hazardous  circumstances  that  the  Inde¬ 
pendent  Air  Force  was  born,  and  no  one,  except  perhaps 
Sir  Hugh  Trenchard,  could  possibly  have  foreseen  the  result 
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that  would  have  been  obtained  in  so  .short  a  lime  in  the 
German  Rhine  cities.  “  If  the  Independent  Air  Force  has 
been  worthy  of  its  commander, ”  said  Mr.  Churchill.  "  the 
commander  has  been  worthy  of  the  Independent  Air  Force- 
Fine  as-  is  the  reputation  of  the  Independent  Air  Force,  it  is 
a  great  honoui  that  General  dc  Castelua  u  should  come  among 
us  to-night,”  There  was  no  period  during  the  war  comparable 
to  the  Marne.  Upon  a  narrow  balance  an  immense  decision 
turned.  No  factor  was  too  small  not  to  be  brought  into  tlm 
general  addition  of  that  vast  calculation.  Hut  what  would 
have  been  the  value  of  that  great  victory'  had  it  nut  been 
for  the  efforts  of  General  de  Casteluau  ?  No  one  had  struck 
a  greater  blow  for  France  and  for  the  dignity  and  honour  of 
his  country  than  General  de  Caslelnau. 

A  very  delightful  evening  wa?  concluded  with  flianks  to 
the  Chairman,  which  was  accorded  with  musical  honours 
in  no  uncertain  strain,  with  a  couple  of  "  finals  "  lot  Lady 
Trenchard  and  Hugh  Minor. 

Those  present  at  the  Reunion  included  Lieut. -Cols. 
E.  B.  Gordon,  C.M.G.,  D.S.O.,  F.  II  L  Erring  ton,  C.R., 
V  I).,  li.  (  ,  Donaldson -Hudson,  D.S.O.,  J  \\  dev  Cohen, 

C. M.G.,  D.S.O.,  the  lion.  Victor  Russell,  R  H  Collier,  D.S.i). 
Wing  Commanders  l.oui-  Grieg,*  M  V  O  f.  IF  A  l.andoil, 

D  S  O  .  Q  B  E.,  J  E,  A  Baldwin.  D.>  (  F  O  BJ-  H.  R. 
X  it  hoi  I ,  O.B.F.,  L.  A.  Pattinson,  D.S.C  M.C  D.F  ('., 

(  .  E.  H.  Rathhorne,  D.S.O.,  A  Vete  Bonington,  C.Ht.G. 

Majors  E.  K.  Brown,  JI.  IF  Smith,  T.  Vincent  Smith.  M.C  , 
K.  M.  lredalc,  S.  A.  Chambers,  C.  H  Nathan,  Louis  Reynold-- 
Squadron  Leaders  S.  M.  Cleverly,  C.  G.  Bur^e,  6. B  E., 
J.  C.  Quinncl),  D.F.C.,  |ohn  Sow  rev,  A.F.C  ,  H  Gardiner- 
Hill,  A.  F.  A  Hooper.  U.B.F  VV.  K.  Read,  AFC  I)  F.C. 
A.F.C  ,  W.  .)  Ry  n,  C.B.E. 

F'iigbt-I. rents,  W.  F.  Rea-on,  Alee  (Any  M.C  C  R.  Cox, 
\  F.C.  <  B.  Dick  Cleland.  C.  A.  Steven-,  R.  (  Saver y, 

D. F.C..  A.  N.  Benge.  It  Halley,  D.F.C.,  .A.F.C. 

Captains  T  B.  Matson,  M  B.E.,  A.  S.  Keep,  D.  Brunt, 

L  C  Bygrave,  IF  L.  Robertson,  VV.  A.  Herbert,  f  F  Hume. 
D.S.O.,  F.  B.  Raynor.  I  J.  Ter-ell.  L.  D.  Harding  Wm. 
Smith,  A  G.  Trussed,  D.S.M  ,  A  if.  Fvnn. 

Firing  Officers  T.  A.  G.  llawlev,  i<  S.  Marian,  IV  |, 
McLoughtin,  J  R.  Bell,  D.F.C..  Jack  Cottle  M  B  E  .  D  F.C. 
John  Mitchell,  D.S.O.,  D.F.C,  VV.  Wild,  M  Burbidge, 
R.  Stanley- Smith.  * 

Messrs.  C.  G.  Grey,  Stanley-  Spooner,  G,  C  Turner,  K.  F- 
Van-der-Riet. 
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THE  LONDON-CONTINENTAL  SERVICES 


FLIGHTS  BETWEEN  JUNE  11  AND  JUNE  17,  INCLUSIVE 


No.  of  flights* 

JO 

V 

ac 

a 

1 

No.  of 
flights 
carrying 

05 

5k*_ 

e’s 

o-2 

Average  flying 
time 

1 

Type  and  (in  brackets) 

|  Number  of  each  type  flying 

Route; 

rt 

a. 

0 

0 

Z 

Mails 

Goods 

.2.  a. 

~  a 

°J 

z 

Fastest  time  made  by 

Croytlon-Paris  ... 

40 

96 

iG 

33 

h.  m. 

2  30 

D.H.  34  G-EBBT  (ih.  57™-) 

B.  (5),  D.H.  18  (2),  D.H  34  (2), 

Paris-Croydon  ... 

40 

8 

26 

35 

2  34 

D.I-I.  34  G-EliBS  (2h.  23m.) 

G.  (G),  H.P.  W.8B  (3),  Sp.  (I), 
V.  (1),  W.  (x). 

B.  (4),  D.H.  18  (2),  D.H.  34  (2), 

Croydon-Brusscls 

f> 

*5 

5 

5 

6 

2  27 

D.H.  34  G-EBBT  {2I1.  5m.) 

G.  (6),  H.P.  W.8B  (3),  Sp.  (1). 
V.  (1),  W.  (1). 

D.H.  34  (*),V.(t). 

Brussels-Croydon 

5 

6 

— 

5 

5 

2  34 

D.H.  34  G-EBBT  (2I1.  26m.) 

D.H.  34  (l),V.  (i). 

Croydon-Rotterdam- 

10 

8 

9 

y 

JO 

2  .,6 

Fokker  H-NAB1  {2I1.  i6m.)§ 

F.  (y). 

Amsterdam. 

Amsterdam- Rotterdam- 

1 1 

7 

9 

9 

1 1 

2  5° 

Fokker  H-NABI  (2I1.  34m. )§ 

F.  (8). 

Croydon. 

Totals  for  week  ...j 

1 12  | 

223 

47 

81 

*05 

•  Not  including  "  private  ”  flights.  t  Including  certain  journeys  when  stops  were  made  cn  tout*. 

J  Including  certain  diverted  journeys,  §  Rotterdam. 

Av.  =  Avro.  B  =  Bregnet.  Br.  =  Bristol.  Bt.  r  B.A.T.  D.H. 4  =  De  Havilland  4,  D.H.9  (ete.p 

F.  =  Fokker.  Fa.  =  Farman  F.50.  G.  =  Goliath  Farman.  II. P.  ==  Handley'  Page.  M.  —  Martinsyde.  N.  —  Nieuport. 
P.  =  Poles.  R.  =  Rumpler.  Sa.  =  Salmson.  Sp.  —  Spad.  V.  —  Vickers  Vimy,  Vulcan,  etc.  W.  —  Westland. 

Incidental  Flying. — During  the  week  Capts.  Muir  and  Stocken  made  several  test  flights  on  Aircraft  Disposal  D. IF  p’s, 
and  Mr.  Ffayns  took  an  Avro  over  to  Brussels  on  the  17th. 


361 


June  22,  1922 


SOME  ASPECTS  OF  AERONAUTICAL  RESEARCH 

BY  COLONEL  A.  OGILVIE 


Tire  Tenth  Wilbur  Wright  lecture  was  read  before  the  Royal 
Aeronautical  Society  by  Col.  Ogilvie  on  June  i.y  It  had 
originally  been  intended  that  this  year's  lecture  should  have 
been  prepared  and  read  by  an  American,  but  at  the  last 
moment  the  arrangements  made  fell  through  and  the  task  of 
giving  the  lecture  very  fittingly  tel'  to  Col.  Ogilvie,  who,  it 
will  be  remembered,  was  closely  associated  with  the  Wright 
brothers  in  the  early  days. 

The  first  part  of  Col.  Ogilvic’s  paper  was  devoted  to  a 
brief  account,  of  the  lecturer's  first  meeting  with  Wilbur 
Wright  at  Le  Mans  in  December,  1908,  and  the  lecturer  then 
proceeded  to  the  main  points  which  he  wanted  to  bring  out 
in  his  paper.  These  were,  he  said,  that  the  Wright  brothers 
based  the  whole  of  their  knowledge  on  solid  foundations, 
and  that  if  they  had  not  done  so  it  would  not  have  been 
possible  for  them  to  have  overcome  the  difficulties  which  they 
encountered.  Col.  Ogilvie  said  it  appeared  to  him  that  there 
was  some  danger  of  the  real  lessons  of  the  past  not  having 
been  understood  and  taken  to  heart,  and  he  therefore  said 
he  would  take  leave  to  conduct  his  audience  over  some  old 
ground  in  order  that  they  might  see  if  there  was  not  some 
thing  there  which  would  help  us  in  laying  our  plans  for  the 
future 

By  way  of  illustrating  how  thorough  must  have  been  the 
brothers'  grasp  of  fundamental  principles,  the  lecturer  gave 
particulars  of  the  standard  Wright  machine  and  the  small 
racing  machine  produced  to  compete  in  the  Cordon- Bennett 
Cup  in  1  pro.  The  new  machine  represented  a  radical  depart¬ 
ure,  being  very  much  smaller  aucl  having  a  more  powerful 
engine.  Whereas  the  wing  loading  of  the  standard  machine 
was  2|  lbs.  per  stp  ft.,  the  loading  of  the  racer  had  been 
increased  to  6  lbs.  per  sq  ft.  When  the  racer  was  first  flown 
by  Orville  it  came  up  to  its  designed  performance  and  was  in 
perfect  balance  and  control,  and  the  lecturer  thought  it 
doubtful  if  any  aeronautical  designer  of  the  present  day 
could  make  so  immediate  a  success  of  so  radical  a  departure. 

Col.  Ogilvie  then  proceeded  to  give  a  brief  history  of  the 
experimental  work  of  the  brothers  from  1000  and  onwards. 
A  number  of  problems  had  to  be  solved  and  many  technical 
difficulties  had  to  be  overcome,  and  the  first  machines  could 
only  be  controlled  with  extreme  difficulty.  The  1901  machine 
insisted  on  either  climbing  steeply  or  diving,  and  the  trouble 
was  eventually  traced  to  the  big  camber  of  the  main  planes, 
After  this  had  been  cured  by  substituting  flatter  wings,  some 
good  glides  were  obtained.  But  there  were  other  problems 
Constantly  presenting  themselves,  particularly  in  connection 
with  certain  inexplicable  happenings  in  the  lateral  control, 
and  the  further  the  Wright  brothers  went,  the  more,  they 
discovered,  there  seemed  to  remain  still  to  be  done.  Jt  is 
therefore  small  wonder  that  at  times  they  became  discouraged. 
Fortunately,  however,  they  were  so  deeply  interested  that 
they  could  not  make  up  their  mind  to  drop  the  subject,  and 
they  had  the  courage  to  commit  themselves  to  a  lengthy 
programme  .of  laboratory  research  on  the  characteristics  of 
aerofoils.  This,  the  lecturer  said,  was  the  real  starting-point 
of  their  ultimate  success.  The  Wright  brothers  had  con¬ 
structed  a  16-in,  wind  channel  in  which  they  tested  a  great 
number  of  small  metal  aerofoils.  The  lecturer  stated  that, 
to  the  last  of  his  recollection,  the  models  were  about  6  ins. 
span  and  2  ins  chord  That  the  wind-channel  work  carried 
out  was  satisfactory  and  accurate  was  proved,  the  lecturer 
said,  by  the  fact  that  lull-scale  design  based  on  the  work  was 
in  accordance  with  expectation.  Ho  said  he  had  been  given 
hundreds  of  aerodynamical  figures  of  all  kinds  by  the  Wright 
brothers,  and  had  never  known  the  estimated  figures  to  be 
more,  than  1  or  2  per  cent,  out  from  the  measured  result. 

Coming  to  the  lessons  to  be  learned  from  the  work  of  the 
Wright  brothers,  Col.  Ogilvie  pointed  out  that  the  first  of 
these  was  the  immense  importance  of  fundamental  research 
work,  and  another  important  one  was  the  value  of  the  closest, 
co-operation  between  laboratory  and  field  work.  The 
lecturer  stated  that  he  did  not  wish  to  exaggerate  the  impor¬ 
tance  of  the  work  of  the  Wright  brothers,  but  he  did  desire 
to  lav  the  strongest  emphasis  on  the  lessons  to  be  learned 
therefrom,  viz.,  that  the  whole  basis  of  aeronautical  progress 
rested  upon  general  research  in  the  laboratory,  on  the  develop¬ 
ment  of  mathematical  lines  of  attack,  and  on  full-scale  research 
work  in  the  field. 

The  lecturer  then  indicated  briefly  the  position  of  aero¬ 
nautical  research  work  in  this  country  between  the  years 
1909  and  1914,  and  with  the  research  during  the  war  period. 
He  pointed  out  that  during  the  War  great  progress  had  been 
made  in  the  art  of  flying  itself  and  in  methods  of  construction 
as  well  as  in  the  actual  power,  reliability  and  efficiency  of 


engines.  In  coming  to  a  consideration  of  the  progress  in 
aerodynamics,  however,  he  thought ’it  was  accurate  to  state 
that  substantially  there  had  been  no  progress,  and  he  pointed 
out  that  practically  as  much  weight  per  horse- power  could 
be  carried  in  1914  as  in  1919. 

Research  in  the  Post-War  Period 

Col.  Ogilvie  then  turned  his  attention  to  research  in  the 
post  War  period,  and  this  part  of  his  paper  we  quote  in  full, 
as  it  deals  with  a  subject  which  is  of  the  utmost  importance 
to  the  future  of  aviation  : — 

"  Since  the  War,  money  and  the  national  effort,  as  distinct 
from  the  individual  effort,  put  into  research  have  steadily 
dwindled,  until  it  is  safe  to  sav  that  it  is  now  far  below  the 
pre-War  standard,  when  we  had,  as  well  as  the  establishment 
supported  by  State  fund,  a  large  amount  of  work  being  done 
by  private  firms  and  individuals.  At  the  present  date  the 
few,  extremely  few,  private  firms  who  arc  left  are  so  hard 
pressed  to  keep  on  their  feet  at  all  that  they  find  it  impossible 
to  continue  to  devote  their  resources  to  anything  outside  the 
fulfilment  of  their  definite  orders. 

r‘  One  of  the  most  unfortunate  results  of  the  concentration 
during  the  War  of  all  aeronautical  matters  into  the  hands  of 
the  State  is  that  individual  effort  is  now  almost  paralysed, 
and  it  is  impossible  for  any  one  man,  however  broad-minded 
and  far-sighted,  to  sympathise  with  all  the  wide  aspects  of 
aircraft  research,  particularly  when  tontinually  harassed  by 
orders  to  cut  down  his  expenditure  by  so  much  per  cent., 
as  it  ho  were  a  commercial  traveller  buying  fire-irons.  To 
all  persons  interested  in  sound  aeronautical  development  it 
is  only  too  evident  that  the  importance  of  fundamental 
research  to  real  progress  in  aircraft  design  is  not  grasped  by 
those  in  authority  in  thi-  country.  Even  the  word  research 
itself  is  very  imperfectly  understood.  The  initial  problems 
are  solved  and  technical  development  has  gone  far  during 
the  last;  ten  years,  but  if  the  flying  machine  is  to  be  of  real 
benefit  to  the  \yorld  in  peace  and  to  be  a  real  means  of  rapid 
communication  and  of  increase  of  friendliness  among  peoples, 
then  big  advances  arc  necessary.  Such  advances  are  only 
to  be  obtained  by  laborious  and  systematic  researches  into 
the  problems  we  can  see  dimly,  as  well  as  those  i\c  can  see 
more  clearly  immediately  in  front  of  us. 

"  The  immediate  problems  are  those  directed  towards  the 
improvement  of  the  present  type  of  aeroplane  so  as  to  increase 
its  safety  of  operation.  The  main  obvious  defects  are, 
that  its  minimum  flying  speed  is  too  great  and  that  the  stability 
and  controllability  round  about  tins  speed  are  insufficient. 
It  is  foolish  to  put  the  responsibility  for  accidents  on  the 
engine  and  to  say  that  all  that  is  necessary  is  so  to  improve 
the  reliability  of  engine  and  installation  that  breakdowns 
cannot  occur.  Certainly  the  majority  of  interruptions  are 
traceable  to  some  breakdown  in  the  power  plant  in  which 
greater  experience  and  care  will  undoubtedly  make  big 
improvements  ;  but  it  can  never  be  the  case  that  mechanical 
breakdowns  are  absolutely  impossible,  and  it  is  essential  that 
emergency  landings  can  be  accomplished  without  danger  to 
the  passengers  or  without  even  anxiety  to  the  pilot. 

"  To  the  immediate  future  of  civil  aeronautics  the  impor¬ 
tance  of  safety  is  paramount  and  supreme  over  all  other 
considerations,  and  the  efforts  which  arc  now  being  made  in 
the  laboratory  and  on  full  scale  to  improve  stability  and 
controllability  round  about  stalling  speed  are  all  to  the  good 
The  other  main  problem,  namely,  that  of  decreasing  the 
dangers  at  the  landing  itself,  cannot  be  attacked  in  an  adequate, 
manner  until  funds  are  available.  This  problem  has  two 
branches —one  a  decrease  in  the  minimum  flying  speed  while 
keeping  the  top  speed  about  the  same,  and  the  other  an 
increase  in  the  strength  and  efficiency  of  the  landing  median  - 
ism  itself. 

"  Further  off  we  can  see  the  big  advances  which  will  be 
possible  when  we  have  a  real  understanding  of  the  action  of 
an  aerofoil  in  the  air,  and  how  and  why  the  air  flows  round  it 
and  gives  it  lift  and  drag.  A  brilliant  experiment  may 
show,  and  indeed  has  shown,  that  wc  are  on  the  outskirts  of 
knowledge,  but  before  we  can  attain  the  citadel  we  must  give 
encouragement  and  adequate  support  to  the  men  who  are 
devoting  themselves  to  fundamental  research  of  this  character. 

"  It  is  conceivable  that  lines  of  advance  may  then  reveal 
themselves  which  would  make  it  worth  while  to  attempt  even 
the  design  of  a  helicopter,  but  let  us  recognise  that  the  present 
time  is  one  requiring  research  work  into  the  fundamental 
problems  which  must  be  solved  before  the  world  at  large  can 
reap  the  benefits  of  the  wonderful  achievement  of  Wilbur 
Wright  and  his  brother." 
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Lrmtlcrn  Gazette,  June  13,  1922 
General  Duties  Branch 

Sqdn  Leader  W.  R.  Read,  M.C.,  D.F'.C.,  A  F.C,,  Capt.  1st  King's  Dragoon 
Guards,  is  granted  a  permanent  comma.,  with  effect  from  November  17,  1921, 
retaining  fits  present  substantive  rank  and  seniority.  L.  H.  Cooper  is  granted 
a  short  service  commu.  as  a  Flying  Oflr.  for  three  years  on  the  active  list, 
with  edecl  from,  ar.d  with  seniority  of,  June  1  Pilot  Oflr.  C.  D.  Robertson, 
M.M.,  to  be  Flying  Offr. ;  April  20  Wing  Commander  A.  V.  Bettington, 
C.M.G.,  is  restored  to  full  pay  from  ball-pay  ;  June  1. 

The  following  officers  cense  to  be  seconded  tor  duty  with  Canadian  Air 
Hoard  :  -Sqdu. -Leader  R.  l.eckie,  D.S.O.,  D.S.C.,  D.F.C.,  Fliglit-Lieut.  J.  A. 
Glen,  D.&.C..  ;  May  27.  Flight -Lieut  J.  A.  Barron  ;  June  1. 


Flighl-Lieut  II.  O  Laruabv,  M.B.t  .,  is  transferred  to  Reserve  Class  B  ; 
June  i  ).  flying  Offr.  A.  V  Sbcwell  is  placed  on  retired  list  on  account  of 
ill  health  contracted  on  active  service,  and  is  grunted  rank  of  Capt.  ,  June  1  -) 
Obsvi.-Offr,  R.  E.  Hunter  relinquishes  his  short  service  column,  on  account  01 
ill-health  contracted  on  active  service.,  and  is  permitted  to  retain  rank  ut 
Lieut.  ;  June  14.  Flying  Offr.  A.  Bushficld  is  placed  on  retired  list ;  May  31. 

Stores  Branch 

Flying  Offr.  S.  A.  Martindale  is  removed  from  R.A.K.  on  conviction  by  Civil 
Power ;  May  2. 

Memorandum  * 

Major  R.  A.  Cockburn,  O.B.E  ,  Suffolk  Regiment,  R.A.K.O.,  is  granted  p  er¬ 
mission  to  retain  rank  of  Lieut.  -Col.,  R  A.F.,  on  retirement  from  Arrpy. 


ROYAL  AIR  FORCE  INTELLIGENCE 


Appointments. — The  following  appointment*  in  the  Royal  Air  Force 
am  notified 

Wing  Commander  T.  O.  Lyons,  O.B.E. ,  from  Headquarters,  R.A.F.,  Iran 
n<  R.A.V  Deoflt  (Inland  Area).  (Supernumerary  Non-effective.)  14.4.22. 

S'tuudron  Leaders  A.  J,  O.  Wig  more,  M.B.,  from  Palestine  Wing  11  cad - 
quartan  (Middle  East)  to  No.  14  Squadron  (Middle  Fast).  26.4.22.  H.  J.  F. 
Hunter,  M.C.,  from  No.  12  Squadron  (Rhine)  to  R.A.F.  DepOt  (lntand  Area), 
(m lpern  11  merar v .]  25.5.22.  <A./Crp.  Capt  )  H.  C,  F.llis,  C  B.E.,  from  General 

Service;  Pay  Office  (Inland  Area)  to  R.A.F,  Depdt  (inland  Area).  (Super¬ 
numerary.)  1  5.22. 

f  light  Lie  uteii  i 'its.—  K,  B.  Mansell,  O.B.E.,  from  No.  4  Flying  Training 
School  1  Middle  East)  to  No.  47  Squadron  (Middle  East),  8.5.22.  E.  N.  E. 
Waldron,  icon*  No.  4  Store-  DepOt  to  R.A.F.  Base,  Gosport  (Coastal  Area) 
(Supernumerary )  22.522.  M.  A.  Costello,  M.C.  M.B.,  from  Research 

Laboratory  out!  Medical  Officers'  School  of  Instruction  (Inland  Area)  to 


R.A.F.  DepAt  (Inland  Area;  22.3.22  W.  Duff  Miller,  M. LL,  to  Research 
Laboratory  and  Medical  Officers'  School  of  Instruction  (Inland  Area)  on 
appointment  to  short  Set.  Commission.  Js.5.22.  W  H.  L.  O'Neill,  M.C., 
from  R.A.F.  Base,  Leucbars  (Coastal  Area)  to  No  1  Flying  Training  Sell 00' 
(Inland  Area).  1.6.22.  C.  K.  VVardle,  from  R.A.F.  Dcp&t  (Inland  Area) 
to  No.  2, 1  Squadron  (Inland  Area).  29,5,22.  P,  J.  Wiseman,  from  Central 
Pay  Office  (Inland  Area)  to  Inland  Area  Aircraft  Dep6t  (Inland  Area). 
25.5.22,  N.  R.  Fuller,  from  R.A.F.  Depflt  (inland  Area)  to  No.  4  Stores 
DepOt.  29.5.22.  L.  Wauless-O’Gowan,  Irom  R.A.F.  Depot  (inland  Area) 
to  No.  to  Group  Headquarters  (Coastal  Area).  (Supernumerary.)  1.0.22. 
Andrew  Ronald  Macfcenxie,  from  No.  216  Squadron  (Middle  Fast)  to  Head 
quarters,  R.A.F.  {Middle  East).  10.5.22.  K.  B.  LJo\J,  A.F.C.,  from  R,A*F. 
Depot  (Inland  Area)  to  No.  2  Flying  Training  School  (Inland  Area).  11.6.22. 
A.  E.  Jeukins,  from  M.T.  Repair DepAt  (Inland  Area)  to  R.A.F.  DepAt  (inland 
Area)  for  duty  as  Medical  C Dicer .  5.6.22. 


0  0  0  0 


IN  PARLIAMENT 


Aeroplanes  for  National  Defence 

t  ier.  Viscount  CtTR/ON,  on  June  13  asked  the  Secretary  of  State  for  Air 
v.r.iu  is  the  tot  *1  number  of  aeroplanes  available  for  Die  purposes  ol  national 
dffioi  t,  in  a  c,t -e  of  emergency,  in  Great  Britain,  France,  Germany,  and 
America  ? 

C.qil  t , ue-.t  •  I  would  refer  to  the  figures  given  in  reply  to  a  question  by 
Mr.  L..  Matuuc  on  February  24,  which  showed  that  so  in"  775  aeroplanes  were 
mi  a<  uv  n;e  jn  um  Royal  Air  Force-  throughout  tLc  world,  and  that  the  total 
number  of  at  replaues  on  the  Establishment  of  thr-  Royml  Air  Force  was  1,956. 
I  do  not  consider  it  advisable  in  the  public  interests  to  state  the  number  of 
aeroplane.,  available  for  national  defence  in  an  emergency,  and  any  information 
I  could  give  as  to  tb"  number  ol  nmiplAties  available  in  other  countries  would 
have  to  be  discounted  in  various  directions  before  a  comparison  could  be  drawn. 

Viscount  Curtoii :  I  <  this  questiou  on  the  number  of  aeroplanes  immediately 
available  for  national  defence  receiving  the  consideration  of  the  Committee,  of 
Imperial  Offence  - 
t'apt.  Guest  Yes,  Sir,  certainly. 

Britain’*  Airworthy  Airr.raft 

Vtj.-Grv  sikl-!.  Oft  June  15,  h kvd  the  Secretary  oi  State  tor  Air  how 
many  civil  aircraft  .an-  now  licensed  bv  the  Air  Ministry  as  airworthy,  and  how 
many  ",  tills  number  are  of  value  for  war  purposes;  and  can  he  give  the 
comparable  figures  for  tbc  two  preceding  years  ? 

Capt.  Guest  :  The  figure,  on  Jana  r  are  as  follows : — 

Nu  idler  of  aircraft  holding  Certificates  of  Airworthiness,  97  (1922);  137 
>19-1);  and  .’.40  (1920).  N'u  nber  of  value  for  War  purposes  (including 
training),  153  (1924)  ;  104  (1921);  and  180  (C920). 

There  arc  probably  in  existence  in  this  country  at  the  present  time  con¬ 
siderably  more  thru  97  airworthy  aeroplanes,  but  owing  to  lack  of  employment 
and  other  causes,  certain  aeroplanes  are  laid  up,  and  the  owners  have  allowed 
th?  certificates  to  lapse.  Though  the  83  aeroplanes  referred  to  above  would 
be  of  so  tie  value  for  training  and  war  purposes,  it  must  be  remembered  that 
in  this  nu  nber  there  are  no  less  th  in  28  different  types  of  aeroplanes  which 
reduces  their  military  val ic  considerably.  In  particular,  very  great  diffi¬ 
culties  w  ".del  arise  in  mii staining  and  organising  the  issue  of  the  necessary 
spares  to  keep  all  these  different  types  serviceable  for  war  purposes.  There¬ 
fore,  all  tbit  tan  be  said  is  that  they  would  be  of  some  slight,  value, 

Mij.-Gen.  Seely  :  In  view  of  the  surprising  and  alarming  decrease  in- our 
o  ily  reserve  oi  air  power,  can  the  right  lion,  gentleman  siy,  broadly — I  cannot 
ask  hin  to  say  in  detail,  in  reply  to  a  supplementary  question —whether 
there  is  anything  like  that  reduction  in  the  case  of  other  countries  in  their 
reserve  fighting  force  in  the  air? 

Cupt.  Guest  I  thi  ik  it  world  be  better  to  study  that  question  carefully. 
Ferbaps  my  right  bon.  and  gill  mt  friend  will  put  down  a  question. 

Maj.  -Gem  Seely  :  1  will  do  so. 

Aircraft  Safety-Fuel  Tanks 

Mtt.  G.  Lol'Icek  L u.mp.son,  on  June  t6,  asked  the  Secretary  of  State  for 
Air  if  he  has  received  complaints  about  the  safety-fuel  tank  competition 
recently  held  at  Farnbo rough  ,  that  tanks  were  selected  for  the  final  test, 
though  they  faded  to  pass  the  preliminary  test  for  crashing  ;  that  tanks  which 
crashed  without  bursting  in  the  preliminary  test  were  not  allowed  to  enter 
the.  fi  nal  ;  that  only  8  out  of  2+  competitors  were  allowed  to  make  weight  and 
other  modifications  ;  that  the  tanks  awarded  the  first  three  prizes  failed  in  all 
tests  m  the  final ;  and  will  he  enquire  into  the  matter  ? 

Capt,  Guest :  The  reply  to  the  first  question  is  that  no  complaints  of  the 
nature  indicated  have  been  received  ;  to  the  second,  in  the  negative ;  to  the 
third,  that  a  number  of  tanks  which  did  not  burst  in  the  crashing  test  were 
excluded  from  the  final  test  under  the  Regulations  because  they  failed  for 
otiipr  reasons  ;  to  the  fourth,  that  all  competitors  were  allowed  to  carry  out 
any  modification  of  detail  they  wished  prior  to  the  tests;  to  the  fifth,  that 
oc e  design  failed  in  the  fiual  tests,  but  the  other  two  passed  them  successfully  ; 
and  to  the  sixth  and  last,  that  I  have  already  made  enquiries  into  the  matter, 
and  I  do  not  think  that  there  is  any  reason  for  instituting  further  enquiries. 

0  0 

Aircraft  in  Aldershot  Tattoo 

During  the  three  days’  Tattoo  held  at  Aldershot  on 
Wednesday,  Thursday  and  Friday  of  last  week,  aircraft 
helped  to  no  small  extent  to  make  this  famous  spectacular 


Civil  Aviation 

Mi.  Melon's,  on  June  19.  asked  the  Secretary  ol  State  for  Air  if  his 
attention  his  been  called  to  the  widespread  criticism  concerning  the  ineffi¬ 
ciency  uud  inadequacy  ol  the  policy  of  llis  Majesty  ’s  Government  in  regard 
to  civil  aviation  ;  and  when  wall  lie  take  an  opportunity  to  make  1  statement 
to  the  House  on  this  matter  ? 

Capt.  Guest  •  I  have  read  a  great  many  articles  in.  the  Press  on  the  subject 
of  civil  aviation,  containing  an  infinite  v  ariety  of  conflicting  criticisms  and 
suggestions,  and  t  welcome  this  indication  01  increasing  public  interest  in 
aeronautical  subjects.  The  policy  of  the  Ministry  is,  as  1  stated  in  my 
speech  introducing  the  Air  Estimates,  to  concentrate  on  the  maintenance 
of  the  Continental  air  services,  both  in  order  to  give  experience  arid  as  a 
demonstration  of  what  is  now  possible  in  competition  with  the  most  intense 
form  of  rail  and  sea  transport  in  operation  today,  it.  is  too  soon  yet  to 
gauge  the  success,  or  otherwise,  of  tfic  present  subsidy  scheme,  as  it  ha; 
only  been  in  operation  a  few  weeks,  but  an  opportunity  can  be  taken  to 
discuss  the  whole  subject  if  the  House  so  desires  on  the  Civil  Aviation  Vote 
which  is  still  on  the  Paper. 

Mr.  Malone  asked  the  Secretary  of  State  for  Air  if  he  is  aware  oi  the 
decreasing  numbers  of  passengers  carried  on  the  Loudon- Paris  and  other 
air  routes  ;  and  what  steps  arc  being  taken  by  the  Controller  of  Civd  Aviation 
to  increase  the  safety  and  efficiency  of  these  services  ? 

Capt.  Guest  ;  The  volume  oi  passenger  traffic  across  the  Channel  is  being 
carefully  watched.  Actually,  for  April  and  May  of  this  year  the  numbers 
carried  on  the  London-Paris  route  were  approximately  equal  to  the  numbers 
lor  those  months  last  year,  but  there  was  a  cons  id  era  bit-  decrease  during 
the  first  two  weeks  of  June.  The  British  lines  are  carrying  a  larger  proportion 
of  these  passengers  than  was  th  •  case  last  year.  About  50  per  cent,  more 
aircraft  are  being  employed  on  the  Continental  routes,  and  on  an  average 
each  ol  those  aircraft  is  flying  more  than  twice  as  much  as  was  the  case  last 
year  Consequently,  more  thin  three  times  the  seating  accommodation  is 
available  this  as  conpared  with  last  year  for  approximately  the  same  traffic. 
An  official  air  route  between  London  and  Paris  has  been  settled  in  consults 
tion  with  the  French  and  Belgian  authorities.  A  similar  air  route  to  Brussels 
has  been  selected  this  week  by  our  experts,  but  must  be  referred  to  the  French 
and  Belgians  for  concurrence.  General  rules  for  flying  along  these  and  other 
official  routes  are  being  issued.  New  rides  for  taking  oft  and  landing  at 
Croydon  aerodrome  have  been  drawn  up  and  are  now-  in  force.  All  such 
regulations  wilt  be  posted  in  a  prominent  position  on  the  aerodrome. 

Periodic  conferences  between  the  Air  Ministry  officials,  representatives  of 
operating  firms,  and  pilots  actually  flying  on  the  cross-Channel  air  routes 
are  being  arranged  for  the  purpose  of  discussing  measures  of  safety  and 
means  of  obtaining  reliability  of  service  in  the  future.  By  means  oi  these 
meetings,  pilots  will  also  be  given  instructions  regarding  the  core  and  use 
of  the  latest  instruments,  and  kept  up  to  date  in  the  progress  oi  air  naviga¬ 
tion.  A  system  is  being  introduced  by  which  a  pilot’s  licence  can  be  endorsed, 
suspended  or  withdrawn  for  acts  of  neglect,  carelessness  or  dangerous  flying. 
The  work  of  ground  engineers  licensed  by  the.  Air  Council  will  be" more  closely 
supervised  than  formerly,  and  further  qualifications  in  ability  to  inspect  and 
maintain  instruments  will  shortly  be  de  minded  Irom  them.  Operating  firms 
are  being  requested  to  report  fully  on  all  cases  of  engine  failure  and  engine 
trouble,  and  each  case  will  be  investigated  by  experts  With  a  view  to  elimi¬ 
nating  the  causes.  More  stringent  rules  regarding  the  use  of  radio- telephony 
by  pilots  are  being  introduced  with  the  objects  of  providing  more  rapid 
information  ot  weather  conditions  along  the  route  and  of  preventing  inter¬ 
ference  betEveen  aircraft.  A  fixed  time-table  for  aircraft  flying  along  the 
route  is  being  drawn  up  in  order  that  pilots  may  know  approximately  what 
aircraft  are  flying  near  them  at  any  given  time.  The  question  as  to  whether 
the  provision  of  an  assistant  pilot  should  be  made  compulsory  is  under 
consideration.  It  is  a  complicated  question,  and  cannot  be  decided  hastily; 
meanwhile,  the  carriage  of  passeugers  seated  beside  the  pilot  has  been 
forbidden. 

0  0 

display  a  success.  The  principal  feature  of  the  aerial  side 
was  the  wonderful  dying  by  Flight  Lieuts.  T.  E.  B.  Howe 
and  J.  A.  G.  Haslan,  and  Flying  Officer  A.  j.  Warwick — all 
from  Andover — on  Bristol  Fighters. 
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THE  LONDON  AERO-MODELS  ASSOCIATION 
(The  Society  of  Model  Aeronautical  Engineers.) 

Thurso  ay  next.,  the  22nd  insf a  discussion  will  be  held  on 
Di  Hankiu's  lecture  with  reference  to  the  best  method  of 
experimenting  with  models  for  the.  purpose  of  attaining 
soaring  flight,  and  it  is  hoped  that  members  will  bring  along 
wings  built  up  on  the  flying-fish  principle  for  demonstration 
purposes. 

On  Thursday,  the  29th  inst.,  Mr.  F.  Handley  Page  has  kindly 
arranged  for  Mr.  Reynolds,  of  the  Handley  Page  Research 
Department,  to  read  a  paper  before  the  members  at  Head¬ 
quarters,  20,  Great  Windmill  Street,  Piccadilly,  W.,  the  title 
of  which  will  be  “  The  Handley  Page  Slotted  Wing,"  illus¬ 
trated  by  lantern  slides.  Dr.  A.  P.  Thurston,  D.Sc...  will 
preside.  Visitors  will  be  welcomed,  but,  owing  to  limited 
accommodation,  should  notify  the  Hon  Secretary',  A.  E. 
Jones,  48,  Narcissus  Road,  West  Hampstead,  N.W.  6.  Time 
of  lecture,  7.30  p.in. 

“  Flight  Golf  ”  Competition  for  41  Flight  ”  Challenge 

Cup 

Wimbledon  Common,  Saturday,  July  8,  1922,  at  5  p.m. 

Competitors  to  assemble  at  4.30  p.m. 

Rules 

1.  The  Competition  to  be  open. 

2.  Non-members  to  pay  a  2 s.  6 d.  fee  for  each  entry. 

3.  The  prize  shall  be  awarded  to  the  competitor  who 
completes  the  arranged  course  in  the  smallest  number  of 
flights. 

4.  The  course  to  be  flown  over  will  be  in  the  form  of  a 
pentagon,  each  side  measuring  150  yds. 

5.  The  bases  shall  be  indicated  by  white  flags,  attached  to 
which  are  two  cords  having  a  radius  of  10  yds.  and  20  yds. 
respectively. 

6.  The  models  must  start  the  course  from  No.  1  base  with 
an  R.O.G.  flight,  and  must  be  in  the  air  at  least  to  secs,  (two 
attempts  being  allowed)  or  be  disqualified. 

7.  All  models  must  arrive  at  each  base  entirely  under  their 
own  power,  the  circle  of  20  yds.  radius  precribmg  the  maximum 
distance  that  may  be  "  taxied." 

8.  The  direction  of  course  from  No.  1  to  No.  2  base  will  be 
into  the  wind. 

9.  A  time  allowance  of  60  mins,  wdl  be  allowed  for  rubber 
driven  models  to  complete  the  course,  and  75  mins,  for 
models  driven  by  mechanical  power — this  time  to  include 
repairs. 

To.  The  maximum  loading  allowed  will  be  8  ozs.  per  sq.  ft., 
reckoning  lifting  surface  only 

11.  After  the  flight  from  ground  mentioned  in  Rule  f>, 
all  models  must  continue  the  course  with  their  landing  gear 
intact  or  be  disqualified. 

12.  In  the  event  of  bad  weather  conditions  prevailing, 
the  judges  reserve  the  right  to  alter  the  course  or  postpone 
the  Competition. 

13.  All  entries  for  the  Competition  shall  be  numbered 
Consecutively  as  received  by  the  Hon  Competition  Secretary, 
and  duplicate  numbers  issued  to  the  competitors,  which  must 
be  conspicuously  displayed  on  the  entrant's  model. 

14  Any  type  of  model  aircraft  is  eligible. 

15.  Competitors  must  be  at  the  starter’s  fta«,  ready  to  f!\ , 
live  minutes  before  5p.m.  on  Saturday,  July  8,  102:,  otherwise 
they  will  be  disqualified. 

ri>.  The  closing  date  for  all  entries  shall  be  Saturday, 
July  1,  igzz. 

17.  The  Cup  shall  be  held  by  the  competitor  adjudged  the 
winner  until  such  lime  as  his  record  shall  be  beaten  ;  or  in 
the  event,  of  no  challenger  appearing  or  the  record  not  being 
broken,  for  a  period  of  one  year  or  such  other  period  as  may 
be  determined  by  the  Committee. 
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PUBLICATIONS  RECEIVED 

Traite  Pratique  de  Navigation  Adrienne.  By  A.-B.  Duval 
and  L.  Hehrard.  Paris  :  Gauthier- Villars  et  Cic.,  Quai  ries 
Grands  Augustins,  55. 

Woodwork  Toots  and  How  to  Use  Them.  The  Woodworker 
Series.  London  :  Evans  Brothers,  Ltd.,  Montague  House, 
Russell  Square,  W.C.i.  Price  4*.  Od.  net. 

Report  No.  125.  Aeronautical  Instruments  ■'  Section  I. 
General  Classification  of  Instruments  and  Problems  including 
Bibliography.  National  Advisory  Committee  for  Aeronautics, 
Nay  Building,  Washington,  D.C.,  U.S.A. 

7 1  clinical  Note  No.  98,  Notes  on  Ike  Design  of  Latticed 
Columns  Subject  to  Lateral  Loads.  By  C.  J.  McCarthy. 
National  Advisory  Committee  for  Aeronautics,  Navy  Building, 
Washington,  DC  U.S.A. 


SIDE-WINDS 

Realising  how  easy  it  is  to  lose  that  little  file  for  cleaning 
contact  points  on  magnetos,  etc.,  the  Fellows  Magneto  Co., 
Ltd.,  have  produced  a  natty  pocket  file,  wdticli,  when  ready 
for  the  pocket,  looks  just  like  a  fountain  pen,  The  file  is 
mounted  in  a  handle  made  of  some  xylonite  substance  while 
a  cap  of  similar  material  protects  the  tool  when  it  is  off  duty. 
It  can  be  had  in  a  number  of  colours,  and  all  you  have  to  do 
is  to  send  along  a  postal  order  for  is.  6 d.  to  the  Fellows 
Magneto  Co.,  Park  Royal,  Willesden,  N.W.  10. 

Reference  has  already  been  made  in  these  columns  to  the 
compensating  gear  with  which  the  Bristol  “  Jupiter  ”  and 
”  Lucifer  "  engines  arc  fitted.  This  gear  ensures  that  when 
the  cylinders  expand,  the  rockers  are  shifted  in  such  a  way 
that  the  actual  tappet  clearance  remains  unaltered  In  large 
air-cooled  cylinders,  such  as  those  of  the  Bristol  engines,  the 
amount  of  expansion  may  amount  to  a  good  deal,  and  there 
is  little  doubt  that  the  gear  assists  very  materially  in  the 
smooth  running  of  the  engines.  It  is  of  interest  to  note  that 
this  valve  compensating  gear  is  the  invention  of  Mr.  Raymond 
Morgan,  who  holds  the  patents.  The  exclusive  aircraft 
rights  of  the  Morgan  compensating  gear  have  been  acquired 
by  the  Bristol  Aeroplane  Company,  of  Filton,  Bristol,  to 
whom  should  be  addressed  all  enquiries  for  licences  to  manu¬ 
facture  in  connection  with  aero  engines.  For  all  other  appli¬ 
cations,  such  as  to  stationary  and  marine  engines,  motor¬ 
cycle  and  motor-car  work,  etc.,  those  interested  should  apply 
direct  to  the  patentee,  Mr.  Raymond  Morgan,  8,  Clifford’s 
Inn,  London,  E.C.  4. 

m  m  a  m 

AERONAUTICAL  PATENT  SPECIFICATIONS 

A  bbrtvuUions  :  cyl.  —  cylinder  ;  I.C.  —  internal  combustion  ;  to.  —  motor* 
The  number*  in  brackets  are  that'.-!  under  wbicb  the  Specifications  will 
be  printed  iud  abridged,  etc. 

APPLIED  FOR  IN  1920. 

Published  J  tout  22,  19  4  4. 

35,116.  A.  P.  Thurston  and  BRISTOL  Aerorlau*  Co  ,  Lro.  Aitvrail 
submarines.  (iSo.jsg.) 

APPLIED  FOR  IN  1921. 

Published  June,  jj,  uj 22. 

5,640.  So< .  des  Etaii,  Gaum one  Gyroscopic  compasses.  (180,113.) 

5,825.  Raoul,  ALuiyois  or  Pat  eras  Pescara.  Helices  lor  helicopters. 

(T5Q.207.) 

5,9 05.  D.  M.  Ramkav.  Power  plant  lot  aircraft.  (180,443.) 

5.908.  Rsout,  Marquis  op  Patfras  Pescara  Propellers  having  v.i liable 
and  reversible  hidirnid.d  torsion.  959,224.) 

6, its.  A.  H.  K.  Fedubn  and  Bkistot  Waort  AN*  Co.,  Lu*.  Valve  c  ar 
for  I  C.  engines.  {180,436.) 

7,547.  T.  K.  Cavk-Bkown-Cave.  Propellers  (180,455  ) 

8,336.  C,  J,  Sir  wart  and  !•  A  Gurrnni*.  Computing -JC&k  1  -r  .iti 
aircraft  measuring  instrument*.  (180,467  ) 

8,30$.  J.  K.  Portfr.  Aeronautical  machine*.  (180,467.) 

14,745.  f.  F.  O.  Dioki.cii.  Pnpuhriun  means  loi  use  ill  >ir  arid  vva'.ti. 
(164.0203 

*6,060.  S.  Marsfk,  PI  ATM'S  (180,370.) 

19,404.  K.  Pvnvts.  Tprpedo suspension  gear  for  Aircraft,  ( -  ■  o, 39 1 

NOTICE  TO  ADVERTISERS 
All  Advertisement  Copy  and  Blocks  must  be 
delivered  at  the  Offices  of  “Flight,”  36,  Great 
Queen  Street,  Kingsway,  W.C.  2,  not  later  than 
12  o’clock  on  Saturday  in  each  week  for  the  following, 
week’s  issue. 

FLIGHT 

The  Aircraft  Engineer  and  Airships 
36,  GREAT  QUEEN  STREET,  KINGSWAY,  W.C.  2. 
Telegraphic  address  :  Truditur,  Westcent,  London. 
Telephone :  Gerrard  1828. 

SUBSCRIPTION  RATES 

“  Flight  ”  will  be  forwarded,  post  free,  at  the  following  rates  : — 
United  Kingdom  Abroad* 

s.  d.  s,  d. 

3  Months,  Post  Free.,.  77  3  Months,  Post  Free...  8  3 

6  ,,  ,,  ...15  26,,  ,,  ,,.16  6 

12  ,,  ,,  ...30  4  12  ,,  ,,  ---33  ^ 

These  rates  axe  subject  to  any  alteration  found  necessary 
under  abnormal  conditions  and  to  increases  in  postage  rates. 

*  European  subscriptions  must  be  remitted  in  British  currency 
Cheques  and  Post  Office  Orders  should  be  made  payable  to  the 
Proprietors  of  "  FLIGHT,”  36,  Great  Queen  Street,  Kingsway, 
W.C.  2,  and  crossed  London  County  and  Westminster  Bank , 
otherwise  no  responsibility  will  be  accepted. 
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FLIGHT  BUYERS’  GUIDE  AND  TRADE  DI R ECTORY—  continued. 

(Continued  / rom  p.  xvi.) 


INSULATING  MATERIALS - 


MacLennau,  John,  &  Co.,  1:5,  Newgate  St.,  E.C.i, 
City  3115;  "  Vanduara.  '  Cent.  London, 


PETROL - 

Anglo-American  Oil  Co.,  Ltd.  (Pratt’s),  Queen 
Anne’s  Gate,  S.W.  1. 


STABILIZERS— 


Auto  Controls,  Ltd.,  19,  Regent  Street,  Piccadilly 
Circus  London,  S.W.  1.  Regent  3649. 


lubricating  oils- 

Wakefield,  C.  C.,  &  Co..  Ltd.,  Cheapside,  E.C.  2. 
Central  1156(3  lines);  “Cherry, "  Cent.  London. 


PROPELLERS  - 


machininc- 

Monk  Engineering  Co.,  Ltd.,  Coventry. 

Coventry  £07;  “  Assistance,”  Coventry. 


Falcon  Airscrew  Co.,  jij,  Cottenham  Road, 
Holloway,  N.  tg.  Hornsey  910  &  247.2. 


Lang  Propeller,  Ltd.,  Weybridge,  Surrey. 

520-521,  Weybridge  ;  “  Aerosticks,”  Weybridge. 


magnetos— 

British  Thomson. Houston  Co.,  Ltd.,  Lower  Ford 
4  Street,  Coventry. 

Telephone  *78;  “  Asteroidal.”  Coventry. 


PUTTEES- 

Fox  Bros.  &  Co.,  Ltd.  (Dept.  K),  Wellington, 
Somerset. 


TAPES  AND  WEBBING— 


MacLennan,  John.&Co.,  itj,  Newgate  St., E.C.  1. 

City  3115;  “Vanduara,  Cent.  London. 


TIMBER— 


Owen,  Joseph,  &  Son,  Boro’  High  Street,  S.E. 

Hop  3811  ;  “  Bucheron,”  London. 


METALS  (Anti»F  riction  — 

Hoyt  Metal  CcM  Ltd.,  Deodar  Road,  Putney, 

Putney  1323. 


RADIATORS  AND  RADIATOR  REPAIRS - 

Serck  Radiators,  Ltd.,  Warwick  Road,  Greet, 
Birmingham. 

Victoria  531  (3  lines) ;  “  Nerleak,”  Birmingham. 


S.W.  13. 


TUBES.  ALUMINIUM— 

British  Aluminium  Co..  Ltd.,  The,  109,  Queen 
Victoria  St.,  London. 

City  2676;  “Cryolite,"  Cent.  London. 


TYRES  AND  WHEELS - 


METAL  PARTS  AND  FITTINGS-  SHEET  METAL  WORK  STAMPINGS  AND 

Brown  Bros.,  Ltd.,  Great  Eastern  Street,  London,  PRESSINGS — 

*•  Rubery,  Owen  &  Co.,  Darlaston. 

Monk  Engineering  Co.,  High  Street,  Coventry.  Darlaston  87 ;  “  Roofs,’  Darlaston, 

Coventry  807;  "  Assistance,”  Coventry. 

Rubery,  Owen  &  Co..  Darlatton. 

Darlaston  87 ;  “  Roofs,”  Darlaston. 


Palmer  Tyre,  Ltd.,  Shaftesbury  Avenue,  W,  C.  st. 
Gerrard  1214;  "  Tyricord,”  Westcent,  London. 


MODELS- 


SPARKING  PLUGS- 


«1 


loner.  A,  E.,  Ltd,.  95.  Fvetrhr.lt  Road.  Camden 
Town,  N.W.  t. 


Robtnhood  Engineering  Works,  Ltd.,  The,  Putney 
Vale,  S.W.  15.  Putney  2132,  2133. 

“Kaalgee,  Phone,  London. 


j  D.A.F.,  Replingham  Road,  Sooth  folds,  S.W.  18. 


PARACHUTES- 

E.  R.  Calthrons  Aerial  Patents,  Ltd.,  4233,  SPRAYING  PLANT — 

Edgwarc Road,  London,  W.  ?.  Paddington  6332.  Aerograph  Co.,  Ltd.,  43,  Holborn  Viaduct, 

Spencer,  C.  G.,  &  Sons,  Ltd.,  59a,  Highbury  E.C.  t. 

Grove,  N.5.  Dalston  1893.  Holborn  2041 ;  “  AeTography,”  London. 


WELDINGS,  REPAIRS— 


Barimar,  Ltd.,  10,  Poland  Street,  London,  W.  1. 
Gerrard  S173  ;  “  BariquamaT,”  Reg.  London. 


WIND  SHIELDS - 

Auster,  Ltd.,  133,  Long  Acre,  W.C.  2. 


WIRES  AND  CABLES  (Aeroplanes)- 


Bullivants,  Ltd.,  72,  Mark  Lane,  E.C.  3. 

Works  :  Mill  wall,  E. 


Qd. 

Weekly. 


—  Subscription  Rates. — 


Sfl.  Ot.  Queen  Street,  Klngeway,  W.O.  2. 

To  the  Publishers — 


United  Kingdom.  j 
3  Months,  Post  Free ....  7  7 

6  ,,  ,f  ....  is  a 

11  1  ,,  ....  30  A 

Abroad. 

3  Months,  Post  Free  ....  83 

6  it  ....  Ah  6 

12  „  »  ...»  33  0 


Phase  send  “  Flight”  UnitedKif^dom  ^  on<  vear,  for  which  1  me  lose  Remittance  for . . . j... _ rf., 

.  A oroaa 

I thi  subscription  to  commence  with  the  issue  of. . . ..... . 
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Address  •«•*•«*  .*-••• 


When  communicating  with  advertisers,  mention  of  “  Flight " 


will  ensure  special  attention . 


1909  The  first  circular  mile  flown  in  Great  Britain  was  with  a  Green  Engine. 
1909  to  1919  A  long  list  of  record  flights. 

1919  One  35  h.p.  Green-Avro-Baby  competed  and  won  the  Aerial  Derby  Handicap 

1920  Two  35  h.p.  Green- Avro-Babys  competed  with  14 
won  1st  and  2nd  prizes  in  the  Aerial  Derby  Handicai 

1 920  Green-Avro-Baby  flies  to  Rome  and  back,  including 
Croydon  to  Turin. 

192  1  Green-Avro-Baby  flies  from  Sydney  to  Bundaberg 
800  miles  in  9  hours. 
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LUCIFER  RADIAL 

Aircooled  Aero  Engine 


Curves  taken  at  the  end  of  50  hours'  run  during 


ia  of  simple  design,  easily  assembled, 
reliable  for  long  periods  without 
overhauling  or  dismantling  and,  above 
all,  economical  in  fuel  consumption. 


Average  Oil  Consumption  ...  036  pt6.  oer  B.H.P.  hour. 

Average  Petrol  Consumption  '610  pts.  per  B.H.P.  hour. 
Power  readings  corrected  for  atmospheric  pressure 
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EDITORIAL  COMMENT. 


PART  from  its  immediate  interest  as 
a  splendid  spectacle,  the  Royal  Air 
Force  Pageant,  held  at  Hendon  on 
Saturday  of  last  week,  took  place  at 
a  very  opportune,  moment,  inasmuch 
as  it  centred  public  attention, 
already  aroused  by  articles  in  the 
general  Press  —  for  which  many 
thanks — and  by  questions  in  the  House,  upon  the 
work  of  the  R.A.F.  The  eighty  thousand  odd  who 
witnessed  the  various  demonstrations 
t  he  Pageant  cannot  fail  to  have  come  away  filled 
and  Our  admiration  for  the  perfect 

“  craftmanship "  of  the  pilots,  the 
clockwork  smootlmess  and  regularity  of 
the  organisation,  and  the  general  air  of  absolute 
mastery  which  pervaded  the  whole  demonstration. 
And  at  any  rate  a  certain  proportion  of  the  visitors 
must  have  been  forced  to  put  to  themselves  the 
question :  Have  we  enough  of  these  splendid  pilots, 
and  have  we  sufficient  machines  of  modern  types  upon 
which  to  mount  them  so  as  to  give  them  the  benefit 
of  the  latest  technical  developments.  Unfortunately, 
the  answer  to  both  questions  must  be  an  emphatic 
NO. 


Future  in 
the  Air 


As  regards  the  number  of  pilots,  a  fair  idea  may 
be  formed  if  it  be  remembered  that  at  present  we 
have  at  home  a  mere  bagatelle  of  twelve  squadrons, 
while  our  French  Allies,  devoting  less  time  to 
“  considerations  ”  and  more  to  action,  will  shortly 
have  240  squadrons.  These,  facts  hardly  need 
elaboration.  The  very  third-rate  position  into  which 
a  short-sighted  Government  has  allowed  us  to  sink 
should  be  obvious  to  the  meanest  intelligence.  And 
it  is  not  as  if  France  were  the  only  country  to  grasp 
the  value  of  air  power.  Nearly  every  Furopean 
nation  is  getting  into  the  air — within  the  means  at  its 
disposal.  In  this  connection,  it  should  be  realised 
that  the  air  forms  one  of  the  cheapest  known  forms 
of  armed  force.  Countries  which  could  afford  only 
the  smallest  Army  and  a  Navy  consisting  of  a  few- 
obsolete  ships,  can — and  do — find  the  means  to  build 
up  air  forces  which  cost  far  less  and  are  far  more 
effective.  Yet  this  great  Empire  continues  to 
blindly  pin  its  faith  to  the  Navy-  our  first  line  of 
defence  in  the  past,  but  no  longer  so,  since  the  advent 
of  aircraft.  Were  it  not  for  the  fact  that  we  have 
the  greatest  confidence  in  the  sound  sense  of  the 
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general  public,  who  will  sooner  or  later  force  the 
Government  to  act  a  promise  of  ten  more  squadrons 
is  to  be  noted  the  position  would  be  intolerable. 

On  the  second  score,  that  of  an  adequate  supply  of 
modern  machines,  matters  are,  if  possible,  even  worse. 
We  have  no  fear  of  contradiction  in  stating  that 
since  the  Armistice  the  number  of  machines — 
experimental  or  otherwise — of  post-War  type  and 
design  ordered  does  not  reach  100.  We  would 
even  go  so  far  as  to  doubt  if  it  exceeds  half  of  that 
number.  In  the  name  of  economy,  the  RAF.  has 
iiad  to  be  content  with  machines  built  during  the 
War  and  “  reconditioned/’  or,  at  best,  with  designs 
got  out  during  the  War.  The  result  is  that  we  have 
practically  no  machines  the  performance,  armament, 
and  constructional  details  of  which  are  not  well- 
known  to  other  powers— our  late  enemies  included. 
There  is  another  side  to  this  absence  of  official 
encouragement  :  Not  only  are  our  pilots  and  gunners 
mounted  on  obsolete  machines,  but  the  aircraft 
industry,  upon  whose  skill  in  designing  we  depend, 
has  been  allowed  to  dwindle  until  it  is  the  merest 
skeleton-  We  would  not  for  a  moment,  suggest 
that  the  aircraft  industry  should  have  been  artificially 
maintained  at  its  War-time  strength,  but  we  do 
most  emphatically  say  that  there  is  every’  prospect 
of  our  depleted  industry  becoming  further  attenuated 
by  the  closing  down  of  some  of  our  most  important 
firms — if  the  half-promised  reform  is  not  immediately 
brought  into  effect. 


The 


If  we  had  unlimited  money  to  spend 
Remedy  011  armaments  the  remedy  would  be 
simple.  But  the  country  is  not  in  a 
position  to  afford  more  than  we  are  already  spending. 
Nor,  in  our  opinion,  is  that  necessary.  What  is 
required  is  a  re-allocation  of  votes.  We  are  not 
among  those  who  think  that  we  should,  even  in  its 
present  form,  abandon  altogether  the  Navy  for 
the  Air.  The  day  for  such  a  drastic  change  is  a 
considerable  way  off,  although  we  should  hesitate 
to  say  it  will  never  come.  But  we  do  think  that  a 
full  realisation  of  the  change  which  aircraft  has 
wrought  in  the  position  of  these  islands  has  not  yet 
been  really  grasped  by  some  of  those  in  authority. 

We  would,  therefore,  again  suggest  that  one  remedy 
for  the  present  highly  unsatisfactory  state  of  things 
lies  ear-marking  some  of  the  Navy  millions  which 
are  now  being  wastefully  spent,  and  allocating  them  to 
the  R.  A.F.  By  so  doing,  we  should  be  able  to  mount 
our  pilots  on  machines  worthy  of  their  pluck  and 
skill,  and  not  on  obsolete  machines  from  the  last  war. 

On  the  civilian  side,  upon  which  we  must  depend  for 
reserves  in  machines  and  personnel,  at  any  rate  as 
far  as  bombing,  troop-carrying  and  similar  duties  are 
concerned,  it  should  not  be  necessary  to  ask  for  more 
taxpayers’  money  ;  it  is  only  a  matter,  as  has  been 
hammered  in,  month  in  and  month  out,  of  sending 
all  first-class  mail  by  air.  The  volume  would  be 
such  as  to  bring  within  sight  the  day  when  civil 
aviation  could  “  fly  by  itself.”  This  year,  the  P.M.G. 
announced  a  surplus  of  something  like  half  a  million, 
and  he  already  looks  like  having  twenty  times  that 
amount  in  his  next  year.  Why  not  devote  the 
haLf  million  bagatelle  to  defraying  the  small  extra 
charge  that  might  be  required  to  send  all  first-class 
mail  by  air  ?  The  public  would  thus  not  be  asked  to 
pay  more,  would  get  the  benefit  of  rapid  transit' (for 
with  sensible  organisation,  air  mail  can  save  time, 
the  experience  with  the  London-Paris  line  not¬ 


withstanding),  and  would  be  helping  to  build  up  a 
reserve  which  might  well  at  some  future  date  mean 
the  difference  between  safety  and  defeat.  To  derive 
full  benefit  from  such  a  scheme  it  would  be  necessary 
to  attack  the  problems  Imperially,  making  full 
use  of  airships,  seaplanes  and  aeroplanes.  At  present  , 
we  have  specialised  on  the  aeroplane  at  the  expense 
of  the  other  two  types  of  aircraft. 

A  very  great  deal  of  propaganda  work  is  necessary 
to  convince  the  public  that  flying  as  passengers  is 
safe.  But  when  a  man  has  been  sending — com¬ 
pulsorily  at  first  if  necessary — his  letters  by  air 
for  a  year  or  two  at  a  greatly  accelerated  speed,  it 
is  fairly  safe  to  assume  that  sooner  or  later  he  wall 
decide  to  follow  his  letters  into  the  air  when  making 
calls  in  person.  Popularising  passenger  flying  has 
been  attempted,  and  has  not  proved  a  superlative 
success.  Why  not  give  the.  mails  a  real  chance,  and 
make  passengers  a  secondary  consideration  ? 

Against  the  carrying  of  mails  by  air 

The  Need  on  a  large  scale,  it  has  been  argued 
foT.  ^ that  the  experience  of  the  air  mail  on 
Compulsory  the  London-Paris  service  has  not  been 

such  as  to  encourage  further  expansion. 
While,  on  the  face  of  it,  tins  argument  may  appear 
sound,  a  brief  consideration  will  show  that  the 
London-Paris  route  does  not  give  a  fair  test.  To 
begin  with,  the  distance  between  the  two  cities — 
about  250  miles — is  too  short  to  allow  full  benefit 
to  be  derived  from  the  higher  speed  of  aircraft ;  the 
losses  in  time  at  the  terminals  form  too  great  a 
percentage  of  the  whole.  If  the  routes  were  tw’o  or 
three  times  as  long,  the  saving  in  time  would  then 
be  very  appreciable  indeed.  An  excellent  example 
of  this  is  provided  by  the  Cairo-Baghdad  air  mail, 
at  present  operated  by  the  R.A.F.,  which  might  at 
some  early  period  be  handed  over  to  private  enter¬ 
prise.  As  recorded  the  other  day,  a  recent  mail 
despatched  from  London  reached  Baghdad  in 
eight  days,  as  against  the  29  days  of  the  ordinary 
route.  If  such  saving  can  be  effected  by  the.  use 
of  the  air  mail  over  a  part  only  of  the  distance,  what 
vistas  it  opens  out  in  the  elimination  of  space  when 
mails  are  air-borne  all  the  way. 

The  reasons  for  the  present  scant  utilisation  of 
the  air  mail  between  London  and  Paris  are,  as 
already  mentioned,  mainly  the  unsuitability  of  the 
route,  and  perhaps  to  an  even  greater  extent  the 
fact  that,  the  mails  forming  such  a  negligible  portion, 
instead  of  the  bulk,  of  the  load,  machines  have 
been  kept  waiting  for  passengers,  when  they  ought 
to  have  been  hasting  across  with  the  mails. 

By  making  the  sending  of  first-class  mails  by  air 
compulsory,  firms  w’ould  be  sure  of  a  reasonably 
regular  load,  while  the  fact  that  no  passengers  were 
carried  would  often  influence  the  pilots  in  the 
direction  of  fewer  cancelled  flights.  When  a  pilot 
has  the  responsibility  of  a  dozen  lives,  he  might, 
quite  rightly,  hesitate  to  start  under  any  severe 
weather  conditions,  whereas  if  he  has  only  himself 
to  think  of,  he  will  rarely  refuse  to  fly.  Thus  strict 
regularity  should  be  ensured.  Our  slogan  should 
therefore  nowr  be  :  "  Into  the  air  with  all  first-class 
mails.” 

m  m  m  w 

The  Aerial  Derby. 

It  has  been  decided,  after  all,  to  make  Waddon  the 
starting  point  for  this  year’s  Aerial  Derby,  on  August  7. 
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THE  R.A.F.  PAGEANTl:  General  view  of  the  machines  taking  part,  and  below  a  glimpse  of  the  great  crowd  in 

the  enclosures — and  the  rain. 
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THE  R.A.F. 


AERIAL  PAGEANT 


I  r  was  a  thousand  pities,  after'a  period  of  remarkably  fine 
weather — when  we  were  all  being  warned  about,  our  dripping 
water  taps,  wasting  of  water,  etc. — that  Saturday  last  should 
have  been  chosen  by  the  Powers- that-be  for  the  delivery 
of  a  plentiful  supply  of  much- 
needed  rain.  After  waiting  so 
long  for  the  latter.  It  might 
just  as  well  have  come  a  few 
days  later.  However,  it  is  no 
use  crying  over  spilt  water, 
and  after  all,  beyond  a  certain 
amount  of  personal  discomfort, 
not  very  much  harm  was  done, 
for  the  third  R.A.F.  Aerial 
Pageant  was  carried  out  at 
Hendon  without  a  hitch,  and 
not  an  item  on  the  programme 
(excluding  the  sky-writing 
demonstration,  which  was 
cancelled  the  day  before)  was 
“  washed  out  ”  in  spite  of  the 
rain. 

Although  tl*e  early  arrivals 
did  not  put  in  an  appearance 
in  such  large  numbers  as  on 
previous  occasions,  it  was  quite 
a  big  attendance  that  watched 
the  exceedingly  active  pre¬ 
parations  that  were  in  progress 
between  noon  and  the  official 
opening  of  the  proceedings. 

During  this  time,  indeed,  there 
was  plenty  to  be  seen  in  the 
way  of  trial  flights,  preliminary 
heats  for  the  races  to  be  flown 
later,  and  the  parking  of  the 
hundred  or  so  machines. 

Many  famous  squadrons  were 
represented,  such  as  No.  4 
(France,  19x4),  No.  39  (Defence 
of  London),  and  No.  100  (Night 
Bombing),  whilst  most  of  the 
pilots  had  equally  famous  war  records  to  their  credit.  An 
aerial  photographic  competition  was  also  held,  between  12 
and  3,  in  which  certain  points,  previously  indicated  on  a 
map,  had  to  be  photographed  from  a  certain  altitude,  the 
winner  being  the  pilot  who  got  these  points  most  nearly  in 


the  centre  of  the  negatives.  The  following  stations  were 
represented  in  this  competition  : — Netheravon  (F/Lt.  R.  H.  C. 
Usher.  M.C.,  D.F.C.  ;  School  of  Photography  (F/O.  V.  E. 
Groom,  D.F.C.);  School  of  Army  Co-operation  (F/O. 

N.  A.  D’Aeth) ;  Duxford  (F/O. 

C.  E.  H.  Allen,  D.F.C.) ;  Biggin 
Hill  (F/Lt.  C.  T.  Anderson, 

D. F.C.).  The  result  of  this 
competition  was :  Duxford,  1st ; 
School  of  Photography,  2nd. 

Just  before  3  p.m.  the  en¬ 
closures  began  l'apidly  to  fill 
with  people  and  cars,  until  it 
looked  as  if  the  expected 
1 00,000  would  be  reached  in 
spite  of  the  by  no  means 
promising  weather  outlook  ; 
rain  had  so  far  not  fallen  to 
any  great  extent.  As  a  matter 
of  fact,  we  understand  fixe 
number  of  people  present  this 
year  was  round  about  60,000  ! 
Of  course  this  does  not  include 
the  “  outsiders,”  who  congre¬ 
gated  as  usual  on  Hendon 
Hill  and  round  about  in  large 
numbers. 

T  he  R.A.F.  “Herald 
Angels”  had  no  .sooner 
announced  the  start  of  the 
first  event,  promptly  at  3  p.m., 
than  H.R.H.  The  Duke  of 
York,  K.G.,  Wing  Commander, 
R.A.F.,  took  his  seat  in 
the  royal  enclosure.  He  was 
accompanied  by  Capt.  F.  E 
Guest,  Secretary  of  State  for 
Air.  Among  many  other 
notable  people  present  were 
ex-President  Taft,  Lord  Gored , 
Lord  Cowdray,  Lord  Weir, 
Lord  Hugh  Cecil,  Air  Chief- 
Marshal  Sir  Hugh  Trenchard,  Maj.-Gen.  J.  E.  B.  Seely,  Gen, 
Sir  S.  Brancker,  Air  Vice-Marshal  Sir  Geoffrey  Salmond,  etc. 
We  were  also  pleased  to  see  very  many  old  friends  of  the 
aviation  world  during  the  day. 

The  first  event  was  the  Landing  Competi  tion,  in  which  each 
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AT  THE  R.A.F.  PAGEANT  :  Group-Capt.  H.R.H. 
The  Duke  of  York  in  the  Royal  Enclosure,  with 
Air-Chief-Marshal  Sir  Hugh  Trenchard,  Capt.  the 
Rt.  Hon.  F.  E.  Guest,  and  Air-Vice-Marshal 
J.  F.  Higgins. 


THE  R.A.F.  PAGEANT  :  Events  1,  2  and  3.  Event  1  (left).  Sideslipping  into  the  “  closed  field.”  Event  2  (right). 
Exhibition  Flying  on  two  S.E.5a’s,  looping,  etc.  (Note  the  left-hand  machine  is  just  commencing  to  loop  and 
the  right-hand  ’plane  is  on  its  back  at  the  top  of  a  loop.)  Event  3  (centre).  The  Standard  Avro  Race  ;  some  of  the 

18  Avro  504 ’s  taking  off".  ^ 
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Formation  Flying  at  the  R.A.F.  Pageant :  A  fine  take-off  in  V  formation  by'nine  Bristol  Fighters,  and  on  the  left 

the  machines  manoeuvring  again  after  an  evolution  for  a  new  formation. 


competitor  had  to  land  in  a  "  field  ”  (marked  out  by  a 
“  hedge  ”  of  posts  4  ft.  high)  100  yards  square,  having  switched 
off  his  engine  at  an  altitude  of  i.ooo  ft.  This  was  an  exceed¬ 
ingly  instructive  event,  and  it  was,  perhaps,  a  pity  that  only 
three  or  four  machines  were  to  be  seen  competing  in  the  final 
— the  preliminary  heats  having  been  carried  out  earlier  in  the 
day — as  here  was  an  opportunity  to  witness  some  very  skilful 
piloting.  There  was  something  spectacular  about  this  event, 
too,  especially  for  the  man  in  the  street,  and  it  was  quite 
exciting  to  see  a  machine  side-slipping  to  earth  with  engine 
cut  off  and  getting  into  alarming  attitudes  apparently  out  of 
control.  F/O.  R.  H.  Daly,  D.S.C.,  D.F.C.,  of  No.  100  Sqdn., 
Spittlegate,  was  first  in  this  event,  with  a  really  beautiful 
landing  with  his  "prop”  stationary.  F/Lt.  J.  F.  A.  Day, 
A.F.C.  (Netheravon),  was  judged  second  best. 


After  this  two  S.E.  5  a’s,  piloted  by  F /Lt.  P.  W.  S.  Bulman, 
M.C.,  D.F.C.,  and  F/O.  E.  R.  C.  Scholefield,  D.C.M.,  ascended 
and  were  put  through  a  truly  remarkable  performance  of 
simultaneous  stunting.  Although  the  weather  conditions 
somewhat  hampered  their  movements,  they  nevertheless 
looped,  rolled,  spun,  etc.,  together  at  what  appeared  to  be 
only  a  few  yards  apart  from  each  other.  Then  they  separated 
and  literally  “  gamboled  like  mad  ”  all  over  the  place,  so 
that  it  was  almost  impossible  to  follow  every  movement. 
Their  upside-down  flying  was  particularly  noteworthy. 

Item  No.  3  followed  immediately,  this  being  the  standard 
Avro  Race  for  a  Challenge  Cup  presented  by  the  Secretary 
of  State  for  Air.  One  competitor  from  each  of  18  stations 
entered  for  this  race,  and  in  starting,  on  the  signal  being 
given,  each  pilot  got  into  his  machine,  started  his  engine,  and 
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An  Aerial  Combat  at  the  R.A.F.  Pageant  :  On  the  right  the  “  Enemy  ”  Bomber  (a  D.H.10  piloted  by  Squad.- Ldr. 
Roderic  M.  Hill,  M.C.,  A.F.C.)  arrives,  and  on  left  the  two  fighting  S.E.5’s  attacking.  Note  the  S.E.5  on  the 

right  hand  turning  on  its  back  to  meet  the  Bomber. 
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took  off  Practically  speaking,  they  all  started  off  together, 
ami  came  bobbing  along  towards  the  enclosure  like  a  flock  of 
startled  birds.  We  counted  up  to  14 — then  collapsed  !  Each 
station  was  distinguished  by  coloured  flags  on  the  rudder,  but 
it  was  not  particularly  easy  to  sort  them  out.  The  old  and 
well-known  mystery  of  the  dead  donkey  has  always  puzzled 


An  aerial  combat  betrveen  a  D.H.  10  twin-engined  bomber' 
piloted  by  Sqdn.-Ldr.  Roderic  M.  Hill,  M.C.,  A.F.C.,  and  two 
S.E.  5A's  piloted  respectively  by  F/Lts.  P.  W.  S.  Bulman, 
M.C.,  D.F.C.,  and  D.  W.  Grinnoll-Milne,  M.C.,  D.F.C.,  was 
the  next  event  on  the  programme,  and  it  must  be  admitted 
that  this  was  the  best  and  most  thrilling  demonstration  of 
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BOMBING  THE  TANK  AT  THE  R.A.F.  PAGEANT  :  Near,  nearer  and,  on  the  right,  too  close  to  be  healthy. 


one,  but  now  we  are  given  to  wonder  if  anyone  ever  sees  a 
defunct  Avro  504.  They  seem  to  go  on  for  ever,  Having 
swarmed  over  the  aerodrome  sheds  with  a  deafening  roar, 
they  made  their  way  in  a  cluster  towards  the  Welsh  Harp, 
turned  in  a  haze  of  rain,  and  made  their  way  back  to  another 
turning  point  on  the  far  side  of  the  aerodrome,  after  which 


aerial  tactics  ever  presented.  The  manoeuvres  of  the  two 
smaller  machines  were  wonderful  enough,  but  to  see  the  larger, 
twdn-engiued  'bus  looping,  spinning  and  rolling  out  of  tight 
corners  with  apparently  as  little  effort  as  that  required  for  the 
S.E.  5’s,  w'as  certainty  one  of  the  events  of  the  day.  But 
even  apart  from  the  spectacular  point  of  view',  Sqdn.-Ldr. 


AT  THE  R.A.F.  PAGEANT  :  Sopwith  Snipes  take  off  for  the  attack  on  the  Kite  Balloon,  and^  on  the^right 

“  Rupert  ”  descends  in  flames  after  the  attack. 


they  flewT  past  the  finishing  line  in  front  of  the  royal  enclosure, 
having  by  then  spread  out,  more  or  less. 

There  was  a  very  good  finish,  Cranwmll  (F/O.  P.  Murgat- 
royd)  obtaining  the  lead  and  crossing  the  line  first,  with 
Kenley  (F/O.  L.  Hamilton,  D.F.C.)  close  behind,  and  Henlow 
(F/O.  F.  Beaumont)  third.  Uxbridge  (F/O,  S.  D.  Macdonald, 
D.F.C.)  and  another,  colours  unreadable,  both  came  in 
together  very  close  behind  third  man. 


R.  M.  Hill's  handling  of  the  D.H.  10  was,  in  technique,  ai> 
exceptionally  fine  piece  of  work — but  then,  of  course,  this 
was  only  to  be  expected,  coming  from  such  a  pastmaster  of 
scientific  flying. 

The  next  event  was  a  handicap  race,  over  the  same  course 
as  before,  and  was  a  most  interesting  one  inasmuch  as  about 
a  dozen  different  types  of  machines  took  part.  The  machines 
and  competitors  were  as  follows  : — 
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AN  EASTERN  DRAMA  AT  THE  R.A.F.  PAGEANT  :  1.  The  “  Wottnott  ”  stronghold  before  the  raid.  2.  The 
enemy  anti-aircraft  battery.  3.  A  trio  of  “Wottnott  ”  defenders  potting  at  an  attacking  bomber.  4.  Massed 
“  Wottnotts  ”  defending  the  stronghold  from  an  aerial  attack.  5.  The  stronghold  in  flames. 
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Crazy  flying  by  Flt.-Lieut.  W.  H.  Longton  at  the 
R.A.F.  Pageant  on  an  Avro  504k. 


Type  of  Machine. 

Avro  504 
Vickers  Vimy 
Bristol  Fighter  . . 

S.E  5  A.  (150  Viper)  .  . 

D.H.  9  A.  (450  Lion) 
D.H.  9  A  (400  Liberty) 
Martinsyde- Buzzard  (300 
Hispa.no) 

Sopwith  Pup  (80  Le 
Rhone) 

Westland  Weasel  (320 
Siddeley  Jaguar) 
Weasel  (380  Bristol 
Jupiter) 

Awo-Aldcrshot-Condor 
Sopwith  Snipe  . . 


Pilot. 

F/O  J .  A.  McDonald.  - 
F/O.  A.  L.  A.  Perry- Keene. 
F/O.  J.  W.  Baker,  M.C. 

F/O.  E.  R.  C.  Scholefield, 
D.C.M. 

F/O.  H.  D.  O'Neill,  A.F.C. 
F/O.  C.  Hallawell. 

F/O  H.  J.  T.  Saint,  D.S.C. 

F/O  J .  S.  Chick,  M.C. 

F/O.  Wallwork,  M.C. 

F/Lt.  A.  H.  Orlebar,  A.F.C. 

F/O.  C.  E.  Horrex. 

F/O.  C.  E.  Maitland.  D.F.C. 
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This  race  also  provided  an  exciting  finish,  the  Avro  Aldershot 
(650  Rolls-Royce  Condor),  which  was  making  its  first  public 
appearance,  crossing  the  line  first  with  the  two  Westland 
Weasels  only  a  few  yards  behind — the  Weasel-Jaguar  being 
Only  slightly  ahead  of  the  Weasel- Jupiter.  The  Bristol 
Fighter  came  in  fourth,  and  the  S.E.  5  A.  sixth,  and  then 
followed  one  of  the  D.H.  g’s,  the  Avro  504.  the  Martinsyde, 
Snipe  and  Uncle  Tom  Cobley  and  all. 

By  this  time  the  rain  was  beginning  to  fall  in  earnest,  and 
during  a  short  interval  between  events,  H.R.H.  The  Duke,  of 
York  made  a  tour  of  inspection  amongst  the  machines,  and 
was  particularly  interested  in  the  Avro  Aldershot.  No.  24 
Squadron  (Kenley)  then  gave  us  a  splendid  demonstration  of 
formation  Hying  on  Bristol  Fighters.  There  were  nine  in  the 
formation,  as  follows  : — Sqdn.  Ldr.  E.  H.  Johnston,  O.B.E.  ; 
F/Lts.  J.  M.  Robb,  D.F.C.  ;  F.  L.  Luxmore  ;  R.  W.  Chappell, 
M.C.  ;  F/Os.  M.  L.  T.  Leroy,  A.F.C. ;  L.  Hamilton,  D.F.C.  ; 
T.  C.  Traill,  D.F.C.  ;  and  G.  S.  Oddic,  D.F.C.  The  get-away 
was  very  impressive,  in  V-formation,  and  climbing  in  this 
figure  they  were  soon  in  contact,  with  the  low-lying  rain 
clouds,  which  must  have  interfered  with  their  evolutions  con¬ 
siderably.  On  several  occasions  one  or  more  of  the.  machines 
would  be  lost  to  view  when  the  formation  was  changing  into 
some  new  positions,  yet  they  managed  to  keep  together  with 
a  marvellous  degree  of  accuracy.  But  the  gem  of  the  whole 
demonstration  was  at  the  conclusion,  when  they  all  made  a 
simultaneous  and  perfect  landing  in  V -formation. 

The  next  item  was  the  extraordinary  exhibition  of  "  crazy  ” 
flying,  by  F/Lt.  W.  H.  Longton,  D.F.C.,  A.F.C.,  on  a  jazzified 
Avro.  Gusty  wind  and  driving  rain  by  no  means  rendered 
conditions  ideal  for  this  particular  kind  of  dying,  yet  Lieut. 
Longton  seemed  to  be  able  to  make  the  old  'bus  fly  in  every 
conceivable  way  it  should  not.  Most  remarkable,  perhaps, 
was  the  way  he  flew  three-quarter-side-on, 

Meanwhile  an  Air  Ministry  "  Safety  ”  Tank  (Caterpillar 
type,  not  petrol)  was  being  manoeuvred  into  position  ready 
for  the  next  event — a  competition  for  low  bombiug.  This 
was  carried  out  by  four  Sopwith  Snipes,  piloted  by  F/Lt.  E. 
L.  Howard -Williams,  M.C.  ;  F/Os.  II.  E.  Walker,  M.C., 
D.F.C.  ;  C.  E.  Maitland,  D.F.C.  ;  and  F.  O.  Travers,  D.F.C. 
They  had  to  dive  down  towards  the  Tank — which  was  sup¬ 
posed  to  be  temporarily  disabled — and  drop  bombs  (practice 
type)  on  the  poor  thing.  Each  pilot  was  allowed  three  shots. 
With  the  exception  of  one  bomb,  which  burst  immediately  at 
the  stern  of  the  Tank,  the  bombs  all  fell  several  yards  away, 
and  appeared  to  the  onlookers  as  just  a  trifle  wide.  As  a 
matter  of  fact,  however,  it  should  be  noted  that  had  they 
been  “live"  bombs,  they  fell  sufficiently  close  to  do  con¬ 
siderable  damage.  This  was  quite  an  interesting  event,  and 
well  worth  elaborating  lor  future  occasions.  Result:  F/O. 
Travers,  1st ;  F/Lt.  Howard-Williams,  2nd. 

It  -was  now  just  on  five  o'clock,  the  rain  was  settling  down 
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THE  “.’AVRO  ”  ALDERSHOT  AT  THE  R.A.F.  PAGEANT  :  This  machine — illustrated  in  the  last  issue  of 

♦*  Flight  ” _ is  the  latest  “  Hush-hush  ”  production,  and  is  fitted  with  a  650  h.p.  Rolls-Royce  “  Condor.”  It  won 

.  the  Handicap  Race,  event  No.  5.  • 
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iti  earnest,  and  it  must  be  admitted  that  the  writer  began  to 
feci  the  unequal  degree  of  wetness,  without  v.  within,  rather 
acutely.  Some  hot  tea  and  welcome  shelter  within  one.  of  the 
hangars  was,  therefore,  most  acceptable.  From  here  it  was 
not  very  easy  to  follow  the  next  two  or  three  events  very 
c  losely,  and  the  rain -mist,  made  matters  more  difficult  still. 
However,  the  Pageant  carried  on  through  it  all,  and,  what  is 
more  remarkable  still,  the  front  of  the  enclosures  remained 
well  thronged  with  spectators  to  the  bitter  end — an  extra¬ 
ordinary  and  highly  satisfactory  proof  of  the  enthusiastic 
interest  in  aviation  taken  by  the  public 

After  the  low-bombing  competition  the  Relay  Race  for  the 
Duke  of  York’s  Challenge  Cup  (last  holder,  Kenley)  was 
flown.  One  team,  consisting  of  an  Avro,  Bristol  Fighter  and 
Snipe,  from  each  of  12  R.A.F.  stations,  took  part,  each  A'vro 
flying  over  the  course  and  handing  over  a  message  to  the 
Bristol  of  its  team,  which  in  turn  flew  over  the  course  and 
handed  over  the  message  to  the  Snipe.  The  latter  completed 
its  course  and  flew  past  the  finishing  line.  Result: — 


1.  Kenley 

2.  Hal  ton 

3.  Duxford  . . 

1.  Kenley 

2.  Halton 

3.  Duxford 


Avro. 

F/Lt  W-  Chappell, 
M,C. 

F / Lt.  C.  A.  Stevens, 
M.C. 


Bristol. 

F/Lt.  J.  M.  Robb, 
D.F.C.. 

VI O.  H.  L.  Rough, 
D.F.C. 


F/O.  J.  R.  King  . .  F/O.  W.  E.  Purdin. 
Snipe. 

F/Lt.  F.  L.  Luxmore. 

. .  F/Lt.  J.  O  Compston.  D.S.C.,  D.F.C. 
.  .  F/O.  F.  Le  P.  Trench. 


F/Lt.  Longton  then  ascended  once  again,  and  gave  a 
demonstration  of  instructional  atuuting,  as  now  forming  a 
part  of  the  normal  training  of  a  pilot.  These  Stunts  included 
the  Loop,  Half-Roll  on  top  of  Loop,  the  Half-Roll,  Stalling 
Turn,  Upside  Down  Flying,  Stall  and  Vertical  Dive,  Sideslip, 
the  Roll,  Flat  Turn,  Vertical  Slip,  Vertical  Spin,  and  Falling 
Leaf.  Unfortunately  these  stunts  were  not  seen  to  their  best 
advantage  under  the  prevailing  weather  conditions,  the 
machine  at  times  being  almost  completely  hidden  from  view 
in  the  mist.  It  was,  nevertheless,  a  wonderful  display. 

The  attack  on  a  kite  balloon  by  a  formation  of  Snipes  was 
very  effectively  carried  out  this  year.  The  balloon  was 
enveloped  most  of  the  time  in  the  misty  clouds,  out  of  wliich 
the  attacking  Snipe  left  its  formation  and  swooped  down  on 
to  its  prey  with  a  rattle  of  machine-gun  fire.  After  several 
burst*  of  the  latter,  a  tiny  speck  of  flame  was  observed  in  the 

13  H 


side  of  the  balloon.  This  was  a'signal  for  the  observer,  Maj. 
Sawdust,  to  make  a  graceful  descent  iu  his  parachute.  Inline 
diately  after,  the  escaping  gas  got  well  alight,  and  the  balloon 
fell  to  earth  a  mass  of  flame  and  dense  smoke. 

Then  followed  the  event  of  the  day,  an  Eastern  drama, 
depicting  the  attack  and  destruction  of  a  desert  stronghold. 
1  his  was  intended  to  illustrate  the  work  that  was  done  by 
the  R.A.F.  in  the  East.  The  "  plot  "  of  the  drama  was  quite 
thrilling,  and  was  well  carried  out  by  the  “  actors.”  A 
machine  (Bristol  Fighter)  returning  from  a  reconnaissance, 
had  to  make  a  forced  landing  near  the  stronghold,  which 
opened  a  fierce  attack  on  the  disabled  machine.  The  pilot  of 
the  latter  had  wirelessed  for  help,  informing  his  squadron  as 
to  the  position,  etc.  Fortunately  an  armoured  car  section, 
returning  from  a  raid,  happened  to  be  near  at  hand,  and 
rushed  up  to  the  rescue,  keeping  off,  with  heavy  machine-gun 
fire,  numbers  of  gaily  clothed  Wottootts,  who  had  emerged 
from  the  stronghold-  After  an  interval  of  half  an  hour, 
lasting  about  two  minutes,  the  bombing  squadron  arrived  on 
the  scene.  1  he  pilot  of  one  of  these  machines  landed  along¬ 
side  the  disabled  machine  with  a  spare  air-speed  indicator, 
and  soon  put  things  aright.  Both  machines  then  got  safely 
away.  In  the  meanwhile  the  bombing  squadron  attacked, 
the  stronghold,  under  heavy  fire  from  an  enemy  anti-aircraft 
battery,  moimtcd  on  motor  lorries,  situated  some  distance 
away.  The  bombs  soon  began  to  take  effect,  and  after  a  few 
salvos  the  stronghold  was  in  flames,  and  the  garrison  was 
observed  fleeing  in  all  directions. 

The  programme  concluded  with  an  interesting  demonstra¬ 
tion,  not  without  considerable  pictorial  effect,  of  the  forma¬ 
tion  of  an  artificial  cloud  screen  at  about  r,ooo  ft.  above  the 
ground,  by  dropping  smoke  bombs  from  a  Handley  Page 
bomber.  This  is  employed  by  attacking  machines  to  screen 
them  from  anti-aircraft  guns. 

We  cannot  conclude  without  expressing  our  admiration  for 
the  wonderful  organisation  displayed  throughout.  Each 
event  was  carried  out  promptly  to  time  and  without  the 
slightest  hitch.  The  arrangements  in  the  enclosures  were 
splendid,  and  every  effort  was  made  to  provide  for  the  comfort 
of  the  visitors.  The  traffic  arrangements,  also,  were  well  nigh 
perfect,  a  continuous  procession  of  General  'buses,  etc.,  dis¬ 
patching  the  thousands  of  people  to  their  various  destinations 
with  extraordinary  speed.  As  we  walked  up  Hendon  Hill, 
damp  but  happy,  we  could  not  help  repeating  to  ourselves 
over  and  over  again,  ”  Every  year  and  in  every  way  the 
R.A.F.  Aerial  Pageant  gets  better  and  better.” 
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GERMAN  AIR  LEGISLATION 


Decree  Relative  to  Aircraft  Construction 


In  our  issue  of  May  18,  1922,  wc  published  an  article  dealing 
briefly  with  the  text  of  the  restrictions  under  which,  as  from 
May  5,  1922.  Germany  was  permitted  to  build  and  use  air¬ 
craft.  These  restrictions  were,  of  course,  those  imposed  by 
the  "  Committee  of  Guarantees,”  which  has  now  replaced 
the  Inter- Allied  Aircraft  Commission.  In  connection  with 
them  it  is  not  without  interest  to  examine  what  steps  the 
German  Government  has  taken  to  ensure  that  the  regulations 
a.re  carried  out.  A  Decree  dated  May  5,  1922,  has  been  issued 
by  the  German  Government,  from  wliich  we  quote.  On  the 
construction  of  aircraft  in  Germany  the  decree  states  : — 

”  Every  person  engaging  in  the  construction  of  aircraft 
must  notify  the  Minister  of  Transport  within  14  days  of 
taking  up  the  business.  Every  person  engaging  in  the  con¬ 
struction  of  or  importation  of  aircraft  material  is  bound,  at 
the  demand  of  the  Minister  of  Transport  and  his  agents, 
to  give  all  information  deemed  necessary  by  the  latter  with 
respect  to  the  said  material. 

”  This  information  may  be  called  for  by  public  notice  or 
by  direct  enquiry  from  the  individual  parties  from  whom  this 
information  is  required. 

”  The  Minister  of  Transport  and  his  agents  are  authorised 
to  examine  the  books,  business  letters  and  other  documents 
in  order  to  ascertain  important  data,  and  also  to  visit  and 
search  premises  known  or  thought  to  contain  objects  or 
documents  concerning  which  information  is  required. 

”  Apart  from  the  official  report  and  the  duty  of  reporting 
any  infringement  of  the  law,  the  agents  are  bound  to  maintain 
secrecy  with  respect  to  installations  and  business  relations 
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Abolition  of  the  Canadian  Air  Board 

An  Act  was  passed  by  the  Canadian  House  of  Commons 
on  April  27,  1922,  by  which  the  duties  ot  the  Canadian  Air 
Board  and  of  the  Naval  and  Military  Departments  are  to  be 
taken  over  by  a  Ministry  of  Defence. 


which  come  to  their  knowledge  in  the  execution  of  their  duties 
and  to  refrain  from  divulging  or  making  use  of  business 
secrets. 

“  The  constructor’s  or  importer’s  statement  and  the  results 
of  investigations  shall  not  be  used  for  purposes  of  taxation.” 

On  the  use  of  aircraft  in  Germany,  Article  IV  of  the  decree 
states  :  "  Aircraft  shall  only  be  admitted  to  traffic  in  Germany 
on  the  condition  that  they  fulfil  the  regulations  in  the 
appendix.”  (These  conditions  were  dealt  with  in  the  article 
referred  to.)  Article  V  provides  that  aircraft  which  are 
constructed  or  imported  in  contravention  to  the  regulations, 
or  which  are  used  in  Germany  in  contravention  to  the  regula¬ 
tions,  shall,  on  the  demand  of  the  Minister  of  Transport,  be 
brought  into  line  with  the  regulations  at  the  cost  of  the 
guilty  party  ;  in  the  case  of  refusal  the  Minister  of  Transport 
is  authorised  to  take  the  necessary  measures  at  the  cost  of 
the  parties  in  question. 

According  to  Article  VI,  ”  any  person  acting  in  contra¬ 
vention  to  the  regulations  will  be  punished  with  a  term  of 
imprisonment  not  exceeding  six  months,  or  with  a  fine  not 
exceeding  one  hundred  thousand  marks.  In  addition  to  the 
penalty,  the  objects  in  respect  of  which  the  penalty  is  incurred 
may  be  confiscated,  whether  they  belong  to  the  guilty  party 
or  not.  Confiscation  may  take  place  independently,  even  if 
no  criminal  proceedings  can  be  taken  against  a  given  guilty 
party,” 

The  decree  is  signed  :  ''  Berlin,  5th  May,  1922. 

“  For  the  State  Government, 

"  Bauer.” 
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A  Defence  Council  is  to  be  set  up  which  will  consist  of 
the  Minister  of  Defence  (President),  Deputy  Minister  (Vice- 
President),  a  member  who  will  perform  the  duties  vested 
in  the  Deputy  Minister  of  the  Naval  Service,  and  four 
other  officers. 
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LONDON  TERMINAL  AERODROME 


Monday  evening,  June  26,  1922. 
The  total  passengers  during  one  day  last  week  actually 
reached  50.  Such  a  total,  although  common  last  year — in 
fact,  twice  that  number  was  not  at  all  out  of  the  way  -is 
something  to  marvel  at  these  days,  so  great  has  the  "  slump  ” 
in  traffic  been.  This  sudden  spurt,  however,  has  not  been 
maintained,  and  there  is  still  no  sign  of  any  permanent 
increase.  Mr.  Fox,  the  prominent  Paris  booking  agent,  was 
over  in  London  during  the  week,  and  put  forward  his  own 
theory  of  the  “  slump  ''  in  airway  travellers. 

He  told  me  that  the  great  majority  of  American  tourists 
are  making  straight  for  Central  Europe.  They  leave  the 
liners  at  Cherbourg,  and,  travelling  by  train  to  Paris,  stay 
there  only  a  few  hours,  and  then  catch  the  train  for  Vienna 
or  Berlin.  The  trains  to  Vienna,  he  says,  are  packed  with 
Americans  daily,  and,  if  they  visit  London  at  all,  they  only 
make  a  short  stay,  whereas  last  year  they  spent  most  of  their 
time  between  Britain  and  France,  travelling  to  and  fro  by 
air.  The  unfortunate  accidents  have  also  had  much  to  do 
with  the  shortage  of  American  air  travellers. 

Air  Specials  to  and  from  Plymouth 

Some  useful  incidental  business,  however,  accrues  to  air 
firms  at  times,  and  during  the  week  the  De  Havilland  Aircraft 
Co.  and  the  Surrey  Flying  Services  have  been  making  hay 
out  of  the  arrival  of  the  Prince  of  Wales  at  Plymouth.  Both 
these  companies  have  had  machines  employed  by  various 
newspapers  to  bring  photographs  from  Plymouth  to  Londou, 
and  also  to  set  out  before  dawn  with  newspapers  containing 
these  photographs  for  sale  in  Plymouth  in  the  early  morning. 

With  regard  to  the  everyday  delivery  of  newspapers  in  the 
early  morning  to  Paris,  Amsterdam,  and  now  to  Brussels — 
the  last-named  service  starting  on  Monday — there  is  some 
danger  that  this  valuable  traffic  may  be  lost  to  the  airways 
owing  to  the  irregularity  with  which  the  early  morning 
machines  run.  The  circulation  manager  of  one  big  morning 
paper  explained  the  situation  to  me  so  far  as  he  was  con¬ 
cerned.  It  appears  that  his  paper  has  a  large  circle  of  regular 
subscribers  in  Paris  who,  in  the  pre-aeroplane  days,  got  their 
London  paper  about  5  p.m.  Now  they  get  it  some  days  at 
9  a.m.,  when  the  aeroplane  gets  through  ;  and,  when  the 
machine  does  not,  the  paper  arrives  at  the  same  time  as 
before — that  is  at  5  p.m.  This  uncertainty  naturally  upsets 
the  subscriber,  who  wants  to  know  why  it  happens,  and  the 
Paris  staff  of  the  paper  in  question  have  now  to  spend  most 
of  their  time  explaining  matters  to  subscribers.  In  conse¬ 
quence,  the  directors  of  the  paper  have  become  of  the  opinion 
that  it  is  better  to  deliver  the  paper  regularly  at  5  p.m.  than 
to  be  early  some  days,  and  thereby  make  the  reader  discon¬ 
tented  when  it  is  late  on  a  “  dud  ”  flying  day.  They  are  also 
finding  that,  even  at  the  reduced  rates  now  in  operation,  air 
transport  is  too  expensive. 

Perfection  of  Wireless  Position- Finding 

A  very  good  example  of  the  efficiency  of  the  wireless 
position-finding  now  in  operation  on  the  airways  was  provided 
the  other  day,  when  Mr.  Hinchliffe  was  flying  from  Paris  to 
London  on  the  Daimler  D.H.  34.  The  weather  in  the  Channel 
was  bad,  so  before  arriving  at  the  French  coast  he  climbed 
above  the  clouds  and  steered  his  machine  by  compass.  When 
he  calculated  that  he  was  well  over  the  Channel,  he  asked 
Croydon  for  his  position.  After  speaking  for  the  necessary 
minute  he  was  told  that  he  was  12  miles  north-west  of  Dover, 
and  he  then  dropped  down  through  the  clouds,  and,  upon 
getting  beneath  them  so  that  he  could  see  where  he  was, 
found  that  the  wireless  people  had  given  him  his  exact 
position.  He  tells  me  that  the  wireless  is  simply  wonderful, 
and  of  incalculable  help  to  pilots  flying  along  the  airways. 

Mr.  Alan  J.  Cobham  brought  over  a  new  D.H.  34  for  the 
Instone  Air  Line  from  Stag  Lane  on  Friday,  and  proceeded 
to  give  demonstrations  of  getting  off  with  full  load.  Whatever 
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difficulties  other  people  may  have  in  getting  these  machines 
off  with  full  load,  it  is  certainly  easy  as  Mr.  Cobham  does  it. 
With  the  tail  well  up  almost  immediately  the  machine  started 
on  its  run,  Mr.  Cobham  had  the  wheels  off  the  ground,  and 
the  machine  climbing  steeply,  within  ten  seconds  of  starting. 

British  Machines  Competing  at  Brussels 

The  Handley  Page  Transport  have  sent  the  latest  of  their 
W.  8  b’s  to  Brussels  to  compete  in  the  races  at  Evere  aero¬ 
drome.  One  of  the  conditions  of  the  competition  was  that 
the  machine  must  arrive  at  Fvere  with  a  full  load,  and  when 
the  W.  8,  piloted  by  Mr.  Macintosh,  left  for  Brussels  at  2.7 
p.m.  on  Saturday,  it  carried  as  passengers  Mr.  and  Mrs. 
Handley  Page  and  Mr.  Cogni,  in  addition  to  nine  other 
passengers,  all  going  to  witness  the  competition.  In  addition 
to  the  competition  for  commercial  machines,  a  series  of  races 
are  being  held  during  the  week,  and  the  Aircraft  Disposals 
Co.  have  sent  a  number  of  machines,  including  three  S.E.  5’s 
and  a  Bristol,  to  compete.  These  machines  will  be  flown  by 
Messrs.  Courtney,  Foot,  Stocken  and  Hayns. 

The  D.H.  9  which  Capt.  Norman  Macmillan,  accompanied 
by  Major  W.  T.  Blake  and  Lt.-Col.  Broome,  piloted  from 
Croydon  to  Marseilles  in  his  attempt  to  fly  round  the  world, 
was  apparently  so  badly  damaged  as  to  be  considered  un¬ 
serviceable,  and  another  machine  has  been  got  ready  for  this 
flight  at  the  Aircraft  Disposal  Company's  factory  at  Waddon, 
Capt.  Rex  Stocken  left  Croydon  on  this  machine  on  Thursday 
at  9.10  a.m.  in  order  to  deliver  it  to  the  waiting  aviators  at 
Marseilles,  and  accomplished  the  flight  the  same  day,  arriving 
at  Istres  aerodrome,  Marseilles,  at  5.12  p.m..  his  actual  flying 
time  being  6  hours  2  minutes. 

The  Surrey  Flying  Services  have  now  a  new  Avro  fitted 
with  a  Renault  engine  in  commission.  This  is  the  machine 
they  built  for  Mr.  Derwent  Hall  Caine,  but  which,  for  family 
reasons,  he  was  unable  to  take  delivery  of.  It  is  now  to  be 
used  for  special  trips  and  for  joy-rides  at  places  other  than 
Croydon.  There  is  now  too  much  work  for  the  one  Avro. 
Mr.  Yule,  who  has  been  engaged  for  the  last  three  years 
piloting  machines  in  Norway,  has  joined  the  Surrey  Flying 
Services  as  pilot,  and  will  be  in  charge  of  the  new  Avro  when 
it  is  away  on  joy-riding  excursions.  During  the  week-end 
Capt.  Muir  has  been  at  Leighton  Buzzard,  taking  up  joy¬ 
riders  in  connection  with  a  carnival  that  is  being  held  there. 

Record  by  the  Daimler  Airways 

The  Daimler  Airways  have  now  run  tlieir  services  for  a 
whole  month  with  one  machine,  and,  apart  from  occasions 
when  adverse  weather  has  interfered  with  all  services,  have 
maintained  the  constant  regularity  of  their  services.  When 
it  is  considered  that  these  consist  of  two  return  trips  to  Paris 
daily,  with  the  exception  of  Sunday,  when  one  return  trip  is 
run,  it  is  possible  to  get  some  idea  of  this  triumph  ot  organisa¬ 
tion  and  mechanical  achievement  The  total  mileage  run  by 
this  one  machine  in  the  month  is  just  on  21,000 — a  figure 
which  constitutes  a  record  for  any  form  of  transport  vehicle. 
During  this  time  the  engine  has  only  been  changed  once, 
although  all  sorts  of  adjustments  and  replacements  have  been 
made  to  the  machine  during  the  hours  of  darkness.  Great 
praise  is  due  to  Mr.  Sergeant,  who  is  in  charge  of  the 
mechanical  side  of  the  Daimler  sheds,  for  this  remarkable 
performance. 

On  Sunday  Handley  Page  Transport  ran  a  one-day  excur¬ 
sion  to  Paris  for  the  Grand  Prix.  One  of  their  \V.  8  s  left 
the  aerodrome  at  9,15  a.m.  with  a  full  load  of  excursionists, 
and  late  in  the  evening — the  aerodrome  lighting  being  requi¬ 
sitioned —this  W.  8  duly  returned  from  the  French  capital, 
followed  by  an  0-400,  a  spare  machine  in  Paris,  which  had 
been  drawn  upon  to  accommodate  an  overflow  of  traffic. 
Grand  Prix  photographs  arrived  for  London  newspapers  on 
these  return  machines,  and  there  was  an  exciting  rush  to  get 
them  through  Customs  and  up  to  town  in  time. 
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NOTICES  TO  AIRMEN 


Aerodromes  for  Civil  Use  :  Amendments 

It  is  notified  Notice  to  Airmen  No.  35  of  1922  (Consoli¬ 
dated  List  of  Aerodromes)  is  amended  as  follows  : — List  C., 
Licensed  Civil  Aerodromes. — The  following  should  be  added  : — 
Alva,  King  o'  Muirs  Farm  ;  Cupar,  Hilton  of  Carslogie  Farm  ; 
Kincardine,  Toll  Road. 

(No.  60  of  1922.) 

Shoeburyness  :  Flying  of  Kite  Balloon 

It  is  notified  : — 

A  Kite  Balloon  is  flown  daily  at  the  Meteorological  Station, 
Great  Wakering,  2  miles  N.N.E.  of  Shoeburyness  (Lat.  51° 


32'  N.,  Long.  o°  49'  E.)  for  the  purpose  of  making  meteoro¬ 
logical  observations. 

The  balloon  is  normally  flown  at  a  height  of,  approximately, 
10,000  ft.  The  cable  is  marked  with  red  and  white  streamers. 

Pilots  flying  in  the  neighbourhood  of  Shoeburyness  should 
keep  a  careful  lookout,  as  the  balloons  and  mooring  cable 
constitute  a  danger  to  aircraft. 

N.B. — Attention  is  drawn  to  Notice  to  Airmen  No.  51  of 
1922,  warning  pilots  of  the  existence  of  a  danger  area  across 
the  mouth  of  the  Thames,  extending  from  Yantlet  (Isle  of 
Grain)  to  Foulness  Sand  and  passing  close  to  Shoeburyness. 

(No.  61  of  1922.) 
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THE  ENTLER  ALL-METAL  SPORTINC  CANTILEVER  BIPLANE 


The  aeroplane  shown  in  the  accompanying  illustrations  is 
the  product  of  a  newcomer  to  the  German  aircraft  industry — 
the  Entler-Werk,  Wilhelmsliaven,  It  is  designed  by  Herr 
Victor  Entler,  of 
Bremen,  who  was 
formerly  with  the 
Junkers,  Sablatnig 
and  LI  ansa- Branden¬ 
burg  firms.  The  first 
series  of  this  small 
biplane  is  in  the  pro¬ 
duction  stage,  and 
will  be  produced 
both  as  a  single- 
seater  and  a  two- 
seater. 

The  power  plant 
fitted  varies,  accord¬ 
ing  to  the  customer's 
own  choice.  Amongst 
others,  Mr.  Entler 
hopes  to  fit  the  40 
h.p.  Green  engine  in 
these  machines.  The 
'plane  itself  is  sold  in 
Germany  for  250,000 
marks  and  in  Great 
Britain  for  £220,  with 
two  years'  guarantee. 

With  the  present 
engine  installation,  a  30  h.p.  twin-opposed  Iiaacke  engine  is 
fitted. 

The  Entler  biplane  has  not  yet  been  tried  out  in  the  air 
to  its  full  capacity,  but  it  has  been  designed  for  10  hours’ 
non-stop  flying  capacity  So  far  a  speed  of  65  m.p.h  has 
been  attained  witli  the  30  h.p.  engine.  It  will  he  noted  that 
the.  wheel  shaft  of  the  undercarriage  is  made  in  two  parts, 
and  that  the  rudder,  divided  elevators  and  the  ailerons — which 
arc  fitted  to  the  top  plane  only — are  unbalanced.  Both  the 


upper  and  lower  planes  are  one-piece  jobs  that  can  be  mounted 
and  removed  quickly  and  easily.  The  petrol  tank  is  fitted 
inside  the  top  plane.  The  control  of  the  ailerons  is  by  means 

of  duralumin  rods 
and  cables. 

The  interior  struc- 
ture  arrangement  of 
this  little  machine 
has  been  patented 
by  the  designer, 
but  beyond  that  no 
further  information 
is  available  at  the 
moment.  The  ex¬ 
ternal  construction 
does  not  differ  in 
appearance  from  that 
of  the  Junkers  air- 
craft. 

It  must  be  ad¬ 
mitted  that  the 
Entler  Sporting  bi¬ 
plane  possesses  a 
pleasing  appearance, 
and  we  await  with 
interest  further  news 
of  this  “  novelty.’ '^L- 
The  principal 
characteristics  of  this 
machine  are : — 

23  ft.  o  ins. 

.  ,  19  ft.  6  ins. 

. .  3  ft.  3  ins. 

. ,  3  ft.  ir  ins. 

16  ft.  9  ins. 

, .  7  ft.  9  ins. 

.  .  150 -6  sq.  ft. 

..  375  lbs. 

, .  So  m.p.h. 


THE  ENTLER  ALL-METAL  SPORTING  BIPLANE  :  Side  view  of 
the  latest  German  effort.  The  engine  is  a  30  h.p.  Haacke. 
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Honouring  Sir  James  Stevenson 

Following  a  luncheon  last  week  at  the  Savoy  Hotel, 
Sir  James  Stevenson  was  presented  with  a  silver  salver 
inscribed  as  follows. : — 

”  Presented  to  Sir  James  Stevenson,  in  recognition  of  his 
services  to  British  aviation  by  his  colleagues  on  the  Air 
Council,  February,  1919-Octobcr,  1921." 

The  salver  bore  the  signatures  of  present  and  past  members 
of  the  Air  Council. 

Irish  Free  State  and  Aviation 

A  second  aeroplane  for  the  Irish  School  of  Flying,  about  to 
be  established  at  Baldounell,  has,  according  to  the  Derry 
Journal,  arrived  in  Dublin.  It  is  an  Avro  machine,  and  was 
brought  to  Dublin  by  the  British  and  Irish  steamer  "  Lady 
Cloe."  As  the  steamer  came  up  the  Liffey,  an  Irish  military 
guard  went  aboard  to  take  charge  of  the  aeroplane.  It  is 
understood  that  the  Irish  Air  Council  expect  to  have  the  School 
of  Aeronautics  at  work  in  a  short  time.  The  delay  in  all 
branches  of  Irish  reconstruction  resulting  from  the  controversy 
of  the  last  six  months  has  held  up  the  organisation  of  the  new 


air  services,  both  military  and  civil.  The  Irish  Air  Council 
expect  to  be  able  to  push  on  this  work  immediately  and  begin 
the  training  of  Irish  airmen. 

Aircraft  for  Exploring  the  Antarctic 

Besides  diamonds,  edible  fish  in  solid  masses,  ioo-fathom 
marine  trees,  and  other  wonders  of  the  Antarctic,  from  a 
report  by  Major  Carr,  who  accompanied  the  "  Quest  "  expedi¬ 
tion  to  attend  to  the  aviation  side  of  the  undertaking,  it  is  his 
opinion  that  the  opportunities  for  aerial  work  in  the  Antai'ctic 
Zone  are  wonderful.  Un fortunately,  owing  to  a  change  of 
plans,  the  baby  seaplane  and  balloon  sent  to  Cape  Town  for 
the  “  Quest  ”  were  never  embarked.  If  the  explorers  had 
been  able  to  climb  to  a  good  height  and  fly  one  hundred  miles 
farther  south  they  believe  that  they  would  have  sighted  new' 
land. 

The  weather  conditions  were  very  wonderful,  the  air  being 
clear  as  crystal  and  the  mirage  remarkable.  Major  Carr 
believes  there  are  great  possibilities  for  aviation  work  in 
Polar  regions,  and  he  regards  seaplanes  as  indispensable  for 
successful  exploration. 


375 


June  29,  1922 


IN  PARLIAMENT 


British  Air  Power 

Major-General  Seely  on  June  20  asked  the  Prime  Minister  whether 
his  attention  has  been  called  to  the  fact  that  the  reserve  for  the  Royal  Air 
Force  to  be  provided  by  civil  aviation  has  almost  entirely  disappeared,  and 
that  as  a  consequence  our  defensive  power  in  the  air  has  fallen  to  a  dangerously 
low  level  in  comparison  with  other  countries  and  in  relation  to  the  other  arms 
of  our  own  service  ;  and  what  action  he  proposes  to  take  in  the  matter  ? 

Mr.  Chamberlain  :  My  right  bon.  and  gallant  friend  may  be  assured  that 
His  Majesty's  Government  are  alive  to  the  bearing  upon  national  security 
of  the  developments  of  aviation  iu  all  their  various  aspects,  and  are  giving  the 
present  position  their  very  careful  consideration.  It  must  not,  however,  be 
taken  to  indicate  that  our  defensive  power  is  necessarily  dependent  to  more 
than  a  limited  degree  upon  the  condition  of  civil  aviation. 

Major-General  Seely  :  What  action  is  the  Government  really  taking  now, 
apart  from  consideration,  in  view  of  the  deplorable  situation  in  which  we 
stand  in  the  air  relatively  to  other  Powers  ? 

Mr.  Chamberlain  :  It  is  generally  held,  1  think,  that  consideration  should 
precede  action. 

Major-General  Seely  :  But  consideration  has  proceeded  for  two  years,  and 
this  is  the  result :  1  ask  what  action  is  now  being  taken  after  two  years’ 

consideration  ? 

Mr.  Chamberlain  :  I  can  give  no  further  answer.  I  do  not  profess  to  be 
conversant  with  the  details,  but  what  I  do  know  is  that  the  positioo  as  a  whole, 
and  the  scnous  questions  involved,  are  under  consideration  at  this  time. 
Beyond  that  I  cannot  go.  If  my  right  hori.  and  gallant  friend  desires  further 
information,  apart  from  broad  policy  ,  1  shall  be  Obliged  if  he  will  put  a  question 
down. 

Major-General  Seely  t  I  will  do  so  for  Thursday  to  the  Prime  Minister. 

Foreign  Aircraft 

Major-General  Seely  asked  the  Secretary  of  State  for  Air  if  he  can 
state  the  approximate  number  of  civil  aircraft  oi  value  for  war  purposes  now 
available  in  the  principal  European  countries  and  in  the  United  States  of 
America  ? 

Captain  Guest :  The  numbers  of  civil  aircraft  borne  on  the  French,  Belgian 
and  Dutch  registers  on  May  1  were  59S,  39,  and  15  respectively.  In  the 
absence  of  any  authoritative  statement  by  the  Governments  concerned,  it  is 
impossible  to  say  what  proportion  of  these  aeroplanes  would  be  of  value  for 
fighting  or  war-training  purposes,  but  it  is  probable  that  the  number  fit 
for  modern  warfare  would  be  small.  As  regards  Germany,  225  aeroplanes 
were,  on  May  T,  available  for  air  traffic,  but  none  of  these  would  be  of  value 
for  war  purposes.  As  regards  America,  the  estimated  number  of  civil  aircraf' 
in  operation  in  1921  was  1,200.  Of  these,  approximately  600  were  employed 
by  civil  air  transport  companies. 

Aeroplanes,  Pilots  and  Wireless 

Sir  Harry  Brittain,  on  June  22,  asked  the  Secretary  of  State  for  Air 
the  number  of  foreign-owned  passenger-carrying  aeroplanes  trading  between 
their  own  country  and  Euglaud  which  carry  only  a  single  pilot  ;  wbat  number 
are  not  yet  fitted  with  wireless  ;  and  whether  he  can  give  approximate  dates 
on  which  these  essential  improvements  are  to  be  remedied  ? 

Captain  Guest :  The  answer  to  the  first  question  is  71  aeroplanes,  of  which 
10  will  eventually  be  replaced  by  aeroplanes  fitted  with  dual  control  capable 
of  carrying  two  pilots ;  to  the  second,  65  ;  to  the  third,  that  it  is  expected 
that  all  these  aeroplanes  will  befitted  with  wireless  apparatus  within  the  next 
three  months. 

Trans-European  Air  Routes 

Mr.  L’Estrange  Malone  asked  whether  any  steps  are  being  taken  to 
establish  British  air  routes  on  any  European  routes  other  than  the  little  cross- 
Channel  routes  London- Paris,  London-Brussels,  etc.;  whether  definite  steps 
are  being  taken  to  establish  British  air  routes  on  the  important  trails  European 
routes  where  French,  German  and  Italian  aircraft  are  already  operating  ;  and, 
if  not,  why  uot  ? 

Captain  Guest:  The  answer  to  the  first  question  is  that  it  is  proposed  to 
establish  a  new  subsidised  air  route  with  flying  boats  from  Southampton  to 
Cherbourg  and  probably  later  to  the  Channel  Islands  ;  to  the  second  that, 
except  as  stated  above,  no  additions  to  the  existing  subsidised  aeroplane  ser¬ 
vices  are  at  present  contemplated,  though  these  routes  may  be  extended  under 
the  present  subsidy  scheme  within  the  limits  oi  the  money  available  ;  to  the 
last,  that  the  Ministry  has  up  to  the  present  received  no  applications  from 
any  British  firm  to  establish  a  British  air  line  on  the  trans-European  routes. 

Mr.  Malone :  Is  the  right  hon.  and  gallant  gentleman  aware,  now  that 
Germany  is  allowed  to  build  aircraft,  that  Germau  aircraft  will  be  ahead  of 
the  English  ? 

Captain  Guest  ;  I  think  it  must  be  apparent  to  my  hon.  friend  that  European 
countries  have  a  considerable  advantage  over  us  in  this  connection. 

London-Paris  Route  Equipment 

Mr.  L.  Malone  asked  whether  any  complaints  have  been  made  to  the 
effect  that  the  facilities  as  regards  terminal  aerodromes,  landing  grounds  m 
route,  wireless  communication,  fog  reporting,  etc.,  on  the  London-Paris  route 
are  inadequate  ;  whether  any  representations  have  been  made  to  the  French 
Government  to  improve  the  wireless  facilities  on  the  French  side  of  the 
London-Paris  route,  or  what  is  the  delay  in  establishing  efficient  communica¬ 
tion  ;  and  whether  the  Air  Ministry  will  consider  setting  up  stations  for 
reporting  the  width  and  altitude  of  fog  banks  on  the  route  and  otherwise 
dealing  with  the  complaints  made  against  this  route  ? 

Captain  Guest :  The  answer  to  the  first  question  is  that  some  vague  com¬ 
plaints,  especially  in  regard  to  the  French  portion  of  the  route,  have  been 
received,  but,  with  two  exceptions,  none  of  them  has  been  sufficiently  concrete 
or  definite  to  enable  action  to  be  taken  on  them.  The  two  exceptions  related 
to  the  defective  condition  of  the  surface  of  Croydon  aerodrome  (which  steps 
have  been  taken  to  remedy),  and  to  delays  in  wireless  communication  between 
Croydon  and  Paris,  mainly  traceable  to  atmospheric  disturbances  and  in  a 
less  degree  to  mistakes  by  personnel.  As  regards  wireless  communication  on 
this  route  generally,  1  would  refer  my  hon.  friend  to  my  reply  to  him  of  May  4 
last.  That  reply  is  also  pertinent  to  the  second  question,  the  answer  to 
which  is  in  the  affirmative.  The  delays  iu  establishing  efficient  wireless 
communication  on  the  French  side  of  the  Channel  are  due  to  the  time  neces¬ 
sary  to  reconstruct  their  W/T  stations,  but  we  are  iulorrned  that  this  work 
is  being  pressed  forward.  As  regards  the  last  partiof  the  question,  experi¬ 
ments  are  iu  hand  for  finding  a  practical  method  of  determining  the  vertical 
extent  of  fog,  and  the  suggested  establishment  of  new  stations  for  this  purpose 
additional  to  the  existing  five — namely,  three  on  the  58-mile  route  from 
Croydon  to  the  coast,  reporting  weather  conditions  every  hour  during  daylight, 
and  two  reporting  the  conditions  over  the  Channel — is  not  considered  necessary. 

Mr.  Malone  :  Has  the  right  hon.  and  gallant  gentleman  actually  inter 
viewed  some  of  the  pilots  about  these  complaints  in  the  first  part  of  the 
question  :  and  if  not,  will  he  do  so  ? 

Caplin  Guest  :  I  will  certainly  put  myself  in  touch  with  the  companies, 
aus  ask  them  to  inform  me  of  what  are  the  view  of  their  pilots. 

Thames  Air  Station 

Mr.  Gilbert  asked  whether  any  further  progress  has  been  made  as  to 
providing  ari  air  station  on  the  Thames  in  the  vicinity  of  Westminster  and 
V'auxhall  bridges  ;  whether  it  has  been  definitely  decided  to  establish  such  a 


station  ;  when  it  isjproposed  to  use  it  for  a  Continental  air  service  ;  and  can 
he  make  any  general  statement  on  the  subject  ?  .... 

Captain  Guest  :  Negotiations  have  been  steadily  pursued  with  a  view  to 
carrying  out  the  series  of  experimental  flights  to  and  from  the  1  names  at 
Westminster  referred  to  in  the  reply  I  gave  my  hon.  friend  on  February  22 
last.  These  have,  however,  not  borne  fruit,  and  I  regret,  therefore,  that  1 
have  nothing  to  add  to  my  previous  statements. 

Air  Service  to  India  and  Australia  . 

Commander  Bellairs  asked  the  Prime  Minister,  in  view  oi  the  importance 
of  the  proposed  airship  service  to  India  and  Australia,  whether  he  can  hasten 
the  consideration  and  decision  of  the  Imperial  Defence  Committee  r 

Mr,  Lloyd  George  :  The  question  of  the  proposed  airship  service  to  India 
and  Australia  will  be  considered  at  an  early  meeting  of  the  Committee  of 
Imperial  Defence. 

R.A.F.  Pilots  and  Skilled  Workmen 

Sir  II.  Brittain  asked- the  Secretary  of  State  for  Air  whether  he  can 
make  any  statements  as  to  what  is  being  done  by  his  Department  to  retain  a 
sufficiency  of  skilled  pilots  ;  and  whether  he  is  also  giving  attention  to  the 
necessity  of  having  available  an  adequate  number  of  trained  engineers  and 
skilled  workmen  to  deal  with  the  manufacture  and  upkeep  of  aeroplanes, 
bearing  in  mind  the  needs  of  the  future  ?  . 

Captain  Guest  :  The  Short  Service  Commission  scheme  which  was  insti¬ 
tuted  in  1919  will  provide  a  regular  flow  of  qualified  pilots  into  the  Reserve. 
Under  this  scheme  commissions  are  granted  for  four  years’  service  in  the 
flying  branch  of  the  Regular  Air  Force,  followed  by  four  years  in  the  Air 
Reserve.  A  number  of  these  short  service  officers  will  pass  to  the  Reserve  in 
a  few  months  time.  Skilled  men  who  have  served  in  the  ranks  as  fitters, 
riggers,  etc.,  are  also  passing  into  the  Reserve,  and  will  be  available  for  service 
in  connection  with  the  upkeep  of  aircraft  in  a  national  emergency.  As  regards 
manufacture,  it  is  the  policy  of  the  Air  Ministry  to  support  aircralt  constructors 
to  tbe  utmost  exteut  compatible  with  the  needs  of  national  ecouomy. 

Sir  H.  Brittain  :  Realising  that  the.  right  hon.  gentleman  appreciates  as 
much  as  anybody  else  the  urgency  of  this  question,  and  the  impossibility  of 
improvisation,  can  he  sav  what  the  Ministry  is  prepared  to  do  in  the  case  01 
British  plants  having  to  close  down  while  this  lengthy  consideration  is 
going  on  ?  „  ,  ... 

Captain  Guest  :  That  is  too  important  a  question  to  answer  by  way  ot 
reply  to  the  supplementary  question. 

Sir  W.  Joynson-Hicks  :  Iu  regard  to  the  personnel,  is  the  right  bon.  and 
gallant  gentleman  satisfied  that  the  flow  of  pilots  and  mechanics  is  sufficient 
iu  view  of  unforeseen  contingencies  ?  . 

Captain  Guest  :  I  think  the  annual  flow  oi  pilots  will  rise  to  about  500,  and 
of  mechanics  probably  to  2,000. 

Naval  Wing  of  R.A.F.  .  . 

Captain  Viscount  Curzon  asked  the  Prime  Minister  whether  the  Com 
mittee  appointed  to  enquire  into  the  position  and  work  of  the  Naval  Wing  ol 
the  Royal  Air  Force  has  held  any  meetings  as  yet  ;  when  it  is  likely  to  con¬ 
clude  its  labours  ,  whether  any  Report  will  be  issued  ;  and  whether  the 
serious  lack  of  machines  and  pilots  for  work  in  conjunction  with  the  fleet  has 
received  the  consideration  of  the  Government? 

Mr.  Lloyd  George  :  The  reply  to  the  first  part  of  the  question  is  that  no 
Committee  was  appointed  to  consider  the  position  and  work  oi  the  Naval 
Wing  of  the  Royal  Air  Force.  A  Committee  was  promised  by  the  Leader  of 
the  House  to  examine  into  the  system  of  naval  and  air  co-operation.  No 
formal  meeting  of  the  Committee  has  yet  been  held,  but  some  progress  has 
been  made  by  preliminary  exchange  of  views.  The  reply  to  the  second  part 
of  the  question  is  that  1  am  unable  to  say  when  the  Committee  is  likely  to 
conclude  its  labours,  and  to  the  third  part  that  a  report  will  be  rendered  to 
the  Committee  oi  Imperial  Defence  of  which  this  is  a  Sub-Committee.  With 
regard  to  the  fourth  part  of  the  question,  I  am  not  aware  of  any  serious  lack 
of  machines  or  pilots  for  work  in  conjunction  with  the  Fleet,  and  air  training 
in  co-operation  with  the  Navy  is  being  actively  and  efficiently  carried  011 
with  the  limited  forces  at  our  disposal. 

Status  of  Secretary  ot  State  for  Air 

Mr.  L.  Malone  askod  the  Prime  Miu  ster  whether,  in  view  of  the  present 
and  increasing  importance  of  the  Air  Force,  His  Majesty’s  Government  will 
consider  raising  the  status  of  the  Secretary  of  State  for  Air  to  the  same  as 
that  held  by  the  First  Lord  ot  the  Admiralty  and  the  Secretary  of  State  for 
War  ? 

Mr.  Lloyd  George  :  I  am  not  prepared  to  propose  an  increase  in  the  salary- 
attached  to  any  post  in  the  Government  at  the  present  time,  nor  do  I  think 
it  expedient  to  add  to  the  numbers  of  the  Cabinet. 

Mr.  Hogge  :  This  does  not  necessarily  depend  upon  the  amount  paid  to  the 
Minister.  “  Is  the  Prime  Minister  aware  that  the  Secretary  for  Scotland  does 
more  work  than  any  other  Minister  in  the  Cabinet  ? 

Mr.  Lloyd  George  :  That  is  the  only  difference  of  which  I  know. 

Captain  Wedgwood  Benn  :  In  view  of  the  importance  of  the  Air  Service, 
should  it  not  receive  equal  recognition  in  this  respectiwith  the  other  two  arms 
of  the  Service  ? 

Commander  Bellairs:  If  you  take  the  First  Lord  of  the  Admiralty  and 
the  Secretary  of  State  for  War  out  of  the  Cabinet  that  would  put  them  all 
upon  an  equal  basis. 

Air  Fovver 

Sir  W.  Joynson-Hicks  asked  the  Prime  Minister  whether  he  has  received 
a  letter,  dated  June  2,  from  the  Parliamentary  Air  Committee  ;  and  what 
action  the  Government  proposes  to  take  in  regard  to  the  air  position  ? 

Major-General  Seely  aske-d  the  Prime  Minister  if  he  will  take  steps  to 
ensure  that  our  safety  in  the  air  shall  receive  full  consideration  relatively  to 
our  other  defensive  services  ? 

Viscount  Curzon  asked  the  Prime  Minister  whether  the  Committee  of 
Imperial  Defence  has  considered  the  adequacy  or  otherwise  of  the  provision 
for  the  air  defence  of  the  country  ;  if  so,  what  is  their  decision  ;  whether 
the  same  Committee  has  considered  the  adequacy  or  otherwise  of  the  arrange¬ 
ment  made  and  the  provision  for  aircraft  working  with  the  Royal  Navy  ;  and, 
if  so,  whether  the  Dominions  were  represented  at  such  deliberations  arid  it 
they  concur  in  the  conclusion  reached  ? 

Mr.  Lloyd  George  :  Yes,  Sir.  I  have  received  the  letter  in  question.  Long 
before  this  letter  was  written  the  attention  of  the  Government  had  been 
directed  to  all  the  questions  of  aerial  defence  and  development  to  which  it 
refers,  and  a  special  sub-committee  of  the  Committee  of  Imperial  Defence 
had  been  appointed  to  consider  and  report  upon  the  general  question  which 
is  now  before  the  Committee  of  Imperial  Defence.  The  arrangement  for 
aircraft  working  with  the  Royal  Navy  is  being  considered  by  a  separate 
committee. 

Sir  W  Joynson-Hicks  :  Having  regard  to  the  very  great  importance  which 
I  know  my  right  hon.  friend  attaches  to  this  question,  may  i  ask  whether 
there  is  any  possibility  of  him  being  able  to  make  a  statement  in  the  approxi¬ 
mately  near  future  ? 

Mr.  Lloyd  George:  The  letter,  I  agree,  contains  some  very  impressive 
passages,  and  the  Committee  are  examining  the  whole  problem  very  closely. 
1  think  it  would  be  a  great  mistake  to  be  in  a  hurry  to  insist  upon  a  report, 
because  there  are  a  good  many  considerations  which  must  be  taken  into 
account. 
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Londtm  Gazette,  June  rt>,  10? ' 

GeniruL  Oulu  Brunch 

1  he  date  of  effect  of  the  columns,  ol  the  following  Flying  Officers  is  May  ->5, 
and  not  as  Gazette,  June  6  :  A  W.  Greet,  U.  ,\f.  Taylor,  M  l  . 

London  Gazette,  June  20,  1922 
General  Duties  Branch. 

1’ilot  Offr.  R  K.  Baugh  to  be  Flying  Offc,  April  20.  Flying  Offr.  B.  Ankers, 
l>.(  VI.,  is  restored  to  full  pay  from  half-pay  ;  April  1  (substituted  for  Gazette, 
May  s).  Flying  Offr.  T.  L.  Pearce  to  take  rank  and  precedence  as  if  his 
up pt„  as  Flying  Offr.,  bore  date  Oct.  13,  1918,  immediately  following  Flying 
Oftr  R.  LI.  Cuntle.  Reduction  to  take  effect  from  June  7.  Flying  Offr 
T.  B.  Lully,  A.  ILL. 1  resigns  Ills  sherrt  service  commit.,  and  is  granted  rank  of 
Capt, ;  June  at. 

Stores  Branch. 

Flying  Offr.  T.  <•.  J  unes  is  granted  a  permanent  comntu.,  retaining  his 


present' 3UbstnntiVrt  rank  and  seny.,  and  is  transRT.  to  Stores  Branch; 
May  15. 

London  Gazette,  June  23,  1932 
General  Duties  Brunch 

Air  Coiumod.  E.  A.  D.  Masterman.  C.M.G.,  C.B.E.,  A  l7  C-.  's  placed  on 
half  pay,  Scale  A  ;  June  to  Flight  Lieut.  A.  IT.  Warm  is  restored  to  full  pay 
from  half-pay ,  June  *6.  Flying  Offr.  F  McQuistan,  D  F.C.,  is  removed  from 
the  R.A.F,  ;  March  30. 

Stores  Branch 

The  name  of  Flight  Lieut.  Henry  Sain  Francis  Temple.  Jerratxl  will  be  as 
now  described,  and  not  “  Henry  Vaughan  Jerrard,”  as  stated  in  previous 
Gazettes. 

Memorandum. 

.Hon.  Sec.  Lieut  G.  C.  Wright  rehnipushes  his  lion,  commn  on  joining  the 
Territorial  Army  ;  May  29. 
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Married 

Major  Cuthbbrt  D.  Fellowes,  M.C.,  A.F.C.,  second  son  of 
Rear-Admiral  Sir  T-  H.  B.  Fellowes,  K.C.B.,  D.L.,  of  Steven¬ 
age,  Herts,  was  married  very  quietly  on  June  22  at  St. 
Nicholas'  Church.  Stevenage,  to  Margaret  Bogle,  widow 
of  Ueut.-Commauder  Donald  Oswald,  Royal  Navy,  second 
daughter  of  the  late  Gilbert  W.  Don,  Esq 

Flight  Lieut,  Cress  well  Turner,  A.F.C.,  R.A.F.,  only  son 
of  Mr.  and  Mrs.  J.  Turner,  of  Edgbaston,  Birmingham,  was 
married  on  June  14,  at  St.  Saviour’s,  Eastbourne,  to  Nor  ah 
Ethel,  cider  daughter  of  Mr.  and  Mrs.  H.  Ray-Engt.kheart, 
of  Blackwater  Hoad,  Eastbourne,  and  granddaughter  of  the 


late  Lieut.-Col.  A.  B.  W.  Sleigh,  H.M.'s  77th  and  2nd  West 
India  Regt. 

The  marriage  arranged  between  Major  James  Dun  d  a  s- 
Grant  (late  R.A.F.),  younger  son  of  Sir  James  and  Lady 
Dundas-Grant,  and  Miss  Katherine  Galloway,  younger 
daughter  of  Sir1  Janies  and  Lady  Galloway,  took  place  on 
June  24  at  All  Saints',  Margaret  Street. 

To  be  Married 

The  marriage,  arranged  between  John  Vaughan  Roberts, 
R.A.F. ,  and  Mary  Constance,  daughter  of  Brig, -General 
and  Mrs.  J.  H.  Lloyd,  of  Queensbridge,  Ellesmere,  will  take 
place  quietly  on  July  4,  in  Ireland. 
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FLIGHTS  BETWEEN  JUNE  18  AND  JUNE  24,  INCLUSIVE 


No.  of  flights* 
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No.  of 
flights 
carrying 

ef 

Average  flying 
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Type  and  (in  brackets) 
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04 

*** 
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No.  of  j< 
comp 

Fastest  time  made  by 

Number  of  each  type  flying 

Croydon-Paris  ... 

49 

ioo 

21 

33 

48 

h.  m. 

2  45 

D.H.  34  G-F.BBS  (ah.  cm.) 

B.  (4),  D.H.  t8  (2),  D.H.  34(3), 

Paris-Croydon . 

40 

112 

9 

36 

43 

3  t0 

D.H.  18  G-EAWX  (2h.  16m.) 

G.  (7),  H  P.  (1),  H.P.  W.8B  (3), 
Sp-  (3),  V.  (1).  W.  (1). 

B.  (3),  D.H.  iS  (2),  D.H.  34  (3). 

C  roydon-Brussels 

8 

21 

2 

5 

8 

2  12 

D.H.  iS  G-EAWX  (ih.  5Sm.) 

G.  (S',  H.P.  W.8B  (3),  Sp.  (3). 
V.  (1),  W.  (2). 

D.H.  18  (2).  D.H.  34  (i),  H.P. 

Brussels-Croydon 

8 

17 

.5 

7 

3  29 

Vulcan  G-EBBL  (eh.  39m.) 

W.8B  (1),  V.  (i).  W.  (1). 

D.H.  18  (2),  D.H.  34  (1),  V.  (1), 

Croydon-Ro  tterda  m  - 

12 

10 

12 

1 1 

12 

2  3.7 

Fokker  H-NABK  (2I1.  om.)§ 

W.  (1). 

P.  (7)- 

Amsterdam. 

Amsterdam-Rotterdam- 

IT 

6 

11 

10 

1 1 

3  10 

Fokker  H-NABN  (2h.  30m. )§ 

F-  (7)- 

Croydon. 

Totals  for  week 

*37 

26b 

?5 

100 

129 

7 

*  Not  including  "  private  "  flights.  f  Including  certain  journeys  when  stops  were  made  en  route. 

J  Including  certain  diverted  journeys.  §  Rotterdam. 

Av.  =  Avro.  B  =  Breguet.  Br.  —  Bristol.  Bt.  =  B.A.T.  D.H.4  =  De  Havilland  4,  D.H. 9  (eteq. 

F.  =  Fokker.  Fa,  =  Farman  F.50.  G.  =  Goliath  Farman.  H.P.  =  Handley  Page.  M.  —  Martinsyde.  N.  =  Nieuport. 
P.  Potes.  R.  =  Rumpler.  Sa.  =  Salmson.  Sp.  =  Spad.  V.  —  Vickers  Vimy,  Vulcan,  etc.  W.  =  Westland. 

The  following  is  a  list  of  firms  running  services  between  London  and  Paris,  Brussels,  etc.,  etc.  ; — Co.  des  Grandes 
Expresses  Adriennes  ;  Daimler  Hire,  Ltd.  ;  Handley  Page  Transport,  Ltd.  ;  Instone  Air  Line  ;  Koninklijkie  Luchtvaart 
Maatschappij  ;  Messageries  Adriennes  ;  Syndicat  National  pour  l'Etude  des  Transports  Adriens  ;  Co.  Transadrienne. 

Incidental  Flying. — A  busy  week  was  spent  testing  machines  for  the  Aircraft  Disposal  Co.  by  May  Foot,  Capt.  Stoken. 
Messrs.  Courtney,  Dickinson,  Hayns  and  Shaw.  Machines  out  were  D.H,  9's,  Bristol  Fighter,  Martinsyde  and  S.F.  5a*s, 
some  of  which  were  flown  to  Brussels. 

The  Surrey  Flying  Services  Avro  also  made  a  flight  to  Brussels  and  back  on  the  21st  and  22nd. 
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THE  LONDON  AERO-MODELS  ASSOCIATION 
(The  Society  of  Model  Aeronautical  Engineers.) 

Com  wen rioN  for  Cuuini  Challenge  l  up. — On  account  of  the 
bad  weather  on  Saturday  last  this  Competition  had  to  be 
postponed  to  Saturday  next,,  July  1,  on  the  same  .ground. 

Oil  Thursday  next,  the  29th  inst at.  7,30  p.rn.,  Mr.  l’\ 
Ilandley  Cage  has  arranged  for  Mr.  Reynolds,  of  the  Handley 
Page  Research  Department,  to  read  a  paper  before  the 
members  at  Headquarters,  20,  Great  Windmill  Street,  Picca¬ 
dilly,  W.  i,  the  title  of  which  will  he  "  The  Handley  Page 
Slotted  Wing,”  illustrated  by  lantern  slides.  Dr.  A.  P. 
Thurston,  D.Sc..  will  preside. 

"  Flight  Golf”  Competition  for  Fuoiit  Challenge  Cup  will 
be  held  on  Wimbledon  Common  on  Saturday,  July  8,  1922, 
at  5  p.m.  See  last  week's  Flight  for  full  particulars. 

On  Thursday.  July'  6,  a  Committee  Meeting  wilt  be  held, 
when  suggestions  from  members  on  future  competitions  will 
be  discussed.  Suggestions  should  be  in  the  hands  of  the  Hon. 
Secretary  by  Wednesday,  July  5. 

Mr.  Felix  Kelly’s  Challenge  Cup  for  best  duration  in  a 
single  flight  by  compressed  air  driven  model  aeroplane, 
Wimbledon  Common,  Saturday,  September  2,  1922,  at  5  p.m. 
punctual. 

Rules 

The  holder  of  the  Cup  for  each  year  to  be  the  entrant  ol 
the  machine  giving  the  best  performance  under  the  following 
Conditions  : — 

(1)  Models  to  be  limited  to  those  driven  by  compressed  air. 

(2)  Minimum  w  e  ight  complete,  1  lb. 

(3)  Winning  flight  minimum  duration,  x  minute. 

(4)  Minimum  loading,  8  ozs.,  equals  1  sip  ft.  for  all  hori¬ 
zontal  surfaces.  In  the  case  of  a  dihedral  or  other  angle,  the 
area  of  such  surfaces  will  be  measured  separately. 

(5)  Machines  to  rise  off  the  ground  under  their  own  power 

(<>)  Flights  to  take  place  over  reasonably  level  ground. 

(7)  Machines  at  termination  of  flight  to  be  in  proper  flying 
condition,  and  shall  make  a  further  flight  rising  off  the 
ground,  of  at  least  15  seconds  to  prove  its  proper  flying 
condition  is  still  unimpaired. 

(8)  All  air  containers  to  be  inflated  by  pumps  operated  by 
physical  energy  only'. 

(9)  A1.  least  three  attempts  shall  be  allowed. 

The  Cup  is  won  outright  by  the  entrant  holding  it  for  three 
Consecutive  years. 


IMPORTS  AND  EXPORTS,  1921-1922 

Aeroplanes,  airshxps,  balloons  and  parts  thereof  (not  shown 
separately  before  1910).  For  1910  and  igu  figures  see 
‘Flight”  for  January  25,  1912;  for  1912  and  1913.  see 
"Flight”  for  January  17,  19145  for  1914.  see  "Flight” 
for  January  15,  191.51  for  1915,  see  ”  Flight  ”  for  January  13, 
19165  for  1916,  see  *  Flight”  for  January  11.  1917 '  f°r 
1917.  see  “Flight”  for  January  24,  1918;  for  1918,  see 
“Flight”  for  January  16,  1919;  for  1919.  see  "Flight" 
for  January  22,  1920;  for  1920,  see  ”  Flight  ”  for  January  13, 
1921 ;  and  for  1921,  see  “Flight  ”  for  January  19,  1922. 

Imports  Exports  Re-Exportation 


1921. 

1922. 

1921. 

1922. 

1921. 

1922. 

Jan.  ... 

£ 

£ 

£ 

£  , 

£ 

£ 

4,459 

M52 

87,128 

76,552 

2,285 

23 

Keb.  ... 

2,379 

567 

59.S29 

69,129 

19 

I,IOO 

Mar.  ... 

14 

,  1,471 

118,199 

166,607 

1,565 

100 

April... 

1,370 

3,846 

138,983 

139,995 

450 

5,880 

May  ... 

3,350 

2,416 

59,624 

167,999 

1,818 

4,254 

»L572 

9,452 

463,763 

620,282 

6,137 

n.357 

0000 

PUBLICATIONS  RECEIVED 

British  Standard  Specification  for  Materials  and  Construc¬ 
tional  Strength  oj  Chemical  Fire  Extinguishers.  No.  138,  May 
1922.  The  British  Engineering  Standards  Association,  28, 
Victoria  Street,  London,  S.W.  1.  Price  is.  net,  by  post  is.  2 d- 

Bulletin  du  Labor  alaire  A  erotechmque  de  Belgique.  Le 
Mec anisine  du  V ol  Nat  11  rel.  By  M.  Boel.  Le  Ministre  de  la 
Defense  National©.  Brussels,  Belgium. 

Rugby  Engineering  Society  :  Proceedings  for  the  Session 
1919-20'.  Vol.  XIV."  The  Rugby  Engineering  Society,  care 
of  British  Thomson -Houston  Co.,  Ltd.,  Rugby. 

Catalogues 

L.P.C.  Piston  Rings.  The  Light  Production  Co.,  Ltd., 
60  66,  Rochester  Row,  London,  S.W.  1. 

.S' KF  Ball  Bearing  Transmission  Accessories.  The  Skefko 
Ball  Bearing  Co.,  Ltd.,  Luton,  Beds. 

0  0  0  0 
NEW  COMPANY  REGISTERED. 

SIBLEYS  (1922),  LTD.,  310-314.  Clapham  Roarl,  Slock  well.  S.W.  9. 
Capital  (5,000,  in  {1  shores.  Builders  erf  aeroplanes,  airships  and  engines  for 
flying  machines,  manufacturers  of  ordnance  and  munitions,  etc,  Permanent 
directors  J.  Dennis  and  T.  Dennis. 


0  0  0  0 

British  Aviation  Mission  to  Imperial  Japanese  Navy 

Maj.  F.  B.  Fowler,  late  Lieut  -Comdr.  (Attd.)  1  J.N. 
and  Sqdn. -Comdr.  K.N.A.S.,  is  returning  from  Japan,  arriving 
in  England  July  r.  He  was  one  of  the  first  officers  to  join 
the  British  Aviation  Mission  in  January,  1921,  as  Officer-in- 
Charge  of  Flying.  For  the  last  six  months  he  has  been 
second  in  command,  but  had  to  return  for  business  reasons, 
and  the  loss  of  his  services,  which  have  been  invaluable,  is 
much  regretted.  Maj.  Fowler  wall  be  glad  to  give  any 
information  in  his  power  to  the- relatives  of  those  still  serving 
or  any  others  interested,  on  application  to  his  address, 
Belhurst,  Hurstmonceux.  Sussex. 

Poison  Gas — Aircraft  -and  a  Warning  by  Marshal  Foch 

A  timely  and  very  earnest  warning  comes  from  Marshal 
Foch  not  to  neglect  power  in  the  air,  in  a  preface  which  he 
has  contributed  to  a  French  translation  of  ”  Chemical  War 
fare,”  by  Major  Victor  Lefebure.  There  he  emphasises  that 
the  ever-increasing  capacity  of  the  aeroplane  to  carry  heavier 
weights  will  supply  a  fresh  means  of  spreading  poison  gas  by 
t  he  aid  of  ever  more  powerful  bombs  and  reaching  armies  and 
populations  far  to  the  rear.  Marshal  Foch  continues  :  - 

“  Chemical  warfare  is  thus  able  to  produce  more  formidable 
results  over  greater  expanses.  On  the  other  hand,  it  is 
beyond  question  that  this  extension  finds  a  ready  realisation 
in  a  country  like  Germany,  which  devotes  itself  in  peacetime 
to  the  wholesale  manufacture  of  chemical  products  which,  by 
a  slight  modification  of  the  process  of  reaction,  can  be  con¬ 
verted  into  war  products.” 

Germany,  at  least  partially  deprived  of  her  old  method  of 
fighting  by  a  large  military  force,  carefully  instructed,  regu¬ 
larly  organised,  and  powerfully  armed,  may  well  turn  to  the 
new  methods  of  attack  which  chemical  warfare  offer.  ”  Chemi¬ 
cal  warfare  ought  therefore  to  enter  into  our  calculations  and 
our  preparations  for  the  future,  if  we  wish  to  avoid  a  formid¬ 
able  surprise.”  The  work  of  Major  Lefebure  the  Marshal 
regards  as  giving  an  exact  idea  of  the  possibilities  which 
chemical  warfare  opens  for  Germany  today,  and  for  that 
reason  of  the  danger  which  menaces  France  and  Great  Britain. 

Will  our  Government  ever  realise  what  lies  before  us  should 
they  neglect,  to  continue  “  supremacy  in  the  air  ”  ? 


If  you  require  anything  pertaining  to  aviation,  study 
“Flight's”  Buyers’  Guide  and  Trade  Directory, 
which  appears  in  our  advertisement  pages  each 
week  (see  pages  iii  and  xiv). 


NOTICE  TO  ADVERTISERS 
Ail  Advertisement  Copy  and  Blocks  must  be 
delivered  at  the  Offices  of  “Flight,”  36,  Great 
Queen  Street,  Kingsway,  W.C.  2,  not  later  than 
12  o’clock  on  Saturday  In  each  week  for  the  following 
week’s  issue. 

FLIGHT 

The  Aircraft  Engineer  and  Airships 
36,  GREAT  QUEEN  STREET,  KINGSWAY,  W.C.  2. 
Telegraphic  address  :  Truditur,  Westcent,  London. 
Telephone :  Gerrard  1828. 

SUBSCRIPTION  RATES 

”  Flight  ”  will  be  forwarded,  post  free,  at  the  following  rates  : — 

United  Kingdom  Abroad* 

5.  d.  s.  d. 

3  Months,  Post  Free...  77  3  Months,  Post  Free...  8  3 

6  „  ..*15  2  6.,  ...16  6 

12  ,,  ..  •••3°  4  12  „  ,1  **-33  0 

These  rates  are  subject  to  any  alteration  found  necessary 
under  abnormal  conditions  and  to  increases  in  postage  rates 
•  European  subscriptions  must  be  remitted  i»i  British  currency 
Cheques  and  Post  Office  Orders  should  be  made  payable  to  the 
Proprietors  of  “  Flight,”  36,  Great  Queen  Street,  Kingsway , 
W.C.  2,  and  crossed  London  County  and  Westminster  Bank, 
otherwise  no  responsibility  will  be  accepted. 

Should  any  difficulty  be  experienced  in  procuring  "  Flight  ” 
from  local  newsvendors,  intending  readers  can  obtain  each  issue 
direct  from  the  Publishing  Office,  by  forwarding  remittance  as 
above. 


3  78 


JUNE  29,  1922 


FLIGHT  BUYERS’ 


GUIDE  AND  TRADE 


DIRECTORY—  continued. 


(' Continued  front  p.  xiv.) 


4  cnsulating  materials— 


■*1 


MacLennan,  John,  &  Co.,  115,  Newgate  St.,  E.C. 1. 

City  3x15  ;  “  Vanduara,"  Cent,  London. 


lubricating  oils- 

Wakefield,  C.  C.,  &  Co..  Ltd.,  Cheapside,  E.C.  s. 
Central  1156  (3  lines);  “Cherry,"  Cent.  London. 


machining- 

Monk  Engineering  Co,,  Ltd.,  Coventry. 

Coventry  807  ;  “  Assistance,"  Coventry , 


MAGNETOS— 

British  Thomson-Houston  Co.,  Ltd.,  Lower  Ford 
Street,  Coventry. 

Telephone  *78;  “  Asteroidal,"  Coventry. 


METALS  (Anti-Friction) — 

Hoyt  Metal  Co.,  Ltd,,  Deodar  Road,  Putney, 
S.W.  15.  Putney  1323. 


METAL  PARTS  AND  FITTINGS— 

Brown  Bros.,  Ltd.,  Great  Eastern  Street,  London, 
E.C.  2. 

Monk  Engineering  Co..  High  Street,  Coventry. 

Coventry  807 ;  “  Assistance,"  Coventry. 

Rubery,  Owen  &  Co.,  Darlasion. 

Darlaston  87  ;  “Roofs,"  Darlaston. 


MODELS- 

Jones,  A  E.,  Ltd.,  25,  Eversbolt  Road,  Camden 
Town,  N.W.  x. 

D.A.P.,  Replingham  Road,  Southfields,  S.W.  18. 


PETROL- 

Anglo- American  Oil  Co.,  Ltd.  (Pratts),  Queen 
Anne's  Gate,  S.W.  1 . 


PROPELLERS  - 

Falcon  Airscrew  Cc.,  1x3,  Cottenham  Road, 
Holloway,  N.  iq.  Hornsey  gia  &  2472. 

Lang  Propeller,  Ltd.,  Weybridge,  Surrey. 

520-52T,  Weybridge;  “Aerosticks,’’  Weybridge. 


PUTTEES- 

Fox  Bros.  &  Co.,  Ltd.  (Dept.  R),  Wellington, 
Somerset. 


RADIATORS  AND  RADIATOR  REPAIRS— 

Serck  Radiators,  Ltd.,  Warwick  Road,  Greet, 
Birmingham. 

Victoria  531  (3  lines) ;  “  Nerleak,”  Birmingham. 


STABILIZERS— 

Auto  Controls,  Ltd.,  ig,  Regent  Street,  Piccadilly 
Circus  London,  S.W.  2.  Regent  3649. 


TAPES  AND  WEBBING— 

MacLennan,  John,  Si  Co.,  rxj,  Newgate  St.,  E.C.  x. 

City  3115  ;  “  Vanduara,”  Cent.  London. 


TIMBER  - 

Owen,  Joseph,  &  Son,  Boro'  High  Street,  S.E. 

Hop  381  r  ;  “  Bucheron,”  London. 


TUBES,  ALUMINIUM— 

British  Aluminium  Co.,  Ltd.,  The,  xog,  Queen 
Victoria  St.,  London. 

City  2676  ;  “Cryolite,"  Cent.  London. 


SHEET  METAL  WORK  STAMPINGS  AND 
PRESSINGS 

Rubery,  Owen  &  Co.,  Darlaston. 

Darlaston  87;  “  Roofs,"  Darlaston. 


TYRES  AND  WHEELS- 

Palmer  Tyre,  Ltd.,  Shaftesbury  Avenue,  W.C.  2. 
Gerrard  1214  ;  “  Tyricord,"  Westcent,  London. 


SPARKING  PLUGS- 

Robinhood  Engineering  Works,  Ltd.,  The,  Putney 
Vale,  S.W.  15.  Putney  2132.  2133. 

“  Kaalgee,"  Phone,  London. 


PARACHUTES- 

E.  R.  Calthrop’s  Aerial  Patents,  Ltd..  423a,  SPRAYING  PLANT— 

Edgware  Road,  London,  W.  2.  Paddington  6332.  ;  Aerograph  Co.,  Ltd.,  43,  Holborn  Viaduct, 

Spencer.  C.  G.,  &  Sons.  Ltd.,  59a,  Highbury  E.C.  1. 

Grove,  N.  5.  Dalston  7893.  Holborn  2041 ;  “  Aerography,"  London. 


WELDINGS.  REPAIRS— 

F>arimar,  Ltd  ,  10,  Poland  Street,  London,  W.  1. 
Gerrard  S173  ;  “  Jlariquamar,"  Reg.  London. 


WIND  SHIELDS— 

Auster,  Ltd.,  133,  Long  Acre,  W.C.  2. 


WIRES  AND  CABLES  (Aeroplanes)  - 

Bullivants,  Ltd.,  72,  Mark  Lane,  E.C,  3. 

«  Works  :  Mill  wall,  E. 


Blackburn 

OTrrrrwTHr 


Pioneers 

since 

1909. 


Contractors 
to  H.M.  and 
Foreign 
Govern- 
ments. 


Specialists  in  Torpedo  AIRCRAFT. 


FOREIGN  AGENTS 
WANTED. 


The  BLACKBURN  AEROPLANE  and  MOTOR  CO.,  LTD. 


OLYMPIA 


LEEDS. 


When  communicating  with  advertisers,  mention  of  “  Flight  ”  will  ensure  special  attention. 


June  29,  1922 


A 


The  Evidence 
of  the 

Air  Ministry 
Type  Test 


400  H.P. 


The  power  curve  shown  was  1 
taken  during  the  official  Air  I 
Ministry  Type  Test  on  the  j 


JUPITER  RADIAL 


AIRCOOLED  AERO  ENGINE 


The  principal  recorded  results 
were : 

H.P.  at  1,840  r.p.m.-  -  450 

Average  petrol 
consumption 

Weight  of  engine  -  729  lbs. 


Telegrams  ; 

"Aviation,  Bristol ■' 


594  pints  per 
B.H.P.  hour. 


1  THE  BRISTOL  AEROPLANE  CO..  LTD.. 

FILTON  BRISTOL. 


Telephone : 

3906  Bristol . 


T  I 
; 


J 


Curves  “A"  Readings  taken  at  beginning  of  Run, 
Curves  “  B" — Readings  taken  at  end  of  Run. 

Curve  "  C  "—Power  obtained  after  Type  Test. 

Power  Readings  corrected  for  Atmospheric  Pressure. 
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The  BritUh  Aluminium 


luminium  &  Alloys 

For  All  classes  of  Aircraft 

inium  Co,  Ltd.,  109,  Queen  Victoria  Street.  London,  E.C.  4.  * Phone  :  C,7y  2676.  'Grams  :  "Cryolite.  Cent.  London. 


RIGGING 

The  Erection  and  Trueing-up  of  Aeroplanes. 
By  F.  W.  Halliwell,  a.m.i.a.e. 


Flight  Office.  ..,r  „ 

36,  Gt.  Queen  St.,  Kmgsway,  W  ,U  Z. 


Post  Free 


51 6 


Invaluable  to  the 
Aircraft  Engineer. 


BATTERIE5 


For  whatever  purpose  you  require  electricity  on  motor 
cars  or  aircraft,  we  have  a  battery  specially  designed. 

Starling — Lighting— Heating — Ignition — Wireless 

Tur  /(rtvlr,,,;,!.,  ELECTRICAL  STORAGE 
THE  (pioncle  COMPANY.  LIMITED. 

CLIFTON  JUNCTION,  I  220,  SHAFTESBURY  AVENUE, 

Near  MANCHESTER.  I  LONDON,  W.C.  2. 


July  6,  I$2Z 


AIRCRAFT  DISPOSAL  COMPANY,  LIMITED 


egent  House,  Kingsway,  London,  W.C.2 


THE  WORLD’S  AIRCRAFT 

BRITISH  AIRCRAFT 

supplied  by 

THE  AIRCRAFT  DISPOSAL  Co.,  Ltd 


IN  THE  BRITISH  COLONIES 

AUSTRALIA  INDIA 

CANADA  SOUTH  AFRICA 

NEW  ZEALAND 

AND  FOLLOWING  COUNTRIES 

ARGENTINE  HONDURAS 

BELGIUM  JAPAN 

BRAZIL  LITHUANIA 

CHILI  NORWAY 

CHINA  PERU 

DENMARK  POLAND 

DUTCH  EAST  PORTUGAL 

INDIES  ROUMANIA 

ESTHONIA  SPAIN 

GREECE  SWEDEN 

GUATEMALA  SWITZERLAND 

HOLLAND  URUGUAY.  etc„  etc. 

>0  MACHINE  LEAVES  WAOIOI  WORKS  OATH  IT  HU  8EE1  TE 


vcc.bCHiion.  «no  for  «n  tron  6V  Bmdn  Aircraft,  Ml** 

-Mflnva,  9p*r«  lnatrum«nu  nnd  Acct»»nf<««.  fu*-  (MMiOUTR 

DfUVCRt  an  AaollGHlIan 

in&lj  U$t*T**^ 


A  DC 


limited 


FLYING 
BOA' 


AND  SEA-GOING 


Sea-going  Amphibian  ’'Seal''  Mlc.  II  Deck  Landing  Flewt  Spotter. 
The  late»t  Development  in  Naval  Aircraft  (Napier  Lion  Engine). 


AMPHIBIANS  SUPERMARINE 


Aviation  Works  Ltd. 


Southampton,  Eng. 


DESIGNERS  and  CONSTRUCTORS  of  NAVAL  AIRCRAFT 

Contractor*  to  H.M.  Admiralty,  HAL  Air  Mir.i»try,  'Hie  Royal  Norwegian  Navy, 

The  Imperial  Japanese  Navy,  ‘The  Royal  Swediih  Navy,  The  Portugueae  Navy. 
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EDITORIAL,  GOMMEHT. 

seems  but  a  short  while  ago,  and  in 
point  of  fact  it  is  only  a  matter  of 
a  little  over  ten  years,  that  the 
majority  of  aeroplanes,  and  prac¬ 
tically  all  the  aero  engines,  used  in 
this  country  were  of  French  design 
and,  mostly,  of  French  construction. 
With  the  advent  of  the  50  h.p. 
Gnome  an  enormous  impetus  was  given  to  the 
progress  of  flight,  owing  to  the,  for  the  time,  very 
light  weight  for  the  power  developed. 

The  Soon  the  Gnome  became  the  fashion, 
«  ®rl?5°l  ,,  and  few  thought  of  fitting  anything 
in  France  °*sc-  So  deeply  rooted  became  the 
habit  of  thinking  of  aero  engines  and 
French  aero  engines  as  synonymous  terms  that,  even 
so  late  as  the  outbreak  of  war,  found  us  with  but 
a  very  few  British  firms  producing  aero  engines  of 
their  own  design.  Then  came  the  War  and  its  demands, 
which  necessitated  the  production  of  British  engines 
in  large  quantities.  A  large  industry  was  built  up, 
and  at  the  cessation  of.  hostilities  British  engines 
were  generally  superior  to  those  of  any  other 
country. 

Since  1919  but.  a  very  few  engines  have  been 
ordered  by  the  Air  Ministry,  and  the  number  which 
can  be  absorbed  by  our  so-called  commercial 
aviation  activities  is  negligible.  There  is  veiy  grave 
danger  that,  without  Government  support,  more 
than  one  of  the  aero  engine  firms  which  established 
reputations  during  the  War  will  have  to  close  down 
their  works.  In  the  general  way,  keeping  an  aero 
engine  factory  going  is  far  more  difficult  and  costly 
than  is  the  keeping  alive  of  an  aircraft  factory. 
This  fact  sometimes  appears  to  be  lost  sight  of. 
France  is  offering  a  million  francs  for  an  aero  engine. 
We  are  doing  nothing.  Not  only  so,  but  engines 
which  have  shown  real  merit  and  progress  are 
allowed  to  remain  unused. 

To  take  one  example,  which  is  illustrative  of  the 
way  in  which  lack  of  foresight  on  the  part  of  the 
Government  is  forcing  the  industry  to  the  wall,  the 
Bristol  “  Jupiter  ”  is  now  to  he  manufactured  in 
France,  by  the  Gnome  and  Rhone  Company,  after 
having  passed  the  French  engine  tests  with  flying 
colours.  The  “  Jupiter,”  upon  the  development  and 
perfecting  of  which  very  large  sums  of  money  have 
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been  spent,  passed  the  Air  Ministry  type  test  some 
months  ago.  I neiden  tally  it  was  the  first  radi a 
air  cooled  engine  to  do  so.  Yet  no  orders  were 
forthcoming.  The  engine  had  satisfied  all  the  require¬ 
ments  of  the  Air  Ministry,  but,  except  for  isolated 
cases,  there  was  no  money  available,  apparently,  for 
placing  an  order  with  the  makers  for  a  few  engines. 

Seeing  this  the  Bristol  Aeroplane  Co.,  Ltd.,  decided 
that  something  had  to  be  done  if  all  the  work  and 
money  spent  so  unstintingly  on  its  development  weic 
not  to  be  entirely  wasted.  The  result  is  that  now, 
after  having  passed  without  difficulty  the  French 
tests — including  five  10-hour  periods  of  non-stop 
running — the  “  Jupiter  ”  wall  be.  manufactured  m 
France  and  used  on  French  military  and  commercial 
machines.  In  the  old  days  the  position  was  bad. 
We  bought  French  aero  engines,  but  we  bought 
them  because  there  were  at  the  time  no  British 
engines  which  could  compete  with  them.  Today 
the  position  is  ten  times  wrorse,  because,  although 
we  have  the  engines,  we  do  not  make  use  of  them, 
leaving  that  to  our  French  allies.  One  would  have 
imagined  that  the  lesson  of  the  War  would  not  have 
been  forgotten  so  soon,  but  apparently  it  has.  If 
something  is  not  done,  and  done  quickly,  not  only 
this  firm  but  others  who  have  produced  engines  of 
world-wide  fame  will  undoubtedly  be  forced  to  close 
down.  And  the  next  time  we  want  engines  there 
will  not  be  time  for  us  to  muddle  through  as  we  did 
in  the  last.  Aircraft  attack  on  a  large  scale  will 
settle  matters  before  the  national  character  has  had 
time  to  assert  itself.  It  is  almost  grotesque  in  its 
baldness,  and  is  pathetic  in  its  tragic  possibilities. 

<* 

In  view  of  the  apathetic  attitude  taken 
The  towards  existing  engines  of  recognised 
Paraffin-cum-  types,  we  are  forced  to  ask  the  question  : 

1  Ah's hfpn  Is  Fkely  that  support  will  be  forth- 
Engine  coming  for  new  developments  which, 
although  promising  very  considerable- 
ultimate  gains,  vail  necessarily  involve  the  expendi¬ 
ture  of  certain  sums  of  money  during  the  experi¬ 
mental  stage  ?  Frankly,  unless  the  Government  is 
forced  by  public  opinion,  we  doubt  if  the  necessary 
funds  will  be  granted — or  "  lifted  " — in  these  days 
of  misguided  economy.  There  are  a  number  of 
problems  awaiting  solution,  among  which  mention 
inay  be  made  of  the  Diesel  or  semi-Diesel  type  of 
engine  for  aircraft  work  ;  the  increase  in  aero  engine 
efficiency  which  has  been  proved  by  Mr.  Ricardo  to 
be  possible  by  the.  admittance  to  the  engine  cylinders 
of  a  layer  of  inert  gas-  above  the  explosive  charge, 
thereby  maintaining  the  high  compression  and 
thermal  efficiency,  even  when  the  engine  is  run 
throttled  down  ;  and,  finally,  the  very  great  advan¬ 
tage  which  arises  from  the  use  of  hydrogen  in  com¬ 
bination  with  liquid  fuel  for  airship  propulsion. 

The  last-mentioned  problem  has  received  a  certain 
amount  of  publicity  recently,  a  statement  having 

<$> 

The  Grand  Prix  de  l ’Aero  Club  de  l’Ouest 

Close  upon  forty  aeroplanes  took  part  in  the  Grand 
Prix,  which  was  flown  over  a  triangular  course  on  July  2. 
The  three  turning  points  were  Angers,  Cholet  and  Saumur, 
with  start  and  finish  at  Angers.  Competitors  had  to  make 
two  laps  of  the  course,  bringing  the  total  distance  up  to 
315  kilometres  (about  195  miles).  The  military  competition, 
Which  was  flown  under  the  same  rules,  was  divided  into 
two  series.  The  competition  was,  in  a  sense,  a  speed 
test,  although  relatively  slow  machines  were  used,  owing 
to  the  fact  that  marks  were  awarded  for  each  passenger 


appeared  to  the  effect  that  engines  of  this  type  ate 
suggested  for  the  airship  services  which  Commander 
Burney,  in  connection  with  Vickers,  Ltd.,  and  the 
“  Shell  ”  group,  propose  to  organise.  As  the  account 
given  111  the  daily  Bress  suffers  from  certain  inaccu¬ 
racies,  it  appears  well  briefly  to  place  on  recoid  the 
facts  relating  to  the  development  of  engines  of  this 
type. 

It  is  not  quite  clear  who  was  the  first  to  suggest 
hydrogen  as  a  fuel,  but  at  any  rate  it.  is  known  that 
in  1918-19  the  experimental  staff  at  Pulliam  airship 
station  were  engaged  on  work  along  these  lines,  and 
we  believe  that  as  a  matter  of  fact  Commander 
Boothby  holds  a  patent  of  the  main  idea,  while 
other  officers  who  were  at  Pulliam  at  or  about  that 
time  hold  a  patent  for  a  carburettor  which  makes  the 
application  of  the  idea  satisfactorily  possible. 

Then  came  the  closing  down  of  Pulliam,  and  the 
scheme  had  perforce  to  be  dropped,  as  far  as  the 
officers  there  engaged  were  concerned.  thus,  al¬ 
though  it  was  not  generally  known,  the  closing  down 
of  that  airship  station  had  immediate  results  quite 
apart  from  those  arising  out  of  letting  our  airship 
material  ”  rot  in  its  sheds.”  And  still  the  Secretary 
of  State  for  Air  can  get  up  in  public  and  unblushing] y 
suggest  that  we  may  as  well  leave  airships  and  all 
questions  relating  to  them  alone  for  the  next  ten 
years. 

All  teclmical  officers  and  civilians  who  had  had 
experience  of  airship  work  realised  that,  although  the 
use  of  hydrogen  constituted  a  danger  from  fire,  the 
greatest  danger  was  a  result  of  using  petrol  as  a 
fuel.  Escaping  hydrogen  is  quickly  dispersed,  but 
petrol  vapour  has  an  unpleasant  habit  of  hanging 
about  for  quite  a  long  time.  They  realised  as  an 
obvious  fact  that,  from  this  point  of  view  alone,  the 
employment  ot  a  heavier  fuel  would  be  a  very  great 
advantage.  By  combining  a  heavier  fuel  with 
hydrogen,  not  only  is  the  lire  danger  greatly  reduced, 
but  a  very  great  economy  and  increase  in  carrying 
capacity  of  paying  load  results,  and  the  production 
of  an  engine  which  will  combine  these  two  luels 
may  well  have  the  most  far-reaching  effects  upon 
the  future  of  airships. 

After  the  regrettable  accident  to  the  “  Roma,” 
Commander  Boothby  thought  that  something  ought 
to  be  done  to  make  further  progress  with  the  hydrogen 
scheme.  He  consequently  approached  the  “  Shell  ” 
company,  whose  chemical  expert,  Mr.  Kewley,  in 
conjunction  with  Mr.  Ricardo,  set  to  work  upon  the 
problems,  with  the  result  that  a  practicable  engine 
burning  heavy  paraffin  in  conjunction  with  hydrogen 
is  now  within  sight.  If  the  Burney  airship  scheme  is 
approved,  and  with  the  Admiralty  offer,  it  can  hardly 
be  doubted  that  it  will  be  approved,  presumably  the 
paraffin-awi-hydrogen  engines  will  be  part  of  it. 
Thus  this  problem  appears  in  a  fair  way  of  being 
solved  without  Government  encouragement.  But  the 
others  are  likely  to  remain  unsolved,  unless  our  fatal 
policy  of  starving  research  is  changed  very  speedily. 

<$>  <£ 

carried.  In  the  civilian  section,  first  prize  was  won  by- 
Jean  Casale  on  a  Spad  46  with  370  h.p.  Lorraine -Dietrich 
engine.  His  actual  flying  time  was  ih.  58m.  33s.  (handicap 
time  ih.  31m.  52s.).  Sadi  Lecointe.who  was  flying  a  Nieuport 
limousine  with  300  Hispa.no,  was  second,  with  a  flying  time 
of  2I1.  32m.  7s.  (handicap  time  ah.  4m.  17s.).  The  military 
section  was  won  by  Lieut.  Borde  in  ill.  39m.  3s.  Lieut.  Ihoret 
was  second,  his  handicap  time  being  xh.  39m.  30s.  The 
Graud  Prix  was  witnessed  by  numerous  spectators  and 
must  have  helped  greatly  to  increase  popular  interest  in 
flying. 
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THE  HEATH  SPORT-’PLANE 


The  problem  of  designing  and  constructing  a  successful 
small,  low-powered  sporting  aeroplane  is  undoubtedly  a  very 
interesting  one,  and  this  week  we  record  an  effort  in  this 
direction,  once  again  hailing  from  America,  where  this  type 
of  machine  receives  no  small  amount  of  attention.  The 
machine  in  question,  called  the  "  Feather,’’  Iras  been  built  by 
the  Heath  Aeroplane  Co.,  Inc.,  of  Chicago,  to  the  designs  of 
Mr.  E.  B.  Ikath.  Unfortunately,  detailed  particulars  of  this 
little  'bus  are  lacking  at  the  moment  of  writing,  but  we  give 
herewith  some  illustrations  and  the  principal  characteristics. 

As  will  be  seen,  it  is  a  single-seater  tractor  biplane  on  more 
or  less  conventional  lines,  having  a  single  pair  of  struts  each 
side  and  a  healthy  three-wheeled  landing  chassis.  The  fuse¬ 
lage  is  of  good  streamline  form,  and  it  will  be  noticed  that  the 
ailerons,  fitted  to  the  top  planes  only,  are  of  substantial  pro¬ 
portions,  no  doubt  a  desirable  feature  on  a  small  span  machine 
{24  ft.). 

It  is  fitted  with  a  s-cyl  air-cooled  "  Thor  "  (Model  15A) 
motor-cycle  engine — for  which  the  machine  was  specially 
designed-  modified  in  certain  details  to  meet  the  require¬ 
ments  of  aerial  work,  For  instance,  specially  heavy  gears 
have  been  fitted,  the  gear  reduction  being  3^  to  1.  The 
engine  speed  is  in  the  neighbourhood  of  3,000  r.p.m. 

A  somewhat  novel  feature  is  to  be  found  in  the  air  screw 
employed  on  this  machine.  It  will  be  seen  on  reference  to 
the  illustrations  that  two  small  blades  are  built  into  the  screw 
at  right  angles  to  the  blades  proper.  These  auxiliary  blades 
arc  provided  for  the  purpose  of  increasing  the  slipstream  over 
the  engine  cylinders,  thus  assisting  in  the  cooling  of  the  latter. 
It  is  slated  that  this  arrangement  is  only  necessary  in  the 
summer  months,  and  for  the  cool  weather  an  ordinary  two- 
bladed  screw,  0  ft.  6  ins.  diameter  by  5  ft.  6  ins.  pitch,  is 
employed. 

We  understand  that  trial  flights  have  been  carried  out  with 
this  machine,  and  that  it  flics  remarkably  well. 

The  principal  characteristics  of  the  ”  Feather  ”  are  as 
f  ollows  * 

Span  . . 

Overall  length 


Overall  height 
Chord 
Gap 
|  ga 

Dihedral  angle  (lower) 
Angle  of  incidence  .  , 
Area  ot  main  planes 


24  ft. 
18  ft. 
0  ft.  6 
4  ft. 

-1  ft- 
15° 
iT 
4C 

165  S>1 


ins. 


ft. 


Area  of  ailerons 
Area  of  tail  plane 
Area  of  elevators 
Area  of  fin 
Area  of  rudder 
Weight  empty 
Weight  loaded 
Wing  loading 
Power  loading 
Speed  range  . , 
Climb  . . 

Ceiling 

Range  (full  speed) 


20  sq,  ft, 

.  5  sq.  ft. 

7  sq.  ft. 

.  2-5  sq.  ft. 

.  4  sq.  ft. 

.  350  lbs. 

.  550  lbs. 

.  3  •  5  Ibs./sq,  ft. 

.  27-5  lbs./h.p. 

29-60  m.p.h. 

.  Soo  ft. /min. 

.  5,000  ft. 

.  55  miles. 


THE  HEATH  SINGLE-SEATER  SPORT-  PLANE  : 
Some  details.  On  the  left  a  view  of  the  20  h.p,  Thor 
motor-cycle  engine.  On  the  right,  bottom,  the  tractor 
screw  with  auxiliary  blades  for  cooling  the  cylinders. 
Above,  a  three-quarter  rear  view  of  the  machine. 
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The  Heath 
Single-Seater 
Sport  -  ’Plane  : 
Three  -  quarter 
front  view. 
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The  Coupe  Deutsch 

1 1  rumour  is  to  be  trusted,  there  appears  to  be  reason  for 
expecting  that  this  year's  Coupe  Deutsch,  which  will  l  e  flown 
over  the  Villesauvage  (Etampes)-la  Marmogne  course  on 
September  22,  may  be  somewhat  more  interesting  than  has 
been  the  case  hitherto.  On  dit  that  Sadi  Lecoiutc  and  Lasne 
will  fly  Nieuport  machines.  Brack  Papa  will  probably  be 
there  with  his  700  h.p.  Fiat,  and  it  is  reported  that  such 
famous  French  pilots  as  Kirsch  (last  pear’s  winner),  Madon, 
Canivet  and  Jean  Casale  will  be  entered  for  the  elimination 


h  a 

trials,  all  mounted  on  new  machines.  From  this  country 
we  hope  to  see  at  least  two  entries.  One  will  almost  certainly 
be  James  on  the  Gloucestershire  Mars  I,  which  will  have  been 
Considerably  “  cleared  up  ”  by  then,  and  another  possible 
starter  is  a  new  Bristol,  designed  by  Mr.  IW-id,  about 
which  no  information  may  be  published  at  present.  It  is 
not  p-et  known  if  America  will  be  represented,  but  there 
is,  apparently,  a  possibility  that  one  or  two  really  fast  machines 
from  "  the  other  side  "  will  turn  up.  Altogether  considerable 
interest  should  attach  to  the  Coupe  Deutsch  this  summer, 
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ROYAL  AERO  CLUB’S  COMING  OF  AGE 


Members  of  the  Club  entertained  at  the  Savoy  Hotel  a 
distinguished  company  at  dinner  on  June  2 7,  to  celebrate 
the  twenty -first  anniversary  of  the  forming  of  the  Royal  Aero 
Club.  The  Duke  of  Atholl,  President  of  the  Club,  presided, 
and  after  proposing  a  vote  of  condolence,  which  was  accorded 
to  Lady  Wilson  on  the  tragic  death  of  her  husband,  announced 
that  he  had  authorised  the  despatch  of  the  following  message 
to  Lord  Stamfordham,  the  King's  Private  Secretary 

"The  Royal  Aero  Club  assembled  together  to  celebrate 
the  twenty-first  anniversary  of  their  existence,  send  your 
Majesty  loyal  and  respectful  greetings  humbly  submitted  by 
the  Duke  of  Atholl,  President." 

Later  in  the  evening  it  was  announced  that  the  following 
reply  had  been  received  t — 

"  His  Majesty  commands  me  to  thank  the  Royal  Aero 
Club  for  their  loyal  message,  and  in  return,  whale  he  con¬ 
gratulates  them  on  the  splendid  work  in  the  cause  of  British 
aviation,  he  wishes  them  all  success  in  the  future. 

Stamfordham.  ,  , .  .  , 

Lord  Go rell,  Under-Secretary  of  State  for  Air,  in  the 
unavoidable  absence  of  Capt.  F.  E.  Guest,  Secretary  of  ytate. 
for  Air,  proposed  the  toast  of  “  The  Royal  Aero  Club,  and 
declared  that  though  in  some  respects  the  aerial  position, 
both  Service  and  civil,  had  been  passing  through  times  of 
difficulty,  there  was  no  real  need  for  depression.  It  was  not 
so  many  months  since  the  Government  had  declared  the  Air 
Force  independent  of  the  other  forces  of  the  Crown.  The  air 
had  gradually  become  an  element  which  no  one  could  dis¬ 
regard.  In  the  very  short  history  of  aviation  the  Royal 
Aero  Club  had  played  a  conspicuous  part,  and  it  was  recorded 
that  between  1909  and  1914  the  club  spent  upward  of  £60,000 
for  the  encouragement  of  competitions  and  the  development 
of  flying.  He  wished  the  club  long  life  and  great  prosperity . 

The  Duke  of  Atholl,  responding  to  the  toast,  said  the  club, 
front  a  verv  small  beginning,  had  come  to  be  recognised  as 
the  headquarters  of  British  flying.  He  said  that  advisedly, 
for  to  their  friends  of  the  Royal  Aeronautical  Society  they 
left  the  scientific  side.  Long  before  Dr,  Coue  was  heard  ot 
they  used  to  sav,  "  livery  day  and  in  every  way  our  flying 
gets  better  and  better.”  British  grit  and  scientific  knowledge 
had  done  everything  for  British  aviation,  but  today  there 
were  crass  idiots  so  financially  and  strategically  blind  as  to 
think  that  the  salvation  of  this  country  lay  in  the  starving  of 
a  force  which  beyond  question  stood  between  us  and  disaster 
in  the  initial  stages  of  a  war.  It  was  for  the  people  of  this 
country  to  see  that  the  false  economists  did  not  deplete  our 
safety  through  wrong  ideas  of  thrift.  I* lying,  which  was  still 
in  its  infancy,  could  not  be  kept  up  unless  it  was  backed  by 
the  Government,  and  the  experience  of  the  late  war  taught 
us  that  to  be  saved  we  must  be  prepared.  Those  who  were 
interested  in  aviation  did  not  ask  for  fleets  and  squadrons 
of  aircraft,  but  they  did  ask  that  encouragement  should  be 
given  to  civil  aviation  to  ensure  that  the  best  inventive  brains 
in  the  industry  should  not  be  wasted.  No  institution,  had 
done  more  to  keep  this  view  before  the  public  than  the  Royal 
Aero  Club,  from  the  days  when  flights  were  measured  in 
seconds  and  occasionally'  in  minutes.  Today  their  chief 
activity  was  in  promoting  competitions,  and  they  were  most 
grateful  to  the  King  for  the  lead  he  had  given  them  by 
presenting  a  cup  for  their  next  big  competition. 

Lord  Weir  afterwards  delivered  an  address  on  aviation.  If 
they  were  to  believe  one  section  of  the  Press,  he  said,  British 
aviation  was  practically  dead.  Narrow  and  unimaginative 
people  were  said  to  have  ruined  it.  It  seemed  to  him  that 
these  newspaper  critics  were  no  better  informed  than  the  lady 
who  could  not  remember  the  name  of  the  Derby  winner,  but 
was  able  to  say  that  Donoghue  was  the  name  of  its  caddie. 
He  could  recall  no  subject  which  had  received  more  real  help 
from  the  majority  of  the  newspapers  of  this  country  than 
aviation,  and  even  if  Press  criticisms  were  uninformed  at 
times,  they  did  good  because  they  stimulated  public  interest. 
So  far  as  he  could  gather,  the  main  line  of  recent  criticisni 
was  that  we  were  falling  into  a  dangerously  weak  position  in 
comparison  with  France  ;  that  civil  aviation,  upon  which  we 
must  largely  rely,  had  declined,  and  that  the  British  aircraft 
industry  was  practically  ruined.  He  held  a  profound  con¬ 
viction  that  the  country  which,  in  the  war.  did  more  effective 
and  greater  work  in  the  air  than  any  other  country,  would 
continue  to  hold  a  position  of  supremacy  in  the  air,  in  keep¬ 
ing  with  its  great  position  amongst  the  nations  of  the  world. 

In  regard  to  France's  squadrons,  be  refused  to  conjure  up 
visions  of  menace — he  preferred  to  recall  that  F  ranee  owed  us 
£500,000,000.  If  the  interest  on  that  was  assessed  at 
£25,000,000,  was  it  not  a  legitimate  reflection  that  we  had 


in  effect  paid  for  those  220  squadrons  ?  It  had  to  be  r cm v in¬ 
hered,  too,  that  a  French  squadron  cost  but  a  quarter  that 
it  cost  to  maintain  a  British  squadron.  He  was  inclined  to 
reflect  that  if  taxation  was  the  price  of  Admiralty,  then 

indeed  we  had  paid  in  full.  .  ^  . 

He  urged  that  in  regard  to  the  Service  votes  the  question 
of  national  defence  should  be  considered  a  single  problem, 
and  the  distribution  of  the  vote  decided  by  the  best  results 
from  the  economic  standpoint,  If  that  were  done  there  would 
be  no  fear  for  the  Service  side  of  British  aviation. 

In  any  calm  and  dispassionate  appraisal  of  relative  effec¬ 
tiveness  for  national  defence,  the  air  would  justify  more  easily 
year  by  year  its  claim  for  more  and  move  substantial  con¬ 
sideration.  All  he  would  suggest  was  that  its  claims  be  given 
calm  and  dispassionate  consideration,  and  that  national 
defence  be  the  predominant  factor  rather  than  the  interests 
of  any  of  the  three  Services.  It  was  because  he  thought  our 
Government  was  in  the  fortunate  position  of  being  able  to 
have  the  case  for  the  air  separately  presented  to  them  to 
secure  proper  consideration,  that  he  was  one  of  those  who 
believed  we  did  the  right  tiling  in  becoming  the  first  nation, 
and  even  today  the  only  nation,  to  have  a  sepaiate  An 
Service.  When  Great  Britain  was  charged  with  lac  K  of 
imagination  in  regard  to  the  air,  that  at  least  should  be 

reckoned  in  its  favour.  , 

He  was  convinced  that  the  services  of  aviation  should  be 
considered  entirely  apart  from  the  civil  side  for  some  time  to 
come.  It  was  not  wise  for  the  Royal  Air  Force  to  rely  m 
any  way  on  civil  air  transport  as  a  reserve  in  times  of  emer¬ 
gency  :  he  could  find  nothing  in  the  development  of  civil 
air  transport  that  could  be  regarded  as  offering  effective 
assistance  to  the  fighting  services.  He  had  a  feeling  that  the 
commercial  aeroplane  would,  as  it  developed  into  an  economic 
success,  become  in  its  design  and  structure  of  3ess  and  less 
value  as  a  weapon  of  war.  He  hoped  that  -the  Successful 
aeroplane  of  the  future  would  be  as  useful  for  boinb-droppiug 
■  and  purely  offensive  purposes  as  the  "  Mauretania  might  ha\  e 

been  at  the  Battle  of  Jutland. 

The  most  discouraging  experience  of  private  enterprise 
today  was  the  apathy  of  the  travelling  public.  According  to 
the  newspapers,  the  community  called  for  more  anti  more 
aeroplanes,  but  they  were  not  using  the  aeroplanes  that  were 
in  existence.  The  simple  way  of  helping  British  air  transpoit 
was  to  use  the  service  provided  and  so  help  its  development 
It  was  to  countries  like  their  own  that  they  must  look  lor 
any  development,  and  they'  must  look  to  thou  designers  end 
scientists  for  a  real  basic  solution  of  commercial  air  tran-poit. 
It  was  a  matter  for  the  technician  and  engineer,  and  il  vyc 
spent  our  money  with  that  end  in  view  we  should  be  icpanl 
a  hundredfold.  He  regarded  the  exhibition  at  Hendon  last 
Saturday  as  a  great  performance.  It  suggested  to  him  new 
hope  for  the  aircraft  industry.  The  Royal  Air  iorce  must 
not  live  much  longer  on  the  old  war  machine,  ihete  need 
be  no  fear  for  British  aviation  if  there  was  first  given  a  calm 
and  dispassionate  judgment  on  the  effectiveness  oi  the  air  as 
an  arm  of  national  defence  ;  next  the  maintenance  by  State 
support  of  our  administrational  civil  air  services,  and  perhaps 
an  expansion  to  the  Cairo- India  route  ;  further,  a  practical 
appreciation  of  the  necessity  of  supporting  technical  develop¬ 
ment  and  research  ;  and  finally,  an  active  policy  of  replace¬ 
ment  of  the  old  Service  type  of  machine. 

M.  Flandin  (President,  Aero  Club  de  France)  addressed  the 
company  on  aviation,  and  was  followed  by  Vicc-Admual  Sir 
Roger  Keyes,  who  said  that  the  Air  Force  was  an  essential 
protection  for  these  islands,  because  attacks  from  the  air 
could  not  be  met  by  any  other  Service,  As  a  member  of  the 
Board  of  Admiralty,  he  said  that  body  looked  to  an  efficient 
air  service  in  maintaining  sea  supremacy.  An  inferior  fleet 
equipped  with  an  efficient  air  service  would  be  a  serious 
menace  to  a  superior  fleet  lacking  such  equipment.  The 
power  of  the  Navy  to  maintain  the  sea  supermacy  of  the 
Empire  was  vitally  dependent  upon  the  efficiency  of  its  an 
units.  The  Empire  would  fail  to  exist  when  its  sea  power 

^Lieut.-Gen.  Sir  Travers  E.  Clarke  said  the  Army  fully 
appreciated  the  value  of  the  airmen  and  their  craf  1 .  He  was 
told  that  every  man  in  the  American  army  was  to  be  capable 
of  flying.  He  left  it  to  the  judgment  of  each  individual  to 
decide  when  that  really  came  about,  as  to  which  branch  oi 
the  American  forces  those  men  would  belong. 

Air  Chief  Marshal  Sir  Hugh  M.  Trenchard  also  replied. 

Lieut. -Col.  J.  T.  C.  Moore- Brabazon,  M.O.,  proposed  ”  The 
Chairman,”  to  which  the  Duke  of  Atholl  briefly  replied. 

Among  those  present  were  : — The  Earl  of  Caledon  ,  Mr. 
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C.  R  Fairey  (Chairman  ul  the  Society  ol  British  Aircraft 
Constructors)  ;  Lieul  Col.  A.  Ogilvie  ;  Mr.  Roger  W.  Wallace, 
K.C.  (past- Chairman  of  the  Royal  Aero  Chib) ;  Lieut  .-Col.  J. 
T.  C.  Moore- Bra  ha /'on,  Ml’  (Chairman  of  the  Royal  Aero 
Club)  and  Mrs.  Moo  re-  Bra  ba  zon  ;  Brig.- Gen.  Sir  Capel  Holden 
(past  Chairman  of  the  Royal  Aero  Club);  Lady  Weir; 
Lieut. -Col.  F.  K.  Median  (Vice-chairman  ol  the  Royal  Aero 
Club)  and  Mrs,  Met  lean  ;  Brig.  Gen.  R.  K.  (  .  Groves;  Rear- 
Admiral  Sir  Godfrey  M.  Paine  ,  Lieut. -Col.  M.  O'Goiman, 
C  B.  (Chairman  of  the  Royal  Aeronatitical  Society) ;  Lieut. - 
Col.  L.  F.  Blandy  ;  Maj.-Gen.  Sir  W  S.  Brancker  (Director  ef 
Civil  Aviation);  Admiral  the  Hon,  Sir  Fremantle ;  Com¬ 
mander  Ken  worthy,  M.P.,  and  Mrs.  Kenworthy  ;  Six  John 
I-eigb,  MB.  ;  I.ady  Llangattock  ;  Mr.  and  Mrs.  S.  Spooner; 
Mr,  A  Lyle-SamucI,  M.P.  ;  Lieut.  Col.  C.  L'Est range  Malone, 
VLP.  ;  Mr.  F,  Handley  Page  ;  Mr.  and  Mrs.  (  G.  Grey  ; 


(mnmamkir  J.  Bird;  Commander  Btmtcy  ;  Di  Quintiji 
Chahners  .  Admiral  Mark  Kerr;  Sir  David  H.  Kyd  ;  Sir 
James  Percy;  Sir  John  and  the  Hon.  Lady  Shelley  Rolls; 
Mr.  T.  O.  M  Sop  with  and  the  Hon.  Mrs.  Sop.  with  ;  Mr  II.  T. 
Vane;  Brig. -Gen.  J.  G.  Weir;  Sir  l-lejiiy  White-SmiHi  ;  Mr. 
C.  V.  Allen  (Secretary,  Society  of  British  Aircraft  Cm- 
structora)  ;  Lieut. -Col.  C,  C'rookshanfc  ;  Lieut.  Col.  J.  A. 
Cunningham  ;  Lieut  -Col.  and  Mrs.  Darby  ;  Commander  and 
Mis.  Davies  ;  Commander  E.  B.  Gardync  ;  Commander  H.  1>. 
Grant ;  Lieut. -Col.  Spenser  Grey  ;  Messrs.  I  .  S.  Bennett, 
R.  Blackburn,  G.  Bradshaw,  John  Cates,  K.  C.  Gordon 
England,  V.  Ker  Seymcr,  H.  Lettner,  F.  May,  Harry  J, 
Preston,  J.  I>.  Siddeiey,  G.  Holt  Thomas,  J.  E.  Withers; 
Licut.-Col.  W.  L.  Mar  h  (Secretary,  Royal  Aeronautical 
Society)  ;  Major  C.  C.  Turner;  and  Mr.  II.  E.  Perrin  (Secre¬ 
tary,  Royal  Aero  Club). 
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THE  AERIAL 

Tins  popular  International  "  Annual  ”  organised  Ly  the 
Royal  Aeto  Club,  and  held  under  the  Competition  Rules  of 
the  Club  and  the  Regulations  of  the  F  A  1  ,  takes  place,  as 
already  announced,  at  Waddon  Aerodrome,  Croydon,  on 
Monday.  August  7.  Prizes  presented  by  the  Royal  Aero 
Club  are  as  follows  : — 

Fastest  Time  (Winner  of  the  Aerial  D^rbvL  Trophy  and 

£}ao. 

Handicap  :  First  Prize.  Trophy  and  ri  50 ;  Second  Prize, 
£73  :  Third  Prize,  £30. 

The  Regulations  specify  . — 

Qualification  of  Competitors  The  Competition  is  open  lo 
persons  of  any  nationality  holding  a  licence  issued  by  any 
Aero  Club  affiliated  with  the  Federation  A6ronautiquc 
interna  liana  le. 

Organisation,. — The  Com  petition  shall  be  conducted  by  l  tie 

H  H 


DERBY,  1922 

Royal  Aero  Club  under  the  Competition  Rules  of  the  Royal 
Aero  Club  and  the  Regulations  of  the  Federation  Aero 
nautique  Internationale. 

Entries. — The  Entry  Fee  is  (10.  Entries  close  on  Wednes¬ 
day,  July  zb,  1922,  at  not»n.  Late  entries  will  be  received 
up  to  1 1  noon  on  Monday,  July  3 1 ,  1922.  Late  Entry  Fee 

Course. — The  Course  is  approximately  200  miles  and  will 
consist  of  a  double  circuit  of  London,  Starting  from  Waddon 
Aerodrome,  Croydon,  with  the  following  turning  points ; — 
West  Thurrock.  Eppittg,  Hertford,  Brookfattds  Aerodrome, 
Weybridge. 

Air  Navigation  Jlegiv'aiions.  Competitors  must  comply 
with  the  Air  Navigation  Regulations  m  force. 

For  any  further  information  application  should  be  made  to 
the  Royal  Aero  Club 
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THE  LONDON-CONTINENTAL  SERVICES 


FLIGHTS  BETWEEN  JUNE  25  AND  JULY  1,  INCLUSIVE 
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0  3! 

Average  flying 
time 

Type  and  (in  brackets) 
Number  of  each  type  flying 

Routed 

•xs 

•*-. 

0 

.  4 

0 

7 

>. 

0 

. 

0 

7. 

Mails 

Goods 

•2.  a. 

}f 

Fastest  time  made  by 

Croydon-Pam  ... 

13 

1 

uS 

2u 

U 

h,  m. 

2  .,0 

D  H.  34  G-EBES  (2h.  3m.) 

B.  1,6),  D  H  18  (2).  D.H.  34  (2), 

Paris- Croydon  ...  ,r. 

If 

TT  1 

to 

33 

41 

*  54 

D.H.  34  G-EBBS  (ah.  oin.) 

G.  (7).  11. P.  W.8B  (3).  Sp.  (c). 
V.  (*). 

B.  (6J,  D.H.  iS  (2),  D.H.  34  (2), 

Croydon-Bnisseis 

i  J 

T2 

9 

to 

r  1 

2  ]  0 

D.H.  34  G-EBBR  (ah.  un.) 

G..  8 M.P.  (j  ),  H  P.  W8B  (3), 
Sp.  (3). 

D.H.  9  (0-  D.H.  18  (2),  D.H.  34 

Brussels-Crovdon 

1 1 

9 

7 

I  T 

1  5 

D.H.  34  G-EBBR  (sli  41m.) 

(i),  W.  (1). 

D.H,  9  (J),  D.H.  ifl  (2),  D.H  34 

Croydon-Rotterriara- 

1 1 

L3 

l  ?. 

1 2 

1  1 

2  12 

Fokker  Fl-XABN  (ih.  38m  )§ 

(.),  w  (1)- 

F.  (6). 

Amsterdam. 

Amsterdam-  Rotterdam- 

13 

6 

i  1 

r  f 

r-j 

3  -<• 

Fokker  H-N  A 1  S  (^h.  2m. )§ 

F.  (8). 

Croydon. 

Totals  for  week 

*34 

282 

62 

It  j 

t.8 

*  Not  including  "  private  ”  flights.  |  Including  Certain  journeys  when  stops  were  made  en  route 

|  Including  certain  diverted  journey?.  §  Rotterdam. 

Av.  =  Avro.  B  =  Bregnet.  Br.  —  Bristol.  Bt.  B.AT.  D.PT.4  -  Be  Havjlland  4,  D.H  .9  (cteq. 

F.  —  Fokker.  Fa.  =  Forman  F  50.  G.  Goliath  Farman.  II. P.  —  Handley  Page.  M.  —  Marti nsyde.  N.  N'ieuport. 

P.  —  Potez.  R.  =  Rumpler.  Sa.  =  Salmson.  Sp.  -  Spad.  V.  —  Vic  ker?  Vi  my,  Vulcan,  etc.  W.  Westland. 

Incidental  Flyings — During  the  week  Maj.  Foot  and  Capt.  Stocken  were  testing  machines  for  the  Aircraft  Disposal  Co.  at 
Croydon — the  former  a  Martins  yd  e  F4,  and  the  latter  the  same  machine,  an  Avro  and  b.  Bristol  Fighter.  On  the  30H1  Stocken 
left  for  Brussels  on  the  Bristol. 


0  0 

The  Nation  Saved  ! 

“  The  Army  Council  1  ave  decided  to  Call  on  fbe  London 
Territorial  Associatic  ns  to  race  two  anti. aircraft  brigades  to 
defend  London  in  the  event  of  ati  air  attack,”  Daily 
Paper. 

this  somewhat  reminds  its  of  the  -tory  of  the  R.F.C. 
mechanic  who,  in  rhe  early  days  of  ibe  War,  when  the  station 
w;  s  being  bombed,  got  out  his  revolver,  and,  in  order  to  get 


0  0 

a  lit' le  nearer  to  the  enemy  aeroplane,  stood  up  on  a  petrol- 
tin  while  he  blazed  awny  with  his  six  shooter. 

But,  seriously,  evvtl  this  departure  giv<s  a  Utile  hope  as 
an  indication  of  a  move  in  the  right  direction  provided  the 
new  unite  are  equipped  with  something  other  than  pop-guns. 
As  a  beginning  of  recognition  by  the  Government  of  its 
responsibility,  it  is  to  be  welcomed,  although  it  does  not 
avoid  the  need  for  an  aerial  defence  of  London. 

3  33 


July  6,  1922 


THE  BRISTOL  “JUPITER”  IN 


FRANCE 


As  flu  doubt  many  of  our  readers  are  aware,  the  Bristol 
*'  Jupiter  '*  engine  has  scored  another  success,  having  just 
passed,  with  Hying  colours,  the  K  tench  50-hrs.  Type  'Test — 
and  in  •  >  doing  claims  the  distinction  of  being  the  first  British 
engine  to  go  through  such  a  vest  in  a  foreign  country.  \\  hilst 
tins  extremely  gratifying  as  regards  British  progress  in 
aviation,  the  gilt  is  taken  oft  the  gingerbread  somewhat  by 
the  rumom  that  most,  if  not  all,  of  the  subsequent  results  of 
this  achievement  may  be  transferred  to  France  and  will  not 
directly  he  unlit  the  Ibitisk  industry.  We  refer  to  this  matter 
elsewhere,  and  do  not  propose  to  dwell  furthet  upon  it.  here, 
simply  presenting  the  results  of 'the  lest  in  question. 

As  regards  the  engine  itself,  we  have  previously  described 
the  "Jupiter"  in  Flight,  so  that  it  should  suffice  to  recall 
that  it  is  a  9-cyl.  air  cooled  radial  engine  of  5J  ins.  and 
7 1  ins.  bore  and  stroke  respectively,  and  weighs  (minus  fuel 
and  oil)  729  lbs.  The  rated  h.p.  is  400,  and  the  normal 
r.p.tn.  1.575,  the  maximum  permissible  r.p.m.  being-!, 650, 


Power  and  Consumption  curves  of  the  Bristol 
“Jupiter  M  taken  at  the  French  Type  Test 


Previous  to  the  type  test,  engine  No.  S21  had  been  manu¬ 
factured  under  conditions  complying  with  the  directions 
A.N.D.  1  of  the  Air  Navigation  Regulations,  1919.  The 
total  number  of  hours  the  engine  had  run  previous  to  the 
type  test  was  28  hours  17  minutes,  including  13  hours  in 
England  before  being  sent  to  France,  and  also  the  engine 
had  done  one  10-hour  non-stop  period  in  France,  in  order  to 
test  out  the  French  test  stand. 

ti  The  engine  was  a  standard  production  type,  and  the 

Bristol  "  gas  starter  was  used  on  every  occasion  for  starting 
up  the  engine,  and  gave  full  satisfaction. 

The  power  was  measured  on  a  torque  reaction  stand, 
the  power  being  absorbed  by  a  tractor  airscrew,  this  propeller 
having  been  made  by  the  Bristol  Company  and  calibrated 
by  the  British  Air  Ministry. 

Owing  to  the  propeller  being  a  left-hand  tractor,  the  sliu- 
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stream  therefrom  impinging  on  the  cylinders  caused  a 
negative  torque,  aud  consequently  the  b.h.p.  readings  on 
the  torque  arm  were  appreciably  red  11  peri.  In  every  instance 
allowance  has  been  made  for  this  negative  torque,  and  the 
b.h.p.  readings  shown  in  the  test  are  the  actual  power  developed 
after  making  allowances  for  the  negative  torque  and  baro¬ 
metric  pressure. 

Previous  to  the  endurance  test  a  power  curve  and  consump¬ 
tion  curve  were  taken  of  the  engine,  which  are  shown  in  the 
accompanying  diagram,  and  a  slow-running  test,  was  made 
of  15  minutes’  duration  at  350  r.p.m.  ;  the  acceleration  at 
the  end  of  this  test  was  good. 

The  endurance  test  was  made  in  five  periods  of  xo  hours’ 
non-stop,  12  hours’  stop  being  allowed  between  each  test ; 
12  bouts’  duration  was  exceeded  in  one  case  owing  to  the 
fact  that  when  the  test  was  started  up  it  was  found  that  there 
was  a  stoppage  in  the  main  oil  tank. 

The  five  periods  of  10  hours’  non-stop  were  carried  out 
without  any  replacements  whatsoever,  and  without  any 
adjustment  beyond  lubrication  and  examination  of  sparking 
plugs.  This  is  the  first  time  that  this  test  has  been  carried 
out  in  io-hour  periods  without  any  adjustments  or  replace¬ 
ments. 

At  the  conclusion  of  the  test  the  remarks  on  the  official 
report  were  as  follows : — 

The  five  tests  of  10  hours  were  carried  out  without  stop 
of  any  sort.  Nothing  to  report.  The  engine  behaved  itself 
perfectly  ;  there  were  no  replacements  of  any  sort  in  the 
course  of  the  trials.  It  is  regrettable  that  this  test  remains 
at  50  hours  ;  this  duration  could  have  been  doubled,  which 
would  have  been  a  still  better  testimony  for  the  engine." 

At  the  conclusion  of  the  test  the  engine  was  dismantled  for 
examination.  The  engine  was  in  excellent  condition  through¬ 
out,  and  the  highest  satisfaction  was  expressed  at  the  general 
condition  aud  wear  of  the  parts. 


Synopsis  of  50- Hours  Endurance  Test 

First  10  hours  Press.  -  30  ins.  Temp.  —  18  Q. 

Speed.  Torque  (kgm.).  I3.h.p. 

1610  158-25  358  (418) 

1510  135  (33o 

1610  162-75  365  U18) 


First  | -hour 
hours 
2  minutes 

Second  10  hours. 
First  J-hour 
9J  hours 
2  minutes 

Third  10  hours. 
First  i-hour 
hours 
2  minutes 

Fourth  10  hours. 
First  J  hour 
9^  hours 
2  minutes 

Fifth  10  hours. 
First  Thour 
hours 
2  minutes 


.  Full  Throttle 
0  2  Petrol  Oil. 

"  J  ip*-)  * 


29-9  ins.  Temp.  =  20°  C. 
151-5 
129*75 
165 

Temp 
5 


Press.  = 

1585 
1505 

1620 

Press.  =  29 -S  ins. 

1600  15 t 

1525  I39*S5 

1610  162*75 

Press.  =  29*8  ins. 

1615  148*5 

1515  132-75 

1610  159 

Press.  =  29 •  y  ins. 
1610  153 

1525  134 

16-10  162*75 

Consumption. 
t  First  |"-kour. 
•Petrol  Oil. 

(pts.) 


Temp.  =  17-5” 
335 
285 


338  (398) 

273  (325) 

373  <4  28) 

=  X7C  C. 

345  (4io) 

298*5  (342) 
365  (4*8) 


Temp. 


357 

=  17° 

344 

289 

365 


C. 


c. 

(420) 

(325) 

(418) 


(418) 

gt!5 


Slow. 

Petrol  Oil. 
(pts.). 


1 

2 

3 

4 

5 


Total,  gal/hr.  Total,  h.p, /hr.  gal/hr.  Total,  li.p./hr.  gal /hr 


*  *  243 

1*36 

228 

0*65 

1-32 

189 

0-58 

1  *21 

. .  249 

1*36 

226 

0-672 

1-32 

rgi 

0-7 

I  -21 

..  243 

X.36 

228 

0-657 

1*32 

20  2 

0*675 

1-23 

. .  229 

r-36 

226 

0-678 

*-32 

19S 

0*708 

1-23 

--  24-3 

0 

1*36 

0 

237 

0*69 

I  32 

200 

0-693 

1-24 

A  DUTCH  COMPETITION 


1 10*.  Royal  Dutch  Aero  Club  has  opened  a  competition, 
which  has  for  its  object  the  advancement  of  the  safety  of 
commercial  aviation  by  reducing  the  risks  encountered  when 
landing  in  fog.  It  is  open  to  competitors  of  all  nationalities. 
I  he  chief  prize  of  3,000  f.  (3,000  guilders)  will  be  awarded  to 
the  competitor  sending  in  the  best  apparatus  (instrument  or 
set  of  instruments)  with  which,  in  an  aeroplane  flying  in  a 
thick  fog,  the  height  above  the  ground,  or  the  surface  of  the 
water,  can  be  measured. 

The  conditions  are  as  follows  : — 

(r)  The  indication  must  take  place  independent 

(a)  of  any  installation  on  the  ground  or  on  the  water  ; 
(0)  of  the  atmospheric  pressure. 


(2)  The  error  of  the  indication  may 

(«)  not  exceed  1  metre  on  a  height  below  ro  metre.*  ; 
(b)  not  exceed  10  per  cent,  of  the  true  height  at  an 
altitude  between  10  and  300  metres. 

(3)  The  indication,  as  mentioned  above,  must  take  place 
in  an  aeroplane,  of  which  the  velocity  has 

(a)  a  horizontal  component  of  10  to  50  metres  per  second  ; 

(b)  a  vertical  component  of  o  to  5  metres  per  second. 
Entries  close  on  March  15,  1923,  and  further  particulars 

may  be  obtained  from  the  Secretary,  Technical  Committee, 
Royal  Dutch  Aero  Club,  Heerengracht  No.  i  l  The  Hague, 
Holland. 
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STRUCTURAL  STRENGTH  OF  AIRCRAFT 


Requirements  for  Certificates  of  Airworthiness 


We  have  received  from  the  Air  Ministry  the  following 
•aainoiincetfient  in  respect  to  the  granting  of  certificates  of 
airworthiness  : — 

i'.arly  in  19 20  a  Sub-Committee  of  the  Advisory  Committee 
fo i  Aeronautics  reported  upon  the  Load  Factors  that  should 
be  adopted  as  the  basis  upon  which  to  determine  the  strength 
of  civil  aircraft,  and  the  recommendations  embodied  in  that 
report  (R.  &*  M,  673)  were  adopted  by  the  Air  Council. 

1  \perkmcc  having  shown  that  alterations  were  desirable, 
the' Toad  Factors  Sub-Committee  of  the  Aeronautical  Research 
Committee  was  re-convened  in  1921  with  a  view  to  the 
revision  of  the  previous  scheme  in  so  far  as  it  related  to 
aircraft  of  the  “  Commercial  ”  class.  The  Report  of  this 
Committee  has  now  been  received,  and  w  ill  shortly  be  published 
in  full. 

While  considering  that  it  will  eventually  be  found  possible 
to  standardise  a  more  logical  scheme,  the  Committee  recom¬ 
mend  that  in  the  meantime  the  existing  schedule  (R.  &  M.  673) 
tor  the  commercial  class  of  aircraft  should  be  retained  subject 
to  certain  revisions.  The  Air  Council  have  adopted  these 
recommendations,  and  propose  to  apply  them  forthwith  in 
the  case  of  new  designs  submitted  for  certificates  of  air¬ 
worthiness. 

flie  following  summary  of  these  requirements,  to  which 
tin  Air  Council  have  added  further  requirements  relating  to 
the  "  general  ”  and  ”  racing  "  classes,  is  therefore  Issued  for 
the  information  of  those  concerned. 

Xew  type  aircraft  submitted  for  Certificate  of  Airworthiness 
are  divided  into  two  classes  as  under : — 

f  (1)  General  Class . — Aircraft  granted  a  general  class  certifi¬ 
cate  art  certified  airworthy  for  general  use,  including  exhibition 
flying  and  aerobatics. 

(2)  Commercial  Class. — Aircraft  granted  a  “  commercial 
class  "  certificate  are  certified  airworthy  for  "  straight  flying  ” 
only,  and  must  not  be  looped,  rolled  or  put  to  auy  aerobatic 
manceuvre  involving  sudden  change  of  attitude.  The 
standard  of  strength  is  lower  than  that  for  the  general  class. 

In  Tables  I  and  II  the  load  factors  required  in  these  two 
classes  are  given.  These  are  graduated  according  to  the 
total  weight  of  the  aircraft.  A  brief  description  of  the  cases 
to  be  considered  is  given  beIowr. 

Case  (a  1).  Centre  of  Pressure  Forward,  Engine  Off. — 
The  aircraft  is  assumed  to  be  in  a  condition  of  equilibrium  at 
an  attitude  corresponding  to  steady  horizontal  flight,  with 
the  centre  of  pressure  in  its  most  forward  position.  The  engine 
is  to  be  assumed  cut  off,  and  the  drag  of  the  airscrew'  is  to  be 
included. 

Gas e  [a  2).  Centre  of  Pressure  Forward,  Engine  On. — This 
condition  is  identical  wdth  (S  1)  except  that  the  engine  is 
assumed  to  be  ruuning.  The  airscrew  drag  is  thus  replaced 
by  airscrew7  thrust;  this  and  the  torque  are  given  by  the 
formulas : — 


Thrust 


2  X  i)  x  550  h.p. 


lbs. 


33,000  x  h.p,  „  „ 

Torque  —  — _  _  _  _ —  ft.  lbs. 

*  v  X  r.p.m. 

where  V  is  velocity  of  normal  flight  with  centre  of  pressure 
in  its  most  forward  position  in  feet  per  second. 

N  is  the  load  factor. 

H.P.  is  brake-horse-power  of  the  engine. 
r)  is  the  airscrew  efficiency,  which  in  the  absence  of 
special  data  may  be  taken  as  o-8. 

The  thrust  and  torque  given  by  these  formulas  are  twice 
the  actual  values. 

g  Case  (b).  Centre  of  Pressure  Back. — The  aircraft  is  assumed 
to  be  flying  at  maximum  horizontal  speed  at  ground  level. 
The  load  factor  in  this  case  applies  only  to  the  wings. 

Case  (c).  Limiting  Nose  Dice. — The  aircraft  is  assumed  to 
be  diving  at  limiting  velocity.  In  calculating  this  velocity 
the  airscrew  drag  may  be  included. 

The  above  cases  cover  the  wings  and  tail  plane  and  the 
fuselage  for  certain  flight  loads. 

Case  (d).  fide  Load  on  Fin  and  Ttudder. — For  this  case  a 
lift  coefficient  is  given  which  when  the  stalling  speed  of  the 
aircraft  is  known  determines  the  load  which  the  fin,  rudder 
and  fuselage  must  withstand.  This  load  is  given  by  : — 
Side  load  =•  kl  p  S  (1-4  Vs) 2 
where  is  lift  coefficient  (from  table), 

S  fin  and  rudder  area  in  sq.  ft., 

Vs  stalling  speed  of  aircraft  in  ft. /sec,, 
p  air  density  in  slugs  per  cubic  ft. 

Uuder  this  load  the  load  factor  throughout  should  be  2. 


Case  (f).  Landing. — For  this  case  the  aircraft  must  be 
assumed  1 0  land  in  the  two  following  ways  : — 

(i)  On  an  even  keel  with  the  chord  of  the  main  planes 
horizontal. 

(ii)  On  an  even  keel  so  that  the  tail  skid  and  under¬ 
carriage  touch  the  ground  simultaneously. 

The  vertical  travel  uf  the  under  carriage  should  be  such 
that  the  total  energy  absorbed  is  uot  less  than  &  \Y  Vs  where 
V  is  a  velocity  given  by  : — 

V  =  3  +  - 1  Vs. 

Vs  ^  is  the  stalling  speed  in  ft. /sec. 

W  -  is  weight  of  aircraft  in  lbs. 


Table  I, — Schedule  of  Load  Factors  (General  Class) 

Total  Weight  of  Aircraft  in  lbs. 


Case. 

uj 

C 

£2 

4-J  H 

A  0 

8  g 

»n  £ 

0  0 
c  0 
q.  c 

0* 

M 

C  © 
is  C 

<  °- 

0 

N 

(a  i.)  Load  factor  with  C.P, 
forward — engine  off 

7'5 

7 '5~7 

7-6 

6 

(a  2.)  As  (a  r) — engine  on. . 

7’5 

7  5-7* 

7-6* 

6 

(b.)  Load  factor  with  C.P. 
in  most  backward  posi¬ 
tion  in  horizontal  flight 

5-5 

5-5-5* 

5-4-5 

*  4-5 

(c.)  Load  factor  in  nose  dive 
at  terminal  velocity 

i-5 

i‘5 

1-5 

*•5 

( d .)  Specified  lift  coeffi¬ 
cient  for  fin  and  rudder  ; 
under  this  loading  the 
load  factor  should  be  2 

0  ‘5 

o-5 

o-5 

o-5 

( e .)  Load  factor  on  under¬ 
carriage  when  subjected 
to  the  maximum  forces  of 
compression 

1**5 

1  -*5 

1*15 

i-15 

*  The  decrease  in  load  factor 

from  the  large 

value  is 

directly  proportional  to  the 
craft. 

increase  in  the  weight  of  the 

Table  II  —  Schedule  of  Load  Factors  ( Commercial  Class). 


Total  weight  of  Aircraft. 


(a  1.)  Load  factor 
with  C.P.  in  its 
most  forward  posi¬ 
tion,  engine  off 
(a  2.)  Same  as  (a  i), 
but  with  engine  on 
( b .)  Load  factor  wuth 
.  C.P.  in  the  position 
corresponding  to 
maximum  horizon¬ 
tal  speed  at  ground 
level 

(e.)  Load  factor  in  ver¬ 
tical  nose  dive  at 
terminal  velocity 
(d.)  Specified  lift  co¬ 
efficient  for  fins  and 
_rudders.  (Under 
this  loading  the 
factor  of  safety  of 
the  fuselage  should 
be  2) 

(e.)  Load  factor  on 
under  -  carriages 
when  subjected  to 
the  maximum  forces 
of  compression 

*  The  decrease  in 
directly  proportional 
craft. 


in. 

QXi 

£ 

!  rO 

r»  t 

CT. 

1  2 

O 

i! 

<r. 

> 

+* 

0.0 
2T  0 

1 -J  m 

N 

O 

^8 

Cl  0^ 
in 

O  O 

0 

m  - 
O 

M 

8.8 

O  O 

w  0* 
m 

<} 

5*5 

5‘5-5* 

5-4* 

4 

4 

5-5 

5-5-5* 

5-4* 

4 

4 

4 

4-3-25* 

3  •  25-3* 

3 

IV 

25 

1*25 

1  -25 

1-25 

0 

*5 

0-5 

o-5 

0-5 

r 

■15 

i  15 

I-I5 

1  •  15 

load  factor  from  the  larger  value  is 
to  the  increase  in  the  weight  of  the 
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The  under-carriage,  under  the  maximum  load  brought 
about  by  the  absorption  of  this  amount  of  energy,  must 
have  a  load  factor  not  less  than  i.15.  The  remainder  of  the 
structure  under  the  same  load  must  have  a  load  factor  of 
at  least  1*25. 

With  the  aircraft  resting  on  the.  ground  the  under-carriage 
must  in  110  case  have  a  load  factor  less  than  4,  nor  the  rest 
ot  the  structure  a  load  factor  less  than  4-5. 

To  ensure  adequate  strength  against  side  load,  the  under¬ 
carriage  must  be  sufficiently  strong  to  withstand  a  side  load 
equal  to  the  weight  of  the  aircraft  applied  at  the  axle. 

in  cases  (a  1),  («  2)  and  (b)  above  the  load  factor  on  the 
wings,  with  any  one  flying  win*  or  pah  of  duplicate  flying 
wires  removed,  must  not  be  less  than  one-half  that  required 
in  the  normal  Case. 

The  above  instructions,  together  with  Table  I,  embody 
the  recommendations  of  the  Load  f  actor  Sub-Committee  for 
Commercial  Heavicr-than-Air  Craft. 

Racing  Aircraft.—  Aircraft  which  require  a  Certificate  of 
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Airworthiness  in  order  to  compete  in  public  air  races  will  be 
granted  a  special  form  of  certificate,  the  strength  requirements 
being  as  under  : 

Load  factor  throughout  structure  with  centre  of 
pressure  in  the  most  forward  position  in  hori¬ 
zontal  flight  .  .  . .  . ,  . .  , ,  . .  4 

Load  factor  on  wings  w  ith  centre  of  pressure  in  the 
furthest  back  position  in  horizontal  flight. .  . .  3 

Load  factor  in  terminal  nose  dive  . .  . .  . .  I 

Load  factor  on  fin  and  rudder  and  fuselage  under 
side  load  of  30  lbs.  per  sq.  ft.  on  fin  and  rudder. .  1 

Methods  oj  C  alculation. — The  above  factors  apply  to  air¬ 
craft  with  two  or  more  main  planes  and  of  normal  construc¬ 
tion.  The  factors  are  to  be  determined  by  the  official  methods 
published  by  the  Directorate  of  Research.  In  eases  of  novel 
or  unusual  construction  where  the  usual  assumptions  and 
methods  of  calculation  cannot  be  directly  employed,  reference 
should  be  made  to  the  Directorate  of  Research  for  a  ruling 
as  to  strength  requirements  and  methods  of  calculation. 
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NOTICES  TO  AIRMEN 


Aerodrome  Control  :  Croydon  and  Lympne 

It  is  notified  : — 

1.  Taking  off — Croydon . 

(«)  All  pilots  in  charge  of  aircraft  about  to  leave  the  aero¬ 
drome  will  obtain  their  order  of  priority  in  taking-off  from 
the  Civil  Aviation  Traffic  Officer  on  duty  for  this  purpose. 

ft)  Pilots  ready  to  take-off  will  await  a  signal  from  the 
C.A.T.O.  to  do  so.  Signals  will  be  given  to  pilots  in  the  order 
of  priority  allotted,  and  on  receiving  the  signal  pilots  will 
take-off  without  undue  delay. 

(c)  In  no  case,  however,  will  pilots  take-olT  when  oilier 
aircraft  are  about  to  land- 

2.  Landing — Croydon  and  Lympne. 

All  pilots  on  arriving  at  the  aerodrome  will  make  at  least 
one  complete  left-handed  circuit  of  the  aerodrome  before 
landing,  and  will  continue  this  circuit  until  in  their  opinion 
landing  can  be  effected  without  risk  of  collision. 

3.  Landing  and  Taking- off  in  Calm  Weather — Croydon. 

(a)  In  calm  weather  at  Croydon  aerodrome  all  machines 
will  take-off  and  land  on  some  bearing  between  North-West 
and  West. 

(b)  Calm  weather  will  be  indicated  by  a  white  ring  on  the 
aerodrome  in  front  of  the  Traffic  Office. 

4 .  All  pilots  in  charge  of  aircraft  using  the  aerodromes  at 
Croydon  and  Lympne  wall  conform  to  these  regulations. 

(No.  62  of  1922.) 

London-Paris  :  Official  Air  Route.  Directions 

1.  With  reference  to  the  Convention  for  the  Regulation 
of  Aerial  Navigation,  October  13,  1919,  Annex  D,  Section  5, 
para  31,  wffiich  reads  as  follows  : — 

"In  following  an  officially  recognised  air  route  every 

aircraft,  wffien  it  is  safe  and  practicable,  shall  keep  to  the 

right  side  of  such  route  "  ; 

an  agreement  has  been  reached  between  the  British  and 
French  Governments  whereby  certain  portions  of  the  London 
to  Paris  air  route  have  been  defined  as  the  officially  recognised 
route,  namely  : — 

London  to  Paris 

Croydon  to  Oxted.- — No  official  route. 

Oxted  to  Ashford. — The  main  railway  line  connecting  these 
places. 

Ashford  to  Etaples. — No  official  route. 


Etaples  to  Abbeville  -  Main  railway  line  connecting  these 
places. 

Abbeville  to  Ecouen. — The  main  road  running  through 
Abbeville,  Poix,  Grand villiers,  Beauvais  to  Paris. 

Ecouen  to  Le  Bourget. — No  official  route. 

2.  The  following  supplementary  rules  of  the  air  have  been 
agreed  upon  by  the  British,  French  and  Belgian  Govern¬ 
ments  : — 

Where  an  official  route  lias  been  defined,  every  aircraft 
shall : — 

(a)  Keep  at  least  100  metres  from  the  route  when  following 
such  route. 

(b)  Should  the  pilot  deem  it  necessary  10  cross  from  the 
right  side  to  the  left  side  of  the  route,  he  must  cross  the 
route  at  right  angles  and  as  high  as  possible,  Flight  should 
not  be  resumed  on  the  left  of  the  route  in  a  direction  parallel 
to  the  route  until  the  aircraft  is  at  least  10  kilometres  distant 
from  it. 

(c)  Similarly,  should  the  pilot  wish  to  cross  from  the  left 
to  the  right  side,  the  direction  of  flight  must  be  at  right 
angles  to  the  route  and  as  high  as  possible. 

(d)  Where  an  aircraft  is  flying  beneath  low  clouds,  it  -hall 
be  flown,  as  far  as  possible,  below  the  cloud  bast-  in  order 
to  see  ami  be  seen. 

(No.  64  of  r 922. ) 

Wireless  Telegraphy  Stations  in  Operation  in  Connec¬ 
tion  with  Civil  Air  Routes  :  Amendments 

It  is  hereby  notified  : — 

(1)  With  effect  from  July  t,  the  Synoptic  Report*,  and 
General  Inferences  issued  on  1.400  metres  tW.by  Air  Ministry 
daily  at  0600,  0S00,  1400  and  1900  (G  ALT.)  ,  and  0913  and 
2000  (GMT.)  respectively  will  be  transmitted  on  4,100 
metres  C.W.  The  Synoptic  at  0200  will  continue  on  1,400 
metres  as  hitherto.  The  0S30  report  will  cease. 

(2)  In  cases  where  breakdown  of  the  main  set,  or  other 
delay  in  commencing  transmission  on  4,100  metres  is  occa¬ 
sioned,  should  transmission  not  have  been  commenced  at  the 
expiration  of  ten  minutes,  the  message  will  be  issued  on  1,400 
metres  commencing  at  ten  minutes  after  the  routine  hour. 

(3)  Previous  Notices  affected  : — 

The  table  in  para.  1,  Notice  to  Airmen,  No.  43  of  1922,  is 

amended  accordingly.  (No.  65  of  1922.) 


0  0  0  0 
ROYAL  AERONAUTICAL  SOCIETY  NOTICES 


Examination. — The  first  Associate  Fellow¬ 
ship  examination  of  the  Royal  Aeronautical 
Society,  in  accordance  with  the  new  regula¬ 
tions,  will  be  held  on  September  23  (Part  I) 
and  September  26  (Part  II),  in  the  Library 
at  7,  Albemarle  Street,  London,  W.  1. 
Entries,  accompanied  by  the  prescribed 
examination  fee,  should  reach  the  Secretary 
at  that  address  not  later  than  Monday, 
August  28. 

/?•  38  Memorial  Research  Fund, — It  has  been  decided  to 
utilise  the  Royal  Aeronautical  Society's  R.38  Memorial 
Research  Fund  as  follows  : — 

(a)  To  the  placing  of  a  memorial  tablet  in  the  Society's 
offices. 

(b)  To  the  awarding  of  an  annual  prize  of  25  guineas 
for  the  best  technical  paper  on  aeronautics,  prefer¬ 


ence  being  given  to  those  dealing  with  an  airship 
subject.  This  prize  to  be  open  to  international 
competition. 

(c)  To  the  selection  and  collation  of  information  on  the 
development  of  design  of  airships  to  thr  present 
stage. 

The  balance  of  the  income  being  allowed  to  accumulate 
for  the  present.  4 

Usborne  Memorial  Fund. — The  interest  of  the  Usborne 
Memorial  Fund  is  to  be  devoted  to  the  award  of  a  prize 
in  every  alternate  year  (unless  the  amount  be  such  as  to  allow 
of  an  annual  prize  to  the  value  of  £10)  for  a  historical  paper 
on  any  aspect  of  aeronautics.  This  prize  will  also  be  open 
to  international  competition.  Detailed  regulations  for  these 
two  prizes  are  being  drawn  up. 

W.  LOCKWOOD  MARSH, 

Secretary 
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LONDON  TERMINAL  AERODROME 


Monday  evening,  July  3,  1922 

Hakpley  Page  Transport  continue  to  carry  the  bulk  of  the 
passenger  traffic,  and  are  getting  something  like  full  loads  for 
their  new  12-seater  “  W.SB’s.”  Passenger  traffic,  as  a  whole, 
has  improved  slightly  during  the  week.  Even  the  K.L.M., 
whose  traffic  is  so  largely  goods,  have  had  a  considerable 
increase  in  their  passengers.  The  histone  Air  Line  have  now 
a  regular  morning  newspaper  service  to  Brussels,  but,  owing 
to  the  shortage  of  machines,  they  are  unable  to  take  all  the 
traffic  that  would  be  forthcoming  for  this  service.  As  it  is, 
they  have  to  limit  their  load  to  the  capacity  of  one  of  their 
Westland  limousines,  with  which  they  are  carrying  out  this 
service. 

There  have  been  one  or  two  sensational  "  take-offs  ” 
during  the  week,  emphasising  the  need  for  strong  nerves  in 
those  whose  business  keeps  them  regularly  on  the  aerodrome, 
and  also  lending  point  to  the  general  opinion  that  “  someone 
is  going  to  hit  the  fence  ”  sooner  or  later.  The  Vickers 
“  Vimy  ”  which  has  been  built  for  the  Grands  Express,  and 
has  had  her  two  Napier  “  Lion  ”  engines  replaced  by  400  h.p. 
Lorraine-Dietrich  engines,  was  taking  off  into  a  south-west 
wind,  and  appeared  to  only  just  clear  the  Customs  House, 
and  to  narrowly  miss  the  giant  Handley  Page  sign.  This 
same  machine  went  off  to  Paris  on  Saturday,  piloted  by  Mr. 
Cockerell,  and  this  time  took  off  quite  well, 

A  Rather  Too  Exciting  Moment 

The  second  sensational  take-off  occurred  on  Saturday, 
when  a  Breguet  was  taking  off  in  the  same  direction.  M. 
Didier  and  several  others  were  standing  on  the  tarmac,  when 
it  suddenly  dawned  on  them  that  the  machine  was  not  rising 
and  was  hurtling  along  the  ground  straight  towards  them. 
There  was  a  sudden  rush  as  they  scattered  in  all  directions, 
while  a  little  group  of  people  by  the  weather-hut  endeavoured 
to  get  into  the  next  county  in  quick  time.  The  machine, 
however,  rose  just  as  it  reached  the  tarmac,  and  managed 
to  scrape  over  the  top  of  the  weather-hut  by  inches.  Had  the 
pilot  been  a  few  yards  to  the  right,  he  would  have  caught  the 
wind  indicator  mast,  as  he  was  well  below  the  vane. 

Tlie  K.L.M.  continue  to  carry  big  loads  of  goods  to  and 
from  Holland.  On  one  of  the  early  morning  machines,  there 
was  a  load  of  900  lbs.  weight,  which  Mr.  Hofstra  took  off  the 
ground  in  the  “  E.3  "  with  ease.  The  parcel  post  by  aero¬ 
plane  to  Holland  is,  apparently,  becoming  popular.  One 
day’s  consignment,  recently,  weighed  as  much  as  130  lbs. 
This  is  a  very  encouraging  sign,  as,  with  the  facilities  of  the 
Post  Office  for  collecting  and  delivering  from  all  parts  of  the 
country,  there  is  no  reason  why  this  traffic  should  not  become 
a  mainstay  for  all  the  airways.  It  is  free  of  a  great  drawback 
that  attends  ordinary  goods  traffic— this  drawback  being  that 
goods  require  so  much  expenditure  in  motor-vans  for  collection 
and  delivery  that  it  costs  as  much,  if  not  more,  to  collect  goods 
by  motor  transport  as  the  entire  charge  for  conveying  them 
to  Paris  by  air,  leaving  nothing  for  the  dying  portion. 

The  Instone  Air  Lino  have,  apparently,  over-staffed  them¬ 
selves  with  pilots,  and  are  now  having  to  reduce  their 
numbers,  Messrs.  Bradley  and  Keys  are,  l  understand, 


leaving  the  firm,  and  are  open  to  engagement  as  pilots  either 
at  home  or  abroad.  Mr.  Keys  flew  over  to  Stag  Lane  in  one 
of  the  Surrey  Flying  Service’s  Avros,  in  order  to  take  a 
“  D.H.g  ”  belonging  to  the  “  taxi  ”  service  of  the  De  Havilland 
Aircraft  Co.,  to  Dublin.  As  it  happened,  however,  when  he 
arrived  at  Stag  Lane,  it  was  decided  that,  as  two  of  the  De 
Havilland  taxiplanes  were  already  held  up  in  Dublin  by  the 
authorities,  no  more  should  be  sent ;  and  so  Mr.  Keys  took  a 
machine  out  for  photographic' work  instead.  He  is  delighted 
with  the  courtesy  of  this  firm,  who  flew  him  back  to  Croydon 
in  a  "  D.LI.9  ”  when  he  had  completed  his  day’s  work  for  them. 

An  Important  Early- Morning  Conference 

During  the  week,  Major-General  Sir  W.  S.  Brancker  held 
another  of  his  early-morning  meetings  at  the  air-station. 
Brigadier-General  Testing  accompanied  him.  and  the  meeting 
wTas  attended  by  representatives  of  the  various  British  air¬ 
transport  companies  and  pilots.  General  Brancker  asked  for 
suggestions  as  to  the  requirements  of  the  firms  in  the  way  of 
new  machines — such  as  what  performance  they  required,  and 
what  load  they  wished  the  machines  to  carry. 

It  is  evident  that  he  intends  to  ask  designers  to  submit 
designs  for  machines  for  next  year’s  work  that  will  embody 
the  experience  so  far  gained  in  air  transport,  In  addition, 
the  form  in  which  weather  reports  should  be  transmitted  to 
pilots  while  in  flight  was  discussed  ;  also  new  regulations 
with  regard  to  the  tests  pilots  should  undergo  in  order  to 
obtain  their  licences.  I  understand  that  it  was  proposed  that 
pilots  should  make  a  stipulated  number  of  landings,  with 
machines  empty,  and  also  with  full  load,  and  that  an  examina¬ 
tion  in  engines  should  also  be  part  of  their  tests.  Everybody 
at  the  air-station  is  impressed  by  General  Brancker’s  keenness, 
and  by  his  evident  desire  to  do  all  in  his  power  to  further 
commercial  aviation,  and,  at  the  same  time,  to  safeguard 
passengers. 

The  British  Success  at  Brussels 

1  hear  that  as  a  result  of  the  competition  for  commercial 
aeroplanes  held  at  Brussels  on  Sunday,  June  25,  and  won  by 
the  Handley  Page  “  W.8.b  .”  this  firm  have  obtained  an 
order  from  the  Belgian  Government  for  six  of  these  machines. 
Up  to  the  present,  however,  I  have  been  unable  to  obtain 
definite  confirmation  of  this. 

The  '*  S.Ey  's  ”  which  the  Aircraft  Disposal  Co.  sent  to  these 
competitions  have  been  flown  back  to  Croydon  during  the 
week.  Mr.  Courtney,  while  flying  one  of  these  machines, 
experienced  engine  trouble  while  still  five  miles  out  over  the 
Channel,  and  had  the  utmost  difficulty  in  reaching  the  English 
coast.  He  succeeded,  however,  in  arriving  over  the  Dover 
aerodrome,  only  to  discover  that.jt  was  covered  with  sheep 
and  hurdles  ;  so  he  was  compelled  to  land  on  the  cliffs, 
pulling  up  within  20  yds.  of  the  edge. 

During  bad  w-eather  in  the  Channel,  Mr.  Robertson,  flying 
the  Daimler  Airways  "  D.H.34  ”  attempted  to  get  across 
from  the  English  side,  when,  suddenly,  the  masts  of  a  ship 
loomed  up  out  of  the  clouds.  He  found  that  he  was  actually 
below  the  top  of  the  masts,  which  were  in  the  clouds,  and 
wisely  decided  to  turn  back,  alighting  safely  at  Lympne. 


HEBE 


AEROPLANE  v,  INSECTS  :  We  referred  recently  to  some  experiments  carried  out  at  Ohio  in  which  an  aeroplane 
flew  over  a  plantation  of  Catulpa  trees,  spraying  them  with  arsenate  of  lead,  with  a  view  to  destroying  a  plague  of 
caterpillars.  Above  will  be  seen  a  Curtiss  biplane,  piloted  by  Lieut.  Macready,  discharging  its*  “  poison  gas,” 

which  successfully  accounted  for  practically  every  caterpillar. 


387 


IN  PARLIAMENT 


Air  Power 

Mk.  Lambert,  on  June  26,  asked  the  Prime  Minister  whether,  as  our 
Air  Force  is  dangerously  deficient  as  a  protection  against  invasion,  and  the 
fighting  services  are  costing  this  year  £167,000,000  as  against  £86,000,000 
pre  War,  lie  will  appoint  a  Commission  to  ascertain  how  most  efficiently  the 
public  money  can  be  spent  for  defence,  having  regard  to  modern  aircraft 
•developments? 

The  Prime  Minister  :  No,  Sir,  The  matters  referred  to  are  already  under 
the  consideration  of  the  Committee  of  Imperial  Defence. 

Mr.  Lambert  t  Has  any  definite  action  been  taken  to  avoid  a  great  waste 
of  the  taxpayers’  money  ? 

The  Prime  Minister  :  The  inatteris  being  carefully  considered  by  the  experts 
who  advise  the  Government,  and  they  are  also  considering  the  machinery  for 
the  purpose. 

Mr.  Lambert .  In  view  of  the  fact  that  the  Committee  of  Defence  is  a  very 
hard-worked  body  will  the  right  bon.  gentleman  consider  the  advisability  of 
appointing  a  separate  Commission  ? 

The  Prime  Minister  :  i  think  it  must  be  the  Committee  of  Imperial  Defence  ; 
a  separate  Committee  of  that  body. 

Indian  Mails 

Lieui. -Commander  Kenworthy,  on  June  27,  asked  the  Postmaster- 
General  how  long  the  mails  take  to  reach  India  from  this  country  ;  if  he  is 
aware  of  the  great  importance  to  merchants  in  Great  Britain  and  India  of  a 
quick  mail  service  ;  what  steps  are  being  taken  to  expedite  the  Indian  mail 
service  ;  and  whether  the  possibilities  of  quick  overland  or  aerial  transport 
have  been  considered,  and  with  what  result  ? 

Mr.  Pease  :  The  Indian  mail  is  due  at  Bombay  in  14J  days  after  leaving 
London.  Occasionally  it  arrives  rather  later,  as  the  Peninsular  and  Oriental 
.Steam  Navigation  Company  have  not  yet  been  able  to  replace  fully  their  war 
osses  and  to  provide  a  fleet  of  uniform  speed  for  the  service.  1  am  aware  of 
the  great  importance  to  commercial  interests  of  a  quick  mail  service  to  India, 
and  advantage  is  taken  of  every  opportunity  of  improving  the  service.  I  do 
not  see  any  prospect  of  any  material  acceleration  in  overland  transit.  The 
possibilities  of  air  transport  in  connection  with  the  Imperial  mail  services 
generally  are  being  explored  by  the  Civil  Aviation  Advisory  Board. 

Lieut. -Commander  Keuwotthy  :  Is  the  right  hon.  gentleman's  Department 
in  constant  consultation  with  the  Middle  East  Department  with  a  view  to 
utilising  aircraft,  which  now  fly  continuously  in  that  area,  wfth  a  view  to 
quickening  up  the  mails  ? 

Mr.  Pease  :  This  question  is  being  considered  by  the  Civil  Aviation  Advisory 
Board  at  present. 

Lieut. -Commander  Kcri worthy  :  Is  the  Post  Office  represented  on  that  ? 

Mr.  Pease :  Ves. 

Royal  Air  Force  (Naval  Wing) 

Viscount  Ci/rzON  asked  the  Secretary  of  State  for  Air  whether  he  can 
make  any  statement  or  give  any  figures  to  show  the  work  actually  carried  out 
by  the  Naval  Wing  of  the  Royal  Air  Force  during  the  past  12  months  ? 

Capt.  Guest  :  Beyond  stating  that  I  am  satisfied  with  the  progress  that 
has  been  made  in  the  development  of  aircraft  co-operation  with  the  Navy 
■during  the  past  12  months,  1  do  not  consider  that  it  would  be  in  the  public 
interest  to  make  any  detailed  statement  of  the  work  performed  Or  to  give 
any  figures  of  the  flights  carried  out. 

Viscount  Cur/.on  Is  the  right  hon,  gentleman  aware  that  during  the 
discussion  on  the  Air  Force  Estimates  he  failed  to  give  any  item  of  information 
relating  to  the  work  of  the  Naval  Air  Service  and  a  wide  impression  exists 
that  the  power  provided  by  the  Air  Ministry  is  not  adequate  for  the  work 
which  that  service  has  to  do  ? 

Capt.  Guest  :  The  wide  impression  is  largely  created  by  my  noble  friend, 
Next  year  1  will  do  my  best  to  make  up  for  it. 

Minister  of  Air 

Mr.  L.  Malone  asked  the  Prime  Minister  whether,  in  v  ew  of  the  tact 
that  it  is  increasingly  possible  to  substitute  air  forces  for  naval  or  military 
forces  and  thereby  clTect  considerable  economies,  lie  will  reconsider  his  decision 
and  place  the  Ait  Minister  on  a  footing  in  the  Cabinet  where  air  propositions 
will  uot  be  overruled  by  naval  and  military  arguments  put  forward  without 
a  proper  consideration  of  the  air  side  of  the  question  ? 

Mr.  Lloyd  George:  J  have  nothing  to  add  to  my  answer  of  June  >2.  f 
do  not  accept  the  allegation  in  the  last  part  of  the  hon.  member’s  question. 

Foreign  Passenger  Aircraft  and  a  Second  Pilot 

biR  H.  Brittain  asked  the  Secretary  of  State  for  Air  whether,  seeing 
that  at  least  60  foreign -owned  aeroplanes,  carrying  but  a  single  pilot,  are 
expected  to  continue  trading  between  tliejr  respective  countries  and  Great 
Britain,  he  can  give  instructions  to  advise  the  British  travelling  public  as  to 
which  concerns  are  taking  the  precaution  of  carrying  an  additional  pilot  on 
•each  of  their  ’planes  ?  • 

Capt.  Guest  :  The  desirability  of  passenger  aircraft  being  provided  with  a 
second  pilot  is  appreciated,  but  it  is  not  a  compulsory  condition  for  inter¬ 
national  navigation  under  the  Air  Navigation  Convention  of  1019,  and  I 
think  that  the  British  public  must  use  their  own  judgment  in  selecting  the 
air  line  by  which  they  travel.  I  may  add  that  nearly  all  the  French  aero¬ 
planes  flying  on  the  London-Paris  service  have  accommodation  for  a  second 
pilot  although  not  fitted  for  dual  control  (The  Dutch  machines  flying’on 
the  Euglaml-Holland  route  have  accommodation  for  one  pilot  only.) 

NiJtht  Flying 

Sir  11  Brittain  asked  the  Secretary  of  State  for  Air  whether  he  is  'able 
to  inform  the  House  as  to  the  results  achieved  in  the  recent  experiments  in 
night  flying  carried  out  between  this  country  and  France  ? 

Capt.  Guest  :  The  flight  of  the  British  ac-rophine  from  London  to  Paris  by 
night  was  quite  successful.  It  established  the  fact  that  the  lighting  arrange¬ 
ments,  both  in  this  country  and  in  France,  are  satisfactory,  except  that  wind 
indicating  lights  have  not  yet  been  established  on  the  emergency  landing- 
places  ;  steps  are  being  taken  to  remedy  this  defect  so  far  as  tne  British 
portion  of  the  route  is  concerned.  It  is  understood  that  the  French  flight 
from  Paris  to  London  and  back  was  equally  successful. 

Capital  Ships  and  Air  Attack  Experiments 

Lirut. -Commander  Kenworthv,  on  June  28,  asked  the  Parliamentary 
Secretary  to  the  Admiralty  whether  it  is  proposed  to  carry  out  experiments 
with  the  various  methods  of  attack  from  the  air  against  any  of  the  capital 
■ships  due  to  be  scrapped  under  the  terms  of  the  Washington  agreement  ? 

Commander  Eyres-Monsell :  The  answer  is  in  the  affirmative. 

Lieut. -Commander  Kenworthy  :  Can  we  be  informed  of  some  details? 
Howjnany  ships  are  going  to  be  experimented  upon,  and  when  will  it  take 
gilace  ? 


Commander  Eyres-Monsell :  The  experiments  are  beiug  carried  out  on 
H.M.S.  ‘Superb.’’  These  will  be  preceded  by  those  011  the  monitor  “Gordon,  " 
which  does  uot  come  under  the  provisions  oi  the  Washington  Treaty. 

R.A.F,  Aeroplanes  ______ 

Mr.  Alfred  T.  D  avies,  on  June  29,  asked  the  Secretary  of  State  for  Air 
whether  his  attention  has  been  directed  to  the  fact  that  at  fhe  recent  display 
of  the  Royal  Air  Force  at  Hendon  the  aeroplanes  used  were  each,  approx i 
inatelv,  four  years  old  ;  whether  similar  machines  are  being  used  in  Iraq, 
Somaliland,  and  India  on  active  service;  whether  any  squadrons  of  the 
Royal  Air  Force  are  equipped  with  up-to-date  aeroplanes  ;  what  number  of 
new  and  improved  aeroplanes  have  been  supplied  to  squadrons  of  the  Royal 
Air  Force  this  year  ;  and  what  is  the  cost  of  such  supply  ? 

Captain  Guest  :  In  answer  tc>  the  first  question,  it  is  true  that  the  aeroplanes 
used  at  Hendon,  with  the  exception  of  the  experimental  machines,  were 
not  less  than  four  years  old,  but  they  were  all  thoroughly  sound  and  serviceable, 
many  of  them  recently  re-conditioned,  and  all  capable  of  satisfactory  per 
formance.  As  regards  the  second  and  third  questions,  the  same  general 
remark  applies,  but  some  of  the  squadrons  abroad  have  been  partly  re-armed 
with  new  aeroplanes,  and  the  four  squadrons  working  with  the  Navy  are 
being  completely  re-armed.  The  answer  to  the  fourth  and  fifth  questions  is,, 
that  10  aeroplanes  of  new  type  have  been  issued  to  squadrons  since  1st  April, 
1922,  and  that  the  approximate  cost  was  £106,000. 

Rear-Admiral  Sueler  asked  the  Secretary  of  State  for  Air  if  he  can  give 
the  date  of  construction  of  the  majority  of  machines  now  in  use  for  air  work 
in  Iraq  ;  whether  these  machines  are  satisfactory  and  their  carrying  capacity 
adequate  when  the  proper  load  of  petrol  is  carried  for  the  desert  journey  : 
and  at  what  date  will  more  modem  machines,  such  as  those  beiug  now  used 
on  the  London-Paris  route,  be  sent  out  to  replace  the  older  types  ? 

Captain  Guest :  With  the  exception  of  the  Vickers  type,  alt  the  aeroplanes 
used  on  the  cross-desert  route  are  either  of  1918  or  1919  build  ;  the  Vickers, 
of  1921  build,  with  a  tew  of  1919  and  1920.  These  aeroplanes  arc  all 
serviceable,  and  it  would  be  expensive  and  quite  unnecessary  to  replace  them 
at  present.  In  the  interests  of  economy,  it  is  urgently  necessary  to  use  up 
existing  serviceable  war  stocks  of  aeroplanes  before  ordering  new  ones.  The 
aeroplanes  are  not  specially  built  for  the  cross-desert  route,  and  it  is  neither 
necessary  nor  practicable  to  build  a  new  type  of  aeroplane  for  every  kind  of 
work  which  the  Air  Force  has  to  do.  The  civil  aeroplanes  used  on  the  London- 
Paris  route  are  of  a  variety  of  types,  arid  would  not  be  suitable  for  the  Royal 
Air  Force  work  without  extensive  modifications  I  can  assure  my  lion, 
and  gallant  friend  that  the  question  of  the  re-equipment  of  the  Royal  Air 
Force  with  new  types  of  aeroplanes  is  fully  recognised  as  one  of  the  greatest 
importance,  and  is  being  given  constant  careful  consideration  by  my  expert 
advisers. 

Captain  Viscount  Curzoti :  Is  it  not  a  fact  that  many  firms  engaged  in  the 
manufacture  of  aircraft  ami  aircraft  engines  are  being  compelled  to  go  out 
of  business  altogether  through  lack  of  orders  ? 

Captain  Guest :  I  regret  to  say  there  is  a  good  deal  of  truth  in  the  noble 
lord's  supplementary. 

The  Burney  Airship  Scheme 

Mr.  L’Estk a.vGe  Malone  asked  the  Secretary  of  State  (or  Air  if  his 
Department  has  approved  the  Burney  airship  scheme;  aud,  if  any  reserva¬ 
tions  were  made,  what  were  those  reservations  ? 

Captain  Guest  :  The  Buruev  airship  scheme  has  been  referred  to  the 
Committee  of  Imperial  Defence"  fur  consideration,  and  1  do  not  think  that 
it  would  be  proper  for  me  to  make  any  further  statement  on  the  matter  at 
the  present  time. 

Mr.  Malone  asked  the  Prime  Minister  whether  the  Burney  airship  scheme 
has  yet  been  considered  by  the  Committee  of  Imperial  Defence  ;  and  when  a 
decision  may  Tic  expected  ? 

Mr.  Lloyd  George  :  The  Burney  airship  scheme  is  being  considered  by’  the 
Committee  of  Imperial  Defence,  and  it  is  hoped  that  a  decision  will  be  taken 
at  an  early  date. 

Civil  Aviation 

Rear-Admiral  Soeter  asked  the  Secretary  of  State  for  Air,  in  view  of 
the  allegations  now  being  made  that  civil  aviation  in  this  country  has  almost 
entirely  disappeared,  and  that  the  aircraft  industry  is  lacking  in  orders  to 
keep  it  in  a  normal  healthy  condition,  whether  he  will  state  what  steps  he 
proposes  to  lake,  to  remedy  this  state  of  aftairs  ? 

Captain  Guest  :  It  would  be  impracticable  to  deal  adequately  with  tin- 
state  of  civil  aviation  in  this  country  by  way  of  question  and  answer,  arid  I 
can  only  repeat  the  suggestion  made  in  my  reply  on  June  19,  that,  it  thc- 
House  desires,  an  opportunity  to  discuss  the  question  can  be  taken  on  the 
Civil  Aviation  Vote,  which  is  still  on  the  Paper. 

Captain  Wedgwood  Berm  Will  the  right  hon.  gentleman  speak  to  the 
Leader  of  the  House,  with  a  view  to  getting  an  additional  Supply  day  for 
this  important  purpose? 

Captain  Guest  :  1  suggest  to  the  hon.  and  gallant  gentleman  the  usual 
channels. 

Captain  W,  Bonn  :  1  am  asking  whether  the  right  hon.  gentleman  will 
support  those  who  wish  tor  an  additional  day.  He  is  aware  that  tht  29  days 
are  fully  occupied  with  controversial  and  political  topics. 

Lieut. -Col.  Sir  F.  Hall  :  Is  it  not  advisable,  seeing  that  a  Committee  is 
now  sitting  cm  civil  aviation,  that  the  matter  should  be  left  in  abeyance 
until  their  first  report  comes  forward,  and  is  it  not  a  fact  that  that  report  is 
expected  very  shortly  ? 

Aerial  Defence 

Likut.-Commander  Kenworthy  asked  the  Prime  Minister  whether  he 
will  give  the  names  of  the  persons  forming  the  Committee  to  consider  the 
problem  of  aerial  defence;  how  long  the  Committee  has  been  in  being; 
how  many  sittings  have  been  held  ;  who  is  the  chairman,  and  what  means  are 
taken  to  consult  the  War  Office,  Admiralty  and  Air  Ministry,  and  to  keep 
them  informed  of  the  conclusions  arrived  at  ? 

The  Prime  Minister;  It  is  not  considered  desirable  to  give  the  information 
asked  for  as  to  the  composition  and  proceedings  of  committees  conducting 
secret  enquiries.  The  Admiralty,  War  Office  and  Air  Ministry  are  represented 
on  the  Committee,  and  its  conclusions  Will  be  communicated  to  the  Depart¬ 
ments  concerned  in  due  course. 

Lieut. -Commander  Kenworthy  :  Can  my  right  hon.  friend  answer  the 
second  part  of  the  question  as  to  how  long  this  Committee  has  been  in  being  ? 
Is  he  aware  that  there  is  a  great  deal  of  public  anxiety  that  money  is  being 
wasted  on  obsolete  weapons  of  war  and  not  on  the  air  service  ? 

The  Prime  Minister:  1  know  there  is  a  feeling  of  anxiety,  and  quite 
reasonably  so.  1  also  know  that  this  matter  is  being  pressed  forward  by 
the  various  Departments  concerned,  but  there  is  some  preparation  required 
before  they  can  investigate  the  matter. 

Lieut.-Commander  Kenworthy  :  How  long  has  the  Committee  been 
functioning  f 
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London  Gazelle,  June  20,  1922 
Medical  Service 

The  following  are  granted  short  service  commas.  111  ranks  stated,  with 
eflect  from,  and  with  seny.  of,  the  dates  indicated  n  '  . 

Flight  Liculs.—  A.  J.  Brown,  D.b.O. ;  June  1.  P.  Rutherford,  O.B-E. , 

^FTybie  Offr.  (Hon.  Flight  Lieut.). — H.  W.  Street,  M.B.  ;  June  6. 

H.  C.  Perkins  is  granted  a  tempy,  comma.  as  a  Might  Lieut.,  With  effect 
from,  and  with  seny.  of,  June  6. 

Memo  rand  a  . 

The  following  are  granted  tempy,  comma  in  ranks  stated  for  service  with 
No.  t  Works  Co,  ;  June  i  .  -Sqdn.  Ldr.  M.  C.  Rousseau,  Flying  Oflr.  {Hon. 
Flight  Lieut.)  G.  M.  Cox,  Pilot  Ollr.  W.  J.  Root. 

London  Gazelle,  June  27,  1923. 
General  Duties  Branch 

bation 
Coape, 

P.  M. 

M.  B.  F.  Watson. 


AIR,  FORCE 


The  following  Lieuts.,  Army,  relinquish  their  tempy .  columns,  on  return 
to  Army  duty,  t’lying  Officer  W.  R.  Oullon,  A.  It.  (Cheshire  Kegt.)  ; 
June  x 5.  Flying  Officer  A  Dix.  Lewis  {Middlesex  Krgt.) ;  June  it>. 

Stores  Brunch 

Flight  Lieut.  P.  J.  Wisefnan  is  transferred  to  Stores  Branch  for  Accountant 
duties  from  General  Duties  Branch  ;  Mays.  Plight  Lieut.  C,  A.  Muiw.O.S.u., 
is  placed  on  retired  list  on  account  of  Ul-healtli  contracted  in  the  Service,  and 
is  granted  rank  of  Major  ;  June  zS. 

Medical  Service 

Flying  Officer  R.  Boog- Watson,  M.B.,  D.P.H.,  to  be  Plight  Lieut. ;  June  7. 
Capt.  H.  E.  Hayes,  Army  Dental  Surgeon,  is  granted  a  tempy.  commn.  on 
attachment  to  R.A.F.;  June  16.  (lie  will  cuiitinue  to  receive  emoluments 
from  Army  funds.) 

Nursing  Service 

The  following  ladies  are  confirmed  in  their  appts.  as  Stall  Nurses :  Misses 
M.  S.  F  Stewart;  Dec.  3,  1931.  J.  McLeod  ;  Dec.  6,  1921, 

Memorandum 

Lieut.  R.  F.  Bernll.  R.F.A.,  relinquishes  his  temp,  commn.  on  return  to 
Army  duty  ;  July  16,  1918  (substituted  for  Gazette  July  30,  njfS). 


ROYAL  AIR  FORCE  INTELLIGENCE 


Appointments. — The  following  appointments  in  the  Royal  Air  Force  are 

Air  Commodore  L.  E.  O.  Charlton,  C.B.,  C.M.G.,  D.5.O.,  tr<*tn  British 
Embassy,  Washington,  to  R.A.F.  DepGt  (Inland' Area)  (Supernumerary).  1.5.22. 

Group  Captain  J.  G.  ITearsou,  C.B.,  D.S.O..  from  British  Delegation  (Air 
Section)  Paris,  to  R.A.F.  Depot  (Inland  Area)  (Supernumerary).  1.6.22. 

Wing  Commander  R.  J.  F.  Barton,  O.B.E.,  from  No.  2H  Squadron  (India), 
to  K.A.F.  DcpOt  (Inland  Area)  (Supernumerary).  10.5.22, 

Squadron  Leaders  E.  Huntley.  M  B.,  B.S.,  to  No.  1  School  of  Technical 
Training  (Boys)  (fhdton),  on  appointment  to  Temporary  Commission.  22.5.22. 
W.  Sowrey,  A.I'.C  ,  fTorn  No.  fit  Squadron  (Iraq)  to  R.A.F-  Depot  (Inland 
.Area)  (Supernumerary).  14.1.22,  F.  A.  Baldwin,  from  Iraq  Group  Head 
quarters  (Iraq  Group)  to  Aircraft  Park  Iraq  (Iraq  Group),  if.u:.  J.  W. 
CruikshauT ,  O.BE.,  from  No.  1  Flying  Training  School  (Middle  East),  to 
Headquarters,  R.A.F.  Iraq  (Supernumerary),  to  command  Armoured  Car 
Company  (on  formation).  16.5. zz.  K.  Lcckic*,  P.S.O.,  D. S , C . >  D  l .L » , _ iroro 
Canadian  Air  Board  to  No.  I  School  of  technical  I  rainulg  (Roys)  (Holton), 
on  ceasing  to  be  seconded  in  the  Canadian  Air  Board.  To  join  6.6.22,  2  7  ■  5  ■  -  -  ■ 

W.  Tyrrell,  D.S.O.,  M.C.,  M.B,,  from  R.A.F.  Depfit  (Inland  Area),  to  Research 
Laboratory  and  Medical  Officers 1  School  of  Instruction  (Inland  Area)  (Super¬ 
numerary),  x.6.2-'.  R  A-  G  Elliott,  B.M.,  B.A.,  front  K.A.F.  Pi  pf>l 
(luland  Area),  to  Central  Medical  Board  (Inland  Area)  (Supernumerary), 
1.6.22. 

Flight  Lieutenants  K.  C.  L  Holme,  M.C.,  from  No.  70  Squadron  (Iraq  Group), 
to  No  x  Squadron  (Iraq  Group).  25.3  22.  L.  J.  Maclrau ,  M.C.,  from  Central 
Air  Communication  Section  (Iraq)  to  Headquarters,  K.A.F.  (Iraq).  T.4.22. 
ti.  headhunt,  from  Aircraft  Park,  Iraq  (Middle  East  Area),  to  Iraq  Group 
Headquarters  (Middle  East  Area).  22,12. 21.  G  M.  Moore,  MX.,  from  Central 
Air  Communication  Section  (Iraq),  to  Headquarters  R.A.F.  (Iraq).  1.J.22. 

A.  W.  Ch-niSOn.  O.B  B„  D.S.C.,  ircm  R.A.F  DepOt  (Inland  Area),  to  I  lead- 
quarters,  R.F.A.  (Iraq).  2.6.22.  II.  W  Evens,  From  Seaplane  Training  School 
(Coastal  .Area),  to  Headquarters,  R.A.F.  Iraq  (Supernumerary).  2,6.22. 

B.  C.  Tooke,  from  Seaplane  Traiuing  Scliool  (Coastal  Area),  to  Headquarters, 
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Investigation  of  Aircraft  Accidents 

Regulations  for  the  investigation  of  accidents  under 
Section  12  of  the  Air  Navigation  .Act,  1920,  have  been  made 
by  the  Secretary  of  State  for  Air,  and  have  been  placed  on 
sale  by  H.M.  Stationery  Office.  These  Regulations  will  come 
into  operation  on  July  12.  , 

Since  May,  1919,  arrangements  made  by  the  Air  Ministry 
with  aircraft  companies  and  the  owners  of  aircraft  have 
enabled  tins  Department  without,  statutory  powers  to  conduct 
enquiries  into  accidents  with  the  good  will  of  the  parties 
concerned.  It  was  felt,  however,  that  the  conduct  of  such 
enquiries  should  ultimately  be  placed  on  a  statutory  basis 
in  the  same  way  as  enquiries  into  accidents  in  other  industries, 
notably  those  of  shipping  and  railways,  and  accordingly 
power  was  taken  in  the  Air  Navigation  Act,  1920,  enabling 
the  Secretary  of  State  for  Air  to  issue  regulations  for  the 
investigation  of  accidents  by  air. 

The  regulations  now  issued  are  based  upon  three  years’ 
experience  of  the  voluntary  system  which  has  hitherto  existed, 
and  their  main  features  are  as  follows  : — 

(1)  Compulsory  notification  of  accidents. 

(2)  Statutory  powers  for  preliminary  investigation  of 
accidents  by  an  Inspector  of  Accidents  appointed  by  the 
Secretary  of  State. 

(3)  Statutory  powers  to  order,  if  deemed  necessary,  a 
formal  investigation  by  a  person  specially  appointed  by  the 
Secretary  of  State. 

(4)  Statutory  authority  for  the  publication  of  the  udiole 
or  part  of  the  report  of  an  investigation. 

S  H 

A  New  Junkers  Three-seater 

A  new  Junkers  monoplane  has  just  been  completed 
which  appears  to  promise  well.  Although  fitted  with  a 
Siemens  engine  of  60  h.p.  only,  it  carries  pilot  and  two 
passengers.  It  is  rumoured  that  when  the  machine  has  been 


R.A.F.  (Iraq)  (Supernumerary),  2.6.22.  W.  C.  Day,  M.C.,  from  No. 
Squadron  (Inland  Area),  to  No.  4  Flying  Training  School  (Middle  Last). 
'  6  ^2  H.  A.  Tweedie,  O.B.E..  A.P.C.,  from  British  Delegation  (Air  Section) 
Paris,  to  R.A.F.  Depot  (Inland  Area)  (Supernumerary).  To  join  17.K22. 

1.6.22.  A.  H.S.  Baker,  G.B.E.,  from  Headquarters,  K.A.F.  (Middle  Last),  to 
■R.A.F.  DepOt  (Inlaud  Area).  15.5.22.  J.  W.  Htuper,  M.D.,  irom  No.  1 
School  of  Technical  Training  (Boys)  (Halton),  to  K.A  F.  Depot  (Inland  Areal 
(Supernumerary).  6.6.22.  J.  FT  Gallagher,  From  R.A.F.  Hospital,  Cranwell 
(Cranwell),  to  No.  1  School  of  Technical  Training  (Boys)  (Halton).  6.6.22, 
W  D.  Miller,  M.B. ,  from  Research  Laboratory  and  Medical  Ulhcers  School 
Instruction  (inland  Area),  to  R.A.F.  Depfit  (Inland  Area)  (Supernumerary). 

7.6.22.  A.  J.  Brown,  D.S.O.,  to  Research  Laboratory  and  Medical .Oihccrs 
School  of  Instruction  Inland  Area).  On  appointmout  to  Short  Service 
Commission.  1.6.22.  H.  W.  Woollett,  D.S.O.,  M.C.,  from  No.  »  Squadron 
(Iraq),  to  Stores  Depdt,  Iraq.  1.4.22.  Hon.  Squadron  Leader  O-  D.  Kerr, 
from  Inspector  of  Recruiting  (London)  Coastal  Area),  to  li.A.F  Depot 
(Inland  Area)  (Supernumerary).  23.5.22.  F.  G.  Stammers,  D  ILL.,  from 
School  of  Technical  Training  (Men)  (Inland  .Area),  to  No.  2  Mvmg  Training 
School  (Inland  Area),  12.6.22.  J.  A.  Barron,  from  Canadian  Aix  Loard,  to 
Armament  and  Guunery  School  (Inland  Area)  (Supernumerary),  1.0.22, 
VV.  B.  Tiverton,  from  School  of  Technical  Ttaining  (Men)  (Inland  Area),  to 
No.  2  Flying  Training  School  (Inland  Area).  12.6.22.  H.  L.  FlaveUe,  from 
No.  t  School  of  Technical  Training  (Boys)  (Halton),  to  R.A.F.  Base,  Leuchats 
(Coastal  Area).  12.6.22.  T.  Fawdry,  M.B.E.,  from  Headquarters  (Middle 
East)  to  R.A.F.  Depfit  (Inland  Area)  (Supernumerary).  14.5.22.  L.  I  . 
Bunch  from  R.A.F.  Base-,  Gosport  (Coastal  Area),  to  Aeroplane  Experimental 
Establishment  (Coastal  Area).  25.5.22.  Hon.  Squadron  Leader  A.  E.  F. 
Huntsman,  from  R.A.F.  Depot  (Inland  Area),  to  Inspector  of  Recruiting 
(Coastal  Area).  29.5.32.  J.  Cahalanc,  M.B,.  from  Aeroplane  Experimental 
Establishment  to  R.A.F.  Base,  Gosport  (Coastal  Area).  31.5.22.  Hon. 
Squadron  Leader  F.  W.  Squair,  T.D.,  M.B.,  to  Inspector  of  Recruiting  (Coastal 
Area).  29.5.22.  W.  E  Iiodgius,  M.B.,  from  Array  (R.A.M.C.),  to  Research 
Laboratory  and  Medical  Officers’  School  of  Instruction  (luland  Area).  C  n 
appointment  to  Temporary  Commission  in  R.A.F.  54.5.22. 

0  0 

Commercial  Aviation  in  America 

In  an  excerpt — issued  by  the  Aeronautical  Chamber  of 
Commerce  of  America — from  the  1922  Aircraft  year- Book 
which  is  published  by  the  above  body,  some  interesting  facts 
are  given  as  regards  civil  aviation  in  America,.  Of  these, 
the  following  data  showing  the  comparative  figures  for  the 
years  1920  and  1921  are,  perhaps,  worthy  of  note; — 

Comparative  Commercial  Aircraft  Operations ,  1920— 1921. 


1920. 


1921. 


Estimated  number  of  aircraft  in 
operation  . . 

Estimated  total  mileage 

Operating  companies  reporting 
Equipment  of  these  companies 
Mileage  flown  by  these  companies 
N  umber  of  passengers  carried 
Pounds  of  freight  carried 
Number  of  flights  by  operating  com 
panics 

Average  duration  of  flights  . . 
Average  charge  for  short  flights 
Average  charge  per  mile  for  inter¬ 
city  flights 

Average  charge  per  pound  lor  freight 
States  in  which  operations  were 
carried  on  . .  ...  . .  . . 

Air  terminal  facilities 


0  0 

thoroughly  tested  it  will  be  built  in  quantities  in  either 
Sweden  or  Holland,  although  we  sec  no  reason  why  it 
should  not  be  built  in  Germany,  the  present  restrictions 
not  prohibiting  manufacture  of  machines  complying  with 
certain  regulations. 
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PERSONALS 

To  be  Married 

The  man iage  arranged  between  Henry  Michael  Moody, 
MX.R.A.F.,  son  of  the  Rev.  llunry  Moody,  vicar  cl  Welsh  amp- 
ion  arid  Rural  Dean  of  Ellesmere,  and  Mrs.  Moody,  and  Austin 
Robin  a  (ISomm  ),  youngest  daughter  of  Mr.  and  Mrs.  C.  A. 
Horn,  of  Adelaide.  South  Australia,  arid  Beaumont,  Jersey, 
will  take  place  at  St.  Aubin’s,  Jersey,  early  in  August. 

The  engagement  is ‘announced  between  Mr.  B.  de  H. 
Pereira,  B.A.,  LL.B.,  late  R.A.F.,  of  1 31,  St.  James’s  Court. 
SAW  x,  only  son  of  Mr.  II.  J.  C.  Pereira,  K.C.,  and  Barbara, 
elder  daughter  of  Mr.  and  Mrs.  C.  G.  Syrett,  of  Oakdene, 
Sydenham. 

Killed 

Ronald  ,  Sr.  Claxk  Ml  Cli  ntoc  k,  M.C.,  Plight-Lien  tenant 
R.A.F.,  of  Tresco,  Birchington  on-Sea,  who  was  killed  on 
June  a  1  in  a  Hying  accident  at  Northolt,  was  the  youngest 
son  of  Mr.  and  Mrs.  Arthur  McClintock,  of  Kathvindcy, 
I.eighUn  Bridge. 

H  H  HI  a 
All  the  World ’s  Aircraft 

Jane's  All  the  World's  Aircraft  for  1922  (rath  edition), 
which  is  now  obtainable,  is,  as  in  previous  volumes,  full  of 
interesting  axid  very  useful  information  regarding  aircraft 
and  all  appertaining  thereto.  Considering  the  almost  hopeless 
nature  0?  th.c  task  confronting  one  when  trying  to  collect  from 
various  sources  complete  particulars  of  the  world’s  aircraft, 
we  are  bound  to  admit  that  the  information  given  in  the  book 
is  remarkably  complete  and  up  to  date. 

Several  changes  in  the  arrangement  of  the  1922  volume 
have  been  made,  and  whereas  previous  issues  appeared  towards 
the  end  of  the  year,  this  time  it  makes  its  appearance  much 
earlier.  It  is  divided  into  four  parts  : — (.A)  The  Progress  of 
Aviation  in  the  various  Countries  daring  the  past  Year; 
(L?)  I  lie  World’s  Aeroplanes;  (C)  The  World's  Engines; 
and  (D)  The  World's  Airships.  In  each  section  the  countries 
are  arranged  alphabetically. 

As  before,  it  is  edited  and  compiled  by  C.  G.  Grey,  and  is 
published  by  Sampson  Low,  Mars  toft  and  Co.,  at  £2  zs. 

SEES 
PUBLICATIONS  RECEIVED 

Advisory"  Committee  for  Aeronautics,  Reports  and  Memor¬ 
anda,  No.  246.  Experiments  on  Model  Airships.  By  J.  R. 
Panaell,  N.  R.  Campbell  and  G.  N.  Pell.  J une-October, 
xyib.  London  :  H.M.  Stationery  Office,  Kingsway,  W.C.  2. 
Price  6s.  6 d.  net ;  by  post,  bs.  8  Id. 

Aeronautical  Research  Committee :  Internal  Combustion 
Sab-Committee  Reports  : — 

No.  14.  An  Investigation  of  Certain  Spark  Gaps  for  Mag¬ 
netos  for  the  Air  Board.  By  C.  C.  Paterson .  M.I.E.E.,  and  N.  R. 
Campbell,  Sc.D.  August,  1917.  Price  6 d.  net.  By  post 
b^d. 

No.  19.  The  Relationship  Between  Air  Temperature-  and 
the  Power  of  a  Petrol  Engine.  By  A.  H.  Gibson,  D.Sc. 
November,  1917.  Price  4X  net.  By  post  6 \d. 

No.  ax.  On  the  Synchronism  of  the  Spark  of  a  Magneto 
as  Affected  by  the  Method  of  Coupling.  By  G.  E.  Bairsto, 
D.Sc.  November,  1917.  Price  6d.  net.  By  post  6±d. 

Report  No.  130.  Oxygen  Instruments.  National  Advisory 
Committee  for  Aeronautics,  Navy  Building,  Washington 
D.C.,  U.S.A.  6 

Report  No.  144,  The  Decay  of  a  Simple  Eddy.  By  H. 
Bateman.  National  Advisory  Committee  for  Aeronautics, 
Navy  Building,  Washington,  D.C.,  U.S.A. 

Ahhandlungen  aus  dem  Aerodynaniischen  Institui  an  dev 
Technischen  Uochschule  Aachen,  1921  and  1922.  Aerodyna- 
mischcn  Laboratorium  Technische,  Hochschule,  Aachen, 
Germany. 

Aeronautical  Research  Committee,  Reports  and  Memoranda 
No.  6S1.  A -Consideration  of  Airscrew  Theory.  By  A.  Page, 
A.R.C.Sc.,  and  R.  G.  Howard,  B.Sc.  March,  1921.  London  ; 
H.M.  Stationery  Office,  Kingsway,  W.C.  2.  Price  3s.  net ; 
by  post  35.  2^d. 

Aeronautical'  Research  Committee ,  Reports  and  Memoranda 
No.  761,  (Ac.  22.)  Experimental  Determination  of  Tail  plane 
Characteristics.  By  H.  Glauert  and  I.  L.  Peatfield.  July, 
1921.  London  :  H.M.  Stationery  Office,  Kingsway,  W.C.  2. 
Price  9 d.  net ;  by  post  10 d. 

Report  an  Benz  Aero  Engines  (Be  fbo  (195  h-p.)  and  Bz  3 bv 
(210  h.p.)).  Air  Ministry  Publication  808.  London:  H.M. 
Stationery  Office,  Kingsway,  W.C.  2.  Price  6s.  net.  Bv  post 
6s.  2  y,.  '  v 

Repot  t  on  the  Economic  Situation  of  Denmark,  to  March,  1922. 
By  R.  .M.  T  urner,  O.B.E.,  Department  of  Overseas  Trade. 
London:  H  AI.  Stationery  Office,  Kingsway,  W.C.  2.  Price 
is.  Cd.  net  ;  by  post,  is.  7 }d. 


THE  LONDON  AERO-MODELS  ASSOCIATION 
(The  Society  of  Model  Aeronautical  Engineers.) 

On  Thursday,  June  29.  Mr.  R,  Reynolds  read  a  vci-y  interesting 
paper  on  '  iho  Handley  Page  Slotted  Wing  ’’  before  the 
members  at  Headquarters,  20,  Great  Windmill  Street,  Picca¬ 
dilly,  W.  1,  Dr.  A.  P.  Thurston  presiding.  It  was  followed  by 
an  excellent  discussion  by  the  members.  A  very  hearty  vote 
of  tha  nks  was  passed  to  Mr.  Reynolds  and  also  to  Dr.  Thurston. 
The  paper  will  be  printed  and  circulated  amongst  the  members 
in  due  course. 

It  is  hoped  that  a.  good  muster  of  members  will  attend  on 
Thursday,  the  6tlx  inst.,  when  suggestions  for  future  com¬ 
petitions  will  be  discussed. 

1  he  Committee  hope  that  as  many  members  as  possible  will 
enter  the  Competition  for  the  Flight  Challenge  Cnp.  Ji 
unable  to  enter  for  the  Cup,  members  arc  asked  to  bring  a 
model  along  for  demonstration  purposes. 

General  Rule  No.  3  and  Competition  Rule  No.  3  are  specially 
drawn  tc>  the  notice  of  members  concerned.  Competition 
Secretary,  Mr.  C.  A.  Rippon,  52,  Fairbridge  Road,  Holloway, 
N.  19.  Hon.  Secretary,  Mr.  A.  E.  Jones,  48,  Narcissus  Road, 
West  Hampstead,  N.W.  6,  to  whom  application  for  member¬ 
ship  should  be  addressed. 

H  H  E  H 

Aircraft  in  the  Naval  Review 

During  the  Naval  Review  in  Torbay  one  of  the  exercises 
will  be  the  bombing  of  the  German  cruiser  Niirnberg  by- 
aircraft.  It  is  understood  that  these  experiments  will  take 
place  today  (July  6),  but  it  appears  doubtful  if  the  results 
will  tie  published. 

H  H  a  a 

AERONAUTICAL  PATENT  SPECIFICATIONS 

Abbreviations  :  cyl.  cylinder  ;  I.C.  ■»  internal  combustion  ;  m.  *»  motors 
The  numbers  in  brackets  are  those  under  which  the  Specifications  will 
be  printed  and  abridged,  etc. 

APPLIED  FOR  IN  1921 

Published  June  2g,  igzs 

9,052.  Zeppeu.wverk  Lis  dao  Ces  and  C.  Don  nick.  Alighting-gear 
(160,788.)  6  b  b  . 

Published  July  6,  1912 

7,224.  H.  Leitnex.  Metal  air-propeilers.  (181,110.) 

7,687.  Vickers,  Ltd.,  Sir  j.  McKkchkib  and  W.  F.  Kaibkiuoi  .  Means  tor 
indicating  errors  iu  direction  of  rotation  of  shafts.  (181.129.) 
9,453.  C.  J.  Stewart,  W.  W.  Stainer  and  L.  lUncv.  I  urtring  indicators. 
(rSr,x64.) 

12,049.  J.  F.  O.  Diuklot  Vehicle  capable  of  being  moved  vertically  aud 
horizontally  iu  air  and  in  water.  (162,01s.) 

If  you  require  anything  pertaining  to  aviation,  study 
“Flight’s"  Buyers’  Guide  and  Trade  Directory, 
which  appears  in  our  advertisement  pages  each 
week  (see  pages  ill  and  xvi). 


NOTICE  TO  ADVERTISERS 
All  Advertisement  Copy  and  Blocks  must  be 
delivered  at  the  Offices  of  “Flight,”  36,  Great 
Queen  Street,  Kingsway,  W.C.  2,  not  later  than 
12  o’clock  on  Saturday  in  each  week  for  the  following 
week’s  issue. 


FLIGHT 

The  Aircraft  Engineer  and  Airships 
36.  GREAT  QUEEN  STREET,  KINGSWAY,  W.C.  2. 

Telegraphic  address  :  Truditur,  Westcent,  London. 

Telephone :  Gerrard  1828. 

SUBSCRIPTION  RATES 

Flight  "  will  be  forwarded,  post  free ,  at  the  following  rates  : — 
United  Kingdom  Abroad* 

s.  d.  a.  d. 

3  Months,  Post  Free...  77  3  Months,  Post  Free...  8  3 

^  »*  m  ••*15  2  6,,  ,,  ...16  6 

l-  »#  •>  *;*3°  4  12  »»  ti  •*•33  o 

these  rates  are  subject  to  any  alteration  found  necessary 
under  abnormal  conditions  and  to  increases  in  postage  rates. 
•  European  subscriptions  must  be  remitted  in  British  currency 

Cheques  and  Post  Office  Orders  should  be  made  payable  to  the 
Proprietors  of  "  Flight,"  36,  Great  Queen  Street,  Kingsway, 
W.C.  2,  and  crossed  London  County  and  Westminster  Bank, 
otherwise  no  responsibility  will  be  accepted. 

Should  any  difficulty  be  experienced  in  procuring  "  Flight  " 
from  local  newsvendors,  intending  readers  can  obtain  each  issue 
direct  from  the  Publishing  Office,  by  forwarding  remittance  as 
above. 
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FLIGHT  BUYERS’  GUIDE  AND  TRADE  DIRECTORY-eont/m/erf. 

.  {Continued  front  p.  xvi.) 


INSULATING  materials— 

MscLcnnan,  John,  &  Co.,  115,  Newgate  St.,  E.C.t. 

City  3115  ;  “  Vanduara,”  Cent.  London. 


lubricating  OILS— 

Wakefield,  C.  C.,  &  Co.,  Ltd.,  Cheapside,  E.C.  2. 
Central  1156  (3  lines);  ‘‘Cherry,''  Cent.  London. 


MACHININC- 

Monk  Engineering  Co.,  Ltd.,  Coventry. 

Coventry  807;  “Assistance,”  Coventry. 


MAGNETOS— 

Btitish  Thomson-Houston  Co.,  Ltd.,  Lower  Ford 
Street,  Coventry. 

Telephone  *78  ;  “  Asteroidal.”  Coventry. 


METALS  ( Anti-F  ric  tioc) — 

Hoyt  Metal  Co.,  Ltd.,  Deodar  Road,  Putney, 
S.W.  15.  Putney  1323. 


METAL  PARTS  AND  FITTINGS— 

Brown  Tiros.,  Ltd.,  Great  Eastern  Street,  London. 
F..C.  2. 

Monk  Engineering  Co.,  High  Street,  Coventry. 

Coventry  S07;  "Assistance,"  Coventry. 

Rubery,  Owen  A  Co.,  Darlaston. 

Darlaston  87  ;  “Roofs,  '  Darlaston. 


MODELS- 

JoneS,  A.  E.»  Ltd.,  25,  F.versholt  Road,  Camden 
Hf  Town,  N.W.  t. 

D.A.P.,  Repliiighani  Ro*d,  Southfields,  S.W.  ig. 


PETROL— 

Anglo-American  Oil  Co.,  Ltd.  (Pratt's),  Queen 
Anne's  Gate,  S.W.  1. 


PROPELLERS- 

Falcon  Airscrew  Co.,  113,  Cottenham  Road, 
Holloway,  N.  19.  Hornsey  910  &  247 2. 

Lang  Propeller,  Ltd.,  Weybridge,  Surrey. 

520-521,  Weybridge;  “  Aerosticks,”  Weybridge. 


PUTTEES- 

Fox  Bros,  ft  Co.,  Ltd.  (Dept.  R),  Wellington, 
Somerset. 


RADIATORS  AND  RADIATOR  REPAIRS— 

Serck  Radiators,  Ltd.,  Warwick  Road,  Greet, 
Birmingham. 

Victoria  531  (3  lines) ;  “  Nerleak,”  Birmingham. 


SHEET  METAL  WORK  STAMPINGS  AND 
PRESSINGS  - 

Rubery,  Owen  &  Co.,  Darlaston. 

Darlaston  87;  “  Roofs,"  Darlaston. 


SPARKING  PLUGS- 

Uobinhood  Engineering  Works,  Ltd.,  The,  Putney 
Vale,  S.W.  15.  Putney  2132,  2133. 

“  Kaalgee,”  Phone,  London. 


STABILIZERS— 

Auto  Controls,  Ltd.,  19,  Regent  Street,  Piccadilly 
Circus,  London,  S.W.  i.  Regent  3649. 


TAPES  AND  WEBBING— 

MacLennan,  John,&Co.,  115,  Newgate  St.,  E.C.  1. 

City  3115;  “Vanduara,”  Cent.  London. 


TIMBER— 

Owen,  Joseph,  &  Son,  Boro’  High  Street,  S.E. 

Hop  3811  ;  !<  Bucheron,”  London. 


TUBES,  ALUMINIUM— 

British  Aluminium  Co.,  Ltd.,  The,  109,  Queen 
Victoria  St.,  London. 

City  2676  ;  “Cryolite,"  Cent.  London. 


TYRES  AND  WHEELS- 

Palmer  Tyre,  Ltd.,  Shaftesbury  Avenue,  W.C.  *. 
Geirard.1214  ;  “  Tyricord,"  Westcent,  London. 


WELDINGS,  REPAIRS— 

Barimar,  Ltd.,  10,  Poland  Street,  London,  W.  1. 
Gerrard  S173  ;  “  Bariquamar,”  Reg.  London. 


WIND  SHIELDS— 

Auster,  Ltd.,  133,  Long  Acte,  W.C.  2. 


PARACHUTES- 

E.  Ri  Calthrop’s  Aerial  Patents,  Ltd.,  423a,  SPRAYING  PLANT — 


ops 

Edgware Road,  London,  W,  2.  Paddington  6332. 

Spencer,  C.  (}.,  &  Sons,  Ltd.,  59a,  Highbury 
Grove,  N.  5.  Dalston  1893. 


Aerograph  Co.,  Ltd.,  43,  Holborn  Viaduct, 
E.C.  1. 

Holborn  2041 ;  “  Aerography,"  London. 


WIRES  AND  CABLES  (Aeroplanes)- 

Bullivants,  Ltd.,  72,  Mark  Lane,  E.C.  3. 

Works  :  Miilwall,  E. 


ALUMINIUM  PISTONS 

-  AND  — 

STRUT-PACKING  PIECES 

To  A.I.D.  Requirements. 

The  LONDON  DIE  CASTING  FOUNDRY,  Ltd., 

Tremlett  Grove,  Junction  Road,  Holloway,  N.  19. 

'Phone — Hornsey  1580.  Tube  Station — Highgatr. 


Ensures  your  receipt  of 

(At  Home. ) 

^AUTO 

fT*"  -Moron,  jouwyu, 

(Abroad.) 

regularly  each  week, 

....  post  free,  for 

One  Year 

Publishing  Office* :  36.  Gt.  Queen  Street,  Kingsway,  W.C.  2. 

JAMES  D.  ROOTS  &  CO., 

THAMET  HOUSE,  TEMPLE  BAR,  LONDON,  W.C. 

British,  Foreign,  and  Colonial 

PATENTS 


obtained  at  moderate  charges.  The  Automobile  and  Aeroplane 
Patent  Experts  and  Advisers.  Long  and  Varied  Practical  Engineering 
Experience  Valuable  to  Inventors,  _ _ _  . 

PIONEER  RECORD  OF  MR.  J.  P.  ROOTS,  M.LMeoh.E. 


1886.  Made  first  successful  working  Oil  Engine  in  Europe. 

1890,  Made  first  Motor  Boat  in  United  Kingdom. 

1892,  Made  second  Motor  Cycle  in  U.K.  fitted  with  first  two  Btroke 
self-propelling  engine,  first  anywhere. 

1894.  Exhibited  first  I.C.  Engine,  built  specially  for  propelling 

vehicles,  four  stroke  ;  Stanley  Show. 

1895.  Made  first  (I.C.E.)  Motor  Car  built  in  United  Kingdom. 

1896  &  7.  Flew  several  models  of  Aeroplanes  and  Helicopter*. 

1897.  Ran  first  Motor  Vehicle  (I.C.E.)  in  a  public  competition. 

1898.  Made  first  Commercial'Motor  (I.C.E.)  built  in  United  Kingdom. 
Telegraphic  Address  :  “  Oaktree,  London."  Telephone;  12327  Central. 


When  communicating  with  advertisers,  mention  of  u Flight "  will  ensure  special  attention. 
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Curves  taken  at  the  end  of  50  hours’  run  during 
the  Air  Ministry  Type  Test. 


The  100  H  P. 


LUCIFER  RADIAL 


Aircooled  Aero  Engine 


1100  1200  BOO  WOO  'BOO  1600  1700  1800 


is  of  simple  design,  easily  assembled, 
reliable  for  long  periods  without 
overhauling  or  dismantling  and,  above 
all,  economical  in  fuel  consumption. 


R  P  M. 

Average  Oil  Consumption  ...  036  pts.  per  B.H.P.  hour. 

Average  Petrol  Consumption  -6t0  pts.  per  B.H.P.  hour 
Power  readings  corrected  for  atmospheric  pressure 


The  Bristol  Aeroplane  Co.,  Ltd.,  filton— Bristol.  SterC Q&T’bmT*' 


TITANINE 


DOPE 


Offers  Greatest  Resistance  to  Flame.  The  Most  Durable.  Non-Poisonous. 

MANUFACTURERS  and  SOLE  PROPRIETORS: 

TITANINE.  Ltd. 


Telegrams; 

TarKAKSKr.,  Ptccv, 
Lonuo.v.” 


Telephones : 
Gkkrahd  2312. 

AND 

Reg  i' nt  4728. 


—  -  7 

( Contractors  to  H,M .  Government), 

Head  Ottlce: 

Empire  House,  175,  Piccadilly,  London,  W.  1. 

Works:  HENDON  (London)  AND  NEW  YORK. 
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TITANINE  DOPE 


THE  0RI6INAL  NON-POISONOUS  - 


See  Advert, 
outside  cover. 


-  FLAME  RESISTING 


FIRST  flCRO  WEEKLY  IN  TH€  WORLD 
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No.  707.  (No.  28. 
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AND  D.  M.  DAVIES. 

Aeroplane  Propeller  Designers  and  Manufacturers,  Aeronautical  Engineers. 

Largest  Manufacturers  of  Aeroplane  and  Seaplane  Propellers  in  the  World . 

113,  Cottenham  Road,  Holloway,  London,  N.  19. 

Write  u*.  ’Phone  us,  or  Wire  ua.  Hornaey  2472'910-2874. 


RIGGING 

The  Erection  and  Trueing-up  of  Aeroplanes. 
By  F.  W.  HALLIWELL,  A.M.I.A.E. 

Flight  Office, 


Post  Free 


36,  Gt  Queen  St.,  Kingsway,  W.C.  2. 


Invaluable  to  the 
Aircraft  Engineer. 


SPARKING 


PLUG 


When  the  speed  record  for  the 
world  was  regained  for  Great 
Britain  by  Mr.  J.  James,  on  a 
“  Bamel **  (Napier  -  Gloucester¬ 
shire)  machine,  “  K.L.G.”  Plugs 
were  used. 

“All  were  available— ‘K.L.G.' were  chosen.  * ' 
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CURRENT  PRICES  OF 


Cord  Tyres 

THE  PALMER  TYRE  LIMITED,  119.  121.  123,  SUlk.bory 
A v.rtuff.  London.  W.C..  2  telephone  No.:  CtrrorJ  1 2 1 4  (5 liner) . 


Size. 

COVERS. 

TUBES. 

895  x  150 
935  x  150 

C18  15  6 
20  OO 

£2  O  O 
2  2  0 

LIGHT  CAR  TYRES. 

To  (it  650  by  65  Rim-;. 

650  x  65 
700  x  80 
710  x  85 

£2  12  6 

3  10  6 

3  19  6 

CO  11  9 

0  12  6 
0  14  6 

»» 


The  New  Palmer  “  FLEXICORD. 

30  x  3 V  |  C5  lO  Ot  CO  15  6 
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AIRCRAFT  DISPOSAL  COMPANY,  LIMITED 
^Regent  House,  Kingsway,  London,  W.C.2./ 


THE  WORLD’S  AIRCRAFT 


supplied  by 


THE  AIRCRAFT  DISPOSAL  Co.,  Ltd 


ADC 

.  ^  I  IMi-rrn 


limited 


-STEELWORK  tor  FACTORIES- 


Do  you  contemplate  extending 
your  works  or  require  designs 
for  extensions  in  the  near 

future  ?  Being  experts 

in  Constructional  Steelwork  of 
many  years’  experience, 
we  can  give  you  sound  and 
practical  advice  which  will 

save  yon  not  only 
trouble  but  expense* 

Get  in  touch  with  us. 


ARCHIBALD  D.  DAWNAY 

STEELWORKS  ROAD,  BATTERSEA,  S.W.  11. 

Telephone — Battei**ea  1094  (3  lino).  Telegram* — “Dawnay,  Bnttcquare, 

AND  AT  EAST  MOORS,  CARDIFF.  Lwwdon  " 

Telephone— Cardiff  2SS7.  Telegrams — "Dawnay,  Cardiff.* 


When  communicating  with  advertisers,  mention  of  u  Flignt  "  wilt  ensure  special  attention 
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Annual  Subscription  Rates,  Post  Free  : 
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DIARY  OF  FORTHCOMING  EVENTS 

Club  Secretaries  and  ethers  desirous  of  announcing  the  dates 
of  important  fixtures  are  invited  to  send  particulars  for 
inclusion  in  the  following  list  1 

1922. 

Ang.  6-20  French  Gliding  Competition 
Aug.  6  ....  Gordon-Bennett  Balloon  Race.  Geneva 

Aug.  7  ....  Aerial  Derby  Starting  at  Waddon 
Aug.  12  Schneider  Cup  Seaplane  Race,  at  Naples 

Sept .  Tyrrhenian  Cup,  Italy 

Sept.  ....  Italian  Grand  PrLx 

Sept,  or  Oct.  R.Ae.C.  Race  Meeting,  at  Waddon 

Sept.  22  Conpe  Deutscb  (800  kil.) 

Dec.  15- 

Jan.  2  Paris  Aero  Exhibition 
1928. 

Dec.  1  ...  Entries  Close  lor  French  Aero  Engine  Com¬ 

petition 

1924. 

Mar.  1  ....  Frenoh  Aero  Engine  Competition. 

Mar.  15  Entries  close  lor  Dutch  Height  Indicator  Com¬ 
petition 
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EDITORIAL,  COMMENT. 

E  disinclination  to  face  large  issues 
calmly  and  on  their  merits  that  has 
been  noticeable  in  England  since  the 
War  is  once  again  affecting  the  atti¬ 
tude  of  the  country  towards  its 
comparative  defencelessness  in  the 
air.  There  is,  doubtless,  general 
assent  to  the  principle  that  the 
development  of  aircraft,  civil  and  military,  lighter  and 
heavier  than  ait,  is  of  vital  importance,  to  our  strategic 
safety  as  to  our  commercial  prosperity. 

Common-  p,ut  ^is  assent  docs  not  connote  readi- 
*3“  ncss  to  support,  and  still  less  to  insist 

upon,  the  adoption  of  measures  calcu¬ 
lated  to  safeguard  the  interests  admittedly  involved. 
Rather  is  there  a  tendency,  which  was  reflected  on 
Friday  in  rhe  House  of  Commons,  to  treat  as  mere 
*'  scares  “  attempts  to  prove  how  dangerously  our  air 
power  has  lapsed.  Pious  suggestions  that  nations 
should  agree  to  suppress  aerial  locomotion  altogether 
are  put  forward,  despite  their  visionary  character. 
Aviation  is  a  fact  that  cannot  be  gainsaid.  Its 
development  in  all  countries  is  not  merely  a  possi¬ 
bility,  but  a  certainty.  No  nation  can  afford  to 
handicap  itself  by  deliberately  or  carelessly  neglecting 
to  exploit  the  quickest  means  of  transport.  Still  less 
Can  any  Power,  great  or  small,  run  the  risk  of  leaving 
itself  at  the  mercy  of  the  most  deadly  weapon  of 
offence  that  the  ingenuity  of  man  has  yet  devised. 
Against  the  menace  of  this  weapon  there  are  but  two 
means  of  protection.  One  is  the  possession  of  an 
adequate  supply  of  efficient  aircraft  and  efficient 
pilots  ;  and  the  other  is  the  strengthening  of  political 
safeguards,  by  the  pursuit  of  sound  policies ,  supported 
by  international  sanctions  against  wanton  aerial 
offence. 

The  people  of  this  country  have  not  yet  realised  as 
fully' as  they  ought  the  elementary  fact  that,  strategi¬ 
cally,  Great  Britain  is  no  longer  an  island,  Our 
southern  shores,  and  even  London,  are  technically 
open  to  bombardment  by  artillery  from  foreign  terri¬ 
tory.  Slight  though  this  danger  may  seem,  it  is 
increased  a  hundred-fold  by  the  menace  of  foreign 
aerial  bombardment .  Hence  the  need  for  a  consistent; 
foreign  policy  that  shall  decrease,  even  if  it  cannot 
entirely  remove,  the  danger  of  attack.  Hence, 


equally,  the  need  for  an  adequate  force  of  military 
aircraft  supported  by  ample  reserves  of  civil  aircraft 
from  which  supplementary  strength  could,  in  an 
emergency,  be  drawn.  At  present  this  country  is  not. 
only  technically  unprepared  to  meet  an  emergency, 
but  it  is  mentally  unprepared.  Otherwise  it  would 
be  unnecessary  to  repeat  such  self-evident  propositions 
as  those  we  have  advanced.  The  supremacy  in  the 
air  which  this  country  enjoyed  at  the  end  of  the  War 
has  vanished.  The  British  aircraft  industry  is  mori¬ 
bund,  the  designers  of  aircraft  and  of  aircraft  engines 
are  being  driven  to  close  their  works.  Even  Capt. 
Guest  and  the  Air  Ministry  "  do  not  regard  the  situa¬ 
tion  without  a  feeling  of  alarm."  Yet  nothing,  or 
next  to  nothing,  is  being  done  to  improve  the  situa¬ 
tion  or  to  build  up  an  adequate  military  and  civil 
nucleus  for  national  air  defence.  This  is  no  party  or 
sectional  question.  The  facts  are  not  controvertible. 
The  danger  is  national,  and  it  must  be  met  on  a 
national  basis.  There  is  no  true  economy  in  the 
neglect  of  elementary  provision  for  safety.  The  time 
has  come  when  all  parties  and  Departments  of  State 
and  individuals  of  influence  and  authority  should 
combine  to  find  a  path  of  safety  and  to  lay  down 
fixed  lines  of  policy  for  the  air.  The  condition  of 
Europe  is  not  such  as  to  contain  any  pledge  of  pro¬ 
longed  tranquillity,  and  no  nation  can  indefinitely 
rely  upon  its  own  defencelessness  as  a  protection 
against  mischance  or  ill-will.  If  provision  be  made, 
and  if,  side  by  side  with  the  making  of  such  provision, 
there  be  developed  a  sound  and  far-sighted  policy  of 
peace,  the  influence  of  this  country  in  the  affairs  of 
Europe  and  of  the  world  may  gradually  rise  again 
from  its  present  low  estate.  But  a  beginning  has  to 
be  made,  and  that  quickly. 

Some  who  have  read  the  above  may  think  that, 
appearing  in  Flight,  it  is  a  biassed  view  of  the  position, 
but  as  it  is  word  for  word  a  leader  from  The  Times, 
which  appeared  on  July  ro,  that  suggestion  disappears. 
We  reproduce  it  as  we  consider  it  is  a  masterly  and 
very  moderate  summary  of  the  present  position  in 
regard  to  the  air. 

♦  ♦  ♦ 

With  unfailing  regularity  the  ideal  of 
Nature  limiting  air  armaments  as  well  as 
and  Air  armies,  navies,  etc.,  is  trotted  out  as 

Armament  an  imperative  necessity  for  the  future 

welfare  of  civilisation.  We  agree  that 
the  ideal  is  ideal,  hut — here  comes  the  crux  of  the 
whole  thing — it  is  human  nature  you  have  to  alter 
first  if  these  enthusiasts  are  really  to  have  their  way. 
So  long  as  humans  are  as  they  are,  war  must  and  will 
crop  up  from  decade  to  decade,  and  it  is  only  a 
question  of  when  any  particular  section  of  this 
"  civilised  ” — save  the  mark — world  considers  itself 
strong  enough  to  attempt  to  break  out  through  the 
boundary  fence,  for  a  new  war  to  start. 

In  the  case  of  battleships,  the  building  of  these  can 
be  restricted  because  you  cannot  construct  these 
little  items  in  a  back  yard.  It  is,  however,  a  very 
different  tale  when  you  come  to  aircraft.  Nothing 
in  the  world  can  really  prevent  thousands  of  aero¬ 
planes  from  being  built  secretly  at  various  points 
and  ultimately  assembled  when  the  critical  moment 
arrives  for  a  blow  to  be  struck.  Even  the  finances 
involved  are  of  such  a  relatively  small  amount  that 
they  are  easily  camouflaged  under  other  headings. 

Such  being  the  undoubted  position,  it  would 
indeed  be  a  grave  matter  for  any  nation  to  sit  still 
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under  the  false  security  of  the  other  nation  respecting 
its  bond — or  scrap  of  paper — agreeing  not  to  create 
an  air  fleet.  It  would  be  a  poor  retaliation,  when  the 
enemy  really  got  down  to  business,  to  chide  him  with 
“  Oh,  I  say,  you  said  you  wouldn't  build  any  of  these 
beastly  things,  and  now  you've  gone  and  done  it! 
Oh,  I  say - " 

No,  it  may  be  very  Christian-like  and  desirable  that 
restrictions  in  aircraft  armament  should  be  inaugu¬ 
rated,  but  it  will  not  work,  and  the  sooner  these  pious 
suggestions  are  completely  negatived  the  better 
That  the  Empire,  if  it  is  to  exist,  must  be  prepared 
with  an  unconquerable  air  fleet  is  as  certain  as  the 
coming  of  death  and  quarter-day.  Therefore  let  the 
advocates  for  air  supremacy  continue  their  campaign 
for  guiding  public  opinion  into  the  right  channels, 
so  that  when  the  time  comes  for  a  possibly  aggressive 
nation  to  attack  us,  vve  may  rest  assured  with  the 
certain  knowledge  that  vve  shall  be  over  his  capital 
before  he  has  time  to  strike.  Waiting  on  the  ground 
within  the  shores  of  our  little  island  for  the  coming  of 
the  aggressor’s  air  fleet  would  be  but  poor  comfort 
to  our  populace. 

As  to  the  absurdity  of  the  argument  that,  after  all. 
by  the  time  the  next  war  breaks  out  any  aircraft 
built  now  would  be  obsolete,  and  that  therefore  it 
would  be  better  to  wait  ten  years  or  so  before  bother¬ 
ing — do  these  same  ostriches  imagine  that  we  can 
afford  to  mark  time  until  the  next  scrap  starts  before 
vve  begin  to  gain  experience  and  to  ponder  on  the 
best  types  to  build?  We  have  successfully,  more  or 
less,  muddled  through  our  other  wars,  but  in  the 
next,  one,  with  the  menace  from  the  air  added,  that 
is  a  little,  too  much,  even  for  the  stolid  Briton,  to 
subscribe  to. 

When  the  next  crash  does  come  it  will  be  swift 
and  annihilating.  It  wall  not  be  a  case  of  digging  in 
whilst  our  forces  are  called  together,  trained  and 
entrained  :  it  will  be  a  deadly  assault  on  the  peoples 
themselves  in  their  sacred  castles,  their  homes. 

*»  ♦  «► 

m 

The  Order  in  Council  just  issued,  and 

The  Air  wycp  came  into  force  on  July  II, 

Or^ri922  follows,  generally  speaking,  the  lines  of 
Order,  1922  ^  ^  ^avjgati^u  Regulations  of  1919 

On  certain  points  alterations  have  been  made,  chiefly 
to  give  effect  to  the  provisions  of  the  International 
Convention  for  Air  Navigation,  the  commission  of 
which  is  sitting  in  Paris  at  the  moment.  The  new 
Order  does  not  appear  to  call  for  much  comment 
except  in  the  matter  of  fees  for  licences.  A  minimum 
of  £65  for  an  airworthiness  certificate  for  a  type 
aircraft  appears  to  be  unduly  high.  We  appreciate 
that  a  good  deal  of  work  may  be  involved  in  going, 
through  the  calculations,  etc.,  for  a  new  design,  but 
surely  it  would  be  policy  not  to  hamper  development 
by  imposing  such  heavy  fees.  We  would  suggest  that 
these  fees,  or  at  any  rate  that  for  machines  of  less 
than  200  h.p.,  should  be  materially  reduced,  otherwise 
development  of  small  sporting  machines  will  be 
seriously  handicapped.  Could  not  the  Civil  Aviation 
Department  do  its  share  by  making  a  considerable 
reduction  on  the  fee  ?  It  is  a  magnificent  department, 
but,  frankly,  it  cannot  at  the  moment  have  such  a 
great  deal  of  work  to  do,  and  the  “  stress-merchant  JJ 
section  might  be  kept  from  getting  bored  if  dis¬ 
couragement  were  prevented  by  not,  at  any  rate, 
imposing  unnecessarily  heavy  fees  on  builders  of  small 
machines. 
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THE  UDET  SPORTING  SINGLE-SEATER 


The  Production  of  a  Newcomer 

When  it  was  announced  that,  .subject  to  certain  limitations 
in  engine  power,  Germany  would  become  free  to  construct 
aircraft  again,  we  expressed  the  opinion  that  probably 
the  regulations  would  result  in  a  considerable  increase  in 
the  aerodynamical  efficiency  of  German  machines,  and  that 
quite  a  crop  of  new  small  machines  would  be  produced. 
We  have  recently  described  several  such,  and  this  week  we 
are  in  a  position  to  give  particulars  of  yet  another  small 
single-seater,  this  time  produced  by  a  firm  which  lias  but 


to  the  German  Aircraft  Industry 

ot  the  wing,  the  machine  would  easily  carry  a  passenger 
with  the  same  small  engine.  With  regard  to  the  structural 
strength  of  the  wing,  we  ate  informed  that  the  factor  of 
safety  is  everywhere  larger  than  7  ;  in  the  case  of  the  front 
spar  it  is  evc-n  stated  to  be  over  10.  The  designers  have 
worked  to  such  high  factors  of  safety  that,  even  in  the 
hands  of  comparatively  inexperienced  private  owners,  it 
would  be  difficult,  not  to  say  impossible,  so  to  manojuvre 
the  machine  as  to  cause  breakage  in  the  air.  Aileron. >  of 


THE  UDETJSPORTING  SINGLE-SEATER  :  Three-quarter  front  view. 


recently  been  formed.  The  firm,  which  has  its  headquarters 
in  Munich,  is  known  as  the  Udet  Aircraft  Works,  and  was 
founded  by  Cn.pt.  D.  Udet,  who  was  a  well-known  German 
air-fighter  during  the  War.  Incidentally,  the  new  Udet 
spotting  monoplane  is.  as  far  as  we  are  aware,  the  first 
post  War  machine  to  be  designed  and  built  in  Bavaria. 

The  Udet  monoplane  was  designed  by  ('apt.  Udet/s  technical 
assistants,  Hans  Herrmann  and  A.  R,  Weyl,  and  is,  as  will 
he  seen  from  the  ac<  -  mi  pa  nyiug  illustrations,  of  the  cantilever 
type,  with  the  wing  placed  low  as  in  the  Junkers  machines. 
The  machine  is  characterised  by  having  wings  of  the,  for 
a  cantilever  type,  unusually  high  aspect  ratio  of  about  9  to  1. 
Usually,  a  much  lower  ratio  is  employed  for  wings  of  this 
type  in  order  to  keep  down  the  stresses.  There  is  little  doubt, 
however,  that  the  higher  aspect  rat  io  results  in  a  considerable 
improvement  in  efficiency,  as  well  as  in  making  the  machine 


large  aspect  ratio,  although  of  small  area,  are  hinged  to  the 
rear  spar. 

When  in  place  on  the  machine,  the  wing  spars  rest  m  a 
recess  in  the  bottom  of  the  fuselage,  the  lower  longerons  of 
which  are  suitably  .strengthened  to  receive  them,  and  are 
held  in  place  by  eight  large  bolts.  It  appears  that  to  remove 
the  wing  from  the  machine  it  is  necessary  to  remove  the 
undercarriage,  but  as  there  is  no  bracing  between  the  rear 
legs,  and  the  struts  are  anchored  by  easily  detachable  ball- 
and-socket  joints,  the  operation  should  not  occupy  many 
minutes  When  removed,  the  wing  is  placed  on  special 
trestles  above  the  fuselage,  and  the  machine  can,  it  is  stated, 
be  towed  by  placing  the  tail  skid  on  the  carrier  of  an  ordinary 
motor-cycle.  In  fact,  the  machine  was  recently  thus 
transported  through  the  streets  of  Munich,  much  to  the 
amusement  of  the  passers-by. 


THE  UDET  SPORTING  SINGLE-SEATER  ;  Three-quarter  rear  view. 


a  good  deal  nicer  to  handle,  and  from  the  fact  that  the  weight 
empty  of  the  whole  machine  is  only  440  lbs.,  the  wings  Cannot 
be  excessively  heavy. 

In  the  construction  of  the  Udet  monoplane  wood  has  been 
largely  employed,  especially  in  the  form  of  three-ply,  with 
the  exception  of  the  engine  mounting,  controls  and  under¬ 
carriage.  The  wing  is  built  up  in  one  piece,  of  three-ply 
ribs,  on  two  box  spars  having  spruce  flanges  and  three-ply- 
sides.  One  ot  our  photographs  gives  an  idea  of  the  general 
construction.  The  area  of  the  wing  is  only  86  sq.  ft.,  and  as 
the  weight  of  the  machine,  fully  loaded,  is'  640  lbs.,  the  wing 
loading  is  7.44  lbs.  per  sq,  ft.  We  have  no  information 
relating  to  the  wing  section  used,  nor  to  the  landing  speed  of 
the  machine,  but  it  is  stated  that,  owing  to  the,  good  shape 


The  fuselage,  which  is  of  rectangular  section  with  a  slightly 
curved  deck,  is  covered  with  three-ply,  so  that  no  wire  bracing 
is  employed.  An  exception  is  the  front  portion,  which 
carries  the  30  h.p.  Haacke  engine.  This  part  of  the  fuselage 
is  built  up  of  steel  tubes,  and  is  so  arranged  that  the  whole 
engine  can  be  moved  a  few  inches  in  a  fore-and-aft 
direction  for  purposes  of  trimming.  As  the  weight  of  the 
engine  is  only  about  140  lbs.,  however,  it  is  hardly  to  be 
expected  that  a  movement  of  a  couple  of  inches  can  have 
any  noticeable  effect  on  the  trim  of  the  machine.  The  pilot's 
seat,  it  will  be  seen,  is  placed  relatively  far  aft,  in  view  of 
the  light  engine,  and  as  a  matter  of  fact  we  understand  that 
in  the  next  machine  it  will  be  moved  farther  forward.  For 
the  two-seater  in  contemplation,  the  present  location  will 
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be  retained.  The  eontrols”are  of^the  usual  type,  and  do  not 
call  for  any  comment. 

The  petrol  tank  is  carried  in  the  upper  portion  of  the  fuselage , 
behind  the  fireproof  bulkhead,  and  it  is  claimed  that  sufficient 
head  can  bo  maintained  for  direct  gravity  petrol  feed. 


During  recent  test  flights,  the  Udet  monoplane,  piloted 
by  Capt.  Udet,  is  stated  to  have  behaved  very  well,  although 
certain  modifications  are  still  necessary  before  putting  it 
into  production.  When  these  have  been  effected  the  machine 
should  appeal  to  many  on  account  of  its  low  running  cost. 


The  Udet  Sport- 
ing  Single- 
seater  :  View  of 
the  wing  in 
skeleton. 


Normally,  sufficient  fuel  is  carried  for  hours'  flight  at 
full  throttle,  but  if  it  is  desired  to  make  longer  flights  extra 
tanks  can  easily  be  fitted. 

The  undercarriage  is  of  usual  V-type,  with  struts  of  stream¬ 
line  steel  tube,  attached  to  the  fuselage  by  ball-and-socket 
joints  and  haying  cross  bracing  in  the  front  bay  only.  The 
wheel  track  is  only  4  ft.  10  ins.  A  peculiarity  of  the  design 
is  the  position  of  the  undercarriage.  From  the  side  elevation 
it  will  be  seen  that  the  wheels  are  unusually  far  back, 
and  one  would  imagine  that  the  machine  might  have  a  tend¬ 
ency  to  stand  on  its  nose.  Probably,  when  the  pilot’s  seat 
is  shifted  forward,  the  undercarriage  will  be  moved  forward 
also. 

Beyond  stating  that  they  are  of  the  cantilever  type,  the 
tail  surfaces  call  for  no  comment,  except  to  point  out  that 
the  tail  plane  appears  to  be  negatively  cambered,  as  in  some 
of  the  Pfalz  machines  of  the  War  period, 


It  might  be  mentioned  here  that  for  many  months  now 
there  has  been  in  existence  in  this  country  a  small  monoplane 
on  very  similar  lines  to  those  of  the  Udet.  This  is  a  Bristol 
machine,  with  the  fuselage  of  the  Bristol  "Babe,”  fitted  with 
cantilever  wings  placed  low  on  the  body.  This  machine  has 
one  of  the  60  le  Rhone  engines,  but  has  not  yet,  we  believe, 
beeu  flown. 

The  main  features  of  the  Udet  monoplane  may  be  gathered 
from  the  following  brief  specification  :• — - 

Engine,  30-40  h.p.  Haacke  (2-cylinder  opposed  air-cooled); 
length,  o.a..  20  ft.  4  ins. ;  span,  2 0  ft.  1  ins. ;  maximum  chord, 
4  ft.  ;  minimum  chord,  2  ft.  7  ins.  ;  wing  area,  86  sq.  ft.  ; 
height,  5  ft,  7  ins.;  weight,  of  machine  empty,  440  lbs.; 
weight  fully  loaded,  640  lbs.  ;  power  loading,  16  lbs. /h.p.  ; 
wing  loading,  7  44  lbs.  /sq.  ft.;  maximum  speed,  180  kms. 
(iio  miles)  per  hour;  climb  to  3.300  ft.  in  six  minutes; 
duration  with  standard  tanks.  2 ,(  hours. 
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A  BERLIN  VIENNA  ROME  AIRSHIP  PROPOSAL 


An  important  proposal  has  horn  placed  by  Commander 
F.  L.  M.  Boothby,  K.N.  (retired),  before  the  Air  .Ministry 
for  running  an  experimental  airship  service  between  (a)  Lon 
don  and  Berlin,  and  subsequently  (6)  to  Vienna,  Rome, 
Constantinople  and  Russia.  The  details  giv  en  by  Commander 
Boothby  are  much  on  the  conservative  side,  and  the 
proposition  bears  with  it  such  far  reaching  results  that  it  is 
to  be  hoped  the  Government  will  give  it  the  most  favourable, 
consideration,  having  regard  to  the  very  small,  comparatively, 
financial  risk  which  would  be  run,  relatively  to  the  possible 
advantages  to  be  obtained  imperially  through  its  exploitation. 

Here  are  the  particulars  of  the  proposals  of  Commander 
Boothby,  and,  incidentally,  we  may  say  that  the.  Herman 
Government  have  offered  to  supply  an  airship  of  the  Parseval 
type  by  way  of  an  item  in  the  reparation  proposals  for  the 
destroyed  Zeppelins. 

1.  A  preliminary  airship  service  to  Berlin  will  be  in 
augurated,  calling  at  Amsterdam ,  if  the  traffic  warrants  it,  to 
obtain  full  data  as  to  cost  of  running,  etc. 

2.  An  extension  of  the  service  to  Vienna  and  Rome,  the 
extra  capital  that  the  experience  on  the  preliminary  service 
shows  to  be.  necessary  being  obtained  by  the  formation  of 
a  public  company. 

3.  An  extension  of  the  service  to  Constantinople  and  Russia. 

It  is  proposed  to  utilise  airships  of  about  31  tons  displace¬ 
ment,  with  a  useful  lift  of  18  tons,  which  will  be  disposed  as 
follows: — Crew,  2  tons ;  passengers,  8  tons;  mails,  parcels, 
z  tons  ;  fuel,  3  tons  ;  ballast,  3  tons. 

The  maximum  horse  power  will  be  1,300. 

An  option  to  obtain  the  sole  right  of  building  Parseval 
airships  in  the  British  Empire  has  been  obtained  by  me. 

The  directors  and  designers  of  both  companies  have  been 
interviewed,  and  the  question  of  obtaining  the  maximum 
degree  of  safety  in  commercial  airships  has  been  discussed. 
It.  is  generally  agreed  that  the  following  modifications  to 
standard  design  1  an  be  made  with  advantage,  and  British 
insurance  companies  are  prepared  to  quote  lower  rates  if 
they  ate  adopted. 

1.  The  fuel  can  bo  removed  from  the  keel  and  carried  on 
the  side  of  the  ship  in  flexible  tanks,  which  cannot  overflow, 
and  any  fuel  leaking  will  drop  clear  of  all  cars. 

'z.  Use  a  fuel  ot  a  paraffin  nature 

3.  Place  a  layer  of  inert  gas  between  the  cars  and  the 
hydrogen. 

4.  Abolish  all  electric  leads  outside  the  cars,  each  car 
generating  its  own  electricity  supply. 

It  is  also  proposed  to  utilise  hydrogen  as  fuel,  and  the 
necessary  patents  for  the  purpose  can  be  obtained.  This  will 
considerably  increase  the  efficiency  of  the  airships,  but  full 
allowance  is  not  made  for  this,  pending  actual  tests  of  the 
system  in  commercial  service. 

A  British  firm  of  engine  makers  expect,  to  be  able  to  supply 
an  engine  that  can  be  swivelled  through  90  degrees.  This, 
01  conjunction  with  a  reversible  propeller  will  allow  the 
ship  to  be  driven  up  and  down  as  well  as  ahead  and  astern,  so 
providing  the  equivalent  of  6,000  pounds  of  ballast,  always 
available  while  the  fuel  lasts.  This  should  considerably 
facilitate  the  handling  of  the  ship  in  thick  weather.  It  is 
hoped  by  the  methods  above  indicated  to  make  the  airship 
a  reasonably  safe  method  of  travel. 

Subsidy . 

The  continental  airship  service  could  be  inaugurated  if 
the  Air  Ministry  w  ere  prepared  to  guarantee  the  same  subsidy 
and  facilities  as  are  now  granted  to  aeroplanes  running  on 
<he  London- Paris  route  for  a  number  of  years,  making  due 
allowance  for  the  increased  distance  to  be  flown. 

As  in  the  case  of  aeroplanes,  the  Air  Ministry  would  assist 
m  the  provision  of  the  fleet. 

A  syndicate  with  a  capital  of  £80,000  will  be  formed,  who 
will  erect  mooring-masts  near  London  and  Berlin,  and  provide 
the  running  expenses  of  two  airships  for  one  year. 

The  Air  Ministry  will  arrange  for  the  supply  of  one  31-ton 
Parseval  airship  and  one  31 'ton  Zeppelin  airship  of  the 
Bodensee  type  instead  of  the  75-ton  Zeppelin  due  for  repara¬ 
tions.  It  has  been  ascertained  that  the  German  firms  are  quite 
willing  to  build  these  ships.  British  engines  can  be  fitted 
if  desired.  • 

These  two  airships  would  then  be  run  by  the  syndicate 
on  the  London-Berlin  route,  to  ascertain  which  type  is  the 
more  suitable  for  this  work,  and  the  actual  cost  of  running, 
profits,  etc.  After  a  year's  experience  a  company  would  be 
formed  to  extend  the  service  to  Vienna  and  Rome,  the  neces¬ 
sary  airships  of  the  selected  type  being  built  in  England. 

The  Air  Ministry  to  place  Kingsnorth  Airship  Station  at 
the  disposal  of  the  company  for  constructional  and  repair 


work  at  a  rent  equivalent,  to  5  per  cent,  on  the  capital  value 
of  the  station.  The  company  would  undertake  to  man  the 
airship  with  men  who  would  be  available  for  service  in  case 
of  war,  and  to  hold  all  its  ships  at  the  disposal  of  the  Govern¬ 
ment  for  war  purposes.  In  return,  the  company  would  have 
the  exclusive  right  of  carrying  mails  by  air  to  the  countries 
served  by  it. 

The  appendix  gives  an  estimate  of  the  cost  of  the  preliminary 
service,  and  also  of  the  maximum  profits  w  hich  might  possibly 
be  made  and  of  those  Unit  might  be  reasonably  expected. 
No  estimate  is  given  as  to  the  capital  which  would  eventually 
be  required,  as  this  would  depend  on  the  result  of  the  first 
year's  working.  • 


Appendix 

Capital  Expenditure.  £ 

Two  mooring  masts  at  £15,000  ,,  ..  ..  30,000 

Motor  transport  ,  .  .  .  , .  , .  . .  5,000 

Hire  of  Kingsnortb  , ,  . .  .  ,  . .  7.500 

Offices,  etc. , .  . .  . ,  ,  f  A  . .  5,000 

Working  capital  . .  . ,  . .  . .  . .  32,500 


Total 


80,000 


Standing  Charges.  £ 

Insurance  of  ships  at  10  per  cent.  . ,  10,000 

Depreciation  of  ships  at  £20,000  .  .  . .  20,000 

Depreciation  of  masts  at  10  per  cent.  . .  .  .  3,000 


Total  ..  ..  £33,1 000 


Running  Costs.  £ 

Four  crews  at  £10,000  . .  . .  , ,  . .  40,600 

Petrol  at  as.  per  gallon,  running  20  hours  per  day, 

300  days  at  1,000  h.p  .  using  4  lbs.  per  h.p.  34,285 

Gas  at  4s.  per  1,000  cubic  ft.  to  balance  petrol 

plus  50  per  cent.  . .  . ,  , ,  . .  10/2S6 

Bases  . .  . .  , .  . .  . .  ,  „  25,000 

Repairs,  spares,  etc.  . .  , .  , .  . .  20,000 

Agents’  fees  and  advertisements,  etc.  .  .  . .  to, 000 


Total  ..  ..  £139.57* 

Standing  charges  .  £33,000 


Total  running  costs  ..  £172,571 


Revenue. 

Assuming  London  to  Berlin  to  be  2-5  times  the  distance 
of  London-Paris.  the  subsidies  payable  would  be  as  follows  : — 
Each  passenger  . .  . .  . .  . ,  .  .  £7  10s,  o d, 

Parcels  . .  . ,  7 \d.  per  lb.,  or  £70  per  ton. 

25  per  cent,  of  gross  takings. 

The  single  fare  is  estimated  at  £10. 

Possible  profits,  assuming  a  full  load  and  300  flying  days. 

£ 

300,000 
208,800 
225,000 
84,000 
142,200 


Total  .  .  ..  £1,020,000 

Running  expenses  , ,  £172,571 


Profit . £847,429 

Probable  profits  assuming  25  per  cent- fail  load  and  250 flying 

days, 

Passengers  25  per  day  at  £10  .  ,  . ,  , .  62,500 

One  ton  of  goods  at  zs.  per  lb.  for  250  days  . .  56,000 

Subsidy  on  passengers  . .  . .  . .  . .  46,875 

Subsidy  on  goods  , .  . .  . .  , .  . .  17,500 

25  per  cent,  gross  takings  . .  . .  . .  29,625 


Total  ..  £2x2,500 

Running  costs  ,  .  £172,571 


Profit  . .  . .  £39,9*9 


It  is  realised  that  there  must  be  a  limit  to  the'amount  of 
subsidy  it  is  possible  to  earn.  The  estimate  for  possible 
profits  is  principally  given  to  show  that  the  airship  service 
can  run  without  assistance  once  a  reasonably  full  load  can 
be  secured.  Several  years'  running  will  probably  be  necessary 
to  secure  this,  it  being  first  necessary  to  prove  that  travel 
by  airship  is  both  safe  and  comfortable. 


100  passengers  per  day  for  30  days  at  £10 
Four  tons  of  goods  at  2s.  per  lb. 

Subsidy  on  passengers 
Subsidy  on  goods  . . 

25  per  cent,  gross  takings 
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A  NEW  CALTHROP  PARACHUTE  DEVELOPMENT 


It  would  seem  that  the  *'  slot  ”  is  destined  to  play  an  important 
part  in  the  development  of  aeronautics.  It  was  only  just 
recently  that  Mr.  Handley  Page  stirred  us  up  with  his  slotted 
aerofoil,  and  now  Mr.  Calthrop  comes  forward  with  some  more 
slots  and  accompanying  improvements,  but  this  time  applied 
to  the  parachute.  By  this  we  do  not  mean  that  Mr.  Calthrop 
has  been  applying  the  H  P.  theory  to  his  parachute,  but  that, 
as  it  happens,  his  new  theory  relating  to  parachutes  embraces 
what  is  equivalent  to  a  slot  inserted  in  the  parachute  body. 

At  present  this  new  development  has  not  got  much  beyond 
the  theoretical  stage,  but  a  preliminary  test  with  au  actual 


A  NEW  CALTHROP  PARACHUTE  :  Fig.  i.  The  air 
forces  about  an  ordinary  type  parachute.  iFig.  2.  The 
same,  but  with  the  new  type  of  parachute. 

parachute,  was,  with  the  assistance  of  the  Royal  Aero  Club, 
carried  out  at  Croydon  on  May  6  last,  with,  we  understand, 
encouraging  results.  It  is  hoped,  however,  that  extensive 
practical  tests  will  be  made  at  an  early  date,  and  we  are 
informed  the  Air  Ministry  lias  been  approached  with  this 
object  in  view.  For  the  time  being,  therefore,  wo  do  not. 


air  results  in  the  formation  of  a  suction  area,  or  a  parLial 
vacuum,  immediately  above  the  body  of  the  parachute.  The 
high  pressure  of  air  escaping  through  the  vent  in  the  apex 
of  the  parachute  body,  it  may  be  mentioned,  constitutes  what 
may  be  termed  a  universal  rudder  pieventing  side-slip  and 
generally  stabilising  the  parachute. 

The  heavier  the  load  on  the  parachute  the  more  rapidly 
it  descends  with  a  corresponding  increase  iu  the  diametral 
contraction  of  the  parachute  body  by  virtue  of  the  pull  of 
the  load  on  the  rigging.  It  is  obvious  that  the  more  rapid 
the  descent  the  greater  will  be  the  pressure  of  air  within  the 
body,  but  it  lias  been  found  that  contrary  to  what  might  be 
expected  from  the  law  of  falling  bodies,  a  parachute  descends 
at  a  lower  speed  than  is  calculable  in  accordance  with  the 
area  of  the  contracted  diameter  of  the  parachute.  This  may 
be  explained  by  the  fact  that  the  compressed  air  escaping 
cent rifu gaily  and  horizontally  under  the  periphery  of  the 
parachute  affords  a  tangible  resistance  to  the  uprising  air 
current,  virtually  producing  an  extension,  cantilever- wise, 
of  the  actual  diameter  of  the  parachute,  and  thus  increasing 
the  effective  area  of  its  resistance. 

It.  may  be  assumed  that  the  leading  edge  of  the  periphery 
of  a  parachute  body  forms  an  aerofoil  set  at  a  considerable 
angle  of  incidence  to  the  path  of  the  rising  air  currents,  but 
with  this  peculiarity:  The  vertically  rising  air  currents  are 
diverted  from  their  path  shortly  before  reaching  the  leading 
edge,  and  to  such  an  extent  that  the  now  highly  compressed 
air  flows  past  the  leading  edge  horizontally  at  approximately 
right  angles  to  it.  Thus  it  will  be  seen  that  two  conditions 
desirable  in  a  parachute  arc,  firstly,  to  extend  and  intensify 
the  effects  of  the  diversion  of  the  vertically  rising  current  of 
air  projected  outwards  beneath  the  periphery  of  the  para¬ 
chute,  and  secondly,  to  utilise  to  ils  maximum  of  efficiency 
the  effect,  of  the  highly  compressed  air  escaping  at  the  apex. 
It  was  with  these  objects  mainly  in  view  that  this  new 
Calthrop  parachute  was  evolved. 

In  this  parachute  a  series  of  circumferential  apertures,  or 
slots,  are  introduced  in  the  body  of  the  parachute,  near  the 
periphery.  Over  these  slots,  on  the  outside,  are  flounces  so 
arranged — by  means  of  separating  webs — that  they  form  a 
series  of  pockets,  which  deflect  the  air  escaping  through  them 
at  the  desired  downward  angle.  This  latter  depends  upon 
the  depth  and  position  of  the  pockets.  It  should  tie  men¬ 
tioned  that  more  or  less  than  the  three  circumferential  slots 
shown  in  Fig.  3 — which  is  a  diagram  of  the  new  parachute— 
may  be  used,  and  the  higher  their  position  the  greater  will 
be  the  pressure  of  the  air  ejected,  but  their  effective  resistance 


DOME  VENTS 


ClR.COM' 

■eerentia, 

SLOTS 


A  New  Cal- 
tbrop  Para¬ 
chute  :  Fig.  3. 
Diagrammatic 
sketch  of  the 
new  type  para¬ 
chute,  with 
three  flounces. 
Fig .  4 .  Detail 
of  the  dome- 
shaped  air 
vent  at  apex  of 
parachute. 


propose  to  do  more  than  just  briefly  outline  the  theory  of 
this  parachute  as  explained  to  us  by  Mr.  Calthorp. 

At  the  outset  wc  must  acquaint  our  readers  with  the  theory 
of  the  air  forces  in  and  about  an  ordinary  parachute  body 
during  its  descent,  and  to  do  this  we  think  wc  cannot  do 
better  than  quote  from  Mr.  Calthrop's  patent  specification 
relating  to  his  improved  parachute.  The  behaviour  of  these 
ait  forces  is  shown  in  Fig.  t,  which  shows  that  during  the 
descent  of  a  parachute  under  load  an  inverted  cone  of  com¬ 
pressed  air  continually  accumulates  under  the  parachute 
body,  and  that  this  air  escapes  partially  through  the  vent  in 
the  apex  of  the  parachute  body  and  partially  centrifugally 
under  the  periphery  of  the  body.  This  escape  of  compressed 


to  the  rising  air  current  increases  the  nearer  they  are.  to  the 
periphery  of  the  parachute  body. 

The  introduction  of  these  apertures,  therefore,  serves  to 
produce  the  increased  cantilever  effect,  previously  referred  to, 
of  the  compressed  air  escaping  horizontally  beneath  the 
periphery  of  the  parachute  in  resistance,  to  the  rising  current 
of  air,  as  indicated  in  Fig.  2. 

It  is  also  claimed  that  this  results,  in  addition,  in  an  exten¬ 
sion  of  the  area  of  partial  vacuum  on  the  upper  surface  of 
the  parachute  body,  thus  increasing  the  total  lift. 

In  place  of  the  usual  circular  vent  hole  in  the  apex  of  the 
parachute  body,  it  will  be  seen  from  Figs,  3  and  4  that  a 
cylindrical,  dome-topped  member  is  fitted.  Tins  is  con- 
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strutted  of  some  suitable  flexible  material,  and  provided  with 
external  and  internal  stays,  which  together  with  the  stiffness 
produced  by  the  air  pressure  within,  provide  tlie  necessary 
1  igidity.  In  the  upper  portion  of  this  member  is  an  annular 
opening  or  vent,  formed  by  two  flanges,  one  on  the.  domed 
top  and  one  on  the  cylinder,  separated  by  a  zig-zag  strip  of 
slid  webbing.  The  area  of  this  opening  1$  less  than  that  of 
the  opening  communicating  with  the  interior  of  tlie  parachute 
body,  so  that  the  cylindrical  member  is  kept  rigidly  extended 
with  the  highly  compressed  air  within.  From  the  annular 
opening  air  escapes  from  the  parachute  in  a  highly  compressed 
Condition  and  in  the  form  of  a  hollow  cone  of  large  super  ficial 
area.  Thus  greatly  increased  resistance  surface  against  side¬ 
slip  and  a  greater  leverage  to  counteract  oscillation  of  tlie 
parachute  are  produced. 

Besides  enabling  a  parachute  of  a  given  diameter  to  carry 
a  greater  load  (or  alternately,  the  same  load  to  be  carried  by 
a  parachute  of  smaller  diameter),  the  new  Cal  thro  p  parachute 

0  0 


has  the  additional  advantage  of  considerably  adding  to  the 
already  quick  positive  opening  characteristic  of  the  well- 
known  Guardian  Angel."  A  further  important  advantage 
is  that,  upon  the  parachutist  landing,  the  "  slots  ’’  permit  the 
earlier  escape  of  a  portion  of  the  compressed  ait  within  the 
parachute  body  during  the  period  when  the  parachute  exerts 
little  or  no  pull  (whilst  it.  is  falling  from  the  vertical  to  the 
horizontal  position).  This  prolongs  the  period  of  slack,  giving 
the  parachutist  more  time  in  which  to  effect  his  release. 

We  understand  that  two  test  parachutes  of  this  type  have 
already  been  built,  each  28  ft.  diam,,  one  with  three  8 -in 
annular  flounces,  and  the  other  with  three  of  10  ins.  It  has 
been  found  possible  to  construct  these  flounces  so  that  they 
not  only  cause  tlie  minimum  of  obstruction  to  the  compressed 
air  passing  through  them,  but  they  do  not  in  any  way  weaken 
the  connection  between  the  periphery  and  main  portion  of 
the  body  o!  tlie  parachute.  This  is  achieved  by  means  of  a 
special  method  or  tape  and  Webbing  reinforcement. 

0  0 


NOTICES  TO  AIRMEN 


“Air  Navigation  Order,  1922  ”:  Revised  ldst  of 
Prohibited  Areas 

1.  An  Order  in  Council  has  been  issued  for  the  purpose 
of  bringing  tlie  regulations  governing  air  navigation  in  the 
British  Isles  into  line  with  the  provisions  of  the  International 
Air  <  on veutiou,  which  became  operative  on  July  n,  1922. 

Ibis  Order,  entitled  "The  Air  Navigation  Order,  1922, 
which  came  into  force  on  July  jr,  1922,  will  have  the  effect 
of  revoking,  as  from  that  date,  the  Air  Navigation  Regula¬ 
tions,  1919,  and  all  Orders  made  by  the  Secretary  of  State 
amending  these  Regulations, 

A  revised  edition  of  the  Air  Navigation  Directions  is  in 
course  of  preparation,  and  will  be  published  shortly. 

2  Attention  is  specially  drawn  to  the  fact  that  in  connec¬ 
tion  with  the  above-mentioned  change  the  list  of  prohibited 
areas  given  in  Schedule  VI.  of  the  Air  Navigation  Regulations, 
1919,  will  lie  cancelled  and  substituted  by  the  following  list! 
as  from  nth  July,  iy 22  : — 

Orkney  Islands. —  An  area  enclosed  by  straight  lines  joining 
the  following  points  ;  Tor  Ness,  Rora  Head,  Inga  Ness,  Mull 
Head.  Old  Head. 

Firth  of  forth  An  area  enclosed  by  straight  lines  between 
the  following  places  :  Hill  House  (one  mile  south  of  Dunferm¬ 
line),  Blackness  Pier,  Dalmeny  Church,  Inchmiekery.  llall- 
Craig  Point. 

Os'U  Island .-  1  hree  statute  miles  in  all  directions  from  the 
centre  of  Osea  Island. 

Sheer-nest. — Three  statute  miles  from  Garrison  Point  from 
30  (true)  to  ioo°  (true),  half  a  statute  mile  from  Garrison 
Point  from  1909  ftrue)  through  west  to  30  0  (true). 

Chatham.  Three  statute  miles  in  ali  directions  from  Hod 
Church. 


Portsmouth. — .Two  statute  miles  from  Dockyard  C  lock 
Tower  from  1800  (true)  through  west  arid  north  to  130°  (true)  ; 
one  statute  mile  from  Dockyard  Clock  Tower  from  130°  (true) 
to  1800  (true). 

Poole  Harbour. —Three  statute  miles  in  all  directions  from 
Lytchett  Minster  Church - 

Portland. — Two  statute  miles  in  all  directions  from  Portland 
Castle. 

Devonporl. — Two  statute  miles  in  all  directions  from  a 
point  half  a  mile  north  of  Stoke  Church. 

Pembroke. —  Two  statute  miles  in  all  directions  from  Wear 
Point. 

Cork  Harbour. — Two  statute  miles  in  all  directions  from 
Spike  Island  Fort. 

3.  Aircraft  are  forbidden  to  land  in  any  of  the  above 
prohibited  areas  and  to  fly  over  any  such  area  at  a  lower 
altitude  than  6,000  ft. 

4.  Copies  of  the  Air  Navigation  Order,  1922,  can  be  obtained 
from  H.M.  Stationery  Office,  Imperial  House,  Kingsway, 
W.C.  2  ;  28,  Abingdon  Street,  London,  S.W.  1  ;  37,  Peter 
Street,  Manchester;  1,  St.  Andrew's  Crescent,  Cardiff;  23. 
Forth  Street,  Edinburgh;  E.  Ponsonby,  Ltd.,  116,  Grafton 
Street,  Dublin  ;  or  through  any  bookseller.  Price  1  ui. 

5.  Cancellation. — Notice  to  Airmen  No.  8  of  1920  is  cancelled. 

(Aro.  67  of  1922.) 

Commercial  .Aircraft  :  Carrying  of  Passengers  in  Seat 
next  to  Pilot 

It  is  notified  that  passengers  in  commercial  aircraft  may 
not  btf  carried  in  the  seat  beside  the  pilot.  This  prohibition 
does  not  apply  to  employes  of  the  owner  of  the  aircraft  or 
to  Air  Ministry  officials. 

(No.  70  of  1922.) 


THE  LONDON-CONTlNENTALH  SERVICES 

FLIGHTS  BETWEEN  JULY  2  AND  JULY  8,  INCLUSIVE 


£ 

No.  of 

£ 

Be 

—  - v 

i3 

a 

flights 

S’S 

3 

I 

"ee 

<3 

O 

d 

$ 

carrying 

03  ^ 

Type  and  (in  brackets) 
Number  of  each  type  flying 

2 

verage 

time 

Route  J 

cL 

•M 

O 

X 

99 

8 

a. 

If 

Fastest  time  made  by 

£ 

d 

X 

O 

Z 

< 

Croydon-Paris . 

h.  m. 

33 

i37 

*7 

26 

3* 

3  3 

D.H.  34  G-EBBS  (2h.  8m.) 

B-  (3)»  D.H.  9  (i),  D.H.  18  (2), 

D.H.  34  (2),  G.  (9),  H  P.  (i), 

Paris- Croydon  ... 

33 

it5 

10 

26 

33 

2  43 

D.H.  34  G-EBBR  (ih.  53m.) 

H.P.  W.8B  (3),  SP.  (2). 

B.  (5),  D.H.  18  (2),  D.H.  34  W, 

Croydon-Brussels 

6 

9 

3 

6 

6 

2  33 

Westland  G-E  ARE  (2h.  8m.) 

G.  (8),  H.P.  W.8B  (3),  Sp.  (2). 
D.H.  18  (i),  D.H.  34  (i),  W.  (1). 

Brussels-Croydon 

6 

8 

— 

4 

5  - 

3  2 

Westland  G-EARE  (2h.  16m.) 

D.H.  18  (i),  D.H.  34  (r),  W.  (1). 

Croydon-Rotterdam- 

Amsterdara. 

9 

7 

9 

8 

9 

2  2fi§ 

Fokker  H-NABS  (ill.  59m.) 

F.  (5). 

Amsterdam— Rotterdam- 
Croydon. 

9 

to 

9 

9 

9 

3  *8§ 

Fokker  H-NABS  <2h.  27m.) 

F.  (7). 

Totals  for  week  ' 

ro6  1 

286  1 

48 

79 

98 

*  Not  including  "  private  "  flights.  f  Including  certain  journeys  when  stops  were  made  en  route. 

.  ^  I  Including  certain  diverted  journeys.  §  Rotterdam. 

I ncrdenlal  Flytng. Stocken  and  Mr.  Hayns  returned  to  Croydon  from  Brussels  on  3rd,  and  later  tested  an  Avro 
an  <riHol  Fighter  for  the  Aircraft  Disposal  Co.  The  De  Havilland  Co.’s  D.H.  9  made  six  return  trips  between  Lvmpr.e.  and 
Ostend  during  the  week.  J  r 


. 
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THE  CASE  FOR  THE  SLOTTED  WING: 


By  R.  REYNOLDS 


In  future  design,  more  attention  should  be  given  to  the 
speed  range  of  the  machine,  cither  by  having  a  lower  landing 
speed  or  by  having  the  same  landing  speed  with  a  higher 
top  speed.  Amongst  the  many  proposals  that  have  been 
made  for  an  increase  of  this  ratio,  the  slotted  plane  device 
is  by  far  the  most  promising,  but  its  application  needs  great 
care,  and  in  the  succeeding  article  a  comparison  is  made  of 
the  results  which  can  be  obtained  by  its  successful  application 
with  the  adverse  effects  which  will  be  present  if  great  Care  is 
not  exercised  in  the  design.  For  this  purpose  the  section 
known  as  RAF/6  (see  Fig.  3)  has  been  chosen  as  a  basis. 
Below  is  the  calculated  performance  of  a  machine  fitted 


FIG. 2. 

with  this  section.  With  slot  closed  practically  all  the  advan¬ 
tages  of  the  basic  section  are  obtai/ied.  Results  are  taken 
from  those  published  in  a  paper  read  before  the  Royal 
Aeronautical  Society  by  Mr.  Handley  Page,  Fellow,  on  the 
Slotted  Wing,  in  their  journal  of  June  21,  1921.  The  calcula¬ 
tions  are  based  on  : — 


(1)  V/m.p.h.  = 

(2)  H.P. 

1 

where  /scr  - 
v 

Kx 

K y$ 


and 


60  /  W  g 

88  V  X  7 

w  /  W  -g 
55°  V  7 
V 

* _ 

60  /W~g 

88  V  "a  7 

H.P. 

W 
55° 


-  /w.  £ 

5°  V  A  n 


jKy  v  -  Velocity  in  miles 
K*  per  hour. 

Kyi  W— Weight  in  lbs. 

A  —  Area  in  sq.  ft. 
g  -3^2* 

p  —  density  of  the 
air  in  lbs.  per 
cubic  ft. 


A  p 

so  that  by  plotting  the  usual  Kv  and  K.r  curves  in  the  form 
1  .  Kv  . 

/Ky  anCl  Ky^-  lt:  equivalent  to  plotting  horse-power 

required  against  the  corresponding  velocity,  ww  .  f  —  £ 


is  a  constant  which,  when  multiplied  by 


jKv 


m 


88  V  A  p 

,  gives  velocity 
Kx 


miles  per  hour,  and  — -  »  f  £  when  multiplied  by 

>  A  o 


A  p  r  J  Ky| 

gives  horse-power  required. 

Data  tor  an  aeroplane  from  which  the  calculations  are  made 
are  as  follows  ; — - 

Weight  . 4,000  lbs, 


Area 
Loading 
Horse-power 
Wt./h.p. 


400  sq.  ft. 
to  lbs./sq.  ft, 
320 

12  5  lbs. 


This  article  by  Mr,  Reynolds  of  the  Handley  Page  experimental  staff 
?PPeaf®“  some  tune  ago  in  the  German  journal  Zeitschnft  fur  Flugtec.hnik  und 
m otorluftscluffak rt ,  in  the  English  version  we  have  retained  the  usual 
English  units. 


Ky  is  given  for  top  speed  and  landing  speed,  slot  open 
and  closed. 

Kx 
Kyi 
0-538 


Ky 


i 


60  /  W  g 

88V  A' 


—  /  W.  £ 

550  V  A  n 


472 


v/Ky  -vs  ■*  a  p 

21 74  0-538  44-3 

1-31  (max  Ky  unslotted) 

1  ■  03  (max  Ky  slotted) 

Allowing-  75  per  cent,  of  the  available  horse-power, 
Kv  320  X  0-  75 

k71  =  — —  =°’51 


o-i33 

0-580 

0-943 


47- 


Kx 


From  the  curve  for  10  lbs.  of  loading,  when  0-51, 


—-  =  2-68  (see  Fig.  1). 


jKy 


2-68  x  44-3  1 19  m.p.h.  top  speed. 


Landing  speed  will  be  ; — 

1-31  x  44-3  58  m.p.h.  unslotted 

and  1-03  >.  44-3  —  46  m.p.h.  slotted. 

To  still  retain  the  same  landing  speed  as  the  basic  section. 


-9i. w 


s  ECTtorsi 

58  m.p.h.,  and  increase  the  top  speed,  the  loading  is  increased 
and  the  area  diminished. 


From  the  equation  V 


60  /W  g 


I 


88  V 


W 

A 


A  P  v  Ky 
a 


(BL  v  s®\f 

where  Ky  maximum  for  the  slotted  wing  is  0-943. 
The  new  loading  becomes  16  •  1  lbs.  with  an  area  of 


4,000 
10  •  1 


lbs. 


24S  sq.  it. 


60  /  W  g 

88  V  t  : 


5b-3 


and 


A  /w£  ,6oo 

550  \  A  p 


Kx 

Ky| 


320  X  0-75 
600 


=  0-4 


Kv 


From  the  curve  for  16 -i  lbs.  loading,  when  p— 7  0*4 

ivy  ij 


=  2-24  ( see  Fig.  1). 


. " .  New  top  speed  -will  be  2-24  x  56-3  126  m.p.h, 

and  landing  speed  1-03  X  56-3  --  58  m.p.h. 

For  top  speed  the  slot  must  be  properly  closed,  otherwise 
•  Ky 

a  diminution  in  ^  results. 

To  obtain  these  results  it  is  necessary  to  know  conditions 
essential  for  high  maximum  Ky  ; — 

(a)  Aerofoils  near  enough  for  mutual  interaction. 

(b)  Slot,  of  proper  dimensions  to  allow  perfect  flow-  of  air. 
(a)  The  auxiliary  aerofoil  should  have  the  same  top  surface 

as  the  nose  of  the  basic,  section.  The  under-side  should 
be  deeply  cambered.  The  position  in  front  of  the  main 
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aerofoil  should  be  such  as  to  give  the  auxiliary  aerofoil  a 
negative  incidence  to  the  main  air  flow. 

(b)  To  obtain  proper  slot  iormation  the  nose  of  the  main 


aerofoil  should  be  of  small  radius  and  come  in  at  right  angles 
to  the  base  line. 

The  auxiliary  aerofoil  having  a  deep  under-camber  and 
the  nose  of  the  main  aerofoil  being  sharply  rounded,  will 


give  a  gradually  converging  slot,  the  ratio  between  the  entry 
and  exit  being,  roughly,  4  to  1. 

Results  very  different  in  character  have,  however,  been 
obtained  by  W.  Von  Klemperer  aiul  published  in  the  Zeit - 
schnft  far  Fiugtechnik  mid  Motor luftschiffahH . 


It  will  be  seen  oil  reference  to  his  diagrams  (Fig.  2)  that  a 
comparison  with  the  essential  qualities  required  for  a  slot  will 
show  that  many  of  the  essential  features  have  been  neglected, 
with  the  result  that  the  slotted  plane  is,  as  designed  by  hint, 
very  inefficient, 

Herr  Klemperer  in  his  tests  split  the  slots  by  having 
outriggers  for  support  of  the  auxiliary  plane  of  such  dimen 
sions  as  to  interrupt  the  flow  through  the  slots.  This  will 
cause  burbling.  It  will  be  seen  that  where  the  outriggers 
occur  the  plane  is  a  low-lift  section  and  at  the  slots  a  high- 
lift  one.  This  causes  an  uneven  flow  over  the  whole  surface, 
with  the  results  mentioned. 

Tests  shown  will  illustrate  this  slot  interruption  (see  Figs. 
3  and  5).  His  slot  section  should  have  been  wider  in  the 
centre  than  at  the  tip  with  a  taper  plane.  The  gap  or  point 
of  exit  for  the  air  should  decrease  in  the  same  ratio. 

By  having  the  nose  of  the  main  aerofoil  cutting  into  the 


top  surface  at  a  sharp  angle,  it  will  cause  eddying  behind 
this  point,  and  consequently  a  reduction  in  maximum  Ky. 
this  is  clearly  illustrated  in  Fig.  4. 

Leaving  the  unslotted  portion  in  the  centre  of  the  plane 
is  not  the  same  as  having  a  body  in  position  ;  this  again  causes 
burbling  at  a  most  critical  point  of  the  aerofoil.  It  will  be 
seen  that  the  body  Ky  is  practically  negligible  compared  with 
the  unslotted  portion.  These  tests  are  shown  in  Figs  3  and 
5,  and  will  show  no  big  difference  in  Ky  with  and  without 
juselage. 

Ky 

Although  the  maximum  jv-  is  diminished  by  the  slot  at 

lower  angles,  at  bigger  values  of  Ky  it  is  better  than  with 
slot  closed.  Owing  to  V.L.  effect  this  is  more  difficult  to 

Ky 

compare,  but  at  higher  air  speeds  the  maximum  —  shows 

a  better  improvement  with  slot  open  than  slot  closed.  Fig.  6 
will  show'  this. 

Talcing  into  consideration  the  slight  increase  in  weight  for 
slot  attachment,  the  advantage  of  reducing  the  landing  speed 
20  per  cent,  or  increasing  top  speed  and  still  retaining  the 
same  landing  speed  are  great,  inasmuch  as  they  greatly  reduce 
the  running  costs,  both  in  insurance  and  actual  flying  time. 

The  writer's  thanks  are  due  to  Messrs.  Handley  Page,  Ltd., 
for  permission  to  publish  the  details  of  the  tests  given  above, 
which  were  carried  out  in  their  Research  Department. 
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The  Burney  Airship  Scheme 

The  Air  Ministry  announces  that  the  statement  which  has 
appeared  in  the  Press  to  tire  effect  that  the  Admiralty  and 
Air  Ministry  are  in  disagreement  as  to  the  Burney  Airship 
Scheme  is  wholly  incorrect.  The  Air  Ministry  has  expressed 
itself  favourably  to  the  technical  aspects  of  the  scheme,  sub¬ 
ject  to  certain  reservations,  and  the  Admiralty  have  stated 
the  great  interest  which  they  take  in  the  development  of 
airships  which  would  be  available  for  use  in  naval  operations. 
So  far  from  conflicting,  the  view  of  both  departments  is  that 
the  preservation  of  airships  would  be  of  considerable  value  to 
both  of  them  for  aerial  and  naval  purposes.  But  the  main 


0  0 

problem  arises  in  connection  with  the  cost  of  retaining  and 
developing  airships  which,  even  under  the  Burney  scheme, 
involves  a  very  large  expenditure  of  public  money,  and  this 
problem  is  one  which  van  only  be  decided  by  the  Government 
as  a  whole. 

The  French  Gliding  Competition 

There  can  now  be  little  doubt  that  the  French  Gliding 
Competition  to  be  held  at  Clermont-Ferrand  from  August  6 
to  20  will  be  a  great  success,  at  any  rate  from  the  point  of 
view  of  entries.  No  less  than  40  machines  have  been  entered, 
and  probably  a.  few  more  will  be  booked  before  the  closing 
date,  July  15, 
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LONDON  TERMINAL  AERODROME 


Monday  evening,  July  10,  1922. 
Business  is  now  showing  signs  of  becoming  brisker.  The 
number  of  passengers  travelling  by  air  is  increasing  slowly, 
ami  had  it  not  been  for  unfavourable  weather  this  week's 
returns  would  have  shown  a  substantial  advance. 

The  Daimler  Airway  are  steadily  making  headway,  and  their 
passenger  lists  are  increasing  in  a  very  encouraging  manner  , 
while  Handley  Page  Transport  are,  of  course,  still  obtaining 
high  average  loads.  Their  passenger  car  arrives  at  the  aero¬ 
drome  regularly  with  a  full  load,  and  on  Sunday  last  it  was 
necessary  to  send  two  "  W.8b’s."  in  order  to  accommodate 
the  number  of  people  who,  despite  the  wind,  wished  to  travel 
to  Paris  by  Handley  Page. 

Ihe  Royal  Meteorological  Society  held  their  annual  summer 
meeting  at  the  air-station  on  Wednesday  last.  There  was 
quite  a  large  gat  hexing,  and,  despite  the  fact  that  they  had 
been  unable  to  provide  themselves  with  good  weather,  the 
bellows  showed  a  keen  interest  in  everv  feature  of  the  aero¬ 
drome.  meteorological  and  otherwise,  Mr,  G.  R.  Hay,  the 
meteorologist  in  charge  at  the  air-station,  read  a  paper  on 
meteorology  in  commercial  aviation,  after  which  it  was 
arranged  that  the  visitors  should  divide  into  three  parties, 
one  of  which  was  to  have  tea,  while  the  others  toured  the 
aerodrome,  and  went  up  in  the  Surrey  Flying  Services’  Avro 
for  Joy-rides.  Owing  to  the  weather — it  was  pouring  with 
rain  it  was  decided  that  the  aerodrome  inspection  and  the 
joy-riding  should  be  washed  out,  and  this  was  suggested 
after  Mr.  Hay  had  read  his  paper.  To  the  amazement  of 
the  organisers,  however,  practically  the  entire  assembly 
voted  in  favour  of  the  joy-rides,  despite  the  rain,  and  Mr. 
Muir  and  Mr.  YueU  between  them  took  so  me  68  of  the  visitors, 
both  men  and  women,  up  into  the  pouring  rain.  Perhaps 
they  wished  to  see  for  themselves  "  where  the  rain  was 
coming  from,"  with  a  view  to  extending  their  knowledge  of 
weather  phenomena. 

The  Irish  Free  State  Air  Force 

A  pilot  of  the  Irish  Free  State  A' my  Lieut.  MaSwincy, 
left,  on  Wednesday  morning,  for  Dublin,  piloting  a  Bristol 
fighter,  which  the  Aircraft  Disposal  Co.  have  erected  for  the 
Irish  Free  State.  1  understand  that  there  is  also  ait  Avro 
erected  for  the  same  destination,  and  there  are  rumours  of 
r6  other  Bristol  fighters  being  ordered  by  the  Irish  Free 
State.  These  machines  have  a  new  international  registration 
mark — concentric  circles  of  green,  white,  and  orange,  the  green 
on  the  outside  and  the  orange  in  the  centre. 

The.  gale  that  blew  up  on  Wednesday  night  disorganised 
the  entire  traffic  on  the  airways,  and  various  machines  which 
were  en  youle  when  it  began  were  forced  to  land  and  abandon 
their  journeys  for  the  day,  although  some  managed  to  complete 
their  flights  before  the  worst  of  the  weather  arrived.  Two 

Goliaths,"  one  belonging  to  the  Messageries  Adriennes, 
and  the  other  to  the  Grands  Express,  alighted  at  Penshurst, 
and,  as  there  is  no  shed  large  enough  to  accommodate  them 
there,  they  had  to  be  picketed  out  through  the  gale.  At 
3.30  a.m.,  on  Thursday  morning,  the  automatic  wind-gauge 
on  the  aerodrome  registered  a  terrific  gust  of  65  m.p.h  ,  and 
it  was,  undoubtedly,  this  squall  that  caused  the  majority 
of  the  damage  done  during  the.  night  The  large  sign  on  the 
roof  of  the  H.  P.  offices  was  blown  down  and  smashed  to  pieces, 
although  there  was  one  section  of  it  still  in  its  place  undamaged. 

Fine  Flying  in  the  Gale 

On  Thursday  morning,  the  gale  had  not  blown  itself  out. 
In  fact,  the  wind-gauge  was  still  registering  gusts  as  high  as 
50  m.p.h.  But,  in  spite  of  this,  Mr.  Robbins  arrived  on  a 
“  D.H.iS  "  from  an  overnight  forced -landing  in  Kent,  while 
Mr.  Geysendorfer,  on  one  of  the  Fokker  monoplanes,  left  for 
Amsterdam  shortly  after  8  a.m.  He  made  a  sensational 
take-off,  one  wing  being  thrown  up  by  a  gust  just  as  he  had 
left  the  ground  ,  and  a  lull  in  the  wind  dropping  him  to  within 
a  few  feet  of  the  ground  a  few  seconds  later.  Apparently, 
however,  he  was  quite  comfortable  about  it  all,  and  landed  at 
Rotterdam  less  than  two  hours  afterwards.  Another  K.L.M. 
monoplane,  which  left  Rotterdam  shortly  after  2  o’clcok, 
was  6  hrs.  40  mins,  before  it  arrived  at  Croydon,  landing  at 

<$>  <$> 

The  Breguet  “  Leviathan  ”  Flies 

The  all-metal  Breguet  “  Leviathan,"  the  fuselage  of 
which  was  exhibited  at  the  last  Paris  Aero  Show  and  described 
and  illustrated  in  our  issue  of  November  24,  1921,  has  been 
flown.  Piloted  by  M.  Thierry,  the  machine  first  made  a 
straight  climb  to  1,000  ft.,  and  the  pilot  then  made  a  complete 
circuit  of  the  Villacoublay  aerodrome.  No  sharp  turns  were 


Lympne  on  the  way  for  more  petrol.  These  two  machines 
were  the  only  ones  that  completed  their  journeys  from 
terminus  to  terminus  during  the  day — a  very  creditable 
performance. 

i  Mr,  Robertson,  flying  the  Daimler  "  D.H.34  G-EBBS,”  left 
Paris  as  late  as  7  p.m  ,  on  Wednesday  evening,  with  four 
passengers,  three  of  whom  were  women,  and,  after  trying  to 
get  across  the  Channel  no  fewer  than  six  times,  had  to  descend 
at  St.  Inglevert  owing  to  approaching  darkness.  He  left 
again  on  Thursday  morning,  and,  crossing  the  Channel  at 
3,000  ft.,  arrived  at  Croydon  in  1  hr.  18  mins.  The  official 
report  from  Lympne  put  the  wind  at  3,000  ft.  at  58  m.p.h., 
and  Mr.  Robertson  said  that  the  gusts'  amounted  to  at  least 
70  m.p.h. 

Amongst  the  passengers  who  have  travelled  from  the  air- 
station  by  air  this  week,  was  Colonel  Robert  Loraine,  who 
flew  to  Paris  by  the  Instone  Line.  He  met  several  old  friends 
on  the  aerodrome,  and  was,  1  understand,  returning  from  Paris 
by  Handley  Page.  Another  passenger  who  is  famous  in 
his  own  sphere  was  Mr.  H.  F.  V.  Edwards,  the  running  cham 
pion,  who  was,  on  Saturday,  running  in  a  race  at  the  Croydon 
sports,  held  just  across  Plough  Lane  from  the  aerodi'ome. 
Aftex  competing  there,  he  crossed  the  road  and  embarkod  in 
the  Instone  Air  Liner  for  Paris,  where  he  was,  I  understand, 
to  run  in  a  race  on  Sunday. 

Experiments  in  Sound-Ranging 

Extensions  are  being  made  to  the  control  tower.  The 
top  has  been  taken  off,  and  a  new  portion  is  to  be  built  above 
it.  This  is,  I  am  told,  to  accommodate  a  sound-ranging 
device  which  is  to  be  used  for  experiments  in  locating  the 
position  of  an  aeroplane  in  the  clouds,  or  in  mist,  which  renders 
it  invisible  from,  the  aerodrome.  The  idea  was  mooted  and 
talked  about  last  year,  and  is  now  to  be  put  to  practical  tests, 
with  a  view  to  improving  the  system  of  guiding  machines  into 
the  aerodrome  in  thick  weather. 

Ihe  He  Havillaud  Aircraft  Co.  are  now  running  a  daily 
early-morning  service  from  Lympne  to  Ostend.  Lympne 
has  been  chosen  in  order  to  get  over  the  difficulty  of  the  early 
morning  mists,  which  hang  over  the  hills  just  outside  Croydon, 
and  often  prevent  machines  from  starting.  Newspapers 
are  the  primary  load  for  this  service,  but  on  the  return  journey 
passengers  will  be  carried  at  a  fare  of  £3.  This  idea  was  first 
mooted  as  far  back  as  1920,  but,  owing  to  the  fact  that  it 
meant  diverting  machines  from  the  ordinarv  services,  and 
keeping  them  more  or  less  idle  at  Lympne  for  the  greater 
part  of  the  day,  or,  alternatively,  flying  them  backwards  and 
forwards  between  Lympne  and  Croydon  empty,  nothing  came 
of  it.  I  understand  that  the  De  HaviJland  Co.  are  stationing 
mechanics  at  Lympne. 

The  Daimler  Airway  have  now  received  one  of  their 
damaged  “  D.H.34  S  ’’  back  from  Stag  Lane,  and  this  will  make 
things  easier  for  the  hard-working  “G-EBBS,"  although 
this  machine  shows  no  sign  of  being  a  bit  the  worse  for  the 
past  strenuous  six  weeks.  The  new  engine  repair-shops, 
and  the  engine-testing  plant  for  this  firm,  are  now  practically 
completed,  and  are  to  be  officially  opened  in  the  course  of  the 
next  few  days.  On  Sunday,  the  Handley  Page  air-line 
carried  as  many  as  39  passengers. 

The  D.H.ih  G-EARO,"  one  of  the  airway  veterans, 
which  was  handed  back  on  Monday  to  the  Air  Ministry,  by 
the  In  stone  Air  Line,  has,  it  is  calculated,  flown  a  distance 
of  90,000  miles  between  London  and  Paris. 

A  movement  has  been  set  on  foot  to  form  a  club  for 
pilots  and  managers  on  the  aerodrome,  and  a  meeting 
was  held  recently  in  the  pilots'  room  of  Handley  Page 
Transport— kindly  lent  by  that  firm  for  the  occasion/  Capt. 
Baker*  the  C.A.  1  O.,  was  in  the  chair,  and  Commander  Perrin, 
of  the  Aero  Club,  was  in  attendance  to  give  the  benefit  of 
his  experience  in  such  matters,  it  was  decided  to  form  a 
club,  with  the  title  of  "  The  London  Terminal  Aerodrome 
Club."  Tt  was  also  agreed  that  negotiations  should  be  opened 
with  the  Air  Ministry  for  the  renting  of  suitable  premises. 
A  Committee  of  seven  was  appointed,  comprising  Messrs, 
Baker,  Perrin,  Shaw,  Foot,  Leverton,  Robertson  and  Powell. 

attempted,  as  the  machine  is  a  large  one,  and  it  was  thought 
wiser  to  proceed  slowly  with  the  tests.  The  "  Leviathan,"  on 
which  the  late  Lieut.  Henry  Rogct  was  to  have  attempted  a 
flight  from  Dakar  to  Pernambuco,  is  fitted  with  one  of  the 
Breguet-Bugatti  quadruple  engines,  in  which  two  groups  of 
double  vertical  engines  drive  a  common  tractor  screw  via 
automatic  clutches. 
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INTERNATIONAL  COMMISSION  FOR  AIR  NAVIGATION 


Tins  International  Commission  for  Air  Navigation  held  its 
first  meeting  in  Paris  on  J  uly  \  1 .  This  meeting  was  convened 
by  the  French  Government,  in  accordance  with  the  terms  of 
the  International  Convention  for  the  Regulation  of  Aerial 
Navigation,  winch  came  into  force  on  July  11. 

Fourteen  States  ratified  the  Convention  on  June  j,  these 
being;-  Belgium,  Bolivia,  British  Empire  (including  Canada, 
Australia,  New  Zealand,  South  Africa  and  India),  France, 
Greece,  Japan ,  Portugal ,  Serb-Croate-Slovcnc  State,  and 
Siam,  while  the  following  States,  which  were  not  signatories 
to  it  originally,  have  adhered  :  -Persia,  Peru,  Liberia,  and 
Nicaragua 

The  Right  Hon.  the  Lord  Gorell,  C.B.E.,  M.C.,  Under¬ 
secretary  of  State  for  Air,  attended  the  meeting  as  the  British 
representative,  and  acted  also  as  the  representative  of  India, 
and  the  Dominions,  with  the  possible  exception  of  Canada, 
who  has  not  yet  notified  her  representative.  He  was  accom¬ 
panied  by  Major-General  Sir  V  .  Sefton  Brancker,  K.C.B., 
A  F.C.,  Colonel  L.  F.  Blandy,  D.S.O..  Controller  of  Communi¬ 
cation-.  and  other  officials  of  the  Air  Ministry. 

Sir  W.  Sefton  Brancker,  after  this  first  meeting,  is  the 
permanent  representative  of  (treat  Britain,  and  also  for  the 
present  of  the  Dominions,  with  the  possible  exception  men¬ 
tioned  above. 

The  dutes  of  the  Commission  are  laid  down  in  the  Con¬ 
vention  (Chapter  VHI,  Article  34)  as  follows: — 

E  E 


(a)  To  receive  proposals  from  or  to  make  proposals  to  any 

of  the  Contracting  States  for  the  modification  or 
amendment  of  the  provisions  of  the  present  Con¬ 
vention  and  to  notify  changes  adopted. 

( b )  To  carry  out  the  duties  imposed  upon  it  by  the  present 

article  and  by  Articles  9,  13,  14.  t 5,  16,  27,  28.  36 
and  37  of  the  present  Convention. 

( 0 )  To  amend  the  provisions  of  the  Annexes  A-G. 

[d)  To  collect  and  communicate  to  the  contracting  States 
information  of  every  kind  concerning  International 
air  navigation. 

(e)  To  collect  and  communicate  to  the  contracting  States 

all  information  relating  to  wireless  telegraphy, 
meteorology,  and  medical  science  which  may  be  of 
interest  to  air  navigation. 

(/)  To  ensure  the  publication  of  maps  for  air  navigation 
in  accordance  with  the  provisions  of  Annex  F. 

( g )  To  give  its  opinion  on  questions  which  the  States 
may  submit  for  examination. 

The  Commission,  at  this  meeting,  considered  (a)  various 
questions  provided  in  the  Convention  ,  (6)  certain  matters 
referred  to  it  by  the  Aeronautical  Commission  of  the  Peace 
Conference  and  the  Conference  of  Ambassadors  ;  and  (e) 
questions  referred  by  signatory  States. 

Before  the  Commission  assembled,  a  meeting  of  the  Anglo- 
Franco-Belgian  Civil  Aviation  Conference  took  place  in  Paris, 

E  E 


THE  AIR  NAVIGATION  ORDER,  1922 


The  Air  Navigation  Order.  I922,  which  came  into  force  on 
July  1 1 ,  is  in  general  similar  to  the  existing  regulations,  which 
were  issued  on  April  30,  19x9  (and  published  m  Flight  of 
May  8,  1919).  The  differences  in  detail  are  in  the  main 
those  necessary  to  give  effect  to  the  provisions  of  the  Inter¬ 
national  Convention  for  Air  Navigation.  A  few  alterations 
not  directly  attributable  to  the  Convention  appear,  however, 
to  have  been  incorporated,  among  which  mention  may  be  made 
of  the  following  ;  (a)  From  January'  r,  1923,  certificates  of 
yn  worthiness  will  be  required  for  all  aircraft,  and  not  merely 
for  those  employed  in  public  transport :  the  daily  main¬ 
tenance  certificate,  however,  is  still  only  required  in  the  case 
of  a  ire  raft  falling  in  the  latter  category  ;  (6)  After  November  1 , 
icy.'.;,  all  British  aircraft  must  be  equipped  with  certain  speci¬ 
fied  instruments  (the  nature  of  which  has  not  yet  been  an¬ 
nounced)  ;  (c)  the  lees  for  certificates  and  licences  have  been 
revised. 

With  regard  to  (c),  the  registration  fee  for  an  aircraft  is 
fixed  at  one  guinea,  and  for  the  renewal  of  the  registration 
certificate  at  5s.  The  charges  for  airworthiness  certificates 
tor  type  aircraft,  are  as  follows  :  When  the  nominal  horse¬ 
power  does  not  exceed  200,  the  fee  is  £65  ;  from  200  to 
400  h.p.,  /go  ;  from  400  to  600  li  p.,  £1 10  ;  and  above  600  h.p., 
fix 26.  These  fees  are,  of  course,  for  machines  of  new  type. 

E  E 

ROYAL  AERONAUTICAL  SOCIETY  NOTICES 

Chairman. — At  a  Council  Meeting  held  on 
June  28,  Prof.  Leonard  Bairstow,  C.B.E., 
F.R.S  ,  Fellow,  was  elected  Chairman  of  the 
Society  for  the  year  1922-1923  in  succession  to 
Lt.-Col.  M.  O’Gorman,  C.B.,  F'ellow,  whose 
period  of  office  terminates  on  September  30 
next. 

Election  of  Members. — The  following  mem¬ 
bers  were  elected  at  a  Council  Meeting  held 
on  J  une  28  : — 

Associate  fellow  :  J.  E.  Dumbleton,  A.M.Inst.C.E. 

Members  :  Brian  L.  Martin,  B.Sc.,  Air  Vice-Marshal  Sir 
Geoffrey  H,  SaJmond,  K.C.M.G.,  C.B.,  D.S.O, 

Library. — The  following  books  have  been  received  and 
placed  in  the  Society's  Library  : — "  Fuel  for  Motor  Trans¬ 
port  ”  (Second  Memorandum),  The  Fuel  Research  Board  ; 
"  A  Short  Course  in  Elementary  Meteorology,"  by  W.  H. 
Pick  ]  "  Report  of  the  International  Allied  Commission  of 
Control  "  (Germany),  Air  Ministry  ;  "  Proceedings  of  the 

Second  Air  Conference  held  on  February'  7  and  8,  1922  ”  ; 
*'  All  the  World’s  Aircraft,  1922  "  ;  "A  Dictionary  of  Applied 
Physics,"  edited  by  Sir  Richard  Glazebrook  ;  "  Rapports 

Premier  Congres  International,  Paris,  1921  " ;  "Aviation  in 
Peace  and  War,"  by  Sir  Frederick  Sykes  ;  "  Application  de 
la  Resistance  des  Materiaux  au  calcul  des  Avions,"  by  M. 
Boil  eve  ;  "  The  War  in  the  Air,"  by  Sir  Walter  Raleigh; 
"  14,000  Miles  Through  the  Air,”  Sir  Ross  Smith, 

W.  LOCKWOOD  MARSH, 

Secretary' 


The  fee  chargeable  on  the  issue  of  airworthiness  certificates 
for  subsequent  aircraft  of  the  same  type,  or  for  the  renewal 
of  any  airworthiness  certificate,  is  £5  5s.  In  cases  where 
machines  resemble  a  type  for  which  a  certificate  has  already 
been  issued,  the  Secretary  of  State  for  Air  has  power  to  reduce 
the  fees  if  the  resemblance  is  Sufficient  materially  to  reduce 
the  work  of  testing  and  examination. 

In  the  case  of  aerodromes,  the  fee  for  issue  of  a  licence  is  as 
follows  :  Up  to  25  miles,  from  the  nearest  R.A.F.  aerodrome, 
£;  is.  ;  from  25  to  50  miles,  £2  as.  ;  more  than  50  miles, 
£3  3s •  The  fee  for  a  renewal  is  in  all  cases,  £1  is. 

For  the  issue  of  licences,  etc.,  to  personnel,  the  following 
fees  are  charged  :  For  pilots,  Navigators  and  Engineers, 
medical  examination,  £1  is.  ;  for  pilot’s  flying  tests,  £1  is.  ; 
for  all  technical  examinations,  5s.  ;  and  for  all  licences,  5s. 
The  renewal  fees  are  the  same,  except  the  medical  examina¬ 
tion,  which  is  reduced  to  10s.  6 cl. 

As  the  new  regulations  are,  in  the  main,  similar  to  those 
published  in  full  in  our  issue  of  May  8,  1919,  we  do  not  propose 
to  publish  the  text  of  the  Air  Navigation  Order  of  1922.  All 
interested  should  make  a  point  of  obtaining  from  H-M. 
Stationery  Office,  Kingsway,  a  copy  of  the  Order.  The  title 
is  :  Statutory  Rules  and  Orders,  No.  663  of  1922,  and  the  price 
is  1  irf.  net. 

a  m 

Splendid  Flight  by  French  Aviators 

One  thousand  miles  non-stop  iu  an  ordinary  two-seater 
aeroplane- is  a  very'  good  performance,  especially  when  nearly 
500  miles  is  over  the  sea.  Yet  this  is  the  achievement  of 
M.  Pelletier  d'Oisy  and  his  engineer,  Corpl.  Bussard.  The 
machine  used  was  a  Breguet  14  A  2,  with  300  h.p.  Renault 
engine,  and  it  carried  1,150  litres  (about  250  galls.)  of  petrol, 
which  naturally  made  it  somewhat  heavy7  during  the  first 
part  of  the  flight.  Leaving  Tunis  at  6  a.m.  on  July  6,  M. 
Pelletier  d'Oisy  headed  out  to  sea  and  shaped  a  course  for 
Sardinia  Having  made  a  "  landfall  "  here,  he  proceeded 
along  the  coast  until  Corsica  was  picked  up.  From  Ajaccio 
a  course  was  shaped  for  St.  Raphael,  and  it  might  be  men¬ 
tioned  that  most  of  the  flight  across  the  Mediterranean  was 
made  at  the  low  altitude  of  800  metres  (2,600  ft.).  After 
leaving  St.-Raphael  M.  Pelletier  d'Oisy  climbed  to  3,000 
metres  (10,000  ft.),  heading  towards  Lyon.  Here  low  clouds 
were  encountered,  and  the  aviators  had  to  resort  to  "  contour¬ 
chasing  "  in  order  not  to  get  lost  in  the  clouds.  The  wind 
was  terrific,  and  to  make  matters  worse,  rain  and  hail¬ 
storms  were  encountered.  When  about  150  km.  from  Paris 
the  propeller  was  beginning  to  suffer  severely  from  the  hail¬ 
stones,  and  a  landing  was  made.  After  waiting  for  about 
10  minutes  the  weather  moderated  somewhat  and  the  flight 
was  resumed,  the  two  gallant  aviators  landing  at  Le  Bourget 
at  5.50  p.m.,  having  covered  the  1,000  miles  in  just  under 
12  hours,  or  at  an  average  speed  of  83  rn.p.h.  On  this  flight 
M.  Pelletier  carried  official  dispatches  only,  but  the  flight 
does  give  an  excellent  demonstration  of  what  will  be  done 
in  the  future  in  the  way  of  mail-carrying  by  aircraft. 
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Aviation  (Helicopter) 

StUf»Llnrrt'ir^'?,/lNlJEK  Kk?'Vorthv'  011  June  30  asked  the  Secretary  of 
coDtic^rlm  m  o  JT’^'T  H8  brn  ’a-ui"  1,1  the  experiments  On  the  heli 

on^tbis  sv^ter  -c  r!it  *«a"  j  y,  l“'tl'cr  the  reward  for  any  successful  invention 
on  this  system  is  still  offered  hv  the  Department  ? 

nrJcrestHs  Twll*  T  Y‘®  to  the  ,iret  question  is  that  satisfactory 

intended  tr,b  ,r’  1‘  wltb  the  experiments;  to  the  second,  that  it  is  still 

necessarv  toil  a  pr,f  f<?  s!‘rce58f"l  helicopter,  but  that  it  has  been 
competition  f  lj0lh5  d,nT'  1,1  c°nnec-tion  with  the  conditions  of  the 
before  very  low  °*>G’  ^owover>  n  formal  an/ioUncement  will  be  made 

Aerial  Defence 

Committee^,  TYm™*  T  July  3  asked  lhe  Pri,ne  Minister  whether  the 
(kc  jjova7  U  r9^,r‘  l,lto  C^rtaiu  matters  relating  to  the  relations  between 
'i  K  rln  .,  :r  -ud  the  Royal  Navy,  presided  over  by  the  Minister 

expected •  anrlTf hYJ  \eld  meetings,  and  when  a  Report  may  be. 
expected ,  and  li  the  Report  will  be  published? 

he  Id  ""b  uDnnw'immn  •  c°  tormal  meeting  of  the  Committee  has  yet  been 
I  am'  un-ilil,  tr  c-  ,  ?  i  has  been  made  by  preliminary  exchange  of  views, 
will  be  rl . r wlu‘,)  thc  Committee  will  conclude  its  labours.  A  Report 

Sub  Commbt^  ?,  'e  Loram,lttee  l,f  Imperial  Defence,  of  which  this  is  a 
Committee  of 'imperial0 SncJ0  PUbhsh  rep°rtS  °f  Sub'Committees  of  the 
Kenworthy  asked  the  Prime  Minister  how  long  the 
formed  to  condder^f0  °  me  <"0,}lm.lttee  01  Imperial  Defence,  which  was 
in  existemee  ?  lQ  probleni  of  'VT  defence  and  development,  has  been 

^"Kter:  The  Sub-Committee  was  appointed  on  October  31 
main  a“"  **■”“  is  <& 

The  Jupiter  Engine 

lor  AirRuu!m,l^°KBA,<TLKV‘DE?N'i;5s  on  JU,V  4  asked  the  Secretary  of  State 
iko  i  -  l  .j!,15  prepared,  m  the  interests  of  the  Royal  Air  Force,  to 
disus,  ,,f  ihiii!'.'  f°  Rrevent  ‘he  disbandment  of  the  stall  and  the 

of  the  iiTTi’T  oi  ll?e  Br,st0!  Aeroplane  Company  used  in  the  manufacture 
i  tin,  air  cooled  aeroplane  engine  known  as  the  Jupiter  ? 

>1  uan  tirifnTT Cai^A  t,u.estI  ;  No  type  of  aero  engine  can  be  ordered  in 
a  n  d“ts  T  A,r  F'?ce  unt!]  lts  suitability  for  service  requirements 

(l  '  l  o  yr  i  i  t  J,  any  other  en^Ine  of  the  same  tvpe  have  been  clearly 

pr^iared  to  niarn  or  ,1C  5l0meat’  therefore,  my  right  hon.  friend  is  not 
pr  pared  to  place  production  orders  for  the  liipiler  engine  l  he  \ir  Ministry 

tureWof  a^ewTnb10118  I™™  tb®  BJisto1  Aeroplane  Company  for  the  manuiac 
orders*  K  ,a  ,nodlf?ed  and  developed  experimental  type.  Those 

capable  ofPfiirihprSb°U  d  r-natc^a  y  a$sist  in  the  retention  of  a  nucleus  staff 
.apaDie  ot  further  expansion  if  necessary. 

R.A.F.  Establishment  and  Equipment 

whPthprTg,=VI»2U?T  CFRZ°N  0,1  July  6  asked  the  Secretary  of  State  for  Air 
Rovce  tm  llui  U  u  has  been .drawn  to  the  statement  issued  by  the  Rolls- 
uuless  more  orders  can  be  given  to  them  for  the  construction 
whether  Tm TTT 'hey  will  have  to  close  down  that  branch  of  their  business  ; 
aircraft  and  aiHnl?  h  maay  otllT  firms  engaged  in  the  manufacture  of 
intend  to  do  ^  ln  a  sun,lar  position;  whether  the  Air  Ministry 

anv  i  formitio  7^8  to  Pre)’ent  such  a  state  of  allairs  ;  whether  he  has 
o,T the  orient  n  bow  lo»«  u>e  aircraft  industry  as  a  whole  can  exist 

or  wil]  re r- ei vp  C0UI^ry  }  aj,d  whether  these  matters  are  receiving, 

recen  e  forthwith,  thc  attention  of  the  Committee  of  Imperial  Defence  ? 

bv  mv  nohiffri  YY  at‘eation  bas  bee“  drawn  to  the  statement  mentioned 
in  Srmlffi 1  d  Lam  sTy  Y  say  that  there  are  a  number  of  firms 
canarit  v  eir  yLWb°^  °rders  for  alrcran  arc  far  below  the  production 
drastic  rod f,  1!  6  c  "orks-  Gwmg  to  the  necessity  for  national  economy, 
monev  “  Were,  sheeted  this  year  in  Air  Estimates.  Consequently, 

placed  bv  the  AirPMfea  f  UVall?b  ®  t0  permit  of  lar8e  orders  for  aircraft  being 
by  t  he  noht  hid  n  t  Ty’  1  Ca,,rf 1  8|ve  any  forecast  of  the  kind  asked  for 
indusrrv  i,d  !  ’  b  1  appreciate  the  seriousness  of  the  position  in  the 

of  the  Air  Cm  rid"  as,sure  b'®  that  i1  1S  engaging  the  anxious  consideration 
ranaritv  To iii  1  '  A  \ fgardS  the  1ast  Part  of  the  question,  the  national 

is  an  ii^o  ii  t'i.Ti  T1  ;adCC1Uat?  ,SUpply  of  aircraft  and  engines  in  war  time 
uiXiTmimT  /  i  f  T  of  the  Problem  of  national  air  defence,  which  is  already 
under  consideration  by  the  Committee  of  Imperial  Defence. 

senous'ioTi cP°Ti  uot.  thef  ^1  hon.  gentleman  think  that  a  most 
are  ciiTin  lTi  ro  ^  Sh°^tly  anse  lf  th,s  and  llla“v  other  firms  in  the  country 
Air  Ml  ?,1  t0  clos,e  d°wn  or  go  out  of  business  altogether,  and  are  the 

theseMfirmsT  prepared  to  look  upon  this  and  do  nothing  whatever  to  help 
si tuation ^ex rer>  1  Ji.WtSSt116  noble,  friend  tbat  we  do  not  regard  this 

U»SS£»  r.»4i  "d  ” iavc  •»*«  ™' 

is  percentage  of  the  total  Vote  for  Air  Services 

rosTTc  ivelv-  hru/T?..  provision  of  machines,  repairs  and  personnel, 

actuate.  *  a  V  pot,s  and  observers  are  on  the  active  list  and 

actiall>  operating  today;  and  what  is  the  total  strength  of  other  officers 
and  men  on  the  establishment  of  the  Royal-Air  Force  ? 

van-mtS?^  a  In  rep'ard  to  tbp  first:  question,  1  assume  that  my  noble  and 
IstimltcT  b  tdreTirCS  ST“t  'uforjoauoii  which  is  not  contained  in  the  Air 
afr  r^te  ’  b  .a’11  not  c,ear  what  precisely  it  is.  The  main  provision  for 
ftte  be  Jou-nd  under  v,°te  1  of  the.  Air  Estimates,  Tnd  the  cost 
1  -n  ce  of  alr  Personnel  under  Vote  2.  The  money  exceeded 
upoi.  thp  provisio"  ,,f  aeroplanes  and  their  equipment  is  shown  under  Votes  3 

rooaiTs  aro  sko  ,rod°rT?a,rStJS  PftIy  induded  "nder  the  latter  votes,  but 
Timid  }°f  ,arge  extent.  by  service  personnel,  and  it 

personnel  votes  ’  b®  dlfficuIt  to  disentangle  the  cost  of  such  repairs  from  the 
the  t-iiTIi  rT?1  1  he,  ?!?SVVT  to  lhe  second  question  is  that,  according  to 
As  rT'ar  k  t  eUl3,^Va,  ab  e'  tbT  arC  1,862  ^°alified  Pilot5  and  109  observers. 
TnTribtTT  1  quesUon>  tbere  are  958  non  flying  officers.  This  figure 
came  to  th^  RovTPa -  Rx'warrant  officers  and  other  specialist  experts  Who 
for  variot  s  r»llAT  Force  dunng  the  War,  and  whom  it  has  been  necessary, 
!ul  ^,UK  S  reasons,  to  retain  temporarily.  This  number  therefore  will  m 

heneTtr,eeCOnStaTUy  ^TellSJ‘  wdf  be  reduced  bv'abcmt  200  within 
the  next  few  months.  Thereafter  it  will  decrease  steadily  until  it  shrinks  to 

list  ta  rh  1  5»3°'  nVhlCff  c°astltatcs  the  present  establishment  of  the  non-flying 

list.  The  number  of  other  ranks  is  25,887.  y  e 

Cost  of  -Squadrons 

„4*  ^-R‘  ffARMswoRTH  asked  the  Secretarv  of  State  for  Air  whether  hU 
attention  has  been  drawn  to  a  Statement  by  Lord  Weir  that  a  French  squadron 
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a  quarl?r  °f  what  it  costs  to  maintain  a  British  squadron  ;  what 

*'  n<’  causes  which  bring  it  about ;  and  what  steps  he  proposes  to  take  ? 

,^apf '  Vuest :  I  have  seen  the  statement  referred  to,  but  I  do  not  know  on 
d  Tn  ,■  8  ,_rd  "eir's  estimate  was  framed.  In  any  case,  1  think  that 

iTfiwit!°nS  ,  •  m  published  figures  ol  air  expenditure  in  the  two  countries 
must  no  subjected  to  so  many  qualifications  as  to  render  thc  comparison 
1,,-  ry'  1  ,naV  po.iut  out,  for  example,  that  French  personnel  are  proxided 
oj  compulsory  service,  and  that  British  Air  Estimates  include  expenditure-  of 
Trio  ■  lcb  tile  Trench  meet  under  Army  and  Navy  Votes.  The  French 
.almost  entirely  concentrated  at  home,  which  enables  a  greater 
part  ot  the  training  to  be  done  with  the  unit  than  is  the  case  with  us.  Further, 
owing  to  the  French  mechanic  being  conscripted,  it  is  possible  to  give  less 
training  to  skilled  personnel  than  is  necessary  in  the  British  Service  where 
we  have  to  teach  them  their  trade. 

Air  Power 

Maj.-Gks.  Sitiir.v  asked  the  Prime.  Minister  what  definite  steps  His 
majesty  s  Government  propose  to  take  in  order  to  safeguard  our  air  position 
Services  ?CUr<2  *  ade4uate  and  equal  consideration  of  tile  needs  of  all  three 

r,  Tbe  rJime  Minister:  A  Sub-Committee  of  the  Committee  of  Imperial 
Defence  has  completed  an  enquiry  into  this  question,  and  its  report  has  been 
under  examination  by  the  full  Committee.  Before  the  Government  takes  its 
final  decision  t  should  be  glad  if  a  deputation  of  four  Members  of  the  parlia¬ 
mentary  Atr  Committee  could  attend  a  meeting  of  the  Committee  of  Imperial 
Defence  and  lay  its  views  before  that  body.  E 

Extradition  by  Aeroplane 

■  ,  Ltcut.-Coi,.  Povvnau.  asked  the  Home  Secretary  whether  he  has  con¬ 
sidered  the  possibility  where  extradition  from  a  country  situated  like  Austria 
‘!~  crossing  one  or  more  other  States  with  the  consequent  extradition 
difficulties  of  arranging  for  the  prisoner  to  be  brought  by  aeroplane  ? 

Mr.  Shortt  :  I  am  afraid  the  difficulties  involved  by  the  plan  proposed  l>v 
thc  hon.  and  gallant  member  would  be  more  formidable  than  those  which 
”?iy  al",s°  when  an  extradition  prisoner  is  taken  through  the  territory  of  a 

State  m  the  ordinary  course.  T here  is  no  need  to  anticipate  any  serious 
difficulty  arising  in  the  present  case  if  the  usual  methods  are  tollowVd. 

Naval  Aircraft  Carriers 

Viscount  Curzon  asked  the  Parliamentary  Secretary  to  tbe  Admiralty 
how  many  aircraft  carriers  are  now  in  commission  and  in  reserve  -  how  many 
ships  are  fitted  for  carrying  aircraft  ;  and  whether  enough  machines,  pilots 
and  observers  are  kept  either  on  board  or  at  their  attached  aerodromes  to 
provide  for  the  full  establishment  of  aircraft  laid  down  for  these  ships? 

Mr.  Amery  :  The  ships  in  commission  are.  A  rgus  and  Pegasus  ;  the  ships 
under  construction  or  reconstruction  are  Hermes,  Eagle  and  Furious  :  Ark 
1;  £G  is  •“*  reserve:  Seventeen  battleships,  four  batt'e  cruisers  and  seven 
light  cruisers  arc  fitted  with  flying  platforms.  As  regards  the  number  "t 
machines  I  would  refer  rny  noble  and  gallant  friend  to  the  reply  given  on 
April  tr  to  the  hon  and  gailaut  member  for  Hertford  (Rear-Admiral  Sm-tcr). 
lhe  number  of  pilots  and  observers  is  adequate  for  the  aircraft  actually 
allocated  to  the  Navy.  3 

Viscount  Curzon  :  Is  the  answer  to  the  second  part  of  inv  question  in  the 
anmiative  or  in  the  negative  ? 

referred  to  an  answer  in  which  i  said  that  the  number  we 
thought  desirable  had  been  reduced  from  considerations  of  economy. 

Viscount  Curzon  :  Are  we  to  understand  that  the  Navy  has  not  got  the 

LTTr  °f  r?pf£U,‘eS  tbal  K  real|y  requires  ;  and,  further,  are  the  Admiralty 
Satisfied  with  the  position  ?  May  1.  have  an  answer  ? 

Mr.  Speaker :  It  was  contained  in  the  last  answer. 

,,,T!T'T’nA.C,lr2?"  ?“  a  poil,t  of  order-  1  asked  the  right  hon.  gentleman 

whether  the  Admiralty  are  satisfied  with  the  position.  That  «vas  not 
contained  in  the  answer. 

Mr.  Speaker  :  1  think  it  was. 

Inter-State  Air  Services  and  Australia 

Mr.  Alfred  T  Davies  asked  the  Secretary  of  State  for  \\  nr  whether  his 
attention  has  been  directed  to  the  statement  of  the  Commonwealth  Minister 
ot  Defence,  that  delay  in  the  manufacture  of  aeroplanes  in  England  is  txre- 
ventrng  the  start  of  important  intcr-State  air  services  in  Australia  in  August 
and  September  next  ;  and  whether  the  Ministry  lias  taken,  or  intends  taking, 
any  action  to  remove  this  delay  ? 

rr£apt-  Tu®st  1  have  been  asked  to  reply.  Although  I  have  seen  the 
reports  in  the  Press .  o!  the  statement  referred  to,  l  have  received  no  other 
intimation  that  such  a  delay  is  taking  place.  Whatever  mav  be  the  cause 
ot  tne  delay,  there  does  not  appear  to  be  any  justification  for  interference  or 
action  by  the  Air  Ministry. 

Helicopties 

Lieut.-Comdr.  Ken  worth v  asked  the  Secretary  of  State  for  Air  whether 
he  can  make  any  further  statement  with  regard  to  the  experiments  on  the 
heli copuc  system  of  flight ;  and  whether  orders  for  new  machines  for  the 
Koyat  Air  Force  are  being  held  over  pending  the  results  of  the  experiments  ? 

Capt,  Guest  :  I  am  not  in  a  position  to  add  to  the  statement  made  in 
answer  to  the  hon.  and  gallant  member  on  June  30.  No  orders  for  new 
machines  for  the  Royal  Air  Force  are  being  held  up  pending  the  results  of 
these  experiments. 

R.A.F.  Pilots  and  Officers 

Mr.  Malone  on  July  7,  asked  the  Secretary  of  State  for  Air  bow  many 
trained  airship  pilots  and  how  many  other  officers  and  men  trained  in  any 
employe!  ?brailcb  a’rsbip  work  are  now  available;  and  how  are  they 

Capt.  Guest :  The  numbers  are  :  Trained  airship  pilots,  56  ;  other  officers, 
trained  m  airship  duties  (engines,  stores,  wireless),  21;  airmen,  trained  in 
airship  duties,  135  A  few  of  the  officers  were  also  aeroplane  pilots,  anti  are 
now  serving  as  such  ;  the  remainder  are  employed  011  various  Royal  Air  Force 
duties  or  are  undergoing  courses  of  instruction.  Of  the  airmen,  83  were 
riggers,  and  these  are  now  under  training  as  riggers  of  aeroplanes  or  balloons  : 
the  remaining  52  were  hydrogen  workers,  and  are  being  trained  for  other 
Royal  Air  rorce  duties,  chiefly  as  mechanical  transport  drivers. 
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London  Gazette,  June  .10,  1922 

Promotions 

I  ho  follg.  officers  are  promoted  to  the  ranks  stated,  with  etiect  from  June 
T’ 

General  Duties  Branch 

Air  Cnnuir.  to  be  Air  Vice  Marshal. — 0.  Swann,  C.B.,  C.B.E. 

Group  Capl.to  be  Air  Comdr. — T.  C,  R.  Higgins,  C.M.G. 

I  Vine  Comndr  s.  to  be  Group  Capts. — A.  Fletcher,  C.M.G.,  C.B.E.,  M.C.  ; 
P.  B  joubert  de  la  Forte,  C.M.G.,  D.S.O. ;  R.  P.  Mills,  M.C.,  A.F.C. 

Sqdn.  Litre,  to  be  Wing  Comndrs. — W.  C,  Hicks,  A.F.C. ;  J.  T.  Babington, 

D.S.O.  ;  E.  M.  Murray,  D.S.O..  M.C.  ;  V.  O.  Rees,  O.B.E. 

Fit  Lis  to  be  Sqdn.  Ldrs. — J.  C.  Russell,  D.S.O. ;  A.  R.  Arnold,  D.S.C., 
D.F.C. ;  C.  J.  Maokay,  M.C..  D.l-'.C. ;  A.  Gray’,  M.C. ;  R.  H.  Kershaw  ;  R. 
Graham,  D.S.O.,  D.S.C.,  D.F.C.  and  It.  S.  Powell,  M.C. ;  C.  F.  Gordon,  O.B.E., 
M.C.,  D.F.C.  ;  H.  B.  Beatiman  ;  A  S.  C.  Maclaren,  O.B.E.,  M.C.,  A.F.C. 
H.  J.  Payn,  H.  N.  Bottomley,  A.F.C.  ;  L.  C.  Keeble  ;  T.  F.  Hazell,  D.S.O. 
M.C.,  D.F.C.  ;  A.  W.  F.  Glennv,  M.C.,  D.F.C.  ;  F.  E.  P.  Barrington,  H.  G, 
Smart,  D.F.C. ;  H.  I.  Hanmer,  D.F.C. 

Flying  Offs  in  be  FU.  Lts.—S.  F.  Vincent,  A.F.C.  ;  S.  E.  Adams;  C.  J3. 
Riddle;  II.  V.  Rowley  ;  D.  R.  W.  1  liumpson  ;  L.  G.  Maxtou  ;  W.  F.  Dickson, 
D.S.O  ;  the  Hon.  |.  H.  B.  Rodney,  M.C.  ,  I  M.  Matheson  ;  N.  P.  Dixon, 
A.F.C.  ;  A.  L.  Chirk,  A.F.C.  ,  E.  K.  C.  Scholefteld,  D.C.M.  ;  D.  H.  de  Burgh, 
A.F.C.  ;  A.  f.  G.  Styran.  M.C.,  A.F.C.  ,  VV.  L.  Fenwick;  E.  J.  McLoughlin  ; 
S.  Smith,  D.C.M  K  \ukers,  D.C.M. ;  R.  Thornton,  G.  H.  Martingell ; 
R  P  M,  VVhitham,  M.C.  ;  W.  R.  Curtis  ;  F.  Leathley’,  M.C.  ;  W.  K.  Mercer  ; 
A.  C.  Sander  sou,  D.F.C.  ;  M.  Ballard  ;  J.  A.  VV  Finnic  ;  K.  Harrison,  D.F.C.  ; 
P.  M.  MeSwinv;  E  G.  Hilton,  A.F.C.;  H.  S.  P.  WaJmsley,  M.C. ;  J.  M. 
Mason,  DSC  D.F.C.;  E.  R.  B.  Playlord  ;  H.  L.  Rough,  D.F.C.;  A.  L. 
Fiddameut  C  L.  King,  M.C.,  D.F.C  ;  N.  H  Jenkins,  D.F.C.,  D.S.M.  ; 
G.  S.  Oddie,  D.F.C. ;  G.  Martyn  ;  IJ.  V.  Carnegie,  A.F.C. ;  11.  G,  Crowe,  M.C.  ; 
•  U.  P.  Lloyd,  M.C.,  D.F.C.  ;  H.  G.  VV.  Lock,  D.F.C.;  A.  Bottoms;  S.  E. 
Mailer,  A.F.C  ;  J.  R.  Cassidy ;  A.  P.  Ledger;  O.  G.  Gregson  ;  J.  Duminy  ; 
R.  F.  Durrant,  A.F.C. 

Stores  Branch 

Fit.  Us  to  be  Sqdn.  Ldrs — VV.  J.  B.  Curtis,  O.B.E.  ;  F.  H,  Songhurst. 
M-B.E.  ;  C.  Mason  ;  VV.  F.  Bryant ;  P.  Adams,  O.B.E. 

Fly  inn  Offs,  to  be  Fit.  Lls.~ W.  G.  McD.  Nicholl ;  K.  D.  G.  Collier;  J.  L. 
Denman  ;  J .  R.  NteholU ;  J.  K.  McDonald  ;  T.  A.  G.  Hawiev  ,  F.  N.  Trinder. 

Stores  Branch.  Accountants 

/■It.  Ids.  to  be  Sqdn.  Ldrs. — W,  H.  Holroyd  ;  H.  J.  Down  ;  C.  G.  Murray, 
O  B  R. ;  P  R  Wiseman  ;  T.  H.  Evans. 

Flying  Offs,  to  be  Fit.  Us.—K.  Byrue,  M.C. ;  J.  S.  Griffiths. 

Medical  Ser vice 

Wing  Comndr.  to  be  Group  Capi.—C.  E.  C  Stanford.  D.S.O.,  M.B.,  B.Sc. 


Sqdn.  Ldrs.  to  he  Wing  Comndr -VV  Tyrrell,  D.S.O.,  M.C,,  M.B.  ;  U.  A. 
Playne,  D.S.O.,  M  B.,  B.A. ;  H.  A.  Treadgold,  VI. D.,  13. A  ;  D  Uankeu,  M.S., 
BS  VRCS  ’ 

Fit.  Us.  to  be  Sqdn.  Ldrs.-  E.  P.  Punch  ;  J.  FI  Porter,  M.C.,  M.13.  ;  R.  VV. 
Ryan,  M.B. ;  H.  S.  C.  Starkey,  O.B.E.,  M.D.,  M.A. 

Fit.  LU.  to  be  Hon.  Sqdn.  Ldrs.— H.  B.  Smith,  M.B.  ;  E.  Brown  ;  H,  B.  B, 
Greene. 

Chaplains’  Branch. 

The  Rev.  H.  McCalnxan,  M.C.,  M.A.,  resigns  his  permanent  commit. ;  July  r 

Nursing  Service- 

The  following  Staff  Nurses  are  promoted  to  the  rank  ot  Sister  (July  1)  : — 
Misses  N.  G.  Rees,  E.  L.  Whittinghani. 


Memorandum 

The  commission  granted  to  W.  Cougle  to  retain  the  rank  of  Sec.  Lt.  is 
withdrawn  on  his  joining  the  Army  ;  June  19. 

London  Gazette,  July  4,  1923 
General  Duties  Branch 

FI.  VV.  R.  Banting  is  granted  a  short  sendee  commn.  as  a  Flying  Offr,,  with 
effect  from  and  seny.  of  June  22.  Capt.  A.  J.  Carliellc,  R.A.S.C.,  is  granted  a 
temp,  commn.  as  a  Flying  Offr.  (Hon.  Fit.  Lt.)  on  seconding  for  four  years’ 
duty  with  the  R.A.l7. ;  May  9.  Pilot.  Offr.  F.  V.  Gauntlett  to  be  Flying  Offr. ; 
May  29. 

The  following  Pilot  Offrs.  on  probation  are  confirmed  in  rank  (May  efi)  ; — 

E.  C.  Barlow,  C.  A.  Goatcher,  R.  C.  Harrison,  H.  K.  Waterfield. 

Flying  Offr.  M.  S.  Marsdeu  resigns  his  short  service  comma,,  and  is  granted 
the  rank  of  Maj,  ;  July  5.  Flying  Offr.  A.  G.  Quinnell  is  placed  on  the  Retd. 
List  on  account  of  ill-health  ;  July  5.  Flying  Offr.  VV.  Cole  is  placed  on  the 
Retd.  List  on  account  of  iU -health  contracted  on  active  service,  and  is  granted 
the  rank  of  Capt.  ;  July  5.  Fit.  Lt.  P.  J.  Wiseman  is  granted  a  permanent 
commn.;  April  x,  1920  (since  promoted  and  transferred  to  the  Stores  Branch 
for  Accountant  duties).  ( Gazette ,  April  20,  1920,  appointing  him  to  short 
service  Commn.  is  cancelled.) 

Medical  Service 

The  following  are  granted  short  service  commas,  in  the  ranks  stated,  with 
effect  from  and  with  seny.  of  Tunc  21  : — 

FH  Lt. — J.  C.  Osburne,  M.B. 

Flying  Offr. — V.  S  Ewing,  M.B. 

Flying  Offr.  T.  A.  G.  Hudson,  B.A.,  is  granted  a  short  service  commn.. 
retaining  his  present  substantive  rank  and  seny. ;  July  4. 

Memorandum 

The  permission  granted  to  W.  Sangster  to  retain  his  rank  of  See.  Lt.  is 
withdrawn  on  his  joining  the  Army. 
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Appointments. — The  following  appointments  in  the  Royal  Air  Force  are 

notified ; — 

Air  Commodore  E.  A.  D  Masterman,  C.M.G.,  C.B.E.,  A.F.C.,  from  Head- 
Imirtcri,  Coastal  Area,  to  Half-pay  List,  on  ceasing  to  be  attached  to  Air 
Ministry  (D.O.I.).  10.6.22. 

Wing  Commanders. — A.  V.  J.  Richardson,  O.B.E.,  M.B.,  D.P.H.,  from 
Headquarters,  R  AF.  Middle  East,  to  R.A.F.  Depfit  (Inland  Area).  (Super- 
numeiary.)  31.5.22.  A  V.  Betrixigton,  C.M.G.,  from  Half-Pay  List,  to 
Command  No  is  Wing.  Headquarters  (Ireland),  r.6.32.  J.  T.  Cull,  D.S.O., 
from  Air  Ministry  ID. T  O.)  to  Headquarters  (Coastal  Area).  (Supernumerary.) 
1  >•?.*».  H  R.  Nicholl,  O.B.E.,  from  No.  7  Group  Headquarters  (Inland 
Area)  to  Air  Ministry  (D.T.O.).  ',.7.22. 

Squadron  Leader s. — R.  P.  VVillock.  to  School  ol  Technical  Training  (Men) 
(Inland  Area),  1.6.22  A.  S.  Morris  O.B.E..  from  No.  r  Flying  Training 
school  (Inland  Area)  to  Headquarters  (Inland  Area).  22.6.22,  FI.  E.  Rowley, 
from  Coastal  Area  Aircraft  Depth  (Coastal  Area)  to  Headquarters,  R.A.F. 
Cranwell.  15,6.22-  C.  S.  Wynne-Eyton,  D.S.O,,  from  Headquarters,  R.A.F., 
Ireland  (Ireland),  to  command  Irish  Flight(  Ireland).  1.5.22  .  W.  W.  Shorten 

F.R.C.S.  (E  ),  from  No.  1  School  o£  Technical  Training  (Boys)  (Halton)  to 
R.A.F.  Depfft  (Inland  Area).  (Supernumerary.)  6.6.22.  A.  J.  MUey, 
O.B.E.,  from  Air  Ministry  (D.G.S.R.)  to  No.  4  Flying  Training  School  (Middle 
East).  29.4.22.  A.  Coibett-VVilson.  from  No.  1  Flying  Training  School 
(Inland  Area)  to  Aircraft  Depdt,  Egypt  (Middle  East).  29.4.22.  VV.  J.  Y. 
Guilfoyle,  O.B.E.,  M.C.,  from  No.  208  Squadron  (Middle  East)  to  command 
School  of  Photography  (Inland  Area).  (Supernumerary.)  1.7.22.  C,  S. 
Wynne-Eyton,  D.S.O.,  from  Irish  Flight  (Ireland)  to  R.A.F.  Depot  (Inland 
Area).  (Supernumerary.)  25.6.22. 

Flight  Lieutenants. — A.  D.  Pryor,  from  No.  100  Squadron  (Inland  Area) 
to  No.  207  Squadron  (Inland  Area).  21.6.22.  P.  G.  N.  Ommanney,  from 
Air  Ministry  (D.O.l.)  to  R.A.F.  Depdt  (Inland  Area).  (Supernumerary.) 
15  5-J2-  T  F.  Roche,  from  Experimental  Section,  R.A.E.  (Inland  Area)  to 
School  of  Army  Co-operation  (Inland  Area).  3.7.22.  D.  Le  Bas,  from  Central 
Flying  School  (Inland  Area)  to  R.A.F.  Depdt  (Inland  Area).  17.6.22.  H,  E. 
Hayes,  to  Headquarters,  R.A.F.,  Cranwell,  on  appointment  to  temporary 
Commission.  16.6.22.  A.  H.  Wano,  from  Half-Pay  List  to  R.A.F.  Depdt 
(Inland  Area),  (Supernumerary.)  16.6,22.  VV  E.  Hodgins,  M.B.,  from 
Research  Laboratory  and  Medical  Officers’  School  of  Instruction  (Inland 
Area)  to  R.A.F.  Depdt  (Inland  Area).  19.6.22.  P.  T.  Rutherford,  O.B.E. 
(Medical),  to  Research  Laboratory  and  Medical  Officers’  School  of  Instruction 
(Inland  Area).  On  appointment  to  Short  Service  Commission.  8.6.22. 
J-  L-  P-  Harries,  M.B.,  from  No.  1  Flying  Training  School  (Inland  Area)  to 
Central  Flying  School  (Inland  Area).  15.6.22.  F.  G.  Stammers,  O.B.E., 
from  School  of  Technical  Training  (Men)  (Inland  Area)  to  Headquarters 
(Inland  Area).  18.6,22.  A,  C.  Collier,  from  R.A.F.  Depdt  (Inland  Area)  to 
No.  39  Squadron  (Inland  Area).  26.6.22.  VV.  Sutherland,  M.B.E.,  from 
C.  and  M.  Party,  Donibristle  (Coastal  Area)  to  Marine  and  Armament  Experi¬ 
mental  Establishment  (Coastal  Area),  16.6.22.  D.  O.  Boddie.  M.B,,  from 
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Siddeley  “  Jaguar  ”  Passes  New  Type-Tests 

The  14-cylinder  Armstrong-Siddeley  ’‘Jaguar”  radial 
air-coole  1  engine  has  recently  passed  the  new  Air  Ministry 
type-testi,  which  include  five  non-stop  ruas  of  10  hours  each, 
the  first  half  hour  of  each  period  being  run  at  full  throttle, 
and  the  remaining  gj  hours  at  90  per  cent,  of  full  power. 
At  the  end  of  each  period  a  five-minuta  run  at  full  power 


Stores  Depflt,  Egypt  (Middle  East)  to  R.A.F.,  Trans-Jordania  Headquarters 
(Middle  East).  20.5.22.  J,  T.  T.  Forbes  from  No.  14  Squadron  (Middle 
East)  to  No.  4  Flying  Training  School  (Middle  East).  27.5.22.  W.  D.  Miller, 
M.B.,  from  R.A.F.  Depot  (Inland  Area)  to  Marine  and  Armament  Experimental 
Establishment  (Coastal  Area).  15.6.22.  W.  H.  Oakey,  from  Irish  Stores 
and  Repair  Unit  (Ireland)  to  Headquarters,  R.A.F.  (Ireland).  1.5. 22.  R.  A. 
Young,  from  R.A.F.  Dep6t  (Inland  Area)  to  No.  13  Wing  Headquarters 
(Ireland).  3.6.22.  J.  A.  Glen,  D.S.C.,  from  Canadian  Air  Board  to  R.A.F. 
Dep6t  (Inland  Area).  (Supernumerary.)  27.5.22.  H.  C.  Perkins  (Medical), 
to  Research  Laboratory  and  Medical  Officers’  School  of  Instruction  (Inland 
Area),  on  appointment  to  Temporary  Commission).  6.6.22.  R.  H.  Smyth, 
M.C.  (Stores),  from  R.A.F.  Depdt  (Inland  Area)  to  No.  1  Stores  Dep6t. 

16.6.22.  L.  Game,  to  R.A.F.  Cadet  College  (Cranwell),  on  appointment  to 
Temporary  Commission.  21.4.20.  S.  N.^fCole,  from  Palestine  Wing 
Headquarters  (Middle  East)  to  Headquarters.  R.A.F.,  Iraq.  (Super¬ 
numerary).  1, (.5. 22.  W.  A.  C.  Morgan,  M.C.,  from  Instrument  Design 
Establishment  (Inland  Area)  to  R.A.F.  Depdt  (Inland  Area).  (Super¬ 
numerary.)  17.7.22.  C.  H.  Tancred,  M.B.E.,  from  R.A.F.  Depdt  (Inland 
Area)  to  Inspector  of  Recruiting  (Coastal  Area).  13.7.22.  N-  R.  Fuller,  from 
R.A.F.  Depdt  (Inland  Area)  to  No.  1  Flying  Training  School  (Inland  Area). 

1.7.22.  A.  J.  Brown,  D.S.O.,  from  Research  Laboratory  and  Medical  Officers’ 
School  of  Instruction  (Coastal  Area)  to  R.A.F.  Central  Hospital  (Coastal 
Area).  26.6.22.  H.  C.  Perkins,  from  Research  Laboratory  and  Medical 
Officers  ’School  of  Instruction  (Coastal  Area)  to  R.A.F.  Base,  Gosport  (Coastal 
Area).  26.6.22.  J,  C-.  Osborne,  M.B.,  to  Research  Laboratory  and  Medical 
Officers'  School  of  Instruction  (Coastal  Area).  On  appointment  to  Short 
Service  Commission.  21.6.22.  J.  W.  Woodhouse,  D.S.O. ,  M.C.,  from 
Central  Flying  School  (Inland  Area)  to  No.  1  Flying  Training  School  (Inland 
Area).  1.7.22.  A.  Lees,  from  Central  Flying  School  (Inland  Area)  to  No.  1 
Flying  Training  School  (Inland  Area).  1.7.22  J.  K.  Summers,  M.C.,  from 
Central  Flying  School  (Inland  Area),  to  No.  5  Flying  Training  School  (Inland 
Area).  1,7.22.  E.  MeEntegart.  from  Central  Flying  School  (Inland  Area) 
to  No.  2  Flying  Training  School  (Inland  Area).  1.7.22.  J.  J.  Williamson. 
A.F.C..,  from  Central  Flying  School  (luland  Area)  to  No.  100  Squadron  (Inland 
Area),  r.7.22.  J.  F.  Gordon,  D.F.C.,  from  No,  207  Squadron  (Inland  Area) 
to  School  of  Technical  Training  (Men)  (Inland  Area).  1.7.22.  H.  E.  P. 
Wigglesworth,  D.S.C.,  from  R.A.F.  Depdt  (Inland  Area)  to  Irish  Flight 
(Ireland).  26.6.22.  P.  T.  Rutherford,  O.B.E.,  from  Research  Laboratory 
and  Medical  Officers'  School  of  Instruction  (Coastal  Area)  to  R.A.F.  Hospital, 
Cranwell.  26.6.22.  J.  E.  B.  B.  Maclean,  D.S.C.,  from  No.  267  Squndron, 
(Mediterranean)  to  No.  4  Flying  Training  School  (Middle  East).  (Super¬ 
numerary.)  10.6.22.  W.  H.  De  W.  Waller,  A.F.C,,  from  No.  100  Squadron 
(Inland  Area.)  to  Palestine  Wing  Headquarters  (Middle  East).  (Super¬ 
numerary.)  15.6.22.  A.  R.  T.  Pipon,  D.S.C.,  from  H.M.S.  ”  Pegasus " 
(Mediterranean)  to  Headquarters,  R.A.F.  (Mediterranean).  (Supernumerary.) 
ro.5.22.  E.  D.  Davis,  from  No.  267  Squadron  (Mediterranean)  to  H.M.S. 

Pegasus  "  (Mediterranean).  7.6.23. 

0  0 

was  given.  We  had  the  opportunity  of  seeing  the  engine 
dismantled  after  the  tests,  and  it  appeared  to  be  in  perfect 
condition,  no  appreciable  wear  being  noticeable  anywhere. 
Tlte  fuel  an  J  oil  consumption  were  very  low,  and  the  engine 
should  be  very  useful  when  the.  R.A:F.  comes  to  bt  equipped 
with  new  flying  stock.  The  14  cylinders  give  very  even 
torque  and  smooth,  rnaatng  generally. 
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TITANINE  ACTIVITIES 

During  the  period  of  lethargy  through  which  the  aircraft 
industry  has  been  passing,  it  is  interesting  and  pleasurable 
to  be  aide  to  record,  that  Messrs,  Titanine,  Ltd.,  have  con¬ 
tinued  to  actively  engage  themselves  in  experiments  in 
connection  with  dopes  and  finishing  materials. 

This  firm  has  always  “  stuck  to  its  guns  ”  on  the  question, 
of  the  durability  of  "  Titanine  ” — the  well-known  nitro  dope 
manufactured  1  >y  tlieir  special  patented  formulae-  as  against 
the  usual  cellulose  acetate  dope,  and  from  the  commencement 
of  the  dope  industry  being  an  industry  have  emphasised  the 
necessity  of  proper  protective  coverings.  They  have  also 
urged  the  careful  study  of  two  important  dope  problems, 
t.e.,  the  elimination  of  ingredients  injurious  to  the  workers' 
health  and  the  effective  resistance  of  the  coverings  to  danger 
from  fire.  •  It  is  gratifying  to  note  that  Air  Ministry  specifi¬ 
cations  now  embody  clauses  providing  for  these  points. 
Messrs.  Titanine  not  being  in  business  entirely  for  their 
health's  sake,  have  been  compelled  to  manufacture  dopes  on 
the  actyl-cellulose  basis,  and  have  received  a  good  share  of 
what  business  has  been  done  in  this  direction.  They  never¬ 
theless  recommend  all  theii  customers  to  employ  the  standard 
Titanine  doping  materials  in  preference  to  acetate  whenever 
specifications,  or  the  absence  thereof,  permit. 

A  very  good  testimony  to  the  Company's  materials 
is  their  success  with  their  “  Racing  Scheme,"  the  famous 

Bain  el  "  or  "Mars  I,”  the  holder  of  the  British  speed 
record,  being  coated  with  the  "Titanine  Racing  Scheme" 
prior  to  its  greatly  increased  speed.  Also,  as  regards  dura¬ 
bility,  an  Avro  machine,  owned  by  the  Berkshire  Aviation  Co. 
which  had  been  touring  Great  Britain  for  over  a  year,  had 
only  been  in  a  hangar  on  five  occasions  ;  the  rest  of  the  time 
the  machine  had  been  anchored  in  fields  where  the  whole  of 
the  flying  surface  had  been  exposed  to  the  elements.  During 
the  winter  of  1920  nothing  was  thought  of  scraping  one  to 
three  inches  of  snow  off  the  wings  before  commencing  the  day's 
flying.  The  machine  in  question  carried  5,854  passengers, 
and  flew,  roughly,  19,000  miles.  This  is  surely  conclusive 
testimony  to  the  excellence  of  "Titanine,"  with  which  this 
machine  was  doped. 

When  the  "  Mars  I  ”  made  a  forced  landing  in  France, 
Mr.  Folia nd,  the  designer,  wrote  to  Messrs.  Titanine 
that : — 

“  Owing  to  careless  handling,  and  due  to  the  local  help 
putting  their  feet  through  the  wings,  it  necessitated  repairs 
over  an  area  of  the  wings  to  approximately^  6  to  8  sq.  ft. 
As  we  had  no  facilities  for  doping  we  had  to  make  the  best 
of  a  bad  job.  The  new  piece  of  fabric  was  doped  on  the 
wing  in  a  shed  where  the  temperature  was  below  freezing- 
point.  As  we  had  to  make  a  hurried  repair,  three  coats  of 
dope  were  applied  in  less  than  ten  hours.  The  new  portion, 
when  dry,  was  as  tight  as  the  original  dope.  The  temperature 
and  the  putting  on  of  the  coats  of  dope  in  so  short  a  time  did 
not  appear  to  affect  the  excellent  tightening  of  the  dope  ; 
the  result  was  perfectly  good,  and  1  think  it  speaks  volumes 
for  the  quality  of  your  dope." 

It  is  also  interesting  to  note  that  the  “  Avro  Baby  ”  sea¬ 
plane  that  was  taken  out  with  the  Rowlett  Quest  Expedition 
had  its  flying  surfaces  coated  with  Titanine  dope  and  protective 
covering. 

As  to  other  activities,  Messrs.  Titanine’s  works  are  also 
now  employed,  we  understand  with  considerable  success,  on 
other  products  not  concerned  with  the  aircraft  trade.  For 
instance,  one  of  their  latest  departures  is  “  Otello  ”  paints, 
which  have  the  novel  feature  of  being  oilless,  leadless,  very 
fast  in  drying,  resist  acid  and  electrolysis  and  may  be  applied 
even  over  bituminous  paints  without  the  latter  penetrating. 
Ihe  last  quality  and  that  of  being  oilless  must  surely  be 
unique.  A  paint  on  a  somewhat  similar  basis  is  their 

Lumilac  for  wood  and  metal  seaplane  floats,  hulls  of 
flying  boats,  metal  and  ply-wood  wings,  etc.  etc.  This  paint 
has  the  special  and  unique  feature  of  being  absolutely  water¬ 
proof.  Also,  it  adheres  to  bright  aluminium  surfaces — an 
unusual  feature  in  paints. 

We  do  not  think  that  manufacturers  or  designers  of  aircraft 
quite  realise  that  dope  and  fabric  coverings  play  as  important 
a  part  in  the  speed  of  aeroplanes  as  they  do.  The  problem 
is  somewhat  analogous  to  the  painting  of  ships'  hulls,  when 
by  the  use  of  certain  paints  or  compositions  it  has  been  found 
that  an  extra  knot  or  so  can  easily  be  obtained  through  giving 
the  bottom  a  paint  surface  that  reduces  friction  to  a  minimum. 
Messrs,  rituuine  have  often  expressed  their  readiness  to  assist 
designers  or  those  interested,  by  research  work  on  special 
dope  coverings,  to  meet  any  particular  requirement.  We 
believe  that  they  have  a  very  efficient  and  highly  trained 
technica  staff  well  competent  to  carry  this  out. 


THE  LONDON  AERO-MODELS  ASSOCIATION 

(The  Society  of  Model  Aeronautical  Engineers.) 

At  tin?  Committee  Meeting  held  at  Headquarters,  20,  Great 
Windmill  Street,  Piccadilly  Circus,  W.  1,  on  Thursday,  the 
Oth  inst  ,  it  was  resolved  that  the  title  “  The  Society  of  Model 
Aeronautical  Engineers  "  should  be  registered  forthwith. 

O11  Saturday,  the  8th  inst.,  members  who  had  entered  for 
the  Flight  Golf  Competition  assembled  on  Wimbledon 
Common,  but,  unfortunately,  the  weather  conditions  were 
so  bad  that  it  was  necessary  to  postpone  the  competition  to 
Saturday,  July  22,  at  the  same  time  and  place.  It  was  very 
g ratifying  to  see  so  many  enthusiastic  members  turn  up 
under  such  conditions. 

Meetings  are  held  every’  Thursday  at  Headquarters,  20, 
Great  Windmill  Street,  Piccadilly,  W.  1,  at  7.30  p.nr. 

Report  /ton/  Research  Committee  re  Propeller  Testing  Apparatus 

The  speed  of  the  motor  without  propeller  is  found  to  be 
2,700  r.p.m.  A  suggestion  to  gear  the  motor  down  in  the 
ratio  2  to  1  is  being  carried  out,  and  it  is  anticipated  that  a 
speed  between  1,000  and  r.aoo  r.p.m.  will  be  obtained  with 
propellers  from  8  to  12  ins.  diameter.  Further  information 
bn  this  point  may  be  available  next  week. 

W.  E.  Evans,  Hon  Sec.  (pro  tern.),  Research  Committee. 

Hon.  Sec.,  A.  E.  Jones,  48,  Narcissus  Road,  West  Hamp¬ 
stead,  N.W.  b,  to  whom  all  enquiries  and  communications 
should  be  addressed. 

0  0  0  0 
Royal  Air  Force  Memorial  Fund 

A  meeting  of  the  Executive  Committee  of  the  Fund  was 
held  on  June  21. 

Grants  to  the  amount,  of  £453  12s.  1  d.  were  approved. 

The  matter  of  the  War  Memorial,  now  in  course  of  erection 
on  the  Thames  Embankment,  was  considered  in  detail.  It 
was  hoped  that  the  monument  would  be  ready  for  unveiling 
by  November  11  (Armistice  Day),  but,  owing  to  unlocked  for 
delays,  it  is  probable  that  the  ceremony  must  be  postponed 
till,  at  earliest,  January  next. 

The  names  of  Air  Vice-Marshal  Sir  Geoffrey  Salmond  and 
Group  Captain  E.  R.  Ludlow  Hewitt,  both  of  whom  have 
been  nominated  as  numbers  of  the  Executive  Committee  of 
the  Fund,  were  added  to  the  War  Memorial  Sub-Committee, 
which  will  deal  with  the  details  of  the  unveiling  of  the  War 
Memorial. 

The  name  of  Air  Vice-Marshal  Sir  John  Salmond,  lately 
embarked  for  India  and  Mesopotamia,  was  added  to  the 
list  of  Vice-Presidents  of  the  Fund. 

With  regard  to  tire  Vanbrugh  CastJe  School,  the  Acting- 
Chairman  of  the  Sub-Committee,  Mr.  V  S.  Field ,  referred 
to  the  fact  of  the  erection  of  an  emergency  staircase  in 
compliance  with  L.C-.C.  rules  as  regards  fire  escapes,  and 
mentioned  that  half  the  cost  of  this  structural  alteration 
was  being  most  generously  borne  by  the  donor  of  the  house, 
Mr.  Alexander  Duckham.  Mr.  Field  himself  is  generously 
contributing  £50,  and  one  or  two  other  donations  have  been 
earmarked  for*  this  purpose.  A  balance  remaining,  of  £  too, 
has  been  sanctioned  by  the  Executive  Committee  from  the 
General  Fund. 

FLIGHT 

The  Aircraft  Engineer  and  Airships 

36,  GREAT  QUEEN  STREET,  KINGSWAY,  W.C.  2. 

Telegraphic  address  :  Truditur,  Westcent,  London. 

Telephone  :  Gerrard  1828. 

SUBSCRIPTION  RATES 

“  Flight  ’’  will  be  forwarded,  post  free,  at  the  following  rates  . — 

United  Kingdom  Abroad* 

St  d.  s.  d. 

3  Months,  Post  Free...  77  3  Months,  Post  Free,,,  8  3 

6  it  n  •••15  ^  h  ,,  ,t  i».l6  6 

,,  ,,  ,,.30  4  l®  i,  n  ...33  o 

These  rates  are  subject  to  any  alteration  found  necessary 
under  abnormal  conditions  and  to  increases  in  postage  rates. 

•  European  subscriptions  must  be  remitted  in  British  currency 

Cheques  and  Post  Office  Orders  should  be  made  payable  to  the 
Proprietors  of  "  Flight,"  36,  Great  Queen  Street,  Kingsway, 
W.C.  2,  and  crossed  London  County  and  W estminster  Bank, 
otherwise  no  responsibility  will  be  accepted. 

Should  any  difficulty  be  experienced  in  procuring  "  Flight  " 
from  local  newsvendors,  intending  readers  can  obtain  each  issue 
direct  from  the  Publishing  Office,  by  forwarding  remittance  as 
above. 
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FLIGHT  BUYERS’  GUIDE  AND  TRADE  DIRECTORY-conf/metf. 

(1 Continued  from  p.  xiv.) 


INSULATING  materials- 

Macl.ennan,  John,  &  Co.,  115,  Newgate  St.,  E.C.i. 

City  3115  ;  “  Vanduara,"  Cent,  London. 


lubricating  oils 

Wakefield,  C.  C.,  &  Co.,  Ltd.,  Cheapside,  E,C.  2. 
Central  1156(3  lines);  “Cherry,"  Cent.  London. 


machining - 

Monk  Engineering  Co.,  Ltd.,  Coventry. 

Coventry  807  ;  “Assistance,''  Coventry. 


MAGNETOS— 

British  Thornson-Hotislon  Co.,  Ltd.,  Lower  Ford 
Street,  Coventry. 

Telephone  #78  ;  “  Asteroidal,"  Coventry. 


METALS  (Anti  Friction! 

Hoyt  Metal  Co.,  Ltd.,  Deodar  Road,  Putney, 
S.W.  is-  Putney  1333. 


METAL  PARTS  AND  FITTINGS— 

Brown  Bros.,  Ltd.,  Great  Eastern  Street.  London, 
E.C.  2. 

Monk  Engineering  Co.,  High  Street,  Coventry. 

Coventry  807 ;  "  Assistance, "  Coventry. 

Ruoery,  Owen  &  Co.,  Darlaston. 

Darlaston  87;  “  Roofs,"  Darlaston. 


PETROL- 

Anglo- American  Oil  Co.,  Ltd.  (Piatt's),  Queen 
Anne’s  Gate,  S.W.  1. 


PROPELLERS  - 

Falcon  Airscrew  Co.,  113,  Cottenham  Road,  j 
Holloway,  N.  19.  Hornsey  9x0  &  2472. 

Lang  Propeller,  Ltd.,  Weybridge,  Surrey. 
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EDITORIAL  .  COMMEHT. 

ROM  the  Prime  Minister's  statement  in 
the  House  on  July  17,  it  appears  that 
the  Committee  of  Imperial  Defence 
has  arrived  at  the  decision  that,  in 
view  of  the  need  for  economy,  no 
money  should  be  expended  in  devel 
oping  an  airship  service,  *'  either 
for  commercial  purposes  or  with  the 
object  of  establishing  Imperial  communications." 
That  seems  to  dispose  of  any  doubt  as  to  whether  or 
not  the  Government  is  to  take  any  part 
Committee  in  getting  the  airship  service  to  India 
of  Imperial  g0inu  by  guaranteeing  a  certain  interest 
Airship11  on  the  capital  involved.  So  far  so  good. 
Scheme  Now  we  know,  at  any  rate,  how  we 
stand.  We  need  expect  nothing  from 
the  Government.  It  still  remains  to  be  seen  whether 
the  Admiralty,  whose  Parliamentary  Secretary.  Mr. 
Amery,  is  the  chairman  of  the  new  Sub-Committee 
to  look  into  the  technical  aspects  of  the  Burney 
scheme,  will  decide  to  jog  along  without  a  couple  of 
destroyers  so  as  to  be  in  a  position  to  afford  airships. 
Even  if  it  is  decided  to  come  down  in  favour  of 
airships — and  that  is,  of  course,  by  no  means  certain — 
it  is  to  be  expected  that  whatever  is  done  with  them 
will  be  mainly  with  naval  ends  in  view.  With  that 
we  are  not.  inclined  to  quarrel.  We  have  previously 
stated  as  our  conviction  that  in  the  matter  of  airships 
we  see  little  objection  to  the  Admiralty  taking  control. 
The  construction  of  the  ships  themselves,  the  training 
of  the  personnel ,  and  the  naval  use  of  airships  appear 
to  follow  so  closely  along  naval  lines  that  it  seems 
fairly  obvious  that  the  natural  procedure  would  be 
to  give  the  Admiralty  control,  now  that  their  lord- 
ships  have,  almost,  decided  that  they  do  want  airships, 
after  all. 

We  should  like  to  see  the  Burney  scheme  go 
through,  because  we  believe  that  there  is  a  very 
definite  useful  commercial  future  for  airships.  1  he 
main  point,  however,  is  that  we  want  airships.  We 
must  have  airships.  And  if  we  cannot  have  them 
any  other  way  than  as  part  and  parcel  of  the  Navy, 
then  that  method  will  have  to  satisfy.  At  any  rate, 
designing  and  construction,  not  to  mention  the  more 
important  phase  of  the  maintenance  of  an  airship 
personnel,  should  be  assured,  and  not,  as  the  Secretary 


of  State  suggested,  put  on  the  shelf  for  the  next  ten 
years,  to  be  resumed  when,  with  little  doubt,  every¬ 
body  else  will  have  got  well  ahead  of  us  in  airship 
matters. 

As  \vc  anticipated,  considerable  secrecy 

Aircraft  js  being,  not  unnaturally,  maintained, 

Warships  both  by  *be  Air  Ministry  and  the 

Admiralty,  regarding  the  results,  if 
any,  of  the  attacking  experiments  with  aircraft  on 
warships,  which  took  place  in  the  Channel  on  July  7. 
While  we  fully  realise  that  a  certain  amount  of  reserve 
is  necessary  in  giving  to  the  public  and  world  at  large 
detailed  information  that  might  be  of  value  to  a 
potential  enemy,  we  do  think  that  the  broad  results 
should  be  made  known.  After  the  American  experi¬ 
ments  last  year  a  great  deal  was  published  regarding 
results  of  bombing  tests,  and  though  it  is  true  that 
a  confidential  U.S.  report  upon  the  results  still 
remains  to  he  revealed,  there  really  does  not  appear 
to  be  any  valid  reason  for  withholding  from  the 
public  the  main  facts  established  by  our  tests. 

From  meagre  results  that  have  been  reported, 
assuming  them  to  be  approximately  correct,  it  appears 
that  during  the  mock  attack  by  aircraft  on  the  Fleet 
a  squadron  of  aircraft  suddenly  appeared,  and  the 
Fleet  altered  course  so  as  to  prepare  for  defence 
against  it.  The  flight,  however,  instead  of  attacking, 
circled  around  the  Fleet,  leaving  a  dense  smoke 
screen,  which  prevented  the  Fleet  from  seeing  what 
was  coming.  Then  the  real  attack  came  from,  it  is 
stated,  a  totally  different  quarter,  and  torpedo  planes 
dodged  through  the  smoke  screens,  dropped  their 
torpedoes  and  got  away.  It  is  stated  that  many 
hits  were  thus  recorded  which  would  have  had  serious 
consequences  had  the  torpedoes  been  loaded  with 
explosives  instead  of  oil.  It  is  even  asserted  that 
the  whole  thing  was  over  in  1 1  minutes. 

While  wre  have  no  means  of  judging  of  the  accuracy 
of  this  report,  there  does  not  appear  to  be  anything 
in  it  which  gives  cause  for  doubting  that,  in  fact, 
something  very  like  that  did,  or  at  least  could*  occur. 
The  establishment  of  a  smoke  screen  by  aircraft  has 
long  been  within  the  bounds  of  practical  politics,  and 
the  sudden  attack  by  torpedo-planes,  darting  through 
the  smoke  screen  and  getting  away  again  after  having 
dropped  their  charges,  does  not  sound  at  all  unlikely 
to  anyone  with  a  knowledge  of  modem  aircraft. 

It  may  be  objected  that,  even  accepting  the  truth 
of  this  report,  the  Navy  was  handicapped  by  having 
no  aircraft  for  defence.  While  that  is  a  perfectly 
fair  claim,  it  should  not  he  forgotten  that  whereas 
this  attack  was — must  have  been — delivered  by  a 
mere  handful  of  machines,  in  real  warfare  that 
handful  would  be  squadron  after  squadron,  arriving 
at  carefully  timed  intervals  and  from  all  sides,  and 
unless  the  Fleet  was  protected  by  huge  numbers  of 
aircraft  serious  losses  would  inevitably  have  been 
sustained.  We  are  distinctly  not  among  those  who 
think  that  the  time  is  ripe  for  scrapping  the  Navy 
and  trusting  entirely  to  the  air,  but  we  do  think 
that  no  navy  in  the  world  can  afford  not  to  make 
the.  fullest  use  of  aircraft  co-operation.  That  ulti¬ 
mately  the  Navy  will  dwindle  in  size,  and  the  R.A.F. 
grow,  is  not  to  he  doubted.  What  the  Navy  has  to 
do,  if  it  wishes  to  retain  its  existence  for  another 
decade  or  so,  is  to  gracefully  postpone  the  evil  day 
of  its  demise  by  making  every  possible  use  of  co¬ 
operating  aircraft.  Personally  we  are  of  the  opinion 


that  one  of  the  results  of  the  experiments  will  be 
that  the  Navy  will  devote  some  of  the  money  intended 
for  other  purposes  to  forcing  forward  a  better  equip¬ 
ment  of  aircraft,  and  in  so  doing  it  will  probably 
make  another  fight  for  a  separate  Naval  Air 
Service — a  retrograde  step  which  will  require  careful 
watching. 

<Q>  «•  4k> 

Since  the  memorable  occasion  when,  in 
British  1914,  Howard  Pixton  won  the  race  for 
forThc  Bie  Schneider  Cup  at  Monaco,  Great 

Schneider  Britain  has  not  played  a  very  glorious 
Cup  rdle  in  this  classic  contest.  In  1919, 
as  a  result  of  Pixton ’s  win  on  the 
Sopwith  seaplane,  the  race  was  held  at  Bournemouth, 
but  misty  weather  prevented  alf  of  the  competitors, 
except  Signor  Janello,  from  completing  the  course. 
The  memory  of  the  controversy  as  to  whether  or  not 
the  Savoia  pilot  had  correctly  rounded  the  mark 
boats  will  still  be  fresh  in  mind,  and  it  is  sufficient 
to  say  that  it  was  decided  to  let  the  Italian  Aerc 
Club  organise,  the  next  race.  Since  then  Great 
Britain  has  entered  no  competitor  for  the  Schneider 
race,  and  the  Italians  having  won  it  two  years 
running,  the  Cup  will  become  their  property  in 
perpetuity,  should  they  succeed  in  winning  again 
this  year. 

Realising  this,  it  is  gratifying  to  learn  that,  at 
any  rate,  one  British  competitor  will  represent  this 
country  for  the  Schneider  race  to  be  held  at  Naples 
on  August  12.  The  machine  chosen  is  a  Supermarine 
flying  boat  with  Napier  "  Lion  "  engine.  So  far  as 
we  understand,  this  Supermarine  is  an  adaptation 
of  the  single-seater  “  Sea  King,”  Mark  II,  which 
was  fully  illustrated  and  described  in  our  issue  of 
April  20,  1922.  The  “  Sea  King  ”  then  had  a  300-h.p. 
Hispano-Suiza  engine,  but  for  the  race  a  Napier 
”  Lion  ”  will  be  fitted.  Also,  in  its  original  form,  the 
“  Sea  King”  had  amphibian  gear,  which  will  not  be 
required  for  the  Schneider  race. 

As  the  original  machine  had  a  speed  of  about 
125  m.p.h.,  the  racer  should  be  very  much  faster, 
what  with  the  extra  power  and  the  absence  of  the 
amphibian  gear.  What  that  increase  will  be  we 
cannot  say,  but,  at  any  rate,  the  150  m.p.h.  mark 
should  be  reached  without  great  difficulty. 

We  do  not  know  whether  any  name  has  been 
chosen  for  the  Supermarine  Schneider  racer,  but  we 
would  suggest  that  a  very  fitting  name,  would  be 
”  Sea  Lion,”  Mark  II.  It  will  be  remembered  that 
the  Supermarine  entered  for  the  Schneider  race  at 
Bournemouth  and,  flown  by  Hobbs,  was  called  the 
“  Sea  Lion.”  As  this  machine  is  also  fitted  with 
that  famous  engine,  and  is  flying  in  the  Schneider 
race,  the  name  might  well  be  retained. 

The  pilot  who  will  fly  the  machine  in  the  race  is 
Mr.  H.  C.  Biard,  who  has  had  a  very  extensive 
experience  of  flying-boat  work  and  has  been  test 
pilot  for  the  Supermarine  Aviation  Works  for  some 
time.  Thus  the  combination  of  Supermarine  boat, 
of  known  and  proved  sea  and  air  worthiness,  Napier 
"  Lion  ”  of  enviable  reputation  and  pilot  with  long 
experience,  should  be  one  difficult  to  beat.  We  are 
prepared  to  find  that  faster  machines  may  be  entered 
by  other  nations,  but  we  shall  be  surprised  if  any  of 
them  can  combine  speed  with,  as  good  seaworthiness 
as  the  “  Sea  Lion.”  May  our  representative  bring 
the  Cup  back  to  these  shores. 
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THE  ARMSTRONG-SIDDELEY  “JAGUAR”  RADIAL 

AERO  ENGINE 


An  Interesting  Air-Cooled  Engine  of  350  H.P. 


As  briefly  announced  in  Fuc.m  Inst  week,  the  new  Armstrong- 
Siddeley  radial  air-cooled,  the  "  Jaguar,"  has  recently  passed 
its  type  tests  with  flying  colours.  This  engine,  which  has 
been  undergoing  development  for  a  considerable  time,  is 
Chiefly  remarkable  for  the  following  desirable  features  : — The 
great  number  of  cylinders  results  in  very  even  torque  and 
smooth  running  ;  the  petrol  and  oil  consumption  is  low.  and 
finally  the  weight  is  but  slight ly  in  excess  of  2  lbs.  per  horse¬ 
power.  In  addition,  the  short  overall  length  results  in  a 
small  longitudinal  moment  of  inertia,  which  is  of  considerable 
importance  in  a  machine  which  has  to  be  manoeuvred  quickly, 
for  instance  during  an  air  fight.  The  type-test  reccntly 
passed  by  the  "  Jaguar"  is  the  latest  and  somewhat  severe 
Air  Ministry  test  and  includes  five  non-stop  runs  of  10  hours 
each.  That  the  engine  has  successfully  fulfilled  the  conditions 
is  proof  of  its  reliability,  and  it  is  not,  therefore,  without 
interest  to  examiue  the  details  of  the  design  which  have  made 
the  good  results  possible, 

Fundamentally  the  Siddeley  "  Jaguar  "  is  a  radial  air¬ 
cooled  engine  with  its  14  cylinders  disposed  in  two  rows, 
those  of  the  back  row  being  placed  in  line  with  the  spaces 


The  tubular  gudgeon-pins  are  similar  to  the  wrist  pins, 
except  that  they  are  of  larger  diameter,  and  are  entirely 
floating,  that  is  to  say,  they  are  free  to  turn  in  the  piston 
bosses  and  also  in  the  phosphor  bronze  bushes,  winch  are  in 
turn  floating  in  the  small-end  of  the  connecting  tod-.  The 
small-end  bronze  bushes  are  perforated  with  holes  which 
ensure  the  lubrication  of  the  working  surfaces,  the  oil  supply 
being  maintained  through  large  holes  at  the  top  of  the  small- 
end  of  the  connecting  rods. 

Pistons 

The  pistons  are  made  of  a  special  aluminium  alloy,  com¬ 
bining  the  requisite  strength  of  material  with  adequate  heat- 
conducting  properties.  They  are  furnished  with  two  gas 
rings  of  cast  iron  at  the  head,  and  with  two  scraper  rings  of 
the  same  material,  one  immediately  below  the  gas  rings,  and 
the  other  in  the  skirt  to  prevent  any  excess  of  oil  on  the 
cylinder  walls  from  finding  its  way  into  the  combustion 
chamber,  For  the  purpose  of  enhancing  this  effect  two 
chamfered  grooves  are  turned  in  the.  piston,  immediately 
below'  each  scraper  ring  and  the  oif  which  collects  in  the 


between  the  cylinders  of  the  front  row  .  From  this  arrange¬ 
ment  it  follows  that  the  crankshaft  is  of  the.  two-throw  type 
with  seven  connecting  rods  meeting  on  each  crank-pin.  As 
will  be  seen  from  the  illustration  showing  the  connecting  rod 
assembly,  there  is  a  master  connecting  rod  and  six  auxiliary 
rods.  The  master  rod  is  of  H  section,  while  the  six  auxiliary 
rods  are  tubes  of  circular  section.  All  rods  are  made  of  high 
tensile  steel,  and  are  machined  all  over  so  as  to  ensure  their 
weight,  and  consequently  balance,  being  accurate.  The 
webbed  master  ring  is  made  in  two  dissimilar  parts  held 
together  by  four  bolts,  and  the  white-metal  crank-pin  hearing 
is  cast  direct  into  the  master  ring.  The  latter  is  controlled 
by  the  master  rod,  to  which  it  is  secured  by  two  pins  passing 
through  the  webs.  The  wrist-pins  of  the  auxiliary  rods  work 
on  similar  tubular  pins,  which  are.  floating  in  bronze  bushes 
held  in  the  webs  of  the  master  ring.  The  pins  arc  held  in 
position  endwise  by  wire  spring  clips  which,  when  pinched  up, 
are  inserted  into  the  phosphor  bronze  bushes  and  allowed  to 
expand  there  into  annular  grooves.  In  the  photograph  the 
free  ends  of  these  locking  wire  clips  can  be  seen. 


grooves  escapes  into  the  inside  of  the  piston  through  a  series 
of  small  holes  in  the  bottom  of  the  groove. 

Crankshaft 

As  already  mentioned,  the  crankshaft,  which  is  in  one 
piece  and  very  rigid,  is  of  the  two-throw  type,  with  the  pins 
at  1800.  Bronze  balance  weights,  shaped  like  a  sector  of  a 
circle,  serve  to  neutralise  the  couple  set  up  by  the  two  pins 
at  r8o'-'.  The  crankshaft  is  carried  in  three  journal  roller 
bearings,  and  is  located  by  a  double-acting  ball  thrust  bearing 
at  its  front  end.  The  rear  end  of  the  crankshaft  carries  the 
induction  fan.  The  drives  fur  the  cams,  ignition  gear  and 
oil  pumps  are  all  taken  oft  the  front  end  of  the  crankshaft. 

The  Crank- case 

The  crank-case  proper  is  of  aluminium,  and  is  in  one  piece, 
although  w'hat  might  be  termed  the  engine  “  body  ’’  consists 
of  three  parts.  The  crank-case  itself  carries  the  cylinders, 
tappet  guides,  and  bolts  for  securing  the  engine  to  its  beaver 
plate.  The  front  cover  carries  the  crankshaft  front  journal 
and  thrust  bearings  and  the  auxiliary  drives  for  pumps,  cams 
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and  ignition,  while 
the  back  cover  carries 
the  crankshaft  rear 
bearing  and  forms 
the  induction  fan 
casing.  One  of  onr 
photographs  shows 
the  three  parts. 

Cylinder  Con¬ 
struction 

The  cylinders  of 
the  “  jaguar  "  are  of 
composite  construc¬ 
tion.  having  heads 
of  aluminium  and 
barrels  of  steel.  The 
aluminium  head  is  a 
casting,  and  the  tins 
are  so  arranged  that 
they  leave  a  space 
between  the  valve 
stein  guides  on  top 
of  the  cylinder  head. 
Internally  the  head 
shows  a  hemispheri¬ 
cal  shape,  which 
Should  give  a  good 
shape  of  combustion 
chamber,  and  the 
valve  seats  are  of  a 
special  bronze  alloy. 
The  cylinder  barrel  is 
turned  and  bored 
from  a.  steel  forging, 
and  is  shrunk  - 
screwed  into  the 
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Fan  casing,  fan  and  induction  pipes 


aluminium  head, 
being  locked  in  posi. 
turn  there  by  a  lock 
nut,  shaped  as  a 
cooling  fin.  The  end 
of  the  cylinder  barrel 
butts  up  against  a 
shoulder  in  the 
aluminium  head  so 
as  to  form  a  gas- 
tight  joint 

The  cylinders  are 
mounted  on  the 
crank- case  by  being 
screwed  into  a  light 
steel  adapter,  and  are 
secured  by  double- 
coned  locking  rings, 
The  cylinder  is 
screwed  into  the 
sleeve  until  the  valve 
gear  and  ports  are  in 
line,  and  the  locking 
ring  is  then  tightened 
up/ 

Induction  System 

The  explosive  mix¬ 
ture  is  supplied  by 
a  dual  carburettor 
mounted  on  the  back 
cover,  and  delivering 
through  the  centre 
of  an  induction  fan 
or  blower  mounted 
in  a  casing  on  the 
back  of  the  engine, 
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Crankshaft  of  Armstrong-Siddeley  “  Jaguar.” 


The  air  intake  to  the  carburettor  is  under  the  control  of 
the  pilot,  and  may  be  taken  either  from  the  vicinity  of  the 
lower  cylinder  heads  or  from  the  slip  stream  outside  the 
aeroplane  fairing.  Thus  the  incoming  air  may  have  its 
temperature  regulated  to  suit  atmospheric  conditions  The 
carburettor  is  heated  by  an  exhaust  gas  heater  box,  so  that 
vaporisation  of  the  fuel  is  started  as  soon  as  it  leaves  the 
carburettor. 

The  fan  or  blower  is  of  the  centrifugal  type,  and  is  mounted 
on  the  rear  of  the  crankshaft  and  driven  at  crankshaft  speed. 
Thus  the  petrol  and  air  are  thoroughly  mixed,  while  it  is 
claimed  that  an  even  distribution  is  obtained.  At  high 
speeds  it  would  appear  that  a  certain  amount  of  forced 
induction  may  be  obtained. 

The  front  of  the  fan  chamber  forms  the  rear  wall  of  the 
crank-case,  so  that  th<?  fan  chamber  is  heated  by  the  oil  in 
the  engine  body.  The  rear  cover  of  the  fan  chamber  is 
similarly  heated  by  a  jacket  through  which  hot  oil  from  the 
engine  is  passed  on  its  way  from  the  scavenge  pump  to  the 
oil  tank  Seven  pipes  convey  the  gas  from  the  fan  chamber 
to  the  Cylinders,  each  pipe  being  forked  so  as  to  Serve  one 
front  and  one  rear  cylinder. 

The  Valve  Gear  | 

In  these  days  of  multi-valve  cylinders  it  is  somewhat  sur¬ 
prising  to  find  that  the  "  Jaguar"  has  only  two  valves  per 
cylinder.  On  the  other  hand,  each  valve  is  of  Fairly  large 
diameter,  and  the  valve  gear  is  certainly  simpler  with  only 
two  valves.  It  might  be  mentioned  incidentally  that  ail 
valves  with  their  springs  and  spring  washers  are  similar  and 
interchangeable.  The  valve  spring  collar  is  retained  by  a 
split  steel  cone,  which  is  screwed  (left-hand  thread)  on  to  the 
valve  stem.  The  valve  spring,  by  pressing  the  collar  against 
the  cone,  pinches  the  latter  into  the  screw  threads  on  the 
valve  stem  and  so  locks  it. 

The  valves  are  operated  via  push  rods  and  rockers  by  two 
cam  rings  mounted  on  the  front  of  the  engine.  One  ring  has 
three  cams  for  the  inlet  valves  and  the  other  has  three 
exhaust  cams  The  cam  rings  are  driven  from  the  front,  end 
of  the.  crankshaft  through  epicyclic  gearing,  and  rotate 
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Running  chart  of  the  Armstrong- Siddeley  “  Jaguar.” 


together  at  one-sixth  engine  speed,  and  in 
opposite  direction  to  the  crankshaft, 

Lubrication 

The  “  Jaguar”  is  provided  with  a  some¬ 
what  unusual,  and  very  positive,  lubrica 
turn  system.  Two  pumps,  “  feed  ”  and 
"  scavenger,”  of  the  gear  type  are  fitted,  and 
as  the  scavenger  pump  is  of  about  30  per 
cent,  greater  capacity  than  the  feed  purup, 
the  base  is  at  all  times  positively  drained. 
Oil  is  drawn  from  the  tank  and  forced  by 
the  feed  pump  through  a  filter  to  the  hollow 
crankshaft,  at  the  rate  of  approximately 
-A  gallons  per  minute.  The  filter  gauze  is 
carried  on  a  movable  lantern,  which  is  held 
in  position  by  a  spring.  This  lantern  is  so 
arranged  that,  in  case  the  gauze  gets  choked 
it  moves  back  against  its  spring,  and  so 
allows  un filtered  oil  to  reach  the  crankshaft. 
The  whole  filter  may  be  readily  dismantled 
for  cleaning. 


THE  ”  JAGUAR  ”  :  Connecting  rod  assembly. 


The  following  table  gives  a  brief  summary  of  the  test  runs 
recently  undertaken  : — 

Summary  of  Tests 

Fuel  Oil 


Date. 

Test. 

Time  Run 

B.H.P.  B.H.PJpts.  per  (pts,  per 

Hrs. 

Mins. 

Con.  B.H.P./ 
hr. 

B.H.P./ 

hr. 

17.6.22 

Power 

Curve 

0 

40 

-  -  - 

— 

n 

Endurance  g 

55 

234-6 

0-0192 

>  1 

0 

5 

330-2  331-4  0-599 

— 

lS.6.22 

9 

55 

294-1 

0-218 

1  1 

n 

0 

5 

329-7  330-3  0-605 

— 

19.6.22 

rj 

9 

55 

293-6  — 

0-02  39 

1  • 

M 

0 

5 

326-0  326-0  0-599 

— 

20.6.22 

14 

9 

55 

293'9  — 

0-0204 

•  1 

0 

5 

330  0-593 

■ - 

»» 

II 

9 

0 

292-8  —  0-591 

0-0197 

21.6.22 

#* 

Slow  run 

0 

0 

55 

5 

342-2  —  } 

0-0184 

O 

30 

737 

r.p.m. 

— 

Accelera¬ 

tion 

0 

3 

* -  -  - 

— 

2  r  .6.22 

High 

Speed 

I 

0 

1,751  267  0-626 

r.p.m. 

— 

Accelera¬ 

tion 

0 

2 

Five  each  under  4  seconds. 

21.6.22 

High 

Power 

1 

0 

1.648  373-5  0-557 

r.p.m. 

— 

Power 

Curve 

0 

40 

* — “  — * 

— 
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The  oil  entering  the  crankshaft  flews,  through  passages 
drilled  in  the  webs,  to  the  crank-pins,  where  it  enters  the 
bearing  at  the  centre,  and,  after  lubricating  and  cooling  the 
bearing,  leaves  by  holes  drilled  at  each  end  of  the  pin,  and 
returns,  through  similar  passages,  to  the  front  cover,  where 
it  keeps  the  cams  and  cam  gear  thoroughly  flooded  The  end 
clearance  between  the  crank-pin  bearing  and  the  webs  is 
carefully  set  to  regulate  the  amount  of  oil  which  is  thrown 
oft  from  the  crank-pins  to  lubricate  other  internal  working 
parts, 

All  the  oil  released  inside  the  engine  drains  to  a  sump 
from  which  it  is  returned  to  the  tank  by  the  scavenge 
pump.  The  oil-pressure  gauge  is  connected  to  the  system 
on  the  engine  side  of  the  filter,  so  that  the  gauge  shows  the 


thus  enabling 
aeroplane. 


pressure  of  oil  entering  the  crankshaft,  and 
not  the  pressure  which  is  being  used  to  force 
oil  through  a  partly  clogged  til  ter  An  oil- 
prevsute  release  valve  is  fitted  to  prevent 
strain  on  the  gauges  and  piping  through  the 
high  oil  pressures  developed  on  starting  with 
cold  oil.  This  release  valve  is  set  to  blow  off 
at  approximately  50  lhs,/sq.  in.,  and  this 
setting  should  not,  of  course,  be  altered  by 
the  users. 

Ignition 

It  is  of  inter  est  to  note  that  in  the  "  Jaguar  ” 
magneto  ignition  has  been  done  away  with, 
the  ignition  being  by  battery  and  coils.  A 
dynamo  driven  by  the  engine  charges  a  small 
accumulator,  and  a  switchboard  complete 
with  cut- Out  is  supplied. 

Mounting 

A  mounting  plate  of  unusual  design  is 
employed,  and  forms  a  standard  part  of  the 
"Jaguar”  engine.  This  is  a  steel  pressing 
shaped  like  a  deep  dish,  and  finishing  in  a 
flange  in  which  are  16  holes  on  a  25011.  pitch 
circle.  The  front  of  this  “  dish  ”  is  bolted 
to  the  engine,  and  its  rear  flange,  with  the 
ib  holes,  is  carried  aft  clear  of  the  engine, 
a  simple  engine  plate  to  be  used  on  the 


A  few  leading  Particulars 

Without  going  into  a  detailed  specification  the  following 
main  particulars  of  the  ”  Jaguar”  may  be  of  interest.  The 
bore  and  stroke  are  5  in.  and  5$  ill.  respectively,  and  the 
normal  rated  horse  power  at  a  normal  speed  of  1,500  r.p.ul. 
is  320  h.p.  The  maximum  rated  b.li.p,  is  360  at  1,650  r.p.m. 
The  petrol  consumption  is  about  0*53  pts.  per  b.h.p  per 
hour,  and  the  oil  consumption  0-03  pints /li.p. /hour.  1  he 
weight  of  the  engine  is  710  lbs.,  and  the  compression  ratio  5 
to  i.  The  “  Jaguar,”  as  will  be  seen  from  the  photographs, 
is  very  compact,  its  overall  length  being  but  46^  in.  and  its 
maximum  diameter  (over  cylinder  heads)  45  in. 


0  0 

Honours 

H.M.  the  King  has  granted  unrestricted  permission  for 
the  wearing  of  the  following  decoration,  conferred  by  His 
Majesty  the  King  of  the  Belgians  on  the  following  officer 
for  valuable  services  rendered  in  connection  with  the  War  :  — 

Croix  tie  Guerre  avt'e.  Palme. 

Squadron-Leader  K.  L.  G.  Manx,  D.S.O. 

R. A.F.  Club  Cricket  Week 

Arrangements  for  the  Royal  Air  Force  Club  Cricket  Week 
ate  now  nearing  completion.  By  arrangement  with  the  East¬ 
bourne  Club,  the  Saffrons  Ground  at  Eastbourne  has  been 
secured  for  the  dates  September  20-26  inclusive  and  the 
football  fixtures  arranged  for  that  time  have  been  postponed- 
Two  tb^ee-day  matches  will  be  played.  The  first  (on 
September  20,  21,  22)  will  be  North  of  England  v.  South 
of  England  ;  the  second  (September  23,  25,  26)  will  probably 
he  an  eleven  of  Past  R.A.F.  Officers  and  Men  v.  the  Rest 
of  England,  or  a  similar  fixture. 

The  following  ex- R.A.F,  officers  and  men  have  accepted 
invitations  to  play  :  P.  G.  H.  Fender  (Surrey),  Hon.  F.  S.  G. 
Calthorpe  (Warwick),  A.  H.  H.  Gilligan  (Sussex),  A  Jeacockc 
(Surrey),  S.  L.  Amor  (Somerset),  Hobbs  (Surrey),  Woolley, 
E  E.  (Kent),  Hardinge  (Kent),  Geary  (Leicester),  Parker 
(Gloucester)  and  Wadding  ton  (Yorks). 

Others  who  have  accepted  invitations  to  play  include 
Hon.  L.  H.  Tennyson  (Hants),  A.  E.  R.  Gilligan  (Sussex), 
A.  W.  Carr  (Notts),  N.  Haig  (Middlesex),  Tyldesley,  E. 
(Lancs),  Kilner,  R.  (Yorks),  Parkin  (Lancs),  Gunn,  G. 
(Notts). 

Although  the  week  is  not  included  in  the  list  of  first-class 
ciickc-t  fixtures,  very  excellent  cricket  should  be  seen,  and 
the  matches  will  have  an  added  interest  owing  to  the  fact 
that  several  of  the  players  may  be  selected  for  the  South 
African  tour  and  this  may  be  the  last  occasion  upon  which 
the  public  will  be  able  to  see  them  before  their  departure 
Tickets  for  the  re.seived  covered  stand,  and  other  informa¬ 
tion,  may  be  obtained  from  the  lion.  Secretary.  Capt.  M.  G. 
Kiddy,  24,  Denison  House,  296,  Vauxhall  Bridge  Road, 

S. W  x.  (Telephone,  Victoria  2112.) 

Aero  Golfing  Society 

A  new  golfing  club  has  been  formed  under  the  above 
title,  with  Lieut.  Col.  J.  T-  C.  Moore-Brabazon,  M.C.,  M.P., 
as  President. 

A  Committee  (pro.  (cm.)  has  been  appointed,  including 
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\.  J.  A.  Wallace  Barr,  P.  Barry.  Comdr.  W.  Briggs.  R.N  , 
Lieut. -Col.  W.  A  Bristow,  C.  R  Fairey,  E.  B  Parker,  (  apt. 
L.  V.  Pcarkes. 

Lieut. -Col.  F.  K.  Mr  Clean,  \.F.C.,  is  Hon.  Treasurer  and 
Mr.  Harold  K.  Perrin,  Hon.  Secretary. 

The  Headquarters  are  at  the  Royal  Aero  Club,  3,  Clifford 
Street,  London,  W.  1. 

Membership  (limited  to  100)  is  open  to  officers  and  ex- 
officers  of  the  R.N.A.S.,  R.F.C.  and  RAF,,  and  to  gentlemen 
engaged  in  the  Aircraft  Industry;  the  annual  subscription 
is  ios. 

British  Forces  in  Ireland 

The  Postmaster-General  states  that,  in  order  to  avoid 
the  risk  of  delay  to  letters,  parcels,  etc.,  for  the  British 
military  and  Royal  Air  Forces  in  Dublin  and  district,  the 
address  should  consist  of — (x)  The  name  and  rank  of  the 
addressee;  (2)  his  unit;  and  (3)  the  words,  “Army  Post 
Office,  Southern  Ireland.” 

m  m  m  * 

THE  LONDON  AERO-MODELS  ASSOCIATION 
(The  Society  of  Model  Aeronautical  Engineers.) 

The  postponed  competition  for  Flight  Challenge  Cup  will 
be  held  on  Saturday  nexrt  on  Wimbledon  Common  at  5  pm 
Members  to  meet  at  the  Windmill  at  4.30  p.m.  For  rules  sec 
Flight,  June  22.  A  rising-off  sheet  will  be  provider!  on 
account  of  the  bad  state  of  ground.  The  thanks  of  the 
members  are  due  to  Mr.  F.  de  P.  Green,  Mr.  Houlberg  and 
Mr.  Rippon,  for  having  kindly  undertaken  to  prepare  same. 
Thanks  are  also  due  to  Mr  Green  and  Mr.  Evans  for  providing 
the  Society  with  a  set  of  flags  and  tapes. 

The  Competition  for  Mr.  Felix  Kelly's  Challenge  Cup  will 
be  held  on  Saturday,  September  2.  See  Flight,  June  29,  for 
full  particulars  of  same. 

Transfers  of  the  letters  L.A.M.A.  can  now  be  obtained 
from  Mr.  Burchell. 

The  Committee  are  desirous  of  active  members  putting  up 
new  flying  records. 

The.  membership  of  the  Society  is  now  approaching  80. 
Can  we  reach  the  first  hundred  before  the  end  of  September  ? 

Meetings  are  held  at  Headquarters,  20,  Great  Windmill 
Street,  Piccadilly,  W.  1,  every  Thursday  evening,  at  7.30. 
Anyone  interested  in  model  aeronautics  will  be  welcomed. 

A.  E.  Jones,  Hon.  Sec.,  48,  Narcissus  Road,  West  Hamp¬ 
stead,  N.W.  6. 
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THE  AERIAL  DERBY,  1922 

(Under  the  Competition  Pules  of  the  Royal  Aero  Club  and  the 
Regulations  of  the  Fiddralion  ASronautique  Internationale) 

at 

W addon  Aerodrome,  Croydon,  on  Monday,  August  7,  1922, 

Frizes 

The  following  prizes  will  be  presented  by  the  Royal  Aero 
Clnb  : 

Fastest  time  (winner  of  the  Aerial  Derby),  Trophy  and  £300  ; 
Handicap  :  rst  prize,  Trophy  and  ^150  ;  2nd  prize,  £75  ; 
3rd  prize,  £50. 

Regulations 

Qttalifii  ation  of  Competitors. — The  Competition  is  open  to 
persons  ot  any  nationality  holding  a  licence  issued  by  any 
Acto  Club  affiliated  with  the  Fdddration  Adronautique 
Internationale. 

Organisation.-  The  Competition  shall  be  conducted  by  the 
Royal  Aero  Club  under  the  Competition  Rules  of  the  Royal 
Aero  Club  and  the  Regulations  of  the  Fdddration  Adronautique 
Internationale. 

Cntries. — The  entry  fee  is  £  10.  Entries  close  on  Wednesday, 
July  26,  1 922,  at  12  noon.  Late  entries  will  be  received  up 
1o  12  noon  on  Monday,  July  31,  1922.  Late  entry  fee  £15. 

Course. — The  Course  is  approximately  200  miles,  and  will 
consist  of  a  double  circuit  of  London,  starting  from  Waddon 
Aerodrome,  Croydon,  with  the  following  turning  points  . 
West.  Thurrock,  Epping,  Hertford,  Brooklands  Aerodrome, 
Wey  bridge. 

Air  Navigation  Regulations. — Competitors  must  comply 
With  the  Air  Navigation  Regulations  in  force. 


Members  of  the  Club  will  be  admitted  free  on  presentation 
of  their  Membership  Card's.  Motor-cars,  Os. 


COMMITTEE  MEETING 

A  meeting  of  the  Committee  was  held  on  Wednesday, 
July  12,  1922,  when  there  were  present:  Lieut -Col.  1T.  K. 
McClean,  A.F.C.  iu  theChair ;  Wing-Commander  W.  F).  Beatty, 
C  B  E.,  R.A.F.,  Mr.  Ernest  C.  Buckuall,  Lieut. -Col.  M. 
O'Gorman,  C.B  .  Mr.  T  O.  M.  Sopwith,  and  the  Secretary  . 

F.A.I.  Rome  Conference. — The  following  delegates  were 
appointed  to  represent  the  Club  at  the  F.A.I.  Conference  to 
be  held  in  Rome  on  October  4,  1922  : — 

Lieut  -Col.  F  K.  McClean  A.F.C,,  Lieut. -Col.  M.  O’Gorroan, 
C.B.,  H.  E.  Perrin. 

Racing  Committee, — The  recommendations  of  the 
Racing  Committee  regarding  the  Aerial  Derby  were  received, 
and  it  was  decided  to  hold  the  Race  at  Croydon  on  August 
Bank  Holiday.  Monday,  August  7,  1922. 

Schneider  Cup. — The  entry'  on  behalf  of  Great  Britain 
was  reported  as  follows  : — 

Flying  Boat,  constructed  by  the  Supermarine  Aviation 
Works,  Ltd.,  with  450  h.p.  Napier  engine.  Pilot,  Captain 
H.C.  Biard. 

It  was  unanimously  decided  to  vote  £100  towards  the  ex¬ 
penses  of  the  British  competitor. 

Aviators’  Certificates.— The  following  Aviators  Certifi¬ 
cates  were  granted  ; — 

7927  Norman  Jeffries.  May'  19,  1922. 

7928.  Frederick  Arthur  James  Champion,  May'  11,  1918. 

7929.  Leslie  Norman  Hollinghurst,  March  20,  1917- 
Offices :  THE  ROYAL  AERO  CLUB, 

3.  CLIFFORD  STREET,  LONDON.  W.  t. 

H.  E.  PERRIN.  Secretary. 


THE  LONDON-CONTINENTAL  SERVICES 


FLIGHTS  BETWEEN  JULY  9  AND  JULY  15,  INCLUSIVE 
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B.  (6),  D.H.  9  (1),  D.H.  18  (1), 

Croydon-Paris  ... 

52. 

16 1 

26 

36 

5° 

2  31 

D.H.  34  G-EBBQ  (ih.  s6™-) 

D.H.  34  (l)>  G.  (8),  H.P.  W.8B 
(3),  V.  (1).  ^  TI  o  ,  4 

Paris- Croydon . 

52 

154 

10 

32 

48 

2  54 

D.H.  34  G-EBBQ  (2h.  6m.) 

B.  (7),  D.H.  9  (i)»  D.H.  18  (2), 
D.H.  34  (3).  G.  (8),  H.P.  W.8B 

(3),  v-  <*)•  ,  ,  , 

Croydon-Brussels 
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D.H.  18  (x),  D.H.  34  (1),  W.  (1). 
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Westland  G-EARE  (eh.  8m.) 

D.H.  18  (1),  D.H.  34  (1),  W.  (1). 

Croydon-Rotterdam- 

1 1 

H 

11 
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Fokker  H-NABII  (2h.  4m.) 

F.  (8). 

Amsterdam. 

Amiterdam-Rotterdam- 

XX 

7 

1 1 

11 

11 

2  57§ 

Fokker  H-NABN  (ah.  15m.) 

F.  (8). 

Croyfdon. 

Totals  for  week 

146 

373 

64 

102 

139 

*  Not  including  “  private  ”  flights.  t  Including  certain  journeys  when  stops  were  made  en  route-. 

$  Including  certain  diverted  journeys.  §  Rotterdam. 

Av.  =  Avro.  B  =  Breguet.  Br.  =  Bristoi.  Bt.  =  B.A.T.  D.H.4  —  De  Havilland  4,  D.H.9  (etc.j. 

F.  =  Fokker.  Fa.  =  Farman  F.50.  G.  =  Goliath  Farman.  H.P.  =  Handley  Page.  M.  —  Martinsyde.  N.  =  Nieuport. 
P.  =  Potez.  R.  =  Rumpler.  Sa.  =  Salmson.  Sp.  =  Spad.  V.  =■  Vickers  Vimy,  Vulcan,  etc.  W.  =  Westland. 

The  following  is  a  list  of  firms  running  services  between  London  and  Paris,  Brussels,  etc.,  etc.  : — Co.  des  Drandes 
Expresses  Adriennes  ;  Daimler  Hire,  Ltd.  ;  Handley  Page  Transport,  Ltd.  ;  Instone  Air  Line  ;  Koninklijkie  L.uchtvaart 
Maatscbappi)  ;  Messageries  Adriennes  ;  Syndicat  National  pour  1 ’Etude  des  Transports  Adnens  ;  Co.  Transadrienne. 

Incidental  Flying. — During  the  week  two  of  the  De  Havilland  Co.’s  D.H.  9's  kept  up  a  daily  service  between  Lympue  and 
Ostend,  carrying  goods  and  passengers. 


July  20,  1922 


THE  HANDASYDE  MONOPLANE,  TYPE  H.2 


Rolls-Royce 

Onl  of  the  most  interesting  machines  which  wc-  have  had  the 
opportunity  of  seeing  is  now  nearing  completion  at  the 
Blcriot  Works  at  A ddles tone.  The  machine  referred  to  is  the 
new  Handasyde  monoplane,  designed  by  Mr.  G.  1  {.  Handasyde, 
of  the  Handasyde  Aircraft  Company,  for  Australia.  Being 
el  the  moment  without  works  for  manufacturing  aircraft,  the 
Handasyde  Aircraft  Co.  have  made  arrangements  with 
Mr.  Chcreau  for  the  construction  of  a  batch  of  these  machines 
at  the  Bleriot  "Works,  and  here  we  had  the  opportunity  of 
inspecting  the  machines  last  week  for  the  purpose  of  com- 
piling  the  following  notes,  and  obtaining  the  accompanying 
illustrations.  It  should  be  pointed  out  that,  at  the  time  of 
oui  visit,  I10  drawings  were  available  of  the  engine  cowling 
and  undercarriage.  Although  as  regards  general  lay-out 
the  accompanying  scale  drawings  arc  accurate,  the  portion 
1  elating  to  these  two  items  should  be  taken  as  representing 
the  general  idea  only,  and  is  not  guaranteed  to  be  exact 
as  regards  dimensions,  as  we  were  unable  to  obtain  certain 
necessary  information  relating  to  wheel  track,  size  of  wheels, 
etc.  Tor  the  rest,  however,  the  scale  drawings  on  p.  4x3 
may  be  taken  as  being  accurate. 

General  Design 

do  those  who  have  followed  the  development  of  flying 
since  its  earliest,  days  it  will  not  come  as  a  surprise  that  the 
new  H.A.C.  machine  is  a  monoplane.  From  the  very  first 
Mr.  Handasyde  was  a  great  believer  in  the  monoplane,  and 
it  will  be  remembered  that  his  early  machines,  round  about 
1911,  12  and  13,  were  of  this  type.  During  the  War  Mr. 
Handasyde  turned  his  attention  to  biplanes,  not  because 
he  had  lost  his  faith  in  the  mono.,  but  as  a  result  of  the 
demands  of  the  R.A.F.  He  proved  that  he  was  quite  as 
capable  of  designing  biplanes  as  monoplanes,  and  probably 
his  F.4  is  the  most  beautiful  aeroplane  that  has  ever  been 
produced  It  must  be  admitted  that,  purely  as  regards 
appearance,  the  new  monoplane  is  not  up  to  the  F.4,  but 
probably  this  was  impossible  of  attainment  in  a  monoplane 
type. 

The  new  machine,  which  is  of  the.  cantilever  type,  is 
characterised,  in  the  matter  of  construction,  by  being  built 
almost  entirely  of  wood.  Metal  is  used  very  sparingly  in 
the  construction,  and  the  manner  in  winch  the  wood  has 
been  used  is  everywhere  interesting  and,  in  places,  highly 
ingenious. 

The  Fuselage 

Tfle  fuselage  is  built  up  of  a  framework  of  four  main 
longerons,  a  certain  number  of  stringers,  and  shaped  formers 
or  bulkheads.  The  covering  is  three-ply  wood.  Although 
the  main  frame  work  is  of  rectangular  section,  the  cross- 
section  of  the  complete  body  is  rounded,  the  flat  sides,  top 
and  bottom  having  been  brought  up  to  a  rounded  section 
by  curving  the  formers  and  bending  the  three-ply  covering 
over  them.  It  is  an  old  axiom  that  one  can  bend  three- 
ply  sheet  over  a  single  but  not  over  a  double  curvature. 
In  other  words,  although  it  can  be  bent  over  a  cylinder,  it 
cannot  be  bent  over  a  barrel.  In  the  Handasyde  H.2,  as 
the  new  machine  is  called,  it  would  appear  that  an  attempt 
has  been  made  to  bend  the  three-ply  covering  over  a  barrel. 
On  closer  examination,  however,  one  discovers  that  the  old 
saying  has  not  been  disproved,  since  here  and  there  it  has 
only  been  possible  to  persuade  the  ply-wood  to  bend  by  sawing 
little  vee-shaped  pieces  out  of  the  ends.  By  using  smaller 
panels  elsewhere,  the  desired  curvature  is  obtained,  or, 
more  correctly  speaking,  the  curvature  consists  of  several 
relatively  small  straight  faces. 

The  four  main  longerons  are  of  ash,  while  the  simple  struts 
and  stringers  are  of  spruce.  The  shaped  bulkheads  or 
formers  are  built  up  into  box  sections  from  ash  flanges  and 
three-ply  walls.  A  noticeable  feature  of  the  fuselage,  which, 
incidentally,  has  also  characterised  Handasyde-designed 
biplanes,  is  that  all  tapers  are  straight,  with  the  longerons 
butt-jointed  and  the  joints  reinforced  by  fish-plates  of  generous 
area.  Thus  in  the  H.2  the  cabin  portion  of  the  fuselage 
is  one  piece,  with  the  longerons  running  parallel.  To  this 
portion  the  rear  part  of  the  fuselage  is  joined  and  runs  in  a 
straight  taper  to  the  tail.  Similarly,  the  part  of  the  fuselage 
which  is  in  front  of  the  cabin  is  of  straight  taper,  with  joints 
well  secured  by  large  fish-plates. 

The  Monoplane  Wing 

Perhaps  the  most  interesting  feature  of  the  machine  is 
the  manner  in  which  the  wing  has  been  built  up.  Aero- 
dynamically  also  the  wing  is  interesting,  on  account  of  the 
sections  employed,  which  taper  from  a  deep  bi-convex  section 
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at  the  root  to  a  very  thin  section,  with  perfectly  flat  bottom 
camber,  at  the  tip.  So  far  as  we  were  able  to  discover, 
there  is  no  change  in  the  angle  of  incidence  along  the  span  : 
in  other  words,  there  is  neither  "  wash-out  ”  nor  "  wash-in.” 

Constructionally,  the  wing  is  interesting  j  first,  on  account 
of  the  fact  that  it  is  built  up  on  four  main  spars,  and,  secondly, 
because  of  the  unusual  wooden  covering  which  takes  the 
place  of  fabric.  From  the  plan  view  of  the  general  arrange¬ 
ment  drawings,  it  will  be  seen  that  the  wing,  which  is  built 
in  two  halves,  joined  on  the  centre  line,  has  a  pronounced 
taper  from  root  to  tip.  The  front  main  spars  are  parallel, 
tlie  others  tapering  so  as  to  fall  always  at  lire  same  percentage 
of  the  chord  from  the  leading  edge.  The  use  of  more  than 
two  spars  in  a  cantilever  wing  has  previously  been  advo¬ 
cated  in  this  Journal  as  being  more  economical,  but  up  to 
the  present  no  machine  except  the  new  Handasyde  has 
been  built  in  this  country  which  incorporates  this  feature. 

The  construction,  quite  apart  from  the  number  of  the  spars, 
is  interesting.  Obviously  with  four  spars  each  can  be  built 
much  lighter  and  the  usual  forms,  such  as  simple  I  sections 
or  box  sections  may  not  necessarily  be  the  best.  The.  form 
which  the  spars  of  the  H.2  take  is  a  built-up  I  section,  with 
a  thin  web  of  two-ply  spruce  and  divided  flanges  of  the 
same  material.  The  web  is  built  up  of  twro  thicknesses, 
each  composed  of  thin  strips  about  4  inches  wide  crossing  the 
other  at  right  angles,  each  crossing  the  horizontal  at  45 
degrees.  In  order  further  to  strengthen  the  w  eb,  its  two  sides 
are  covered  with  fabric.  The  flanges,  which  arc  made  up 
of  two  strips  each,  have  their  halves  screwed  and  nailed 
through  the  web,  which  comes  up  to  the  level  of  the  outer 
faces  of  the  flanges. 

Between  the  spars  there  are  two  sets  of  stringers,  one  set  on 
the  upper  surface  and  one  on  the  lower,  and  the  ribs,  which 
are  of  a  construction  somewhat  similar  to  that  of  the  spars, 
are  notched  to  receive  the  stringers. 

The  ribs  are  built  up  of  thin  three-ply  webs,  stiffened  with 
vertical  and  diagonal  pieces  of  spruce,  having  two  sets  of 
flanges,  one  of  which  passes  inside  the  stringers  and  the 
other  forms  the  outer  flanges.  The  sketches  will  serve  to 
indicate  the  construction.  All  ribs  project  past  the  stringers 
and  come  up  to  the  level  of  the  wooden  wing  covering. 
Where  local  loads  occur,  such  as,  for  instance)  the  petrol 
tanks,  the  attachment  of  the  undercarriage  struts,  etc.  double 
ribs  are  used,  whose  construction  is  also  shown  in  the 
sketches.  Both  single  and  double  ribs  have  the  outer  flanges 
running  across  the  spars,  and  the  shear  stresses  are  taken 
by  the  inner  flanges  and  three-ply  webs  resting  against  the 
inner  faces  of  the  spar  .flanges. 

Interesting  as  is  the  construction  of  the  spars  and  ribs, 
the  wing  covering  is  even  more  so.  Although  it  appeals 
possible  that  the  wood  covering  takes  a  certain  part  in 
supporting  the  load,  the  manner  of  applying  the  strips  of 
which  it  is  composed  is  such  that  no  allowance  has  been 
made  for  this  in  stressing  the  wing.  The  covering  consists 
of  spruce  strips  approximately  J  inch  thick  and  about  4  inches 
wide,  laid  parallel  in  a  fore  and  aft  direction.  In  order  to 
lighten  these  strips,  they  have  been  spindled  out,  leaving 
narrow  ridges  the  full  depth  of  the  thickness  of  the  strips. 
It  was  noticed  that  where  the  strips  are  bent  over  a  fairly 
steep  cui've,  the  spruce  covering  strips,  or  planking,  as  one 
might  term  them,  had  sagged  between  these  ridges,  much 
as  does  the  fabric  between  ordinary  wing  ribs,  but,  of  course, 
to  a  much  smaller  extent  There  is  no  internal  drag  bracing, 
as  the  wing  planking,  running  fore  and  aft,  is  capable  of 
resisting  drag  stresses.  The  leading  edge  of  the  wing  is  formed 
by  Txg  inch  three-ply,  packed  up  by  strips  on  the  front  spar 
to  come  level  with  the  thicker  spruce  covering.  We  have 
no  figures  relating  to  the  weight  of  the  wing,  but  Mr. 
Handasyde  informs  us  that,  although  heavier  per  square 
foot  than  the  ordinary  thin  wing  with  bracing,  in  view  of 
the  high  lift  coefficient  of  the  thick  section,  the  wing  comes  out 
quite  light.  Naturally  the  first  wings  have  been  very  ex¬ 
pensive  to  build,  as  jigs,  etc.,  had  to  be  erected,  but  it  is 
thought  that  for  production  in  quantities  the  construction 
will  not  be  unduly  expensive.  The  finished,  wing  certainly 
looks  a  beautiful  piece  of  work,  and  we  think  Mr.  Ckereau 
is  to  be  congratulated  upon  the  manner  in  which  his  works 
have  carried  out  a  difficult  piece  of  construction. 

The  attachment'  of  the  wings  to  the  fuselage  is  very 
neat  and  simple,  and  should  prove  very  satisfactory.  On 
the  four  formers  in  the  cabin,  near  the  top  longerons,  are 
metal  fittings,  roughly  of  T  shape,  with  the  one  arm  of  the 
T  projecting  out  through  the  fuselage  covering.  As  there  is 
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one  of  these  plates  ou  each  side  of  the  former,  and  bolted 
through  it,  two  lugs  project  from  each  former.  On  the 
main  wing  spars  are  long  straps,  one  on  the  front  and  one  on 
the  rear  of  each  spar,  projecting  below  the  wing  covering. 
These  lugs  are  in  line  with,  but  slightly  above,  those  on  the 
fuselage,  and  the  two  are  held  together  by  a  form  of  turn  buckle. 
In  order  to  distribute  the  weight  of  the  wing,  when  the  machnc 
is  on  the  ground,  over  a  larger  area,  the  wing  liftings  have 
aluminium  packing  pieces,  which  engage  with  wooden 
brackets  on  top  of  the  fuselage .  The  rearmost  fitting  on 
the  fuselage  has  also  an  aluminium  packing  piece,  stepped  to 
locate  the  rear  wing  spar  in  a  fore  and  aft  direction,  it 
might  be  mentioned  that  the  wood  brackets  on  the  top  of  the 
fuselage  are  faced  on  top  with  leather,  so  as  to  allow  of  the 
wing  fittings  bedding  right  home  in  the  leather. 

Engine  Mounting 

1'he  engine  mounting  is  one  of  the  simplest  imaginable, 
the  framework  consisting  of  four  longerons  of  ash  about 
inches  square,  bolted  at  the  rear  to  the  front  end  of  the 
longerons  with  the  usual  large  fish-plates,  and  terminating 
in  front  in  two  points,  on  a  former  of  multi-ply  wood.  The 
engine  bearers  are  simply  two  stout  steel  tubes  resting  in 
sockets  in  the  bulkhead  and  in  the  front  multi-ply  former, 
and  braced  by  a  tube  running  to  the  lower  corner  on  each 
side.  It  would  be  difficult  to  imagine  a  simpler  mounting 
and  one  which  allowed  of  easier  access  to  the  engine. 

1  i  e  radiator,  which  was  not  in  place  when  we  saw  the 


machine,  is  to  be  mounted  behind  and  below  the  engine,  with 
a  portion  projecting  below  the  lower  cowl.  Without  a  front 
radiator  the  nose  of  the  engine  housing  can  be  nicely  rounded 
off.  somewhat  as  shown  in  the  scale  drawings. 

Petrol  System 

The  petrol  system  of  the  H.  A  ,C  .  H.2  is  of  the  latest  approved 
type,  with  the  tanks  in  the  wings,  right  outside  the  fuselage. 
Owing  to  the  great  depth  of  the  wing  section,  it  has  been 
possible  to  place  the  tanks  entirely  inside  the  wings  without 
unsightly  projections.  It  appears  doubtful,  however,  whether 
the  “  head  ”  thus  obtained  will  be  sufficient  for  direct  gravity 
feed,  and  probably  a  small  service  tank  will  have  to  lie  carried 
in  the  fuselage.  A  low-pressure  petrol  system  should  be 
sufficient,  so  that  even  if  the  ideal  of  direct  gravity  feed  is 
not  attained,  there  should  be  little  possibility  of  trouble 
with  the  petrol  supply. 

The  Undercarriage 

One  of  the  features  of  the  machine  about  which  we  were 
not  able  to  obtain  very  definite  details  is  the  undercarriage. 
It  is  understood  that  this  is  to  be  of  the  four-wheeled  type, 
with  two  large  wheels  approximately  under  the  centre  of 
gravity,  and  with  a  smaller  pair  under  the  nose  to  prevent 
turning  over.  From  the  fittings  on  the  fuselage  it  is  assumed 
that  the  axle  will  hinge  on  the  lower  longeron,  and  run  out 
a  considerable  distance,  terminating  in  a  slight  bend  just 
inside  the  wheel.  The  latter  is  to  be  sprung,  how  we  do  not 
yet  know,  by  a  telescopic  strut  to  the  wing.  A  very 


SOME  CONSTRUCTIONAL  DETAILS  OF  THE  H.A.C.  MONOPLANE  :  1.  Rib  at  root  of  wing,  with  fittings  for 
joining  two  halves  together.  Eight  bolts,  four  on  top  and  four  underneath,  secure  the  two  wing  halves.  2.  The 
wing  spars  are  secured  to  the  fuselage  hoops  by  a  form  of  tumbuckles.  3.  Steel  strips  running  up  the  side  of  the 
wing  spars  transmit  the  load  from  the  lift  fittings.  4.  A  crank  lever  in  the  aileron  system.  5  View  into  cabin 
portion  of  fuselage.  Wall  broken  away  to  show  details.  6.  The  engine  mounting  is  of  great  simplicity,  and 
allows  free  access  to  any  part  of  the  Rolls  **  Eagle.”  7.  The  construction  of  the  rear  portion  of  the  fuselage,  in 

the  vicinity  of  the  tail  trimming  gear. 

414 


1 


July  20,  1922 


THE  H.A.C.  .MONOPLANE  :  Some  constructional  details.  1.  Diagrammatic  perspective  sketch  of  the  general 
arrangement  of  the  wing.  2.  Details  of  spar  and  rib  construction.  3.  Section  through  a  spruce  strip  used  for  the 
wing  covering.  4.  The  raked  rib  of  the  wing  tip.  5.  Details  of  leading  edge,  which  is  covered  with  thin  three- 
ply  wood.  6.  Piece  of  three-ply  rib  web,  as  fitted  between  spars.  7.  Nose-piece  of  a  double  rib.  8.  Larger 

view  of  method  of  building  up  spars  and  ribs. 
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substantial  metal  fitting  on  the  wing  receives  the  strut,  and, 
in  order  to  distribute  the  load  over  the  spar,  this  fitting 
incorporates  an  aluminium  packing  piece  of  ample  area, 
against  which  the  telescopic  strut  abuts.  In  order  to  turn 
the  bending  stress  into  a  purely  compressive  stress  in  the 
Spar,  a  bracing  cable  or  wire  is  taken,  to  the  fitting  on  the 
lower  longeron,  on  which  the  axle  hinges,  and  the  fuselage 
is  here  reinforced  by  a  tie  rod  running  underneath  the  belly 
of  the  /til  lage  to  the  fitting  on  the  other  side  This  tie  rod 
is  anchored  in  trunnions  working  in  the  fitting  on  the  fuselage 
To  .1  certain  extent  tlie  wire  or  cable  running  from  the  wing 
to  the  fuselage  will  help  in  bracing  that  particular  wing  spar 
against  living  loads,  although  it  will  not,  of  course,  help  to 
any  extent  in  resisting  twisting  stresses  in  the  wing. 

Ihe  front  pair  of  wheels  will  presumably  be  carried  on 
two  small  sees,  judging  from  fittings  on  the  fuselage. 

The  Tail 

Of  very  characteristic  outline,  the  tail  plane,  elevators, 
rudder  and  fin  are  of  more  orthodox  construction  than  are 
the  main  planes.  The  tail  plane,  for  which  a  very  substantial 
worm  trimming  goat  is  provided,  has  spars  of  straight  taper, 
spindled  out  to  an  1  section.  The  vertical  fin  has  a  stout 
post  fitting  into  brackets  on  the  back  of  tire  stern  post,  and 
to  it  the  rudder  is  hinged  by  eye-bolts.  The  fin  curves  over 
the  top  ol  the  tail  plane,  and  fin,  rudder,  tail  plane,  and 
elevators  are  of  symmetrical  streamline  section. 

Cabin  Accommodation 

I  he  middle  portion  of  the  fuselage  is  devoted  to  cabin 
accommodation  for  the  passengers.  Normally,  scats  will 
lie  provided  for  six  passengers  in  the  cabin,  but  should  it 
he  desired  to  use  tin-  machine  for  goods  carrying  the  space 
available  is  reasonably  large,  and  even  bulky  goods  could  be 
carried,  provided  the  packages  were  small  enough  to  go 
through  the  doors.  Of  these  there  is  one  on  each  side,  near 
the  front:  of  the  cabin,  and  three  windows  on  each  side,  aft 
of  the  doors,  serve  to  admit  the  light. 
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An  emergency  exit  through  the  root  of  the  cabin  is  pro¬ 
vided.  This  takes  the  form  of  a  box  of  three-ply  wood, 
built  on  to  the  roof  and  projecting  up  inside  a  cut-out 
portion  in  the  trailing  edge  of  Llie  wing.  On  top  this  exit 
is  covered  with  a  hinged  trap  door  of  sheet  aluminium, 
provided  with  louvres  for  the  ventilation  ui  the  cabin.  Aft 
of  the  cabin  is  a  lavatory,  while  in  front,  under  the  pilot’s 
seat,  is  a  space  for  luggage. 

The  Pilot’s  Cockpit 

Placed  as  it  is  in  front  of  the  wing,  and  with  the  nose  of 
the  fuselage  fairly  pointed,  the  position  of  the  pilot’s  cockpit 
should  ensure  a  very  good  view  forward,  which  is  a  point 
not  always  given  due  consideration  by  designers.  In  the 
H . 2  the  pilot  is  placed  high,  his  head  level  with  the  leading 
edge  of  the  wing,  out  of  which  a  portion  has  been  cut  to 
accommodate  him.  The  front  portion  of  the  cockpit  is  formed 
by  a  deep  three-ply  fairing  built  on  to  the  top  of  the  fuselage 
proper,  The  controls  will  be  of  more  or  less  standard  type, 
as  will  also  the  equipment  of  instruments,  etc. 

At  present  a  batch  of  four  machines  is  coming  through  the 
Bleriot  Works,  and  it  is  understood  that  they  are  intended 
for  the  Larkin  Company  in  Australia,  for  service  on  the 
Brisbane-Sydney- Adelaide  route.  The  addition  of  such  very 
up-to-date  flying  stock  to  these  services  should  materially 
help  towards  establishing  commercial  aviation  on  a  Sound 
basis  in  Australia. 

As  regards  weights,  performance  figures,  etc.,  we  have  not 
at  present  been  able  to  obtain  any  information,  but  there 
would  appear  to  be  every  reason  to  think  that,  with  its  good 
wing  sections  and  a  weil-shaped  body,  the  new  Ilandasyde 
monoplane  will  be  fairly  fast,  especially  as  the  fitting  of  a 
Rolls-Royce  ”  Eagle  ”  for  but  six  passengers  should  result, 
in  a  fairly  large  reserve  of  power  A  little  later,  when  the 
first  machine  has  been  tested,  we  hope  to  be  able  to  supple¬ 
ment  this  description  with  further  details  and  with  figures 
of  weights  and  performance. 
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London  Gazette ,  July  11,  1922 
General  Duties  Branch 

Flyiug  Ofir.  D.  L.  Evans,  M.G.,  D.F.C.,  is  granted  a  permanent  conrarn., 
retaining  his  present  substantive  rank  and  seny.  ;  Oct,  21,  1919.  Gazette, 
Oct.  24,  1919.  appointing  him  to  a  short  service  comrun.,  is  cancelled.  Flight 
Lieut.  A.  \V.  Bird,  I). S  O. ,  resigns  his  permanent  connnn.,  and  is  granted  the 
ranked  Maj.  ;  April  r.S.  J.  C.  Jeffrey,  M  C.,  is  granted  a  short  service  contmn. 
as  a  Flying  Ofir.  for  three  years  on  the  active  list,  with  effect  from,  and  with 
seny.  of  July  x.  Flight  Lieut  A.  H  Wann  is  restored  to  full  pay  from  half 
pay  ;  June  13  (substituted  for  Gazette,  June  23).  Flying  OtTr.  G.  E.  Randall, 
D.F.C.,  to  take  rank  and  precedence  as  if  his  appt.  bore  date  April  1,  19x9. 
Reduction  to  take  effect  front  July  Flying  Ofir.  M.  Fennycook  is  dismissed 
the  Service  by  sentence  of  a  General  Court  Martial ;  July  4.  Flying  OtTr 
A.  M.  G.  Cosgrave  relinquishes  his  short  service coramn.  on  account  of  physical 
unfitness  for  full  flying  duties,  and  is  permitted  to  retain  rank  of  Lieut. ; 
July  12.  Flying  Ofir.  F.  A.  Benftdd  is  placed  on  retired  list  on  account  of 
ill-health  contracted  ou  active  service  ;  July  12. 

Stores  Branch 

the  following  are  granted  short  service  coininns,  as  Flying  Offrs.  for 
Accountant  duties,  with  eliect  from  dates  indicated.  Their  names  will  be 
placed  ou  the  gradation  list  immediately  below  those  of  the  officers  indicated 


in  brackets.  Flying  Offrs.-  R.  K,  Barrett  May  ifr  (K  G  Dyer)  I,  J. 
Marden  :  May  16  (A  B.  Holt).  F.  W.  Healey  ;  May  to  (F.  H.  Wakeford). 

Flying  Ofir.  B  J.  Stokoe  relinquishes  his  short  service  coinuin.  on.  account 
ol  ill-health  ;  July  12. 

Medical  Branch 

The  following  are  granted  permanent  eomruns.  in  the  rauksstated,  with  effect 
from  the  dates  indicated,  retaining  their  present  seny,,  except  where  other¬ 
wise  stated.  Gazette «  of  dates  indicated  in  brackets,  appointing  them  to 
shOTt  service  commits.,  are  cancelled  - 

Flight  Lieut*. —  A.  Briscoe,  M.B.,  July  13,  1920;  July  13,  1920.  T.  Mont¬ 
gomery,  M.B.,  BA.,  July  13,  1920;  "July  13,  1920  G.  T-f.  Ft,  Maxwell, 
Aug.  24,  1920;  Sept*  14,  1*920.  S.  h,  Elpliiek,  April  4,  1921;  April  12, 
1921. 

Flying  Offr.  (since  promoted). — R.  Boog  Watson,  June  7.  1920;  June  15, 
1920. 

The  following  Flight- Lieu ts.  are  transferred  to  the  Reserve  Class  D.  2 
(July  13)  W.  A.  Malone,  J  P.  Wells,  B.A..  C.  H.  Young,  M.B. 

A1  earn  rand  tint 

The  permission  granted  to  See.  Lieut.  W.  Cbugle  to  retain  his  rank  is 
withdrawn  ou  his  joining  the  Army 
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Wing-Ctuiwiauders  :  1.  T.  Courtney,  C.B.E.,  from  C.  and  M.  Party,  Felix¬ 
stowe  (Coastal  Area),  to  Headquarters,  Coastal  Area  (Supernumerary). 

13.7.22.  Henry  Ashbourne  Treadgold,  M.D.,  B.A.,  from  Air  Ministry 
D.M.S.)  to  R.A.F.  Depot  (Inland  Area)  (Supernumerary).  30.6.22.  C.  F, 
Cilner,  D.S.O.,  from  Boys’  Wing  (Cramvell)  to  H.M.S.  Argus  (Coastal  Area), 
to  command  R.A.F.  Fait.  15.8.22.  G.  P.  Grenfell,  D.S.O.,  from  Instrument 
Design  Establishment  (inland  Area)  to  No.  1  Flying  Training  School  (Inland 
Area)  (Supernumerary)  x 7.7.22.  R.  J.  F.  Barton,  O.B.E.,  from  K.A-F. 
Depot  (Inland  Area)  to  command  Boys’  Wing  (Cramvell).  1.8.22. 

Squadron- Leaders  C.  P  Ogden,  O.B.E.,  from  Marine  and  Armament 
Experimental  Establishment  (Coastal  Area)  to  R.A.F.  Depot  (Inland  Area) 
(Supernumerary  i.  15.7.22  D.  S.  K.  Crosbie,  O.B.E.,  from  Air  Ministry 
(D.U.I.)  to  R.A.F.  Depot  (Inland  Area)  (Supernumerary').  19.7.22.  E.  W. 
Craig  M.C.,  M.B.,  irom  R.A.F.  Depot  (Inland  Area)  to  Air  Ministry  (D.M.S.). 

30.6.22.  J.  Snwrey,  A.F.C..  from  R.A.F.  Depot  (Inland  Area)  to  R.A.F1. 
Cadet  College  (Ground  Wing)  (Cramvell).  1.S.22.  F.  W.  Stent,  M.C.,  from 
R.A.F.  Depot  (Inland  Area)  to  M.T.  Repair  Depot  (Inland  Aiea).  1.8.22. 
R.  T.  Bell,  M.B.  (Medical),  to  Half-pay  List.  30.7.22. 

Flight-Lieutenants  ;  X.  R.  Fuller.  The  notifications  which  appeared  wherein 
this  Officer  was  periled  from  R.A.F.  Depot  to  No.  1  Flying  Training  School, 
with  effect  from  1.7,22,  is  hereby  cancelled.  Hem.  J.  H.  B.  Rodney,  M.C., 
front  Central  living  School  (Inland  Area)  to  No.  24  Squadron  (Inland  Area). 

1.7.22.  R.  I  Durr.int,  A.F.C.,  from  No.  10  Group  Headquarters  (Coastal 
Area)  to  School  of  Naval  Co-operation  and  Aerial  Navigation  (Coastal  Area). 

18.7.22.  E.  F.  Turner,  from  R.A.F.  Depot  (Inland  Area)  to  No.  10  Group 
Headquarters  (Coastal  Area).  13.7.22  II  M.  K.  Brown,  from  39  Squadron 

(  Inland  Area)  to  School  of  Technical  Training  (Men)  (Inland  Area).  10,7.22. 


C.  E.  War  die,  from  No.  24  Squadron  (Inland  Area)  to  School  of  Technical 
Training  (Men)  (Inland  Area).  6.7.22.  E.  R.  Prctyraan,  A  F.C.,  from 
No.  56  Squadron  (Middle  East)  to  No.  25  Squadron  (Inland  Area)  (Super¬ 
numerary).  1.7.22.  R.  H,  Smyth,  M.C.,  from  No.  1  Stores  Depot  to  No.  1 
Flying  Training  School  (Inland  Area).  1.7.22.  J.  Roberts,  from  R.A.F. 
Depot  (Inland  Area) -to  M.T  Repair  Depot  (Inland  Areal.  10.7.22.  W.  L 
Fenwick,  from  No.  2  Squadron.  No.  xa  Wing  (Ireland),  to  No.  24  Squadron 
(Inland  Area)  (Supernumerary)  17.7.22.  H.  A.  Twee  die,  O.B.K.,  A.P.C., 
from  R.A.F.  Depot  (Inland  Area)  to  .Air  Ministry-  (D.O.I.).  19,7.22.  T.  C. 

Luke,  M.C.,  from  Inspector  ol  Recruiting  (Coastal  Area)  to  R.A.F.  Depot 
(Inland  Area)  (Supernumerary).  14.7.22.  P  Mitchell,  from  Egyptian 
Group  Headquarters  (Middle  East)  to  No.  4  Flying  Training  School  (Middle 
East).  26.6.22.  W.  C.  Green,  M.C.,  from  No.  4  Flying  Training  School 
(Middle  East)  to  Stores  Eiepot,  Egypt  (Middle  East).  26.6.22.  J.  F.  Lawson, 
A.F.G:,  irom  No.  5  Flying  Training  School  (Inland  Area)  to  Record  Office 
(Inland  Area).  1.8.22.  E.  J.  P.  Burling,  D.S.O.,  D.E.C.,  from  No.  230 
Squadron,  Felixstowe  (Coastal  Area),  to  School  ol  Naval  Co-operation  and 
Aerial  Navigation  (No.  230  Squadron)  (Coastal  Area).  10.7.22.  E.  E.  Isaac, 
M.C.,  to  Research  Laboratory  and  Medical  Officers’  School  of  Instruction 
(Coastal  Area),  on  appointment  to  Temporary  Commission.  3.7.22. 
W.  D.  Miller,  M.B.  ,  from  Marine  and  Armament  Experimental  Establishment 
to  R.A.F.  Depot  (Inland  Area)  (Supernumerary).  J2.7.22.  O.  St.  Lcger 
Campion,  from  R.A.F.  Central  Hospital  (Coastal  Area)  to  No,  2  Squadron, 
No  12  Wing  (Ireland).  iO.7.22.  T.  R.  S.  Thompson,  M.B.,  from  No.  56 
Squadron  (Middle  East)  to  Stores  Depot,  Egypt  (Middle  Fast).  10.6,22. 
T.  J.  Thomas.  M.B.,  from  No.  4  Fly-ing  Training  School  (Middle  East)  to 
Engine  Repair  Depot  (Middle  East).  2.6,22. 
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LONDON  TERMINAL  AERODROME 


Monday  evening,  July  17,  1922. 
The  weather  is  as  persistently  against  aviation  this  year 
as  it  was  in  favour  of  it.  last  year,  and  during  the  week  there 
lias  been  a  mixture  of  good,  bad,  and  indifferent  flying  weather 
The  morning  newspaper  services  to  Paris,  Brussels,  and 
Holland  have  been  held  up  some  mornings  in  the  latter  part 
of  the  week,  and  pilots  have  had  some  pretty  rough  trips  at 
times.  Generally  speaking,  however,  the  persistent  bad 
weather  is  not  interfering  now  to  any  great  extent  with  the 
regularity  of  the  services.  Competition  is  becoming  so  keen 
tli at  flights  are  being  made  in  weather  which,  a  month  or 
two  ago,  would  have  been  considered  unfit.  In  fact  the 
spirit  of  the  early  days  of  the  air  services,  when  it  had  to 
be  very  bad  weather  indeed  to  stop  flying,  is  slowly  returning. 

The  number  of  air  travellers  still  shows  a  slight  increase, 
and  it  is  now  hoped  that  in  August  and  September  the 
expected  "  boom  ”  in  passengers  may  to  some  extent  be 
realised,  and  that  there  will  be  enough  traffic  to  keep  all 
lines  reasonably  busy.  The  French  lines  still  continue  to 
carry  the  bulk  of  the  goods  traffic  to  Paris,  while  an  over¬ 
whelming  majority  of  the  passengers  travel  by  the  British 

lines.  „  ,, 

The  Instone  Air  Line  have  now  got  the  Vickers  \  lmy  city 
of  London  "  back  from  the  Vickers  works  at  Weybridge, 
where  she  has  been  fitted  with  a  new  set  of  wings.  It  is 
claimed  that  these  give  greater  lift,  as  well  as  bigger  speed 
in  the  air  and  lower  landing  speed.  The  "  Vimy  "  has  been 
on  the  service  during  the  week,  but  owing  to  engine  trouble 
had  to  land  twice  on  a  return  journey  from  Paris 

Entrants  for  the  Round-Britain  Race 

The  Surrey  Flying  Services  have  been  having  a  busy  time 
lately.  They  have  been  erecting  another  Avro  to  add  to 
their  joy 'tide  fleet,  and,  with  this  completed,  have  now 
started  on  the  erection  of  a  DPI.  9.  This  machine  is,  I 
understand,  being  built  to  the.  order  of  the  Duke  of  Suther¬ 
land,  President  of  the  Navy  League,  and  is  to  be  entered  by 
him  iu  the  round-Britain  race  for  the  King's  Cup,  which  is 
at  present  fixed  for  September  9  and  xo.  The  machine  is, 
so  lac  as  is  at'  present  arranged,  to  be  flown  in  the  race  by 
Copt.  A.  P.  Muir  Another  Croydon  entrant  for  this  race, 
by  the  way,  is  Mr.  Courtney,  who  is  to  fly  a  Siddeley  '  Siskin 
with  a  Jaguar  engine. 

Capt.  Muir  informs  me  that  owing  to  the  success  which 
attended  the  reduction  in  the  price  of  joy-rides  to  5 s.,  on 
the  occasion  of  the  Royal  Meteorological  Society  meeting  at 
Croydon,  the  Surrey  Plying  Services  have  decided  to  try 
the  experiment  of  reducing  the  Jare  to  5 s.  during  the  week¬ 
end,  when  there  1.,  a  crowd  at  the  air-station,  and  when  the 
weather  is  suitable  for  dealing  rapidly  with  numbers  of  joy¬ 
riders  This  scheme  was  started  011  Saturday  last,  and, 
although  the  weal  her  was  not  exactly  of  the  type  to  encourage 

a  a 


joy-riding,  a  good  number  of  passengers  were  carried  in  two 
Avros  by  Capt  Muir  and  Mr.  YouelL  In  addition,  Capt. 
Muir  has  been  making  flights  for  the  testing  of  parachutes 
during  the  week. 

Turn  Indicators  for  "  Air  Expresses  ’ ’ 

The  DPI.  34’s,  both  on  the  Daimler  and  Instone  lines,  are 
now  being  fitted  with  Reid  turn- indicators,  and  the  pilots  are 
extremely  pleased  with  the  sensitiveness  and  efficiency  of 
these  instruments.  In  one  test,  made  at  dusk  on  Friday  in 
misty  weather,  the  pilot  put  his  head  down  inside  the  cockpit 
so  that  it  was  impossible  for  him  to  sec  the  ground  and, 
using  the  indicating  lights  of  the  turn-indicator  to  guide  him, 
kept  the  machine  flying  straight  for  mile  after  mile  without 
the  slightest  difficulty. 

Handley  Page  Transport  are  now  running  their  services 
exclusively  -with  VY.  8's,  keeping  an  0-400  in  reserve.  The 
DPI.  18  they  were  running  has  been  taken  over  by  the 
Instone  Air  Line,  and  the  Bristol  ten -s cater  is  being  recon¬ 
ditioned  at  Bristol,  after  which,  1  understand,  tire  Instone 
Air  Line  will  also  take  over  this  machine.  Their  fleet  will  be 
even  more  mixed  than,  at  present,  as  they  will  have  DPI.  34’s, 
D.H.  18’s,  one  D.H.  4,  one  Vickers  “  Yrmy  ”  and  a  Westland 
or  two  ;  while  they  are  expecting  the  return  of  flic  Vickers 
“  Vulcan."  together  with  one  or  two  more  of  the  same  type, 
which,  with  the  Bristol,  will  give  them  no  less  than  seven 
different  types  of  machine.  It  is  certainly  a  striking  contrast 
in  policy  to  Pie  other  two  British  firms,  who  are  confining 
themselves  to  one  type  of  machine. 

Mileage  of  the  Aerial  Cabin-Boy 

During  the  week  the  first  air  cabin-boy  completed  his  first 
20.000  miles  flying  in  the  Daimler  D.H.  34’s.  He  has  made 
over  90  trips  between  Loudon  and  Parts  amt  is  becoming  quite 
a  seasoned  air  traveller.  It  is. interesting  to  note  also  that 
the  D.H.  34  G-EBBS  has,  under  the  Daimler  management, 
now  completed  something  like  50,000  miles  of  flying  in  a 
period  of  three  months. 

The  entrance  to  the  aerodrome  has  now  been  further 
ornamented  by  the  addition  of  a  number  of  sign-boards  giving 
the  number  of  the  buildings  and  the  names  of  the  firms 
occupying  them,  the  Post  Office  having  a  special  sign-board 
all  to  itself-  The  different  styles  and  sizes  of  the  letters  used 
have  caused  no  little  comment  amongst  those  firms  whose 
names  are  '*  writ  small," 

The  K.L.M.  stiLl  continue  to  "  get  the  goods,"  and  on 
several  occasions  recently  have  had  to  duplicate  tlieir  services, 
being  unable  to  carry  the  number  of  passengers  wishing  to 
travel,  in  addition  to  the  regular  consignments  of  goods.  Oue 
firm  of  bat  manufacturers  in  Holland  are  consigning  then 
entire  output  of  hats  for  the  English  market  per  K..L.M., 
and  it  is  no  unusual  sight  to  see  anything  up  to  30  parcels  ot 
hats  unloaded  from  an  incoming  monoplane. 

H  '  H 


IN  PARLIAMENT 


Alt-Metal  Aeroplane  -  , 

Sir  W.  Jovnson-Hicks,  on  July  xo.  asked  the  Secretary  ot  Mate  for 
Air  whether  his  attention  has  been  called  to  the  statements  in  reference  to  the 
mode  in  which  the  Air  Ministry  has  dealt  with  Messrs.  Short  Brothers  all 
metal  aeroplane  ;  whether  the  said  plane  has  been  tested  by  pilots  in  the 
Air  Force  •  what  is  their  opinion  upon  at  ;  whether  any  machines  have  been 
ordered  ;  and,  generally,  what  is  the  view  of  the  Ministry  in  regard  to  this 

Captain  Guest :  My  attention  has  been  called  to  the  statements  which  have 
appeared  in  the  Press  and  to  which  I  assume  my  bon.  friend  refers,  j  he 
history  of  this  case  is  as  follows :  This  aeroplane  was  built  and  exhibited  at 
Olympia  by  the  firm  in  1920.  It  was  not  designed  to  meet  any  particular 
Service  requirement.  Nevertheless,  with  a  view  to  the  encouragement  ot 
originality  and  enterprise,  it  was  immediately  purchased  by  the  Air  Ministry, 
and,  as  the  structure  incorporated  certain  novelties,  the  use,  in  particular,  ot 
a  certain  allov  of  aluminium,  the  aeroplane  was  in  1921  sent  to  the  Royal 
Aircraft  Establishment  to  test  the  suitability  of  this  material  to  withstand 
corrosion  and  vibration.  In  this  connection,  the.  problem  ot  corrosion  (tests 
of  which  must  necessarilv  take  a  considerable  time)  is  one  ot  the  greatest 
importance,  and  is.  at  the  present  time,  being  investigated  by  a  special 
Sub-Committee  of  the  Department  of  Scientific  and  Industrial  Research. 
Pending  a  Report  of  this  Sub -Corn  mitt  Co,  arid  until  a  satisfactory  solution  ot  the 
problem  has  been  arrived  at,  it  is  clearly  most  undesirable  to  place  a  large 
order  for  these  aeroplanes.  It  is,  therefore,  not  intended  to  order  any-  more 
at  present.  In  answer  to  the  second  and  third  parts  of  the  question,  owing 
to  the  doubt  as  to  the  strength  and  reliability  of  the  material  used,  it  was 
not  considered  desirable  to  put  this  aeroplane  through  full  air  tests  hut 
permission  was  granted  to  a  pilot  of  the  Experimental  Section  to  fly  it  without 
load  and  without  unnecessary  manoeuvres.  As  a  result  of  these  modified 
tests,  a  favourable  report  on  the  behaviour  ot  the  aeroplane  in  the  air  was 

rftcfiivBfl  . 

Sir  W.  Jdj'nson-Hicks  ;  Do  I  gather  that  they  have  been  testing  the 
metal  ot  this  machine  lor  nearly  eighteen  months  ? 

Captain  Guest  :  Yes.  1  think  it  is  apparent  that  the  process  Of  testing  ior 
corrosion  must  take  a  considerable  time  tor  us  to  satisfy  outselves. 

Viscount  Curzoti :  Pending  the  Report  of  the  Sub-Committee,  will  Messrs. 
Short  be.  allowed  to  construct  any  further  machines  to  the  same  drawings  > 

Captain  Guest:  No.  No  further  orders  can  be  given  until  the  test  is 

Vi sco lint  Curzon  :  Will  they  be  allowed  to  make  further  machines  on  their 
own  account,  and  without  Government  orders  for  them  ? 


Captain  Guest :  I  think  it  would  be  inadvisable  tor  the  Government  to 
do  so.  , 

Sir  W.  Joynson-Hicks :  Can  any  date  be  given  for  the  completion  of  the 
test  ?  ' 

Captain  Guest :  The  moment  the  Industrial  and  Scientific  Research  Sub¬ 
committee  have  reported,  we  shall  get  on  with  the  business  or  dose  it 
down. 

Territorial  Air  Force.  . 

Lir.-UT.-Con.  Pownall  asked  whether  it  is  iuteuded  to  recruit  a  Territorial 
Air  Foree  service ;  if  so,  whether  the  Territorial  associations  will  he  made  use 
of  in  this  connection  ;  and  what  grants  will  be  made  to  them  for  the  expen¬ 
diture  which  this  extra  duty  will  involve  ?  , 

Captain  Guest  :  The  answer  to  the  first  question  is  that  it  is  the  intention 
to  form  an  Auxiliary  (or  Territorial)  Air  Force,  but  the  date  at  which  if.  will  be 
possible  to  introduce  the  Bill,  winch  is  already  drafted,  is  at  present  doubtful  ; 
it  has  not  been  decided  whether  it  will  be  proceeded  with  this  year,  as  the 
whole  policy  of  Home  Defence  is  still  under  the  consideration  of  the  C.I.D. ; 
to  the  second,  in  the  affirmative  ;  to  the  third,  that  the  scheme  will  provide 
lor  grants  being  made  to  the  county  associations  concerned,  proportionate 
to  tljeir  responsibilities  and  services. 

Air  Defence  Brigades 

Captain  Viscount  Curzon  on  July  11  asked  the  Secretary  of  Stale  foi 
War  whether  an  anti-aircraft  brigade  for  the  defence  of  London  is  to  be 
formed  in  the  Territorial  Army  ;  if  so.  what  is  to  be  the  strength  of  t  fie  force 
and  what  will  it  cast ;  whether  the  War  Office  have  any  figures  to  show  how 
large  an  anti-aircraft  force  would  actually  be  required  to  defend  London 
from  attack  by  an  air  force  as  large  as  that  of  Franco ;  suid  whether  the 
decision  can  be  reconsidered,  with  a  view  to  devoting  the  money  to  aircraft 
in  lieu  ot  ground  defence  ? 

Sir  L.  Worthing! on-Ev axis  ;  As  the  answer  to  this  question  is  somewhat 
lengthy,  I  will,  with  xny  hon.  and  gallant  friend’s  permission,  circulate  it 
jo  the  Official  Report. 

Viscount  CurzotiT  Could  I  not  have  an  answer  to  the  last  paxt  ot  my 
question,  as  to  whether  the  decision  can  be  reconsidered  with  a  view  to 
devoting  the  money  to  aircraft  in  lieu  of  ground  defence  ? 

Sir  L.  Worthington  Evans  :  I  think  my  Noble  Friend  had  better  see  the 
entire  answer.  If  the  House  likes,  1  can  read  it,  but  it  is  very  long. 

Following  is  the  answer  : 

As  a  beginning  to  the  future  organisation  for  the  air  defence  of  Great 
Britain,  two  air  deleuce  brigades.  Territorial  Army,  for  the  defence  of  London 
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are  included  in  the  current  year’s  Estimates,  and  steps  are  now  being  taken 
,  to  form  them.  This  has  been  done  in  consultation  with  the  Air  Ministry 
1  he  provisional  peace  establishment  for  the  ground  troops  of  an  air  defence 
brigade,  1  (Tutorial  Army,  is  approximately  1,633  ranks,  including  the 
signal  section.  These  numbers  do  not  include  the  squadron  or  squadrons 
Royal  Air  Force,  co-operating  with  the  ground  troops.  The  total  strength 
of  uvo  brigades  as  above  is,  therefore,  approximately  3,266  all  ranks  The 
above  establishment  has  been  agreed  to  by  the  Air  Ministry,  who  wore 
consulted. 

The  total  annual  cost  of  an  ajr  defence  brigade,  Territorial  Army,  as  given 
above  exclusive  of  the  squadron  Royal  Air  Force— is  about  /5s  000  and 
for  two  brigades  it  will  therefore  be  £t  to, 000.  ' 

The  decision  to  raise  the  ground  troops  of  two  air  defence  brigades  for  the 
detence  of  Great  Britain  has  been  reached  after  careful  study  of  present  a, id 
future  strategical  conditions.  It  is  not  in  the  public  interest  to  disclose  the 
considerations  which  have  animated  the  War  Office  in  deciding  to  raise 
these  ground  troops.  The  due  apportionment  of  the  available  money  lor 
defence  against  air  attack  between  aircraft  and  ground  defence  troops  has 
been,  and  still  is,  the  suoject  of  careful  consideration.  1 

Naval  Aircraft. 

a  1  i~'VH ZON’  on  J ul>'  1  -»  asked  the  Parliamentary  Secretary  to  the 

Admiralty  how  many  aeroplanes,  pilots,  and  observers  are  now  available 
tor  working  with  the  Royal  Navy  for reconnasisance,  fighting,  torpedo  carrying 
bomb  dropping,  and  observation,  respectively;  and  how  many  are  actually 

“,,,ers  ““  ^  f"“d  «&«  »>*•» 
“llou'a  lor  "•*•«  **“ 

18  reconnaissance  planes. 

6  fighters, 

12  torpedo  planes. 

18  spotting  planes. 

T  he  personnel  available  is  sufficient  to  man  these  aircraft.  It  is  not  in  the 
question"1”65*  t0  S‘VC  iuf°rraation  asked  for  in  the  second  part  of  the 

Viscount  Curzon  :  Does  the  right  hon.  gentleman  think  the  Navv  is  <=uffi- 
cu-ntly  prepared  for  war  in  the  air  with  only  is  torpedo  planes  allotted 

sea  or  on-shore  F*  R'  Ha"  :  Are  Uie  Fersonnel  oI  naval  wing  trained  at 
Mr,  Amery  :  I  must  ask  for  notice  of  that  question. 

Lieut. -Commander  Kenworthv :  Has  the  practice  of  fitting  everv  light 
cruiser  with  one  fighter  been  departed  from,  or  are  they  still  able  to  carry 
them  and  the  machines  are  available  ? 

:  5  gave  information  the  other  day  of  the  number  of  ships  which 
are  fitted  to  carry  aeroplanes.  * 

Viscount  Curzon  :  Do  the  Admiralty  really  consider  that  these  six  fighting 

planes  are  sufficient  for  the  requirements  of  the  Fleet  ?  S  n° 

London  to  India  Air  Service 

MR- L’Estrangc  Malone  asked  the  Secretary  of  State  for  Air  (i)  whether 
the  Civil  Aviation  Advisory  Committee  has  vet  considered  the  question 
a  London  to  India  service  with  heavier-than-air  craft  ■  when  this  Renort  uH 
be  Published:  and  whether  he  will  take  stepsto  see  that  ^  Ertfa 
available  to  .Members  of  this  House  before  the  Burney  airship  sSieme  to 
India  is  approved  or  submitted  to  this  House  ;  y  1  mC  to 

(2)  whether  his  Department  has  considered  the  Burney  airship  scheme  - 
what  recommendations  have  they  made  thereon;  whether  the  Air  Ministrv 
aware  tlu.\t  a  London  to  India  service  with  aeroplanes  could  be  nut  into 
operation  with  more  certainty,  m  a  shorter  time,  with  less  capital  expenditure 
and  smaller  Government  guarantees  ;  whether  any  air  transport  firms  have 
submitted  projects  of  this  nature  ;  and  whether  he^n  givfaif assurance ihlt 
schemes  of  this  nature  operating  with  heavier-than-air  craft  will  recefve  is 
favourable  consideration  as  the  Burney  airship  scheme  ?  'e  dS 

Captain  Guest:  With  regard  to  the  first  question  the  mipetinn  nf  ,h„ 
practicability  of  an  Imperial  Mail  Service  to1  India,  operated  bv  heavier 
than-au:  cratt,  has  been  and  still  is,  under  consideration  by  the  Civil  Aviation 
Advisory  Board,  and  I  am  expecting  to  receive  their  report  at  n  aZ 
date.  1  intend  to  publish  the  report  as  a  White  Paper,  and  I  hope  to  be  able 
to  issue  it  before  the  House  rises.  As  regards  the  second  question^  Burnev 
Airship  bcheme  has  received  the  full  consideration  of  the  Air  Ministry 
*  s‘ U,eJ*m  f  7  rtPly  the  Member  on  May  .8,  the  Ministry  ronsidexed 
that  from  a  technical  point  of  view  the  scheme  was  a  notable  advance  on 
previous  proposals  of  this  lcind,  arid  that  it  offered  a  reasonable  prosnec" 
of  satisfactory  operation  between  India  and  this  country  ComS 
Burney’s  proposals  were  then  referred  to  the  Committee  of  I  nperiai  D  Tem-c 
for  consideration.  As  the  Committee  have  not  yet  given  thek  deck  inn  ? 
do  not  think  it  would  be  proper  for  me  to  make  any  further  statement  ’on 
the  matter  at  present.  In  answer  to  the  third  part  of  the  oueslion  I  wo.ud 
prefer  to  await  the  publication  of  the  Report  of  the  Civil  Aviation  Advisory 
Board  before  attempting  to  compare  the  relative  advantages  of  these  two 
aerial  transport  schemes.  The  auswer  to  the  fourth  part  of  "t  he  nuettmn  k 
in  the  negative  ;  to  the  fifth,  in  the  affirmative.  questi0D  ,s 

Aircraft  and  Engines 

Viscount  Curzon  asked  how  many  firms  ate  at  preseut  engaged  either 
wholly  or  partly,  111  the  construction  of  aircraft  and  engines  -  how  many  of 
these  have  intimated  that  they  will  have  to  close  down  unless  s^me  work 
can  be  given  to  them  ;  and  whether  he  can  state  what  limitations  or  conditions 
•i  any,  are  imposed  by  his  Department  upon  firms  engaged  upon  ?be  con¬ 
struction  ol  aircraft  and  engines  for  the  Royal  Air  Force  "when  tested 
accepted,  or  rejected,  respectively  ?  rested, 

Captain  Guest;  The  answer  to  the  first  question  is  that  eighteen  firms 
are  engaged  in  the  construction  of  aircraft ;  as  regards  engine  four  S 
firms  are  engaged  m  the  construction  of  engines,  whilst  four  otVr Xm.  ire 
engaged  to  a  lesser  degree ;  to  the  second,  that,  for  the  reasons  stated  in 
my  reply  to  my  noble  and  gallant  friend  on  the  6th  instant  general  repre¬ 
sentations  have  been  made  that  the  firms  referred  to  may  ha ve8to dose  down 
the  departments  devoted  to  such  construction  unless  thev  receive  orders 
sufficient  o  keep  their  staffs  employed.  In  reply  to  the  Hstpart  of  The 
question,  1  am  not  clear  what  limitations  or  conditions  my  noble  and  irallant 

fffl< SfracraTpUraWfe  S6Qd  h,im  ®pi“  of  the  conditions 

if  he  so  desires  and  eagmes  order^  by  the  Air  Ministry, 

Viscount  Curzon":  Do  I  understand  the  right  hou  gentleman  to  saw  tint 
general  representations  have  been  made  ?  Does  thatClnTl  ! 

industry,  practically  ?  raean  trom  the  entire 

Captain  Guest :  From  deputations  representing  the  industry 

of  this  question  ?  Is  anything  being  done  ?  '  seriousness 

Captain  Guest :  lhe  Ministry  is  fully  aware  of  the  seriousness  of  the  posi- 
have  not  the  money  they  cannot  give  the  orders.  P 

* ,  Lieut. -Commander  Ken  worthy  ;  Is  this  being  represented  to  the  Cabinet  ? 
If  not,  my  right  hon.  friend  ought  to  be  in  the  Cabinet  Cabinet  . 

{Viter  Parliamentary  questions  unavoidably  held  over.) 
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JUPITER  RADIAL  AIR-COOLED  ENGINE 


IS 


(the 


only  aero  engine  in  the 
world  which  has  passed  the  Type 
Tests  of  both  the  British  and 
French  Air  Ministries. 


British  Air  Ministry  Type 


The  French  Official 

Report  states  : — 

“The  5  tests  of  10  hours 
were  carried  out  without 
stop  of  any  sort. 

Nothing  to  report.  The 
engine  behaved  itself  per¬ 
fectly.  There  were  no 
replacements  oi  any  sort  in 
the  course  of  the  trials. 


It  is  regrettable  that  this 
test  stops  at  50  hours  ; 
this  duration  could  have 
been  doubled,  which  would 
have  been  a  still  better 
testimony  to  the  engine.” 


Test,  September,  1921. 


The  Jupiter  engine  was  the  first  air-cooled  engine  to 
pass  this  test,  which  comprised  50  hours  endurance 
test  at  90  per  cent,  full  power,  one  hour  high  speed, 
one  hour  high  power,  runs  for  power  curve,  etc.  At 
the  conclusion  of  these  tests  one  hour  was  run  at  full 
throttle  at  1,775  r.p.m.,  averaging  442  B.H.P.,  and 
one  hour  at  1,840  r.p.m.,  averaging  450  B.H.P. 


French  Air  Ministry  Type 


Test,  June,  1922. 


The  tests  carried  out  at  Gennevilhers  included  five 
non-stop  runs  of  10  hours  each  duration,  the  first  half- 
hour  of  each  period  at  full  power,  hours  at  90  per 
cent,  full  power,  with  2  minutes  at  full  power  at  the 
close  of  each  period.  *  The  average  power  recorded 
at  the  beginning  of  the  periods  was  413  B.H.P.,  and 
at  the  end  420  B.H.P. 


The  oil  consumption  was  only  10|  pints  per 
hour,  and  for  the  first  time  in  the  history  of 
the  French  official  tests  the  whole  of  the 
tests  were  carried  out  in  1 0-hour  periods 
without  adjustments  or  replacements  of  any 
kind. 
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EDITORIAL  COMMENT. 


in  this  issue  we  publish 
a  brief  review  of  the  Annual  Report 
of  the  Aeronautical  Research  Com¬ 
mittee,  wliich  has  now  taken  the 
place  of  the  old  National  Advisory' 
Committee  for  Aeronautics.  The 
Report  gives  an  indication  of  the 
amount  of  work  which  has  been  done 


during  the  year  with  which  it  deals  (1921-22),  and 
although  much  has  been  accomplished,  the  Report 
clearly  indicates  that  much  yet  remains 
Position  to  5C;  done.  In  fact,  the  further  we 

Research  progress,  the  further  we  appear  to 
discover  we  still  have  to  go.  There  is 
no  need  here  to  deal  with  all  the  problems  that  are 
awaiting  solution  ;  suffice  it  to  indicate  a  few  of  the 
more  pressmg. 

From  the  point  of  view  of  civil  aviation,  there 
would  appear  to  be  two  outstanding  problems,  which 
are  vital  to  the  progress  and  safety  of  Hying-  One 
is  that  of  stability  and  control.  Important  as  is  the 
question  of  stability,  it  is  perhaps  less  so  than  that 
of  control,  especially  at.  low  speeds  and  large  angles 
of  incidence,  and  more  particularly  lateral  control. 
The  longitudinal  control  of  the  majority  of  machines 
is  already  fairly  satisfactory,  but  it  is  a  well-known 
fact  that  when  the  critical  angle  of  lift  is  approached, 
the  ailerons  become,  as  the  pilots  say,  “  sloppy." 
Closely  connected  with  the  problem  is  that  of  rudder 
control.  It  appears  that  what  is  required  is  ample 
rudder  control  at  low  speeds,  to  counteract  the 
yawing  moment  caused  by  the  ailerons,  but  the 
problem  is  very  complicated. 

The  second  vital  problem  to  which  reference  has 
been  made  is  that  of  the  power  plant  and  its  installa¬ 
tion.  It  is  obvious  that  if,  at  one  stroke,  we  could 


produce  a  power  plant  which  was  absolutely  free 
from  breakdown,  and  which  was,  moreover,  more 
economical  in  fuel  consumption  than  present  engines, 
the  majority  of  our  troubles  would  be  over.  The 
question  of  research  into  the  possibilities  of  using  other 
types  of  engines,  other  fuels,  fire-proof  installation, 
etc.,  is  therefore  one  of  the  utmost  importance,  and  the 
Report  indicates  that  work  along  these  lines  is  being 
carried  out. 

From  the  foregoing  it  might  be  concluded  that  all 
was  well  with  research,  if  two  of  the  most  pressing 
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problems  arc  receiving  attention.  This  is,  however, 
far  from  being  the  case,  and  it  is  greatly  to  be  feared 
that  the  importance  of  research  is  not  fully  realised 
in  high  places.  The  Committee  evidently  think 
that  if  the  technical  aspect  of  research  leaves  the 
authorities  cold,  the  financial  side  may  touch  them. 
Thus  on  page  5  of  the  Keport  it  is  stated  that  "  The 
whole  of  the  work  supervised  by  the  Aeronautical 
Research  Commit t tee  costs  about  1  per  cent,  of  the 
vote  for  the  R.A.F.  and  the  Air  Ministry,  The  money 
winch  would  have  come  to  this  country  had  ‘  R.38' 
been  a  success  would  have  maintained  the  research 
of  the  Committee  in  full  activity  for  a  period  of  live 
years."  And  vet  all  work  on  airship  research  has 
been  abandoned,  although  a  very  great  deal  could 
have  been  learned  from  a  relatively  few  and  inex¬ 
pensive  tests  carried  out  with  one  of  the  existing  ships. 
The  regrettable  accident  to  “  R.  38  ”  provides  an 
instructive  example  of  making  insufficient  use  of  the 
advice  of  research  workers,  and  of  how  it  is  possible 
to  be  ' '  penny  wise  and  pound  foolish.”  Although  the 
crisis  which  threatened  the  Aerodynamics  Depart¬ 
ment  of  the  N.P.L.  ill  September,  1921,  has, 
apparently,  been  passed,  there  is  still  ample  grounds 
for  misgivings  as  to  the  future  of  research,  and,  as 
Professor  Bairstow  points  out  in  a  very  well-reasoned 
letter  to  The  Times  of  July  22,  the  explanation  may 
possibly  be  found  in  the  Report  on  the  Air  Confer¬ 
ence,  in  which  the  Director  of  Research  stated  that 
the  Directorate  of  Research  was  an  engineering  as 
well  as  a  scientific  organisation,  and  that  probably 
as  much  as  four  fifths  of  its  work  relates  to  experi¬ 
mentation  with  specific  appliances,  the  balance  being 
research,  pure  and  applied.  Spare  does  not  allow 
of  referring  to  it  in  greater  detail  this  week,  but  we 
hope  to  return  to  the  subject  in  a  subsequent  issue  of 
Flight. 


For  the  first  time  the  Half-Yearly 
Reporter?  RcPort  e>n  the  Progress  of  Civil  Avia- 
civil  tion  is  issued  by  the  Directorate  of 
Aviation  (  ivil  Aviation,  instead  of  by  the 
Controller-General  of  Civil  Aviation, 
following  upon  the  resignation  of  General  Sir  F.  Sykes 
and  the  appointment  of  General  Sir  Sefton  Brancker 
to  the  post  of  Director  of  Civil  Aviation.  Apart 
from  this  alteration,  the  Report  (some  notes  on  which 
are  published  on  p.  422)  follows  the  practice  of  previous 
Reports.  There  is  little  in  its  pages  which  rails 
for  comment,  the  progress  of  civil  aviation  having 
been  fairly  steady — especially  abroad. 

At  home  the  number  of  continental  flights  has 
decreased  from  644  during  the  corresponding  period 
last  year  to  485  from  October,  1921,  to  March,  1922. 
but  the  mimbei  of  passengers  carried  has  slightly 
increased,  from  1,418  to  i,(>86.  In  the  case  of  goods 
there  has,  however,  been  a  decline  from  38  tons  to 
17-6  tons,  and  it  would  appear  that  the  French 
lines  are  getting  the  majority  of  the  goods  traffic. 

The  failure  of  the  air  mail  is  strikingly  shown  up 
in  table  E  on  page  17  of  tne  Report.  During  the 
period  October-March,  1920-21,  the  number  of 
letters  posted  for  transmission  to  Paris  by  air  mail 
was  32,810,  while  during  the  corresponding  period 
this  year  the  number  was  only  12,900.  This  is,  of 
course,  mainly  due  to  the  unsatisfactory  terminal 
arrangements,  and  to  the  fact  that  the  London- 
Paris  route  does  not  lend  itself  to  air  mail  services 
with  any  advantage  over  existing  mail  facilities.  To 
be  of  any  value  the  route  should  be  very  much  longer. 


The  announcement  that  an  Interna* 
International  tiunal  Air  Congress,  on  the  lines  of  that 

AjLonUon°SS’ *n  *>an"  November  last  year,  is 
1923  ’  to  held  in  I. on  don  in  1923  can 
hardly  he  received  with  other  than 
satisfaction  by  all  interested  in  the  future  of  aviation. 
We  have  repeatedly  urged,  in  these  columns,  the 
necessity  lor  the  closest  co-operation  between  nations 
if  aviation  is  to  play  the  part  of  which  it  is  capable 
in  the  communications  of  the  world.  Aviation,  by 
its  very  nature,  mu- 1  be  of  an  international  character, 
and  the  first  congress  did  a  great,  deal  of  good  in 
bringing  together  representatives  of  various  nations 
to  discuss  problems  affecting  international  air  services 
and  their  organisations.  We  therefore  welcome  the 
decision  to  hold  the  second  congress  in  London  next 
year,  probably,  it  is  stated,  during  the  last  fortnight 
in  June.  The  fact  that  the  Duke  of  York  has 
consented  to  become  President  of  the  General  Council, 
and  Lord  Weir  of  Eastwood  Vice-President,  should 
at  once  assure  the  status  of  the  Conference,  and,  as 
the  list  ot  names  published  elsewhere  in  this  issue 
will  show,  a  very  strong  organising  committee  has 
been  got  together,  which  should  be  a  guarantee  that 
the  arrangements-  which  are  to  include  visits  to  air 
craft  works  and  air  stations  and  possibly  the  Air 
Pageant  -are  the  best  possible.  If  the  organising 
committee  carry  out  an  energetic  propaganda  abroad 
the  attendance  should  lie  both  large  and  representa¬ 
tive,  and  aviation  in  general  cannot  but  benefit 
from  such  a  congress. 

♦  <•» 

As  announced  a  few  weeks  back,  the 
Aerial  Venal  Derby  is  to  be  flown  from 

Derby  Waddon  aerodrome.  We  have  re¬ 
peatedly  pointed  out  the  unsuitability 
of  the  ground  for  t  h:s  race,  not  only  on  account  of 
the  nature  of  the  aerodrome,  but  also  because  there, 
is  always  the  possibility'  of  the  race  being  held  up 
owing  to  the  ordinary  traffic  of  the  aerodrome. 
Another  point  is  that  Waddon  is  difficult  to  get  to 
by  train,  bus,  or  tram,  unless  special  trains  from 
Victoria  and  or  London  Bridge  are  run  for  the 
occasion,  in  which  case  matters  would  be  a  little 
better,  it  appears,  however,  that  the  proprietors 
of  the  Hendon  aerodrome  had  exaggerated  ideas  of 
its  value,  and,  as  a  consequence,  Hendon  will  not 
even  be  a  turning  point-  We  are  sorry  that  the 
race  is  not  to  be  held  at  the.  historical  starting  point, 
but  the  Royal  Aero  Club  must  necessarily'  have  the 
commercial  side  in  mind  when  making  its  choice 
under  the  present  somewhat  handicapped  position. 

As  to  the  race,  it  is  otherwise  to  be  flown  over 
much  the  same  circuit  as  111  previous  years,  but  in 
the  opposite  direction  i.e.,  clockwise.  This  altera¬ 
tion  has,  we  believe,  been  made  in  order  that 
spectators  should  not  have  to  face  the  sun  (if  any) 
when  watching  the  machines  coming  in. 

At  the  moment  of  writing  there  are,  sad  to  relate, 
only  two  definite  entries,  but  there  is  little  doubt  that 
a  good  ‘  field  ”  will  materialise  at  the  last  moment, 
as  in  previous  years  The  first  closing  date  of  entry 
was  July  26,  bill  by  paying  an  extra  entrance  fee 
machines  may  he  entered  up  to  Monday,  July'-  31. 
For  some  reason  or  other  entries  are  always  late, 
and  so  one  need  not  dispair  of  having  a  good  showing, 
at  least  as  varied  as  last  year's.  In  any  case,  the  new 
Bristol  will  take  some  beating,  and  Mars  I  will  once- 
again  challenge  all  newcomers.  Possibly  also  one 
or  two  fast  French  machines  may  turn  up,  but  at 
present  all  is  uncertainty. 
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THE  MAYENBERGER  SPORTING  AMPHIBIAN 


Ilf  a  recent  issue  of  our  South  American  contemporary 
Aviation  (Buenos  Aires)  there  appeared  a  brief  description 
of  a  small  and  somewhat  novel  amphibian  "  one-and-a-half- 
plane,”  the  invention,  it  appears,  of  one  Hermann  Mayen- 
berger.  Unfortunately,  details  of  the  more  interesting 
features  are  by  no  means  complete,  and  the  nationality  of 
the  machine  is  somewhat  obscure.  However,  wo  give  our 
readers  what  information  is  available,  together  with  general 
arrangement:  drawings. 

This  machine  has  been  designed  with  the  object  of  fulfilling 
the  requirements  of  the  sportsman,  the  farmer,  or  commercial 
man  who  wishes  to  be  independent  of  the  xailway  or  other 
means  of  communication.  Simplicity  of  construction  has 
been  a  main  consideration,  without,  however,  causing  any 
sacrifice  to  aerodynamical  requirements,  strength,  etc. 

As  may  be  seen  from  the  accompanying  drawings,  the 
body  Consists  of  a  short  rectangular-section  fuselage,  tapering 
abruptly  towards  the  rear,  and  very  deep  in  front,  where 
the  lower  portion  is  formed  into  a  hydro  plaue  or  float. 
Projecting  from  the  sides  of  the  latter  are  two  short  stumps 


machine,  being  operated  by  hand,  and  no  pedals  of  foot  bar 
are  employed.  It  is  claimed  that  the  control  of  the  machine 
is  thus  extremely  simple.  All  control  cables  and  rods  are 
placed  out  of  the  way  and  within  the  fuselage.  Unbalanced 
ailerons  are  mounted  at  the  rear  extremities  of  the  main 
planes. 

The  pilot’s  cockpit  is  large  and  roomy,  being  situated  in 
the  deepest  portion  of  the  fuselage,  in  the  centre  of  the  wings. 
Immediately  behind  the  pilot's  cockpit  is  a  compartment 
containing  a  parachute  apparatus,  consisting  of  two 
parachutes,  superimposed,  attached  to  the  pilot’s  seat,  and 
capable  of  supporting  the  weight  ol  the  machine,  thus  allowing 
it  to  glide  safely  to  earth  in  case  of  emergency — at  least,  so 
it  is  claimed  !  The  parachutes  are  released  by  means  of  an 
automatic  button,  situated  on  the  control  wheel,  and  are 
shot  out  of  the  compartment — whichever  part  of  the  machine 
they  are  stowed — by  means  of  elastic,  unfolding  at  the  same 
moment. 

The  engine,  a  2-cyl.  30  |h.p.  Haake,  is  mounted  in  the  nose 
of  the  fuselage,  and  drives  a  four-bladed  tractor  screw,  3  ft. 


THE  MAYENBERGER  SPORTING  AMPHIBIAN  :  General  arrangement  drawings. 


of  wings  which  carry  the  main  landing  wheels.  These,  it 
would  seem,  are  hinged  at  the  top  extremities  of  thin  struts 
or  forks  so  as  to  fold  upwards,  out  of  the  water,  beneath  the 
main  plane. 

At  the  rear  of  the  float,  below  the  fuselage,  is  a  third  wheel, 
which  is  connected  to  the  control  operating  the  rudder, 
and  thus  serves  to  steer  the  machine  when  on  the  ground. 

The  main  planes,  which  are  set  at.  a  slight  dihedral  angle, 
arc  attached  to  short  wing-roots  mounted  on  the  top  longerons 
of  the  fuselage,  and  their  incidence— 50  flying  horizontal — is 
such  as  to  allow  a  low  landing  speed.  It  will  be  observed 
that  each  wing  is  divided  into  two  sections,  transversely, 
the  object  of  which  is,  apparently,  to  allow  the  trailing  portion 
to  hinge  down,  when  the-  front  portion  then  folds  back — thus 
occupying  the  minimum  of  space  when  folded. 

They  are  braced  by  a  pair  of  struts  each  side,  extending 
from  the  bottom  of  the-  fuselage  up  to  the  wings.  No  other 
bracing,  it  is  claimed,  is  necessary.  As  to  how  the  folding 
of  the  wings,  and  raising  wheels,  is  achieved  is  not  stated,  but 
the  mechanism  for  folding  the  wings  is  contained  within 
the  latter. 

The  tail  planes  consist  of  a  lifting  stabilising  surface — to 
the  trailing  edge  of  which  is  hinged  a  one-piece  elevator — 
mounted  on  the  top  of  the  fuselage.  Above,  is  an  oval-shaped 
balanced  rudder,  bill  Uo  vertical  fin.  The  control  of  the 
machine  is  somewhat  novel,  and  all  controls  arc  concentrated 
round  the  main  control  wheel— all,  both  for  engine  and 


diameter,  covered  with  a  thin  covering  of  metal  for  protection 
against  water,  spray,  etc. 

It  is  claimed  that  this  little  amphibian  can,  when  its  wings 
have  been  folded  back,  be  driven  along  ordinary  roads — like 
an  automobile — with  case  and  safety.  This  appears  to  be  a 
reasonable  claim,  inasmuch  as  the  third  wheel,  at  the  rear, 
being  connected  to  the  rudder  control,  should  render  steering 
an  easy  matter,  whilst  the  small  diameter  of  the  tractor 
screw  allows  the  latter  to  be  employed  as  a  means  of 
propulsion  with  comparative  safety.  It  is  also  stated  that 
the  machine  can  be  stored  in  any  ordinary  garage,  etc  , 
owing  to  j  Is  small  overall  dimensions  with  the  wings  folded 

The  principal  characteristics  of  this  machine  are  ; — 


Span 

«  t  t  »  «  « 

18  ft.  0  ins. 

Chord 

■  «  •  *  k  , 

4  ft.  0  ins. 

Overall  length  . . 

_  .  ,  ,  „ 

IT  ft.  6  ins. 

Overall  height  (over  tractor  screw)  . . 

5  ft.  0  ins. 

Area  of  wings  . . 

•  •  #  *  44 

64.5  sq.  ft. 

Weight  of  machine  empty 

297  lbs. 

Weight  of  machine  with  full  load 

550  lbs. 

Weight/b.p. 

•  •  •  •  ♦  t 

18-3 

Weight /sq.  ft.  .  . 

“  “  fdjr  •  • 

8*5 

Maximum  speed 

}  *  •  4  *  1 

93  m.p.h, 

Cruising  speed  . . 

*  *  «  4  *  1 

74  m.p.h. 

Range 

-  r  •  <  «  • 

370  miles 

Ceiling  . . 

•  •  •  •  .  . 

12,800  ft. 

Engine  . .  , . 

fc’fc  •  •  •  • 

30  h.p.  Haake, 
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PROGRESS  OF  CIVIL  AVIATION 

Half-Yearly  Report 


-V  Half-Yearly  Report  on  the  progress  of  civil  aviation — - 
the  sixth  of  the  series — covering  the  winter  period  from 
October  i  1021,  to  March  3  j ,  1922,  has  been  issued  by  the 
Air  Ministry  as  a  White  Paper.  As  before,  the  report  is 
divided  into  two  parts,  the  first  containing  information 
regarding  Civil  Aviation  in  Great  Britain  and  the  Empire,  the 
second  dealing  with  Progress  in  Foreign  Countries. 

In  accordance  with  the  announcement  made  at  the  Air 
Conference  held  in  February,  1922,  a  permanent  Civil 
Aviation  Advisory  Board,  to  take  the  place  of  the  Advisory 
Committee  on  Civil  Aviation,  of  which  Lord  Weir  was 
Chairman,  has  been  established  under  the  Chairmanship 
of  the  Under-Secretary  of  State  for  Air  “  to  advise  generally 
on  the  development  of  Civil  Aviation  and  to  report  upon  any 
specific  point  which  may  from  time  to  time  be  referred  to  the 
Board  by  the  Secretary  of  State  for  Air.”  In  addition  to 
the  Director-General  of  Supply  and  Research  and  the  Director 
of  Civil  Aviation,  representatives  to  serve  on  this  Board  have 
been  nominated  by  the  General,  Post  Office,  Royal  Aeronau¬ 
tical  Society,  Air  League  of  the  British  Empire,  Royal  Aero 
Club,  Society  of  British  Aircraft  Constructors,  Lloyd's, 
Association  oi  the  British  Chambers  of  Commerce,  Federation 
of  British  Industries,  Accident  Offices  Association,  and  the 
Institute  of  Transport. 

At  the  present  stage  of  civil  air  development  the  tables 
appended  to  Part.  I.  dealing  with  civil  flying  and  accidents, 
have  considerable  value  as  showing  that  in  spite  of  difficulties 
there  is  no  actual  decline  in  the  use  of  air  transport,  but 
that  on  the  contrary  a  steady  rate  of  increase  has  been 
maintained  and  that  the  efficiency  of  the  British  Continental 
services  has  improved. 

Taking  the  passenger  traffic  to  and  from  the  Continent, 
it  is  shown  that  during  the  six  winter  months,  October,  1921, 
to  March,  1922,  the  total  of  passengers  arriving  and  departing 
on  British  machines  was  1,686  as  compared  with  1,918  during 
the  same  period  in  1920-21  and  79b  in  1919-20, 

That  the  British  companies  have  had  the  major  share 
in  the  total  traffic  is  also  plain,  since  the  arrivals  and 
departures  on  machines  of  all  nationalities  flying  on  all  cross- 
Channel  routes  during  these  three  half-yearly  periods  were 
2,511,  2,023  and  887  respectively. 

The  report  states  that  a  considerable  increase  in  traffic 
is  essential  if  the  air  transport  firms  are  to  obtain  a  commercial 
basis  of  operation,  but  points  out  that  the  traffic  figures  for 
the  first  q  uarter  of  this  year  are,  at  least,  encouraging.  During 
these  three  months,  the  total  number  of  passengers  carried 
by  both  British  and  foreign  companies  between  London  and 
the  Continent,  was  981  ;  676  of  these  were  carried  by  British 
firms.  The  British  position  has,  therefore,  been  improved 
as  compared  with  the  same  period  last  year  when  the  total 
number  was  670,  of  which  240  only  travelled  by  British 
lines. 

Imports  and  exports  of  goods  by  air  did  not  maintain 
in  the  1921-22  winter  period  the  high  level  attained  in  1920—21, 
but  this  may  possibly  be  due  to  general  trade  depression. 

Between  August,  1919,  and  March*  1922,  the  total  value 
of  imports  by  air  amounted  to  £1,157,556,  and  of  exports 
£6°5-759,  a.  grand  total  of  £1,763,315. 

The  report  draws  special  attention  to  the  increase  in 
efficiency  of  the  British  Continental  air  services  duing  the 
winter  months  as  compared  with  former  years  ;  during  the 
three  months,  December,  January  and  February,  the 
average  efficiency  of  the  services  was  79.4  per  cent,  as  compared 
with  66.2  per  cent,  for  the  corresponding  months  in  1920-21. 
For  the  whole  year  1920,  the  efficiency  of  operation  was 
80.2  per  cent.,  and  only  in  four  months  was  this  figure 
exceeded.  For  192 1 ,  the  figure  rose  to  89.2  per  cent.,  and  only 
in  four  months  did  the  efficiency  fall  below  90  per  cent.  The 
90  per  cent,  efficiency  rate  was  not  reached  in  any  month 
in  1920. 

It  is  satisfactory  to  note  that  for  the  first  time  there  has 
been  no  fatal  accident  during  a  half-yearly  period. 

<$>  <$> 

British  Airway  Efficiency 

The  official  returns  show  that  the  flight  efficiency  figures 
for  the  three  British  companies  on  the  London  Paris  route 
for  June,  flying  having  taken  place  on  each  day  of  tire  month, 
are  as  follows: — 

Handley  Page  Transport,  Limited,  made  seventy  flights,  ol 
which  sixty-tline  were  completed  within  the  required  period 
of  lour  hours,  the  efficiency  being  98 .6  per  cent. 

Daimler  Hire,  Limited,  carried  out  eighty-five  flights,  of 
which  eighty-two  were  made  within  the  required  time, 
showing  an  efficiency  of  96.5  per  cent. 


International  Air  Convention . — An  amended  form  of  the 
proposed  declaration  relating  to  Article  5  ol  the  Convention 
was  prepared  by  Great  Britain,  and  it  was  hoped  that  agree¬ 
ment  to  this  formula  would  enable  ratifications  of  the 
Convention  to  be  deposited.  (The  Convention  was  actually 
ratified  on  June  r,  becoming  operative  in  the  countries  which 
ratified  40  days  after  that  date,  and  the  first  meeting  of  the 
International  Air  Commission  was  held  at  Paris,  July  it, 
J922). 

The  temporary  agreement  between  Great  Britain  and 
France  has  been  amended  with  respect  to  the  corridors  of 
entry  for  aircraft.  The  French  corridor  now  extends  from 
E-taples  to  the  Belgian  frontier,  while  the  British  corridors 
have  been  abolished. 

Communications  ( Signals  and  N avigahon) . — At  the  suggestion 
of  the  Handley  Page  Co.,  a  system  has  been  introduced  at 
Crovdom  aerodrome  for  locating  aircraft  by  sound  and 
informing  pilots  of  their  position  in  relation  to  the  aerodrome 
when  arriving  in  bad  weather.  This  system  is  effective 
within  a  radius  of  about  10  miles  from  the  aerodrome.  The 
officer  in  charge  of  the  control  tower  at  Croydon  determines 
the  direction  of  the.  aircraft  by  means  of  a  sound  locator,  and 
informs  the  pilot  by  wireless  telephony  in  which  sector  of  a 
circle  surrounding  the  aerodrome  he  is  Hying. 

Regulations  are  to  be  introduced  for  the  compulsory 
carriage  of  wireless  by  British  passenger  and  goods  aircraft. 
Meanwhile,  all  British  aircraft  (with  the  exception  of  two 
small  machines)  operating  on  the  air  routes  between 
England  and  the  Continent  under  the  Subsidy  scheme  are 
already  equipped  with  wireless  telephonic  apparatus.  The 
French  Air  Transport  companies  have  agreed  that  all  their 
larger  passenger-carrying  aircraft  on  the  Lundon-Paris 
service  shall  be  so  equipped  by  the  middle  of  August  this 
year,  and  the  Dutch  authorities  are  making  similar  arrange¬ 
ments. 

Estimates.— The  estimates  for  1922-23  include  £364,000 
for  Civil  Aviation,  and  in  addition  £86,500  for  the  Headquarters 
Staff,  of  which  £51,000  is  for  the  Meteorological  Office  Staff. 
£200,000  of  the  vote  for  Civil  Aviation  is  to  lie  applied  to  trie 
direct  assistance  of  ‘‘approved”  British  firms  operating 
cross-Channel  air  services  ;  £79,000  is  allotted  for  Meteoro¬ 
logical  services  (excluding  Headquarters  Staff);  £38,000  lor 
the  upkeep  of  aerodromes  ;  £15,000  for  expenditure  on  air 
routes,  surveys,  wages  of  W./T  personnel,  etc.  ;  £8,000  for 
technical  equipment ;  and  £61,000  for  works  and  buildings  at 
Croydon,  Lympne,  Malta  and  the  Kidbrooke  wireless  station  ; 
and  the  illumination  of  air  routes  at  home  and  in  Egypt. 

From  the  section  of  the  report  dealing  with  civil  aviation 
in  foreign  countries  we  quote  a  few  figures  relating  to  France 
and  Germany. 

France. — The  vote  for  Civil  Aviation  in  1922  amounts  to 
147,210,970  frs.,  including  45,382,000  irs.  for  air  transport 
subsidies,  an  increase  of  approximately  [4,000,000  frs.  on 
1921.  In  consequence  of  this  increased  assistance,  air 
transport  companies  are  extending  and  amplifying  their 
services.  The  statistics  of  French  civil  aviation  in  1921 
show  that  approximately  1,460,000  miles  were  flown  and 
10,405  passengers  were  carried,  in  the  course  of  6,513 
flights.  A  committee  has  been  formed,  called  the  Comite 
Frau^aise  de  Propagande  Aeronautique,  with  the  object  of 
contributing  in  every  possible  way  to  the  development  of 
France’s  air  power. 

Germany. — At  present  there  are  in  Germany  five  important 
air  transport  companies,  and  twelve  mail  air  routes  have  been 
approved  for  regular  operation  by  the  Ministry  of  Iran  sport. 
The  amount  of  work  carried  out  by  German  civil  aircraft, 
flying  on  regular  air  lines,  between  April  1  and  October  31, 
1921'.  is  shown  by  the  following  figures  :  — Number  of 
passengers  carried,  6,820;  miles  flown,  1,033,700  ;  weight 
of  mai's  carried,  67,600  lbs.  ;  percentage  of  scheduled  flight 
carried  out,  90.8. 

<$> 

The  Instone  Air  Line  made  one  hundred  flights,  of  which 
ninety-six  were  completed  within  four  hours,  giving  an 
efficiency  of  96.0  per  cent. 

One  French  company  carried  out  111  flights,  with  an 
efficiency  of  80.2  per  cent.,  and  the  other  companies  forty- 
two  flights,  the  efficiency  being  76.2  per  cent. 

Avanti  Savoia  . 

During  the  last  six  months  fifteen  Savoia  flying  boats 
have  flown  18,050  kms.  (1 1,200  miles)  over  the  Mediterranean 
without  accident,  most  of  the  flights  being  made  during  the 
winter  months, 
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REPORT 


OF  THE  AERONAUTICAL  RESEARCH 
FOR  THE  YEAR  1921-22 


COMMITTEE 


T HE  Annual  Report  of  the  Aeronautical  Research  Committee 
for  the  year  1921-22  has  just  been  published.  As  in 
previous  years,  the  report  gives  a  summary  of  the  work 
of  the  past  year,  although  it  should  not  be  confused  with 
the  technical  reports  known  as  Reports  and  Memoranda, 
which  contain  the  technical  details  of  the  various  experiments. 
The  present  report  refers  to  the  subjects  that  have  been 
dealt  with,  but  does  not  go  into  technical  details. 

The  Committee  pay  a  warm  tribute  to  the  work  done 
by  those  who  lost  their  lives  in  "  R.38,"  notably  Mr.  Campbell, 
Mr.  Panned  and  Mr.  Duffield,  all  of  whom  had  been  closely 
connected  with  the  work  of  the  committee,  and  it  is  pointed 
out  in  the  report  that  experiments  were  planned  which, 
had  they  been  allowed  to  take  place,  would  have  rendered 
obvious  the  danger  of  fast  flight  at  low  altitudes  in  ”  R.38.” 
But  even  without  these  experiments,  it  is  stated,  it  would 
still  have  been  an  important  safeguard  had  the  committee 
been  put  in  a  position  to  study  the  drawings  and  calculations 
relating  to  the  design,  and  it  is  pointed  out  that  the  investi¬ 
gations  into  the  cause  of  the  accident  to  “  R.38  ”  have  shown 
how  much  may  be  lost  by  not  realising  at  an  early  stage  that 
the  committee  were  in  a  position  to  give,  and  had  published, 
advice,  since  proved  to  be  useful  and  correct.  The  Committee, 
therefore,  naturally  regret  the  decision  to  abandon  research 
with  airships,  and  they  have  urged  the  importance  of 
carrying  out  a  quite  limited  scheme  of  research  with  one  of 
the  existing  ships  before  she  is  completely  dismantled  or 
otherwise  disposed  of.  In  view  of  these  facts,  it  is  not 
without  interest  to  note  that  the  report  states  that  "  The 
whole  of  the  work  supervised  by  the  Aeronautical  Research 
Committee  costs  about  1  per  cent,  of  the  vote  for  the  Royal 
Air  Force  and  Air  Ministry.  The  money  which  would  have 
come  to  this  country  had  "  R.38  "  been  a  success  would  have 
maintained  the  research  of  the  Committee  in  full  activity 
for  a  period  of  five  years.  In  another  way,  it  may  be  stated 
that,  should  the  work  of  the  Committee  lead  to  a  reduction 
by  one  of  the  aeroplanes  written  off  per  year  as  a  result  of 
crashes,  it  would  have  earned  the  cost  to  the  Air  Ministry  of 
the  fees  paid  to  its  members.” 

The  report  further  states  that  in  September  last  they  were 
asked  to  consider  a  serious  curtailment  of  the  activities  of 
the  Aerodynamics  Department  of  the  N.P.L.,  but,  as  a 
result  of  urgent  representations,  arrangements  have  since 
been  made  for  the  department  to  be  maintained. 

Aerodynamics 

Turning  now  to  the  more  technical  aspects  of  the  report, 
which  are  contained  in  a  supplement,  the  report  states  that 
the  Aerodynamics  Sub-Committee  has  met  nine  times  during 
the  past  year,  and  has  dealt  with  a  large  number  of  papers  on 
full  scale,  and  on  wind  channel  experiments.  It  is  stated 
that  a  series  of  international  trials  on  model  wings  and 
model  airships  have  been  initiated.  The  models  have  been 
carefully  constructed  to  conform  to  the  many  methods  of 
test  used  in  the  different  laboratories,  and  it  is  hoped  that 
the  results,  when  finally  collected  together,  will  be  of  material 
assistance  in  co-ordinating  all  wind  channel  experimental 
work.  At  present,  as  is  well  known,  there  is  considerable 
differences  in  the  results  obtained  in  the  wind  channels  of 
the  different  countries,  and  the  utilisation  of  results  is 
thereby  hampered. 

Some  time  ago  it  was  announced  in  this  journal  that  in 
America  work  is  progressing  on  the  construction  of  a  wind 
channel  in  which  the  air  is  compressed  so  as  to  obtain  high 
v  alues  of  VL.  It  is  gratifying  to  find  it  stated  in  the  report 
that  a  channel  on  somewhat  similar  lines  is  contemplated 
for  the  N.P.L.,  although  it  appears  that  at  present  it  is 
only  intended  to  try  out  the  scheme  in  a  i-foot  channel, 
which  does  not  appear  to  us  to  be  large  enough  for  the 
purpose. 

Regarding  the  question  of  stability  and  control,  two  wind 
channels  at  the  N.P.L.  are  now  devoted  almost  exclusively 
to  work  on  these  problems,  and  it  is  to  be  hoped  that  methods 
may  be  discovered  for  maintaining  the  lateral  control  of 
aeroplanes  near  the  stalling  angle.  At  present  this  is, 
perhaps,  one  of  the  most  serious  difficulties,  as  the  majority 
of  machines  cannot  be  landed  at  their  minimum  speed, 
owing  to  the  controls  becoming  “sloppy”  just  when  they 
are  most  needed.  From  the  report,  it  appears  that  experi¬ 
ments  are  being  initiated  with  machines  fitted  with  ordinary 
ailerons,  with  floating  inter-plane  ailerons,  with  large  rudders, 
and  with  a  special  form  of  control  which  gives  rise  to  a  yawing 
moment  of  reverse  sign  to  that  given  by  ordinary  ailerons. 


On  the  subject  of  aeroplane  wings  a  great  deal  of  work 
has  been  carried  out,  and  it  is  interesting  to  note  that  the 
vortex  theory  of  Prandtl  and  others  at  the  Gottingen  labora¬ 
tory  has  received  considerable  attention,  and  that  an 
analysis  has  been  made  at  the  N.P.L.  to  establish  the 
soundness,  in  so  far  as  monoplane  aerofoils  are  concerned, 
of  the  F’randtl  aerofoil  theory,  ^ j 

Apart  from  the  problems  of  control  at  low  speeds,  perhaps 
the  subject  which  interests  practical  designers  most  is  that 
of  scale  effect.  For  certain  fairly  normal  wing  sections  the 
scale  effect  is  not  serious,  and  generally  the  full-size  wing 
gives  greater  lift  and  a  better  L/D  than  indicated  by  model 
experiments.  When  it  comes  to  high-lift  wings,  however, 
appreciable  doubt  still  appears  to  exist,  and  it  is  interesting 
to  see  it  stated  in  the  report  that  for  such  wings  the  maximum 
lift  coefficient  of  the  full  wing  may  actually  be  smaller  than 
that  of  the  model.  Not  only  so,  but  the  gain  in  maximum 
lift  coefficient  obtained  by  using  a  high-lift  wing  may  be 
only  about  one-half  of  that  indicated  by  model  experiments. 

With  reference  to  tail  planes,  the  report  states  that  recent 
experiments  on  an  S.E.5A  have  shown  that  with  this  machine 
the  loss  in  tail  plane  efficiency  is  caused  :  by  wing  interference, 
5  per  cent.  ;  fuselage,  15  to  20  per  cent.  ;  and  gap  at  the 
elevator  hinge,  15  per  cent.  It  would,  therefore,  appear 
that  the  effect  of  wing  interference  may  be  smaller  than 
generally  imagined,  and  that  the  shape  of  the  fuselage 
and  the  gap  between  tail  plane  and  elevator  are  of  very 
considerable  importance.  Although  it  should  be  a  relatively 
simple  matter  to  remedy  the  latter,  it  would  appear  that 
it  might  be  worth  while  to  experiment  with  a  slotted  tail 
plane  of  the  Handley  Page  type.  If  that  should  be  found 
more  effective  than  the  ordinary  tail  plane  and  elevators  it 
might  be  possible  materially  to  reduce  the  size  of  tail  which 
is  now  usually  necessary. 

Internal  Combustion  Engines 

The  report  states  that  the  Engine  Sub-Committee  have 
held  seven  meetings  in  the  past  year.  Of  the  work  under¬ 
taken,  reference  may  be  made  to  the  research  work  on 
detonation,  in  regard  to  which  continuous  progress  has  been 
made  at  the  N.P.L.  with  the  programme  initiated  by  Sir 
Dugald  Clerk  A  thorough  investigation  has  been  made 
into  the  effect  of  turbulence  in  producing  detonation  in 
hydrogen  air  mixtures,  and  the  research  is  now  being 
extended  to  other  fuels,  including  various  forms  of  liquid 
fuel.  General  research  is  being  devoted  to  the  use  of  a 
number  of  fuels  under  varying  conditions.  The  Air  Ministry, 
it  is  stated,  have  initiated  a  considerable  programme,  part 
of  which  will  be  carried  out  at  the  R.A.E.,  and  part  by  Messrs. 
Ricardo,  Ltd.,  The  experiments  will  include  an  investigation 
into  the  possibility  of  obtaining  higher  economy,  the  use 
of  fuels  in  supercharger  units,  and  the  possibility  of  using 
gases,  other  than  hydrogen,  to  accelerate  the  rate  of  com¬ 
bustion.  It  is  also  hoped  to  carry  out  certain  engine  research 
work  at  Universities,  and  the  report  states  that  two  Ricardo 
units  for  experiment  are  being  supplied,  one  to  Cambridge  and 
one  to  the  Armstrong  College,  Newcastle.  The  report 
further  states  that  work  is  proceeding  at  the  R.A.E.  on  a 
variety  of  engines,  including  the  use  of  heavy  oils  in  Diesel 
type  engines,  but  that  this  is  not  regarded  as  hopeful  on 
account  of  the  inherent  heavy  weight  of  this  type  of  engine. 

The  use  of  engines  in  which  a  stratified  charge  is  employed, 
first  suggested  by  Mr.  Ricardo  in  a  paper  read  before  the 
Royal  Aeronautical  Society,  and  published  in  full  in  Flight, 
gives  promise  of  good  fuel  economy,  and  it  is  satisfactory 
to  find  that  work  on  this  problem  is  included  in  this  year’s 
programme.  Owing  to  the  great  fuel  economy  which  is 
rendered  possible  by  the  use  of  hydrogen  added  to  ordinary 
fuel,  it  is  regrettable  to  find  it  stated  in  the  report  that  “  owing 
to  the  discontinuance  of  the  airship  service  it  has  been 
decided  that,  since  the  experiments  have  no  immediate 
application  to  heavier-than-air  craft,  they  should  be  dis¬ 
continued.”  As  stated  in  Flight  recently,  these  experiments 
are  now  being  continued  privately  by  Mr.  Ricardo  in 
connection  with  the  Burney  airship  scheme. 

The  Fire  Prevention  Sub-Committee,  which  has  met  eleven 
times  during  the  past  year,  has,  it  is  stated,  directed  its 
attention  almost  entirely  to  the  investigation  of  fires  occurring 
on  crash.  It  is  concluded  that  the  chief  danger  arises  from 
the  contact  of  inflammable  materials  with  hot  parts  of  the 
engine,  and  that  the  worst  offender  in  this  respect  is  the 
hot  exhaust  pipe.  The  report  states  that  the  most  promising 
line  of  development  appears  to  be  the  use  of  separate  exhaust 
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pipes  from  each  cylinder,  the  pipes  to  have  in  no  part  of 
their  length  sharp  bends,  and  to  be  at  a  sufficiently  low 
temperature  before  being  led.  into  a  common  manifold.  The 
existing  temperature  of  exhaust  manifolds  and  pipes,  which 
may  vary  from  550  C.  to  650°  C,  should,  the  report  points 
out,  be  reduced  to  a  comparatively  safe  temperature  of 
350  to  380  C.  Preliminary  experiments  suggest  that  if 
the  radius  of  the  exhaust  pipes  exceeds  a  certain  figure- 
greater  than  3  ins.  the  temperature  wall  be  found  to  he 
lowered  to  near  this  safe  limit 

In  connection  with  this  subject,  experiments  have  been 
earned  out  at  the  ll.A.E,  on  the  ignition  temperature  of 
various  materials  when  brought  into  contact  with  a.  hot 
exhaust,  pipe.  ft  was  found  that  petrol  will  not  ignite  on 


a  hot  exhaust  pipe,  but  other  materials,  particularly  lubri¬ 
cating  oil,  fabric,  etc.,  are  liable  to  catch  fire  at  a  comparatively 
low  temperature. 

In  the  ease  of  multi-engined  aeroplanes,  the  Sub  Committee 
are  of  the  opi  nion  that  the  petrol  systems  are  very  complicated . 
and  are  considering  proposals  for  simplified  systems.  It 
was  also  noted  that  in  almost  all  designs  the  electric  cables 
and  the  petrol  tubes  were  placed  in  close  proximity  to  one 
another,  which  feature  is  considered  undesirable. 

The  Report  of  the  Aeronautical  Research  Committee  fur 
the  year  1021-32  (T.1702  (revd.)  D.z.Misc.,  151)  is  published 
by  His  Majesty's  Stationery  Office,  and  may  be  purchased 
from  H.M.  Stationery  Office,  Imperial  House,  Kingsway, 
W.C.  2,  the  price  being  zs.  0 d.  net. 
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T  HE,  ROYAL  AERO  CLUB  OF  THE  U.lt. 

OFFICIAL  NOTICES  TO  MEMBERS 


AERIAL  DERBY  AT  WADDON  AERODROME, 
CROYDON,  ON  AUGUST  BANK  HOLIDAY, 
MONDAY,  AUGUST  7,  1922 
Prizes.  -The  following  prizes  will  be  presented  by  the 
Royal  Aero  Club: — -Fastest  time  (winner  of  the  Aerial 
Derby),  trophy  and  £300  ;  Handicap,  tst.  prize,  trophy  and 
£350  ;  2nd  prize,  £75  ;  3rd  prize,  £50. 

Entries. — The  entry  fee  is  £10.  Entries  close  on  Wed¬ 
nesday,  Julv  26,  1922,  at  1  2  noon.  Late  entries  will  be  received 
up  to  12  noon  on  Monday,  July  31,  1922.  Late  entry  fee 
& 5- 

For  this  year's  race,  the  course  will  be  flown  in  the  opposite 
direction  to  that  of  previous  years,  the  turning  points  being 
in  the  following  order  ;  Brooklauds  Aerodrome,  Wey bridge, 
Hertford,  Eppiug  and  West  Thurrock 

The  gates  at  Waddon  Aerodrome,  Croydon,  will  be  opened 
at  1  o’clock,  and  the  competitors  will  be  started  on  handicap 
times,  the  slower  machines  leaving  about  2  o’clock.  Two 
circuits  of  the  course  have  to  be  made,  and  it  is  hoped  the 
race  will  be  completed  before  5  o’clock. 


Other  Events 
August  Open  Handicap  16  miles 

Prizes:  1st,  £30;  and  (if  five  or  more  starters),  £10. 
Open  to  all  types  of  aeroplanes. 

Air  League  Challenge  Cup.  A  team  race  is  being 
arranged  between  K.A.F.,  Kenley  (the  present  holders),  and 
another  R.A.F.  Station. 

The  machines  to  he  used  will  be  S.E.j’s,  kindly  placed  at 
the  disposal  of  the  Club  by  Aircraft  Disposal  Co.,  Ltd.,  aud 
t lie  Royal  Aero  Club  Avros. 

Exhibition  Flights,  -By  well-known  pilots. 

KING’S  CUP  (Circuit  of  Britain  Race),  presented  by 
HIS  MAJESTY  THE  KING 

T«E  Regulations  have  now  been  finally  approved  by 
I  lis  Majesty  the  King,  and  w  ill  be  issued  in  a  few  days. 

The  date  suggested  for  the  contest  is  two  days  during  the 
second  week  of  September. 

Offices:  THE  ROYAL  AERO  CLUB. 

3.  CLIFFORD  STREET,  LONDON,  W.  1. 

H.  E.  PERRIN,  Secretary. 


THE  LONDON-CONTINENTAL  SERVICES 


FLIGHTS  BETWEEN  JULY  16  AND  JULY  22,  INCLUSIVE 
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D.H.  34  G-EBBS  (2h.  5m.) 

D.H.  31  (4).  0.  (8),  H  P.  W.8B 
(3).  Sp  (2),  V.  (2). 

B.  (5),  D.H.  9  (i).  D.H.  18  (i). 

Croydon-Brussels 

9 

5° 

6 

6 

9 

2  16 

D.H.  34  G-EBBR  (2b.  4m.) 

D.H.  34  (3).  G-  (9).  H  P-  W.8B 
(4).  Sp.  (2)  V.  (2). 

D.H.  18  (1).  D.Il.  34  (1),  V.  (3). 

Brussels-Croydon 

9 

32 

— 

5 

9 

2  48 

D.H.  34  G-EBBR  (2h.  34m.) 

D.H.  18  (i),  D.H.  34  (1),  V.  (2). 

Croydon— Rotterdam- 

12 

8 

13 

12 

12 

2  20§ 

Fokker  H-NABM  (2h.  3m.) 

F.  (6). 

Amsterdam. 

Acnsterdam-Rottcrdam- 

12 

2 

12 

12 

12 

3  2  § 

Fokker  H-NABM  (2h.  33m.) 

F.  (8). 

Croydon. 

Totals  for  week 

155 

425 

62 

XO9 

150 

*  Not  including  “  private  "  flights.  f  Including  certain  journeys  when  stops  were  made  en  route. 

J  Including  certain  diverted  journeys.  §  Rotterdam. 

Av.  =  Avro.  B.  =  Breguet.  Br.  =  Bristol.  Bt.  =  B.A.T.  D.H.4  =  De  Havilland  4,  D.H.9  (etc.;. 

F.  =  Fokker.  Fa.  =  Farman  F.50.  G.  =  Goliath  Farman.  H.P.  =  Handley  Page.  M.  —  Martinsyde.  N.  =»  Nieuport. 
P.  =  Pote2.  R.  =  Rumpler.  5a.  =  Salmson.  Sp.  =  Spad.  V.  =  Vickers  Vimy,  Vulcan,  etc-  W.  =  Westland. 

The  following  is  a  list  of  firms  running  services  between  London  and  Pari3,  Brussels,  etc.,  etc.  : — Co.  des  Grander 
Expresses  ACriennes  ;  Daimler  Hire,  Ltd.;  Handley  Page  Transport,  Ltd.;  I  as  tone  Air  Line;  KoninkUjkie  Luchtvaart 
Maatscbappij  ;  Messageries  A6riennes  ;  Syndicat  National  pour  l'£tude  des  Transports  Adriens  ;  Co.  Trausa6nenne. 

Incidental  Flying. — Mr.  Hayns  and  Capt.  Stocken  were  busy  during  the  week  testing  some  dozen  machines,  for  the  Aircraft 
Disposal  Co.,  at  Croydon,  and  flying  five  of  them  to  Brussels.  These  machines  consisted  of  two  Bristol  Fighters,  seven 
D.H.  9’s,  one  Martinsyde  F.4  and  one  S.E.  5a. 

The  De  Havilland  Co.  maintained  a  daily  service  between  Lympne  and  Brussels. 
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July  27,  1922 


INTERNATIONAL  AIR  CONGRESS,  LONDON,  1923 


Following  on  the  Congres  International  de  la  Navigation 
Adrienne  held  in  Paris  in  November,  1921,  it  is  proposed  to 
hold  a  similar  congress  in  London  towards  the  end  of  June- 
next  year.  Group-Capt.  H.R.H.  the  Duke  of  York,  K.G., 
G.C.V.O.,  K.A.F.,  has  consented  to  become  President  of  the 
General  Council  of  the  Congress,  and  the  Rt.  Hon.  the 
Lord  Weir  of  Eastwood ,  P.C.,lias  accepted  an  invitation  to 
become  a  Vice- President.  A  strong  Organising  Committee, 
representative  of  all  phases  of  British  aeronautical  activity, 
including  the  Air  Ministry,  has  been  formed,  with  His 
Grace  the  Duke  of  Sutherland  as  Chairman,  This  Committee 
is  constituted  as  follows  :  - 

Vice-Chairmen. — Maj.-Gen.  Sir  F.  H.  Sykes,  G.B.E., 
K.C.B.,  C.M.G.  ;  Maj.-Gen.  Sir  W.  S,  Brancker,  K.C.B., 
A.F.C.  (Director  of  Civil  Aviation)  ;  Lieut. -Col.  M. 
O'Gorman,  C.B.  ;  Sir  Henry  White-Smith,  O.B.F..  ;  Lieut. - 
Col.  J.  T.  C.  Moore- Bra bazori,  M.C.,  M.P.  ;  Brig-Gen.  P.  R. 
C.  Groves,  C.B.,  C.M.G. .  D.S.O. 

Members. — Air  Ministry  :  Brig.-Gen .  F.  L.  Festing,  C.B., 
C.M.G.  ;  Brig.-Gen.  R.  K.  Bagnall-Wild,  C.M.G.,  C.B. K. ; 
Air-i  ommodore  J.  M.  Steel,  C.M.G.,  C.B.E. 

Royal  Aeronautical  Society  :  Lieut. -Col.  A.  Ogilvie,  C.B.  ; 
Mr.  Griffith  Brewer  ;  Lieut. -Col.  W.  Lockwood  Marsh, 
O.  B.E. 

Royal  Aero  Club  :  Col.  F.  Lindsay  Lloyd,  C.M.G.,  C.B.E.  ; 
Lieut. -Col.  F-  K.  McClean  ;  Mr.  LI.  E.  Perrin. 

Society  of  British  Aircraft  Constructors  :  Mr.  C.  R.  Fairey; 
C.apt.  P.  D.  Acland  ;  Mr.  Charles  V.  Allen. 

Air  l.eague  of  the  British  Empire  :  Mr.  G.  Holt.  Thomas  ; 
lion.  Sir  Newton  J.  Moore,  M.P.  ;  Mr.  Shirreff  Hilton. 

Air  t  ransport  :  Sir  Samuel  Jnstone  ;  Mr.  F  Handley  Page  ; 
Col.  F  Searle. 

General  Post  Office:  Brig.-Gen.  Sir  F.  H.  Williamson, 
K.C.B.,  C.B.E 

General  Secretary  :  Mr.  Charles  V.  Allen. 

t'echr.ical  Secretary:  Lieut -Col.  \V.  Lockwood  Marsh, 
O.B.F. 

H  H 


The  Congress  will  be  open  to  all  countries  which  are 
signatories  of  the  International  Air  Convention,  or  are 
represented  on  the  Federation  Aeronautique  Internationale  , 
individual  invitations  being  issued  through  national  com¬ 
mittees  in  process  of  formation  in  each  country.  Membership 
will  be  uivided  into  two  classes:  (a)  Ordinary  Members; 
and  ( b )  Associate  Members,  comprising  the  families  of 
ordinary  members,  at  a  subscription  of  ,/i  and  los.  rcspec 
tively. 

According  to  present  arrangements,  the  Congress  will 
occupy  one  week  during  the  last  fortnight  in  June,  1923. 
the  reading  of  papers  alternating  with  visits  to  various  aircraft 
factories  and  establishments.  It  is  hoped  that  the  Air 
Ministry  will  be  able  to  arrange  for  the  Royal  Air  Force 
Pageant  to  take  place  on  the  Saturday  of  the  Congress  Week, 
and  that  the  Royal  Aero  Club  may  organise  a  race  meeting 
on  the  Tuesday  or  Thursday.  Monday,  Wednesday  and 
Friday  will  be  devoted  to  the  reading  of  papers,  and  discussions 
thereon,  which  will  be  divided  into  four  or  more  main  groups 
or  sections,  which  will  hold  simultaneous  sessions  in  different 
rooms. 

As  the  time  available  for  the  reading  of  papers  wall  be 
limited,  a  “  Reading  Committee  ”  is  to  be  formed,  though 
it  is  hoped  to  arrange  that  the  official  report  of  the  Congress, 
to  be  published  later,  shall  contain  a.  wider  selection  of  the 
papers  sent  in.  An  official  reception  will  be  held  in  the 
evening  of  the  Monday  of  the  Congress  Week,  and  the 
proceedings  will  be  closed  by  an  official  banquet  on  the 
Saturday. 

Tt  is  important  that  the  Congress  should  not  be  confused 
with  the  British  Air  Conference  called  each  year  by  the  Air 
Ministry  The  latter  is  of  a  domestic  nature  dealing  with 
aeronautical  matters  so  far  as  the  British  Empire  is  concerned. 
The  Congress,  on  the  other  hand,  is  essentially  international 
in  character,  and  is  intended  to  be  one  of  a  series  to  be  held 
in  various  countries  at  which  experts  may  meet  to  discuss 
the  technical  and  scientific  development  of  aeronautics  in 
all  its  aspects. 

0  0 


NOTICES  TO  AIRMEN 


Pilots'  Licences  and  Examination  in  Navigation,  etc. 

1.  With  reference  to  Notices  to  Airmen  Nos.  13,  28  and 
55  of  1 92 1,  the  technical  examinations  therein  referred  to 
were  brought  into  operation  on  July  11,  1922,  for  all  persons 
applying  for  licences  as  pilots  of  flying  machines,  or  for 
renewal  of  such  licences. 

2.  The  subjects  of  these  examinations  are  as  follows  ; — 

Class  A  Licences  ( for  Private  Pilots). — Knowledge  of  rules  as 

to  lights  and  signals,  rules  of  the  air,  and  rules  for  air  traffic 
on  and  in  the  vicinity  of  aerodromes.  A  practical  knowledge, 
of  international  air  legislation. 

Class  B  Licences  (for  Pilots  of  Passenger  or  Goods  Flying 
Machines). — As  for  Class  A  Licences,  with  the  following 
additions  :  Map  reading,  use  of  compass,  location  of  position 
and  elementary  meteorology ;  practical  knowledge  of  the 
special  conditions  of  air  traffic. 

3.  Attention  is  directed  to  the  syllabuses  of  these  examina¬ 
tions  published  with  Notices  to  Airmen  Nos.  13  and  55  of 
1921. 

4.  The  examinations,  which  will  be  viva  voce,  will  be 
conducted  by  an  Air  Ministry  Board,  and  in  the  case  of  appli¬ 
cants  for  licences  for  flying  passenger  or  goods  aircraft,  or 
for  renewals  of  such  licences,  will  be  arranged,  whenever 
possible,  to  take  place  on  the  same  day  as  medical  examination. 

(No.  72  of  1922.) 

NOTICE  TO  GROUND  ENGINEERS 
Flexible  Rubber  Connections  in  Aircraft 

The  attention  of  Ground  Engineers  is  directed  to  the 
following  information  with  regard  to  the  maintenance  of 
flexible  rubber  connections  as  fitted  to  aircraft ; — 

1.  The  term  "  rubber  joiut  ”  as  used  in  this  notice  is  to 
be  taken  to  include  all  flexible  rubber  connections  in  aircraft 
or  on  aero  engines,  for  oil,  petrol  or  water. 

2.  Rubber  joints  fitted  to  engines  or  aircraft  that  have  been 
stored  for  a  period  exceeding  three  months  should  be  regarded 
as  serving  only  as  dust  excluders.  Immediately  before  the 
engine  and/or  aircraft  first  takes  the  air,  all  rubber  joints 
throughout  the  machine  should  be  renewed,  the  date  of  the 
renewal  being  entered  in  the  aircraft  and/or  engine  Log  Books. 

3.  New  joints  thus  fitted  may  be  considered  serviceable 
for  three  months  from  the  date  of  fitting.  They  should, 


however,  during  this  period,  be  freqeuntiy  examined  and 
renewed  if  deterioration  be  detected. 

4.  After  having  been  fitted  for  three  months,  all  rubber 
joints  for  petrol  should  be  considered  under  suspicion,  and 
should  be  frequently  and  carefully  examined.  Any  signs 
of  restricted  flow,  collection  of  particles  of  rubber  in  the 
filter  and/or  such  fittings  as  three-way  petrol  cocks,  must  be 
carefully  watched  for,  as  an  indication  of  the  condition  of 
the  rubber  joint.  At  least  once  a  month,  a  joint  should 
be  taken  out  of  the  petrol  system  and  examined  internally 
and  for  reduced  adhesion  between  the  plies.  Immediately  any 
such  deterioration  is  detected,  the  whole  of  the  joints  in 
the  petrol  system  should  be  replaced.  In  every  case,  all 
rubber  joints  for  petrol  should  be  renewed  six  months  after 
the  date  of  fitting. 

5.  Similarly,  joints  in  the  oil  and  water  systems  should  be 
specially  examined  after  having  been  fitted  for  three  months, 
and  periodically  removed,  but,  in  these  cases,  they  need  not 
be  renewed  until  the  first  signs  of  deterioration  are  apparent. 
In  the  water  system  the  joints  that  usually  deteriorate 
most  rapidly  are  those  through  which  the  water  flows  at 
its  highest  temperature. 

6.  It  is  pointed  out  that  deteriorated  joints  can  always  be 
detected  by  simple  examination.  Chemical  and  other 
special  tests  are  only  required  to  detect  liability  of  deteriora¬ 
tion. 

7.  Great  care  should  be  taken  that  the  result  of  each 
examination  and  the  date  of  renewal  of  all  rubber  joints 
are  recorded  in  the  Log  Books.  Particular  care  should 
also  be  exercised  that,  when  fitting  rubber  joints,  all  sharp 
edges  at  ends  of  pipes  be  removed  before  the  rubber  tubing 
is  slipped  on,  as,  unless  this  is  done,  damage  to  the  interior 
of  the  tubing  will  result.  Consequent  on  such  damage, 
particles  of  rubber  detected  in  the  filters  might  create  the 
impression  that  exceptionally  rapid  disintegration  is  taking 
place. 

8.  All  rubber  connections,  where  stored,  should  be  kept 
in  cool,  dark  and  damp  places. 

9.  Cancellation. 

Notice  to  Ground  Engineers  No.  2  of  1920  is  hereby 
cancelled. 

(No.  8  of  1922.) 
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July  27,  1922 


AIRCRAFT  AND  THE  NAVY 


An  interesting  discussion  occurred  on  July  r8  during  the 
Navy  Estimates  before  Parliament  upon  the  position  of  the 
Navy  to  aircraft  and  the  relationship  with  the  Air  Ministry. 
Viscount  Curzon,  after  referring  to  the  much-debated  question 
of  capital  ship  construction,  said  the  wisdom  of  building 
such  naval  craft  was  called  in  question  owing  to  the  menace 
from  below  and  above  the  water.  It  was  evident  that  all 
was  not  as  it  should  be  with  regard  to  the  Royal  Navy  in  the 
air.  The  navy  of  the  future  must  be  prepared  to  take  to 
the  air,  and  a  navy  that  could  not  do  so  would  be  at  a  hopeless 
disadvantage  with  regard  to  a  navy  that  could.  He  asked 
whether  the  Admiralty  were  satisfied  with  the  number  of 
planes  allocated  to  the  Navy.  We  had  nine  fighters  in  the 
Navy  Could  it  be  said  that  the  Navy  was  prepared  to  repel 
ail  attack  with  only  that  number  of  machines  ?  Speaking 
of  the  necessity  of  skilled  personnel,  he  said  :  How  could 
observers  make  correct  wireless  spotting  signals  to  the  ships 
dependent  upon  them  for  observation  unless  they  were 
properly  trained  ?  The  same  applied  to  those  who  performed 
the  exceedingly  important  work  of  scouting  and  reconnais- 
sance.  unless  the  men  had  the  proper  training  they  would 
not  be  able  to  say  whether  they  had  seen  a  submarine  or 
a  battleship.  Only  by  perfect  co-operation  between  the 
aircraft  and  the  Navy  could  they  succeed  under  present 
conditions.  He  did  not  believe  that  skilled  pilots  could  be 
supplied  at  a  moment’s  notice.  He  would  like  to  know  how 
many  observers  were  trained  and  how  many  would  be  required 
to  bring  the  establishment  up  to  full  strength. 

He  had  heard  that  it  was  the  case,  and  he  believed  it  to 
be  true,  that  the  Fleet,  which  was  going  to  carry  out  a 
gunnery  programme,  carried  on  with  that  programme  until 
the  ammunition  ran  out  for  the  year.  It  was  then  agreed  to 
interrupt  the  programme,  and  recommence  w'hen  the  following 
years  ammunition  allowance  became  available.  When  the 
Fleet  was  ready  to  go  ahead  with  their  gunnery  experiments 
and  progressive  training  they  found  that  the  pilots  and 
observers  whom  they  had  been  relying  upon  had  been  drafted 
to  another  quarter  of  the  globe,  and  the  training  had  to  be 
started  de  novo,  and  all  the  ammunition  fired  away  the  year 
before  was  absolutely  wasted.  There  was  absolutely  no 
co-operation  there.  The  Air  Ministry  further  stated  that 
new  types  of  machines  for  the  Navy  were  to  be  adopted. 
When  was  the  Navy  going  to  see  those  machines  in  present 
circumstances,  and  where  were  the  new  types  to  come  from  ? 
lhe  Navy  had  no  control  over  the  question  of  how  the  money 
spent  on  aircraft  was  allocated.  As  we  were  supposed  to 
have  a  one-Power  standard  as  regarded  the  Navy,  was  the 
An  Force  operating  with  the  Navy  up  to  the  same  standard  ? 
I  he  Burney  aircraft  scheme  was  a  very  important  one,  but 
hey  had  not  the  airships  necessary  to  that  scheme,  or  the 
money  to  provide  them.  But  other  Powers  had  airships, 
iue  united  States  had  no  fewer  than  four  working  with  the 
Navy  and  doing  experimental  work,  We  could  not  afford 
to  disregard  the  experience  of  other  countries.  The  present 
arrangement  was  working  very'  badly  from  the  point  of 
view  of  the  Navy.  This  was  partly  due  to  the  system  and 
Pfrtl,y  \n  the  spirit  prevailing  at  the  Air  Ministry.  We 
shouk1  do  no  good  unless  we  had  a  thorough  reconstruction 
of  the  Air  Ministry. 

Lieut. -Col.  Moore-Brabazon  said  the  question  of  airships 
was  one  tor  experts.  During  the  war  it  was  proved  that  the 
ij  drogen-bufit  airship,  from  a  military  point  of  view,  was  one 
o  the  easiest  things  to  knock  out  that  ever  went  up  in  the  air. 
true,  America,  from  the  naval  point  of  view',  looked  with 
some  hope  to  the  airship,  but  that  was  because  in  America 
helium  was  found.  In  this  and  other  countries  helium  was 
not  find  able,  lhe  complaint  of  the  noble  lord  was  really 
that  we  had  not  got  enough  machines.  But  w'as  not  that 
the  complaint  all  round — of  the  Army,  Navy  and  Air  Force  ? 
Everybody  admitted  that  we  had  not  enough  machines,  but 
that  was  a  question  of  money.  The  system  under  which  we 
w'ere  running  our  aircraft  today  was  the  most  economical 
one  if  we  went  back  to  the  old  system  there  was  bound 
to  be  duplication,  which  was  so  extravagant.  The  Air 
horce  today  had  £10,000,000 — just  over  the  cost  of  one 
battleship  and  it  had  wu'th  that  to  try  to  keep  the  Army 
efficient,  the  Navy  efficient  and  to  run  its  own  independent 
an  force,  and,  besides,  sink  money  in  capital  undertakings 
such  as  buildings,  because  we  could  not  have  first-class 
mechanics  kept  in  hovels.  If  the  Air  Force  were  to  blame 
tor  not  having  sufficient  aircraft,  he  thought  they  had  been 
put  in  a  very  difficult  position. 

In  regard  to  ordering  new  machines — again  this  was  a 
question  of  money.  Although  he  thought  the  machines  used 


for  the  Navy  today  were  as  good  as  those  of  any  other  country, 
there  must  come  a  time,  and  that  early,  when  the  subject  of 
more  efficient  machines  must  be  gone  into.  Viscount  Curzon, 
he  said,  had  brought  up  on  this  vote  the  hardy  annual  of 
lus  own  Air  Force,  and  he  complained  bitterly,  he  thought 
of  the  personnel  attached  to  the  Navy.  But  if  they  were 
short  of  trained  personnel  at  the  Admiralty,  whose  fault 
was  it  ?  Was  not  the  Admiralty  asked  to  find  400  officers 
for  the  air  and  they  were  to  go  back  to  the  Navy  ?  Who 
refused  that  ?  The  Admiralty,  and  nobody  else. 

He  had  read  in  The  Times  column  after  column  of  arguments 
between  the  noble  lord  and  Sir  Percy  Scott,  in  which  the 
noble  lord  maintained  how  wonderful  the  capital  ship  was, 
and  how  it  could  not  be  knocked  out  by  any  aircraft.  The 
noble  lord  was  an  expert,  and  he  was  not  going  to  dispute 
that,  but  he  did  notice  today  an  amazing  nervousness  of  the 
possibility  of  what  might  happen  and  the  plea  that  the 
capital  ship  might  be  defended,  not  by  its  own  inviolability 
but  by  other  aircraft.  He  admitted  that  the  Navy  could 
be  made  more  efficient  than  it  was  from  the  point  of  view 
of  aircraft ;  but  that  was  not  a  matter  of  organisation  but 
oi  money.  If  the  noble  lord  pressed  for  more  money  for  the 
Air,  he  wrould  get  a  smaller  Fleet  but  one  better  equipped 
with  aircraft. 

Mi.  G.  Lambert  said  the  first  duty  of  all  three  defensive 
forces  was  to  defend  this  country.  Although  he  did  not 
anticipate  any  attack  upon  us  at  present,  could  the  Admiralty 
say  that  the  taxpayers'  money  w'as  being  spent  to  the  best 
advantage,  especially  as  to  the  £16,000,000  to  be  spent  on 
two  ca,pital  ships  ?  Personally,  he  did  not  pretend  to  express 
an  opinion  as  to  the  value  of  the  capital  ship,  but  surely 
it  was  useless,  wasteful  and  extravagant  to  spend  money  on 
capital  ships  unless  you  had  sufficient  aircraft  to  protect 
them.  He  should  like  to  ask  whether  some  of  this  money 
would  not  be  better  spent  upon  aircraft.  They  wanted  to 
have  t lie  question  settled  as  to  whether  this  ^16,000,000  should 
be  spent  before  the  Navy  had  secured  a  sufficient  air  force. 

Rear-Admiral  Sir  R.  Hall  said  the  complaint  of  the  Navy 
was  that  the  officers  and  men  who  were  concerned  with 
aircraft  were  not  part  of  the  Navy.  It  was  only  by  full  and 
enthusiastic  co-operation  of  the  rank  and  file  that  they  could 
get  full  benefit  from  the  new  arm. 

Lieut.-Comdr.  Kenworthv  said  that  apparently  Sir  R 
Hall’s  charge  against  the  Air  Ministry  was  that  when  the 
officers  attached  to  the  naval  wing  of  the  Air  Service  were 
sent  to  sea  to  fly  aeroplanes  used  by  the  Fleet,  when  they 
were  on  board  ship,  they  were  not  available  for  watch- 
keeping,  they  wore  a  different  uniform  and  were  under  their 
own  discipline.  If  the  idea  of  the  Admiralty,  as  represented 
by  the  late  Director  of  Naval  Intelligence,  was  that  if  he 
wanted  to  get  control  of  officers  trained  in  naval  flying  m 
order  to  make  them  naval  officers  first  and  secondly  air 
officers,  if  their  air  duties  were  to  be  secondary  to  their 
naval  duties,  then  heaven  help  the  Air  Service  and  heaven 
help  the  Navy.  If  that  was  the  attitude  of  hon.  and  gallant 
Members,  he  did  not  wonder  that  the  Air  Minister  was  keeping 
a  tight  hold  of  his  own  mfVal  air  wing  and  was  resisting  the 
attempt  to  re-absorb  it  in  the  Navy. 

Mr.  Amery,  in  replying  to  points  raised,  said  there  w'as 
nothing  in  recent  experiments  to  justify  the  idea  that  the 
capital  ship  was  not  capable  of  defending  itself  against  the 
menaces  with  which  it  was  threatened,  but,  having  said  that, 
he  did  agree  whole-heartedly  with  what  was  said  by  Viscount 
Curzon,  that,  in  an  ever-increasing  degree,  the  Navy  must 
consider  the  importance  of  the  air  factor  not  only  from  the 
point  of  view  of  the  defence  of  these  islands  against  air 
attack,  but  also  as  an  integral  part  of  the  fighting  fleet. 

Upon  the  question  of  the  relation  of  the  Admiralty  to  the 
Air  force,  over  the  marginal  region  where  they  came  into 
contact  it  was  vital  that  their  co-operation  should  be  of  the 
fullest  kind.  One  thing  he  would  say  was  that  there  was 
not  the  slightest  idea  of  challenging  the  general  positions 
laid  down  by  the  Leader  of  the  House  in  March  as  to  the 
existence  of  the  separate  and  independent  air  force. 

The  only  question  in  issue  to  his  mind  was  that  of  con¬ 
sidering  how  the  integrity  of  naval  control  over  the  air 
units  actually  working  with  the  fighting  fleet  could  be  most 
effectively  secured,  consistently  wffth  the  fullest  training  of 
the  personnel  of  those  units  in  every  aspect  of  air  science. 
1  hat  question  was  at  present  under  discussion  by  the  Com¬ 
mittee  of  Imperial  Defence  and  by  the  Chief  of  the  Air  Staff 
and  the  first  Sea  Lord,  together  with  the  help  and  advice 
of  the  Colonial  Secretary.  The  air  policy  for  the  Navy  was 
laid  down  in  the  first  instance  by  the  Admiralty,  and  the 


426 


July  27,  1922 


Air  Ministry  endeavoured  to  supply  rvhat  was  needed  as  fully 
as  was  practicable.  There  was  necessarily  a  considerable 
margin  between  what  the  Admiralty  would  like  to  see,  the 
experiments  which  they  wished  to  make,  the  strength  of  the 
Air  establishment  which  they  would  like  to  have  in  their 
hands  at  this  moment  and  what  the  finances  of  the  country 
at  present  allowed. 

The  designing  of  aircraft  for  the  Navy  and  the  designing 
of  air  torpedoes  was  a  matter  for  the  Design  Department  of 
the  Admiralty,  acting,  of  course,  in  the  closest  touch  and 
collaboration  with  the  Air  Ministry.  The  Navy  had  two 
aircraft  carriers — one  in  the  Atlantic  and  the  other  in  the 
Mediterranean,  Three  more  carriers  were  being  completed, 
and  he  hoped  that  two  would  be  ready  before  the  end  of  the 
financial  year  and  one  before  the  end  of  the  calendar  year. 
At  the  present  time  the  Admiralty  had  the  pilots  and  the 
aircraft  for  the  two  carriers  which  were  actually  on  service. 
The  United  States  Navy  had  a  naval  air  force  of  which  the 
cost  was  set  down  in  the  present  year's  Estimates  at  £'3,250,000, 
which  did  work  for  the  Navy  and,  in  addition,  a  certain 
amount  of  work  from  the  shore,  such  as  under  our  organisa¬ 
tion  would  come  within  the  defence  work  of  the  Air  Force. 
We  had  six  fighting  aeroplanes  with  pilots  actually  with  the 
Fleet,  and  an  immediate  reserve  of  three  more,  and  he 
understood  that  three  others  were  in  reserve  under  the 
control  of  the  Air  Ministry.  The  number  of  86  fighting 


aeroplanes  which  it  had  been  said  that  the  United  States 
Navy  had  was  not  the  number  which  that  navy  had  today, 
but  the  number  proposed  for  1923.  By  the  time  that  the 
United  States  proposals  were  carried  into  effect  we  should 
have  a  larger  provision  of  aircraft  carriers  than  we  had  at 
present,  and  he  trusted  a  larger  provision  of  aircraft  also. 
The  exercises,  of  which  some  account  had  been  published  in 
the  Press  that  morning,  were  not  of  a  wholly  novel  character, 
but  were  part  of  a  series  of  very  valuable  and  instructive 
exercises  which  had  been  carried  out  for  some  time.  It  was 
not  true  that  these  aeroplanes  employed  a  smoke  screen. 
That  w*as  an  interesting  detail  thrown  in  by  the  newspaper 
but  not  based  on  actual  facts.  There  was  not  a  surprise. 
The  torpedo- carrying  aeroplanes  were  sighted  about  15 
minutes  before  firing  their  torpedoes.  They  were  attacked 
in  dummy  by  fleet-fighting  planes  as  they  approached. 
They  wrere  under  dummy  gunfire  from  escorting  light  cruisers 
and  destroyers  when  at  a  low  altitude  before  firing  their 
torpedoes.  Hon.  Members  would  realise  the  great  difference 
upon  the  morale  and  steadiness  of  a  flier  between  dummy  fire 
and  real  fire  directed  against  him.  The  attack  wras  developed 
under  conditions  which  were  necessarily  favourable  to  the 
attack.  The  number  of  hits  reported  under  these  favourable 
conditions  was  not  considered  to  be  at  all  laTge,  from  the 
Admiralty  point  of  view,  or,  at  any  rate,  not  beyond  what 
was  expected. 


Married 

Flying  Officer  Henry  John  Hunter,  R.A.F.,  third  son  of 
lire  iate  William  Hunter,  of  Reigate,  and  Mrs.  Hunter,  of 
Pol  mood,  Cranbrook,  was  married  on  July  19,  at  St.  Andrew's 
Church,  West  Kensington,  to  Moira  Gwendolen  Hatton, 
younger  daughter  of  Captain  H.  G.  S.  Tuite  and  Mrs.  Tuite, 
of  iqa,  Perham  Road,  W,  14,  and  niece  of  Sir  Morgan  Tuite, 
Bart.,  of  Sonna,  Co.  Westmeath. 

Austken  Rees,  late  R.A.F..  second  son  of  Mr.  and  Mrs. 
Rees,  was  married,  on  June  10,  at  the  Cathedral,  Victoria, 
B.C.,  to  Olivette,  elder  daughter  of  the  late  Mr.  John 
Oakley  Maund  ami  Mrs.  Oakley  Maund. 

Flight  Lieut.  Herbert  Edwin  Tansley,  M.C.,  R.A.F.,  third 
son  of  Mr.  and  Mrs.  W.  Jackson -Tansley,  of  Washwood  Heath, 
was  married  on  July  5,  at  Uxbridge,  to  Ann  (Shock)  Dennis 
(formerly  Brown),  younger  daughter  of  Mr.  and  Mrs.  George 
Brown,  of  "  Samson's,”  Bourn,  Cambridgeshire. 

0  0 


To  be  Married 

The  engagement  is  announced  between  John  Beresford 
Cole-Hamilton,  R.A.F.,  late  R.N.,  and  Sybil,  elder  daughter 
of  Sir  John  and  Lady  Latta,  of  12,  Portman  Square,  W.  1. 

Killed 

Flight  Cadet  Vyvian  Osborne  Gillmore  was  killed  in  an 
aeroplane  collision  at  Cranwell,  Sleaford,  on  Friday,  July  7. 

Capt.  Sidney  J.  Stew  art,  late  R.F.C-.  (27th,  40th  and  208th 
Sqdns.),  who  was  accidentally  killed  while  flying  in  Paraguay 
on  July  8,  was  the  eldest  surviving  son  of  Mr.  and  Mrs. 
Edward  Stewart.  Alton.  Hants.  His  age  was  27. 

Item 

The  will  of  Pilot  Flying  Officer  Geoffrey  Robinson,  M.C., 
of  the  Royal  Aircraft  Establishment,  Farnborough,  and  late 
of  Sheffield,  who  was  killed  in  an  aeroplane  accident  near 
Burnham,  Bucks,  on  February  ro,  aged  28,  has  been  proved 
at  £274. 

0  0 


The  Gordon- Bennett  Balloon  Race 

We  learn  that  the  following  countries  and  pilots  will 
participate  in  this  year’s  Gordon-Bennctt  Balloon  Race, 
which  starts  at  Geneva  on  August  6  : — England. — Ernest 
Allen,  Griffith  Brewer  and  John  Danville  ;  Belgium. — Lieut. 
Labrousse,  Capt,  George  and  E.  Demuyter ;  France. — 


Maurice  Bienaim6,  Georges  Cormier  and  Jules  Dubois  ; 
Italy.-  -Commandant  Barbanti,  G.  Valle  and  A.  Guglielmetti  ; 
Spain. — E.  Magdalena  and  F.  Martinez  Sanz  ;  Switzerland. — 
Capt.  Armbruster,  1st  Lieut.  Ansernrier  and  Maj.  Gerber; 
and  United  States. — Oscar  Weslover,  H.  E.  Honeywell  and 
W.  Reed. 


A  new  Junkers’  three- 
seater  :  This  machine, 
to  which  reference  was 
made  in  FLIGHT  re¬ 
cently,  is  a  departure 
from  Junkers’  practice 
in  having  the  wing 
placed  on  top  instead 
of  low  down  on  the 
fuselage.  The  cabin 
has  accommodation  for 
two  passengers,  and  as 
the  engine  is  a  Siemens 
of  60  h.p.  only,  the 
machine  is  using  but 
20  h.p.  per  occupant, 
which  should  give  very 
economical  running. 
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LONDON  TERMINAL  AERODROME 


Monday  evening,  July  24. 

Despite  usual,  but  inexplicable,  fluctuations,  passenger  traffic 
on  the  various  London-continental  air  routes  continues  to 
show  signs  of  a  definite  improvement,  and  air-line  managers 
are  beginning  to  take  quite  an  optimistic  view  of  the  situation, 
though  the  rivalry  between  the  different  lines  remains  as 
keen  as  ever. 

Alterations  are  being  made  in  the  times  of  one  or  two  of 
the  services.  The  K.L.M.  resume  their  10  a.m.  service  to 
Rotterdam  and  Amsterdam  today,  and  will  cease  running  the 
6.15  a.m.  early  morning  monoplane  which  was  put  on  to 
supply  newspapers  for  the  conference  at  the  Hague.  The 
histone  Air  Line,  now  that  they  are  in  a  somewhat  better 
position  as  to  machines,  are  resuming  their  mid-morning 
service  to  Brussels,  and  one  of  their  machines  will  in  future 
leave,  the  air-station  for  Brussels  at  11.45  a.m 

A  striking  example  of  the  value  of  the  air  services  to 
provincial  business  men  was  afforded  on  Wednesday,  when  a 
Liverpool  business  man  travelled  to  L‘aris  on  the  5.30  a.m. 
Daimler  newspaper  machine.  He  remained  at  business  in 
Liverpool  right:  up  to  the  end  of  the  day  on  Tuesday  evening, 
and,  in  fact,  did  notleave  Liverpool  until  after  9  p.m.,  reaching 
London  at  about  4  a.m.  on  Wednesday  morning.  A  car  was 
waiting  at  the  station  to  take  hitu  to  Croydon,  and  he  was 
in  Paris  before  8  a.m.  This  is  a  striking  illustration  of  the 
value  of  the  air  services  in  connection  with  the  night  trains 
from  the  provinces,  and  it  is  a  point  which  the  various  air 
services  might  do  well  to  take  up.  The  advantages  offered 
by  air  travel  on  the  existing  lines  are  far  greater  in  the  case 
of  provincial  business,  both  passenger  and  goods,  than  is  the 
case  with  London,  and  it  would,  perhaps,  pay  one  of  the 
air-lines  to  concentrate  on  an  effort  to  get  provincial  business. 

The  Instone  Air  Line  have  now  obtained  delivery  of  three 
Vickers  “  Vulcans,”  and  all  of  them  have  been  put  on  service. 
This  machine  is  known  to  the  staffs  at  the  air-station  by  the 
familiar  name  of  “  The  Flying  Pig,”  and  it  certainly  is  the 
most  peculiar-looking  machine  on  any  of  the  services. 

Whims  of  an  American  Passenger 

Mr.  Youell  left  for  Penzance  with  an  American  passenger 
who  wished  to  see  ”  the  end  of  Britain,”  on  Friday  morning  ; 
but,  after  arriving  at  Yeovil,  his  passenger  expressed  a  desire 
to  see  Birmingham  instead.  Humouring  him  in  this  strange 
fancy,  Mr,  Youell  flew  on  to  Birmingham,  and  arrived  back 
at  Croydon  on  Saturday  evening. 

During  the  week-end,  the  Surrey  Flying  Services  were 
busy  taking  up  5s.  joy-riders,  although  the  weather  spoilt 
business  again,  and  the  crowds  were  by  no  means  as  large 
as  could  have  been  wished.  The  Surrey  Flying  Services  have 
now  three  Avros  available  for  taxi  work  and  joy-rides.  Two 
of  these  are  fitted  with  120  h.p.  Clergets,  and  the  other  with 
an  80  h.p.  Renault. 

Commander  Perrin,  of  the  Aero  Club,  was  at  the  air-station 
on  Saturday  with  a  bundle  of  posters  announcing  the  Aerial 
Derby.  He  tells  me  that  it  is  expected  that  both  Sadi  Lecointe 
and  Kirsch  will  take  part  in  the  race,  which  will  once  again 
assume  an  international  character. 

Mileage  Figures  from  Amsterdam 

The  K.L.M.  announce  that  the  machines  entering  and 


leaving  their  aerodrome  at  Amsterdam  have  now  flown  a 
total  distance  of  ijioo.ooo  kms.  This  total  includes  the 
machines  that  were  flown  by  Airco  and  Handley  Page  in 
conjunction  with  the  K.L,.M.  in  the  early  days,  and  also  the 
machines  operated  by  the  French  companies  on  the  Paris- 
Amsterdam  route. 

The  newspapers  which  now  go  to  Paris  each  morning  at 
5.30  a.m.  on  one  of  the  Daimler  D.H^’s,  had  a  remarkably 
rapid  trip  on  Monday  last.  From  the  moment  of  leaving 
the  air-station  at  Croydon  to  the  actual  delivery  at  the  Paris 
office,  by  motor-car  Irom  Le  Bourget,  the  time  was  only  2  hours 
7  minutes. 

The  Napier-engined  Handley  Page  W.8  made  a  rapid 
journey  to  Paris  on  Wednesday,  taking  only  1  hour  42  minutes 
by  the  official  messages.  This  was  claimed  in  the  daily 
newspapers  as  a  record  for  a  passenger  machine.  It  is 
certainly  a  record  for  a  twin-engined  machine,  but  is  away 
behind  the  times  made  by  single- engined  passenger  machines. 
A  Napier-engined  Airco  10,  piloted  by  Mr.  Powell,  accom¬ 
plished  the  journey  between  London  and  Paris  in  1  hour 
26  minutes,  while  a  similar  machine,  on  an  entirely  different 
occasion,  flew  from  Paris  to  Croydon  in  1  hour  27  minutes. 

On  Monday  morning,  Maj.-Gen.  Sir  W-  S.  Brancker, 
Director  of  Civil  Aviation,  visited  the  aerodrome  in  order 
to  perform  the  opening  ceremony  in  connection  with  the 
new  repair  and  test  shops  of  the  Daimler  Airways.  Taking  as 
his  text,  one  of  the  Daimler  D.H.34  ”  expresses,”  which  those 
who  attended  the  function  inspected  with  great  interest,  and 
which  has,  during  the  last  three  months,  flown  a  distance  of 
53,000  miles,  Gen.  Brancker  made  some  very  pertinent 
observations.  One  thing  he  said  was  that  he  believed  that 
in  three  years'  time  commercial  aviation  would  be  on  a 
paying,  unsubsidised  basis,  and  that  in  ten  years  there  would 
be  a  widespread  network  of  airways  throughout  the  Empire. 
One  specially  notable  fact  in  connection  with  the  Daimler 
”  express,”  which  has  put  up  the  53,000  miles  record  in 
three  months,  is  that  official  inspection  has  shown  it  to  be, 
if  anything,  in  better  flying  trim  than  it  was  on  the  day 
on  which  it  first  began  flying  between  London  and  Paris. 

Weather  Forecasts  from  France  by  Wireless 

Weather  forecasts  issued  by  the  French  Meteorological 
Office  are  now  being  received  by  wireless  and  exhibited  side 
by  side  with  the  forecasts  issued  by  our  Meteorological  Office 
on  the  'drome.  A  typewritten  notice  alongside  these  fore¬ 
casts  calls  attention  to  the  fact  that  no  responsibility  is 
accepted  by  the  “  meteor  ”  people  on  this  side  of  the  Channel 
for  any  statement  contained  in  the  French  forecasts. 

Some  of  the  K.L.M.  monoplanes  are  now  to  be  fitted  with 
wireless  sets  similar  to  those  fitted  to  the  British  machines. 
In  fact,  I  am  told  that  they  are  to  be  fitted  by  the  British 
Marconi  Company  and  will  be  maintained  in  repair  from 
Croydon.  It  is  acknowledged  that  the  wireless  sets  which  are 
fitted  to  the  British  machines  are  far  in  advance  of  any 
others  throughout  the  world. 

There  is  a  persistent  rumour  at  the  air-station  that  the 
Instone  Air  Line  are  about  to  open  a  service  to  Cologne  as  an 
extension  of  their  London-Brussels  service.  It  is  also 
rumoured  that  they  are  at  the  same  time  to  close  their  service 
to  Paris. 


A  WAY  THEY  HAVE  IN  MEXICO  :  A  test  for  sound  judgment  and  nicety  of  control  employed  at  the  Valbuena 
Military  Flying  School.  The  pilot  has  to  fly  close  to  a  man  on  the  ground,  who  holds  up  a  pole  with  a  hat  on  the 

top,  and  knock  the  hat  off  with  the  wing  tip  ! 
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Roval  Air  Force  Personnel  ,  _  ,  . _ 

Mr.  Malone  on  July  12  asked  the  number  of  officers  and  men  whose 
duties  do  not  normally  take  them  in  the  air,  and  the  number  of  qualified  phots 
and  observers  whose  duties  normally  take  them  in  the  air  and  are  now  actively 

S<> Captain  Guest :  Officers  and  men  whose  duties  do  not  normally  take  them 
in  the  air  include,  in  the  first  place,  officers  belonging  to  the  stores,  chaplains, 
and  medical  branches,  and  these  number  550.  In  addition,  there  are 
certain  number,  about  70,  of  officers  on  the  general  list  who  are  medically 
unfit  for  full  flying  duties.  With  regard  to  the  airmen,  there  are  24,535  whose 
duties  do  not  normally  taken  them  in  the  air,  but  a  considerable  number  of 
these  have  to  eo  up  for  the  testing  of  engines,  wireless  operations,  and  other 
duties.  The  number  of  qualified  pilots  and  observers  whose  duties  do 
normally  takes  them  into  the  air,  comprise  not  only  pilots  and  observers 
employed  with  Service  squadrons,  but  also  officers  employed  as  instructors 
in  flying  training  schools  and  other  instructional  establishments.  fht  ■ 
are  also  those  whose  duties  include  the  inspection  of  stations,  or  the  testing  of 
new  devices  like  cameras,  wireless  apparatus,  bombs,  etc.,  all  of  whicn 
necessitate  their  going  into  their  air.  These,  in  addition  to  the  pilots 
account  for  practically  all  the  officers  on  the  general  list,  who,  as  stated  in 
mv  reply  to  my  I1011.  friend  on  February  27  last,  number  nearly  2,200, 
exclusive  of  the  ex-uaval  warrant  officers  referred  to  therein. 

Civil  Aviation  Subsidies  ,  ,  _  ,  .  c.  . 

Mr.  L’Estrange  Malone  on  July  13  asked  the  Secretary  of  State  for 
Air  how  much  of  the  money  allowed  for  civil  aviation — subsidies,  etc.  in 
the  1922-23  Estimates  has  not  yet  been  allocated  ;  how  is  it  intended  to 
utilise  this  sum  ;  whether  this  sum  is  considered  sufficient ;  whether  he  has 
recently  received  representations  as  to  the  serious  position  of  the  air  industry  , 
and  whether  he  can  make  a  statement  as  to  the  Governments  policy  ■ 

Cant  Guest  :  1  assume  that  my  hon.  friend  is  referring  to  the  sub-head 
of  Vote  8,  which  relates  to  “Civil  Aviation  Subsidies  ;  if  he  refers  to  the 
Vote  as  a  whole  be  will  see  that  the  allocation  of  the  money  included  in  it  is 
given  in  fairly  full  detail  in  the  Air  Estimates.  As  regards  the  sub-head  tor 
subsidies  of  <>07,000,  £107,000  was  provided  for  the  purchase  of  machines 
to  be  supplied  on  hire-purchase  terms  to  approved  civil  aerial  transport 
companies  £100,000  was  provided  for  subsidies  in  cash  to  such  companies. 
It  is  possible  that  the  subsidy  grants  earned  and  the.  requirements  m  machines 
maybe  less  than  the  Estimate,  but  1  am  not  yet  in  a  position  to  say  what 
savings  will  arise  or  how  they  will  be  allocated.  In  considering  the  allocation 
of  any  savings,  the  Air  Ministry  would  most  certainly  have  regard  to  the 
present  position  of  transport  companies— whose  not  unreasonable  estimates 
of  traffic  have  not  been  fulfilled— and  of  the  aircraft  industry. 

Air  C m*  Viscount  Curzon  asked  the  Prime  Minister  whether  he  is  aware  that 
the  deputation  from  the  Parliamentary  Air  Committee  to  be  received  by  the 
Committee  of  Imperial  Defence  will  not  include  any  representative  able  to  speak 
for  the  naval  side  of  the  case  ;  and  whether,  in  view  of  the  importance  of 
the  subject  and  of  the  fact  that  the  Royal  Navy  is  very  much  involved  in 
the  consideration  of  the  problems  of  the  air,  he  will  allow  an  opportunity 
for  certain  members  of  the  Parliamentary  Navy  Committee  to  appear  betore 
the  Committee  of  Imperial  Defence  and  state  their  views  on  the  naval  aspect 
of  the  problem  of  air  defence? 

Mai  -Gen  Sir  1.  Davidson  asked  the  Prune  Minister  whether  be  is  aware 
that  the  deputation  from  the  Parliamentary  Air  Committee  to  be  received 
bv  the  Committee  of  Imperial  Defence  will  not  include  representatives  able 
to  sneak  from  the  Navy  and  Armv  sides  of  the  case  ;  and  whether,  in  view 
of  the  importance  of  the  subject  and  the  fact  that  all  three  Services  are  closely 
involved  in  the  problems  of  the  air,  he  will  allow  an  opportunity  for  certain 
members  of  the  Parliamentary-  Army  Committee  to  appear  before  the  Com¬ 
mittee  of  Imperial  Defence  and  state  their  views  on  the  military  aspects  of 

the  problems  of  air  defence?  ...  , ,  , .  ,  ,  _ 

file  prime  Munster  :  The  most  convenient  method  would  appear  to  be  or 
the  Parliamentary  Navy  Committee,  in  the  one  case,  and  the  Army  Committee 
in  the  other,  to  get.  in  touch  with  the  Parliamentary  Air  Committee  with  a 
view  to  a  single  deputation  on  the  subject.  ,  ,  „  v 

Viscount  Curzon  :  Is  the  right  hon.  gentleman  aware  that  the  ^rhamen- 
tary  Navv  Committee  has  met.  and  endeavoured  to  get  into  touch  with  the 
Parliamentary  Air  Committee,  and  they  do  not  want  the  representatives  of 

“VffpW  S23E?f  VUiW  «»•  should  ■»  any  didernuce  o! 

opinion.  We  are  only  anxious  to  get  as  much  assistance  as  possible  from 
Members  who  take  an  interest  in  this  matter  to  help  us  to  come  to  a  right 
conclusion.  We  are  anxious  to  hear  what  can  be  said  by  those  who  are 
more  cognisant  of  the  Navy  than  the  Army,  and  also  those  who  are  specia  ly 
interested  in  the  Army  side  of  the  question  I  think  that  hon  Members  who 
take  an  interest  in  the  matter  in  both  capacities  should  be  able  to  come  to 
an  agreement  as  to  the  deputation  to  be  received  by  the  Committee  of  Imperial 

D<Viseoimt  Curzon  :  Will  the  deputation  to  be  received  by  the  Committee  of 
Imperial  Defence  not  be  limited  to  four  persons  ?  . 

The  Prime  Minister  :  I  think  it  would  be  a  mistake  to  have  more  ;  that  is 
quite  ample— two  for  one  point  of  view,  and  two  for  the  other. 

Viscount  Curzon  :  If  the  Parliamentary  Air  Committee  do  not  wish  the 
Navy  representatives  to  accompany  them,  may  I  bring  the  matter  to  the 
notice  of  the  right  hon.  gentleman  again  ? 

Captf  W.  Bonn ;  Could  not  the  right  hon.  gentleman  give,  an  additional 
Supply  dav  to  this  very-  important  Service  ?  ,, 

The  Prime  Minister:  Yes;  if  there  is  a  general  desire, 
will  trv  to  find  a  -Supply  day  for  the  purpose.  But  I  do  hope  before  they 
come  that  the  representatives  of  the  Air  Committee  in  this  House  will  be 
able  to  accommodate  their  views  to  those  of  the  other  gentlemen  mentioned, 
and  present  their  case  together  before  the  Committed  of  Imperial  Defence. 
We  should  like  to  have  the  matter  examined  by  the  Committee  of  Imperial 
Defence  before  the  discussion  in  this  House. 

BUrCi erA Viscm: vrtmos  on  July  17  asked  the  Prime  Minister  whether  the 
Government  have  as  yet  come  to  any  decision  upon  the  Burn.y  airship 

Mr.  L.  Malone  asked  the  Prime  Minister  whether  His  Majesty  s  Government 
have  vet  arrived  at  a  decision  in  regard  to  the  Burney  airship  scheme  ; 
whether  it  has  vet  been  approved;  and  whether  they  have  taken  into 
consideration  the  relative  cost,  efficiency  and  advantages  of i^p^instead^of 
aho:  on  the  same  lines  to  similar  schemes  employing  aeroplanes  instead  of 

a 'The* Prime  Minister  :  As  a  result  of  several  meetings  of  the  Committee  of 
Imperial  Defence,  it  was  decided  that  in  view  of  the  need  for  ecoiiomy  no 
money  should  be  expended  in  developing  an  airship  service,  either  .tor 
commercial  purposes  or  with  the  object  of  establishing  Imperial  ci  , 

lions.  A  special  sub-Committee  is  being  appointed,  with  m>'  J0";  ™ 
the  Parliamentary  Secretary  to  the  Admiralty  as  chairman,  to  study  m 
detail  the  technical  aspects  of  Comdr,  Burneys  scheme  with  a  vie 


ascertaining  rf  Comdr.  Burney’s  claims  were  well  founded  and  if  his  scheme 
was  likely  to  produce  airships  which  would  be  of  national  value  in  time  ot 
war.  Full  consideration  is  being  given  to  the  possibility  of  the  employment 
of  airships  in  connection  with  Imperial  air  communications, 

Viscount  Curzon  :  Will  the  Report  of  this  Committee  be  published,  and  is 
the  right  hon.  gentleman  aware  of  the  great  delay  that  has  already  taken 
place  in  referring  the  matter  from  one  Committee  to  another  ?  I  hope  this 
does  not  mean  that  there  will  be  any  further  delay. 

The  Prime  Minister:  It  is  doubtful  whether  it  is  desirable  to  publish 
the  Report  of  a  private  Committee  of  the  Committee  of  Imperial  Defence. 

Viscount  Curzon  :  Could  a  general  outline  of  the  Report  be  published,  if 
at  all  possible  ? 

The  Prime  Minister  :  1  will  consider  that. 

Aircraft  Industry  ..  . 

Viscount  Curzon  asked  the  Prime  Minister  whether  his  attention  lias 
been  drawn  to  the  very  grave  position  of  the  aircraft  industry  in  this  country  ; 
whether  he  is  aware,  that  it  is  in  immediate  danger  of  complete  collapse, 
and  that  all  development  and  research  is  practically  at  a  standstill;  that, 
if  this  should  occur,  it  will  not  be  possible  to  provide  for  expansion  in  emer¬ 
gency,  and  that  the  industry  may  take  years  to  recover  ;  (hat  it  has  been 
admitted  by  the  Admiralty  that  the  present  organisation  of  the  Royal  Air 
Force  does  not  provide  the  Royal  Navy  with  the  machines  and  personnel 
required,  both  lighter  and  heavier  than  air,  for  its  present  establishment  ; 
and  whether  he  can  state  what  immediate  steps  the  Government  intend  to 
take  to  meet  the  grave  developments  and  to  provide  for  future  requirements, 

both  civil  and  military  ?  _ 

The  Prime  Minister  :  1  am  fully  alive  to  the  position  of  the  aircraft  industry, 
though  1  cannot  accept  all  the  statements  made  by  my  noble  and  gallant 
friend  which  seem  to  me  to  be  exaggerated.  As  I  have  already  announced, 
the  whole  question  is  engaging  the  careful  consideration  of  the  Committee 

of  Imperial  Defence.  ,  .  .  . 

Viscount  Curzon:  Whei  the  right  hon.  gentlemen  says  my  statement  is 
exaggerated,  is  he  aware  that  the  Secretary  of  State  for  Air  has  already 
announced  that  he  vie  vs  (he  situation  with  giave  alarm  ? 

NaV  ViscomT^CURZON,  on  July  18,  asked  the  Secretary  of  State  for  Air  whether 
any  of  the  machines  working  from,  or  with,  JI.M.S.  Argus  have  recently 
crashed  and  how  many  aeroplanes  were  available  for  service,  working  with  the 
Royal  Navy  on  July  16,  1922,  for  bombing,  fighting,  torpedo-carrying,  observa¬ 
tion,  and  training,  respectively  ?  .......  ,  rc  ,,ct 

Capt.  Guest :  The  answer  to  the  first  question  is  that,  since  May  15  last, 
only  two  aeroplanes  have  been  seriously  damaged,  and  written  off,  during 
deck  landing  practice.  Damage  to  aeroplanes  is  to  be  expected  in  gaining 
exercises  of  this  kind,  but  this  does  not  affect  the  number  of  aeroplanes 
available,  damaged  machines  being  at  once  replaced  from  the  supply  held  in 

immediate  reserve.  ,  ,  ,  . 

The  answer  to  the  second  question  is,  that  aeroplanes  are  available  in  the 
following  numbers,  including  the  50  per  cent,  first  lino  reserve,  which  is  kept  at 
the  unit  and  provides  immediate  replacements  for  any  damage  to  unserviceable 
aeroplanes  : — 

Reconnaissance. — 18  ship  planes,  18  float  planes,  15  fl>  ing  boats. 

Spotting. — 18  ship  planes. 

Torpedo-carrying. — 18  ship  planes. 

Fighting.— 9  ship  fighters. 

Training. — 9  float  seaplanes,  12  flying  boats. 

Development. — 6  flying  boats,  4  torpedo  ship  planes.  s, 

Thus  there  are  127  service  aeroplanes  in  active  commission  and  first  line 
reserve  engaged  in  aerial  and  naval  peace  exercises  or  in  naval  air  training  and 
development.  In  addition  to  this,  two  of  the  reserve  squadrons,  comprising 
36  aeroplanes,  including  immediate  reserve  are,  inter  aha,  being  used  for  certain 
other  special  forms  of  naval  co-operation.  Finally,  there  is  maintained 
behind  these  units  a  main  reserve  of  the  various  types  amounting  to  over 
200  aeroplanes  without  pilots,  all  of  which  would  be  available  for  the  reinforce¬ 
ment  of  the  above  naval  units.  The  actual  grand  total  of  aerop  anes  available 
for  all  purposes  connected  with  the  Navy  is  359,  exclusive  of  the  two  reserve 

squadrons  mentioned  above.  .... 

Lieut. -Commander  Kenworthy :  Does  not  the.  difference  between  this 
answer  and  the  answer  given  by  the  Parliamentary  Secretary  to  the  Admiral' tv 
show  a  great  lack  of  co-ordination  between  the  Air  Service  and  the  Admiralty  t 

Viscount  Curzon  asked  the  Secretary  of  State  for  Air  whether  pitots  working 
with  the  Roval  Navv  are  interchangeable  with  pilots  working  with  the.  Royal 
Air  Force  in  other  areas  ;  whether  such  changes  are  in  fact  made  ;  and  whether 
any  of  the  pilots  borne  iu  or  attached  to  His  Majesty  s  Ship  Argus  have 
recently  been  changed  ? 

Capt  Guest :  In  answer  to  the  first  question,  pilots  working  with  the  Royal 
Navy  are  interchangeable  with  those  working  on  other  duties,  as  it  is  considered 
necessary  to  give  them  the  widest  possible  experience.  A  certain  amount  ot 
special  practice  work  is  needed  in  connection  with  co-operation  With  the  Fleet, 
and  pilots  so  engaged  are,  as  far  as  possible,  retained  111  their  appointments 
for  a  period  of  four  years  ;  though  in  practice,  on  account  of  promotion, 
or  owing  to  their  being  required  for  special  appointment,  or  for  some  otn 
similar  reason,  the  full  period  is  not  always  served  by  all  officers. 

The  reply  to  the  second  question  is  in  the  affirmative.  With  regard  to  the 
third  question,  two  pilots  have  been  changed  during  the  current  year.  One 
of  these  was  required  for  a  course  at  the  Royal  Air  Force  Staff  College,  and  the 
other  for  experimental  work. 

Sh°MRAMALosE  asked  the  Secretary  of  State  for  Air  at  what  date  the  tests 
in  regard  to  corrosion  aiul  vibration  were  actually  commenced  on  the  Short 
Brothers  all-metal  aeroplane,  exhibited  at  Olympia  in  1920  and  immediately 

purchased  by  the  Air  Ministry  ?  ,  .,  .  -  -u  t,,r] 

Capt  Guest-  Investigation  on  the  corrosion  of  metal  alloys  which  had 
been  initiated  during  the  War,  and  then  suspended,  was  resumed  early  1111921, 
bv  a  sub-committee  of  the  Department  of  Scientific  arid  Industrial  Research, 
whose  report  is  waited.  (The  material  used  m  the  Short  aeroplane  was  well- 
known  and  is  one  of  those  under  investigation  by  the  Committee.)  As 
regards  the  vibration  tests,  the  aeroplane  arrived  at  1-aruborough  on  February 
1  iq-’i  and  a  detailed  examination  of  the  machine  took  place,  .  traigh 
flights  were  aut  horised  in  May,  1921,  static  tests  commenced  m  June,  vibration 
tests  in  September,  and  both  were  completed  in  November,  1921. 

Air  LtEPToCm,.  A.  Murray,  on  July  19.  asked  the  Prime  Minister  whether 
his  attention  has  been  drawn  to  the  statement  made  by 
the  Admiralty,  in  an  address  to  the  1920  Club,  to  the  effect  tlia t  the  N av> 
must  have  control  over  its  Air  Service  -  and  whether  this  statement 
represents  the  views  of  His  Majestv^s  Government  . 

Mr.  Chamberlain  (Leader  of  the  House)  :  The  Government  pohcy  wa s 
stated  bv  me  in  this  House  on  March  16  of  this  year,  and  to  thi  stateine 
I  have  at  present  nothing  to  add,  as  the  enquiry  mto  the  system  of  naval  and 
air  co-operation  which  I  then  foreshadowed  is  still  proceeding,  I  should 
add  that She  meeting  addressed  by  my  noble  friend  was  a  private  one.  and 
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reporters  were  not  present.  The  account  of  wltat  he  said  which  reached  the 
Press  was,  J  am  informed  hy  him,  unauthorised  and  incorrect. 

Lieut. -Col.  Murray  :  Can  the  Lord  Privy  Seal  tell  us  what  the  right  him. 
gentleman  did  say  ? 

Mr.  Chamberlain  :  Nothing  inconsistent  with  the  statement  of  polity 
which  I  made  to  the  House  in  March  last. 

Captain  Wedgwood  Penn  ,  Will  the  Committee  to  which  the  right  lion, 
gentleman  has  referred  giveeltect  to  the  decision  of  the  Government  to  main¬ 
tain  the  unity  and  integrity  of  the  Air  Force  ? 

Mr.  Chamberlain  :  No,  Sir,  the  decision  of  the  Government  was  that  there 
should  he  an  integral  Air  Force,  and  the  Committee  to  which  1  have  referred, 
and  the  appointment  of  which  1  then  foreshadowed,  was  to  consider  methods 
in  which  Naval  and  Air  Force  co-operation  could  be  most  effectively  carried 
out  to  the  advantage  of  both  services,  and,  above  all,  to  the  advantage  of 
the  country. 

Mr.  Lambert  :  When  will  the  Committee  report  ? 

Mr.  Chamberlain  :  I  cannot  say.  It  is  dealing  with  very  important 
matters,  and  with  matters,  admittedly,  of  some  difficulty.  With  every  good 
will  on  both  sides  there  will  be  no  delay,  but  I  cannot  fix  a  time. 

Aeronautical  Research 

Lieut. -Colonel  Moore  Brabazon  on  July  :o  asked  the  Secretary  of 
State  tor  Air  if  he  will  state  what  provision  has  been  made  in  the  Air  Estimates 
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LOSS  OF  FRENCH  “ 

The  Air  Ministry  announces  that  the  investigation  which 
was  previously  announced  as  being  made  by  the  Inspector 
of  Accidents  into  the  circumstances  attending  the  unfortunate 
accident  to  the  French  “  Spad  ’  aeroplane  off  Folkestone  on 
June  3,  which  resulted  in  the  loss  of  the  machine  when  3  miles 
from  the  coast  and  the  death  of  all  on  board,  has  now  been 
completed.  As  was  foreshadowed  in  a  previous  communique*, 
the  finding' of  the  Inspector  of  Accidents  is  that  the  evidence 
available  is  insufficient  to  determine  the  cause  of  the  accident. 

In  view  of  the  public  interest  in  the  matter  a  summary  of 
the  main  facts  regarded  as  established  by  the  enquiry  is  given 
as  follows  : — 

The  aeroplane,  after  undergoing  certain,  modifications, 
including  the  installation  of  a  Hispano-Suiza  engine,  was 
granted  a  fresh  certificate  of  airworthiness  by  the  French 
authorities  on  April  26,  1922.  On  May  29,  the  pilot  flew  the 
aeroplane  from  Paris  on  its  first  journey  after  re-certification, 
and  had  a  forced  landing  at  Lympne,  owing  to  a  broken  oil 
pipe.  After  repair,  he  continued  the  journey  to  Croydon  on 
June  1,  1922.  On  June  3,  the  day  of  the  accident,  before  the 
flight  was  commenced,  the  machine  was  examined  and  passed 


for  pure  aeronautical  research  ;  aud  what  percentage  of  the  total  Estimates 
is  devoted  to  this  Department  ? 

Captain  Guest  :  The  total  provision  made  in  the  Air  Estimates  for  carrying 
out  research  work  is  £1,147,000.  This  figure  represents  the  sum  which  is 
devoted  to  all  forms  of  experimental  and  research  work  carried  out  under  the 
direction  of  the  Air  Ministry,  and  into  this  work  enters  a  very  substantial 
element  of  pure  research,  the  cost  of  which  it  is  not  possible  to  extricate 
from  the  remainder  of  the  Vote  It  also  includes  a  sum  oi  £47,000.  which  is 
specifically  confined  to  pure  research  work  carried  out  at  the-  National 
Physical  Laboratory,  at  the  Air  Ministry  Laboratory,  and  by  the  Aeronautical 
Research  Committee,  the  Ordnance  Committee  aud  Research  Department  at 
Woolwich,  aud  other  joint  establishments,  and  also  by  special  consultants. 

Air  Ministry  Economies 

Captain  Losebv,  on  July  31,  asked  the  Secretary  of  State  for  Air  whether, 
as  a  result  of  the  Gcddes  recommendations,  any  economies  have  been  effected 
in  the  secretariat  of  the  Department;  if  so,  to  what  extent;  and  how  do 
such  economies,  if  any,  compare  with  the  reductions  effected  in  the  Directorate 
of  Research  ? 

Captain  Guest  :  The  answer  to  the  first  question  is  in  the  affirmative ; 
to  the  second,  that  29  temporary  administrative  and  clerical  officers  have 
been  discharged  ;  to  the  third,  that  53  persons  ou  the  staff  of  the  Directorate 
of  Research  have  been  discharged  or  are  under  notice  of  discharge. 

0  0 

AEROPLANE  OFF  FOLKESTONE 

by  an  English  ground  engineer  licensed  by  the  Air  Ministry. 
The  pilot  was  experienced,  and  so  far  as  is  known  in  good 
health.  The  weather  conditions  for  flying  over  the  London- 
Paris  route  at  the  time  of  the  accident  were  fair.  The  sky 
was  overcast  by  a  layer  of  cloud  at  a  height  of  t  ,500  to  2,000  ft., 
accompanied  by  thin  mist  over  the  sea.  Visibility  inland 
was  good,  but  over  the  Channel  it  was  about  4,000  yds.  at  the 
surface.  The  wind  was  north-west,  about  15  m.p.h.  The 
engine  was  running  satisfactorily  throughout  the  flight,  but 
evidence  as  to  the  behaviour  of  the  machine  after  finally 
leaving  the  coast  is  conflicting  and  unreliable. 

In  the  absence  of  any  evidence  as  to  technical  or  climatic 
causes  to  which  the  accident  could  be  definitely  attributed, 
the  question  whether  it  might  have  been  brought  about  by 
any  interference  with  the  pilot  or  the  control  mechanism 
was  considered.  The  conclusion  was,  however,  formed 
that,  owing  to  the  almost  complete  partitioning  off  of  the 
pilot's  cockpit,  it  was  hardly  possible  for  any  such  inter¬ 
ference  to  have  taken  place  accidentally,  and  no  evidence 
was  found  to  support  a  theory  that  such  interference  had 
taken  place  intentionally. 


SPAD  ” 
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Albert  Medal  for  R.A.F.  Officer 

The  King  has  awarded  the  Albert  Medal  to  Squadron- 
Leader  Charles  Curtis  Darley,  of  the  R.A.F.,  in  recognition  of 
his  gallantry  in  endeavouring  to  save  life. 

On  the  night  of  September  27,  1919,  a  Vickers-Vimy 
aeroplane,  piloted  by  Captain  Cecil  Hill  Darley,  brother  of 
Squadron-Leader  (then  Flight-Lieutenant)  Darley,  who  was 
acting  as  navigation  officer,  made  a  forced  landing  by 
Lake  Bracciano,  some  twenty  miles  north  of  Rome,  when  on 
a  flight  from  England  to  Egypt.  On  the  following  morning, 
in  taking  off,  the  aeroplane  failed  to  clear  a  telegraph 
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GERMAN  DESIGN  FOR  LARGE  FLYING  BOAT  : 
The  photograph  shows  the  scale  model  of  a  twin- 
hull  flying  boat,  apparently  of  Junkers’  design.  The 
machine,  which  is  stated  to  be  all-metal,  will  have 
a  span  of  200  ft,  and  is  to  be  driven  by  four  engines  of 
700  h.p.  each,  probably  of  the  Junkers’  semi-Diesel 
type.  Each  hull  is  to  seat  30  passengers.  One 
wonders  what  will  happen  to  the  centre-section  of  the 
wing  when  the  machine  is  taxying  obliquely  in  a  rough 
sea.  Otherwise  the  design  appears  to  be  very  clean. 


s  a 

pole,  and  crashed,  immediately  bursting  into  flames. 
Squadron-Leader  Darley  was  thrown  clear,  but  at  once 
rushed  to  the  blazing  wreckage  and  displayed  very  con¬ 
spicuous  bravery  and  devotion  in  persistent,  but  unavailing, 
attempts  to  rescue  his  brother. 

Admiralty  and  Aircraft  Exercises 

The  following  is  issued  by  the  Admiralty  : — 

In  view  of  the  unauthorised  and  inaccurate  reports  which 
have  appeared  in  the  Press  with  regard  to  the  torpedo 
aeroplane  attack  on  the  Atlantic  Fleet  which  took  place  off 
the  Isle  of  Wight  on  July  7,  in  the  presence  of  the  King,  the 
Admiralty  consider  it  desirable  to  issue  the  following  brief 
statement  of  the  facts 

1.  The  exercise  was  in  no  sense  novel,  and  was  designed 
as  a  spectacle  rather  than  as  a  critical  experiment.  Similar 
exercises  have  been  carried  out  on  several  occasions  during 
the  past  three  years,  and  the  results  on  July  7  only  confirmed 
previous  experience. 

2.  In  order  to  afford  practice  to  the  torpedo  aeroplanes  the 
Fleet  approached  to  within  a  few  miles  of  the  aircraft  base 
in  broad  daylight  at  low  speed,  on  a  prearranged  day  and 
at  an  hour  signalled  in  advance  to  the  aircraft.  There  was, 
therefore,  no  surprise  attack,  and  the  conditions  were  essen¬ 
tially  unwarlike  and  unreal. 

3.  Moreover,  as  is  unavoidable  in  till  peace  exercises,  the 
Fleet  offered  an  unresisting  target  to  the  aircraft,  whose 
attack  was  undisturbed  by  any  counter-offensive  action, 
whether  by  the  interference  of  Fleet  aircraft,  gunfire  from 
the  light  cruiser  and  destroyer  screens,  or  heavy,  medium,  and 
anti-aircraft  gunfire  -combined  with  splash  barrages-  front 
ships  in  the  battle  line 

4.  The  aircraft  were  thus  allowed  to  develop  to  the  full 
their  offensive,  whilst  the  Fleet  was  debarred  from  defending 
itself  in  any  way.  In  spite  of  these  favourable  conditions 
the  number  of  hits  obtained  on  the  battle  line  was  small 
and  of  minor  tactical  importance, 

5.  Throughout  the  operation  the  pilots  of  the  attacking 
aircraft  showed  skill  and  dash  in  the  handling  of  their 
machines,  but,  as  already  indicated,  the  conditions  were  so 
unreal  that  no  practical  lessons  affecting  the  security  of  the 
Fleet  can  properly  be  deduced  from  these  exercises. 
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TOE  ROYAL 


AIK  FORCE 


London  Gate  tic,  July  i8,  1922 

Ai- •Coininoilorrr  li  Lo  ris<  her,  C.M.G.,  C.B.E.,  D.S.O.,  to  be  Director 
of  Equipment,  Air  Ministry  (vim  Air-CommOil'ire  C,  JL.  Lauibe,  C.li.,  C.M.6., 
D.S.O.) ;  A  titt  11st  i. 

General  Duties  Branch 

J’jlot  Officer  0.  S.  Brown  tu  br  HviitZ  Officer  ;  July  15.  E.  K  Clifford 
Is  granted  a  short  service  eonniin.  (01  three  years  on  the  active  list  as  a  Flying 
Officer,  with  effect  from,  and  with  seniority  of,  July  10.  Sec.  Lieut.  C.  C. 
Mu'--rlwhiti  .  Middle. m.x  Hegimeut,  is  KfaiUBd  a  temp,  comum.  as  a  Flying 
Officer,  w  ith  effect,  from,  and  with  seniority  of,  July  1,  on  seconding  for  four 
years' duty  with  the  U  A. I  Wing  Commander  <  .  li.  S.  Bradley.  O.B.E.,  is 
placed  on  hall-pay,  S'-ale  A  ;  July  iff.  Squadron  Leader  |.  C.  R  Wood  is 
restored  to  full  pay  from  half-pity  j  June  1  Plying  Officer  K.  W.  McKichau 
(Lieut.  R  A.)  relinquishes  his  temp,  lemmii.  on  return  to  Army  duty  ;  July  1, 
Flying  Officer  D.  M.  Matthews  resigns  bis  short  service  comum.  ;  July  19. 

Stores  Branch. 

f  lying  Officer  *  • .  W.  Longs  tuff  is  confirmed  in  rank  ;  July  5. 


Medical  Sendee 

li.  E.  Isaac,  M.C.  (Capt.  H.A.M.C.),  is  granted  a  temp,  commn.  as  a  Flight* 
Lieut,,  with  effect  from  and  with  seniority  of,  July  3. 

London  Gaiette,  July  ti,  1912 
General  Duties  Branch 

Sqdrn.  Ldr,  (aelg.  Group  Capt.)  II.  C.  Ellis,  C.B.E.  (Lieut.  Col.,  R,A.F.D.|, 
is  seconded  tor  a  lut titer  two  years'  duty  with  the  R.A.F. ;  April  1. 

M  emoranda 

Capt,  P.  Sidney,  .Northumberland  Fus.,  is  granted  permission  to  retain 
the  rank  of  Lieut.-b.il.,  R.A.F.,  on  retirement  born  the  Army.  The  permission 
granted  to  I  ,  Horsley  to  retain  the  rank  of  Lieut,  is  withdrawn  on  his  joining 
the  Army  ;  May  .’6.  The  permission  grunted  to  A.  Wilson  to  retaiu  the 
rank  of  Sec.  Lieut,  is  withdtnwn  on  his  joining  the  Army  ;  July  1. 

Gazelle,  July  lr,  concerning  Sec.  Lieut.  W.  Cougle,  is  cancelled,  and 
Gazette  of  June  30  stands. 
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THE  FRENCH  GLIDING  COMPETITION 


Thk  number  of  entries  for  the  French  gliding  and  soaring 
competition,  which  is  to  be  held  at  Clermont-Ferrand  from 
August  o  to  August  20,  has  now  reached  49,  The  list  up-to- 
date  is  as  follows,  although  it.  appears  probable  that  more 
may  be  added  before  the  opening  of  tbe  competition  - 
/,  Moriss  Abliins  17.  Gustave  Thorouss 


•2.  Louis  de  Mange 

3.  Louis  de  Monge 

4.  Eric  Kessler 

5.  K.  Dow  oi  tine 
(1  G.  Beucbet. 

7.  R.  Derivaux 

H  Lncieti  Coil  pet 

9.  J.  Gilbert. 

10.  Georges  Groux 
11  J  Pimonle 

12.  Max  Massy 
13  J  tiles  Desltayes 
1  4 .  Francis  t  haidon 
15.  Francis  Char  don 
lb.  Francis  (  harden 


18.  Daniel  Montflgnc 

19.  U si nes  Farmun 

20.  Henry  Grandin 

21.  J.  Rolld 

22.  Maurice  RousSet 

23.  Henry  Potez 

24.  Georges  Sablier 

25.  Pierre  O  Datable 

26.  I.ouis  Peyrel 
•27.  Aitnd  Vaiette 

28.  Fttord  Bernasconi 

29.  Maurice  Gritfrath 

30.  Lucieu  Lefort 

31.  Pierre  Alvi 

32.  Jean  Trofin 


33.  StiS  Louis  Breguet  41. 

34.  C».  L.  Julien  42. 

35.  Marceau  Aubiet  43. 

36.  J  tiles  Caux  44- 

37.  Bellanger  F reres  43. 

38.  J.andcs  et  Derouitt  46. 

39.  Aeronautical  Engineering  47. 

Society  48, 

40.  Louis  Clement  49 


F.  Dewoitine 
Pierre  Levasseur 
Et.  Henri  Dits 
Louis  Paulhan 
Pierre  Bonnet 
Jean  Gainer 
U  si  ties  Far  man 
Verrimst-Maueyroi 
Charles  Vercrysse 


Louis  Clement 

For  the  purpose  of  housing  and  feeding  the  personnel  which 
will  assemble  there,  a  camp  has  been  established,  which  w  ill 
be  known  as  "  Camp  Mouillaxd.”  It  is  situated  about  12  miles 
from  Clermont-Ferrand,  at  the  foot  of  the  Puy  de  Combegrasse, 
from  which  the  majority  of  the  gliding  flights  will  be  started. 
The  competition  is  international,  42  machines  of  French 
design  and  construction  being  entered,  while  Switzerland 
has  entered  five,  America  one  and  Belgium  one.  Great 
Britain  is  not  represented. 

The  Judges'  Committee  is  composed  as  follows  :  Lieut-Col 
Renard,  Commandant Destrem,  MM.  Charles  Dollius,  TUffard, 
Ribourt,  and  Capts.  Philippe  and  Suffrin-Hebert. 
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ROYAI.  AltRONAI  TICAl  SOCIETY  NOTICES 

Silver  Me  (in  l  \t  3  Council  Meeting,  held 

on  July  lS.  il  was  decided  to  award  the 
Society's  Silver  .Medal  for  K? 21  to  Mr  H.  K. 
Ricardo,  for  his  paper  entitled  “  Some 
Possible  1  .mes  of  Development,  in  Aircraft 
Engine-.  ”  The  Silver  Medal  will,  in  future, 
be  awarded  annually  to  the  author  of  the 
paper  which  is,  in  the  opinion  of  the  Council, 
the  best  paper  of  those  published  in  the 
Aeronautical  Journal  each  year 
U slwnit  Memorial  l  aud , -  It  is  regretted  that  the  sub 
senption  0!  25  guineas  towards  this  Fund  from  Sir  Trevor 
Dawson  was  inadvertent1}  credited  to  the  Pilcher  Memorial 
Prize  tor  Students  The-  increases  the  total  of  the  Usborae 
Fund  to  ,/iio  1  4s.,  and  involves  a  corresponding  decrease  in  the 
Pilcher  Prize  to  a  total  of  ft  1 1 

W  1  ,OC  lx  V\  OOP  M  ARSH,  Secretary 

m  w  m  & 

One  Million  Kilometres  of  Air  Travel. 

The  K.J..M.  (Royal  Dutch  Air  Service  Co.)  inform  us 
that  on  July  22,  they  commemorated  the  completion  at 
one  million  kilometres  of  air  travel  flown  under  their  direction, 
included  m  rhis  figure  are  the  journeys  made  by  the  French 
lines  which  were  co-operating  with  the  K.L.M.  The  parti¬ 
culars  of  the  distances  flown  on  the  various  routes  since  the 
fcominenroment  in  1920  are  as  follows  : —  During  1920, 
270,000  kiloins.  During  1921:  Ainaterdam-London  and 
return,  283,200  kiloms  ;  Amsterdam -Hamburg  and  return, 

1 31.200  ;  Amsterdam  Paris  and  return,  161,000;  Special 
flights  estimated,  24,000. 

January  1  to  July  10,  1922  Regular  air  lines,  122,000 
kiloms.  ;  special  flights,  0,600  kiloms.  Total,  1,000,000  kiloms. 

Here  and  in  France 

At  the  annual  meeting  of  Vickers,  Lid.,  lust  week.  Mr. 
Douglas  Vickers,  who  attended,  made  a  few  significant 


remarks  upon  onr  Government's  encouragement  of  aircraft 
constructors,  when  compared  with  the  authorities  of  our 
French  allies.  Mr.  Vickers  said  that  the  firm  were  getting 
their  share  of  such  aeroplane  orders  as  were  being  placed, 
and  their  types  of  machines  were  very  successful,  but  orders 
came  for  such  small  quantities  that  the  cost  of  designing 
and  experiments  bore  much  too  high  a  proportion  to  the 
works’  cost  of  a  machine.  The  position  of  an  aeroplane 
manufacturer  here  contrasted  very  unfavourably  with  that  of 
the  French  manufacturer,  who  got  orders  for  large  series  of 
machines,  and  worked,  therefore,  with  much  reduced  charges 
and  all  the  advantages  of  repetition  work. 

Newspapers  by  Air 

Beginning  as  from  Saturday  last  the  Daimler  Airways 
now  carry  tbe  early  morning  newspapers  to  Paris.  They  were 
unfortunate  on  Saturday  in  the  weather  conditions,  which 
prevented  them  getting  away  before  8.30  a  m,,  but,  as  the 
other  newspaper  machine  run  by  the  Messageries  Aeriennes 
did  not  go  at  all — its  papers  travelling  by  boat  and  train — 
they  scored  a  distinct  success. 

New  Swiss  Air  Lines 

According  to  the  Geneva  correspondent  of  The  Times 
the  Compagnie  des  Messageries  Adriennes,  which  has  obtained 
the  concession  from  the  French  Government,  will  start  its 
Lyons-Geneva  air  service  at  the  beginning  of  .August. 

On  July  28  the  Paris-Lausanne  air  service  was  extended 
to  Geneva,  and  a  daily  service  Paris- Lausanne  Geneva  and 
vice  vena  established. 

Air  Mails  Up-to-Date 

T>ik  despatch  of  letter  mails  by  morning  air  service  to 
Brussels,  which  was  suspended  recently,  was  resumed  last 
Monday. 

Full  details  of  the  Air  Mail  services  now  in  operation  are 
contained  in  a  leaflet  which  has  been  issued  by  the  General 
Post  Office.  Copies  of  the  leaflet — “Air  Mail" — may  be 
obtained,  free  of  charge,  on  application  at  the  counter  of 
head  and  branch  Post  Offices  in  London  and  the  provinces. 
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SOCIETY  OF  MODEL  AERONAUTICAL  ENGINEERS 
(The  London  Aero-Models  Association.) 

The  Society  has  received  permission  from  the  London  County 
Council  for  members  to  fly  model  aeroplanes  on  the  following 
open  spaces  subject  to  their  complying  with  any  instructions 
which  the  head  keepers  may  consider  necessary  to  issue : — 

Blackheath,  — Before  10  a.m. 

Parliament  Hill,  Hampstead— Saturday  and  Sunday 
mornings.  Morning  and  afternoon  other  days. 

Battersea  Park,  Civil  Service  Ground.  Before  10  a  m. 
(Saturdays  excepted) 

Bostall  Heath,  "  Plateau.” — All  times. 

Brockwell  Park,  Herne  Hill,  Cricket  Ground. — May  to 
September,  before  10  a.m.  October  1  to  April  30,  all 
day. 

Finsbury  Park,  Field,  North  of  Lake. — Before  ro  a.m. 

Hackney  Marsh  : — 

Summer,  on  Football  Ground. — All  day. 

Winter,  on  Cricket  Ground. — All  day. 

Hampstead  Heath  Extension.- — Before  1  p.m. 

Ladywell  Recreation  Ground,  S.E. — -Before  1  p.m. 

Plumstead  Common,  on  military  portions. — All  day. 

Victoria  Park,  Demonstration  Ground. — Before  noon, 
weekdays.  Before  g  a.m.,  Sundays. 

Wormwood  Scrubs,  Centre  of  Big  Scrubs. — Before  noon. 

A.  E.  Jones,  Hon.  Sec.,  48,  Narcissus  Road,  N.W.  6. 

FLIGHT  Challenge  Cup  Competition. 

On  Saturday  last,  the  postponed  competition  for  the 
Flight  Challenge  Cup  was  held  on  Wimbledon  Common 
in  spite  of  very  adverse  weather  conditions.  Drenching 
rain  did  its  utmost  to  damp  the  ardour  of  the  competitors, 
in  addition  to  saturating  thoroughly  and  so  impairing  the 
flying  capabilities  of  the  machines. 

Nearly  forty  members  were  present,  and  out  of  this  number 
fifteen  were  ready  to  do  battle  for  the  Flight  Cup. 
Unfortunately,  owing  to  the  rain,  the  start  had  to  be  delayed 
for  two  hours,  and  during  this  period  of  waiting  Mr.  Green 
and  Mr.  Levy  both  damaged  their  models  whilst  indulging 
in  further  trial  flights.  This  reduced  the  actual  starters  to 
thirteen. 

The  majority  of  the  competitors  had  machines  of  the 
tractor  type,  but  Mr.  Burchell  had  a  very  original  model  of 
the  “  Old  Henry  Farman  ”  type  with  the  propeller  situated 
between  the  main-plane  and  the  tail.  Some  very  fine  flying 
was  witnessed  with  this  machine  during  the  tests. 

At  7. 1 1  p.m.  Mr.  Bedford,  flying  a  small  tractor  monoplane, 
weighing  only  ounces,  got  away  in  fine  style;  the  model, 
rising  from  the  starting-board  and  reaching  a  good  height, 
easily  accomplished  the  qualifying  10  seconds  duration  off 
the  ground.  Mr.  Hersom  and  Mr,  Aaron  were  the  next  away, 
both  models  going  well,  but  Mr.  L.  G.  H.  Hatfull's  machine, 
which  got  off  at  the  second  attempt,  was  carried  by  the 
strong  wind  in  the  opposite  direction.  Mr.  Howes  did  not 
get  off  and  fulfil  the  qualifying  duration,  whilst  Mr.  J.  Loucli’s 
model  flew  well,  but  in  a  contrary  direction. 

The  next  competitor,  Mr.  L.  Gray,  had  entered  one  of  his 
enclosed-fuselage  tractor  monoplanes,  and  got  off  well  at  the 
second  effort,  making  a  good  line  for  the  first  base.  Mr. 
Rippon  and  Mr.  Wilson  were  not  so  fortunate,  and  did  not 
succeed  in  making  the  necessary  duration,  and  so  were 
automatically  disqualified. 

Mr.  Wbelpton  was  next  off,  but  Mr.  Burchell’s  model,  after 
rising  easily,  crashed  into  another  competitor  before  doing 
the  qualifying  duration,  and  at  his  second  attempt  the  model 
refused  to  rise,  due  no  doubt  to  some  disarrangement  caused 
by  the  crash.  The  last  competitor  away  was  Mr.  D.  A. 
Pavel y,  with  his  huge  compressed-air  driven  monoplane, 
which  made  a  most  impressive  flight. 

Mr.  Burchell  was  now  allowed  a  further  attempt,  and  this 
time  his  model  immediately  rose  to  a  good  height  and  made 
a  flight  of  longer  duration  than  that  of  any  other  competitor. 
This  was  very  unfortunate  for  Mr.  Burchell,  as  the  longer 
the  model  flew  the  further  it  went  from  the  official  course, 
with  little  hope  of  ever  flying  back  against  the  strong  wind- 
now  very  bumpy. 

By  this  time,  Mr.  Bedford  was  well  on  his  way  to  the 
finishing  base,  and  at  7.37  p.m.  he  came  in,  having  covered 
the  full  course  in  26  minutes,  during  which  he  made  22 
flights — an  excellent  performance.  Mr.  Whelpton  was  also 
making  steady  progress,  and  eventually  got  home  at  7.53  p.m. 
Mr.  Hersom  came  in  two  minutes  ’  later,  and  Mr.  Gray 
followed  at  8.6  p.m. 

Mr.  Bedford  is  to  be  congratulated  on  becoming,  in  such 
convincing  Style,  the  first  holder  of  the  Flight  Challenge 
Cup. 


Full  Results 

Mr.  Bedford,  22  flights  in  26  mins.,  winner. 

Mr.  Whelpton,  29  flights  in  31  mins.,  second. 

Mr.  Hersom,  31  flights  in  43  mins.,  third.. 

Mr.  L.  Gray,  37  flights  in  46  mins.,  fourth,  * 

Also  flew  : 

Messrs.  Aaron,  Burchell,  Hat! ull,  Holton,  Howes,  Louch. 

D.  A.  Pavely,  Rippon  and  Wilson. 

Judges  ;  Messrs.  A.  F,  Houlberg  and  A.  B.  Clark. 

&  m  m  & 

PUBLICATIONS  RECEIVED 

Directorate  of  Civil  Aviation  :  Half-Yearly  Report  on  the 
Progress  of  Civil  Aviation  ( October  1,  lgzi-M arch  31,  1922). 
Condon  t  H.M.  Stationery  Office,  Kingsway,  W.C.  2.  Price 
6 d.  net. 

Official  Gazette  of  the  United  Stales  Patent  Office:  July  4, 
1922.  Vol.  300,  No.  1.  U.S.  Government  Printing  Office, 
Washington,  D.C.,  U.S. A. 

Canadian  Patent  Office  Record  and  Register  of  Copyrights 
and  Trade  Marks.  Vol.  L,  No.  27.  July,  4,  1922.  Patent 
and  Copyright  Office,  Ottawa,  Canada.  Price  10  cents. 
Reports  and  Memoranda,  Aeronautical  Research  Committee : — ■ 
No.  728.  An  Investigation  of  the  A erodynatnic  Properties  of 
Wing  Ailerons.  Part  I V  :  7  he  Effect  cf  Yaw  o-n  Balance  of 
Ailerons  of  the  “  Horn”  Type.  By  H.  B,  Irving.  B.Sc.,  and 
A.  S.  Batson,  B.Sc.  With  Notes  on  Balanced  Ailerons  of  the 
”  Horn  ”  Type,  by  Capt.  G.  T.  R.  Hill,  M.C.,  B.Sc.  Sept., 
1920.  Price  is.  net ;  by  post,  is.  i*d. 

No,  752.  Some  Applications  of  the  Vortex  Theory  of  Aero¬ 
foils.  By  H.  Glauert.  May  1921.  Price  gd.  net.  By  post  10 d. 

No.  757.  The  Effect  of  Rate  of  Loading  on  the  Apparent 
Strength  of  Cotton  Balloon  Fabric.  By  G.  Barr,  B.A.,  D.Sc 
December,  1920.  Price4d.net;  by  post  4  Jd. 

No.  758  (M.  9).— Report  on  the  Viscosity  of  Acetyl  Cellulose 
Solutions.  By  C.  Visser,  B.Sc.  Aug.,  1920.  Price  6 d.  net ; 
by  post,  6 id. 

No.  763  (Ae.  24).  Lift  and  Drag  of  B.E.zE  with  R.A.F. 
19  Wings  ;  Comparison  of  Full  Scale  and  Model  Results.  By 
H.  M.  Gamer  and  F.  B.  Bradfield.  August,  1921.  London': 
H.M.  Stationery  Office,  Kingsway,  W-C.  2.  Price  is.  net  ; 
by  post  is.  id. 

*  *  #  X 

NEW  COMPANY  REGISTERED 

Air  Ads,  Ltd.,  was  registered  as  a  private  company  on 
July  18,  with  a  nominal  capital  of  £'1,000  in  £1  shares.  The 
objects  are  : — To  carry  on  the  business  of  advertisement 
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1886.  Made  first  successful  working  Oil  Engine  in  Europe. 

1890.  Made  first  Motor  Boat  in  United  Kingdom. 

1892.  Made  second  Motor  Cycle  in  U.K.  fitted  with  first  two-stroke 
self-propelling  engine,  first  anywhere. 

1894.  Exhibited  first  l.C.  Engine,  buQt  specially  for  propelling 

vehicles,  four-stroke ;  Stanley  Show. 

1895.  Made  first  (LCE.)  Motor  Car  built  in  United  Kingdom. 

1896  Sr  7.  Flew  several  models  of  Aeroplanes  and  Helicopters. 

1897.  Ran  first  Motor  Vehicle  (l.CJE.)  in  a  public  competition. 

1898.  Made  first  Commercial  Motor  (  I.C.E.  I  built  in  United  Kingdom. 
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THE  400  H.P. 


JUPITER  RADIAL  AIR-COOLED  ENGINE 

is  the  only  aero  engine  in  the 
world  which  has  passed  the  Type 
Tests  of  both  the  British  and 
French  Air  Ministries. 

British  Air  Ministry  Type 


The  French  Official 
Report  states  : — 

“The  5  tests  of  10  hours 
were  carried  out  without 
stop  of  any  sort. 

Nothing  to  report.  The 
engine  behaved  itself  per¬ 
fectly.  There  were  no 
replacements  of  any  sort  in 
the  course  of  the  trials. 

It  is  regrettable  that  this 
test  stops  at  50  hours ; 
this  duration  could  have 
been  doubled,  which  would 
have  been  a  still  better 
testimony  to  the  engine.” 


Test,  September,  1921. 

The  Jupiter  engine  was  the  first  air-cooled  engine  to 
pass  this  test,  which  comprised  50  hours’  endurance 
test  at  90  per  cent,  full  power,  one  hour  high  speed, 
one  hour  high  power,  runs  for  power  curve,  etc.  At 
the  conclusion  of  these  tests  one  hour  was  run  at  full 
throttle  at  1,775  r.p.m.,  averaging  442  B.H.P.,  and 
one  hour  at  1,840  r.p.m.,  averaging  450  B.H.P. 

French  Air  Ministry  Type 
Test,  June,  1922. 

The  tests  carried  out  at  Gennevilliers  included  five 
non-stop  runs  of  10  hours  each  duration,  the  first  half- 
hour  of  each  period  at  full  power,  9^  hours  at  90  per 
cent,  full  power,  with  2  minutes  at  full  power  at  the 
close  of  each  period.  The  average  power  recorded 
at  the  beginning  of  the  periods  was  413  B.H.P.,  and 
at  the  end  420  B.H.P. 

The  oil  consumption  was  only  10£  pints  per 
hour,  and  for  the  first  time  in  the  history  of 
the  French  official  tests  the  whole  of  the 
tests  were  carried  out  in  10-hour  periods 
without  adjustments  or  replacements  of  any 
kind. 
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EDITORIAL  COMMENT. 

,N  spite  of  the  present  unsatisfactory 
state  of  the  aircraft  industry,  it  might 
have  been  expected  that  the  list  of 
entries  for  the  Aerial  Derby  would 
have  been  larger  than  is,  unfortunately, 
the  case.  Compared  with  previous 
years,  ten  entries  is  a  very  small 
“  field,”  and  there  is  always  the 
possibility  that  some  of  the  machines  entered  may 
prove  non-starters.  At  the  moment  of  writing 
there  is  no  reason  to  suppose  that  any 
T1\e  of  the  entries,  with  possibly  the  excep- 
Derhv  tion  of  the  Bristol  Racer,  will  fail  to  be 
at  the  starting  line,  although  it  is  not 
often  that  all  machines  entered  for  a  race  actually 
face  the  starter.  In  the  case  of  the  Bristol  Racer, 
it  is  understood  that  it  may  be  doubtful  whether 
this  machine  will  be  finished,  tested  and  tuned  up  in 
time  to  be  at  Croydon  by  August  7.  It  will  be 
realised  that  a  machine  wnth  a  maximum  speed  of 
well  over  200  m.p.h.  has  to  be  very  carefully  balanced 
and  in  perfect  trim  before  it  is  safe  to  fly  it  across 
country,  and  it  almost  appears  as  if  the  necessary 
tests  will  not  be  completed  in  time.  This  is  all  the 
more  regrettable  as  the  Bristol  racer  is  the  only 
machine  which  can  be  considered  a  serious  rival  of 
the  Gloucestershire  Aircraft  Company’s  Mars  I, 
Napier  "  Lion,”  to  be  flown  by  J.  H.  James.  Thus, 
if  the.  Bristol  fails  to  start  the  Derby  will,  bar  mishaps, 
cease  to  be  a  race,  except  for  the  handicap  flown  in 
connection  with  it.  Naturally  such  a  state  of  af  fails 
would  rob  the  Derby  of  most  of  its  interest. 

It  had  been  hoped  that  some  of  the  fast  French 
m?i r'li inoG  wnnlrl  have  been  entered,  and  the  Royal 


Aero  Club  has  done  its  best  to  persuade  some  of  the 
French  firms  to  compete,  but  without  success.  In 
view  of  the  prosperity  of  the  French  aircraft  industry, 
and  of  the  fact  that  machines  could  easily  be  flown 
over  from  France  for  the  race  and  flown  back  again, 
thus  involving  but  relatively  small  expense,  this  is 
much  to  be  regretted,  as  a  couple  of  Nieuport  “  Sesqui- 
plans  ”  and  the  Hanriot  all-metal  cantilever  mono¬ 
plane,  for  instance,  would  have  added  enormously  to 
the  interest  attaching  to  the  Aerial  Derby.  However, 
the  fact  remains  that  no  foreign  competitor  has  been 
entered  at  the  moment  of  writing,  and  unless  the 
Bristol  Racer  starts  the  Derby  must  be  a  very  tame 
affair, 
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Fortunately  for  the  visitors,  who,  it  is  hoped,  will 
crowd  to  Waddon  on  August  Bank  Holiday,  other 
items  have  been  included  in  the  programme  of  the 
meeting,  and  there  should  thus  be  plenty  of  good 
flying  to  watch.  The  team  race  for  the  Air  League 
Challenge  Cup,  which  is  at  present  held  by  Kenley, 
should  provide  quite  a  good  deal  of  amusement, 
competitors  having  to  alight  and  hand  batons  to 
other  members  of  their  teams,  who  will  then  make  a 
circuit  and  again  pass  the  batons  to  the  last  repre¬ 
sentatives,  who  will  complete  the  race,  the  repre¬ 
sentative  first  crossing  the  finishing  line  securing  the 
Cup  for  his  station. 

In  addition  to  the  team  race  there  will  be  a  handi¬ 
cap  in  which  all  the  Derby  machines  have  been 
entered,  plus  three,  other  machines,  to  be  flown  by 
Lieut. -Col.  Spenser  Grey,  Major  Chris.  Draper,  and 
Lieut.  Robb  respectively.  Thus,  if  all  the  Derby 
machines  take  part,  the  handicap  should  include  13 
machines,  which  should  be  sufficient  to  provide  good 
sport.  We  are  rather  looking  forward  to  seeing 
James  covering  two  laps  of  the  eight  miles  course  on 
the  Mars  L  If  he  is  not  to  lose  too  much  on  the 
corners  he  will  have  to  do  some  vertical  banks,  and 
as  these  short  races  arc  always  flown  at  a  very  low 
height,  spectators  should  get  a  very  good  idea  of  the 
speed  of  this  machine. 

Major  Chris.  Draper  has  promised  to  give  some 
exhibition  flights,  and  as  he  is  one  of  the  finest 
exponents  of  trick  flying  his  performance  should  be 
well  worth  watching.' 

CiVn.it  ^\e  regulations  governing  the  circuit  of 
Britain  Britain  for  the  C up  presented  by  His 
for  the  Majesty  the  King  have  now  been 

King’s  Cup  published,  and  will  be  found  on  another 
page  of  this  issue  of  Flight.  The 
impetus  which  will  be  given  to  civil  aviation  by  this 
gracious  act  on  the  part  of  His  Majesty  must  be 
veTT  great,  and  it  is  to  be  hoped  that  owners  of 
machines,  and  others  who  have  the  necessary  capital 
to  enter  machines,  will  come  forward  in  large  numbers 
and  so  help  to  make  the  race  the  success  it  deserves 
to  be.  Already,  the  Duke  of  Sutherland,  President 
of  the  Air  League,  has  promised  to  enter  a  machine, 
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RECONSTITUTION 

An  Order  in  Council,  to  be  published  shortly,  enacts  that  the 
Air  Council  shall  consist  of  the  following  members 

One  of  His  Majesty’s  principal  Secretaries  of  State,  who 
shall  be  President  of  the  Air  Council. 

The  Parliamentary  Under  Secretary  of  State  for  Air. 
The  Chief  of  the  Air  Staff. 

Air  Member  for  Personnel.  « 

Air  Member  for  Supply  and  Research. 

The  Secretary  of  the  Air  Ministry 

I  he  main  intention  of  the  new  Order  in  Council,  which 
replaces  that  of  October  13,  1920.  is  to  redistribute  the 
business  of  the  .Air  Council  and  adapt  the  organisation  of 
the  Air  Ministry  in  such  a  way  as  to  meet  new  requirements 
and  increased  responsibilities,  and  in  particular  to  relieve 
the  Chief  of  the  Air  Staff  of  some  portions  of  the  detailed 
administiation  of  the  Royal  Air  Force,  which  were  previously 
under  his  direct  control. 

fhe  main  changes  are  as  follows  : — 

(x)  The  title  ol  Air  Member  is  given  to  each  of  the  Members 
ot  Council  serving  in  offices  held  hy  officers  of  the  Royal  Air 
horce,  and  the  Chief  of  the  Air  Staff  is  described  as  the  first 
.and  yenior  Air  Member  of  Council  and  principal  adviser  to 
tj.e  secretary  of  State  in  the  direction  of  the  Air  Force. 

(2)  Subject  to  (1)  above,  the  Air  Member  for  Personnel 
will  be  responsible  to  the  Secretary  of  State  for  the  adminis¬ 
tration  of  business  relating  to  the  personnel,  discipline  and 
organisation  of  the  Air  Force,  and  the  Air  Member  for  Supply 


find  has  thus,  with  others,  set  an  example  which 
we  hope  many  more  will  follow.  As  one  of  the 
conditions  is  that  machines  must  be  entered  by 
individuals  and  not  by  companies,  here  is  an  excellent 
opportunity  for  wealthy  supporters  of  aviation  to 
come  forward  and  help  matters  along  by  entering 
machines.  Up  to  the  present  we  have  had  few 
Mecaenates  in  the  aviation  world,  but  the  splendid 
example  set  by  His  Majesty  can  scarcely  fail  to 
induce  others  to  give  their  encouragement,  by  offering 
prizes  or  in  other  ways.  We  would  suggest  that  a 
tremendous  amount  of  good  would  be  accomplished 
if  His  Majesty  could  be  induced  to  be  present  at 
Waddon  either  on  the  day  of  the  start  for  the  race 
or  the  next  day  to  witness  the  winning  of  his  Cup. 

As  to  the  race  itself,  as  this  is  to  be' a  handicap,  all 
sorts  of  machines  will  be  admitted,  and  there  appears 
to  be  good  prospects  of  a  representative  list,  including 
many  of  the  modern  commercial  aeroplanes  that  are 
being  used  on  the.  Lon  don -Paris  services.  There  is 
even  a  probability  of  one  or  two  amphibians  taking 
place.  The  Circuit  of  Britain  which  was  to  have  been 
flown  in  1914  had  to  be  abandoned  owing  to  the 
outbreak  of  war.  That  race  was,  it  will  be  remem¬ 
bered,  to  have  been  for  seaplanes,  and  frankly  we 
should  have  preferred  to  see  the  present  race  ilown 
by  this  type  of  machine  also.  It  is,  however, 
unlikely  that  there  are  in  existence  today,  under 
civilian  ownership  at  any  rate,  a  sufficient  number  of 
seaplanes  to  provide  the  necessary  number  of 
entrants,  and  the  decision  to  make  the  race  an 
aeroplane  contest  would,  therefore,  naturally  follow. 

At  the  same  time  it  is  regrettable  that  this  country 
has  so  far  neglected  seaplanes  that  a  sufficient  number 
lor  a  race  around  Britain  cannot  be  found.  Even 
as  long  ago  as  1914  we  could  muster  quite  a  number 
of  seaplanes,  enough  for  a  purely  seaplane  race,  whereas 
today  that  does  not  seem  to  be  possible,  There  is 
a  warning  in  this  state  of  affairs  which  those  respon¬ 
sible  f°r  our  air  development  would  do  well  to  ponder. 
Probably  at  least  three  types  of  seaplanes,  or  rather 
amphibians,  will  be  represented  in  the  Circuit  of 
Britain,  and  thus,  for  the  first  time  in  our  aviation 
history,  we  shall  see  a  race  in  which  both,  aeroplanes 
and  seaplanes  are  competing. 

0  0 

OF  AIR  COUNCIL 

and  Research  (lately  Director-General  of  Supply  and 
Research)  will,  in  addition  1o  the  business  already  allocated 
to  him  under  the  previous  Order  in  Council,  be  responsible 
to  the  Secretary  of  State  for  the  administration  of  business 
relating  to  the  equipment  of  the  Air  Force. 

the  Order  also  provides,  having  regard  to  the  recent 
termination  of  the  post  of  Controller-General  of  Civil  Aviation, 
and  its  replacement  by  a  post  of  Director  of  Civil  Aviation 
responsible  to  the  Pailiamentary  Under  Secretary  of  State, 
that  the  Under  Secretary  of  State  shall  in  turn  be  responsible 
to  the  Secretary  of  State  for  business  relating  to  Civil 
Aviation. 

The  Air  Council,  as  reconstituted,  is  composed  as  follows 

Secretary  of  State  and  President  of  the  Air  Council, 
Capt.  the  Right  Hon.  F.  E.  Guest  C.B.E.,  D  S.O., 
M.P. 

Parliamentary  Under  Secretary  of  State  and  Vice- 
President  of  the  Air  Council— The  Right  Hon.  Lord 
Gorc-1 1,  C.B.E.,  M.C. 

Chief  of  Air  Staff  and  Senior  Air  Member  of  Council  — 
Air  Chief  Marshal  Sir  FI.  M.  Trencbard.  Barf., 
K.C.B.,  D.S.O.,  A.D.C. 

Air  Member  for  Personnel  -Air  Vice-Marshal  O.  Swann, 
C.B.,  C.B.E 

Air  Member  for  Supply  and  Research — Air  Vice-Marshal 
Sir  W.  G.  H.  Salinnnd,  K.C.M.G.,  C.B.,  D.S.O.,  p.s.c. 

Secretary— Sir  W.  F.  Nicholson,  K.C.B. 
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THE  AERIAL  DERBY 


THE  AERIAL  DERBY  AT  A  GLANCE  :  Plan,  side  and  front  elevations,  to  a  uniform  scale.  A,  Avro  Baby,. 
35  h.p.  Green.  B,  Bristol  Monoplane,  100  h.p.  Bristol  “Lucifer.”  C,  Bristol  “Bullet,”  400  h.p.  Bristol 
“Jupiter.”  D,  De  Havilland  37,  275  h.p.  Rolls-Royce  “Falcon.”  E,  Gloucestershire  Mars  I,  450  h.p.  Napier 
“Lion.”  F,  Gloucestershire  Mars  III,  200  h.p.  B.R.  2.  G,  Martinsyde  F.4,  300  h.p.  Hispano-Suiza. 

H,  Martinsyde  F.6,  180  h.p.  Wolseley  “Viper.”  I,  S.E.5A,  200  h.p.  Wolseley  “Viper.” 
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AERIAL  DERBY  AND  AUGUST  BANK  HOLIDAY  MEETING 


Compared  with  previous  years,  the  list  of  entrants  for  the 
Aerial  Derby,  which  is  to  be  flown  over  the  circuit  of  London, 
starting  and  finishing  at  Waddon  Aerodrome,  Croydon,  on 
August  7,  is  somewhat  disappointing.  At  the  time  of  writing 
only  10  machines  have  been  entered,  and  even  then  it  appears 
somewhat  doubtful  whether  the  new  Bristol  racing  monoplane 
with  “  Jupiter  "  engine  will  be  a  starter,  owing  to  difficulties 
in  finishing  the  machine  in  time. 

From  the  official  list,  published  in  the  Royal  Aero  Club 
Notes  on  p.  438,  it  will  be  seen  that  the  Bristol  racer  is  the 
onlv  new  machine,  in  the  very  fast  class,  entered,  and  the 
Derby  will  be  robbed  of  much  of  its  interest  if  that  fails  to 
start’  In  fact,  barring  accidents,  "  Jimmy  ”  James  on  the 
Gloucestershire  Aircraft  Co.  “  Mars  I,"  with  Napier  “  Lion” 
engine,  should  be  a  certain  winner,  as  no  other  machine  is 
within  miles  of  his  speed  For  the  sake  of  the  race  it  is, 
therefore,  greatly  to  be  hoped  that  the  Bristol  racer  will  be 
completed  and  tuned  up  in  time  to  take  part. 

The  only  other  new  machine  entered  for  the  Derby  is  the 
de  Havilland  37,  a  very  pretty  machine  built  for  Mr.  A.  S. 
Butler.  This  machine,  however,  is  a  fast  touring  and  sporting 
threc-seater,  and  is  not  by  any  means  a  racer,  although  very 
fast  considered  as  a  sporting  machine.  The  rest  are  all  of 
well-known  type,  and  will  be  familiar  to  most  readers  of 
this  journal.  For  the  benefit  of  those  not  intimately 
acquainted  with  the  history  of  flying,  a  brief  reference  to 
each  of  the  types  entered  will  be  given  below. 

The  Avro  Baby,  35  h.p.  Green  engine. — This  machine,  which 
is  to  be  flown  by  Mr.  Bert  Hinkler,  was  designed  in  19x9  by 
Mr.  Roy  Chadwick,  chief  designer  of  A.  V.  Roe  and  Co. 
Piloted  by  Maj  Hamersley  it  won  the  sealed  handicap  flown 
:n  conjunction  with  the  Aerial  Derby  of  19x9.  Later  a  similar 
machine  was  flown  by  Bert  Hinkler  from  London  to  Turin, 
non-stop,  one  of  the  finest  performances  in  the  history  of 
flying,  considering  the  low  power  of  its  Green  engine. 
Mr.  Hinkler  then  took  a  Baby  out  to  Australia,  and  there 
made  another  non-stop  flight,  this  time  of  close  upon  900 
miles.  It  wall  thus  be  seen  that  the  Avro  Baby  is  one  of 
the  most  remarkable  machines  ever  built,  and  the  reliability 
of  its  35  h.p,  Green  engine  has  been  proved  repeatedly. 

The  Bristol  Monoplane,  too  h.p.  “  Lucifer  "  engine,  wras 
designed  by  Capt.  F.  S.  Barnwell  during  the  war.  Originally 
it  was  fitted  with  a  rotary  engine,  but  when  the  Bristol 
Aeroplane  Co.  took  over  the  Cosmos  engines,  and  the  three- 
cylinder  roo  h.p.  “Lucifer”  was  developed,  the  monoplane 
was  fitted  with  this  engine.  The  machine  has  been  flown  in 
public  by  Mr.  C.  F.  Uwins,  chief  pilot  of  the  Bristol  Aeroplane 
Co.,  on  several  occasions,  and  has  always  given  a  very 
favourable  impression.  The  smooth  running  of  the  “Lucifer,” 
considering  it  has  but  three  cylinders,  has  been  remarked  upon, 
and  the  machine  itself,  with  its  crescent-shaped  monoplane 
wings,  is  of  very  pretty  lines.  In  the  Derby  the  monoplane 
will  be  flown  by  Mr.  L.  L.  Carter. 

The  Bristol  “  Bullet,"  400  h.p.  Bristol  “Jupiter  "  engine,  was 
also  designed  by  Capt.  Barnwell,  who  was,  until  about  a  year 
ago,  chief  designer  to  the  Bristol  Aeroplane  Co.  This  machine 
has  also  appeared  in  several  races,  piloted  by  Mr.  Uwins,  but 
has  not  been  fortunate  enough  to  win  any  big  race.  In  last 
year's  A_erial  Derby  this  machine  was  second,  while  in  the 
Derby  of  1920  it  came  in  third.  If  the  Bristol  racing  mono¬ 
plane  fails  to  start,  the  “  Bullet  ”  will  be  the  only  rival  James 
has  to  contend  with,  and  it  is  unlikely  that  it  will  prove  a 
serious  competitor  for  first  pffice  in  the  Derby,  although  it  is 
very  much  faster  than  any  of  the  other  machines  entered. 
The  400  h.p.  Bristol  “  Jupiter  ”  was  the  first  Tadial  air-cooled 
engine  of  high  power  to  pass  the  Air  Ministry  type  tests,  and 
lately  the  French  rights  have  been  acquired  by  the  Gnome 
and  Rhone  Co.,  so  that  the  “  Jupiter  “  will  probably  be 
constructed  in  considerable  numbers  in  France,  In  the 
Derby  the  “  Bullet  "  will  be  flown  by  Mr.  R.  A.  de  H.  Haig. 

The  Bristol  Monoplane  Racer,  400  h.p.  Bristol  “  Jupiter  " 
engine. — This  machine  is  the  “  dark  horse  ’’  of  this  year’s 
Derby.  Designed  by  Mr.  Reid,  who  has  succeeded  Capt. 
Barnwell  as  chief  designer  of  the  Bristol  Aeroplane  Co.,  this 
racer  has  been  credited  with  tremendous  speeds.  As  the 
testing  and  tuning  up  of  such  a  fast  machine  is  naturally  a 
delicate  matter,  there  is  considerable  doubt  as  to  whether 
the  machine  will  be  finished,  tested  and  tuned  up  in  time 
l'or  the  Derby.  As  to  the  actual  design,  little  information 
1  s  available  beyond  the  fact  that  the  machine  is  stated  to 
be  a  monoplane,  fitted  with  the  famous  Bristol  “  Jupiter  " 
engine.  We  understand  that  a  retractable  undercarriage  is 
fitted,  which  should  add  a  good  many  miles  to  the  speed  of 
the  machine.  Owing  to  the  fact  that  the  “  Jupiter  ”  is  of 


large  diameter,  a  fairly  big  fuselage  is  required  to  streamline  it. 
and  this,  of  course,  affords  a  good  opportunity  of  providing 
space  for  tucking  away  the  undercarriage  inside  the  body 
when  the  machine  is  in  flight.  A  similar  arrangement  was, 
it  may  be  remembered,  employed  in  the  Dayton-Wright 
monoplane  w-hich  was  entered  for  the  Gordon-Bennett  race 
at  Etampes.  If  a  starter,  the  Bristol  Racer  will  be  flown  by 
Mr.  C.  F.  Uwins,  chief  test  pilot  of  the  Bristol  Aeroplane  Co. 

The  De  Havilland  37,  275  h.p.  Rolls-Royce  “  Falcon 
engine. — As  already  mentioned,  this  machine  was  designed 
and  built  by  the  De  Havilland  Aircraft  Co.  for  Mr.  A.  S. 
Butler  as  a  fast  touring  and  sporting  machine.  At  present 
Mr.  Butler  has  the  distinction  of  being  th,e  only  private 
owner-pilot  in  this  country,  and  his  very  sporting  support 
of  aviation,  in  the  form  of  purchasing  and  piloting  his  own 
private  machines,  is  an  example  rvhich  other  wealthy  sports¬ 
men  might  well  follow.  It  will  be  remembered  that  Mr.  Butler 
some  years  ago  bought  a  Bristol  “  Tourer  ”  with  Siddeley 
“  Puma  ”  engine,  on  which  he  did  a  lot  of  touring,  and  also 
took  part  in  last  year’s  Aerial  Derby.  His  mount  this  year 
is  a  good  deal  faster,  and  although  not  a  racing  machine 
the  new  D.H.37  should  put  up  a  very  good  show. 

As  regards  the  machine,  it  is  a  three-seater  tractor  biplane 
of  orthodox  design,  but  incorporating  many  detail  improve¬ 
ments  to  which  space  does  not  allow  of  referring  here.  The 
D.H.37  is  fitted  with  a  Rolls-Royce  "  Falcon  "  engine,  the 
only  one  in  the  race,  and  for  that  reason,  no  less  than  on 
account  of  the  fact  of  it  being  a  new  design,  the  performance 
of  the  D.H.37  will  be  watched  with  interest.  The  speed  is 
over  120  tn.p.h,  with  full  load.  Presumably  Mr.  Butler  will 
not  carry  any  passengers  in  the  race. 

Gloucestershire  Aircraft  Co.  “ Mars  I,”  450  h.p.  Napier 
"  Lion  “  engine. — With  a  maximum  speed  of  somewhere  in 
the  neighbourhood  of  200  m.p.h.,  the  “  MaTS  I,”  which  is 
to  be  flown  by  Mr.  J.  H.  James,  should  be  a  certain  winner 
if  the  Bristol  Racer  does  not  turn  up,  no  other  machine  being 
within  20  m.p.h.  of  its  speed,  The  “  Mars  I,”  which  was 
the  winner  of  the  Derby  last  year,  is  already  so  well  known 
as  to  require  no  introduction  to  Flight  readers.  Designed 
try  Mr.  H.  P.  Folland,  chief  engineer  and  designer  of  the 
Gloucestershire  Aircraft  Co.,  the  “Mars  I”  is  unusual 
chiefly  on  account  of  the  placing  of  the  tank,  which  rests 
on  the  top  of  the  fuselage  and  extends  right  up  to  the  top 
plane.  This  machine,  with  its  Napier  “  Lion  “  engine,  is 
the  holder  of  the  British  speed  record  of  T96  m.p.h,,  and 
since  establishing  that  speed  the  machine  has  been  con¬ 
siderably  cleaned  up. 

The  Gloucestershire  Aircraft  Co.  “  Mars  III,"  200  h.p. 
B.  R.2  engine, — .Also  designed  by  Mr  Folland,  the  “  Mars  III 
is  similar  to  the  famous  Nieuport  “  Nighthawk  ”  designed  by 
Mr.  Folland  while  he  was  chief  engineer  to  the  British  Nieuport 
firm,  except  that  the  “  Mars  III  ’’  has  a  B  R.2  rotary  engine 
of  200  h.p.  in  place  of  the  A.B.C.  “  Dragonfly  '*  of  the 
“Nighthawk.”  The  machine,  which  is  a  two-seater  training 
’bus,  will  be  flown  by  Mr.  L.  R.  Tait-Cox. 

Martinsyde  F. 4,  300  h.p.  Hispano-Suiza  engine. — This 
machine  was  designed  by  Mr.  G  II  Handasyde  during  the 
latter  part  of  the  war  as  a  high-performance  single-seater 
fighter.  Owing  to  the  Armistice  the  machine  was  not  built 
in  large  quantities,  but  several  machines  are  in  existence, 
the  present  one  being  entered  by  the  Aircraft  Disposal  Co. 
It  is  to  be  flown  by  Capt.  Rex  Stocken,  of  the  A. D  C. 

The  Martinsyde  F. 6,  180  h.p.  Wolseley  “  Viper,"  which  is 
being  flown  by  Mr.  F.  P.  Raynham,  is  very  similar  in  appear¬ 
ance  to  the  F.4,  but  has  a  smaller  engine  and  differs  from 
the  F.4  in  certain  minor  details.  Like  the  F.4,  it  was 
designed  by  Mr.  Handasyde  before  he  severed  his  connection 
with  the  Martinsyde  firm  and  established  as  a  separate 
company  the  Handasyde  Aircraft  Co.  The  performance  of 
the  machine  in  the  race  will  be  interesting  chiefly  because 
it  is  being  flown  by  Mr.  Raynham,  who  is  one  of  the  very 
earliest  British  pilots,  and  certainly  the  oldest  pilot  (as 
regards  number  of  certificate)  flying  in  the  Derby. 

The  S.E.ja,  200  h.p.  Wolseley  “  Viper  "  engine. — Designed 
at  the  Royal  Aircraft  Establishment  at  Farnborough  during 
the  ivar,  the  S.E,5a  was  at  one  time  a  favourite  single-seater 
fighter.  Incidentally,  it  might  be  mentioned  that  Mr.Folland 
also  had  a  hand  in  designing  this  machine,  being  at  that  time 
on  the  designing  staff  of  the  R.A.E.  Mr  Folland  thus  appears 
to  have  more  machines  in  the  race  than  any  other  designer 
The  S.E.5a  which  is  to  be  flown  in  the  Derby  by  Mr.  IT.  IT. 
Perry,  has  been  entered  by  the  Aircraft  Disposal  Co, 

The  following  table  shows  the  winners  of  previous  Aerial 
Derbys,  and  the  times  made  by  them.  It  is  interesting  to 
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sec  how  the  speeds  have  increased  from  year  to  year,  the 
greatest  jump  being  made  at  the  first  Derby  after  the  war  : — 

Winners,  Distances  and  Speeds  of  Previous  Derbys 


Date. 

Winner. 

Machine. 

Dis¬ 

tance. 

Miles. 

Speed . 
M.p.h 

Tunc  8, 

T.  O.  M.  Sop- 

70  h.p.  Gnome-B16riot 

Sx 

5^*5 

1012 

with 

Mono. 

Sept.  8, 

Gustav  Ha- 

80  h.p.  Gnome-M  oranc- 

94-3 

74-7 

1913 

mei 

Saulnier  Mono. 

June  6, 

W.  L.  Brock 

80  h.p.  Gnomc-Moranc- 

94-5 

71.8 

1Q14 

Saulnier  Mono. 

J  urie  2i, 

G.  Gather- 

4 50  h.p.  Napier  Airco 

94-5 

1*9.3 

1QT9 

good 

4R 

July  24, 

F  T.  Court- 

300  h.p.  Hispano- 

203 

153-4 

1920 
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J.  H.  James 

450  h.p.  Napier-Glou- 
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i<33-3 
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cestershire  Mars  I 

Other  Events 

In  addition  to  the  Aerial  Derby  two  more  races  arc  being 
flown  at  Waddon  on  August  7.  One  of  these  is  a  relay  race 
for  the  Air  League  Challenge  Cup,  presented  by  Map-Gen. 
Sir  Scfton  Brancker,  Director  of  Civil  Aviation,  which  is 
being  contested  for  by  the  present  holders,  the  R.A.F., 


Ken  ley,  and  by  the  R  A.F.,  Uxbridge.  The  machines  to  be 
used  arc  four  S.E.ja's  lent  by  the  Aircraft  Disposal  Co.,  and 
two  of  the  Aero  Club  Avros.  One  representative  of  each 
team  will  be  started  off  on  S.E.’s  and  make  a  circuit.  On 
landing  they  will  hand  a  baton  to  two  representatives  on 
Avros,  who  will  then  make  a  circuit  and  land,  handing  the 
batons  to  the  last  two  representatives  on  S.E.'s.  who  will 
make  the  last  circuit  (of  8  miles),  the  first  man  home  being 
the  winner.  This  race  should  provide  quite  good  sport,  and 
help  to  keep  visitors  interested  while  the  Derby  is  being  flown. 
The  second  race  is  the  August  Open  Handicap,  and  is  for 
the  Derby  machines  plus  three  more  onlries.  ll  consists  of 
two  circuits  oi  the  8  miles  course.  In  addition  Maj.  Chris. 
Draper  will  give  demonstration  flights,  Those  who  had  the 
good  fortune  to  sec  him  flying  the  B.A.T.  "  Bantam  "  at 
the  Elta  show  will  know  what  to  expect. 

For  the  information  of  such  visitors  as  do  not  run  their 
own  motor  conveyance,  it  may  be  mentioned  that  one  can 
reach  the  Waddon  aerodrome  by  taking  train  to  Waddon 
station  from  Victoria,  special  trains  being  put  on  for  the 
occasion,  From  Waddon  station  it  is  but  a  few  minutes’  walk 
to  the  aerodrome.  An  alternative  route  is  by  'bus  from 
Piccadilly  Circus  to  West  Croydon,  getting  off  outside  West 
Croydon  station  and  taking  a  Sutton  tram  to  Plough  Lane. 
The  first  of  the  machines  flying  in  the  Derby  should  be  started 
about  2  p.m.  The  gates  will  be  opened  at  x  p.rn.,  and 
luncheons  will  be  procui'able  in  the  enclosures  from  the  time 
of  opening  the  gates. 


Reproduced  from  the  Ordnance  Survey  Map  with  the  Sanction  of  the  Controller  of  H.M.  Stationery  Office. 
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THE  AERIAL  DERBY,  AUGUST  7  :  Map  of  the  course.  The  circuit  this  year  is  a  right-hand  one, 

Brooklands  being  the  first  turning  point. 
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THE  ROYAL  AERO  CLUB  OF  THE  U.K. 

OFFICIAL  NOTICES  TO  MEMBERS 


AUGUST  BANK  HOLIDAY, MEETING  AT  WADDON 
AERODROME,  MONDAY,  AUGUST  7,  1922 

Aerial  derby,  1022 


Entrant. 

Aircraft  Disposal 

Co ,  Ltd. 

Aircraft  Disposal 
Co,,  Ltd. 

Gloucestershire 
Aircraft  Co., 
Ltd. 

Gloucestershire 
Aircraft  Co., 
Ltd. 

Bristol  Aeroplane 
Co.,  Ltd. 

Bristol  Aeroplane 
Co.,  Ltd. 

F.  F.  Ray  nbam 


A.  S.  Butler 


A.  V.  Roe  and 
Co.,  Ltd 

Bristol  Aeroplane 
Co.,  Ltd. 


Entrants 

Idiot. 

Capt  R.  H  Stocken 

H.  H.  Perry 
j.  H.  James 

L.  R.  Tait-Cox 

L.  L.  Carter 

K.  A.  de  H.  Haig 

F.  P.  Rayuhain  . . 

A.  S.  Butler 

Bert  Hinkler 
C.  F.  U wins 


Machine  and  Engine. 

Martinsyde  F.4  (300 
h.p.  Hispano- 
Suiza). 

S-Eya  (200  h.p. 
Wolseley  “Viper”) 

Mars  I  (450  h.p, 
Napier  "  Lion  ”). 

Mars  HI  (200  h.p. 

li.R.z). 

Lucifer  Monoplane 
(100  h.p.  “  Bris¬ 
tol  "  Lucifer). 

“  Bristol  ”  Bullet 
(400  h.p.  "  Bris¬ 
tol  ”  Jupiter). 

Martinsvde  F.6  (1S0 
h.p.  Wolseley 
“  Viper  ”). 

D.H..37  (275  E.p. 

Rolls-Royce 
“  Falcon  ”). 

Avro  Baby  (35  h.p. 
Green) . 

Monoplane  Racer 
(400  h.p.  “  Bris¬ 
tol  ”  Jupiter). 


AIR  LEAGUE  CHALLENGE  CUP 

Presented  by  Maj. -Gen,  Sir  Sefton  Brancker,  K.C.B.,  and 
Mr.  Philip  S.  Foster. 

(Holders — Royal  Air  Force,  Kenley) 

The  race  for  1922  will  be  a  Relay  Race  between  the 
following  teams  from  the  Royal  Air  Force  at  Kenley  and 
Uxbridge  . — 

Royal  Air  Force,  Kenley 

Flight-Lieut.  James  M.  Robb,  D.F.C.  . .  .  .  S.E.sa, 

Flight-Lieut.  Roy  W.  Chappell,  M  C  . .  . .  Avro. 

Flight-Lieut.  Francis  L.  Luxmoore  ..  ..  SE^a. 

Royal  Air  Force,  Uxbridge 

Flight-Lieut.  Walter  H.  Longton,  D.F.C.,  A.F.C. ..  SE  5a. 
Flying  Officer  Frank  G.  Gibbons,  D.F.C.  .  .  . .  Avro. 

Squadron-Leader  Frank  L.  Robinson,  D.S.O.,  M.C., 

D.F.C .  ,,  ..  ..  S.E.sa, 

The  race  is  over  a  distance  of  approximately  24  miles, 
being  three  laps  of  the  circuit  of  approximately  8  miles. 

One  representative  of  each  team  will  start  together  in 
S.Eya  aeroplanes.  At  the  end  of  the  first  lap  they  will  land 


on  the  aerodrome,  hand  a  baton  to  a  second  representative 
of  each  team,  who  will  then  fly  the  second  lap  in  Avro  aero¬ 
planes.  At  the  end  of  the  second  lap,  the  second  representative 
ol  each,  team  will  land  on  the  aerodrome  and  hand  the  baton 
to  the  third  representative  of  each  team,  who  will  then  fly 
the  third  lap  in  S.E.sa  aeroplanes. 

On  completing  the  third  lap  the  aeroplanes  will  cross  the 
finishing  line  in  flight. 

The  winning  team  will  be  the  one  whose  representative 
having  properly  completed  the  course,  is  the  first  to  cross 
the  finishing  line. 

{The  S.E.sa  aeroplanes  in  this  race  have  been  kindly 
loaned  by  the  Aircraft  Disposal  Company,  Ltd,) 


AUGUST  OPEN  HANDICAP  (16  miles) 

Prizes  :  1st,  £30  ;  2nd  (if  live  or  more  starters),  £10.  Open 
to  all  types  of  aeroplanes. 

The  race  is  over  a.  distance  of  approximately  16  miles 
being  two  laps  of  the  circuit— Waddon  Aerodrome,  Puriey 
Downs  Golf  Club  and  Beddington  Cement  Works. 

The  handicap  allowances  will  be  announced  on  the  Event 
Board.  Each  competitor  will  be  started  at  his  handicap 
time,  and  the  winner  will  be  the  competitor  who,  having 
properly  completed  the  course,  is  the  first  to  cross  the 
finishing  line  in  flight.. 


Pilot. 

Capt.  R.  H.  Stocken. . 

FI.  H.  Perry . 

J,  H.  James  . . 

L.  R.  Tait-Cox 
L.  L.  Carter  . . 

R.  A.  de  H.  Haig 

F.  P.  Raynham 

A.  S.  Butler  . .  , . 

Bert  Hinkler  .. 

C.  F.  Ewins 

Flight-Lieut.  Walter  H.  Long* 
ton,  D.F.C.,  A.F.C. 

Lieut. -Col.  D.  A.  Spenser  Grey 
Flight-Lieut.  James  M.  Robb, 
D.F.C. 

Maj.  C.  Draper 

Exhibition  Flights  by  Maj 


Aeroplane  and  Engine, 

Martinsyde  F.4  (300  h.p 

Hispano-Suiza). 

S.E.sa  (200  h.p.  Wolseley 
”  Viper  ”). 

Mars  1  (450  h.p.  Napier 

"  Lion  M). 

Mars  III  (200  h.p.  B  R.z). 

"  LuCifer  "  Monoplane  (100 
h.p.  Bristol  *'  Lucifer 

Bristol  “Bullet’'  (400  h.p, 
Bristol  “  Jupiter  "). 

Martinsyde  F.6  (200  h.p. 

Wolseley  “Viper”). 

D.H.37  ( 27 3  h.p.  Rolls-Royce 
“  Falcon  ”). 

Avro  Baby  (35  h.p.  Green). 

Monoplane  Racer  (400  h.p. 
Bristol  “  Jupiter  ”). 

S.E.sa  (200  h.p.  Wolseley 
“  Viper  “). 

Avro  (no  h  p.  Le  Rhone)  .  "* 

S.E.  «}a  (200  h.p.  Wolseley 
“  Viper  ”). 

Avro  (no  h.p.  Le  Rhone). 

.  C.  Draper,  D.S.O. 


Offices:  THE  ROYAL  AERO  CLUB, 

3,  CLIFFORD  STREET,  LONDON.  W.  1. 

H.  E.  PERRIN,  Secretarv. 


THE  LONDON-CONTINENTAL  SERVICES 

FLIGHTS  BETWEEN  JULY  23  AND  JULY  29,  INCLUSIVE 
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Fastest  time  made  by 

Croydon-Paris . 

59 

104 

2 1 

42 

59 

h  m. 

2  35 

DEI  34  G-EBBR  (ih.  52m.) 

B.  (5),  D.H  9  (1),  D.H.  16  (1) 

Paris- Croydon  ... 

6o 

102 

9 

36. 

59 

3  1 

D.H.  34  G-EBBQ  (ah.  7rn.) 

D.H.  18(1),  D.H.  34  (4),  G.  (6) 
H.P.  W.8B(3),  Sp.  (2),  Vu.  (2). 
B.  (5).  D.H.  9  (i),  D.H,  16  (1) 

C  roydo  n-  B  russels 

12 

42 

7 

I  T 

12 

2  23 

Vulcan  G-EBBL  (2h.  urn.) 

D.H.  18(1).  D.H.  34  (4).G,  <7). 
H.P.  W.8B  (4),  Sp.  (3)  Vu  (1), 
D.H.  18(1),  D.H.  34  (2),  Vu.  (3), 

Brussels-Croydon 

12 

3‘J 

1 

6 

1  2 

2  58 

D.H.  34  G-EBBR  (2b.  13m.) 

W.  (1). 

D.H.  16  (1),  D.H.  18  (1),  D.H.  34 

Croydon-Rotterdam- 

12 

12 

12 

12 

12 

2  27§ 

Fokker  H-NABS  (2k.  12m.) 

(3).  Vu,  (2) ,  W  (1). 

F.  (6). 

Amsterdam. 

Am  st  e  rd  am  -  Rotte  r  d  am- 

13 

s 

I  2 

12 

13 

2  53§ 

FokkerH-NABH  (ah.  30m.) 

DEL  9  (1),  F.  (6). 

Croydon. 

Totals  for  week. 

1 68 

38S 

6l 

— 

II  IQ 

167 
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AIR  CIRCUIT  OF  GREAT  BRITAIN 


For  the  King's  Cup,  which  has  been  presented  by  His 
Majesty  The  King  (or  a  circuit  of  Great  Britain  by  aeroplane, 
a  number  of  entries  have  already  been  promised,  including 
the  following  : — 

The  Duke  of  Sutherland  (President  of  the  Air  League). 

Lieut,  C’oi.  Frank  K.  McClcan  (Vice-Chairman  of  the  Royal 
Aero  Club). 

Sir  Samuel  Instone  (Instone  Air  Line). 

Sir  Henry  White  Smith  (Bristol  Aeroplane  Co.,  Ltd.). 

A.  V.  Roe  (A.  V.  Roe  and  Co.,  Ltd.). 

II  Scott-Paine  (Supermarine  Aviation  Works). 

A.  S.  Butler  (dc  Havilland  Aircraft  Co.). 

Brig. -Con.  J.  G.  Weir,  C.M.G.  (J.  and  G.  Weir,  Glasgow) 

Col.  M.  O.  1  Kirby  (Aircraft  Disposal  Co,,  Ltd.). 

F.  P.  Raynham. 

In  addition  to  the  above,  Boulton  and  Paul,  Ltd.,  of 
Norwich;  Armstrong  -  Siddeley  Motors,  Ltd.,  Coventry; 
Gloucestershire  Aircraft  Co.,  Cheltenham  ;  Aircraft  Disposal 
Co.,  Ltd.,  Croydon  ;  Handley  Page  Transport  Co.,  Croydon  ; 
Fa i rey  Aviation  Co  ,  Hayes  ;  and  Short  Bros.,  of  Rochester, 
arc  preparing  machines  for  the  race. 

The  race  will  be  a  handicap  under  the  Competition  Rules 
of  the  Royal  Aero  Club,  and  the  King's  Cup  will  be  awarded 
to  the  entrant  of  the  aeroplane  winch  first  completes  the 
circuit  of  Great  Britain  of  approximately  8.50  miles  under 
the  following  conditions: 

Supplementary  Regulations 

Date. — The  race  will  commence  on  Friday-,  September  8, 
1922. 

Organisation. — The.  race  shall  bo  conducted  by  the  Royal 
Aero  Club  under  the  Competition  Rules  of  the  R oval  Aero 
Club. 

Competitors. — The  entrant  and  pilot  or  pilots  mxist  be 
British  subjects.  The  entrant  must  be  an  individual  and 
not  a  company. 

Aeroplane. — The  aeroplane,  including  the  engine  or  engines, 
must  have  been  entirely  constructed  in  the  British  Empire. 

Entries. —  The  entry  fee  is  £25.  This  fee,  together  with  the 
entry  form,  must  be  received  by  the  Royal  Aero  Club, 
3.  Clifford  Street,  London,  W.  i,  not  later  than  5  p.m.  on 
Monday,  August  28,  1922. 

All  entry'  fees  received  will  be  applied  towards  payment 
of  the  expenses  of  the  Royal  Aero  Club  in  conducting  the 
race.  Any  balance  not  so  expended  will  be  refunded  pro  rata 
to  the  entrants. 

Air  Navigation  Regulations. — Competitors  must  comply 
with  the  Air  Navigation  Regulations  in  force. 

Course — The  course  will  be  approximately  S50  miles, 
starting  and  finishing  at  Waddon  Aerodrome,  Croydon,  with 
controls  at  several  large  towns  in  England  and  Scotland. 
The  course  will  be  divided  into  two  sections  to  be  completed 
on  two  consecutive  d;iys,  the  sections  being  divided  into 
stages  by*  the  controls. 

Controls. — The  controls  at  which  competitors  must  land 


will  be  communicated  later,  together  with  a  schedule  of  the 
minimum  time  that  competitors  must  stay  at  each  control 

Ihe  time  of  arrival  at  c-atli  control  will  be  taken  at  the 
moment  of  crossing  a  line  between  two  marks  on  the  ground, 
this  line  must  be  crossed  at  a  height  of  rot  more  than  300  ft. 

Handicap. — The  aeroplanes  will  be  handicapped  on  a  time 
allowance  basis  for  the  complete  circuit,  and  a  proportion 
of  the  total  handicap  will  be  allotted  to  each  section. 

Starting. —  Competitors  will  be  started  from  Waddon  Aero¬ 
drome,  Croydon,  in  accordance  with  the  proportion  of  their 
handicap  allotted  for  the  first  section,  and  will  be  timed  from 
the  given  signal  to  start  At  the  end  of  the  first  section  the 
aeroplanes  will  be  housed  for  the  night. 

Competitors  will  be  started  on  the  second  section  in  accord¬ 
ance  with  the  proportion  oi  their  handicap  allotted  for  that 
section,  plus  or  minus  the  time  gained  or  lost  on  their  handicap 
for  the  first  section. 

Each  competitor  and  his  aeroplane  must  be  on  the  starting 
line  15  minutes  before  his  official  time  of  starting.  Should 
any  competitor  fail  to  staTt  within  five  minutes  of  his  being 
given  the  signal  to  start  by  the  official  starter,  he  must  remove 
his  aeroplane  from  the  starting  line,  if  and  when  so  ordered, 
and  shall  only  be  allow-ed  to  start  with  the  sanction  of  the 
official  starter.  His  time  shall  be  taken  as  from  the  original 
signal  to  start. 

landings. —  Landings  between  the.  controls  are  allowed. 

Time  Cards.  -  Each  competitor  before  starting  will  be 
supplied  with  a  time  card,  on  which  will  be  entered  his  time 
of  arrival  and  starting  time  from  each  control.  The  competitor 
is  alone  responsible  for  the  .safe  custody  of  his  card,  and  for 
its  being  produced  and  entered  up  at  each  control,  and  for 
the  production  of  same  when  duly  called  upon. 

Landings,  repairs  and  alterations,  and  any  change  of 
personnel,  must  be  entered  on  the  time  card. 

Repairs. — Individual  replacements  and  repairs  to  the 
aeroplane  and  engine  may  be  made,  but  neither  roust  be 
changed  as  a  whole,  Any  repairs  or  adjustments  must  be 
carried  out  by’  the  pilot  and/or  crew. 

Verification  of  Aeroplanes. — Aeroplanes  must  be  at  Waddon 
Aerodrome,  Croydon,  completely  erected  not  later  than 
10  a.m.  on  "Wednesday,  September  6,  1922,  for  verification 
by  the  officials.  Any  competitor  not  having  his  aeroplane 
ready  for  presentation  to  the  officials  by  the  specified  time 
will  render  himself  liable  to  exclusion  from  the  race. 

Pilot  and-  Crew. — The  pilot  and/or  crew  must  not  be  changed 
during  the  race,  except  in  the.  event  of  a  special  emergency, 
and  then  only  at  a  control  with  the  consent  of  the  official  at 
the  control. 

Spare  Parts. — Only  such  spares  are  permitted  as  are 
carried  in  the  aeroplane. 

Labour. — Labour  will  be  provided  at  each  control  to 
man-handle  the  aeroplanes  and  swing  the  propellers. 

The  Committee  of  the  Royal  Aero  Club  reserves  to  itself 
the  right  to  add  to,  amend,  or  omit  any  of  these  rules  should 
it  think  fit. 


<5>  <£  <S>  ❖ 

NOTICES  TO  AIRMEN 


Isle  of  Sheppey  :  Danger  Area. 

Aerial  gunnery  and  bombing  targets  have  been  estab¬ 
lished  on  the  shore  and  in  the  sea  in  the  vicinity’  of  Ley’sdown 
Aerodrome  on  the  east  side  of  the  Isle  of  Sheppey.  Ihe 
position  is  approximately  in  latitude  51'-  24'  N.  and  longitude 
o°  56'  E.  (see  map  published  with  Notice  to  Airmen  No.  51 
of  1922). 

Firing  and  bomb  dropping  on  these  targets  takes  place  at 
frequent  intervals.  Pilots  are  warned,  therefore,  that  it  is 
dangerous  to  fly  over  this  area  at  an  altitude  lower  than 
j,ooo  feet. 

No  warning  signals  to  aircraft  are  displayed,  but  red  flags 
are  flown  on  the  shore  near  the  targets  as  a  warning  to  the 
public  and  shipping.  (No.  73' of  1922.) 

Pilots’  Licences  (Class  14  B  ”)  :  Extension  of  Licences 
to  Cover  Further  Types  of  Flying  Machines 

With  reference  fo  paragraph  61  of  the  Air  Navigation 
Directions,  1922  (AND. 3.),  Pilots  holding  licences  for  flying 
passenger  or  goods  flying  machines,  who  desire,  the  extension 
of  their  limners  to  cover  a  further  tyrpe  of  machine,  will  be 
required  to  carry  out  satisfactorily-  the  following  flying  tests 
on  the  type  for  which  the  extension  is  required  : — 

1  Three  "  take-offs  "  and  "landings’'  with  machine 
"  light." 


2.  Three  "  take-offs  ”  and  "  landings  ”  with  full  load. 

They  will  further  be  required  to  show  by  an  oral  examination 
that  they  have  a  practical  knowledge  of  the  flynng  machine 
for  which  the  extension  is  required,  particularly  with  regard 
to  the  installation  of  the  engine(s)  and  the  functioning  of  the 
petrol,  oil  and  water  systems. 

In  the  case  of  pilots  employ-cd  at  or  flying  from  the  London 
Terminal  Aerodrome,  Croy’don,  the  flying  tests  will  be  observed 
by  the  Civil  Aviation  Traffic  Officer,  and  the  examination 
in  flying  machine  and  engine(s)  will  be  carried  out  by  the.  staff 
of  the  Aeronautical  Inspection  Directorate. 

On  satisfactory’  completion  of  flying  tests  and  technical 
examination  the  Civil  Aviation  Traffic.  Officer  will  make  the 
necessary-  extension  of  the  licence. 

Applications  for  observation  of  flying  testsand  for  technical 
examination  should  be  made  to  the  Civil  Aviation  Traffic 
Officer  when  required. 

In  the  case  of  pilots  who  are  unable  to  attend  at  Croy’don 
for  flying  tests  and  technical  examination  other  arrangements 
will  be  made  on  application  to  the  Secretary  (D.C.A.),  Air 
Ministry. 

These  arrangements  will  come  into  operation  on  August  t, 
1923. 

(No.  S2  of  1922.) 
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HAVILLAND  AEROPLANE 

Flying  for  Less  than  Taxi  Fares 


HIRE  SERVICE 


1  x  these  days  of  subsidised  uncommercial  hy  ing,  it  is  gratifying 
to  discover  that  a  great  deal  of  non-subsidised  flying  is  being 
done.  Not  only  so,  but  actually  such  flying  is  done  entirely 
as  a  Commercial  proposition,  and,  most  important  of  all,  is 
paying  its  way.  For  a  considerable  time  the  De  Havilland 
Aircraft  Co.,  Ltd.,  of  Stag  Lane  Aerodrome,  Edgware, 
Middlesex,  has  bad  in  operation  a  number  of  machines,  ready 
at  short  notice,  for  flights  to  anywhere.  When  first  started, 
there  Avas  some  doubt  as  to  whether  the  "  air  taxi  ”  could  be 
made  to  pay  at  charges  which  would  be  likely  to  appeal  to 
the  public.  These  doubts  have  been  set  at  rest  long  ago,  and 
the  De  Havilland  Aeroplane  Hire  Service  has  been  established 
quite  independently  of  the  main  firm. 

At  present  there  are  ten  machines  available  for  hire,  mostly 
of  the  “  D.H.9C  ”  and  "  D.H.16  "  limousine  types.  Al¬ 
though  these  may  be  said  to  be  merely  converted  war  types, 
they  have  proved  themselves  capable  of  doing  very  good 


themselves  of  the  opportunity  to  use  the  air  taxis,  that  the 
entire  “  stable  "  is  generally  fully  occupied. 

It  might  be  mentioned  that  during  June  more  than  20,000 
miles  Avcre  covered  by  the  machines  of  the  De  Havilland  Hire 
Service,  flying  on  a  A'ariety  of  errands.  At  present  a  news¬ 
paper  service  is  being  maintained  between  Lympne  and 
Os  tend,  the  machines  leaving  early  in  the  morning.  The 
starting  point  Avas  transferred  to  Lympne  on  account  of 
its  relative  freedom  from  early  morning  mists,  from  Avhich 
Croydon  suffers  rather  badly. 

The  uses  to  Avhich  the  air  taxis  are  being  put  are  so  varied 
that  it  is  impossible  for  11s  to  do  more  than  indicate  a  few. 
The  famous  long  flights  made  by  Mr.  Cobhara  are  already 
so  well  known  that  we  need  not  elaborate  the  subject  here. 
Flights  for  newspapers,  carrying  photographers  or  conveying 
photographs,  are  almost  daily  occurrences,  while  on  three 
occasions  lately,  it  has  been  possible  for  passengers  aa’Iio  had 


THE  DE  HAVILLAND  AEROPLANE  HIRE  SERVICE:  Line-up  of  the  ten  machines  which  at  present  constitute 

the  “  stable.” 


commercial  Avork,  and  the  rates  at  which  they  are  to  be  hired 
are  such  that,  Avith  full  load,  the  cost  is  but  very  slightly 
greater  than  that  charged  by  "approved"  companies  on  the 
London-Paris  route.  Thus  the  "  D.H.gC,"  which  has 
accommodation  tor  three  passengers,  two  of  whom  are  seated 
in  a  small  cabin,  can  be  hired  at  an  inclusive  rate  of  2 s.  per 
mile,  or  £8  per  flying  hour,  With  full  load  of  three  passengers 
the  cost  "therefore  works  out  at  the  surprisingly  low  figure  of 
Sd.  per  passenger  per  mile,  or  less  than  taxi  fare. 

1  The  “  D.H.16,"  which  has  a  limousine  body,  seats  four 
passengers,  and  can  be  had  for  >s.  6 d.  per  mile,  or  £1  1  per 
flying  hour,  which  is  even  more  economical.  If  the  machines 
are  required  for  goods,  the  former  has  a  capacity  of  630  lbs., 
Avhile  the  latter  carries  Soo  lbs.  The  distance  from  Croydon 
to  Paris  is  about  2.|o  miles,  so  that  a  machine  may  be  hired 
from  this  firm  for  the  journey  at  an  inclusive  fee  per  passenger 
of  £8,  as  against  the  £6  6s.  charged  by- the  regular  air  lines. 
In  view'  of  the  fact  that,  by  hiring  a  machine,  one  is  not 
limited  to  either  route  or  destination,  this  fee  is  certainly 
remarkably  low,  and  it  is  not  surprising  that  so  many  avail 

0  0 

Germany’s  Reply  to  Restrictions 

From  Berlin  it  is  reported  that  the  German  Government 
has  sent  a  note  to  Denmark,  Norway,  Sweden,  Holland  and 
Switzerland  informing  the  respective  Governments  that  only 
aeroplanes  conforming  Avith  the  restrictions  placed  upon 
German  aircraft  Avill  be  permitted  to  cross  the  German  fron¬ 
tier.  This  is  a  clever  move  on.  the  part  of  the  German 
Government,  and  obviously  intended  to  reduce  the  handicap 
which  the  restrictions  of  the  Allies  places  upon  German  civil 
flying.  If  any  of  these  countries  wish  to  rim  services  into 
Germany  they  call  hoav  only  do  so  by  using  machines  of  as 
Ioav  pOAver  and  fuel  capacity  as  those  to  which  the  Germans 
the  nisei  ves  are  restricted. 


missed  their  train  from  London  to  Southampton  to  get  to 
the  latter  port  in  time  to  catch  liners  which  Avould  otherwise 
have  been  missed. 

Tours  through  Belgium  and  Northern  France,  seeing  the 
battlefields  from  the  air,  are  popular  with  tourists,  and  as 
the  only  stipulation  is  that  machines  must  alight  at  certain 
aerodromes  for  customs  on  entering  a  country,  and  Ihe 
passengers  have  their  passports  in  order,  this  method  of 
touring  is  delightfully  free  from  Avorrying  formalities,  not  to 
mention  the  comfort  of  the  journey  itself  as  compared  with 
hours  spent  in  stuffy  trains. 

Owing  to  the  large  demand  for  machines  during  the  summer 
months,  it  is  as  Avell  to  order  as  long  in  advance  as  possible, 
although  it  is  often  possible  to  get  a  machine,  even  for  an 
extended  tour,  at  a  few  hours’  notice,  by  Avriting,  telegram, 
or  telephone  to  the  company. 

The  address  of  the  De  Havilland  Hire  Service  has  already 
been  given.  The  telephone  number  is  Kingsbury  160-161, 
and  the  telegraphic  address  "  Havilland,  Edgware."  All 
enquiries  are  promptly  dealt  with. 

0  H 

Giant  French  Flying  Boat  under  Test 

At  the  last  Paris  Aero  ShoAv  was  exhibited  by  Marcel 
Besson  a  scale  model  of  a  huge  quadruplane  flying  boat, 
which  was  then  stated  to  be  in  course  ot  construction 
Reference  to  this  machine  Avas  made  on  p.  776  of  our  issue  of 
November  24,  1921,  in  our  report  on  the  Paris  Show.  The 
machine  is  now  stated  to  be  at  St.  Raphael  undergoing 
tests.  ^  The  arrangement  of  the  Avings  is  unusual,  the  four 
planes  being  arranged  as  Iavo  biplanes,  of  which  one  set  is 
staggered  in  relation  to  the  other.  The  strutting  is  of  X 
formation.  The  cabin  is  a  separate  unit  from  the  boat  hull. 
The  dimensions  are  :  Span,  05  ft.  ;  length,  69  ft.  ;  height, 
23  ft.  ;  and  Wing  area,  2,750  sq.  ft. 


AIR  FORCE  AND  THE 

A  discussion  of  some  moment  took  place  in  the  House  of 
Lords  on  July  27,  in  response  to  a  question  to  the  Under¬ 
secretary  of  State  for  Air  by  the  Marquess  of  Londonderry. 
The  Marquess  asked  whether  the  Government  realised  the 
anxiety  of  the  nation  with  regard  to  the  alleged  deficiencies 
of  the  Air  Service  in  all  its  branches,  especially  with  regard  to 
its  naval  and  home  defence  sides,  and  whether  he  was  in  a 
position  to  make  a  statement.  It  was  imperative,  he  said, 
that  there  should  be  real  co-ordination  between  the  three  arms 
of  the  Service.  He  had  recently  noticed  that  a  journalistic 
war  was  being  waged  against  the  Air  Ministry.  He  did  not 
know  how  far  it  had  disturbed  the  Air  Minister.  The  criticism 
as  usual,  in  his  opinion,  was  intended  to  injure  the  Govern¬ 
ment  rather  than  benefit  the  Air  Service.  He  hoped  the 
Government  would  be  able  to  tell  their  lordships  of  the  relative 
importance  of  the  three  arms  of  the  Service.  The  arguments 
in  favour  of  a  separate  Air  Force  appeared  to  him  over¬ 
whelming,  and  he  did  not  want  the  Air  Force  unduly  developed 
at  the  expense  of  the  Navy  or  Army,  or  vice  versa.  But  he 
wanted  the  money  that  would  be  necessary  to  allocate  to 
the  Services  apportioned  with  a  close  regard  to  the  actual 
services  which  each  arm  could  render.  There  was  the  q  uestion 
of  civil  aviation,  and  its  bearing  on  the  fighting  .Service — how 
far  civil  aviation  could  be  the  reservoir  in  time  of  war  for  the 
Air  Service  How  much  would  it  cost  to  raise  a  large  reserve 
through  the  instrumentality  of  civil  aviation  ?  Would  it 
he  less  costly  than  providing  regular  squadrons  ? 

Lord  Montagu  of  Beaulieu  thought  the  Air  Ministry  had 
been  unjustly  attacked  by  some  of  its  critics  for  not  doing 
certain  things  for  which  it  had  not  the  money.  He  had 
never  seen  any  reason  to  change  his  opinion  that  an  indepen¬ 
dent  Air  Ministry  and  Air  Service  were  vital  to  the  country'. 
As  time  went  on  he  thought  there  was  more  reason  for  main¬ 
taining  that  separate  Air  Service,  A  terrible  attack  from  the 
air  would  be  the  first  sign  of  war  in  the  future,  and  the  Navy 
and  the  Army  would  not  be  able  to  ward  it  off.  It  was 
absolutely  vital  that  we  should  have  an  independent 
Air  Force,  continue  the  Air  Ministry,  and  regard  il  more  and 
more  as  our  first  line  of  defence.  Air  Service  training  was  a 
thing  quite  apart  from  any  other  form  of  training.  The  idea 
that  they  could  take  a  naval  officer  or  a  military  officer  for  a 
time  and  then  return  him  to  his  Service  was  a  fallacy.  They 
must  yet  the  air  officer  young  and  keep  him  as  long  as  they 
could.  He  supported  the  request  made  by  the  noble  mar¬ 
quess.  He  considered  that  the  Air  Ministry-  had  done 
exlrerrtely  welt,  considering  the  limited  means  at  its  disposal. 

Lord  Sydenham  said  there  might  have  been  exaggerations 
in  the  Press,  but  he  thought  the  anxiety  -which  the  public 
had  felt  on  this  subject  had  been  fully  justified.  The  present 
position  w-as  dangerous  and  deplorable.  Though  it  was 
probable  there  would  be  no  great  war  for  several  years,  onlyr 
dreamers  believed  wars  were  at  an  end.  The  Navy  would  be 
incomplete  and  handicapped  if  it  were  not  provided  with  an 
adequate  Air  Force  thoroughly  trained  at  sea.  It  must  be 
an  integral  part  of  the  Navy.  The  Admiralty  ought  to  be 
responsible  for  the  strength  and  efficiency  of  its  own  air 
branch. 

Viscount  Long  said  he  became  convinced  in  the  early  stages 
of  the  Contercnces  in  1919-1920  that  the  proposal  to  set  up 
an  Air  Ministry  with  absolute  control  of  the  Air  Force  of 
either  the  Army  or  Navy,  or  both,  was  doomed  to  failure. 

It  they  were  to  secure  both  efficiency  and  economy  the}'  must 
have  an  Air  Force  which  was  part  of  the  naval  system  under 
the  control  of  the  Navy'  and  run  by  them.  They  needed  a 
review  of  the  whole  situation,  naval,  military,  and  air.  He 
hoped  the  Government  would  not  commit  themselves  im¬ 
mediately  to  the  final  adoption  of  the  plan  now  working. 
We  must  have  an  Air  Ministry,  for  which  there  wns  plenty  of 
work.  It  must  have  charge  of  the  selection  of  types  of  flying 
machine,  the  purchase  of  materials  and  construction.  But 
the  Navy  must  be  responsible  for  its  owu  Air  Force,  have  full 
control  over  it,  and  its  cost  should  be  a  part  of  the  Navy 
Estimates. 

Lord  Gorcll,  Under- Secretary  of  State  for  Air,  said  the 
Marquess  of  Londonderry  had  stated  that  the  Air  Ministry 
had  been  suffering  under  a  journalistic  war.  He  would  not 
go  quite  so  far  as  that.  There  had  been  a  very  great  deal  of 
attention  paid  to  the  whole  question  of  air  power  lately,  and 
that  was  a  very  hopeful  sign.  Some  of  the  criticism  had  been 
of  great  assistance.  The  great  bulk  of  it  had  been  very 
uninformed.  There  was  no  doubt  that  in  certain  quarters, 
there  had  been  deliberate  misrepresentation.  He  was  asked 
only  the  previous  day  by  a  friend  of  his  why  it  was  that  certain 
journals  seemed  to  have  been  inspired  by  personal  animus 
in  their  attacks  on  the  Air  Ministry.  He  gave  then  the  reason 
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he  would  give  their  lordships,  that,  there  were  certain  journals 
controlled  by  Lord  Rothermere,  who  was,  for  a  shoit  time,  in 
charge  of  the  Air  at  the  Hotel  Cecil,  and  whilst  there  was  in 
daily  contact  with  our  present  Air  Marshal — who  was  certainly' 
distinguished  for  saying  frankly  and  straightforwardly  what  he 
thought.  It  might  be  presumed  that  that  straightforward 
ness  and  frankness  might  have  ruffled  Lord  Rothermere, 
and  that  he  was  not  now  able  to  forget  and  take  a  wider  than 
the  personal  view. 

In  October  last  year  he  went  very  lully  into  the  cost  of  a 
separate  Ministry,  He  attempted  then  to  show  that  so  far 
as  cost  could  be  estimated  at  all,  a  separate  Air  Ministry 
was  less  costly  than  two  Services  would  be,  and  no  answer 
had  been  given  to  the  figures  he  gave.  The  first  question  of 
the  noble  marquess  he  could  answer  quite  definitely,  There 
was,  undoubtedly,  now  a  great  potential  menace  from  the  air 
If  there  should  be  unhappily  in  the  future  an  outbreak 
of  a  great  war,  we  could  confidently  rely  upon  the  air  playing 
a  very  much  greater  part  than  it  did  in  the  last  war.  It  was 
probable  that  the  raiding  would  be  continuous  on  docks, 
factories,  food  depots,  and  on  mobilisation  places,  and  that 
called,  undoubtedly,  for  a  revision  of  our  ideas.  It  was 
fairly  obvious  that  it  would  be  the  endeavour  of  every  belli 
gerent  Power  to  put  out  the  maximum  of  air  effort  in  the  very 
first  days  of  the  war.  There  was  a  considerable  divergence  of 
view  as  to  whether  the  menace  from  the  air  was  greater  than 
that  from  the  sea.  It  must  to  some  extent  be  hypothetical. 

Except  for  the  fact  that  the  German  Fleet  was  at  the  bottom 
of  the  sea  the  old  menace  remained,  and  one  could  go  no  farther 
m  any  claims  in  regard  to  the  air  than  to  say  that  to  the  old 
menace  had  been  added  this  great  and  almost  unknown  new 
menace.  Nothing  that  land  or  sea  forces  could  do  could 
prevent  this  menace  from  the  air.  All  he  coidd  say  about 
the  allocation  of  funds  was  that  the  question  had  been  before 
the  Committee  of  Imperial  Defence  for  a  long  time,  and  they 
were  carefully'  considering  the  matter.  They  had  seen 
and  heard  in  the  Press  comparisons  between  the  air  power 
of  this  country  and  the  air  power  of  France.  Did  anyone 
who  had  had  experience  of  the  past  war  regard  the  air  power  of 
France  as  a  menace  to  this  country  ?  He  absolutely  refused 
to  believe  the  word  “  menace  ”  'in  that  connection.  Our 
strength  and  that  of  the  French  would,  if  necessary,  maintain 
peace  and  establish  it. 

Haying  dealt  with  the  distribution  of  our  air  squadrons, 
he  said  as  regards  ground  organisation  during  the  war,  it 
took  86  men  on  the  ground  to  keep  one  machine  in  commission 
in  the  air.  That  number  had  been  considerably  reduced,  but 
it  must  always  be  large.  As  to  the  cost  of  squadrons,  the 
total  estimated  expenditure  on  the  Royal  Air  Force,  including 
India,  for  1922-23,  was  /15, 177,500.  for  32  squadrons,  which 
was  roughly  ^474,300  each.  If  they'  added  20  squadrons 
at  home  to  these,  the  total  cost  would  be  ^17,227,000  for 
52  squadrons,  and  the  cost  per  squadron  would  be  roughly 
;£33U300-  If  the  number  was  increased  to  100  squadrons, 
the  total  cost  would  be  ^24, 000, 000,  or  ^240,000  per  squadron. 
So  that  the  larger  the  organisation  was,  the  less  relatively 
the  overhead  charges  were. 

After  defending  the  policy  of  the  Ministry-  in  regard  to 
buildings,  he  dealt  with  the  relations  of  the  Air  Force  and  the 
Navy.  There  were  in  co-operation  with  the  Navy,  employed 
on  reconnaissance,  spotting,  torpedo-carrying,  and  bombing, 
62  machines,  and  in  training,  etc.,  21,  a  total  of  83.  In 
addition,  there  were  reserve  machines  to  cover  replacement 
46,  and  reserve  in  store  229,  giving  a  total  of  275,  making  a 
grand  total  of  358  machines.  As  to  the  Army',  there  had  been 
definitely  allotted  28  machines,  and  there  were  43  units  upon 
which  the  Army  could  call  for  co-operation,  while  an  addition 
of  18  units  were  available  in  urgent  circumstances,  and 
20  for  training,  making  a  total  of  in.  In  addition,  there 
were  60  held  as  a  first  reserve,  and  6  more  were  available 
for  assistance  in  field  training.  These  figures  could  be  varied 
according  to  the  requirements  of  the  Army  and  Navy.  The 
Army  and  the  Navy  had  the  fullest  operational  control  over 
the  units  allotted  to  them.  It  was  an  entire  travesty  of  the 
facts  to  say  that  naval  and  military  commanders  had  no 
responsibility  for  them.  The  Geddes  Committee  recommended 
that  the  aircraft  available  for  co-operation  with  the  Navy 
should  be  cut  down  from  61  squadrons  to  2.  The  Navy-  at 
present  had  5J  squadrons,  which  was  a  "  cut  ”  of  one.  The 
Committee  recommended  in  regard  to  the  Army-  that  the  air 
craft  should  be  "  cut  ’*  from  three  squadrons  to  one.  The 
Army-  had  2i  squadrons,  a  "  cut  ”  of  a  half. 

There  were  more  squvdrons  allocated  for  co-operation 
with  the  Navy  than  there  were  for  independent  work — pre¬ 
ference  had  been  given  for  the  requirements  of  the  Navy. 
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But  for  the  existence  of  the  Air  Ministry,  there  would  not 
have  been  so  many  aircraft  available  for  the  Navy.  He 
hoped  no  more  would  be  heard  of  reversion  to  an  extensive  and 
disastrous  duality. 

As  to  the  policy  of  reconditioning  of  old  machines,  he  main¬ 
tained  that  it  was  the  outcome  of  a  national  demand  for 
economy.  That  policy  was  now  beginning  naturally  to 
c  ome  to  an  end  ;  and  in  the  near  future  it  would  be  necessary 
to  ask  for  money  for  the  pmrehase  of  new  machines.  Air 
power  could  fairly  claim  today  that  it  could  prevent  anv  in¬ 
vasion  on  a  large  scale  by  sea.  As  a  general  proposition,  it 
could  fairly  be  said  that  this  country  was  ahead  both  in  force 
and  design.  As  far  as  our  experimental  types  were  concerned, 
the  position  was  absolutely  satisfactory  with  regard  to  other 
countries,  and  very  great  progress  was  being  made. 

As  an  illustration  of  possible  progress  in  the  near  future, 
he  quoted  a  passage  from  the  forthcoming  report  of  the  Civil 
Aviation  Advisory  Board,  now  in  process  of  being  signed. 

1  hey  said  it  must  be  recognised  that  an  all-red  air  route  could 
not  be  mapped  out  front  England  to  India,  but  that  it  was 
anticipated  that  soon  this  would  be  nearly,  if  not  entirely, 
achieved  by  a  machine  which  could  make  a  trip  comprising 
Paris,  Marseilles,  and  Malta—  1,130  miles — in  one  flight. 


Speaking  of  the  policy  of  the  substitution  of  air  force  for 
other  force,  he  contended  that  the  progress  made  had  not  been 
bad,  but  we  must  be  careful  not  to  go  too  fast,  Where  the 
new  force  was  more  efficient  lor  the  same  expense,  or  equally 
efficient  for  less  expense,  if  was  the  intention  of  the  Govern¬ 
ment  to  use  air  force.  While  they  wanted  to  see  a  healthy 
civil  aviation,  both  from  the  industry  and  the  machinery 
point  of  view,  the  first  question  was  how  far  it  Could  help 
the  defence  of  the  country.  How  much  was  it  worth  while 
to  pay  towards  it  in  order  to  make  it  a  reserve  for  Service 
aviation  ?  It  was  probable  some  new  arrangement  would 
have  to  be  made  in  regard  to  the  cross-Channel  services  in 
order  to  obviate  loss.  He  had  been  assured  by  a  prominent 
member  of  the  aircraft  industry  that  they  would  rather 
that  whatever  money  W'as  available  was  spent  wholly  on  Service 
aviation.  They  had,  therefore,  to  beware  of  adopting 
broadcast  the  suggestion  that  by  subsidising  civil  aviation 
they  promoted  the  power  of  defence.  The  Government  not 
only  had  a  definite  air  policy,  but  it  had  a  sane  policy  the 
country  could  have  taken  up- -namely,  to  avoid  expense, 
as  far  as  that  was  justifiable  and  to  build  up  the  nucleus  of  a 
very  efficient  organisation  which  would  be  capable  of  ex¬ 
pansion, 


0  0  0  0 


IN  PARLIAMENT 


R.A.F.  Personnel 

Lieut.-Commander  Ken  worthy,  on  July  ?5,  asked  the  Secretary  of 
State  for  Air  what  is  the  total  personnel  of  the  Royal  Air  Service,  male  and 
lemale,  respectively  ;  how  many  of  these  are  considered  to  be  available  to 
act  as  pilots  and  observers  in  the  air,  respectively,  when  required  for  active 
service,  and  not  including  personnel  under  training  ;  and  licw  many  of  these 
hitter  are  allocated  /or  service  with  the  Royal  Raw  ? 

t  apt.  Guest  :  According  to  the  latest  returns  available,  the  answer  to  the 
lust  question  is  .’8,906  and  46  respectively,  the  latter  figure  representing  the 
personnel  of  the  Royal  Air  Force  Nursing  Service  ;  to  the  second,  1,714  fully 
trained  pilots  and  109  observers,  excluding  those  under  flying  training,  it 
would  be  difficult  to  assess  the  proportion  of  this  number  of  pilots  and  ob 
servers  who  can  be  said  to  be  employed  on  naval  duties,  but  there  are  373 
tirst  line  aeroplanes  111  service  units  without  counting  training  or  resenes, 
and  these  arc  manned  by  461  pilots  and  9c  observers,  of  whom  84  pilots  ami 
35  observers  work  with  the  Navy,  namely,  about  20  per  cent.  Of  the  re¬ 
maining  1,253  pilots,  the  proportion  employed  on  work  with  the  Navy  is 
probably  about  the  same. 

Lieut. -Commander  Ken  worthy  :  Does  not  the  right  lion,  gentleman  think 
it  very  anomalous  that,  with  a  very’  big  Navy  and  a  acomparativelv  small 
Army,  only  20  per  cent,  of  the  available  pilots  are  attached  to  the  Senior 
Service  ? 

Capt.  Guest  :  The  lion,  and  gallant  gentleman  forgets  that  two  thirds  of 
the  Royal  Air  Force  is  stationed  oversea. 

Lieut.  Commander  Kenworthy  :  Have  we  not  got  numerous  fleets  over¬ 
seas.  and  ought  not  they  to  have  their  proper  proportion  of  pilots  ? 

Torpedo  School,  Gosport 

Viscount  Curzon  asked  the  Secretary  of  State  for  Air  whether  he  can 
give  details  as  to  the  experimental  Royal  Air  Force  torpedo  school  at  Gosport 
and  as  to  the  work  carried  on  there  ? 

Capt.  Guest  :  The  Air  Force  establishment  referred  to  at  Gosport  is  not  a 
torpedo  training  school ;  it  is  a  flight  maintained  for  experiments  with  the 
running  of  torpedoes  from  aircraft  and  for  the  study  of  modifications  to  air¬ 
craft  fittings  and  to  torpedoes  in  connection  with  such  work.  In  this  work 
the  Naval  Torpedo  School,  described  as  H.M.S.  Vernon,  closely  co-operate. 
1  he  flight  consists  of  three  machines,  with  an  establishment  of  4  officers, 
one  of  whom  is  attached  from  the  Navy,  18  other  ranks,  and  3  civilian 
assistants. 

Naval  Officers  and  Air  Training 

Co mmaxder  Beluairs  asked  the  Parliamentary  Secretary  to  the  Ad¬ 
miralty  whether  he  will  clear  up  misunderstandings  by  stating  the  reasons 
why  young  officers  were  not  forthcoming  when  the  Air  Ministry  asked  if  400 
could  be  seconded  from  the  Royal  Navy  ? 

Mr.  Amerv  :  T  here  is  no  record  at  the  Admiralty  of  the  Air  Ministry  having 
asked  for  a  definite  number  of  officers  (400)  to  be  seconded  to  the  Royal  Air 
Force.  Early’  in  1920,  however,  the  Air  Ministry  asked  that  a  certain  number 
might  be  seconded  for  training  as  pilots,  and,  after  discussion,  a  Fleet  Order 
was  issued  in  July,  1920,  inviting  officers  to  volunteer.  The  response  to  this 
invitation  was  very  unsatisfactory,  in  spite  of  senior  officers  having  been 
asked  to  bring  the  matter  to  the  notice  of  young  officers,  and  only  seven  names 
were  received,  these  seven  starting  training  in  September,  1920.  During  the 
winter  of  1920-21  further  discussion  took  place  with  the  Air  Ministry  with  a 
view  to  the  seconding  of  a  further  number  of  officers,  the  ultimate  total  aimed 
at  being  100,  but  the  conditions,  which  the  Admiralty  thought  were  necessary 
to  secure  enough  volunteers  to  make  the  scheme  a  success,  were  found  to  be 
unacceptable  to  the  Air  Ministry.  As  there  appeared  to  be  no  possibility 
of  agreement,  the  matter  dropped,  the  Air  Ministry  taking  steps  to  find  from 
other  sources  all  the  pilots  required.  The  Admiralty  have,  of  course,  no  power 
to  second  an  officer  to  another  service  without  his  consent. 

Major  Sir  B.  Falle  :  Will  the  offer  be  repeated  ? 

Mr.  Amery  :  I  am  willing  to  discuss  the  matter  with  the  bon.  and  gallant 
member.  • 

Naval  Aircraft 

Lieut. -Commander  Ken  worthy,  on  July’  26,  asked  the  Parliamentary 
Secretary  to  the  Admiralty'  how  many  aeroplanes,  seaplanes  and  pilots  are 
at  present  with  the  China,  East  Indies  and  North  American  squadrons, 
respectively,  or  available  for  immediate  service  with  those  squadrons  ? 

Mr.  Amery  :  No  aircraft  are  at  present  with  these  squadrons.  All  fleet 
aircraft  will  be  available  for  service  in  any  waters  as  aircraft  carriers  become 
available. 

Lieut. -Commander  Kenworthy  :  Are  steps  being  taken  to  supply  these 
squadrons  which  are  designed  and  placed  for  operating  on  wide  stretches  of 
sea  where  aeroplanes  are  of  vital  import  ? 

Mr.  Amery  ;  We  are  pushing  forward  aircraft  carriers. 

Lieut. -Commander  Kenworthy  :  Art  not  the  cruisers  on  these  foreign 
stations  permitted  and  able  to  carry  their  own  aircraft,  as  in  the  War  ? 

Mr.  Amery  :  \\  ill  the  hon.  and  gallant  gentleman  please  give  me  notice  ? 


Capt.  Viscount  Curzon  asked  what  are  the  types  of  aeroplane  which  have  to 
be  engaged  by  a  fighting  aeroplane  at  sea ;  whether  any  other  duties  are 
required  ol  such  a  machine  ;  and  when  wore  the  fighting  aeroplanes  now  in 
Use  in  the  Royal  Navy  constructed  ? 

Mr.  Amery  ;  'J he  types  of  aircraft  which  it  is  expected  fighting  aetoplanes 
would  have  to  engage  at  sea  at  the  present  time  are  as  follows — other  fighters, 
bombing,  reconnaissance,  torpedo  and  spotting  aircraft,  seaplane-  and  flying 
boats.  They  would  also  attack  the  enemy  as  and  when  opportunity  offered. 
The  information  asked  lor  in  the  lost  part  of  the  question  is  not  in  the  posses¬ 
sion  of  the  Admiralty, 

Viscount  Curzon  :  Docs  my  lion,  friend  think  six  fighters  plus  three  with¬ 
out  pilots  arc  sufficient  to  discharge  these  dutiis  Of  the  Na\y  5 
Mr.  Amery  .  That  is  a  matter  to  be  discussed  on  the  Votes. 

Viscount  Curzon  asked  whether  there  is  now  at  sea  or  capable  of  being 
worked  at  sea  in  the  Royal  Na\y  or  the  Navy  ot  any  other  country  in  the 
world,  so  tar  as  the  information  at  the  disposal  cf  the  Admiralty  is  concerned, 
an  aeroplane  capable  of  sinking  one  of  our  capital  ships  by  either  bomb  or 
torpc-do  ? 

Mr.  Amery  :  The  answer  is  in  the  negative 

Naval  Officers  and  the  R.A.F. 

Lieut. -Col.  Moorf  Brahazon,  ci  July  27,  asked  the  Secretary  of  State 
for  Air  if  any  naval  officers  have  been  seconded  to  the  Air  Force  during  the 
last  12  months  for  training  as  pilots  ;  and.  whether  any  difficulty  has  been 
experienced  in  getting  naval  officers  for  flying  training  ? 

Capt.  Guest  r  Seven  nav  al  officers  were  seconded  to  the  Royal  Air  1  orce 
in  1920,  since  which  date  no  others  have  been  seconded,  in  spite  of  the  earnest 
desire  of  the  Air  Ministry  to  secure  volunteers, 

Marine  Craft 

Viscous i  Curzon  asked  what  is  the  number  of  marine  craft  maintained 
by  the  Air  Ministry-;  where  are  they  built  and  when  arc  they  repaired; 
how  many  men  are  required  to  man  them  ;  and  where  do  they  obtain  their 
nautical  know  ledge  ? 

Capt.  Guest  The  answer  to  the  first  question  is  that  the  establishment 
of  marine  craft  maintained  in  use  in  connection  with  the  operation  and  salving 
of  aircraft  is  as  follows  power  driven  craft.  35  ;  pulling  boats,  21  ;  barges, 
etc.,  3.  'I  here  is  also  a  surplus  of  War  stocks  ot  marine  rratt  which  is  held  as  a 
reserve  and  for  replacement.  These  craft,  were,  for  the  most  part,  taken  over 
by  the  Admiralty  on  the  formation  of  the  Air  Force  in  1918  ;  to  the  second, 
that  the  information  as  regards  building  is  not.  in  all  cases  available,  but  the 
craft  have  mainly  been  built  by  Messrs.  Thornycroft,  Messrs.  Cox  and  King,  and 
Messrs.  Gibbs.  The  repairs  are  carried  out  b\T  direct  contract ;  to  the  third, 
that  the  answer  is  127  ;  to  the  last,  that  training  is  for  the  most  part  carried 
out  in  the  Royal  Air  Force  units  to  which  the  boats  belong,  and  also  at  a  small 
marine  training  establishment  at  Calshot. 

Viscount  Curzon  :  Do  the  figures  just  given  include  any  craft  which  are 
maintained  on  the  Tigris  ? 

Capt.  Guest  ;  I  thick  1  ot.  I  will  leek  into  it. 

Air  Force  Reserve 

Viscount  Curzon  asked  the  Secretary  of  State  for  Air  whether  he  can  give 
any  details  as  to  the  new  Air  Force  Reserve  ;  whether  it  is  intended  to  provide 
out  of  this  Reserve  for  the  equiremeuts  of  the  Navy  ;  whether  any  of  the 
pilots  provided  under  this  scheme  would  be  able  to  fly  on  and  off  an  aircraft 
carrier  or  off  a  flying  platform ;  if  not,  how  long  would  lie  required  to  train 
them  and  how  many  carriers  would  be  required  for  the  purpose  ;  whether 
observers  are  included;  how  long  would  be  required  to  train  them  for  their 
duties;  and  whether  it  is  considered  that  the  annual  training  provided  for 
under  the  scheme  is  sufficient  to  train  pilots  and  observers  to  carry  out  their 
duties  in  the  squadrons  of  the  Royal  Air  Force  attached  to  the  Royal  Navy  ? 

Capt.  Guest  :  I  am  glad  of  this  opportunity  of  correcting  a  misapprehension 
which  has  arisen.  The  statements  which  have  appeared  in  the- Press  recently 
to  the  effect  that  a  new  Air  Force  Reserve  was  being  created  arc  not  quite 
accurate.  The  position  is  that  officers  who  were  granted  short  service  com¬ 
missions  in  1910  for  a  period  of  three  years’  service  on  the  active  list,  followed 
byr  a  period  in  the  Reserve,  will  commence  to  pass  into  the  Reserve  this  year. 
The  first  officers  will  be  transferred  in  September.  The  Reserve  is  intended  to 
provide  for  the  requirements  of  the  Air  Force  at  a  time  of  national  emergency 
including  the  duties  of  the  Air  Force  in  connection  with  the  Royal  Navy. 
A  number  of  the  pilots  who  are  at  present  serving  on  short  service  commissions , 
and  who  will  in  due  course  pass  into  the  Reserve,  axe  fully  trained  and  ex¬ 
perienced  in  naval  work.  The  Reserve  also  includes  observers.  It  is  con¬ 
sidered  that  the  annual  training  provided  for  under  the  scheme  will  be  sufficient 
to  keep  pilots  and  observers  in  training  to  carry’ out  any  Air  Force  duties  which 
they  may  be  called  upon  to  perform,  including  duties  in  the  squadrons  of  the 
Royal  Air  Force  attached  to  the  Royal  Navy’. 
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Aeroplane  and  Engine  Orders  for  Constructors 

Sir  H.  Brittain  asked  the  Secretary  ol  State  for  Air  whether,  seeing  that 
tin?  House  is  to  adjourn  for  three  months,  he  can  state  it  his  Department  will 
have  the  necessary  funds  to  enable  it  to  give  orders  to  aeroplane  and  engine 
miiniifaeturers,  and  so  enable  those  selected  to  keep  their  works  going  and  thru 
starts  together  during  the  period  until  the  House  meets  again  ? 

('.apt.  Guest  :  1  tear  1  am  not  yet  in  a  position  to  make  any  statement  sin  h 
as  that  suggested  by  my  hull.  friend,  nor  can  /  promise  to  make  an  announce 
iiient  on  this  subject  before  the  House  rises.  The  possibility  oi  ftp  mg  iui  thin 
orders  to  the  aircraft  industry  beyond  those  already  budgeted  depends  upon 
the  derisions  of  the  Committee  of  imperial  Defetiee. 

Sir  VV.  Joynson  Hicks  :  Does  the  right  lion,  gentleman  realise  the  necessity 
fot  doing  something  in  this  matter?  fs  he  in  a  position,  the  money  having 
been  already  voted,  to  do  Something  before  the  House  rises  ? 

Auxiliary  Air  Force 

Mr.  L.  Malone  asked  the  Secretary  ol  Slate  for  Air  it  he  ran  make  a 
statement  as  to  the  proposed  constitution  of  the  Territorial  Air  Force ;  and 
what  will  be  the  cost  ? 


t  apt.  Guest:  The  constitution  oi  the  auxiliary  or  Terri  tot  tal  Air  Force 
will  in  general  bo  similar  to  that  of  the  Territorial  Army,  except  in  so  far  a;. 
diiHorenres  in  regard  to  service,  training  and  material  in  the  Uty  arms  make  a 
divergence  norrssary  \s  stated  in  my  reply  to  my  lion  and  gallant  friend, 
the  Member  for  l  ast  Lewisham,  On  July  10,  it  is  Uncertain  when  the  Hit!  for 
the  Auxiliary  Vi-  Font-  cun  be  proceeded  with,  the  whole,  question  of  home 
dele  nee,  with  which  this  is  bound  up,  being  under  consideration  by  the  Corn 
mi t tec  of  Imperial  Deloute.  The  mst  will  depend  on  the  sijte  of  any  such 
force  il  is  decided  to  raise-, 

Mr.  Malone  :  is  it  pro|».«ed  in  take  t tic  cost  out  oi  the  battleships  which  are 
being  built  now  ? 

Rriyul  Air  Force  ;  Naval  Wing) 

1. n  t  r. -On..  McXMtl'.'BttAUAMK  asked  Hie  Parliamentary  Secretary  to  the 
Admiralty  how  many  naval  officers  have  been  trained  as  pilots  or  observers 
by  the  Royal  Air  Force  in  the  last  1 1  months;  and  whether  any  Of  them  have 
completed  their  flying  tiainrng  and  become  qualified  pilots  ? 

Mr.  Anietry :  No  naval  otficeis  have  been  trained  a;  pilots  during  the  last 
r -  rnoulhi;.  Eleven  naval  officers  have  been  trained  as  observers. 
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London  Gaxeite,  July  28,  ;<)?3 
General  Du  lien  Branch 

R.  >  '■  Chapc.11  ifi  granted  a  short  service  eommu.  as  a  Pilot  Ofiiccr  on  proba¬ 
tion,  vvitti  elfect  lroni,  and  witii  seniority  of,  July  1 1  Flying  Officer  H.  St, 
C.  Koy,  MX.,  is  ttausf erred  to  the  Reserve  Class  B. ;  July  io. 

Stores  Branch 

N.  h.  P.  Hutchinson  is  grunted  a  short  service  coimnn  op  a  Flying  Officer 
on  probation  for  Accountant  duties;  July  10.  His  name  will  be  placed  on  the 
gradation  list  immediately  below  Flying  Officer  B  C.  l’oweli.  1  lying  Officer 
t>.  L  .  Gobble  resigns  his  short  service  column. ;  July  eo, 


Medic  at  Branch 

Flight-T.ieut.  A,  C.  Ranstord  is  granted  a  short-service  commn.,  retaining 
his  present  substantive  rank  and  seniority  ;  July  25. 

Chaplain Branch 

The  Rev.  D.  F.  Stephens  is  granted  a  short  service  commn.,  with  the  relative 
rank  of  Sqd, -header  lor  purposes  of  prooedenre,  discipline  and  administration 
July  r. 

Memorandum 

Flying  Officer  \V,  Rollinson  relirujuishes  (he  acting  rank  of  Flight- LftUt, ; 
June  15.  The  permission  granted  to  V.  Bevan  to  retain  the  tank  of  J.ietit.  is 
withdrawn  on  his  joining  the  Army ;  Juno  ;b. 


HESS 

LONDON  TERMINAL  AERODROME 


Monday  evening,  July  31, 

TnE  passenger  total  is  creeping  steadier  upward.  The  month's 
total  is  well  over  1,500,  and  the  prospects  for  August  arc  quite 
good,  advance  bookings  being  already  fairly  heavy  There  is 
still  time  for  the  trathc.  to  reach  figures  that  will  justify  still 
bigger  developments  nest  year  in  the  way  of  organising 
machines  and  routes. 

The  A.LD  have  made  a  thorough  examination  of  the 
P.H.34,  O-EBBS,  which  the  I  larmier  Airway  have  run  nearly 
60,000  miles  in  three  months,  and  their  report  on  this  machine 
state-  that  it  is  as-  good,  if  not  better  than  when  it  came 
from  the  makers  This  fart  will  completely  alter  all  ideas 
of  depreciation  of  machines.  At  One  time  i.ooo  hours  was 
considered  quite  a  liberal  estimate  of  the  life  of  a  machine; 
but  now,  with  this  machine  having  completed  nearly  700 
hours  in  three  months,  and  being  as  good  as  new  at  the  end 
of  it,  an  estimate  of,  any,  4,000  to  5,000  hours  is  quite 
reasonable,  and  will  cut  down  depredation — and  thus  the 
cost  of  running  the  service — enormously, 

Our  Early-rising  Director  of  Aviation 

Maj.-Gkn.  Sir  W.  S.  Brancker,  Director  of  Civil  Aviation, 
who  has  been  causing  both  airway  managers  and  pilots  to 
rise  earlier  than  usual  by  calling  meetings  on  the  aerodrome, 
to  discuss  various  matters,  at  the  early  hour  of  9  a.m,,  flew 
to  Paris  on  the  5.30  a.m.  Daimler  newspaper  machine  on 
Wednesday  last.  The  weather  was  very  thick,  but  the  pilot 
tells  me  that  Gen.  Brancker  thoroughly  enjoyed  himself, 
and  when  they  arrived  in  Paris  rather  later  than  usual, 
and  found  that  they  were  short-handed  for  unloading  the 
machine,  the  General  set  to  work  with  the  rest  in‘  order  to 
get  the  papers  unloaded  and  off  to  Paris.  Gen.  Brancker 
was  attending  the  International  Conference  on  Air  Navigation, 
which  was  held  in  Paris  on  Wednesday  and  Thursday  last. 

The  Marconi  Company  are  to  fit  wireless  telephones  in 
tw'o  new  Fokker  monoplanes,  which  are  fitted  with  Rolls- 
Royce  engines,  and  are  to  be  put  on  to  the  K.L.M.  service 
between  London  and  Holland.  I  understand  that  the 
"Puma”  monoplanes  are  not  to  be  fitted  with  wireless, 
as  it  is  expected  that  these  will  be  replaced  by  newer  and 
.  more  up-to-date  machines  next  season. 

Business  Men’s  Bet  about  a  Flight 

Mr.  B.  Yoveix,  of  the  Surrey  Plying  Services,  piloted  one 
}  of  that  Company’s  Avros  to  Walton-on-the-Nazc  on 
Wednesday  afternoon,  carrying  as  passengers  two  City  men 
who,  during  lunch,  had  made  a  bet  that  they  would  fly. 
This  incident  well  illustrates  the  average  business  man’s 
attitude  towards  flying.  They  evidently  regard  it  as 
extremely  dangerous,  and  it  is  encouraging  to  think  that 
there  are  at  least  some  who  have  never  flown  who  have  the 
courage  to  risk  it.  Mr.  Youell  landed  them  in  the  grounds  of 


a  house  at  Walton-on-the-Nazc,  and  they  stayed  there  until 
just  before  dusk,  flying  back  to  Croydon  in  the  dark  and 
landing  with  the  aid  of  the  lighting  equipment.  They  were 
highly  delighted  with  their  trip,  and  intend  to  fly  to  Paris 
later. 

During  the  week-end  the  Surrey  Flying  Serv  ices  had  their 
usual  bad  weather,  but  in  spite  of  this  two  of  their  machines 
were  kept  busy  with  joy-riders.  The  third  Avro  which  they 
have  built  is  now  in  use,  while  the  old  one,  G-EARL,  which 
saw  service  with  “  Aireo,”  is  now  in  the  process  of  overhaul. 
This  machine  must  have  made  more  landings  than  any  other 
machine  on  the  aerodrome. 

During  the  week  the  Messageties  Aerienues  decided  to  run 
their  1.15  p.m.  service  exclusively  for  goods,  and  to  refuse 
passengers  for  this  machine  They  are  using  the  BreguetS 
and  Spads,  and  have  removed  the  seats  and  interior  fittings 
from  the  machines  so  employed  An  additional  passenger 
machine,  which  is  whenever  possible  a  ”  Goliath,”  has  been 
put  on  at  4.30  p.m.,  and  will  be  the  last  machine  to  leave 
for  Paris  during  the  day.  Incidentally  this  machine  calls  at 
Le  Touquet  to  set  down  passengers  when  necessary. 

The  service  of  newspaper  machines,  organised  by  the 
De  Ha  villa  ud  Aircraft  Company  from  I.vmpno,  is  growing 
rapidly,  there  being  now  three  a  day  from  there  running  to 
Ostend,  Brussels  and  Antwerp,  while  1  understand  that  they 
are  shortly  to  start  another  to  Deauville.  The  old  Aireo  i6's 
are  being  used  on  these  serv  ices,  as  well  as  the  threc-seater 

D.H.q's. 

The  Pep  .Aerial  Travel  Bureau  are  presenting  a  free 
insurance  policy  for  4500  to  all  passengers  hooking  by  air 
at  their  office  during  August.  Mr.  Loader,  of  I.ep  Aerial, 
tells  me  that  it  is  surprising  what  I ow  rates  the  insurance 
companies  are  now  quoting— -the  ra.te  being  approximately 
a  quarter  of  what  it  was  two  years  ago. 

American  Family  Fly  to  Paris 

Ax  entire  American  family  of  eight  people  travelled  by 
the  Daimler  Airway  on  Friday.  This  family  consisted  of 
father,  mother  and  six  sons,  whose  ages  ranged  from  1 1  to  20. 
They  bad  also  half-a-tcm  of  luggage,  some  of  which  had  to 
be  accommodated  on  the  early-morning  newspaper  machine. 
They  were  unable  to  travel  together  as  there  were  previous 
bookings,  and  they  had  to  be  accommodated  in  two  parties 
ol  four  on  the  12.45  p.m.  and  2.30  p.m.  serv  ices. 

Handley  Page  Transport  are  now  prepared  to  carry 
passengers’  luggage  in  advance,  collecting  and  delivering  it 
in  a  similar  manner  to  railway  companies.  This  should  be  a 
great  boon  to  passengers,  always  provided  that  the  Customs 
difficulties  can  be  got  over.  Talking  of  Customs,  I  understand 
that  the  number  of  duplicate  forms  now  demanded  by  the 
Customs  people  has  grown  so  large  that  if  the.  increase 
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continue.-!  at  its  present  rate  there  will  soon  be  no  room  in 
tli"  machine  for  anything  except  Customs  forms,  and  the 
passengers  and  freight  will  have  to  go  by  boat  anti  train. 

As  a  result  of  the  new  orders  issued  by  the  Air  Ministry, 
that  pilots  must  make  six  lam  lings  on  a  machine  before 
having  it  put  on  their  licence,  the  service  machine?  have  been 
delayed,  an  several  occasions  by  these  landing  tests  obstructing 
the  aerodrome,  and  it  has  been  necessary  for  the  C.A-T.O. 
to  issue'  a  notice  forbidding  such  tests  between  the  hours 
of  jo  and  4. 

m  m  m  m 

SOCIETY  OF  MODEL  AERONAUTICAL  ENGINEERS 
(London  Aero-Models  Association.) 

The  next  important  outdoor  meeting  will  be  held  on  Wanstead 
Flats,  Sunday,  August  go,  at  11  a.m.,  when  members  will 
make  an  attempt  to  improve  the  British  records.  Members 
wishing  to  have  a  copy  of  present  records  can  obtain  same 
from  Mr.  C.  A.  Rippon  (Competition  Secretary),  52,  Fairbridge 
Road,  Holloway,  NT,  T9. 

Oil  Saturday,  September  2,  the  competition  for  Mr.  Felix 
Kelly's  Challenge  Cup  for  Compressed  Air  Driven  Models 
will  be  held,  full  particulars  of  which  have  already  been 
published. 

Members  are  requested  to  attend  Headquarters,  20,  Great 
Windmill  Street,  Piccadilly  Circus,  W.  i,  as  often  as  possible, 
every  Thursday,  at  7.30  p.m. 

Finn.  Secretary,  A.  E.  Jones,  4S,  Narcissus  Road,  West 
Hampstead,  N.W.  6 

m  m  m  m 

A  Transatlantic  Savoia 

From  Rome  it  is  reported  that  the  Savoia  firm  have 
commenced  the  construction  of  a  new  three-engined  flying 
boat  for  the  Portuguese  aviators  Cabral  and  Coutinho,  in 
which  it  is  intended  to  cross  the  Atlantic  from  west  to  east. 
The  new  boat  is  stated  to  have  a  range  of  about  3,000 
miles.  A  similar  boat  has  been  ordered  by  the  Danish  polar 
expedition 

Chanteloup’s  Stunt 

On  July  27  the  well-known  French  pilot  Chantclcmp 
succeeded  in  landing  his  caudron  on  the.  lip  of  the  crater  of 
the  Bromo  volcano  in  Eastern  Java.  The  volcano  is  stated 
to  have  been  in  full  eruption  at  the  time.  Afte.i  a  stay  of 
a  few  minutes  he  took  ofi  again  and  returned  to  his  starting 
point,  Malang. 

De  Havilland  Service  to  Ostend 

The  De  Havilland  Co.,  using  three  D  IT.  y's  and  a 
D.H.  to,  made  some  20  flights  each  way  between  Lympno 
and  Ostend  during  last  week.  Three  trips,  out  and  home, 
were  made  each  day,  except  on  the  26th  and  27th  ult.,  when 
four  were  accomplished  Goods  and  newspapers  were  carried 
on  the  outward  trips,  and  12  passengers  on  the  return  trips. 


FOR  TIIE  SCHNEIDER  CUP  :  Swinging  the  Napier 
Lion-engined  Supermarine  Flying  Boat  on  to  the 
S.S.  “Philomel'’  at  Southampton  for  transhipment 
to  Naples.  In  the  group  are  Capt.  H.  J.  Field,  Mr.  Scott- 
Paine  and  Mr.  Braid.  The  date  for  the  Schneider  Cup 
was  advanced  by  two  weeks,  and  it  was  only  by  the 
sportsmanlike  action  of  the  General  Steam  Navigation 
Company  in  diverting  the  “  Philomel  ”  to  Southampton 
from  her  normal  course  to  Naples  that  the  Supermarine 
boat  will  be  enabled  to  make  a  bid  at  Naples  to  bring 
back  the  Cup  to  England. 


PUBLICATIONS  RECEIVED 

Aeronautical  Research  Committee,  Reports  and  Memoranda  : — 
AT),  756  (Ac.  ty).  Tail  Loads  in  Recovering  from  a  Vertical 
Dive  at  Terminal  Velocity.  By  John  Case,  M.A.,  and  S.  B. 
Gates.  April,  1921.  Price  xs.  bd.  net.  By  post  Tx  7 Id. 

No.  762  (Ac.  23).  Lift  and  Drag  of  B.EaE.  with  R.A.E. 
14  li'ings.  By  the  Aerodynamic  Stafi  of  the  R.A.E.  October. 
192  r.  Price  ]d  net.  By  post  4^.  London  :  H.M.  Station¬ 
ery  Office,  Kingsway,  W.C.  2. 

No.  767.  (Ae.  27.)  The  Calculation  of  the  Characteristics 
of  Tapered  Wines.  B}?  H.  Glauert.  May,  1921.  Price  3 d. 
net.  By  post  3 \d. 

No.  770.  The  Drag  Curve  of  R.A.E.  14.  B.E.ze  Wings 
Obtained  by  Full-Scale  Experiments .  By  the  Aerodynamic 
Staff  of  the  Royal  Aircraft  Establishment.  October,  1921. 
Price  4 d.  net;  by  post  4 \d.  London;  H.M,  Stationery 
Office,  Kingsway,  W.C.  2. 

No.  776.  Load  Factors  for  Commercial  Heavier -than -Air 
Craft.  Report  of  the  Load  Factor  Sub -Committee.  January , 
1922.  Price  3d.  net.  By  post  3^.  London  r  H.M. 
Stationery  Office,  Kingsway,  W.C.  2. 

Aro.  777. — A  Directional  Hot-Wire  Anemometer.  By  A. 
Bailey,  M.Sc.  Jan.,  1922.  Price  6 d.  net;  by  post,  b\d. 
London :  H.M.  Stationery  Office,  Kingsway.  W.C,  2. 

Report  of  the  Aeronautical  Research  Committee  for  the  Year 
1921-22.  London  ;  H.M.  Stationery  Office,  Kingsway, 
W.C.  2.  Price  2$,  6 d.  net  ;  by  post  zs.  7 id. 

Report  No.  127.  Aeronautic  Instruments,  Section  III ; 
Aircraft  Speed  Instruments.  National  Advisory  Committee 
for  Aeronautics,  Navy  Building,  Washington,  D.C.,  U.S.A. 

Technical  Note  No.  99.  Notes  on  the  Standard  Atmosphere. 
By  W.  S.  Diehl.  National  Advisory  Committee  for  Aero¬ 
nautics,  Navy  Building,  Washington,  D.C.,  U.S.A. 


AERONAUTICAL  PATENT  SPECIFICATIONS 


Abbreviations:  cyl.  —  cylinder ;  I.C.  —  internal  combustion;  m.  —  motors 
The  numbers  in  brackets  are  those  under  which  the  Specifications  will 
be  printed  and  abridged,  etc. 


y,26r. 

1 

20,755. 

9,620. 


Published  August  1QX2 
Zeppej.inws.Rke  Ges.  and  A.  Rohrbach.  Carriages  for  aircraft. 
(i65.773l 

M.  L.  To.nei.li.  Course  recording  apparatus.  (182,594.) 

Soc.  Anon,  des  Avkoplakes  G.  Vcusin.  I.C,  engines.  (170.284.) 
Hans  a  METAj.r. -Wfrkj-:  Ges.  Clinometer  with  cardaniYally  sus 
pended  stable  pendulum.  (182,540.) 


If  you  require  anything  pertaining  to  aviation,  study 
“Flight's"  Buyers’  Guide  and  Trade  Directory, 
which  appears  in  our  advertisement  pages  each 
week  (see  pages  iii  and  xvi). 


NOTICE  TO  ADVERTISERS 
All  Advertisement  Copy  and  Blocks  must  be 
delivered  at  the  Offices  of  “Flight,"  36,  Great 
Queen  Street,  Kingsway,  W.C.  2,  not  later  than 
12  o’clock  on  Saturday  in  each  week  for  the  following 
week’s  issue. 


FLIGHT 

The  Aircraft  Engineer  and  Airships 
36,  GREAT  QUEEN  STREET,  KINGSWAY.  W.C.  2. 

Telegraphic  address  :  Truditur,  Westcent,  London. 
Telephone :  Gerrard  1828. 

SUBSCRIPTION  RATES 

"  Flight  “  will  be  forwarded,  post  free,  at  the  following  rates  :■ — 
United  Kingdom  Abroad* 

s.  d.  s.  d. 

3  Months,  Post  Free...  77  3  Months,  Post  Free...  8  3 

6  ,,  ,,  --15  26,,  ,,  ..,16  6 

12  „  »  ...3®  4  *2  ,,  •••33  ® 

These  rates  are  subject  to  any  alteration  found  necessary 
under  abnormal  conditions  and  to  increases  in  postage  rates- 

•  European  subscriptions  must  be  remitted  in  British  currency 

Cheques  and  Post  Office  Orders  should  be  made  payable  to  the 
Proprietors  of”  Flight,"  36,  Great  Queen  Street,  Kingsway. 
W.C.  2,  and  crossed  London  C’ntnty  and  Westminster  Bank, 
otherwise  no  responsibility  will  be  accepted. 

Should  any  difficulty  be  experienced  in  procuring  ”  Flight  ” 
from  local  newsvendors,  intending  readers  can  obtain  each  issue 
direct  from  the  Publishing  Office,  by  forwarding  remittance  at 
above. 
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FLIGHT  BUYERS’  GUIDE  AND  TRADE  DIRECTORY— eon/muerf. 


’ 


INSULATING  materials 

MacLennan,  John,  &  Co.,  115,  Newgate  St.,  E.C.i. 

City  3115  ;  "  Vanduara,"  Cent.  London. 


LUBRICATING  OILS- 

Wakefield,  C.  C.,  &  Co.,  Ltd.,  Cheapside,  E.C.  2, 
Central  1156  (3  lines);  “Cherry,”  Cent.  London. 


machining- 

Monk  Engineering  Co.,  Ltd.,  Coventry. 

Coventry  807  ;  “Assistance,”  Coventry, 


magnetos- 

British  Thomson-Houston  Co.,  Ltd.,  Lower  Ford 
Street,  Coventry. 

Telephone  278;  “  Asteroidal,”  Coventry. 


METALS  (Anti-Friction)- 

Hoyt  Metal  Co.,  Ltd.,  Deodar  Road,  Putney, 
S.W.  15.  Putney  1323. 


(Continued  front  p.  xvi.) 


PETROL- 

Anglo-Ainerican  Oil  Co.,  Ltd.  (Pratt’s),  Queen 
Anne’s  Gate,  S.W.  t. 


PROPELLERS- 

Falcon  Airscrew  Co.,  rr3,  Cottenham  Road, 
Holloway,  N.  19.  Hornsey  910  &  2472. 

Lang  Propeller,  Ltd.,  Wey bridge,  Surrey. 

52o-52t,  Weybridge;  “  Aerosticks,”  Weybridge. 


PUTTEES- 

Fox  Bros.  &  Co.,  Ltd.  (Dept.  R),  Wellington, 
Somerset. 


RADIATORS  AND  RADIATOR  REPAIRS— 

Serck  Radiators,  Ltd.,  Warwick  Road,  Greet, 
Birmingham. 

Victoria  531  (3  lines) ;  “  Nerleak,"  Birmingham. 


STABILIZERS - 

Auto  Controls,  Ltd.,  19,  Regent  Street,  Piccadilly 
Circus,  London,  S.W.  j.  Regent  3649. 


TAPES  AND  WEBBING— 

MacLennan,  John.&Co.,  n5,  Newgate  St.,  E.C.  1. 

City  3115;  “  Vanduara, ,T Cent.  London. 


TIMBER— 

Owen,  Joseph,  &  Son,  Boro'  High  Street,  S.E. 

Hop  381  r  ;  “  Bucheron,"  London. 


TUBES,  ALUMINIUM— 

British  Aluminium  Co.,  Ltd.,  The,  109,  Queen 
Victoria  St.,  London. 

City  2676  ;  “  Cryolite,"  Cent.  London. 


METAL  PARTS  AND  FITTINGS 

Brown  Bros.,  Ltd.,  Great  Eastern  Street,  London, 
E.C.  2. 

Monk  Engineering  Co.,  High  Street,  Coventry. 

Coventry  807;  “  Assistance,"  Coventry.  , 

Rubery,  Owen  &  Co.,  Darlaston. 

Darlaston  87  ;  “  Roofs,"  Darlaston,  \ 


MODELS 

Jones,  A.  E.,  Ltd.,  25  Eversbolt  Road,  Camden 
Town,  N.W.  1. 

D.A.P.,  Replingham  Road,  Southfields,  S.W.  t8. 


SHEET  METAL  WORK  STAMPINGS  AND 
PRESSINGS  - 

Rubery,  Owen  &  Co.,  Darlaston. 

Darlaston  87;  “  Roofs,"  Darlaston, 


SPARKING  PLUGS- 

Robinhood  Engineering  Works,  Ltd.,  The,  Putney 
Vale,  S.W.  15.  Putney  2132,  2x33. 

“  Kaalgee,”  Phone,  London. 


TYRES  AND  WHEELS- 

Palmer  Tyre,  Ltd.,  Shaftesbury  Avenue,  W.C.  *. 
Gerrard  1214  ;  “  Tyricord,”  Westcent,  London. 


WELDINGS,  REPAIRS— 

Barimar,  Ltd.,  10,  Poland  Street,  London,  W.  1. 
Gerrard  S173  ;  “  Bariquamar,”  Reg.  London. 


PARACHUTES - 

E-  R.  Calthrop’s  Aerial  Patents,  Ltd.,  423a, 
Edgware  Road,  London,  W.  2.  Paddington  6332. 

Spencer,  C.  G.,  &  Sons,  Ltd.,  59a,  Highbury 
Grove.  N.  5.  Dalston  1893. 


SPRAYING  PLANT - 

h  Co.,  1 

Holborn  2041 ;  “  Aerography,”  London, 


Aerograph  Co.,  Ltd.,  43,  Holborn  Viaduct, 
E.C.  1. 


WIND  SHIELDS— 

Auster,  Ltd.,  133,  Long  Acre,  W.C.  *. 


WIRES  AND  CABLES  (Aeroplanas)- 

Bullivants,  Ltd.,  72,  Mark  Lane,  E.C.  3. 

Works:  Millwall,  E 
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the  subscription  to  commence  with  the  issue  of. . . 
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*  Strike  out  which  not  required. 
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SUBSCRIPTION 

RATES . . 


United  Kingdom. 
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3  Months,  Post  Free  3  6 
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12 


Abroad. 

s.  d. 

3  Months,  Post  Free  4  4 
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,»  17  4 


» 

11 


Remittances  to  be  made  payable  to 
the  Proprietors  of  the  Auto,  36,  Gt. 
Queen  St.,  Kingsway,  W.C.  2,  and  crossed 
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Bank  Limited ,  otherwise  no  responsibility 
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THE  400  H.P. 


JUPITER  RADIAL  AIR-COOLED  ENGINE 


is  the  only  aero  engine  in  the 
world  which  has  passed  the  Type 
Tests  of  both  the  British  and 
French  Air  Ministries. 


British  Air  Ministry  Type 


The  French  Official 

Report  states  : — 

“The  5  tests  of  10  hours 
were  carried  out  without 
stop  of  any  sort. 

Nothing  to  report.  The 
engine  behaved  itself  per¬ 
fectly.  There  were  no 
replacements  of  any  sort  in 
the  course  of  the  trials. 


It  is  regrettable  that  this 
test  stops  at  50  hours ; 
this  duration  could  have 
been  doubled,  which  would 
have  been  a  still  better 
testimony  to  the  engine.” 


Test,  September,  1921. 


,  f 


The  Jupiter  engine  was  the  first  air-cooled  engine  to 
pass  this  test,  which  comprised  50  hours’  endurance 
test  at  90  per  cent,  full  power,  one  hour  high  speed, 
one  hour  high  power,  runs  for  power  curve,  etc.  At 
the  conclusion  of  these  tests  one  hour  was  run  at  full 
throttle  at  1,775  r.p.m.,  averaging  442  B.H.P.,  and 
one  hour  at  1,840  r.p.m.,  averaging  450  B.H.P. 


French  Air  Ministry  Type 


Test,  June,  1922. 


The  tests  carried  out  at  Gennevilliers  included  five 
non-stop  runs  of  10  hours  each  duration,  the  first  half- 
hour  of  each  period  at  full  power,  9|  hours  at  90  per 
cent,  full  power,  with  2  minutes  at  full  power  at  the 
close  of  each  period.  The  average  power  recorded 
at  the  beginning  of  the  periods  was  413  B.H.P.,  and 
at  the  end  420  B.H.P. 


The  oil  consumption  was  only  10 \  pints  per 
hour,  and  for  the  first  time  in  the  history  of 
the  French  official  tests  the  whole  of  the 
tests  were  carried  out  in  10-hour  periods 
without  adjustments  or  replacements  of  any 
kind. 


The  Bristol  aeroplane  co„  ltd., 

FILTON  —  BRISTOL. 


.1 
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SPARKING 


THF 


PLUG 


When  the  speed  record  for  the 
world  was  regained  for  Great 
Britain  by  Mr.  J.  James ,  on  a 
“  Bamel  ’  *  (Napier  -  Gloucester¬ 
shire)  machine, (t  K.L.G. 99  Plugs 
were  used . 


“All  were  available—*  K.L.G.’  were  chosen. 


Subject  ta  alteration  without  notice. 

Sire. 
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WHO  IS  FOR 

“SAFETY  IN  THE  AIR”? 

Day  by  day,  and  nearly  every  day,  in  some  part  or  other 
of  the  world,  crashes  from  the  air  occur  in  which  military 
pilots  and  their  mechanics  are  killed  or  wounded,  and  often 
disabled  for  life. 

These  crashes  are  now  extending  to  pilots  and  their 
passengers  flying  in  Civil  Aviation. 

Every  crash  In  every  part  of  the  world  is  ultimately  reported 
in  the  newspapeis  and  the  “  business  man  ”  and  the  “  man 
in  the  street  "  sit  up,  take  notice,  and  do  not  fly. 

The  people  who  do  not  sit  up  and  take  notice  are  the  Air 
Authorities,  who  cover  up  the  facts  of  a  crash  by  holding 
their  enquiries  in  secret. 

Why  at  an  enquiry  or  inquest,  is  the  question  never  put— - 
“  Would  these  people  have  been  saved  if  their  machines  had 
been  furnished  with  Aerial  Life-saving  Appliances  ? ’* 

For  prices  and  particulars  oj 

“Guardian  Angel”  Parachutes  and  Accessories 

apply  to 

E.  R.  CALTHROP’S  AERIAL  PATENTS  Ltd. 

423  &  423a,  Edgware  Road,  Paddington,  LONDON,  W.2, 
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DIARY  OF  FORTHCOMING  EVENTS 

Club  Secretaries  and  others  desirous  of  announcing  the  dates 
of  important  fixtures  are  invited  to  send  particulars  lor 
inclusion  in  the  following  list: 

1922. 

Aug.  6-20  French  Gliding  Competition  at  Clermont- 
Ferrand 

Aug.  12  ....  Schneider  Cup  Seaplane  Race,  at  Naples 
Sept.  2-17 ....  International  Coucours  Aviatiqne,  Rotterdam 
Sept.  8-10 ....  1,000  Miles  Race  round  Britain  for  the  King's 
Trophy 

Sept.  ....  Tyrrhenian  Cup.  Italy 

Sept .  Italian  Grand  Prix 

Sept,  or  Oct.  R.Ae.C.  Race  Meeting,  at  Waddon 
Sept.  22  ....  Coupe  Dentsch  (800  kil.) 

Dec.  15- 

Jan.  2  Paris  Aero  Exhibition 

1923. 

June  ....  International  Air  Congress,  London 

Dec.  1  ....  Entries  Close  for  French  Aero  Engine  Com¬ 

petition 

1924. 

Mar.  1  ....  French  Aero  Engine  Competition. 

Mar.  15  ....  Entries  close  for  Dutch  Height  Indicator  Com¬ 
petition 


EDITORIAL,  COMMENT. 

R.  LLOYD  GEORGE’S  statement  in  the 
House  on  June  3,  that  the  Government 
have  decided,  as  a  result  c»t  the  inquiiy 
by  the  Committee  of  Imperial  Defence, 
to  adopt  the  scheme  submitted  by  the 
Air  Ministry  to  provide  a  force  of  500 
machines  for  home  defence  at  an  in¬ 
creased  cost  of  £2,000,000  pei  annum, 
has  been  received  with  general  satisfaction,  showing 
as  it  does  that  the  Government  has  at  last  realised  the 
anomaly  of  the  position  into  which  the 
w  hat  Does  country  has  be^en  allowed  to  fall  in 
It\iean”y  regard'  to  our  position  in  the  air. 

As  it  had,  to  all  intents  and  purposes, 
been  universally  admitted  that  the  air  is  now  oui 
first  line  of  defence,  the  three  squadrons  available  for 
home  defence  could  hardly  hold  good  for  long. 
That  the  trouble  which  the  Admiralty  has  been 
causing  lately  has  been  partly  responsible  for  the 
delay  m  arriving  at  a  decision  can  scarcely  be 
doubted,  and  although  the  relative  positions  ol  the 
three  services  has  yet  to  be  settled,  in  the  meantime, 
the  announcement  of  a  definite  policy  to  embark  upon 
substantial  additions  to  the  Air  Force  can.  be  accepted 
as  indicating  a  return  to  a  sane  realisation  of  the 
chaneim?  of  methods  for  maintaining  the  security  of 


Britain’s  shores. 

There  has  been  a  good  deal  of  speculation  as  to  what 
the  announcement  really  means,  and  further  official 
statements  are  required  before  it  is  possible  to  form 
any  very  clear  opinion,  but  even  at  the  present  moment 
one  or  two  things  do  emerge  from  the  Prime  Minister  s 
statement  on  the  Cabinet's  air  policy.  In  the  couise 
of  his  statement  Mr.  Lloyd  George  mentioned  that 
“  The  inquiries  of  the  Cabinet  Committee  on  Economy 
in  the  Fighting  Services  have  advanced  sufficiently  to 
enable  me  to  state  that  this  addition  to  the  provision 
in  the  Air  Estimates  wall  not  prevent  a  reduction  in 
the  total  Estimates  for  the  Fighting  Services  for  the 
year  192  3-24.”  In  other  words,  the  Government  has 
decided  that,  by  making  fuller  use  of  the  air  and  its 
possibilities,  savings  can  be  effect <  d  in  the  other  two 
services.  Put  a  little  differently,  there  are  a  good 
many  things  which  the  R.A.F,  can  do  more  economi¬ 
cally  than  can  the  older  Services.  1  hat  in  itself  is  an 
admission  which  the  Air  Ministry  may  well  be  proud 
of  having  secured,  and  the  Cabinet,  once  having 
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admitted  this  fact,  must  logically  undertake  to  see 
that,  this  being  the  case,  the  R.A.F.  and  the  claims  of 
the  Air  Ministry  are  given  due  consideration  in  the 
allocation  of  funds  The  whole  question  appears  to 
be,  therefore,  for  this  year,  one  of  re-allocation  of  funds 
rather  than  of  a  demand  necessitating  fresh  burdens  on 
the  taxpayer. 

With  reference  to  the  500  machines  for  home  defence 
mentioned  by  Mr.  Lloyd  George,  it  is  not  by  any 
means  clear  whether  this  figure  relates  to  new  con¬ 
structions  or  whether  a  certain  percentage  is  intended 
to  be  "  reconditioned  ”  machines,  or  whether  it  also 
includes  the  machines  already  in  operation.  The  two 
million  pounds  a  year  extra  do  not  appear  to  go  very 
far  towards  500  new  machines,  and  it  appears  to  be 
probable  that  this  number  will  be  composed  of  as 
many  new  machines  as  finances  permit,  helped  out 
with  ”  reconditioned  ’’  machines  from  stock.  It 
should  not  be  forgotten  that,  apart  from  machines, 
aero  engines  are  required,  and  it  must  he  assumed  that 
engine  manufacturers  are  to  receive  their  share  of 
orders  for  new  engines.  Then  there  is  the  ground 
organisation  behind  the  squadrons,  which  will  cost  a 
considerable  percentage  of  the  two  million  pounds  per 
annum.  On  the  whole,  therefore,  it  can  scarcely  be 
assumed  that  a  very  great  number  of  new  machines 
and  engines  can  be  ordered  this  year.  Sir  William 
Joynson- Hicks  has  been  quoted  as  stating  that,  as  he 
understands  it,  £300,000  will  be  spent  on  new  machines 
during  the  present  year,  and  about  one  million  next 
year. 

At  least  one  thing  is  deadly  certain,  and  that  is 
that  the  time  has  undoubtedly  come  when  the  R.A.F. 
must  be  equipped  with  new  flying  stock.  It  should 
be  remembered  that  the  present  machines  are  out  of 
date  as  regards  design,  and  that,  given  a  free  hand,  our 
designers  could  do  very  much  better  today.  That  is 
not,  however,  the  most  important  side  of  the  question. 
Most  of  the  present  flying  stock  was  built  during  the 
war,  of  war  material,  and  was,  moreover,  built  with 
the  idea  in  mind  that  the  life  of  machines  at  the  front 
was  but  short  in  any  case.  Many  of  the  materials 
used  were  of  such  a  nature  that  they  would  not,  today, 
pass  the  A.I.D.,  and  the  fact  that  they  have  been 
stored  for  three  or  four  years  has  not  improved  them. 
There  have  been  accidents  occurring  during  the  last 
few  months  to  "  reconditioned  ”  machines  which 
appear  to  indicate  that  the  time  is  long  past  when 
this  old  stock  is  good  enough  for  the  equipment  of  the 
R.A.F.,  even  under  peace-time  conditions. 

As  we  have  already  said,  our  designers  could  do 
very  much  better  today  if  given  a  free  hand.  Here 
we  would,  however,  utter  a  word  of  warning.  The 
specifications  now  issued  by  the  Air  Ministry  are 
gradually  becoming  such  that  designers  are  unanimous 
in  declaring  that,  if  all  the  requirements  are  to  be 
met,  the  performance  will  be  no  better  than — in  fact, 
it  will  be  inferior  to — that  of  machines  of  the  1916-17 
period.  Factbrs  of  safety  are  being  increased,  arma¬ 
ment  is  getting  heavier,  safety  devices  are  demanded, 
and  instruments  and  “  gadgets "  without  number 
have  to  be  carried.  This  may  all  be  necessary,  but 
if  it  is,  no  increase  in  performance  is  to  be  expected. 
It  is  as  well  to  point  this  out,  since  otherwise  the 
general  public  may  well  be  under  the  impression  that, 
with  extra  money  being  spent,  machines  should  soon 
be  in  existence  which  are  vastly  superior  to  present 
ones.  This  will  not  necessarily  be  the  case,  for  the 
reasons  indicated. 


One  thing  is  certain  ;  it  would  not  do  at  the  present 
moment  to  begin  standardising  to  any  extent.  Many 
components  of  machines  may  be  standardised,  but  the 
machines  themselves  must  be  left  free  to  develop,  and 
in  this  connection  it  is  not  inappropriate  to  quote 
Dr.  Stratton  of  the  American  Bureau  of  Standards, 
who  puts  the  whole  question  of  development  in  a  nut¬ 
shell  when  he  says,  "  Aircraft  development  depends 
upon  aircraft  use .  Only  by  extensive  and  constant 
use  can  development  be  expected,  this  contrasts 
strongly  with  the  Utopian  idea  prevailing  in  certain 
quarters  nearer  home  that  we  can  scrap  any  blanch 
of  aviation  for  ten  years,  and  then  start  dc  novo  when 
finances  are  a  bit  easier. 

Much  has  been  said  and  written  about  metal 
construction  lately,  and  the  impression  has  somehow 
got  about  that  we  are  far  behind  other  countries  in 
this  respect.  Nothing  could  be  farther  from  facts. 
We  are  certainly  not  doing  a  vast  deal,  but  what 
little  we  are  doing  is  not  behind  the  work  done  by 
other  nations  as  regards  quality,  as  exemplified  by 
the  metal  constructions  of  such  firms  as  Boulton  and 
Paul  and  Armstrong-Siddeley.  At  the  same  time, 
work  in  this  direction  should  be  in  the  front  rank  for 
acceleration.  It  is  now  two  years  since  Short 
Brothers  designed  and  built  (in  six  months,  we 
believe)  the  first  British  all-metal  aeroplane,  i  hat 
machine  wras  purchased  by  the  Air  Ministry,  but  it  is 
still  “  being  considered.”  Surely  two  years  is  suffi¬ 
cient  time  for  deciding  whether  or  not  a  design  is  of 
any  value.  If  not,  well  perhaps  it  might  be  advisable 
to  transfer  the  job.  If,  on  the  other  hand,  the  design 
is  promising,  surely  the  firm  should  receive  encourage¬ 
ment. 

As  a  result  of  their  own  experiments,  Shorts 
are  building  two  more  all-metal  machines,  but  these 
are  not  to  the  order  of  the  Air  Ministry.  Probably 
when  they  are  complete  the  Air  Ministry  will  refuse 
them,  but  will  at  the  same  time  decline  to  give 
permission  for  the  makers  to  sell  them  elsewhere, 
which  is  quaint,  as  if  really  of  no  use,  why  prevent 
others  from  trying  them  out  ? 


The  seventh  Aerial  Derby  was  not  a 
Derby  Very  interesting  affair.  As  a  speed 
contest  it  did  not  exist,  owing  to  the 
absence  of  the.  Bristol  racer.  It  is  quite  evident  that, 
if  we  wish  to  attract  foreign  competitors,  the  Royal 
Aero  Club  must  increase  the  amount  of  the  prizes. 
If  the  first  prize  in  the  Derby  was  £1,000  instead  of 
£300,  we  should  probably  get  French  and  Italian 
competitors,  and  there  would  be  more  widespread 
interest  in  our  annual  event.  As  it  was,  there  was 
none  ;  the  whole  thing  was  a  “  family  affair/'  and 
August  Bank  Hobday  will  have  done  little  towards 
creating  interest  in  British  machines  abroad 

The  most  interesting  happening  of  the  day — one 
which  was  not  even  on  the  programme — was  the 
superb  flying  by  Flying  Officer  Bulman  on  the  Glouces¬ 
tershire  Aircraft  Company’s  “  Nighthawk,”  with 
Armstrong-Siddeley"  Jaguar  "engine.  This  machine 
was  an  eye-opener  to  most  visitors,  with  its  pheno¬ 
menal  climb  and  general  handiness.  When  the  R.A.F. 
comes  to  be  re-equipped  this  machine  must  take  a 
front  rank  in  single-seater  fighters,  although  the 
“  Nighthawk,”  being  already  several  years  old  as 
regards  design,  Mr.  Folland  can  probably  do  even 
better  nowr. 
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THE  AERIAL  DERBY 
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THE  AERIAL  DERBY:  Photographs  of  the  machines.  1,  The  Avro  Baby,  35  h.p.  Green.  2,  The  Bristol  Monoplane, 
100  h.p.  Bristol  “Lucifer.”  3,  Martinsyde  F.6,  180  h.p.  Wolseley  “Viper.”  4,  D.H.37,  275  h.p.  Rolls-Royce 
“  Falcon.”  5,  S.E.5a,  200  h.p.  Wolseley  “  Viper.”  6,  Martinsyde  F.4,  300  h.p.  Hispano-Suiza.  7,  Mars  III,  200  h.p. 
B.R.2.  8,  Bristol  “  Bullet,”  400  h.p.  Bristol  “  Jupiter.”  9,  Mars  I,  450  h.p.  Napier  “  Lion.” 
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THE  SEVENTH  AERIAL  DERBY 


Wji  cannot  honestly  say  that  we  have  been  particularly 
impressed  with  the  Seventh  Aerial  Derby,  which  was  held  at 
Croydon  Aerodrome  on  Monday  (Bank  Holiday)  last,  In  fact, 
in  one  way  or  another  it  seemed  even  duller  than  last  year’s, 
and  there  prevailed  an  atmosphere  of  indifference  and  lack 
ol  interest  over  the  whole  proceedings  that  made  011c  yearn 
for  the  ’ordinary”  Saturday  afternoons  at  Hendon  in  the 
good  old  days.  As  regards  Croydon  Aerodrome  as  the 
stepping-off  place,  we  art  not  sure  that  we  are  altogether 


spectators  lining  the  ”  free  ”  vantage  points  surrounding  the 
aerodrome  as  there  were  inside. 

Shortly  before  two  o’clock  the  nine  competing  machines 
were  Lined  up  on  the  far  side  of  the  aerodrome,  opposite  the 
enclosures,  and  at  t  hr.  32  mins.  26  secs,  exactly  the  first 
machine,  the  Avro  .Baby  (35  Green),  piloted  by  Bert  Hinkler, 
was  started  on  the  200-milc  journey.  Coinciding  with  his 
start  came  a  welcome  burst  of  sunshine,  and  thereafter  we 
were  allowed  frequent  glimpses  of  the  sun  and  blue  sky. 


THE  AERIAL  DERBY  :  Line-up  of  the  machines 


"  Flight”  Copyright 


satisfied  oil  this  point  either.  For  one  thing,  the  surface  of 
the  ground  is  none  too  good  from  the  pilot's  point  of  view, 
whilst  Croydon  Aerodrome  does  not  appear  to  lend  itself 
very  well  to  the  organisation,  accommodation,  etc.,  necessary 
for  successful  race  meetings.  In  this  respect  the  R.Ae.C. 
did  their  best,  and,  wc  think,  very  well,  all  things  considered, 
but  there  is  still  room  for  improvement  in  several  ways. 
However,  to  proceed  with  the  Derby, 

To  begin  with,  the  weather  conditions  were  decidedly 
threatening  during  the  early  part  of  the  day,  the  sky  being 
overcast  with  heavy  clouds,  and  a  strong  south-westerly 
wind  gave  promise  of  a  rough  time  for  the  pilots.  From 
about  noon  spectators  arrived  in  fairly  large  numbers,  and 
by  the  time  the  proceedings  were  in  full  swing  the  enclosures 
presented  a  well-filled  appearance,  but  nothing  compared 
with  t'ne  crowds  that  have  been  seen  at  Hendon  on  previous 
occasions,  whilst  it  seemed  to  11s  that  there  were  as  many 


L.  L.  Carter  on  the  too  li.p.  Lucifer- Bristol  monoplane  wra$ 
next  away  at  2  hrs.  27  mins.  51  secs.,  and  then  at  various 
intervals,  according  to  their  handicaps  (given  in  the  accom¬ 
panying  table),  the  remaining  competitors  were  sent  off  as 
follows: — F.  P.  Rayuham  oh  the  200  li.p.  VYolselev  Viper 
Martinsyde  F6,  A.  S.  Butler  on  the  275  h  p.  Rolls-Royce 
D.H.37,  I,.  R.  Tait-Cox  cm  the  200  h.p.  B.R.2  Mars  III,  H.  H. 
Perry  on  the  200  h.p.  Wolseley- Viper  S.F.ya,  R.  H.  Slot  ken 
on  the  300  h.p.  Hispano-Suiza  Martinsyde  F.4.  R.  A  tie  Haig 
on  the  400  h.p.  Jupiter  Bristol  “  Bullet  ”  and  J.  H.  Janies  on 
the  famous  450  h  .p.  Napier-Lion  Mars  I 

C.  F.  ['wins,  who  was  to  have  piloted  the  Bristol  Hush-hush 
monoplane,  had  to  be  content  with  following  the  others  -on 
the  event  board,  as  his  mount  could  not  be  got  ready  for  the 
fray  in  time.  At  the  last  minute  Butler’s  engine  developed 
magneto  trouble,  and  he  was  unable  Ur  get  away  to  time, 
but  started  off  some  ten  minutes  late. 


OOOOOOOO 

O 

o 

The  Aerial  Derby  :  ® 

“  Chairing  ”  the  O 
winner,  Mr.  J.  II.  q 
James.  One 
"  leg  ”  (on  left)  of  O 
the  chair  is  q 
formed  by  Mr.  D. 
Longdon,  of  the  O 
Gloucestershire  0 
Aircraft  Co.,  while 
on  his  right  may  o 
be  seen  Mr.  L.  R.  _ 
Talt  -  Cox,  fellow  0 
pilot  and  close  O 
friend  of  James.  ^ 
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A  few  minutes  before  Janies  was  signalled  away,  Hinkler 
came  into  view  and  started  on  his  second  lap,  with  James 
close  on  his  heels — or  rather,  tail.  By  the  way,  the  Baby 
rocked  as  it  passed  over,  and  it  looked  as  if  Hinkler  was  not 
having  a  particularly  comfortable  trip.  News  then  came  in 
that  Stockcn  was  down  at  Hounslow  Heath  with  plug  trouble. 

At  15.23  (A.M.  time)  Carter  completed  his  first  lap,  passing 
over  in  fine  style,  and  seven  minutes  later  Raynham  came  in. 
After  another  six  minutes  Haig  unexpectedly  hurtled  over 
on  the  “  Bullet.”  At  15.40  Tait-Cox  arrived,  but  instead  of 
continuing  on  his  second  lap  he  circled  round  and  landed, 


thus  retiring  from  the  race.  A  few  minutes  later  three 
machines  were  observed  approaching,  the  first  to  cross  over 
proving  to  be  Perry,  the  other  two,  who  came  in  together 
one  minute  behind,  being  Butler  and  James.  Butler  also 
retired  at  this  stage,  leaving  six  machines  in  the  air. 

After  this  there  was  a  brief  lull  in  the  proceedings  before 
Flight-Lieut.  Bulman  (F arnborough)  gave  a  magnificent 
display  of  stunt  flying  on  a  Nieuport  Nighthawk  fitted  with 
a  35a  h.p.  Siddeley  Jaguar.  Starting  with  a  zoom  such  as 
we  have  seldom  had  the  pleasure  of  observing  before,  he 
came  out  of  this  with  a  half-loop.  He  then  put  up  some 


“  Flight  '  Copytight 

FROM  THE  AERIAL  DERBY  :  1,  Bert  Hinkler  gets  away  on  the  Avro  Baby.  2,  F.  P.  Raynham  taking  off  on  his 
Martinsyde  F.6.  3,  J.  H.  James  leaving  on  the  Gloucestershire  Aircraft  Co.  Mars  I.  4,  Flight-Lieut.  Longton 
crossing  the  line  on  one  of  the  A.D.C.  S.E.Sa’s.  5,  L.  L.  Carter  crosses  the  finishing  line  as  first  man  home  and 

winner  of  the  Derby  Handicap. 
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AIR  LEAGUE  CHALLENGE  CUP 


The  Kenley  team:  (left  to  right)  Flight-Lieuts. 

Luxmoore,  Robb  and  Chappell. 

really  beautiful  loops,  spins,  rolls  and  corkscrew  twists, 
concluding  with  an  example  of  fast  and  slow  flying  past  the 
enclosures.  It  may  be  mentioned  that  this  particular  Night- 
hawk  was  built  by  the  Gloucestershire  Aircraft  Co.,  Ltd., 
who  have  the  building  rights  for  this  machine. 

Immediately  after  this  three  of  the  Derby  machines  were 
seen  approaching,  one  some  way  to  the  south,  and  the  excite¬ 
ment  was  intense,  as  it  was  apparent  that  there  was  every 
likelihood  of  a  good  finish.  As  they  drew  near  we  could 
distinguish  them  more  clearly,  but  as  they  were  coming  in 
from  different  directions  it  was  extremely  puzzling  to  follow 
what  actually  happened  at  the  finish.  Carter  on  the  Bristol 


The  Uxbridge  team  :  (left  to  right)  Sqdn.-Ldr.  Robin¬ 
son.  Flight  Officer  Gibbons  and  Flight-Lieut.  Longton. 
Owing  to  the  crash  of  an  Avro  the  relay  race  between 
these  two  teams  could  not  be  flown,  and  the  Cup  remains 
for  the  time  being  with  the  present  holders  (Kenley). 


fast  machines — always  a  matter  for  some  anxiety — and  it 
was  here  that  the  one  incident  of  the  day  which  remained 
impressed  on  our  mind  occurred.  Haig  had  effected  a  safe 
and  neat  landing,  and  had  come  to  rest  at  the  end  of  the 
enclosures.  James  came  in  to  land  shortly  after,  and  it  was 
noticed  that  he  was  going  somewhat  faster  as  he  touched 
ground  than  w'as  expected,  with  the  result  that  the  machiuc 
ran  along  some  considerable  distance,  getting  nearer  and 
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o 

o 

o 

O  The  Aerial  Derby  : 

Maj.-Gen.  Sir 
O  Sefton  Brancker, 
q  Director  of  Civil 
Aviation,  present- 
O  ing  the  Cups. 
n  From  left  to  right: 
u  A.  de  H.  Haig, 
O  who  was  second 
q  in  the  Handicap ; 

L.  L.  Carter, 
O  winner  of  the 
_  Handicap,  and 
u  J .  H.  James, 
O  winner  of  the 
0  Derby  and  third  in 
the  Handicap. 

O 

“Flight”  Copyright  3 

o 

o 

o 

000000 


mono,  crossed  the  line  first,  thus  winning  the  handicap, 
then  Haig  on  the  “  Bullet  ”  made  for  the  line  in  the  opposite 
direction,  making  a  sharp  turn  to  the  left  in  order  to  cross 
it  according  to  rules.  At  the  same  time  James,  flying  parallel 
to  the  line,  made  a  wide  sweep  round  and  crossed  but  a 
fraction  of  a  second  behind  the  “  Bullet.”  However,  it  was 
obvious  that  he  had  won  the  ”  fastest  time,”  and  a  roar  of 
greeting  went  up  accordingly. 

We  then  directed  our  attention  to  the  landing  of  the  two 


nearer  the  Bristol  and  a  crowd  of  people  who  were  standing 
on  the  aerodrome  right  in  the  way — where  they  certainly 
had  no  business  to  be.  Had  they  not  been  there  James 
would,  no  doubt,  have  had  little  difficulty  in  clearing  the 
Bristol  and  pulling  up  along  the  “  slipway  ”  leading  to 
Plough  Lane.  As  it  was,  however,  it  looked  pretty  hopeless, 
but  with  marvellous  skill  and  judgment  he  turned  the  machine 
carefully  to  the  right  just  at  the  precise  moment — a  second 
sooner  and  he  would  have  been  over,  and  a  second  later  he 
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Tlie  Aerial  Derby  :  The  scoring  board  which  showed 
the  progress  of  the  competitors. 
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would  have  been  into  the  people.  Thus  he  just  missed  the 
crowd,  and  all  the  damage  resulting  was  a  ripped  tyre  and  a 
leaky  radiator.  However,  all's  well  that  ends  well,  and  we  con¬ 
gratulate  “  Jimmy  ”  on  the  best  "  save  ”  we  have  ever  seen, 

I  n  the  meanwhile  Raynham  arrived  home,  followed  a  little 
later  by  Hinkler  on  the  Baby — an  exceptionally  fine  per¬ 
formance  in  the  case  of  the  latter  considering  the  weather 
conditions,  and  once  again  we  express  our  admiration  for  the 
excellent  combination  of  Hinkler  A vro-Baby-Green. 

A  start  was  then  made  for  the  Relay  Race  for  the  Air 
League  Challenge  Cup  between  teams  from  R.A.F.,  Kenley, 
and  RAF.,  Uxbridge  (the  former  being  the.  holders  of  the 
Cup)  The  teams  were  made  up  as  follows: — Kenley: 
Flight-Lieut.  J.  M.  Robb  (S.E.5a),  Flight-Lieut  R.  W. 
Chappell  (Avro),  and  Flight-Lieut.  F.  L.  Luxmoore  (S.E.sa). 
Uxbridge  :  Flight-Lieut.  \V.  H.Longton  (S.E.sa),  Flying  Officer 
F.  G.  Gibbons  (Avro)  and  Sqdn.-Ldr.  F.  L.  Robinson  (S.E.ja). 
The  two  respective  S.E.sa’s  started  off  first,  Longton  getting 
a  little  way  ahead  of  Robb,  but  at  the  end  of  the  first  lap 
of  8  miles  the  latter  made  a  splendid  lauding  close  behind 
his  team’s  Avro,  which  got  away  with  little  delay  ;  the 
other  Avro  (Kenley)  failed  to  get  started.  As  Chappell 
approached  the  enclosure,  however,  his  engine  spluttered  and 
then  gave  out,  and  matters  looked  very  black,  but  with 
great  presence  of  mind  the  pilot  steered  his  ’bus  towards  the 
machine  park  alongside  Plough  Lane,  and  managed  to  land 
on  the  other  side  of  the  fence  without  hurt  to  the  spectators 
or  himself.  Undercarriage,  one,  Avro,  for  the  use  of.  Prop, 
do.  This  little  incident  caused  a  postponement  of  the  Relay 
Race,  but  two  cf  the  S.E.5a’s  had  a  friendly  two-lap  race, 
in  which  Uxbridge  (Longton  ?)  romped  home  well  ahead. 

After  this  Maj.-Gen.  Sir  Sefton  Brancker  presented  the 
prizes  to  the  Derby  winners,  and  just  as  he  concluded  the 
clouds  rolled  aside  and  Air  Viee-Corpl.  Bill  Stickers  wrote 
“  Castrol  ”  very  prettily  in  the  blue  patch — and  the  clouds 
rolled  back  ! 

Shortly  before  six  o’clock  the  last  event  on  the  programme 
was  flown  off,  this  being  the  August  Open  Handicap  of 
16  miles  (two  laps)  ;  first  prize  £30,  second  prize  £10.  Six 
machines  lined  up  for  this  event  as  follows  : — B.  Hinkler 
(Avro  Baby),  4  mins.  49  secs.  ;  Maj.  C.  Diaper  (no  l.e  Rhone 
Avro),  4  mins.  24  secs.  ;  A.  S.  Butler  (D.H.37),  1  min.  9  secs-  > 
Flight-Lieut-  Robb  and  Flight-Lieut.  Longton  (both  on 
S.Eya’s),  32  secs.  ;  R.  H.  Stocken  (Martinsyde  F.4),  scratch. 

On  completing  his  first  lap  Hinkler  came  down  and  retired, 
and  as  Draper's  Avro  did  not  start,  this  left  four  machines 
in  the  race.  Longton  was  leading  at  the  end  of  the  first  lap, 
Butler  being  next,  with  Robb  close  behind,  but  Stocken 
was  some  distance  behind.  Robb  overhauled  Butler  towards 
the  finish,  but  did  not  pass  Longton  ;  the  order  of  finishing 
was  thus  Longton,  Robb,  Butler  and  Stocken. 


The  Mars  I  is  doped  -with  the  “  Titanine  ”  blue  and  white 
racing  scheme. 
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THE  D.H.37 

275  H.P.  Rolls-Royce  “Falcon”  Engine 


To  the  casual  observer  the  new  de  Havilland  37,  built  for 
Mr.  A.  S.  Butler  as  a  last  sporting  and  touring  machine, 
might  appear  to  be  just  a  common,  straightforward  tractor 
biplane  without  any  very  pronounced  novel  features  and 
offering  no  field  for  "speculation  as  to  the  merits  or  otherwise 
of  its  peculiar  points  ;  and  from  his  point  of  view  the  casual 
observer  would  be  correct.  The  37  is  a  very  straightforward 
design  on  orthodox  lines,  showing  neither  metal  construction, 
cantilever  wings,  variable  lift  devices,  nor  semi-Diesel  power 
plant,  to  mention  but  a  few  of  the  problems  which  are  so 


by  the  size  of  power  plant,  not  to  mention  the  effect  on  running 
costs  of  the  size  of  engine,  the  smallest  engine  which  will  give 
the  desired  performance  must  be  installed.  And  finally, 
the  whole  outfit  must  be  as  simple  as  possible  so  as  to  be  easy 
to  maintain  and  \vith  a  minimum  of  parts  likely  to-  get  out 
oi  order.  These  were,  briefly,  the  considerations  with  which 
the  designers  were  faced  when  starting  the  design.  Let  us, 
next,  examine  their  solution  of  the  problems,  as  exemplified 
in  the  finished  machine. 

An  inspection  of  the  accompanying  scale  drawings  and 


THE  D.H.37  :  Front  view. 


prominently  to  the  front  at  the  present  time.  Nor  is  the 
machine  a  helicopter  (although  its  climb  is  distinctly  good). 
While  thus  the  uninitiated  might  pass  it  by  with  but  a  cursory 
glance,  except  for  its  rather  pleasing  lines,  there  is  much  of 
interest  to  be  found  by  those  who  like  to  look  below  the 
surface,  as  it  were,  in  order  to  discover  the  ideas  which  were 
in  the  designer's  mind,  the  objects  at  which  he  aimed  and 
the  methods  adopted  for  attaining  them.  Viewed  from  this 
angle  the  new  D.H.37  assumes  a  different  aspect,  and  it  is 
in  this  light  that  we  propose  to  review  its  features. 


photographs  will  reveal  the  fact  that  the  D.H.37  is  of  very 
pleasing  outline  and  of  very  clean  design,  and  that  it  repre¬ 
sents,  perhaps,  the  maximum  of  refinement  that  is  possible 
with  a  flat-sided  fuselage  and  braced  wings.  Simplicity  of 
construction  was,  as  has  already  been  pointed  out,  one  of  the 
desiderata,  and  the  flat-sided,  ply-wood  covered  body  is 
considered  to  give  this  simplicity  to  the  maximum  extent. 
It  might  be  pointed  out  that  a  similar  construction  is  used 
in  the  D.H.34*s,  one  of  which  has  just  completed  close  upon 
60,000  miles  during  three  months'  flying,  so  that  as  regards 


THE  D.H.37  :  Three-quarter  rear  view. 


Designed  in  the  first  place  as  a  machine  on  which  the 
owner  can  go  touring  and  take  with  him  one  or  two  friends, 
the  37  has  accommodation  for  two  passengers  in  addition  to 
the  pilot.  As  the  owner  may  occasionally  wish  to  take  part 
in  races,  the  machine  must  have  a  fairly  good  performance 
when  flown  light.  In  view  of  the  fact  that  flights  of  con¬ 
siderable  duration  may  occasionally  be  undertaken,  the 
tankage  must  be  generous.  As  duration  is  largely  determined 


robustness  and  hard-wearing  qualities  the  ply-wood  covered 
body  appears  to  be  entirely  suitable.  The  absence  of  wire 
bracing  (with  the  exception  of  the  engine  bays,  where  cable 
bracing  is  used  in  the  bottom  panels)  avoids  the  necessity 
for  keeping  the  body  trued  up  after  prolonged  use,  while 
there  is  no  fabric  to  become  slack  or  torn. 

The  simplicity  of  the  wing  bracing  is  attained  by  using  a 
fairly  thick  wing  section,  which  allows  of  using  but  one  pair 
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THE  DE  HAVILLAND  37  :  General  Arrangement  drawings. 
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of  interplane  struts  on  each  side.  This  section — which  is,  we 
believe,  similar  to  that  used  on  the  D.H. 34 — is  one  of  the  air¬ 
screw  sections,  with  flat  lower  surface  giving  good  spar 
depth.  Constructionally  the  wings  are  of  standard  D.H.  type, 
with  spruce  spars  (laminated)  and  ribs.  The  two  halves  of 
the  top  plane  are  secured  to  the  centre  section  by  vertical 
bolts  and  external  fish-plates,  while  the  lower  wings  attach 


While  on  the  Subject  of  control  surfaces  it  might  be 
mentioned  that  the  ailerons  are  of  somewhat  unusual  construc¬ 
tion,  especially  as  regards  their  leading  edges.  Fundament¬ 
ally  these  consist  of  the  usual  channel  section  spruce  spars, 
with  their  flat,  closed  side  facing  the  rear  spars.  In  order  to 
obtain  greater  torsional  stiffness  this  channel  section  has  been 
reinforced  by  a  horizontal  U  screwed  and  glued  to  the  aileron 


THE  D.H.37  :  Rear  view. 


to  the  sides  of  the  fuselage  by  built-up  sheet-steel  forked 
plates.  The  top  centre  section  is  carried  on  raked  steel  struts 
of  N  formation,  the  sloping  member  of  the  N  having  threaded 
ends  for  adjustment. 

A  peculiarity  of  the  37  as  compared  with  previous  de 
Havilland  designs  is  that  ailerons  are  fitted  to  the  bottom 
plane  only.  This  results  in  considerable  simplification  of  the 
controls,  as  wTell  as  leaving  the  top  plane  solid,  and  if  sufficient 
lateral  control  can  be  maintained  with  two  large  ailerons  on 
the  lower  plane,  the  system  has  much  to  recommend  it.  One 
reason  for  expecting  that  two  ailerons  will  suffice  is  that  the 
differential  movement  of  the  ailerons,  which  was  first  tried, 
with  success,  in  the  D.H. 29  monoplane,  has  been  incorporated. 
It  will  be  recalled  that  with  this  system  of  lateral  control  the 
cranks  are  so  arranged  that  one  aileron  moves  through  a 
greater  angle  in  going  up  than  does  the  opposite  one  in  going 
down.  The  result  is  that  one  aileron  acts  as  a  balance  for 
the  other,  rendering  the  load  on  the  control  column  small 
even  when  a  large  aileron  angle  is  obtained  for  a  small  angle 
of  control  column  movement.  This  is  one  advantage. 
Another  is  that  with  this  system  a  spin  is  less  likely  to  be 
precipitated  when  using  the  ailerons  at  large  angles  of  inci¬ 
dence,  i.e.,  near  the  stalling  speed  of  the  machine.  The  fitting 
of  straight  control  cables  and  ball  bearings  in  the  controls 
further  tend  to  give  easy  working  of  the  controls. 

The  controls  are  so  arranged  that  the  aileron  cabled  pass 
straight  from  the  fuselage  to  chains  over  sprockets  in  the 
lower  wings,  no  pulleys  being  used  anywhere.  Small  cranks 
on  these  sprockets  are  so  set  in  relation  to  one  another  as 
to  give  the  differential  movement  to  the  ailerons.  The 
elevator  control  incorporates  a  transverse  shaft  behind  the 
pilot,  from  external  cranks  on  which  cables  run  straight 
to  the  elevator  king  posts,  no  fairleads  being  required.  The 
transverse  shaft  is  carried  on  external  ball-bearings,  the  latter 
being  covered  by  streamline  casings  of  aluminium.  In  the 
case  of  the  rudder  cables  a  slight  change  of  angle,  is  necessary, 
and  a  length  of  rod  of  ample  diameter,  working  in  a  guide  on 
the  outside  of  the  fuselage,  is  therefore  incorporated  in  the 
cable.  With  regard  to  the  rudder,  it  is  of  interest  to  note 
that  the  king  post  is  not,  as  in  the  majority  of  machines, 
passed  through  the  rudder  and  seciu-ed  to  the  leading  edge 
by  an  elaborate  fitting,  but  is  in  two  halves,  bolted  to  a  stout 
block  of  wood  screwed  and  glued  to  the  leading  edge  of  the 
rudder.  Thus  when  storing  spare  rudders  the  king  posts 
can  easily  be  removed  without  interfering  with  the  fabric 
covering,  and  not  only  is  less  space  then  taken  up  by  the 
rudder,  but  there  is  no  risk  of  bending  the  king  posts  or 
puncturing  with  them  the  fabric  of  another  rudder  packed 
in  the  same  case  or  stored  in  an  adjacent  rack,  as  frequently 
happens  when  the  king  posts  are  left  in  situ  on  the  rudders. 
It  may  be  thought  that  such  points  as  these  are  of  minor 
importance,  but  in  practice  they  amount  to  a  good  deal, 
and  in  the  37  it  is  by  close  attention  to  such  “  minor  ”  points 
that  the  chief  merit  of  the  design  lies. 


leading  edge.  As  the  three-ply  strip  used  is  quite  thin 
(only  about  T'a  in.),  the  reinforcement  adds  but  very  little 
to  the  weight  of  the  aileron,  but  the  increase  in  torsional 
stiffness  is  extraordinarily  great.  The  aileron  ribs  are,  of 
course,  shaped  at  the  front  to  fit  the  curve  of  the  three-ply 
strip. 

Reference  has  already  been  made  to  the  fact  that  the 
D.H.37  has  accommodation  for  two  passengers  in  addition 
to  the  pilot.  The  latter  occupies  the  aft  cockpit,  well  clear 
of  the  wings,  where  his  view  is  but  very  slightly  obstructed. 
Just  in  front  of  him  is  the  passengers'  cockpit,  which  is 
somewhat  longer,  the  passengers  sitting  tandem  fashion. 
Dual  controls  are  provided,  but  the  control  tube  in  the  front 
cockpit  can  be  removed  by  pulling  it  out  of  its  socket.  Both 


View  of  engine  housing  and  undercarriage  of  D.H.  37. 
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foot  bars  are  provided  with  adjustable  pedals,  so  as  to  enable 
adjustment  to  be  made  for  pilots  of  different  height.  A  very 
complete  instrument  board  is  placed  in  front  of  the  pilot, 
and  we  noticed  that  the  outtit  included  one  of  the  Vickers - 
Reid  turn  indicators.  It  might,  be  added  that,  although  not 
actually  fitted  up  with  wireless,  the  machine  has  all  the. 
wiring  necessary  for  its  installation,  should  the  owner  desire 
to  fit  a  set  later  on. 

The  petrol  system  is  interesting  inasmuch  as  it  combines 
direct  gravity  feed  with  ample  tankage,  The  ideal  would, 
of  course,  be  to  ha  VC  all  the  petrol  in  the  top  centre  section, 
but  in  order  to  do  so  it  would  be  necessary  to  make  the  centre 
section  very  deep  and  unsightly,  and.  probably,  bad  aero- 
dvnainicalLy.  As  the  owner  wished  to  have  large  tankage 
it  was  necessary  to  compromise,  and  consequently  the  top 
centre  section  has  been  built  up  as  a.  gravity  tank  holding 
40  gallons  of  petrol,  while  another  tank  of  similar  capacity  is 
housed  under  the  deck  fairing  of  the  fuselage,  in  front  of  the 


of  the  crank  case,  below  the  engine.  The  radiator,  placed  in 
the  nose,  straddles  the  reduction  gear  of  the  engine,  and  is 
remarkable  for  the  fact  that  it  is  built  up  as  a  unit  with  its. 
header  tank  and  side  frames.  The  ordinary  practice  of  having 
a  separate  cowling  is  apt  to  give  trouble,  and  by  making  the 
side  frames  and  top  of  slightly  thicker  metal  tlie  whole  unit 
is  made  very  rigid,  there  is  nothing  loose  to  come  adrift, 
and  altogether  a  Jot  of  trouble  is  avoided.  The  radiator  itself 
is  slung  from  the  nose  of  the  fuselage  on  trunnions,  so  that 
vibrations  are  not  likely  to  affect  it,  while  at  the  same  time 
the  removal  of  the  radiator  by  undoing  the  trunnion  bolts  is 
a  very  quick  operation. 

The  undercarriage  is  of  similar  type  to  that  used  so  success¬ 
fully  on  the  D  ll. 34,  i.c.,  a  combination  of  rubber  shock 
absorbers  and  oleo  gear  mounted  on  the  rear  legs  of  two  Yees. 
The  undercarriage  is  high,  so  as  to  give  a  quick  get-off  and, 
especially,  rapid  pulling  up  on  landing.  A  feature  of  this 
undercarriage,  apart  from  the  combination  of  rubber  and  oleo 
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passengers’  cockpit.  Normally  the  machine  is  flown  on  the 
gravity  tauk,  but  if  the  supply  is  beginning  to  run  low,  as 
shown  by  the  petrol  indicator,  a  pump  driven  by  the  engine 
supplies  pressure  to  the  fuselage  tank,  and  petrol  is  forced 
up  into  the  gravity  tank.  The  main  objection  to  the  pressure 
petrol  system  is  that,  with  large  main  tanks  and  a  very 
small  header  tank,  the  pumps  have  to  be  in  operation  almost 
continuously.  With  the  present  system  this  is  not  so,  and 
there  appears  to  be  no  reason  to  expect  that  any  trouble 
will  arise  in  connection  with  the  fuel  supply,  the  gravity 
tank  being  as  large  as  it  is.  Thus,  while  departing  from  the 
theoretical  ideal,  the  petrol  supply  of  the  D.IL37  will  probably 
be  found  in  practice  as  reliable  as  the  pure  gravity  system. 
It  might  be  mentioned  incidentally  that  all  Hie  petrol  leads 
are  in  the  form  of  “  Pctrofle.v  ”  tnbing,  which  Combines 
flexibility  with  imperviuusness  to  the  action  of  petrol. 

The  engine  mounting  for  the  Rolls-Royce  "Falcon” 
engine  is  very  simple,  the  two  tubular  engine  bearers  resting 
,n  brackets  bolted  to  the  vertical  struts  of  the  fuselage,  and 
being  braced  diagonally  by  short  tubes  of  smaller  diameter. 
'Hie  oil  tanks  arc  slung,  one  on  each  side  of  the  lower  portion 


gear,  is  that  if  the  machine  is  landed  with  a  slight  side  drift 
on  and  the  wheel  on  the  side  towards  which  the  machine  is 
drifting  touches  before  the  other,  the  axle,  hinged  as  it  is 
by  radius  rods  formed  by  the  front  members  of  the  Vees, 
travels  in  such  a  way  as  to  tend  to  direct  the  wheels  along 
the  path  travelled  by  the  machine.  Thus  the  tendency  to 
turn  over  on  to  a  wing  tip  is  reduced.  Another  advantage 
of  this  type  of  undercarriage  is,  of  course,  that  a  very  much 
longer  travel,  and  therefore  better  shock-absorbing  quality, 
is  provided. 

The  main  characteristics  of  the  D.H.37  are  as  follows,  the 
weights  stated  being  estimated,  as  are  also  the  figures  relating 
to  performance  : — Length  over  all,  28  ft.  9  ins. ;  span,  37  ft.  ; 
chord,  5  ft.  9  ins.  ;  gap,  5  ft.  9  ins.  ;  wing  area,  388  sq.  it.  ; 
weight  of  machine  empty,  2,1 18  lbs.  ;  petrol  and  oil,  330  lbs  ; 
pilot,  170  lbs. ;  disposable  load,  700  lbs. ;  weight  fully  loaded, 
3,318  lbs.  ;  wing  loading,  8.55  Ibs./sq.  ft,  ;  power  loading 
(based  upon  275  h.p.),  12  Ibs./h.p.  ;  speed  at  ro.ooo  ft., 
122  m.p.h.  ;  climb  to  10,000  ft.  in  11  minutes  ;  service  ceiling, 
21,000  ft.  In  the  Derby  the  D.H.  37  did  not  get  a  chance, 
tlie  start  being  delayed  by  ignition  trouble. 
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THE  LONDON-CONTINENTAL  SERVICES 

FLIGHTS  BETWEEN  JULY  30  AND  AUGUST  5,  INCLUSIVE 
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Fastest  time  made  by 

Croydon-Paris . 

56 
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21 

43 

52 
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2  40 

D.H.  34  G-F.BBS  (ih.  56m.) 

B.  (4),  D.H.  iS  (1).  D.H.  34  (5). 

Paris- Croydon . 

06 
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10 

3  2 

54 

2  55 

D.H.  34  G-EBBS  (ah.  5m.) 
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B.  (5).  D.H.  18  (r),  D.H.  34  (5). 
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12 
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11 
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11 

ii 

11 
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157 
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60 
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Incidental  Flying. — During  the  week  the  De  Havittand  Co.  maintained  their  daily  service  between  Lympne-Ostend,  with 
three  trips  a  day  each  way,  and  using  one  D.H.  16  and  two  D.H.  g's.  The  Surrey  Flying  Service  Avro  also  made  a  return 
trip  (2  pass.)  between  Croydon-Ostend. 
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THE  NEW  AVELINE  AUTOMATIC  PILOT 


Since  our  description  in  Flight  for  February  3,  1921,  of 
the  Aveline  Automatic  Pilot  considerable  progress  has  been 
made  with  this  extremely  ingenious  and  successful  instrument, 
and  Auto  Controls  of  10,  Heddon  Street,  W.  1,  have  just 
produced  a  new  model,  which  is  a  considerable  improvement 
on  the  original  type. 

It  is  not,  at  the  present  moment,  our  intention  to  give 
a  detailed  description  of  this  instrument,  as  the  article 
referred  to  above  provides  all  the  necessary  information  on 
this  point.  We  will,  however,  just  briefly  outline  the 
fundamental  principle  oil  which  the  Automatic  Pilot  is  based, 

Primarily  the  Automatic  Pilot  is  composed  of  three  princi¬ 
pal  components:  (1)  A  windmill  air  compressor,  with  air 
reservoir,  pressure  gauge  and  safety  valve.  (2)  Compressed 
air-operated  cylinders  containing  pistons  operating  the 
aileron  or  elevator  control.  (3)  The  brim  of  the  instrument, 
comprising  what  is  practically  a  mercury  inclinometer 


necessary  equipment,  including  air  tank  and  air  pump, 
weighs  approximately  50  lbs.  A  complete  set  comprising 
lateral  and  longitudinal  stabilisers  comes  out  at  about  88  lbs., 
as  against  145  lbs.  in  the  case  of  the  larger  type. 

Besides  numerous  minor  improvements  and  adjustments 
which  simplify  its  operation  by  the  pilot,  all  electrical 
mechanism,  wiring  and  tubing  are  easily  get-at-able,  and  at 
the  same  time  are  out  of  the  way,  so  tlxat  they  are  not  liable 
to  be  damaged  in  the  aeroplane. 

The  following  comparative  overall  dimensions  of  the  large 
and  small  types  may  be  of  interest :  Length,  large,  2  ft.  2$  ins.  ; 
small,  1  ft.  i  f  ins.  Width,  large,  3J  ins. ;  small,  61  ins.  Height, 
large,  7J  ins  ;  small,  11 1- ins. 

This  new  model  has  satisfactorily  stood  a  very  severe  bench 
test,  and  the  one  fitted  to  a  Vickers  "  Vimy  ”  with  which  the  Air 
Ministry  are  carrying  out  tests  has  so  far  proved  satisfactory. 

That  the  Automatic  Pilot  is  a  thoroughly  practical  inven- 


THE  AVELINE  AUTOMATIC  PILOT.  Three  views  of 

earlier  and 

which,  through  the  medium  of  electric  relay  and  electro¬ 
magnetic  circuits,  brings  into  operation  the  power  cylinders 
and  pistons  operating  the  controls  when  the  attitude  of  the 
machine  calls  for  correction,  It  may  be  added  that,  as  the 
machine  inclines,  and,  therefore,  the  semi-circular  tube 
containing  the  mercury,  the  latter  establishes  electrical 
contact  on  the  side  to  which  inclination  takes  place  and  the 
corresponding  coil  of  the  relay  is  energised. 

The  latest  model  of  the  Automatic  Pilot  is  suitable 
not  only  for  large  machines,  such  as  the  Handley  Page,  or 
Farruan  Goliath,  but,  owing  to  its  reduced  weight,  can  also 
be  used  on  smaller  three  or  four-seater  machines. 

The  weight  of  the  main  unit  is  25  lbs.,  as  against  43  lbs. 
for  the  large  size,  and  a  single  installation,  with  all  the 
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APRIL-JUNE  AIR 

The  returns  of  air  traffic  on  the  cross-Channel  routes  to 
Paris,  Brussels  and  Amsterdam,  during  the  three  months 
April- J  une,  are  now  available  from  the  Air  Ministry. 

During  this  quarter  764  machines  departed  from  the  London 
Terminal  Aerodrome,  Croydon,  and  768  machines  arrived,  the 
total  number  using  the  aerodrome  on  Continental  services 
being  1,532.  This  is  a  considerable  increase  on  the  figures  for 
the  same  period  last  year,  when  506  machines  departed  and 
495  arrived. 

The  majority  of  machines  were  of  British  nationality, 
belonging  to  the  Handley  Page  Transport,  Ltd.,  the  Instone 
Air  Line,  and  Daimler  Hire,  Ltd.  The.  figures  by  nationality 
are  : — British,  915  ;  French,  228  ;  and  Dutch,  189.  Last 
year  British  machines  numbered  only  246  out  of  a  total  of 
1,001  machines  using  the  aerodrome. 

The  total  number  of  passengers  carried  during  the  period 
was  3,128,  and  is  a  slight  decline  on  the  total  of  3,565  carried 
a  year  ago.  The  proportion  carried  by  British  companies 
has,  however,  greatly  increased,  2,402  travelling  in  British 
machines  against  1,653  in  the  same  period  last  year.  British 
traffic  therefore  amounted  to  76,8  per  cent,  of  the  total, 
whereas  last  year  it  was  only  46.4  per  cent. 


the  latest  model,  which  is  about  half  the  weight  of  the 
larger  type. 

tion  is  borne  out  when  it  is  stated  that  the  earliest  models 
made  under  the  Aveline  patents  were  tested  by  the  British 
Government  during  a  period  of  two  years,  and  the  Air  Ministry 
then  bought  twelve  ‘stabilisers  for  further  trials,  now  being 
conducted  on  different  types  of  aircraft.  The  official  reports 
describe  the  stabiliser  as  satisfactory  for  the  purpose  for 
which  it  was  designed,  and  as  the  best  appliance  of  its  kind 
now  available,  Furthermore,  Automatic  Pilots  for  trial  in 
military  aviation  have  been  bought  by  the  French,  Japanese, 
and  U.S.  Governments,  whilst  it  has  been  satisfactorily 
applied  to  large  commercial  aeroplanes,  both  in  England  and 
France.  The  Farman  Goliath  which  recently  made  a 
night  trip  between  Paris  and  London  was  fitted  with  an 
Aveline  Automatic  Pilot. 

0  '  0 

TRAFFIC  RETURNS 

The  total  weight  of  goods  carried  by  aircraft  to  and  from 
Croydon  was  144  tons,  which  is  a  large  increase  on  last  year, 
when  the  figure  was  56.9  tons.  Half  of  this  total  was  carried 
by  French  machines,  but  the  British  share  of  the  traffic  shows 
the  largest  proportionate  increase,  53.6  tons  having  been 
transported  by  British  machines  against  4.9  tons  a  year  ago! 

The  efficiency  of  British  air  services  continues  to  be  of  a 
high  standard.  In  April  the  efficiency  of  flights  made  and 
completed  within  four  hours  by  British  machines  on  the 
London-Paris  route  was  92.3  per  cent.  For  May  the  figure 
was  the  same,  and  for  June  it  rose  to  95.2  per  cent.  The 
figures  for  French  machines  during  the  same  period  on  the 
same  basis  were  : — April,  71.3  per  cent.  ;  May,  85  per  cent.  ; 
and  June,  79.1  per  cent. 

Notwithstanding  these  figures  it  has  to  be  noted,  however, 
as  stated  in  the  last  half-yearly  report  on  Civil  Aviation,  that 
a  considerable  increase  in  traffic  is  essential  if  Air  Transport 
firms  arc  to  obtain  a  commercial  basis  of  operation,  the 
passenger  accommodation  occupied  on  British  machines  being 
only  37  per  cent,  in  April,  30  per  cent,  in  May,  and  31  per  cent, 
in  June,  and  the  useful  cargo  capacity  used  only  44  per  cent, 
in  April,  44  per  cent,  in  May,  and  40  per  cent,  in  June. 
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LONDON  TERMINAL  AERODROME 


Monday  evening,  August  7,  1922. 
There  was  a  big  influx  of  passengers  during  the  week-end, 
both  to  and  from  the  Continent.  On  Saturday  135  people 
were  carried  by  the  various  companies,  and  the  Sunday  services 
were  tilled  to  capacity. 

Handley  Page  Transport  were  in  the  unfortunate  position 
on  Sunday  of  having  a  full  load  for  their  service  to  Paris,  and, 
owing  to  a  last-minute  breakdown,  they  had  no  machine  to 
carry  them.  The  Daimler  Airway  obligingly  came  to  the 
rescue,  and  put  an  extra.  D.H.34  on  the  service  to  carry  the 
Handley  Page  passengers. 

Mr.  Courtney  has  now  got  his  Boulton  and  Paul  ”  air  taxi  ” 
at  the  air-station,  and  will,  he  hopes,  be  in  a  position  to 
accept  special  bookings  early  this  week.  He  is,  fur  the 
moment,  being  held  up  by  the  customary  A.I.D.  formalities. 
This  machine  is  a  general-purpose  craft."  It  is  fitted  with  an 
R.A.F.  engine,  and  is  equipped  with  dual-control  for  tuition 
work.  As  an  air  taxi  it  seats  two,  and  there  is  ample  room 
for  baggage  m  the  fairing  behind  the  back  seat. 

Hundley  Page  Transport  schedule  a  4  p.m.  service  to  and 
from  Paris  as  from  Friday  last.  It  has  been  found  that  the 
general  run  of  American  tourists,  who  still  form  the  bulk  of 
the  passengers,  would  rather  travel  in  the  afternoon.  In 
sharp  contrast  to  this  is  the  experience  which  is  now  being 
gained  with  the  early  morning  newspaper  services.  The 
Daimler  Airway  are  finding  that  there  is  an  appreciable 
demand  for  seats  on  this  service,  but  that  the  people  travelling 
by  it  are  business  men  who  are  really  in  a  hurry,  and  who 
appreciate  the  value  of  getting  to  Paris  before  8  a.m  and  yet 
being  able  to  be  in  London  at  a  late  hour  the  night  before, 
and,  in  addition,  to  have  a  good  night’s  rest.  This  fact  was, 
incidentally,  borne  out  by  the  experience  of  the  K.L.M 
when  they  were  running  the  early  morning  newspaper  machine 
to  the  Hague  Conference,  Capt.  Leverton  having  quite  a 
number  of  people  who  travelled  on  this  machine  ringing  up 
to  book  tickets  for  another  journey  and  being  quite  dis¬ 
appointed  when  they  found  the  early  morning  service  was 
not  now  running. 

The  additions  to  the  control-tower  which  are  being  made 
to  accommodate  the  sound-ranging  apparatus  are  now  nearly 
complete,  and  the  tower  is  beginning  to  look  an  imposing 
structure.  In  the  past  it  has  been  a  disappointment  to 
many  who  saw  it  for  the  first  time,  but  now  there  is  some 
justification  for  the  use  of  the  word  "  tower.” 

Rumours  of  Subsidy  Changes 

Rumour  has  been  busy  during  the  week  with  a  statement 
that  the  Air  Ministry  are  considering  an  alteration  in  the 
rules  governing  the  subsidy.  It  is  suggested  that,  with  the 
commencement  of  the  next  flying  season,  the  arrangements 
whereby  there  are  three  British  firms  running  on  the  London- 
Paris  route  will  be  modified,  and  that  each  of  these  three  firms 
will  be  allocated  a  separate  route,  one  being  London-Paris, 
another  London -Brussels,  aud  the  other  London-Cologne — 
with  an  extension  to  Berlin,  This  last-mentioned  route 
would  appear  to  be  merely  an  extension  of  the  London- 
Brussels  line,  which  leaves  one  firm  with  nowhere  to  go. 
Also,  naturally,  each  one  will  want  to  be  running  London- 
Paris  as  the  established  route  upon  which  it  is  known  there 
are  enough  passengers  for  one  company.  Apart  from  this, 
however,  the  scheme  has  much  to  recommend  it,  and  I  am 
able  to  say  that  there  is  some  foundation  for  the  rumour, 
although  no  definite  decision  has,  as  yet,  been  arrived  at. 


H 
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Air  Cadetships 

The  following  are  declared  by  the  Civil  Service  Com¬ 
missioners  to  be  the  successful  candidates  at  the  competitive 
examinations  held  last  June  for  admission  to  the  R.A.F. 
Cadet  College,  but  their  admission  is  conditional  on  their 
having  passed  the  medical  examination.  A  table  of  marks 
will  be  sent  to  each  candidate  as  soon  as  possible. 


Name.  Marks. 

•Elias,  A.  W.  . .  8,595 

Don,  J.  C .  S,504 

•Brookes,  H.  IT.  ..  8,332 

Amers,  J.  IT.  . .  8,143 

Bowles,  J.  E.  W. .  .  7,640 

•Showers,  L.  J.  G.  7,377 
•Boyle,  D.  A.  . .  7,083 

Bonham-Carter,  J.  H.  6,742 
•Montgomery,  A.  H.  6,655 


Name. 

Woode,  C.  S.  M.  . . 
•Waghorn,  H.  R.  D 
•Tillard,  L.  R.  W. 
•Selwyn,  F.  E.  J. 
•Soames,  T. 
Macleod,  H.  G. 
Terry,  P.  McK. 
Blackett,  C.  D. 
Matthews,  G.  S.  C 


Honorary  King’s  Cadets  who  have  qualified 
•Atcherley,  D.  F.  W.  6,122  *Atcherley,  R.  LI.  R. 

*  These  candidates  have  received  marks  for 
efficiency. 


Marks. 

6,177 

6,017 

5,37i 

5,344 

5,200 

5>o72 

5-037 

4,823 

4,814 

-  4,79r 
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London  to  Marseilles  by  Air 

Today  saw  the  opening  of  the  London  Marseilles  service 
by  the  Messageries  Adriennes.  From  now  onwards  machines 
will  leave  the  air-station  at  8  a.m.  each  Monday  and  Friday, 
and  are  scheduled  to  reach  Marseilles  at  5.10  p.m.  There  wdl 
be  Halts  at  Paris  aud  Lyons — the  actual  flying  time  being 
hours.  The  return  journey  will  be  started  at:  9  a.m.  cm 
Tuesdays  and  Saturdays,  London  being  reached  at  6.30  p.m. 
Both  Hispano  “  Spads  ”  and  "  Goliaths”  are  to  be  used  on 
this  service,  which  will  be  run  in  three  stages — London-Paris, 
Pari  s-Ly ons,  Lyon  s-M a  rsei  11  es . 

On  Monday  last  Mr.  Fokkcr,  the  famous  Dutch  aeroplane 
designer  aud  constructor,  visited  the  aerodrome  to  inspect  the 
Daimler  11  express,”  G-EBBS,  which  has  now  completed 
60,000  miles,  and  also  to  inspect,  the  new  Daimler  Airway 
engine-testing  plant.  He  was  distinctly  impressed  by  both, 
and  was  busily  picking  up  hints  from  the  Daimler  organisa¬ 
tion  to  use  on  his  projected  services  in  America  next 
spring. 

The  weather  is  persistently  against  the  Surrey  Flying 
Services,  and  this  week-end  was  no  exception  to  this  rule. 
In  spite  of  this,  however,  they  had  a  good  number  of  joy¬ 
riders  on  Saturday,  but  Sunday  was  distinctly  poor  Monday, 
of  course,  was  entirely  spoilt  from  their  point  of  view,  as  the 
public  were  excluded  from  the  aerodrome.  This  is  one  of 
the  minor  tragedies  of  holding  race  meetings  at  Croydon. 

Seaplane  Flight  Round  the  World 

Capt.  R.  H.  Macintosh,  a  Handley  Page  pilot,  is  to  make 
an  attempt,  in  company  with  another  pilot  and  a  navigator, 
to  fly  round  the  world  in  a  seaplane.  His  companions  will  be 
Capt.  MacCloughrey,  D.S.O.,  and  Ca.pt.  Tymms,  M.C.,  of  the 
Air  Ministry,  who  will  act  as  navigator.  The  seaplane  is 
being  built  specially  at  the  Fairey  Aviation  Company's  w-orks, 
and  will  be  fitted  with  a  600  h.p.  Rolls-Royce  “  Condor  ” 
engine. 

An  interesting  visitor  arrived  at  the  aerodrome  on  Thursday 
in  the  person  of  little  five- years-old  George  Risser,  the  son 
of  one  of  the  pilots  of  the  Grands  Express  ‘‘Goliaths  ”  He 
has  already  flown  upwards  of  5,000  miles,  visiting  by  air 
Strassburg,  Prague,  Vienna,  Warsaw  and  Bucharest,  while 
during  the  week-end  he  flew  with  his  father  to  Lausanne. 

The  Instone  Air  Line  have  now  repaired  the  Vickers 

Vimy,”  and  one  of  the  "  Vulcans,”  which  met  with  mis¬ 
fortune  last  week,  and  the  Daimler  Airwaj'S  have  received 
G-EBBU  back  from  Stag  Lane,  where  she  has  been  rebuilt 
following  the  smash-up  between  the  two  D.H.34’s  in  May. 
During  the  week  the  Instone  Air  Line  carried  an  ecclesiastical 
load,  consisting  of  one  bishop  and  three  clergymen,  to  Paris, 
and  it  is  now  suggested  at  the  aerodrome  that  this  will  have 
broken  their  run  of  ill-luck. 

The  Messageries  Adriennes  are  making  determined  efforts 
to  capture  the  entire  goods  service  between  London  and 
Paris  and  beyond.  They  have  a  goods  collection  and  delivery 
service  which  is  far  ahead  of  anything  previously  attempted  in 
air  transport.  A  special  van  does  nothing  but  run  backwards 
and  forwards  between  the  aerodrome  and  London,  picking 
up  outward  goods  at  the  C.M.A.  office  in  the  Haymarket, 
and  leaving  all  inward  goods  there.  A  fleet  of  motor-vans 
is  constantly  tonring  round  the  various  agencies  in  London, 
and  to  customers,  picking  up  and  delivering  the  goods,  the 
Haymarket  office  acting  as  a  general  clearing  house. 

E  E 

Gordon  Shephard  Memorial  Prize  Essays,  1922 

The  following  subjects  for  essays  have  been  selected  for 
this  year’s  competition  for  the  Gordon  Shephard  Memorial 
Prize  : — 

(t)  The  use  and  employment  of  aircraft  in  open,  as  opposed 
to  trench,  warfare  against  a  similarly  equipped  enemy. 

(2)  The  employment  of  aircraft  before  and  during  a  Fleet 
action. 

Separate  prizes  will  be  awarded  for  each  of  the  two  essays. 

The  competition  is  open  to  all  Royal  Air  Force  officers, 
N.C.Os.  and  men. 

Gordon-Bennett  Balloon  Race 

Nineteen  balloons  started,  on  August  6,  from  Geneva  for 
the  Gordon-Bennett  Balloon  Race.  One  of  the  British 
competitors,  the  balloon  which  was  to  have  been  piloted  by 
Lt.-Col.  Dunville,  did  not  start.  Mr.  Griffith  Brewer  is 
reported  to  have  landed  at  1  a.m.  on  August  7  at  a  point 
between  Afloltern-am-Albis  and  Hedingen,  near  Zurich,  while 
Mr.  Ernest  Allen  alighted  at  8.45  a.m.  near  Kfihback  in 
Bavaria. 
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THE  SEAPLANE  FLIGHT  AROUND  THE  WORLD 

Fairey  Seaplane  with  Rolls-Royce  “Condor”  to  be  Used 


As  an  up-to-date  method  of  “  showing  the  flag,”  a  flight 
around  the  world  should  do  much  to  uphold  the  prestige 
of  British  aviation,  it  is,  therefore,  with  satisfaction  that 
we  learn  of  the  proposed  attempt,  under  the  auspices  of 
the  Air  League  of  the  British  Empire,  by  three  young  British 
aviators  to  circle  the  globe.  The  machine  which  it  is  proposed 
to  use  is  a  Fairey  seaplane  of  the  twin-float  type,  and  the 
machine  will  be  driven  by  a  600  h.p.  Rolls-Royce  ‘‘  Condor  ” 
engine,  the  three  aviators  who  ate  to  make  the  attempt  are 
t  apt.  Macintosh,  who  has  for  so  long  been  associated  with 
the  Handley  Page  London-Paris  air  services  ;  Capt.  Tymms, 
of  the  An  Ministry  Navigation  Department  ;  and  Capt*. 
McClougliry,  of  the  Australian  Flying  Corps.  All  three  men 
selected  for  the  flight  appear  to  have  been  well  chosen. 
Certainly  Capt.  Macintosh  lias  had  unique  experience  of 
flymg  under  all  sorts  of  weather  conditions,  aim  he  lias  on 
several  occasions  succeeded  in  bringing  Handley  Page 
machines  across  the  Channel  in  weather  which  kept  the 
Channel  steamers  in  port.  We  do  not  know  how  much 
experience  Capt.  Macintosh  lias  had  of  seaplane  living,  blit 
as  the  machine  to  be  used  is  a  twin-float  seaplane,  its' handling 
should  not  be  so  very  different  from  that  of  a  land  machine. 

Regcii ding  the  machine  itself,  but  little  information  is 
available  at  the  moment;  but  it  will  probably  follow  fairly 
closely  upon  the  lines  of  the  long-distance  machine  on  which 
the  Portuguese  aviators  Cabral  and  Coutinho  started  out  on 
theii  trans-Atlantic  flight  from  Lisbon.  Thus  the  type  lias 
been  thoroughly  tried  out,  and  the  lessons  learned  with  the 
fust  machine  should  enable  the  constructors  to  incorporate 
any  improvements  which  experience  with  the  first  machine 
may  have  suggested.  We  understand  that  the  twin-float 
seaplane  has  been  chosen  mainly  because  in  case  of  damage 
it  is  easier  to  repair  or  replace  a  float  than  it  is  to  repair 
the  hull  of  a  flying  boat.  We  do  not  know  if  it  is  the  intention 
of  the  aviators  to  fit  a  land  undercarriage  for  some  of  the 
stages  of  the  flight,  but  it  would  appear  that  to  do'so  would 
be  a  lairly  simple  procedure,  and,  in  a  measure,  the  effect 


would  be  similar  to  that  of  using  an  amphibian  machine, 
but  with  the  difference  that  the  amphibian  gear  would  not 
have  to  be  carried  on  board.  Needless  to  say,  the  machine 
wrl  be  very  fully  equipped  with  all  modern  instruments, 
and  a.  wireless  set  of  good  range  will  be  carried. 

1  he  Rolls-Royce  ‘‘Condor”  is,  at  the  moment,  not  so 
thoroughly  tested  out  as  is  the  famous  “  Eagle,”  which  has 
the  tians-Atlautic  flights,  the  Cairo-Cape  flight,  and  the 
London-Australia  flight  to  its  credit.  As  it  is,  except  for 
size,  designed  very  much  on  the  lines  of  the  “Eagle,”  there 
l?  no  mason  to  think  that  it  will  not  worthily  uphold 
Rolls-Royce  traditions,  especially  as,  wc  understand,  for 
most  ol  the  stages  it  will  not  be  necessary  to  run  it  at  any¬ 
thing  like  its  full  power.  The  most  difficult  parts  of  the 
journey  will  be  from  Kamchatka  to  Canada,  and  from 
America  to  Europe  ;  and  for  the  first  part  of  these  stages 
it  is  possible  that  the  engine  may  have  to  be  run  nearly  all 
out,  until  some  of  the.  fuel  has  been  consumed.  As,  however 
the  “  Condor  ”  is  very  sturdily  built  it  should  be  able  to  do 
this  safely  lor  the  required  length  of  time.  At  present  the 
dnf,de  1S/  U  WJ]I  ’Pe  remembered,  being  tried  out  in  the  Avro 

A  dei shot,  which  made  its  first  public  appearance  at  the 
Pageant  at  Hendon. 

.1  he  route  to  be  followed  has  not  yet  definitely  been 
dec ju ed  upon,  but  it  will  be  from  west  to  east.  The  Air 
Ministry  lias  promised  all  possible  assistance  in  the  way  of 
meteorological  and  wireless  assistance,  and  it  is,  we  believe, 
intended  to  send  a  spare  engine  out  to  japan.  Otherwise 
u  is  hoped  to  be  able  to  complete  the  whole  flight  on  the 

ine  machi no.  No  doubt  a  few  spares  will  be  judiciously 
distributed  along  the  route. 

The  actual  date  of  starting  has  not  yet  been  decided  upon, 
but  it  appears  probable  that  a  start  will  be  made  early  next 
year  possibly  in  January  or  February,  and  it  is  hoped  to 
complete  the  tour  of  the  world  in  about  three  months.  We 
hope  to  be  able  to  supplement  these  brief  notes  with  further 
details  later  on. 


R.A.F.  Reserve  Annual  Training 

-  Vjscovm  Cuuox,  on  .August  i,  asked  the  Secretary  of  State  for  .Air  what 
is  the  proposed  period  of  annual  training  which  it  is  proposed  to  lay  down  hr 
a  puot  and  an  observer,  respectively,  in  the  Air  Force  Reserve  ;  whether  thev 
mil,  during  their  training,  have  an  opportunity  of  actually  working  with  the 
ricet ;  ana  whether  Parliament  will  have  an  opportunity  of  considering  the 
conditions  of  training,  service,  and  Regulations  tor  tins  new  force  before  it  is 

brought  into  existence  ?  " 

Captain  CUtst  :  The  answer  to  (he  first  question  is  that  .  2  hour’s  flying  in 
all,  on  up-to-date  war-type  machines,  will  have  to  be  completed  in  each  year 
in  periods  of  not  less  than  two  nor  more  than  six  days  in  each  quarter;  to 
the  second,  that,  reserve  officers  who  have  served  with  the  Fleet  will  be  >'iven 
practice  in  flying  on  and  olf  aircraft  carriers,  arid,  further,  that  advantage  will 
be  taken  of  any  opportunities  that  may  arise  for  practising  them  in  actual 
work  with  the  Meet ;  to  the  last,  that,  as  pointed  out  to  my  noble  anil  gallant 
inend  011  July  27,  the  reserve  is  uot  a  new  force  and  that  the  conditions  ot 
Rst',Ce  anA  geueraJ  Regulations  were  laid  before  Parliament  on  February  7 

Pilots 

Viscount  CbRzos  asked  what  is  considered  to  be  the  flying  life  of  a  pilot 
in  the  Royal  .Air  Force  ;  whether  any  clilTerence  exists  between  the  flying  life 
of  a  pilot  working  with  the  Royal  Navy,  the  Royal  .Air  Force,  and  the  Aiiny  • 
and  how  long  is  required  to  tram  a  pilot  to  work  from  an  aircraft  carrier  ?  ’ 
captain  Guest  ;  1  he  answer  to  the  first  question  is  that  no  statistics  are 

available  to  enable  an  exact  statement  to  be  made  as  to  the  flying  life  of  a 
E"3'  a,  ,0.a|leinpt  to  strike  an  average  would  be  very  misleading  owing  to 
the  wide  variations  that  are  met  with.  There  is  no  reason,  however,  why  an 
obiter  of  the  Royal  Air  Force  should  not  continue  flying  throughout  his 
tod'iy6  3  mr'ny  °f  tbC‘  brr'  0r  otl“:er-s  o£  the  Rdval  Air  Force  are  flying  regularly 

As  regards  the  second  question,  so  fas  as  experience  has  gone  at  present 
there  is  no  reason  to  suppose  that  there  is  any  difference  in  the  flying  life  of 
Fcln  e1  "  le  ,er  with  t,le  Royal  Navy,  the  Army,  or  the  Royal  Air 

Hie  answer  to  the  last  question  is  three  months  on  an  average. 

The  Hawklnge  Accident 

on  S.,R  VV-  -Hvv5°-v' Hicks  asked  the  Secretary  of  State  for  Air  whether  his- 
attention  has  been  called  to  the  death  of  a  Royal  Air  Force  pifot  at  Hawkinge 
cm  the  25th  instant;  and  whether  the  aeroplane  which  crashed  was  fitted 
with  a  parachute  ? 

Captain  Guest :  I  am  aware  of  the  circumstances  of  the  accident,  to  which 
m\  hon.  friend  refers,  so  far  as  they  have  been  rovealed  up  to  the  present 
Ihu  aeropkme  which  was  of  a  fighting  type  known  as  the  Snipe,  is  normally 
Used  as  .1  single  scate-T.  but  was,  in  this  case,  one  of  those  adapted  as  a  dual 
aeroplane  for  instructional  purposes,  thereby  Imther  reducing  the 
surplus  space  available.  The  aeroplane  was  not  fitted  with  parachutes,  and 
lvpc  ?L Jwrach'ite  lias  been  evolved  for  this  small  high-speed 
tjp<.  of  aeroplane,  although  considerable  progress  is  being  made.  1  would 
refer  my  hon.  friend  to  my  reply  to  his  question  of  May  17,  in  which  1  informed 
w  nidhaLnf°  ?,h'Tf  aeroplanes  are,  at  present,  fitted  with  parachutes,  and 
add  k,ruhl,s  "‘formation  that,  as  a  result  of  the  service  trials  referred  to 
therein,  parachutes  for  Avto  aeroplanes  are  now  being  modified. 

World  Flight  in  1923 

-  J',!  ^VU31"  Moore- Dr abazov,  on  Aug.  2,  asked  the  Secretary  of  State 
tor  Air  whether  an  attempt  is  being  made  by  an  all-English  seaplane  to  fly 
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round  the  world  ;  and  whether,  it  he  he  satisfied  as  to  (he  genuineness  of  the 
attempt,  assistance  wall  be  given  by  the  Air  Ministry  ? 

vPwPatwnrMtfli,HU"derSta!’d  ,b/r  a  PTOP°sal  >s  foot  to  carry  out  next 
LoraarT^l  rhpghA,>a\tmen.tl0fledA  TJ,R  participators  in  the  enterprise  have 
A  Mlr'lstry,  and  we  E>ve  satisfied  ourselves  that  their 
proposed  scheme  is  sound  and  has  a  reasonable  chance  of  success  The  Air 

unKL^lh^  tbAe  sc,heme  *>*****  is  p'^il,le  "-her‘  time  comes.  I 
understand  that  the  Air  League  of  the  British  Fmipire  is  also  going  to  help 

Air  Unit 

if  ,  Vls.cc,UNT  CuRzoii  asked  the  Parliamentary  Secretary  to  the  Admiralty 
tf  there  is  any  other  country  m  the  world  in  which  the.  Air  Force  unit  working 
with  the  Navy  is  under  the  control  of  a  separate  Air  Ministry?  S 

Mr.  Amery  ;  The  answer  is  in  the  negative. 

Capt.  Wedgwood  Berm  :  Was  there  any  other  country  which,  under  a 
united  Air  Ministry  like  ours,  did  so  well  as  we  did  in  the  War  ? 

Mr.  Amery  :  J  cannot  answer  that  question. 

Establishments  Abroad  (Aircraft  Defences) 

of  onrISdnc’kv;,S’-RZfN  mked  ,wheth<?t  there  are  any  aircraft  defences  to  any 
“han  Mlltak?  di*  fueUing  sUt,ons-  °r  "aval  establishments  abroad  other 

Mr.  Amery  .  As  regards  anti-aircraft  defences,  I  would  suggest  that  mv 

Secretaroo/statefor  warh0Urd  pUt  ;l  <!,,ebt!w'  to  >"7  right  hon.  friend  the 
-?te  f  V\  L  Iam  m,c'nued  by  the  Air  Ministry  that  aircraft 
are  available,  if  required,  for  the  defence  of  Port  Said,  Suez  and  Aden 
Viscount  Curzon  :  Is  that  in  addition  to  Malta  ? 

Mr.  Amery:  There  are  aircralt  there 

u“‘ lhsl  ,ta"  « ■» 

Mr.  Amery  •  Ves,  it  does. 

Lieut.-Commander  Kenworthy  :  It  is  disgraceful  then. 

Civil  Aviation 

, .  WnjGwpoo  IIknn  on  August  3  asked  the  Secretary  of  State  for 

will  be  the  effect  of  the  redistribution  of  duties  of  the  Air  Council 
on  the  Department  of  Civil  Aviation  ?  council 

Capt  Guest:  So  far  as  Civil  Aviation  fs  concerned,  the  recent  Order  In 

a^Umceim*T,rmr^t,n."  itbn  duties  ,°'  the  Air  Council  merely  confirms  the 
n  fsW  by  ILH\. when  introducing  the  Air  Estimates,  ami 

f1  1*  f.OTfe  for  TOtae  mouths  past.  Tins  is  that  Civil  Aviation  business 
“  c;?ndncted  by  a  Dire,  tor  of  Civil  Aviation,  who  is  responsible  to  the 
Iar hamentavy  Ruder -Secretary  of  State.  The  Under-Secretary  of  State  is 
of  course,  like  other  members  of  the  Ait  Council,  generally  responsible  to 
me,  but,  as  a  Munster  of  the  Crown,  he  can  deal  authoritatively  with  matters 

'  (V'rI“|l  P°lir.y  with  the  advice  and  executive  assistance  of  the 
Director  of  Civil  Aviation  and  Jus  staff. 

is  realm  Curzon:  May  J  ask  whether  this  means  that  something 

the  counfry  ?g  *  bB  dr>I'e  °C  tlvl1  Avjat,D1b  aml  t-0  save  this  industry  tor 

Capt.  Guest. :  The  industries  of  the  country  do  not  depend _ 

for^  fhe  TOun try* °U  1  1  ^  n°l  SAy  "  ludustries>”  but  ”  t(>  save  this  industry 

r,^LB:inn  :  CalL.tb0  bon-  and  tcalE'it  gentleman  say  whether  previously 
rl£ dlr<?LtIy, ^presented  by  its  Chief  oil  the  Air  Council  ? 
r.rn  Jrl i  that  18  s0-  The  appointment  of  the  late  Controltcr- 

,  “f  Ci'1  Aviation  was  peculiar  to  himself  about  three  and  a  half 
years  ago,  and  was  not  necessarily  regarded  as  a  precedent. 
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THE  “ROYAL 


London  CattlU,0 August  1/1922 

Air  Vice-Marshal  O.  Swann,  C.B.,  C.B.E.,  is  appointed  a  Member  of  the 
\,r  Council  as  Air  Member  for  Personnel ;  Aug.  1.  Group  Capt.  R.  f  .  Mi  Is, 
M.C.,  A  F.C.,  is  appointed  Deputy  Director  of  Organisation,  Air  Ministry  , 

General  Duties  Branch 

Flying  Otir.  J,  Edelsten  resigns  his  permanent  c.oimnil.,  and  is  permitted 
lo  retain  the  rank  of  Lt.  ;  July  21.  „  o  r.  „  n. 

The  following  Flying  Ollrs.  are  transferred  to  the  Reserve,  Class  JJ 
I  M.  Bell ;  Aug  r.  C.  P.  Mmchie  ;  Aug.  a. 

I'll  1  ,t  W.  B,  Higgins  relinquishes  the  rank  ol  Fit,  Lt.  at  bis  own  reauest, 
am)  is  appointed  to  the  rank  of  Flying  Offr.,  with  seny.  of  April  18  ;  July  to. 

Store  J  Branch 

ll.  A.  Lotherington  is  granted  a  short  service  coitunn.  as  a  Flying  Offr.  on 
probation,  with  eilect  from,  and  with  . seny.  of,  July  19. 


AIR.  FORCE 


Medical  Service 

B,  C.  W.  Pasco  is  granted  a  short  service  column,  as  a  Mving  Ofir.  (Hon. 
Flt,  Lt.),  with  effect  from,  and  with  seny.  of,  July  17.  H.  A.  Tillman,  M.D. 
(ternp.  Capt.,  R.A.M.C.),  is  granted  a  temporary  coinmn.  as  a  Idt.  Lt.,  with 
effect  from,  and  with  seny.  of,  July  18.  Ik  ata*  safe*  ******  — 

n  *  .G-  -«  feWBCg  na-  London  Gazelle,  August.  >r  1922 

.fire)iT*i  General  Duties  Branch  .  „ 

it  The  folly,  offrs.  cease  to  be  seed,  for  duty  with  the  Canadian  Air  Board, 
with  effect  from  the  folly  dates,  and  not  as  Gazelle,  June  13  —  Sffurn.-Ldr K. 
Leckie,  D.S.O.,  D.S.C.,  D.F.C.  ;  June  1  Flight  Lieut.  J.  A.  Glen 
July  16.  Pilot  Offr.  on  probation  C.  B.  Horsneld 
Slay  I.  Flight  Lieut.  R.  Halley,  D.F.C. ,  A.F.C., 

scale  B ;  Aug.  x.  „  . 

Memorandum 

Sec.  Lieut,  (temp.  Lieut.)  E.  A.  Tottle  to  be  Lieut.,  Tech.  Grade  B  ;  June  8. 
jrj r3  (since  granted  permanent  conuon.). 


D.S.C.I 

is  confirmed  in  rank  ; 
is  placed  on  half  pay 


ROYAL  AIR  FORCE  INTELLIGENCE 


Appointments.— The  following  appointments  in  the  Royal  Air  Force  are 

^Group  Captains.  I.  M.  BonbanvCarter.  O.li.E.froni  Head  quarters,  R.A.F., 
Ireland,  to  Command  R.A.F,  Depfit,  Inland  Area.  1.8.2 2.  R.  Mt^ 
M.C.,  AFC,  )rom  Headquarters.  R  A  F,  India,  Io  Air  Ministry  (Director 
u!  Personnel),  on  appointment  as  Deputy  Director  of  Organisation. 

Winn  Commander?  C.  R.  S.  Bradley.  O.U.E.,  front  No.  to  Croup  Head¬ 
quarters  (Coastal  .Area)  to  Hall-pay  LisL  10.7  22  G.  P.  Grcrdell,  D  S. O 
from  Instrument  Design  Fstablishmeut  (Inland  Area)  AY.  Depfit 

(Inland  Area)  19.7.22  Note.— The  previous  posting  of  thr,  officer  from 

liiStnimcnt  Design  Establishment,  to  No.  1  Flying I  Training  School,  notifi ed 
on  ,7.7.22.  is  cancelled.  J.  T.  Babington  D.S.O.  from  R  A  F.  Dcp6t 
(Inland  Area)  to  No.  7  Group  Headquarters  [Inland  Area)  U..  A. .  V . 
ReUingtou,  C  M  G.,  from  No.  t2  Wing  Headquarters  (Breland),  to  Command 
R  Aj/  Ireland.  1.8.22.  V.  O.  Rees.  O.B.E.,  from  R.A.F.  Depfit  (Inland 
Area),  to  Inland  Area  Aircraft  Depfit  (Inland  Area).  27.8.22. 

Squadron  Leaders-  F.  VV.  H.  LerwiU.  TQTbE.,froroSchocff  of  TWbmoal 
Haloing  (Men)  (Inland  Area),  to  R.A.F.  Depfit  (Intend  .Area),  as  Ofhoer  n 
(  |,.,rg«  V,|  Central  Trade  l  est  Board.  24.7.22  R.  H-  Kershaw,  from  No.  to 
Group  Headquarters  (Coastal  Area),  to  School  of  Technical  /Framing  (Men 
(Inland  Area).  15.7.22.  R.  E.  Bell,  M.B.  Note.— The  previous  notification 
win -rein  this  officer  was  posted  from  R.A.F  Depfit  to  Half-pay  List  with  effect 
from  27.7.22  is  cancelled.  A.  J.  Miley,  OR  E..  irornNo  4  Hymg  Training 

School  (Middle  East),  to  Aircraft  DepOt.  F-gypt af,a!t)  r Jnmand 
A.  Corbett- Wi  Iron,  from  Aircraft  Depfit  Egypt,  (Middle  East)  to  Command 
R inline  Repair  Depfit  (Middle  East).  i9.6.2|.  A  G  R.  Gaffod  M  C 
n.v  C.  Tioro  R.A  1  Depot  (Inland  Area),  to  School  of  Army  Co-operation 


(Inland  Area),  on  completion  of  course  at  Royal  Naval  Staff  College.  21.7.22. 
A  R.  Arnold,  D.S.C.,  D.F.C,  from  R.A.F.  Cadet  College  (Flying  Whig). 
Cranwell  to  Headquarters  (Inland  Area).  21.7.22-  W.  Sowrey,  A.F.C., 
from  R  A.F.  Depffl  (Inland  .Area),  to  No.  207  Squadron  (Inland  Area).  idM*. 
D.  S.  K.  Crosbie,  O.B.E.,  from  R.A.F.  Depfit  (Inland  Area)  to  bchoolof  Army 
Co-operation  (Inland  .Area).  1.9.22.  C.  S.  Wynne-Eyton,  D.S.O  from 
R  A.F.  DepOt  (Inland  Area),  to  No.  5  Flying  Training  School  (Inland  Area). 
27.7. -2.  f  T.  Whittaker,  M.C.,  from  No.  28  squadron  (India),  to  R.A.F 
Depfit  (Inland  .Area).  (Supernumerary.)  -24.fi.22.  P.  J.  Wwetuan  from 

Inland  Area  Aircraft  Depfit  (Inland  Area),  to  .Aircraft  Dep&t  wcy?]c  ta?  Areal* 
L.  C.  Kceble,  from  R.A.F.  Base,  Leuchars  (No.  205  Squadron)  (Coastal  Area  , 
to  Marine  and  Armament  Experimental  Establishment  (Coastal  Area). 
Tfi„  G  B  Dacre,  D.S.O. ,  from  Marine  and  Armament  Experimental 
Establishment  (Coastal  Area),  to  R.A.F.  Depfit  (Inland  Area)  (Superuumeraryb 
Whilst  attending  R.N.  Staff  course.  25.9-22.  A.  .  Tedder  from  No.  *07 
Squadron  (Inland  Area),  to  R.A.F.  Depfit  (Inland  Area).  (Supernumerary.) 
Whilst  attending  R.N.  Staff  course.  25^9.22  ,r  fn 

Flight  Lieutenants.— O.  G-  Gregson,  from  R.A.F.  Depfit  (Inland  Area),  to 
No.  10  Group  Headquarters  (Coastal  Area),  rr-7-22.  A-  W.  1  let.he  , 
D.F.C..,  A.F.C.,  from  R.A.F.  Base.  Leuchars  lNo-  3  bffnadron)  (Coastal  Area) 
to  H.M.S.  Argus.”  7.1.2-’.  R.  F.  S.  Leslie,  D.S.C.,  D.F.C  A.F.C.  botn 
Headquarters,  R.A.F.,  India,  to  Headquarter  (Coastal  Area).  30-4.M- 
T.  A.  Glen,  D.S.C.  from  R.A.F.  Depfit  (Inland  Area),  to  No.  39  WM™* 
(Inland  Area).  1.8.22.  A.  C.  Sanderson  D.F.C.,  from  Sqiwdron 

(Inland  Area).  Io  No.  100  Squadron  (Inland  Areal.  1.8.32.  P.  H.  Cummings, 
D.F.C.,  from  R.A.F.  DepOt  (Inland  Area),  to  No.  -207  Squadron  (Inland  Alta). 
1.8.22/ 


0 


0 


0 


0 


R.A.F.  MEMORIAL  FUND 


A-'f  the  meeting  of  the  Executive  Committee  of  the  Fund  on 
July  26  the  hon.  treasurer  made  a  general  statement  as  to 

the  financial  position  of  the  Fund 

Regarding  the  War  Memorial  it  was  reported  the  bronze 
eagle  and  memorial  generally  would  be  ready  for  unveiling 

about  the  end  of  this  year.  ,  „  ,  _  .. 

\t  the  request  of  the  Vicar  of  St.  Mark’s  Church,  South 
Faraborough,  a  memorial  tablet  is  to  be  fixed  m  a  Memorial 
Cliapel  of  that  Church,  in  view  of  the  fact  that  the  K-B.C. 
came  into  being  at  South  Farnborough  on  May  13,  1912. 
It  is  hoped  that  this  tablet  will  be  fixed  and  ready  for 
unveiling  about  the  end  of  September  next,  and  is  of  a  very 
short  and  simple  design.  The  Committee,  while  in  no  wise 
prepared  to  finance  memorial  tablets  in  other  parts  of  the 
country,  feel  that  as  South  Farnborough  was  the  birthplace 
of  the  R.F.C.  it  was  appropriate  that  a  small  sum  should  be 

granted  for  this  purpose.  ^  „  .  , 

Air  Vice-Marshal  Sir  Geoffrey  Salmond.  K.C.M.G.,  has  been 
elected  by  the.  Vanbrugh  Castle  School  Sub-Committee  as 
C  hairman  in  succession  to  his  brother.  Sir  John  Salmond  , 
and  Mr.  W.  S.  Field  was  at  the  same  time  elected  Deputy 
Chairman  of  that  Sub-Committee. 

1 1  was  reported  to  the  F.xecutive  Committee  that,  in 
accordance  with  L.C.C,  requirements,  a  fire  staircase  will 
shortly  be  completed  at  the  Vanbrugh  Castle  School,  on 
which  the  Committee  are  prepared  to  entertain  a  further 

0  0 


10  boys,  making  25  in  all,  and,  with  a  view  to  securing  the 
boys  at  an  early  age,  the  minimum  age  for  admission  has 
been  reduced  from  7  to  5  years. 

Air  Vice-Marshal  J.  F.  A.  Higgins,  C.B.,  A.O.C.,  Inland 
Area,  R.A.F.,  was  unanimously  elected  a  member  of  the 
Executive  Committee. 

The  Hon.  Treasurer,  Sir  Charles  McLeod,  reported  to  the 
meeting  the  steps  he  had  taken  in  consultation  with  Major 
A.  M.  A.  Struben  towards  the  creation  of  the  Struben 
Trust,”  which  concerns  a  sum  of  money  generously  banded 
over  to  the  trustees  of  this  Fund  by  Major  Struben,  with  a 
view  to  providing  an  annual  income  for  the  education  of 
the  children  of  officers  who  have  served  with  No.  25  Squadron 
R.A.F.,  and  who  meet  with  death  or  injury  whilst  engaged 
in  flying  with  that  squadron.  The  "Trust  "  is  in  memory 
of  Major  Struben's  son,  the  late  Flying  Officer  H.  M.  Struben, 
who  met  his  death  as  the  result  of  a  flying  accident,  llie 
trustees  of  the  Fund,  and  the  Executive  Committee,  have 
very  gladly  taken  over  tlie  administration  of  this  Trust. 

The  Secretary,  Lieut. -Col.  W.  E.  S.  Burch,  drew  the 
attention  of  the  Committee  to  the  R.A.F.  Cricket  Week, 
to  be  held  between  September  20  and  26  next  at  the  Saffron  s 
Cricket  Ground,  Eastbourne,  under  the  patronage  of  H.R.H. 
The  Duke  of  York.  The  Committee  of  this  Cricket  Week 
have  very  kindly  written  to  say  that  the  R.A.F.  Memorial 
Fund  shall  benefit  from  any  profits  that  may  be  made. 

0  0 


PERSONALS 


Married 

Stuart  McDonald,  R.A.,  attached  R.A.F.,  only  son  of  Mr. 
and  Mrs.  J.  A.  S.  Watson,  of  Ellangowan,  WiUmgdon,  East¬ 
bourne,  was  married  on  July  24  at  the  Church  of  Our  La  y 
of  Ransom,  Eastbourne,  to  Sheila  Edythe  Hilary,  daughter 
of  the  late  Mr.  and  Mrs.  T.  P.  Crowley,  of  Allahabad,  India. 

To  be  Married 

The  engagement  is  announced  between  Flight-Lieut 
Edward  Reginald  Openshaw,  R.A.F.,  late  i/4th  Somerset 


LI.,  only  son  of  the  late  Lieut. -Col.  E.  Hyde  Openshaw  and 
Mrs.  Openshaw,  of  Cheddar,  Somerset,  and  Helena  Louise, 
eldest  daughter  of  Mr.  and  Mrs.  Charles  M.  HaYdon,  of  Lynn- 
field,  Kirkwall,  Orkney. 

A  marriage  is  arranged,  and  will  shortly  take  place  quietly 
between  Sqdn.-Ldr.  Ryan,  R.A.F.,  only  son  of  Nicholas  Ryan, 
of  Melbourne,  Australia,  and  Irene,  widow  of  Maj.  Ernest 
Johnston,  D.S.O.,  Seaforth  Highlanders,  and  daughter  of 
Sandford  Storey. 


459 


August  id,  1922 


MR.  PATRICK  ALEXANDER 

In  the  London  Gazette  of  August  1  appears  the  following 
notice  under  "  Receiving  Orders  in  Bankruptcy’':  "  Alex¬ 
ander,  Patrick  Young,  Flat  54,  Whitehall  Court,  Gentleman.” 

Anything  more  surprising  and  pathetic  than  this  brief 
announcement  it  would  be  difhcult  to  find  in  the  world  of 
aeronautics.  At  first  glance,  it  was  almost  unbelievable, 
but  following  a  visit  from  Mr.  Alexander  himself,  no  possibility 
of  mistake  remained.  Mr.  Patrick  Alexander  had  himself 
quietly  done  the  deed,  as  be  had  in  the  past  years  quietly 
made  so  many  generous  gifts  towards  the  encouragement 
and  progress  of  aviation.  That  it  should  have  become 
necessary  for  Mr.  Alexander  to  go  through  such  a  procedure 
must  come  as  a  terrible  shock  to  those  who  know  him  and 
who  have  been  witness  to  his  open-handed  and  repeated 
generosity  in  the  past  towards  so  many  pressing  needs  of 
aeronautical  matters  in  their  struggling  days  of  birth. 

It  goes  without  saying  that  steps  will  be  taken  to  relieve 
such  a  position  for  Mr.  Alexander,  and  it  behoves  those  who 
have,  in  many  ways,  directly  benefited  from  the  effect  of  the 
past  gifts  of  this  momentarily  embarrassed  patron  of  the 
great  science  to  come  forward  and  see  that,  without  delay, 
a  second  notice  in  the  Gazette  is  possible  announcing  the 
annulment  of  the  original  order.  The  amount  is  not  very 
serious,  we  understand,  and  we  hope,  therefore,  to  hear  that 
steps  are  being  taken  to  handle  the  unfortunate  position. 

For  the  benefit  of  those  who  are  not  intimately  acquainted 
with  the  early  history  of  flying,  it  may  be  well  to  recall 
briefly  some  of  the  past  good  work  of  Mr.  Alexander.  Always 
a  great  traveller,  Mr.  Patrick  Alexander  met  practically 
all  the  early  pioneers  of  flying,  those  working  on  lighter- than- 
air  problems  as  well  as  the  advocates  of  heavier-tban-air 
machines.  Quite  early  he  took  up  ballooning,  and  as  long 
ago  as  1894  he  made  a  parachute  descent  from  a  hot-air 
balloon.  He  followed  closely  the  work  of  such  early  experi¬ 
menters  as  Lilientlial  and  the.  Wright  brothers.  Octave 
(  hanute,  Sir  Hiram  Maxim,  Herring,  Graham  Bell  and 
Langley,  with  all  of  whom  he  was  personally  acquainted. 

In  1897,  Mr.  Alexander  visited  Count  Zeppelin  at  Fried - 
richshafen,  and  later  he  became  acquainted  with  M.  Santos 
Dumont  in  France.  Mr.  Alexander  was  ever  a  believer  in 
the  large  airship,  and  in  the  very  early  days  ;  before  an 
airship  had  ever  flown  more  than  a  very  few  miles,  he  expressed 
the  opinion  that  the  day  would  come  when  we  should  regard 
airship  travel  as  a  regular  means  of  transport. 

In  1911,  Mr,  Patrick  Alexander  offered  a  £1,000  prize  for 
an  aero  engine.  This  competition  was  won  by  the  Green 
engine,  but  certain  Government  stipulations  as  regards  the 
conditions  resulted  in  a  postponement.  When  the  com¬ 
petition  was  held  later,  the  Green  engine  was  again  victorious. 

Clearly  realising  the  importance  of  education  to  the  future 
of  the  growing  generation,  Mr.  Patrick  Alexander  has  always 
been  a  keen  supporter  of  schools  and  colleges,  and  in  1915  he 
handed  to  the  Headmaster  of  Imperial  Services  College, 
Windsor,  a  magnificent  gift  in  the  form  of  a.  cheque  for 
£10,000  ”  for  the  training  of  character  and  development  of 
knowledge  "  among  the  boys  of  the  school.  He  had  pre¬ 
viously  given  the  College  an  aero-laboratory,  fully  equipped 
with  wind  tunnel  and  accessories. 

We  might  go  on  enumerating  and  reminding  our  readers  of 
good  deeds  done  by  Mr.  Alexander,  but  ample  lias  been  said  to 
indicate  the  irony  of  fate  which  has  now  led  to  the  announce¬ 
ment  in  the  Gazette.  If  ever  a  mail  deserved  to  be  helped  out 
of  an  embarrassing  situation,  Mr  Patrick  Alexander  does. 


where  flights  advertised  are  compared  with  flights  made,  jn 
The  Times  of  Friday.  July  1  4,  1922. 

If  the  record  of  the  Royal  Dutch  Air  Sc-r\  icc  for  flights 
advertised  as  against  flights  completed  were  added  to  this 
table,  it  would  read  as  follows ;  — 

Flights 
Advertised. 

r°3 
104 
108 


Royal  Dutch  Air  Service 
Daimler  Airways  . . 
Instone  Air  Line  . . 
Handley  Page 


104 


Flights 
Made. 
9i 
84 
69 
66 


Per¬ 

centage. 

88-35 

80.77 

63  .So 
63.46 


It  is  therefore  not  unnatural  that  we  object  to  the  inference 
in  the  concluding  paragraph  of  the  article  in  Flight  referred 
to  above,  which,  after  mentioning  one  French  firm,  lumps  “all 
other  companies  ”  together  with  an  efficiency  of  76.  2  per  cent. 

Royal  Dutch  Air  Service. 

IT.  Spry-Leverton, 

W addon,  July  31,  Aerodrome  Manager. 


Foreign  Honours 

The  following  decoration  has  been  conferred  in  recog¬ 
nition  of  valuable  services  rendered  :  — 

Order  of  the  Sacred  Treasure  (Japan),  Third  Class. — Lieut. - 
Col.  C.  H.  Meares,  late  R.A.F.  (for  aviation  services  in 
Japan). 

R.A.F.  Boy  Mechanics 

The  Civil  Service  Commissioners  give  notice  that  an 
open  competitive  examination  of  candidates  for  entry  as 
boy  mechanics  to  the  Royal  Air  Force  will  be  held  in  London. 
Edinburgh,  Birmingham,  Chatham,  Plymouth  and  Ports¬ 
mouth  on  November  10.  No  person  will  be  admitted  to 
compete  from  whom  the  Secretary  of  the  Civil  Service  Com¬ 
mission  has  not  received,  on  ot  before  September  ,?S,  an 
application,  in  the  handwriting  of  the  candidate,  on  a 
prescribed  form,  which  may  be  obtained  from  the  Secretary 
at  once. 


PUBLICATIONS  RECEIVED 

Reports  and  Memoranda,  Aeronautical  Research  Committee ; — 
Report  No,  131.  Aerial  Navigation  and  Navigating  Instru¬ 
ments.  National  Advisory  Committee  for  Aeronautics, 
Navy  Building.  Washington,  D.C.,  U.S.A. 

Report  No,  140.  Pressure  Distribution  over  the  Rudder  and 
Fin  of  an  Airplane  in  Flight.  By  F.  H.  Norton  aud  W  G. 
Brown.  National  Advisory  Committee  for  Aeronautics,  Navy 
Building,  Washington,  D.C.,  U.S.A- 

Report  No.  147.  Standard  Atmosphere.  By  W.  R.  Gregg. 
National  Advisory  Committee  for  Aeronautics,  Navy  Build¬ 
ing,  Washington,  D  C.,  U.S.A. 

is  m  sg  m 

AERONAUTICAL  PATENT  SPECIFICATIONS 

Abbreviations:  cyi.  —  cylinder ;  I.C.  «»  internal  combustion;  m.  =  motor* 
The  numbers  in  brackets  are  those  under  which  the  Specifications  will 
be  printed  and  abridged,  etc. 

APPLIED  FOR  IV  1921 

Published  August  to,  igr; 

r,i6r.  Zctpsun-wsrk  Lindau  Ge-;.  and  C.  Dornilr  riving  Boat, 
_  (157,167.) 

1,163.  Zeppelin-werke  Ges.  and  A.  Rohr  bach.  Monoplane  flying- machines. 
(157,269.) 

14,541-  L.  E.  Baynes.  Variable-pitch  propeller.  (183,011.) 

16,213.  H  M.  Franzes.  Aeroplanes.  (183,023.) 

30,034.  Deuta-Werke  vorm.  Deutsche  Tachometerwerxe  Cm.  Securing 
means  for  indicators  to  instrument-boards.  (175,601.) 

31,042.  Blackburn  Aeroplane  and  Motor  Co.,  Ltd.,  A.  C.  Thornton  and 
G.  J2.  Petty.  Maintaining  the  contents  of  reservoirs,  etc.,  carried 
by  aircraft,  at  a  required  temperature.  (183,085.) 


K  x  m  m 
CORRESPONDENCE 

[7  he  Editor  does  not  hold  himself  responsible  for  opinions 
expressed  by  correspondents.  The  names  and  addresses  of 
the  writers,  not  necessarily  for  publication,  must  in  all  cases 
accompany  letters  intended  for  insertion  in  these  columns. ] 
BRITISH  AIRWAY  EFFICIENCY 
[2059]  With  reference  to  the  article  entitled  "  British 
Airway  Efficiency,”  on  page  422  of  Flight  for  July  27,  1922, 
we  should  like  to  point  out  that  their  method  of  calculating 
efficiency  on  flights  attempted  as  against  flights  completed  is 
extremely  misleading.  By  this  method  any  firm  with  reason¬ 
ably  efficient  machines  could  easily  obtain  100  per  cent, 
efficiency  by  refusing  to  fly  in  doubtful  weather. 

On  the  above,  basis  the  Royal  Dutch  Air  Service  has  an 
efficiency  record  of  gg  per  cent,  for  June,  one  flight  not  having 
been  completed  owing  to  bad  weather.  Moreover,  this 
includes  the  only  two  completed  flights  made  between 
Terminal  Aerodrome  and  Terminal  Aerodrome  made  by  any 
machines  on  the  day  of  the  great  gale. 

A  much  fairer  standard  is  to  be  found  in  a  table  of  efficiency 
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‘INSTRUMENTS  (Speed),  Watchea,  &  c»— 

.  Brown  tiros..  Ltd.,  Great  Eastern  Street,  London, 
E.C.  2. 

Goldsmiths  &  Silversmiths  Co.,  no,  Regent  Street, 
W.  r.  Gerrard  9091  (3  lines). 

Smith.  S.t  &  Sons  (M.A.),  Ltd.,  Cricklewood 
Works,  N.W.  2.  Willesden  2:35  (7  lines). 


INSULATING  MATERIALS— 

MacLennan,  John,  &  Co.,  115,  Newgate  St.,  E.C.i. 
City  3x15  ;  "  Vanduara,"  Cent.  London. 


LUBRICATING  OILS— 

Wakefield,  C.  C-.  &  Co.,  Ltd.,  Cheapside,  E.C.  2. 
Central  1156  <3  tines) ;  “Cherry,"  Cent.  London. 


|  machining 

Monk  Engineering  Co.,  Ltd.,  Coventry. 

Coventry  807  ;  “Assistance,"  Coventry - 


'MAGNETOS- 

British  Thomson- H ouston  Co.,  Ltd.,  Lower  Ford 
Street,  Coventry. 

Telephone  *78;  '*  Asteroidal,”  Coventry. 


METALS  Aati  Frieto'oo/ 

Hoyt  Metal  Co.,  Ltd.,  Deodar  Road,  Putney, 
S.W.  y..  Putney  1323- 


METAL  PARTS  AND  FITTINGS— 

Brown  Pro*.,  Ltd.,  Great  Eastern  Street,  London, 

E.C'.  2. 

Monk  Engineering  Co.,  High  Street.  Coventry. 

Coventry  807  ;  **  Assistance,''  Coventry. 

Rubery,  Owen  ft  Co.,  DarUston. 

Daria.'ton  87  ;  11  Roof*,"  Darlaaton. 

i 

Jmodels 

Jones.  A.  E„  Ltd.,  »S,  EvctstkoU  Read,  Cswnden 
Towi  N.W.  s, 

D.A.P  .  Replirigham  Road,  SotitblJelds,  S.W.  18, 


PARACHUTES- 

E-  R.  Calthrop's  Aerial  Patents,  Ltd.,  42321 
Edgware  Road,  London,  W.  2.  Paddington  6332. 

Spencer,  C.  G-,  &  Sons,  Ltd.,  59a,  Highbury 
Grove,  N.  5.  Dalston  1893. 


PETROL- 

Anglo-American  Oil  Co.,  Ltd.  (Pratt's),  Queen 
Anne's  Gate,  S.W.  1. 


PROPELLERS— 

Blackburn  Aeroplane  and  Motor  Co.,  Ltd., 
Olympia,  Leeds.  Roundhay  6ot  (5  lines); 

“  Propellers,’  Leeds, 

Falcon  Airscrew  Ce.,  113,  Cottenham  Road, 
Holloway,  N.  19.  Hornsey  910  &  2472. 

Lang  Propeller,  Ltd.,  Weybridge,  Surrey. 

520-521,  Weybridge;  “  Aerosticks,"  Weybridge. 


PUTTEES- 

Fo*  Bros,  ft  Co.,  Ltd.  (Dept.  R),  Wellington, 
Somerset. 


RADIATORS  AND  RADIATOR  REPAIRS— 

Serck  Radiator*,  Ltd.,  Warwick  Road,  Greet, 
Birmingham. 

Victoria  531  {3  line,) ;  “  Nerleak,"  Birmingham. 


SHEET  METAL  WORK  STAMPINGS  AND 
PRESSINGS 

Rubery,  Owen  &  Co.,  Darlaston. 

Dartastou  87;  “  Roofs,"  Darlaston. 


SPARKING  PLUCS- 

Robinhootl  Engineering  Works,  Ltd.,  The,  Putney 
Vale,  S.W.  15.  Putney  2132,  2133. 

11  Kaalgee,"  Phone,  London. 


SPRAYING  PLANT - 

Aerograph  Co.,  Ltd.,  43,  Holborn  Viaduct, 
Holborn  2041 ;  “  Aerography.”  London. 


STABILIZERS— 

Auto  Controls,  Ltd.,  to,  Regent  Street,  Piccadilly 
Circus,  London,  S.W.  t.  Regent  3649. 


TAPES  AND  WEBBING— 

MacLennan,  John.&Co.,  ns.  Newgate  St.,  E.C.  t. 

City  31x5;  “Vanduara,  Cent.  London. 


TIMBER— 

Owen,  Joseph,  &  Son,  Boro’  High  Street,  S.E. 

Hop  381  r  ;  “  Bucheron,"  London. 


TUBES,  ALUMINIUM— 

British  Aluminium  Co.,  Ltd.,  The,  109,  Queen 
Victoria  St..  London. 

City  2676  ;  “Cryolite,"  Cent.  London. 


TYRES  AND  WHEELS— 

Palmer  Tyre,  Ltd.,  Shaftesbury  Avenue,  W.C.  *. 
Gerrard  12:4;  “  Tyrtcord,"  Westoeac,  London. 


WELDINGS,  REPAIRS  - 

Barimar,  Ltd.,  10.  Poland  Street,  London,  W.  t, 
Gerrard  3173  ;  “  Bariquamar,”  Reg.  London. 


WIND  SHIELDS— 

Auster,  Ltd.,  133,  Long  Acre,  W.C.  »• 


WIRES  AND  CABLES  (AeropUao.)- 

Bollivants,  Ltd.,  72,  Mark  Lane,  E.C.  3. 

Works:  Millwall,  E  t*. 


ALUMINIUM  PISTONS 

—  AND  — 

STRUT-PACKING  PIECES 

To  A.I.D.  Requirement*. 

The  LONDON  DIB  CASTING  FOUNDRY,  Ltd., 

Tremlett  Grove,  Junction  Road,  Holloway,  N.  1 9. 

'Phone— Hornsey  1680.  Tube  Station— Hiomoat*. 
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THE  400  H.P. 


JUPITER  RADIAL  AIR-COOLED  ENGINE 

is  the  only  aero  engine  in  the 
world  which  has  passed  the  Type 
Tests  of  both  the  British  and 
French  Air  Ministries. 

British  Air  Ministry  Type 


The  French  Official 

Report  states  : — 

“The  5  tests  of  10  hours 
were  carried  out  without 
stop  of  any  sort. 

Nothing  fo  report.  The 
engine  behaved  itself  per¬ 
fectly.  There  were  no 
replacements  of  any  sort  in 
the  course  of  the  trials. 

It  is  regrettable  that  this 
test  stops  at  50  hours ; 
this  duration  could  have 
been  doubled,  which  would 
have  been  a  still  better 
testimony  to  the  engine.” 


Test,  September,  1921. 

The  Jupiter  engine  was  the  first  air-cooled  engine  to 
pass  this  test,  which  comprised  50  hours*  endurance 
test  at  90  per  cent,  full  power,  one  hour  high  speed, 
one  hour  high  power,  runs  for  power  curve,  etc.  At 
the  conclusion  of  these  tests  one  hour  was  run  at  full 
throttle  at  1,775  r.p.m,,  averaging  442  B.H.P.,  and 
one  hour  at  1 ,840  r.p.m.,  averaging  450  B.H.P. 

French  Air  Ministry  Type 
Test,  June,  1922. 

The  tests  carried  out  at  Gennevilliers  included  five 
non-stop  runs  of  10  hours  each  duration,  the  first  half- 
hour  of  each  period  at  full  power,  9§  hours  at  90  per 
cent,  full  power,  with  2  minutes  at  full  power  at  the 
close  of  each  period.  The  average  power  recorded 
at  the  beginning  of  the  periods  was  413  B.H.P.,  and 
at  the  end  420  B.H.P. 

The  oil  consumption  was  only  10|  pints  per 
hour,  and  for  the  first  time  in  the  history  of 
the  French  official  tests  the  whole  of  the 
tests  were  carried  out  in  10-hour  periods 
without  adjustments  or  replacements  of  any 
kind. 


The  Bristol  Aeroplane  Co.,  Ltd., 
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For  painling  Aeroplanes,  Motor  Carr  and  all  kinds  of 
woodwork,  rectal*  and  fabrics,  ibe  greatest  speed, 
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HOYT 

ANTI-FRICTION  (WHITE) 

METALS 

made  by 

HOYT  METAL  CO.,LTD., 
Deodar  Road,  Putney. 
LONDON,  S.W.  IS. 


Hoyt-Lined  Bearings  are  Better  Bearings.  diecast  bearings 
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- 


THE  TOUGHEST  MADE. 
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telephone :  Regent  6240  (4  lines). 


telegrams :  “Airdisco,  Westcent.' 


Aircraft  Disposal 

-  CO.,  LTD.,  - 

Regent  House,  Kingsway,  London,  W.C.  2. 


Works  and  Aerodrome 


Croydon,  Surrey. 


A.D.C.  SUPPLIED : 


Blake 


Six  S.E.5a  Machines  for  the  Oxford  and  Cambridge  Air  Race. 

Machines  to  Major  Savage  for  Sky-writing  Demonstrations. 

Machines  to  the  Royal  Aero  Club  for  use  of  Members. 

Machines  for  the  “Round  the  World  Flight”  on  which  Major 
now  engaged. 

Engine  for  the  BABY  AVRO  Seaplane  taken  out  by  the  Shackleton  Expedition. 

Two  converted  BRISTOL  FIGHTER  machines  to  their  Majesties  the  King  and 
Queen  of  the  Belgians. 

The  PUMA  Engines  for  all  Fokker  Commercial  Monoplanes  on  the  London- 
Amsterdam  Route. 

ROLLS-ROYCE  Engines  for  the  Fokker  Commercial  Monoplanes  used  on  the 
Konigsberg-Moscow  Air  Route. 

F.3  FLYING  BOAT  on  which  the  Portugal-Madeira  flight  was  made. 

The  A.D.C.  D.H.9a  Machine  which  gained  two  first  prizes,  one  third  prize,  and 
fastest  time  at  the  Royal  Aero  Club  Easter  Aviation  Meeting. 

Large  numbers  of  British  Aircraft  delivered  by  air  to  Spain,  Belgium,  Switzerland, 

Etc.,  etc. 

In  addition  to  the  above  the  Aircraft  Disposal  Company,  Ltd.,  have  now  supplied  BRITISH  AIRCRAFT 

to  the  following  countries  : 


Argentine 

Australia 

Belgium 

Brazil 

Canada 

Chili  • 


China 

Denmark 

Dutch  East  Indies 

Esthonia 

Greece 

Guatemala 


Holland 

Honduras 

India 

Japan 

Lithuania 

New  Zealand 


Norway 

Peru 

Poland 

Portugal 

Roumania 

South  Africa 


Spain 

Sweden 

Switzerland 

Uruguay 

Etc. 
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DIARY  OF  FORTHCOMING  EVENTS 

C!ub  Secretaries  and  others  desirous  of  announcing  the  dates 
of  important  fixtures  are  invited  to  send  particulars  for 
inclusion  in  the  following  list : 

1922. 

Aug.  6-20  French  Gliding  Competition  at  Clermont- 
Ferrand 

Sept.  2-17....  International  Conoours  Aviatique,  Rotterdam 
j  Sept.  8-10 ....  1,000  Miles  Race  round  Britain  lor  the  King’s 
Trophy 

1  Sept.  ....  Tyrrhenian  Cup.  Italy 

Sept.  ....  Italian  Grand  Prix 

Sept,  or  Oct.  R.Ae.C.  Race  Meeting,  at  Waddon 
Sept.  22  ...  Conpe  Deutsch  (800  kil.) 

Deo.  15— 

Jan.  2  Pari*  Aero  Exhibition 


1928. 
Jane 
Dee.  1 

1924. 
Mat.  1 
Mar.  16 


International  Air  Congress,  London 
Entries  Close  lor  French  Aero  Engine  Com¬ 
petition 

French  Aero  Engine  Competition. 

Entries  close  for  Dutch  Height  Indicator  Com¬ 
petition 


EDITORIAL,  COMMENT. 

gITH  the  passing  of  Lord  Northcliffe, 
progress  and  advocacy  for  the  million 
have  lost  a  noble  friend,  whilst 
aviation  in  particular  must  for  many 
years  mourn  the  loss  of  this  great 
enthusiast  and  far  seeing  genius.  It 
was  to  Lord  Northelift'e’s  generous 
and  timely  support  with  prizes  and 
journalistic  publicity  in  the  early  days  of  aviation 
that  the  general  public  were  in  a  measure  led  to  under¬ 
stand  the  possibilities  of  the  conquest 

NorthcUffe.  of  the  air-  and  his  sympathetic,  help 
in  buoying  up  the  efforts  and  hopes  ot 
those  who  at  the  time  were  struggling  to  create  a  real 
air  industry,  will  be  long  remembered  by  many  early 
workers.  Speaking  personally,  from  time  to  time, 
spontaneous  communications  from  Lord  Northcliffe 
of  encouragement  to  continue  the  missionary  aviation 
work  which  we  had  undertaken  in  the  founding  of 
Flight  (originally  born  ten  years  previously  in  our 
sister  journal  the  Auto.,  founded  in  1896,  the  same 
year  as  the  birth  of  the  Daily  Mail )  in  1908  (the 
same  year  that  The  Times  wras  acquired  by  him), 
were  helpful  in  strengthening  our  sanguine  views.  In 
these  various  communications  and  interviews,  the 
one  thing  that  emerged  conspicuously  was  the  remark¬ 
able  grasp  which  he  had,  not  only  in  the  abstract, 
but  in  detail  of  the  subjects  he  discussed.  Had  Lord 
Northcliffe  accepted  the  office  of  Air  Minister  in  1917* 
when  it  was  offered  him,  there  would  have  been  a 
vastly  different  tale  to  tell  long  ere  this,  as  to  the  posi¬ 
tion  of  aviation,  both  Sendee  and  Civil.  But  love  of 
free  expression  and  his  political  convictions  at  the 
time  would  not  permit  him  to  join  himself  to  the 
Government  and  thereby  fetter  his  patriotic  jour¬ 
nalistic  campaigns,  upon  which  he  deemed  it  neces¬ 
sary  to  embark.  That  Lord  Northcliffe  should 
have,  closed  his  brilliant  career  at  the  early  age  of 
57  is  but  an  aggravation  of  the  sorrow  and  sympathy 
that  one  and  all  must  feel  for  the  loss  to  the  nation 
of  so  remarkable  a  fighter  for,  and  champion  of,  the 
people.  We  submit  the  sincere  and  respectful 
sympathy  to  his  widow  and  family  of  one  wdio,  with 
brokeu  intervals,  knew  Alfred  Harmsworth  trom  the 
earliest  days  of  Answers. 
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In  this  issue  of  Flight  we  publish  a 
c  \  \  B  y^wn^  Ute  first  report  of  the  Civil 
Report.  Aviation  Advisory  Board,  the  forma¬ 
tion  of  which  wits  first  announced  by 
the  Secretary  of  State  for  Air,  Capt.  Guest,  at  the 
Air  Conference  held  last  spring.  It  will  be  remem¬ 
bered  that  the  first  task  which  was  set  the  newly- 
formed  Board  was  to  go  into  the  question  of  the  cost 
and  practicability  of  an  Imperial  Air  Mail  Service. 
I  his  the  Board  have  been  doing,  and  this  first  report 
deals  with  the  subject  in  considerable  detail. 
Generally  speaking,  the  findings  of  the  Board  are 
what  might  have  been  expected,  although  to  us  it 
appears  that  the  estimates  are  somewhat  pessimistic 
as  regards  the  possible  income  that  could  be  earned. 
Also  the  figures  of  cost  appear  on  the  heavy  side, 
especially  those  relating  to  weekly  services.  It 
appears  quite  evident,  however,  that  no  very  great 
reduction  in  these  figures  are  to  be  looked  for  in  the 
near  future  if  the  weekly  service  is  adopted.  As 
pointed  out  in  the  report,  many  of  the  expenses, 
such  as  those  of  ground  organisation,  etc.,  are  more 
or  less  independent  of  the  frequency  of  the  service 
and  the  number  of  machines  flying  over  the  route. 
This,  of  course,  increases  the  cost  per  trip,  or  per 
machine  mile,  enormously,  and  the  only  way  of 
reducing  the  figure  seems  to  be  to  adopt  a  more 
frequent  service. 

To  do  so,  however,  would  be  of  little  avail  unless 
a  much  greater  volume  of  traffic  than  that  estimated 
could  be  obtained.  How  this  is  to  be  attained  is 
open  to  discussion.  To  us  it  certainly  appears 
that  to  charge  is.  for  an  ounce  letter  is  not  likely 
to  lead  to  an  increase  over  and  above  the  500  lbs. 
weekly  estimated  by  the  Post  Office.  On  the  other 
hand,  a  reduction,  unless  very  drastic,  is  probably 
not  likely  to  increase  the  number  of  letters  to  such  an 
extent  as  to  make  up  for  the  lower  fee  charged.  It 
would  appear  that  here,  as  in  other  cases  where 
air  mails  have  been  suggested,  the  only  way  of 
making  the  undertaking  come  within  sight  of  paying 
its  way  is  to  make  it  compulsory  that  all  first-class 
mail  must  go  by  air.  If  that  were  done,  assuming 
as  correct  the  Post  Office  statement  that  500  lbs. 
of  letters  weekly  is  about  5  per  cent,  of  the  total 
mail,  and  taking  25  letters  to  the  lb.,  there  would 
be  available  250,000  letters  per  week,  or  10,000  lbs. 
of  mail.  Seven  machines,  or,  in  other  words,  a 
daily  service,  would  just  about  carry  this  amount, 
and,  as  the  cost  estimated  for  a  daily  service  is  about 
£1,000  per  trip,  a  fee  of  6d.  would  just  make  the 
service  pay. 

This  is  one  way  in  which  the  service  might  reason¬ 
ably  be  expected  to  become  self-supporting  in  time. 
Looking  at  the  problem  from  another  point  of  view, 
it  appears  that  the  overhead  charges  given  in  the 
estimates  are  certainly  on  the  heavy  side,  and 


apparently  Mr.  G.  Holt  Thomas  is  of  the  same, 
opinion,  as  he  has  signed  the  report  with  the  veiy«,. 
suggestive  reservation  "  that  the  laying  out  and  V, 
equipment  of  aerodromes  should,  on  the  score  of  \ 
economy  and  efficiency,  be  in  the.  hands  of  the 
operating  company,  always  provided  that  such  work 
is  done  under  efficient  Government  control,  and  that 
the  Government  has  full  power  to  take  over  aero¬ 
dromes  in  case  of  Imperial  emergency."  In  that 
way  there  is  little  doubt  that  many  of  the  items 
relating  to  the  ground  organisation  would  be  very 
materially  reduced — a  fact  which  would  be  felt 
instantly  in  the  cost  per  trip. 

Then  there  is  the  question  of  running  costs.  With 
the  figures  estimated  by  the  Board  we  are  not 
inclined  to  quarrel,  but  it  should  be  kept  in  mind 
that,  by  the  time  any  air  mail  scheme  matures,  the 
figures  given,  which,  quite  rightly,  refer  to  present 
machines,  engines,  fuel,  etc.,  will  probably  have 
been  materially  reduced,  and  that  it  is  thus  permissible 
to  expect  that  running  costs,  depreciation,  etc.,  will 
become  lower, 

In  any  case,  as  pointed  out  in  the  report,  the  saving 
in  time,  although  important,  is  not  the  only,  nci^hjg 
indeed,  the  most  significant,  reason  for  the  establish-  ^ 
ment  of  such  an  air  mail  sendee.  Personnel  would 
be  kept  employed,  designing  staffs  would  be  retained 
at  work,  and  progress  generally  would  follow,  apart 
from  any  immediate  benefits  which  quicker  com¬ 
munications  would  confer  upon  the  Empire.  We 
therefore  trust  that  the  Government  may  find  it 
possible  to  act  upon  the  recommendations  of  the 
C.A.A.B.,  and  that  steps  may  be  taken  at  once 
to  give  effect  to,  at  any  rate,  part  of  the  scheme, 
even  if  the  entire  route  from  London  to  India  cannot 
be  included  from  the  start.  Incidentally,  it  would 
be  interesting  to  know  how  much  the  air  mail  service 
between  Cairo  and  Baghdad  is  costing  the  country 

operated  by  the  R.A.F. 


0  0 

Inspector  of  Accidents 

Major  J.  P.  C.  Cooper,  O.B.E.,  M.C.,  bjis  been  appointed 
Inspector  of  Accidents  at  the  Air  Ministry  under  the  Air 
Navigation  (Investigation  of  Accidents)  Regulations,  1922, 


It  is  with  the  greatest  satisfaction 
The  that  we  are  abie  Tecord,  elsewhere 
Victory,  m  this  issue,  the  winning  by  Captain 
Biard  of  the  Schneider  Cup  race  at 
Naples.,  To  us  the  victory  is  the  more  gratifying 
as  we  are,  as  has  been  repeatedly  stated  in  these 
columns,  (firm  j  believers  in  the  possibilities  of  the 
seaplane.  The  bringing,  next  year,  of  the  race  to 
this  country  cannot  fail  to  stimulate  interest  in  the 
seaplane,  and  we  offer  our  heartiest  congratulations 
to  Captain  Biard,  the  Supermarine  Aviation  Works, 
and  Napiers  on  the  splendid  performance,  express¬ 
ing  at  the  same  time  the  hope  that,  when  the 
Schneider  race  comes  to  be  flown  in  this  country 
next  year,  there  will  be  at  least  three  British 
machines  ready  to  defend  the  Cup. 

0  0 


has  done  most  during  the  preceding  year  to  advance  aero¬ 
nautical  science  on  the  technical  and  research  side. 


R.  M.  Groves  Aeronautical  Research  Prize — Award  for 
1921. 


The  R.  M.  Groves  Aeronautical  Research  Prize  for  the 
year  xgai  has  been  awarded  to  Sqdn.-Ldr.  Roderic  M.  Hill, 
M.C.,  A.F.C.,  Officer -in -Charge  of  the  Experimental  Flying 
Department  of  the  Royal  Aircraft  Establishment. 

This  prize  is  awarded  annually  to  the  officer,  non-com¬ 
missioned  officer  or  man  who,  in  the  opinion  of  the  Air  Council, 


A  Monument  to  Latham 

On  August  13  M.  Fortaut,  French  Director-General  of 
Aeronautics,  M.  Bleriot,  etc.,  were  present  when  Comte  de  la 
Vaulx  unveiled  the  monument  at  Cap  Blanc  Nez  which 
has  been  erected  to  the  memory  of  Hubert  Latham,  who  will 
be  remembered  for  his  flying  in  England  in  the  early  days, 
and  who  made  two  attempts  before  M.  Bleriot  to  fly  the 
Channel.  In  this  he  failed,  and  when  rescued  from,  the  water 
on  the  second  occasion,  July  27,  1909,  was  calmly  seated  on 
his  machine  smoking  a  cigarette.  Mr.  Latham  was  killed  in 
French  Congo  in  1912  whilst  wild  buffalo  hunting. 
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A  MARTINSYDE  FOR  NEWFOUNDLAND 

The  Type  A,  Mark  II,  Sold  to  the  Aerial  Survey  Co. 


^  At  the  last  Olympia  Aero  Show  there  was.  it  may  be  remem¬ 
bered,  exhibited,  among  other  machines,  a  commercial  aero- 
1  plane  with  seating  accommodation  for  four  passengers,  in 
addition  to  the  pilot.  This  machine  was  known  as  the  type  A, 
Mark  II,  and  had  a  275  h.p.  Rolls-Royce  "  Falcon  "  engine. 
Recently,  this  machine  has  been  purchased  by  the  Aerial 
Survey  Co.,  of  Duckworth  Street,  St.  John’s,  Newfoundland, 

I  for  use  in  spotting  for  seals.  During  the  last  year  or  two,  it 
will  be  remembered,  Mr.  F.  S.  Cotton  and  Mr.  A.  S.  Butler, 
the  latter  of  whom  is  now  a  director  of  the  De  Havilland 
Aircraft  Co.,  have -'been  doing  some  extremely  useful  work  in 
Newfoundland,  surveying,  spotting  for  seals  etc.,  the  machines 
used  being  de  Havillands  and  Westlands.  The  “  stable  ” 


The  fuselage  is  a  girder  structure  braced  by  tie  rods  e  xcept 
in  the  front  bay,  behind  the  engine  housing,  where  bracing  as 
well  as  covering  is  effected  by  "  Consuta  "  plv-wood.  The 
covering  of  the  rear  portion  is  fabric,  doped  with  "  Celloti  ” 
aluminium  dope.  The.  sides  of  the  cabin  top  are  of  mahogany, 
and  slope  slightly  inwards  so  as  to  bring  the  centre-section 
bracing  outside  the  cabin.  The  space  inside  the  cabin  is 
divided  into  two  by  the  seating  arrangement,  which  consists 
of  two  pairs  of  side-by-side  seats,  the  front  one  of  which  is 
reached  by  stepping  over  the  hack  rest.  In  order  to  facilitate 
this  somewhat  acrobatic  feat  the  roof  of  the  cabin  is  hinged, 
as  regards  the  rear  portion,  so  as  to  lift  up,  while  flic  front 
portion  runs  on  guide  rails  and  can  be  pushed  forward  out  of 


THE  MARTINSYDE  TYPE  A,  MARK  II  :  Three-quarter  front  view. 


will  now  be  increased  by  the  Martinsyde  type  A,  Mark  II, 
which  has  been  specially-  fitted  out  for  the  purpose.  Last 
week,  through  the  courtesy  of  Mr.  Tilghman  Richards,  of 
Martinsvdes,  we  had  an  opportunity  of  examining  the  machine 
at  the  Woking  works  of  that  firm  when  the  accompanying 
illustrations  were  obtained. 

The  Martinsyde  A,  Mark  II,  or  A. II  for  brevity-,  is  a  tractor 
biplane  resembling  in  general  lines  the  well-known  Martinsyde 
F.4,  which  is  one  of  the  most  beautiful  aeroplanes  overdesigned. 
The  A. IX,  however,  has  a  high  coaming  forming  the  cabin  top, 
which  is  provided  with  windows  in  the  sides,  and  has  a  gauze 
cover, to  combine  top  lighting  with  ventilation.  The  general 
arrangement  of  the  machine  will  be  gathered  from  the  accom¬ 
panying  scale  drawings. 


the  way  while  the  passengers  are  getting  in  or  out.  These 
movable  portions  of  the  cabin  roof  are,  as  already  mentioned, 
covered  with  a  fine  gauze,  which  not  only7  helps  to  light  the 
cabin,  but  has  been  found  to  give  excellent  ventilation 
without  draught. 

The  pilot's  cockpit  is  aft  of  the  cabin,  and  a  special  wird- 
screen  has  been  fitted,  at  the  request  of  Mr.  Cotton,  we  believe, 
so  as  to  shelter  as  much  as  possible  the  pilot  against  the  icy 
winds  met  with  in  Newfoundland.  The  controls  are  of  the 
usual  Martinsy’de  type,  but  the  instrument  board  is  rather 
more  completely  equipped  than  on  standard  machines. 
This  is,  of  course,  a  result  of  the  special  work  for  which  the 
machine  is  intended.  Among  the  instruments  is  feurd,  as 
indicated  on  one  of  the  accompanying  sketches,  a  Viekers-Reid 


THE  MARTINSYDE  TYPE  A,  MARK  II  :  On  the  left  the  engine  housing,  and  on  the  right  the  cabin,  pilot’s 
cockpit,  etc.  The  front  compartment  contains  the  wireless  set.  The  pipe  which  can  be  seen  inside  this 
compartment  is  a  hot  air  pipe  from  the  engine  housing,  carrying  heated  air  to  the  cabin. 
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The  Martinsyde 
Type  A,  Mark 
II  :  Diagram¬ 
matic  perspec¬ 
tive  view  of  the 
cabin,  which 
has  seating 
accommodation 
for  four  passen¬ 
gers  .  The  deck 
fairing  in  front 
of  the  forward 
compart  m  ent 
contains  the 
wireless  outfit, 
and  in  the  floor 
of  the  compart- 
m  e  n  t  is  a 
mounting  for  an 
aerial  camera. 
The  hinged 
cabin  roof  is 
covered  with 
gauze  to  ensure 
ventilation. 


gyro  turn  indicator,  an  instrument  which  is  rapidly  becoming 
popular  on  all  civil  aircraft,  enabling  as  it  does  the  pilot  to 
know  at  all  times,  even  in  the  dark  or  in  clouds,  what  his 
machine  is  doing. 

A  w  ireless  outfit  is  installed  in  the  upper  forward  compart¬ 
ment,  above  the  main  petrol  tank,  and  a  hinged  partition 
enables  the  operator  to  get  at  his  instruments,  while  a  re¬ 
movable  panel  in  the  side  also  gives  access  to  the  wireless 
compartment  when  the  machine  is  on  the  ground.  In  the 
floor  of  the  cabin,  near  the  front  wrall,  is  an  opening  and  mount¬ 
ing  for  an  aerial  camera,  so  that  it  will  be  possible  for  the 
machine  to  go  out,  locate  the  herds  of  seals,  wireless  the 
osition  to  the  base  and  finally  photograph  the  herds  and 
hug  back  to  the  base  pictures  showing  the  exact  nature  of 
the  herds  and  limit  numbers.  Thus,  when  the  sealing  fleet 
puts  to  sea,  it  should  do  so  with  a  maximum  of  advance 


information,  instead  of  having  to  waste,  perhaps,  many  days 
or  evc-n  weeks  locating  the  herds. 

As  the  machine  will  be  used  at  all  times  of  the  year,  the 
question  of  heating  assumes  some  importance.  In  the 
Martinsyde  VII  an  attempt  lias  been  made  to  solve  the 
problem  by  running  a  pipe  of  some  2  ins.  diameter  from  the 
engine  housing  to  the  cabin,  At  its  front  end,  which  rests 
immediately  behind  the  radiator,  this  pipe  has  a  large  funnel 
almost  touching  the  radiator.  Thus,  the  air  which  enters  the 
pipe  has  already  been  slightly  heated  by  passing  through  the 
radiator,  while  it  is  further  heated  by  lying  close  to  the  exhaust 
pipes  of  the  port  cylinders  By  means  of  a  small  lever, 
working  in  a  semi-circular  groove  in  the  cabin  "  table 
(shown  in  one  of  the  sketches),  the  passengers  are  able  to  regu¬ 
late  the  amount  of  hot  air  entering  the  cabin 

In  view  of  the  fact  that  the  Martinsyde  will  be  used 


The  Martinsyde  Type 
A,  Mark  II  :  Sketch 
of  the  pilot’s  cockpit, 
showing  instrument 
board.  In  the  centre 
of  the  board  may  be 
seen  the  tell-tale 
lights  of  the  Vickers- 
Reid  gyro  turn  indi¬ 
cator. 


THE  MARTINSYDE  T\PE  A,  MARK  II:  General  arrangement  drawings. 


extensively  over  the  sea,  a  pair  of  floats  arc  being  provided, 
which,  by  being  fitted  in  place  of  the  wheels,  turn  the  machine 
into  a  seaplane.  These  floats  are  designed  to  be  fitted  with  a 
minimum  of  trouble,  and  the  change  can  be  effected  in  a  very 
short  time. 

The  Rolls-Royce  "  Falcon  "  engine  is  carried  on  tubular 
bearers,  and  a  fire  proof  bulkhead  separates  it  from  the 
cabin,  i'he  main  petrol  tank  is  placed  in  the  lower  portion 

E  E 


of  the  fuselage,  behind  the  engine  bulkhead,  and  a  small 
gravity  tank  is  mounted  in  the  centre-section  of  the  top  plane. 
A  nose  radiator,  provided  with  shutters,  is  fitted  in  front  of  the 
engine. 

The  machine  is  being  crated  for  shipment,  and  within  a  few 
weeks  it  should  be  at  w»ork  in  Newfoundland,  when,  if  the 
fates  are  kind,  we  hope  to  be  able  to  record  some  of  its 
doings. 

E  E 


THE  BRITISH  VICTORY  AT  NAPLES 

Supermarine  Wins  the  Schneider  Cup  Race 


British  aviation  owes  a  great  deal  to  the  Supermarine 
\  via  lion  Works  and  to  Napiers  for  entering  a  flying-boat  in 
tin  -  year’s  race  for  the  Coupe  Schneider.  Whether  successful 
o:  not,  the  will  to  make  the  attempt  was  greatly  appreciated, 
and  the  fact  that  this  machine,  did  w  in  the  race  is  all  the 
more  a  matter  for  congratulation,  asm  case  of  the  Italians 
winning  the  (  up  for  the  third  time,  it  would  have  remained 
in  Italy  as  their  property,  and  there  wmuld  have  been  no 
more  Schneider  races.  As  a  result  of  the  British  victory, 
the  race  will,  presumably,  be  flown  somewhere  in  this 
country  next  year,  a  fact  of  the  utmost  importance  to 
British  aviation,  inasmuch  as  it  cannot  fail  greatly  to  stimulate 
interest  in,  and  development  of,  the  seaplane  type  of  machine. 
This,  as  w-e  have  repeatedly  pointed  out  in  this  journal,  is 
a  vital  necessity  to  the  Empire,  separated  as  its  parts  are 
by  leagues  of  ocean,  and  it  is  to  be  hoped  that  the  winning 
of  the  Schneider  Cup  at  Naples,  on  August  T2,  may  mark 
the  turning  point  in  British  maritime  aviation.  The 
seaplane  has,  for  some  obscure  reason,  been  very  step¬ 
motherly  treated,  largely,  no  doubt,  owing  to  a  general  lack 
of  understanding  of  its  capabilities  and  appreciation  of 
fhe  very  great  services  which  this  type  of  machine  has  to 
offer. 

Looked  upon  purely  as  a  sporting  effort,  the  winning  by 
Lapt.  Biard  of  the  Schneider  race  cannot  fail  materially  to 
increase  the  prestige  of  British  aircraft  abroad.  Already'  the 
very  fine  performances  put  up  by  Mr.  James  on  the  Mars  I 
of  the  Gloucestershire  Aircraft  Co  have  drawn  the  attention 
of  the  world  to  the  quality  of  British  land  aircraft,  when 
such  quality  is  turned  in  the  direction  of  speed,  and  now 
the  establishment  of  a  world's  record  for  speed  over  a  trian¬ 
gular  course  by  a  British  seaplane  has  demonstrated  to  the 
world  that  in  this  branch  also  we  are  certainly  not  behind 
other  nations.  The  quality  is  there,  has  been  all  along, 
but  a  lack  of  financial  support  has  prevented  British  con¬ 
structors  from  demonstrating,  by  taking  part  in  international 
contests,  on  a  large  scale  what  we  can  do.  The  Schneider 
race  of  this  year  will  have  done  much  to  remedy  this  state 


of  affairs,  and  we  sincerely  trust  that  for  the  future  no 
opportunity  will  be  lost  of  showing  British  aircraft  at  all 
important  events.  We  fully  realise  that  this  is  an  expensive 
undertaking,  but  we  are  quite  sure  that  in  the  long  run  the 
prestige  thus  established  more  than  makes  up  for  the  outlay 
involved. 

Regarding  the  actual  race,  but  little  information  is 
available  at  present.  In  addition  to  Great  Britain,  France 
and  Italy  were  represented.  The  French  representatives 
this  year  did  not  include  Sadi  Lecointe,  whose  machine  last 
year,  it  will  be  remembered,  suffered  damage  to  its  floats, 
which  put  Sadi  out  of  the  running.  The  twro  machines  that 
were  to  have  represented  France  on  Saturday  last,  were 
constructed  at  the  Chantiers  Aero-Maritimes  de  la  Seme, 
usually  abbreviated  to  C.A.M.S.,  but,  unfortunately,  they 
could  not  be  got  ready  in  time,  and  it  appears  that  they  were 
not  finished  by  the  time  the  preliminary  tests  of  navigating 
on  the  sea,  and  mooring  for  six  hours,  were  to  be  carried  out. 
This  lost  them  their  chance  of  entering  in  the  race,  and  the 
competition  was  reduced  to  a  fight  between  the  Italian 
representatives  and  the  Supermarine.  The  two  French 
pilots  who  were  to  have  flown  the  "  Cams  ”  were  Vroman  and 
Teste. 

It  appears  that  in  the  race  itself  only  two  Italian  pilots 
took  part.  Of  these.  Passaleva  was  flying  a  Macchi  flying 
boat  with  300  h.p.  engine,  and  Zanetti  piloted  a  Savoia  jo 
with  .450  h.p.  Ansaldo  San  Giorgio  engine.  The  course  rvas 
a  triangular  one,  totalling  200  nautical  miles,  and  was  covered 
by  Captain  Biard  on  the  Supermarine  in  1  hour  34  minutes 
51-J  seconds.  Altogether  thirteen  laps  of  the  course  had  to 
be  made,  so  that  a  very  great  number  of  turns  w'ere  involved, 
which,  of  course,  reduced  the  speed  of  the  competing  machines 
very  considerably.  Over  the  course  the  speed  of  the 
Supermarine  works  out  at  approximately  127  knots,  but,  as 
a  matter  of  fact,  its  actual  speed  in  a  straight  line  is  probable 
not  far  short  of  150  knots.  Passaleva  was  second,  in  1  hour 
36  minutes  22  seconds,  »and  Zanetti  third  in  1  hour  38  minutes 
4.5  seconds. 
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THE  BRITISH  SEAPLANE  VICTORY  :  Matched  against  the  fastest  seaplanes  in  the  world,  the  Supermarine, 
with  Napier  Lion  engine,  piloted  by  Mr.  Biard,  has  beaten  its  competitors,  and  won  this  year’s  Schneider  race 
at  Naples.  As  a  result,  next,  year’s  race  will  be  flown  in  this  country.  Our  photographs  show  the  hull  of  the 
Supermarine  flying  boat  and  the  Napier  Lion  ready  for  installation  at  the  Supermarine  works,  Southampton, 
and,  on  the  left,  the  complete  machine  on  the  slipways.  Inset  is  a  portrait  of  Mr.  Biard.  chief  pilot  of  the 

Super  marine  Aviation  Works. 


With  regard  to  the  machine,  this  was  described  in  detail 
in  our  issue  of  April  20,  1922,  in  its  original  form  of  an 
amphibian  flying  boat,  with  300  h.p,  Hispano-Suiza  engine. 
By  removing  the  amphibian  gear  the  weight  was  reduced ,  and 
the  substitution  of  a  Napier  Lion  did  not  add  greatly  to  the 
total  weight,  while,  of  course,  greatly  increasing  the  speed. 
We  believe  that  the  wing  area  was  also  reduced  so  as  to  gain 
a  further  increase  in  speed,  and  certainly  the  machine  must 
have  been  very  fast  to  have  beaten  such  formidable  com¬ 
petitors  as  the  Macchi  and  Savoia  boats,  which  are,  or  were, 
until  the  arrival  of  the  Supermarine,  probably  the  fastest 
living  boats  in  the  world. 

A  feature  of  the  original  Supermarine  "  Sea  King,  Mark  II," 
was  that  it  trimmed  equally  well  at  all  flying  speeds,  and 
with  engine  on  or  off.  That  feature  has,  we  believe,  been 
retained  in  the  racing  version,  the  "  Sea  Lion,"  and  makes 
the  machine  exceptionally  nice  to  handle.  It  is  a  feature 
difficult  to  attain  in  a  machine  of  the  flying  boat  type,  but 
the  Supermarine  designers  have  succeeded  in  doing  so  in 
spite  of  the  difficulties.  It  is  of  interest  to  note  that  the 

0  0 

Anti-Aircraft  Brigades 

LiEUT. -Col.  D.  H.  Giul,  C.M.G.,  D.S.O.,  has  been 
appointed  Commander  of  the  2nd  Anti-Aircraft  Brigade 
(Territorial  Army),  and  Col.  H.  S.  tie  Brett,  C.B.,  C.M.G., 
D  S.O,,  Commander  of  the  3rd  Anti-Aircraft  Brigade  (Terri¬ 
torial  Army).  These  are  the  two  brigades  which  are  to  be 
formed  in  London. 

Death  of  De  Pischoff 

lx  is  with  deep  regret  that  we  have  to  announce  this 
week  the  death  of  M.  Alfred  de  Pischoff  as  a  result  of  an 
a  uoplane  accident.  It  appears  that  M.  de  Pischoff  was  flying 
one  of  his  small,  low-powerccl  machines  at  an  altitude  of 
about  1.300  ft.  when  the  machine  suddenly  dipped  violently 
and  M.  de  Pischoff  was  thrown  out. 

An  Austrian  by  birth,  Alfred  de  Pischoff  had  worked  all 


"  Sea  Lion  "  was  doped  with  "  Cellon,"  and  that  Smiths 
instruments  were  fitted. 

A  feature  for  which  the  Supermarine  boats  have  always 
been  noted  is  their  exceptional  seaworthiness.  It  will  be 
remembered  that  on  one  occasion  one  of  these  boats  was 
deliberately  stalled  from  a  height  of  about  30  feel,  and  yet 
no  damige  uras  done  to  the  hull  The  mooring  tests  and 
navigation  tests  of  the  Schneider  contest  did  not,  therefore, 
present  difficulties,  anti  the  main  problem  was  whether  or 
not  the  machine  was  fast  enough.  This  she  proved  to  be,  and 
Mr.  Scott-Paine  and  Commander  Bird  are  to  be  congratulate.! 
upon  a  very  fine  design,  Capt.  Biard  on  his  excellent  piloting, 
and  last,  but  by  no  means  least.  Napiers  on  the  production 
of  the  engine  which  made  the  performance  possible.  The 
Schneider  race  has  added  yet  another  success  to  the  long  list 
already  to  the  credit  of  the  Napier  Lion.  It  is  now  up  to 
us  to  sec  to  it  that  we  are  strongly  represented  for  next 
year's  Schneider  Cup.  One  representative  is  certainly  not 
sufficient,  and  it  is  to  be  hoped  that  so  many  machines  may 
be  forthcoming  that  eliminating  trials  will  be  necc.-sarv. 

El  H  - 

his  life  in  France,  and  he  was  among  the  early  aviation 
pioneers  of  flying,  having  as  collaborator  M.  Archdeacon.  In 
1910  he  built  a  small  monoplane  with  K.N.V.  engine,  which 
was  remarkable  for  its  originality-.  The  fuselage  was  very 
similar  to  the  body  of  a  motor-car,  and  the  e  ngine,  placed  in 
front,  behind  a  nose  radiator,  drove  a  pusher  screw,  via  .1  chain. 
A  clutch  was  incorporated,  and  the  engine  was  started  with  an 
ordinary  starting  handle ;  having  got  Ms  engine  going 
the  pilot  got  into  his  seat,  let  in  his  clutch,  and  away  he 
went. 

Early  in  the  War  de  Pischoff  went  to  Russia,  where  he 
joined  the  Army.  When  the  revolution  came  he  returned  to 
France.  Since  the  War  he  had  been  working  on  the  produc¬ 
tion  of  small,  low -powered  sporting  aeroplanes,  and  a  couple 
of  years  ago  he  produced  a  small  biplane,  which  flew  very  well 
with  a  two-cylinder  Clerget  engine  of  16  h.p. 
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THE  DE  HAVILLAND  37 


Owing  to  extreme  pressure  oji  our  columns  in  ^ust  week  s  issue 
of  Flight  caused  bv  the  very  full  illustrated  account  of  the 
Aerial  Derby  and  Waddon  Meeting,  two  sets  of  sketches  illus¬ 
trating  constructional  details  of  the  interesting  De  Havilland 
s7  were,  unfortunately,  crowded  out  of  the  description  ot  this 
machine.  Several  photographs,  scale  drawings  and  a  control 
diagram  were  published,  and  these  we  supplement  this  week 
by  printing  below  a  number  of  sketches  illustrating  some  of 
the  more  interesting  features  of  the  machine.  It  was  most 
unfortunate  that  engine  trouble  developing  just  at  the 
moment  of  the  start  should  have  prevented  Mr.  Butler  from 
taking  part  in  the  race.  He  very  sportingly  made  a  start 


about  a  quarter  of  an  hour  after  his  official  starting  time,  and 
completed  one  lap  of  the  course,  but,  after  the  long  delay, 
he  would  have  stood  no  chance  whatever  in  the  handicap. 
It  should  also  be  pointed  out  that  the  time  made  by  Mr. 
Butler  in  the  lap  which  he  completed  does  not  by  any  means 
represent  the  actual  speed  of  the  machine.  With  the  engine 
far  from  being  up  to  concert  pitch,  and  various  little  adjust 
ments  still  having  to  be  made  before  the  machine  is  considered 
thoroughly  tuned  up,  the  speed  over  the  Derby  course  must 
have  been  close  on  20  ra.p.h.  below  that  of  which  the  machine 
will  ultimately  be  capable. 

With  regard  to  the  constructional  details,  these  will  in 


THE  D.H.  37  :  Some  constructional  details.  1,  General  construction  of  an  aileron.  f 1  n ^^rhe vwrv 

2.  Detail  ef  aileron,  showing  how  spar  is  stiffened  against  t««ion  J ^achable  metal  shoe  4 /Elevator  crank 

substantial  tail  skid,  for  which  large  bearing  area  is  provided.  Note  detachable  metal  s  •  , 

lever  with  its  ball  bearing.  The  horizontal  rod  below  is  incorporated  in  the  rudder  which 

tn in ium  streamline  casing  which  covers  the  elevator  ball  bearing.  6,  Details  of  the  low  er  p  _  / 

iVcarried  "n  a  lining  on  the  side  of  the  fuselage.  7,  Details  of  the  adjustable  pedal  on  the  foot  bar. 
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THE  DE  H  AVI  LLAND  37  :  Some  radiator  details.  A  and  B,  details  of  the  shutter.  C,  the  trunnion  mounting 

which  supports  the  radiator. 


most  instances  be  clear  from  the  accompanying  sketches. 
The  majority  of  the  features  illustrated  were  referred  to  in 
the  description  published  last  week  (pp.  452-455),  and  to 

0  0 


that  we  would  refer  readers  desiring  further  information  than 
that  which  can  be  gained  from  an  inspection  of  the  accom¬ 
panying  drawings. 

H  H 


IN  PARLIAMENT 


Imperial  Air  Defence  Decisions 

ViSOSUNT  Ccrzon'  on  Aug.  3  asked  the  Prime  Minister  whether  the  Govern¬ 
ment  have  yet  been  able  to  consider  the  question  of  the  control  and  provision 
for  the  air  arm  of  the  Royal  Navy  :  whether  the  Government  are  satisfied 
that  adequate  provision  is  being-  made  to  meet  the  Admiralty  requirements 
for  fighting,  reconnaissance,  and  spotting  ’planes;  and  whether  better 
provision  in  these  respects  and  actual  economies  can  be  made  if  a  reorganisation 
of  the  branch  of  the  Royal  Air  Force  operating  with  the  Royal  Navy  is  carried 
out  and  the  Royal  Navy  made  responsible  for  and  be  given  control  of  its 
air  arm  ? 

Sir  Harry  Brittain  asked  whether  the  Imperial  Defence  Committee  has 
reached  any  decision  which  will  enable  production  orders  to  be  given  forthwith 
to  the  recognised  British  aircraft  and  aero-engine  firms,  so  that  they  may 
find  it  possible  to  keep  their  works  going  and  their  experienced  staffs  together 
until  the  House  reassembles  in  November  ? 

Capt.  IV.  Benn  asked  whether  the  Imperial  Defence  Committee  has 
decided  that  the  Navy  will  be  permitted  to  supply  and  control  aircraft  of 
its  own  ? 

The  Prime  Minister:  The  Government,  as  the  result  of  an  enquiry  by 
the  Committee  of  Imperial  Defence,  have  decided  to  adopt  a  scheme  submitted 
by  the  Air  Ministry'  providing  a  force  of  500  machines  for  home  defence  at  an 
increased  cost  of  £2, 000,000  per  annum.  £900,000  but  of  the  total  of 
£2,000,000  will  be  found  by  economies  in  the  Estimates  of  the  Air  Ministry. 

The  enquiries  of  the  Cabinet  Committee  on  Economy  in  the  Fighting 
Services  have  advanced  sufficiently  far  to  enable  me  to  state  that  the  addition 
to  the  Air  Estimates  will  not  prevent  a  reduction  in  the  total  estimates  of 
the  three  fighting  services  for  the  year  1923-24. 

Considerable  orders  in  execution  of  this  programme  will  be  placed  with 
private  firms  in  the  current  calendar  year. 

The  foregoing  decisions  will  not  prejudice  a  further  expansion  of  the  Royal 
Air  Force  if  later  on  this  is  found  necessary  to  our  national  security.  This 
question  will  be  considered  in  the  light  of  the  financial  situation  next  year 
and  of  the  air  policy  adopted  by  other  Powers. 

The  enquiry  into  the  system  of  naval  and  air  co-operation,  and  as  to  the 
best  method  of  securing  that  the  Air  Force  should  render  to  the  Navy  the 
aid  it  may  require,  has  not  vet  been  completed. 

Lieut. -dol,  Fremantle  :  Will  the  right  hon.  gentleman  reply  to  Sir  Harry 
Brittain’s  question,  and  as  regards  the  subsidiary  services  ? 

The  Prime  Minister  :  That  is  a  matter  regarding  which  the  enquiry  is 
Still  proceeding. 

Lieut. -Col.  Fremantle  Will  the  reports  be  published? 

Col.  Wedgwood :  Is  the  enormous  increase  in  the  expenditure  on  the  Air 
Force  due  to  the  enormous  development  of  the  Air  Serv  ice  in  France  ? 

The  Prime  Minister  :  Well,  we  have  to  take  all  the  circumstances  into 
account, 

_  Sir  W.  Joynson-Hicks  :  Ts  the  answer  of  the  right  hon.  gentleman  in 
lieu  of  the  proposed  statement  that  we  understood  the  Prime  Minister  would 
make  tomorrow  ;  will  he  make  no  further  statement  ? 

The  Prime  Minister  No, 

Sir  W.  Joynson-Hicks  :  Then  the  matter  cannot  be  debated  ? 

The  Prime  Minister:  That  is  a  matter  for  Mr.  Speaker,  and  not  for  me, 
but  1  should  have  thought  it  could  have  been  discussed  on  the  Adjournment 
Motion. 

Gratuity 

Mb.  K  -r  ii  asked  the  Secretary  of  State  for  Air  why  it  has  been,  decided 
to  treat  service  as  a  technical  officer  of  the  -Vic  Board  as  service  in  civilian 
employment  for  the  computation  of  gratuity  in  the  case  of  officers  of  the 
Royal  Naval  Air  Service  and  oi  the  Royal  Navai  Volunteer  Reserve  who 
were  ordered  to  such  service,  not  only  without  notice  that  their  status  as 
naval  officers  was  in  any  way  a  fleeted,  but,  in  some  eases,  with  a  definite 
assurance  from  the  Admiralty  that  that  status  was  maintained  ? 

Capt.  Guest  :  Tlia  decision  to  exclude  the  service-  in  question  from  the 
computation  or  gratuity  was  in  accordance  with  the  Admiralty  Order  which 
governed  these  officers’  gratuities,  the  principle  being  that  service  on  other 
than  naval  rates  of  pay  was  not  gra I uity- bearing. 


Flying  Boats 

Viscount  Ccrzon  asked  the  Parliamentary  Secretary  to  the  Admiralty 
whether  the  flying  warship  now  under  construction  on  Southampton  Water 
is  being  constructed  according  to  Admiralty  requirements  and  specification*. ; 
and,  if  not,  are  the  Admiralty  in  complete  touch  with  all  details  as  to  its 
construction  and  fi  ttings  ? 

Capt.  Guest  :  I  have  been  asked  to  reply.  By  the  term  flying  warship. 
I  assume  that  my  noble  and  gallant  friend  lias  in  mind  the  flying  boat 
referred  to  in  his  question  of  July  27-,  in  answer  to  which  1  informed  him 
that  it  was  only  a  flying  boat  hull  that  was  under  construction.  The- 
construction  of  this  hull  is  simply  one  stage  in  the  gradual  development 
of  the  policy  which  has  been  frequently  thought  out  and  discussed  with  the 
Admiralty  of  producing  flying  boats  which  can  cam-  out  a  prolonged  cruise. 
It  is  the  duty  of  the  Air  Ministry  to  arrange  for  the  construction  of  such 
experimental ’boats  as  are  necessary  for  this  development,  and  it  is  for  this 
purpose  that  the  hull  referred  to  has  been  produced.  There  is  no  lack  of 
co-operation  with  the  Admiralty  in  the  matter. 

Naval  Wing  (Officers) 

Viscount  Curzon  asked  the  Parliamentary  Secretary  to  the  Admiralty 
whether,  when  the  Admiralty  asked  for  volunteers  to  be,  seconded  to  the 
Royal  Air  Force,  they  were  to  be  paid  the  pay  of  the  Royal  Air  Force,  to 
be  allowed  to  wear  their  naval  uniform,  and  to  hold  the  same  relative  rank  ; 
if  not,  on  what  grounds  ;  whether  any  naval  officers  now  are  attached,  lent, 
or  seconded  to  the  Royal  Air  Force  •  whether  they  are  paid  at  Royal  Air 
Force  rates  of  pay,  hold  their  relative  rank,  and  wear  their  uniform  ;  and 
whether  they  volunteered  for  service  with  the  Royal  Air  Force  ? 

Mr.  Amery :  I  assume  that  my  noble  and  gallant  friend  refers  to  the 
scheme  of  attachment  to  the  Royal  Air  Force  promulgated  in  Admiralty 
Fleet  Order  2011  ( a )  of  1920,  and  not  to  the  short  courses  of  training  as 
observers  which  are  now  in  operation.  Under  the  former  scheme,  officers 
were  graded  as  flying  officers  on  joining,  but  if  they  held  rank  in  the  Royal 
Navy  higher  than  sub-lieutenant,  they  were  granted  honorary  rank  in  the 
Royal  Air  Force  equivalent  to  their  'naval  rank.  During  their  service  in 
the  Royal  Air  Porce,  however,  they  carry  the  rank,  pay,  and  authority  of 
their  substantive  Air  Force  grading  for  all  Air  Force  purposes.  They  are 
eligible  for  substantive  promotion  to  flight  lieutenant,  by  selection  in 
vacancies,  after  qualifying  a*  pilots.  The  uniform  worn  is,  in  the  case  of 
Service  uniform,  that  of  their  substantive  Royal  Air  Force  rank,  or  of  the 
honorary  rank  if  held,  and,  in  the  case  of  full  dress  and  mess-dress,  naval 
uniform.  I  may  add  that  these  conditions  were  those  considered  necessary 
by  the  Air  Ministry,  who  attached  consmerable  importance  to  the  officers 
wearing  the  Service  dress  of  the  Royal  Air  Force,  even  if  they  wore  the- 
mess-dress  and  full  dress  of  their  parent  Service.  Seven  officers,  who 
volunteered  for  service  with  the  Royal  Air  Force  under  tiiis  scheme,  were 
attached  in  September,  1920,  for  a  period  of  three  years.  As  I  explained 
in  my  reply  of  July  25  to  the  hon,  and  gallant  member  for  Maidstone 
(Commander  Bellairs),  proposals  were  discussed  lot  attaching  a  further 
number  of  officers  in  igzi.  but  the  scheme  fell  through  on  account  01  the 
revised  conditions,  which  the  Admiralty  thought  were  necessary  to  make 
any  voluntary  scheme  a  success,  not  being  acceptable  to  the  Air  Ministry, 
No  other  officers  are  now  attached,  lent,  or  seconded,  as,  although  officers 
undergoing  courses  as  observers  carry  out  the  greater  part  of  their  training 
with  the  Royal  Air  Force,  they  remain  undcrnav.il  ondifjons  throughout. 
Air  Defence 

Mr.  L’Kstrangk  Ma tone,  on  August  3,  asked  the  Prime  Minister  if  be 
can  make  a  statement  in  regard  to  the  decision  oi  the  Cabinet  on  thi  pi  .-it  ion 
of  the  Royal  Air  Force  and  the  question  of  granting  further  support  tor  civil 
aviation;  and  whether  His  Majesty’s  Government  still  intend  to  pjoceetl 
with  the  construction  of  the  two  new  battleships,  seeing  that  ties  money  can 
more  profitably  be  expended,  partly  on  air  development  and  partly  on  social 
services  ? 

Mr.  Chamberlain  (Leader  of  the  House)  ;  1  would  refer  the  hon.  member 
<0  the  statement  made  by  my  right,  hon.  friend  on  this  subject  yesterday. 

Mr.  Malone  :  In  regard  to  the  second  part  of  the  question  concerning  the 
two  new  battleships,  the  right  hon.  gentleman  has  riot  dealt  with  that  ? 

Mr.  Chamberlain  :  It  is  proposed  to  proceed  with  the  two  new  battleships. 
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IMPERIAL  AIR  MAIL  SERVICES 

First  Report  of  Civil  Aviation  Advisory  Board 


At  the  Air  Conference,  held  last  spring,  Capt.  Guest  announced 
the  appointment  of  a  Civil  Aviation  Advisory  Board,  "  to 
advise  generally  on  the  development  of  Civil  Aviation,  and 
to  report,  upon  any  specific  point  which  may  from  time  to 
time  be  referred  to  the  Board  by  the  Secretary  of  State  for 
\ir,"  and  stated  that  the  first  subject  upon  which  the  Board 
had  been  asked  to  give  its  recommendations  was  the  question 
of  the  cost  and  practicability  of  an  Imperial  Air  Mail  Service. 
The  C.A.A.B.  has  now  issued  its  first  report,  which  takes  the 
form  of  a  White  Paper  (Command  No.  1730,  price  iv  net), 
published  by  HAL  Stationery  Office.  The  report  is  divided 
into  two  parts,  of  which  the  first  deals  with  general  considera¬ 
tions,  while  the  second  refers  in  detail  to  an  air  mail  service 
to  India,  Estimates  of  costs,  revenue,  etc.,  are  contained  in 
nine  appendices  giving  the  detailed  estimates  upon  which  the 
figures  of  totals  in  the  body  of  the  report  were  based. 

General 

The  report  states  that  when  the  Board  started  their 
deliberations  it  was  understood  that  an  airship  scheme  had 
been  submitted  by  Commander  Burney,  and  that  accordingly 
they  confined  their  attention  to  the  operation  of  an  air  mail 
service  by  heavier- than-air  craft.  The  Board  state  that  they 
have  been  impressed  with  the  complexity  of  the  problems; 
and  also  that  they  are  unanimously  convinced  that  considera¬ 
tions  of  a  national  and  Imperial  charaCtei  must  outweigh  in 
importance  any  purely  commercial  considerations.  What¬ 
ever  the  military  air  reserve  may  be,  the  Board  hold  that  the 
machines,  pilots  and  personnel  generally  employed  on  Imperial 
air  mail  services  will  form  an  additional  reserve  from  which 
assistance  could  be  drawn  in  case  of  war,  while  the  production 
of  passenger  and  goods  aircraft,  in  addition  to  service  aircraft, 
will  keep  factories  and  designing  staffs  employed  and  capable 
of  more  rapid  expansion  in  case  of  need.  The  progress 
and  development  in  civil  aviation  that  lias  taken  place  abroad 
have  not  been  overlooked  by  the  Board,  and  the  report  states 
that  the  Board  are  of  the  opinion  that  "  if  civil  undertakings 
are  making  an  efficient  attempt  to  keep  open  the  civil  airways 
of  the  Empire  by  means  of  rapid  and  direct  air  communica¬ 
tions,  they  can  fairly  claim  a  considerable  measure  of  financial 
assistance  from  the  Government  until  they  have  been  able  to 
establish  themselves  on  a  sound  financial  basis.' 

It  is  pointed  out  that  the  estimates  given  in  the  report  are 
based  on  information  gained  with  existing  types  of  machines, 
and  that  they  should  not  be  taken  as  referring  to  equipment 
specially  constructed  to  meet  local  conditions.  The  Board 
think  that  the  most  suitable  type  of  machine  may  vary 
along  the  route,  and  that  while  certain  sections  may  be  operated 
with  land  ’planes,  other  portions  may  more  economically  and 
safely  be  equipped  with  seaplanes,  flying  boats  or  amphibians. 
In  order  to  discover  the  most  suitable  types  of  machines  and 
engines,  the  Board  recommend  that  the  technical  and  scientific 
aspects  of  the  problems  should  be  referred  to  the  Aeronautical 
Research  Committee,  with  the  suggestion  that  they  should  be 
submitted  to  a  sub-committee  and  that  special  funds  should 
be  allocated  for  the  purpose.  The  terms  of  reference  of  the 
Aeronautical  Research  Committee  which  the  Board  suggest 
are  as  follows  : — 

"  To  consider  the  scientific  and  technical  aspects  of  Civil 
Aviation  problems  connected  with  the  establishment  of  an 
Imperial  Air  Mail  Service,  and  to  decide  upon  and  supervise 
the  conduct  of  such  experimental  work  and  construction 
(including  both  model  and  full  scale)  as  in  their  opinion  is 
required  for  the  purpose,  with  particular  attention  to  such 
matters  as— 

“  (1)  The  dimensions,  speed,  power  and  material  of  the 
aeroplanes  to  be  employed,  having  regard  to  the  useful  load 
to  be  carried  and  to  the  most  economical  length  of  stage. 

"  (2)  The  other  desirable  characteristics  of  the  machine, 
c.g.,  the  relation  between  its  maximum  and  minimum  speeds, 
safety  in  alighting,  stability  ami  controllability  at  all  speeds, 
freedom  from  undue  vibration  and  noise. 

"  (3)  The  most  economical  length  of  stage,  especially  in  its 
relation  to  (a)  the  pilot’s  power  of  endurance  ;  (6)  the  charac¬ 
teristics  of  the  machine;  (c)  the  nature  of  the  ground 
traversed. 

"  (4)  The  engine  and  its  mounting  on  the  machine  :  ques¬ 
tions  of  power,  weight,  fuel  and  oil  consumption,  size  of 
machine,  length  of  stage  and  useful  load. 

"  (5)  Questions  of  safety,  strength  and  load  factor  ;  risk  of 
fire. 

'■  (6)  Questions  relating  to  navigation  and  meteorology  ; 
the  most  desirable  instruments  for  the  machine  ;  the  height 


at  which  to  fly  and  the  general  characteristics  of  air  flow  as 
affecting  civil  air  transport; 

"  And  generally  such  other  scientific  and  technical  matters 
as  may  arise.” 

The  report  states  that  the  Board  have  studied  with  atten¬ 
tion  the  report  presented  by  Lord  Weir's  Committee  of  i$jq, 
and  endorse,  the  opinion  therein  expressed  that  the  organi¬ 
sation  of  a  commercial  air  mail  service  by  private  enterprise, 
supported  and  encouraged  by  financial  and  other  assistance 
from  the  State,  is,  in  accordance  with  British  traditions,  the 
most  natural  and  suitable  form  of  organisation  It  is,  the 
report  points  out,  in  selecting  the  actual  form  of  Government 
assistance  that  difficulties  are  met,  and  some  of  these  are  set 
forth  in  the  report.  Thus  it  is  dear  that  Hie  capital  outlay 
will  be  large,  and  that  if  the  Government  were  to  guarantee 
an  interest  of  5  or  6  per  cent.,  much  of  the  incentive  to 
economical  and  efficient  operation  would  be  removed.  On  the 
other  hand,  it  is  realised  that  investors  will  not  be  forthcoming 
if  the  probabilities  of  eventually  earning  a  larger  rate  of 
interest  arc:  too  speculative,  and  any  form  of  assistance  is  too 
indefinite  unless  it  secures  a  certain  income  in  return  for  a 
regular  service.  In  the  opinion  of  the  Board  any  system  of 
State  subsidy  should  comply  with  the  four  following 
conditions 

"  (1)  It  should  assure  a  return  on  the  capital  invested  by 
Hie  operating  company.  (2)  It  should  give  the  operating 
company  a  sufficient  inducement  to  effect  economies  in 
management,  and  operating  charges.  (3)  There  should  be  a 
definite  maximum  limit  to  the  liability  assumed  by  the  State. 
(4)  In  case  of  imperial  emergency  the  Government  should 
have  the  call  upon  all  the  aircraft,  equipment,  pilots  and 
personnel  of  the  operating  company.” 

It  is  pointed  out  that  there  are  obviously  a  number  of 
alternative  methods  which  would  ensure  this  result,  and  one 
Such  method  is  outlined  in  an  appendix,  from  which  we  quote  : — 

”  I.  The  Government  to  guarantee  (a)  a  low  rate  of  interest 
on  the  capital  invested  ;  and  (b)  the  amount  of  the  working 
expenses,  agreed  between  the  Government  and  the  contractors. 

”  II,  The  contractors  to  retain  (a)  the  whole  of  the  earnings 
of  the  service  ,  and  (b)  a  percentage  of  any  reduction  effected 
in  the  agreed  sum  for  working  expenses. 

”  III.  Any  balance  left  after  the  payment  of  a  dividend  at 
an  agreed  rate  per  cent,  on  the  capital  to  be  divided  equally 
between  the  Government  and  the  contractors. 

The  Board  consider  that  the  magnitude  of  the  undertaking 
makes  it  evident  that  the  enterprise  can  only  be  entrusted  to 
a  company,  created,  if  necessary,  for  the  purpose,  of  out¬ 
standing  Imperial  distinction  as  regards  its  directorate.  It  is 
contemplated  that  the  actual  route  to  be  followed  would  be 
selected  after  discussion  and  agreement  with  the  R.A.F.,  and 
that  the  aerodromes,  if  not  already  in  the  possession  of  the 
State,  would  be  acquired  by  the  State,  the  plant  and  shed 
accommodation,  etc.,  being  rented  to  the  operating  company 
The  company,  however,  should  be  responsible  for  the  manage¬ 
ment  of  the  aerodromes,  the  Government  to  have  the  right 
to  take  over  the  aerodromes  and  ground  organisation  in  case 
of  Imperial  necessity. 

With  a  view  to  securing  the  best  offers  the  Board  recommend 
that,  when  the  route  has  been  selected,  an  open  tender  should 
be  advertised  asking  for  terms  and  conditions  on  which 
tenderers  would  be  prepared  to  maintain  a  service  for  the 
carriage  of  mails  daily,  bi-weekly  and  weekly,  as  might  be 
decided  upon,  assuming  a  load  of  500,  1,000  or  2,000  lbs.  of 
mails  per  week,  In  this  way  it  is  considered  that  a  wider 
range  of  alternative  methods  would  be  forthcoming  than  if 
such  tenders  were  confined  to  offers  in  accordance  with  terms 
dictated  beforehand. 

Air  Mail  Service  to  India 

Having  made  these  observations  on  the  general  problems, 
the  Board  turn  their  attention,  in  Part  II,  to  the  question  of 
an  air  mail  service  to  India.  It  is  stated  that  the  Board  started 
their  deliberations  by  collecting  information  concerning  the 
fortnightly  service  which  has  been  in  Operation  by  the  R.  A. F. 
for  a  little  over  a  year  between  Cairo  and  Baghdad,  and  it  is 
pointed  out  that  by  the  use  of  this  service  the  time  for  mails 
is  reduced  from  27-30  days  to  about  eight  days,  and  that 
for  this  remarkable  advantage  a  surcharge  of  only  6d.  per 
ounce  is  charged.  About  10  per  cent.,  it  is  stated,  of  the 
total  mail  is  now  air  borne  over  this  route. 

There  are,  the  report  statts,  three  main  routes  that  might 
be  followed  for  the  carriage  of  mails  by  air  to  India,  i.e,,  via 
Egypt,  via  Constantinople,  and  via  Alexandretta.  The  route 
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via  Egypt  would  make  mo  of  the  existing  R.A.F.  route  from 
Cairo  to  Baghdad,  and  is  therefore  capable  of  more  imme¬ 
diate  operation  by  a  commercial  undertaking.  This  route  is 
as  follows:  -Cairo,  Ramleh,  Amman,  Ramadi,  Baghdad — a 
total  distance  of  S3 3  miles. 

The  route  via  Constantinople  gives  the  most  rapid  line,  the 
report  states,  but  it  is  pointed  out  that,  apart  from  physical 
difficulties,  in  the  present  unsettled  state  of  portions  of 
Turkey  in  Asia  it  must  be  some  time  before  such  a  route  can 
be  regarded  as  a  practical  proposition.  An  outline  of  such  a 
route  is  given  in  the  report,  with  the  reservation  that  it  should 
be  understood  that  whether  or  not  this  route  is  practicable 
still  has  to  be  determined,  The  route  outlined  is  as 
follows : — Constantinople,  Eskisher,  Kouia,  Adana,  Aintab, 
Urfa,  Mardin,  Mosul.  Tekrit,  Samara,  Baghdad,  a  total  dis¬ 
tance  of  1,145  miles. 

The  third  route,  via  Alexandretta,  will  come  into  promi¬ 
nence  if  the  French  proposed  service  from  Paris  via  Italy  and 
Greece  to  Alexandretta  matures.  The  British  route  from 
there  would  link  up  with  the  route  outlined  above  either  at 
Adana  or  at  Aintab. 

Whichever  route  is  chosen,  the  Baghdad- Karachi  section 
is  a  necessary  link  in  the  chain,  but.  the  report  points  out  that 
the  actual  route  to  be  followed  and  the  types  of  aircraft  to 
be  employed  involve  special  considerations.  On  the  one 
hand,  the  Persian  postal  authorities  have  obtained  permission 
to  use  the  R.A.F.  service  from  Cairo  to  Baghdad,  and  the 
Persian  Government  has  formally  adhered  to  the  Inter¬ 
national  Convention  for  Air  Navigation,  so  that  no  difficulty 
will  arise  in  connection  with  the  operation  of  civil  aircraft 
registered  in  Great  Britain,  India,  or  any  of  the  Dominions. 
On  the  other  hand,  the  R.A.F.  are  interested  in  the  main¬ 
tenance  of  a  strategic  route  to  India,  whicli,  it  is  thought,  this 
route  on  the  northern,  or  Persian,  coast  of  the  Gulf  might 
not  provide.  It  is  understood  that  consideration  is  being 
given  to  a  possible  alternative  route  along  the  Arabian  shore 
of  the  Persian  Gulf,  but  it  is  stated  that  this  route  is  unlikely 
to  be  opened  for  service  purposes  in  the  near  future,  ihe 
route  down  the  Persian  side  of  the  Gulf  would  probably  be  : 
Baghdad,  Basra,  Bushire,  Bundar  Abbas,  Chahbar,  Karachi, 
a  total  distance  of  1,650  miles. 

Karachi- Bombay. —The  Board  record  their  conviction 
that,  although  this  first  report  deals  only  with  the  section  of 
an  Imperial  Air  Mail  service  to  India,  Karachi  can  never  be 
the  real  main  terminus  for  India,  but  that  the  main  Imperial 
Air  Route  should  extend  from  Karachi  to  Calcutta  and 
beyond.  They  also  state  that  they  have  been  assured  by 
the  General  Post  Office  that,  unless  the  air  route  is  extended 
beyond  Karachi,  one  day  of  the  gain  would  be  lost  on  approxi¬ 
mately  70  per  cent,  of  the  total  mail  to  India.  The  Board 
have  therefore  assumed  provisionally  that  a  feeder  line  must 
be  established  from  Karachi  to  Bombay.  This  route,  which 
would  be  operated  by  flying  boats  or  seaplanes,  cvould  pro¬ 
bably  be  as  follows:  Karachi,  Bajkote,  Bombay — a  total 
distance  of  550  miles. 

London-Constantinople  or  London— Alexandria  .J — The  re¬ 
port  calls  attention  to  the  fact  that  an  "  all-red  '  air  route 
cannot  yet  be  mapped  out  from  England  to  India  ;  but,  it  is 
stated,  it  is  anticipated  that  soon  this  will  be  nearly,  if  not 
entirely,  achieved  by  the  production  of  a  machine  which  can 
make  the  trip  from  London  to  Malta,  via.  Paris  and  Marseilles, 
a  distance  of  1,330  miles,  in  one  flight.  In  the  meantime 
there  are  several  routes  through  Europe  that  could  be  organised . 
For  instance,  it  is  pointed  out  that  British  machines  could 
carry’  mails  from  London  to  Constantinople  or  Cairo,  or  mails 
could  be  carried  by  British  machines  to  Paris,  and  thence  by 
the  Cornpagnic  Franco-Roumuine  on  French  machines  to 
Constantinople,  if  the  times  ot  arrival  and  departure  were 
satisfactorily  arranged.  Three  possible  routes  have  been 
considered  («)  For  operation  by  landplanes  over  the 
Loudon— Constantinople  route ;  (h)  landplanes  from  London 
to  Brindisi  and  seaplanes  from  Brindisi  to  Alexandria  by 
seaplanes  or  flying  boats  ;  and  (c)  a  seaplane  route  from 
Southampton  via  Cherbourg,  Bordeaux,  across  the  south-west 
of  France,  Sardinia.,  Malta  and  Crete  to  Alexandria,  The 
last-mentioned  route  measures  about  2,650  miles,  and  is 
considered  too  long  for  practical  comparison  with  the  other 
routes  suggested. 

k  Route  (a) — overland  to  Constantinople — would  be  as 
follows: — Brussels  200  miles,  Frankfort  200  miles,  Nurem¬ 
berg  no  miles,  Vienna  270  miles,  Budapest  150  miles, 
Bucharest  390  miles,  Constantinople  280  miles,  total,  1,600 
miles.  Route  ( h )  is  divided  into  two  sections,  the  first  of 
which  to  be  covered  by  aeroplanes,  the  second  by  seaplanes 
or  itying  boats.  For  the  first  section  the  stages  are  as  follow  s  : 
Paris  200  miles,  Lyons  245  miles,  Marseilles  170  miles,  St. 
Raphael  70  miles,  Pisa  1S5  miles,  Naples  285  miles  and 


Brindisi  200  miles— a  total  of  1,355  miles.  The  second  sec¬ 
tion,  over  the  sea,  would  be:  Brindisi  to  Patras  Harbour, 
Greece,  270  miles,  Suda  Bay,  Crete,  260,  and  Alexandria  4S0 
miles-  a  total  of  t.oio  miles,  and  a  total  distance  from 
London  to  Alexandria  of  2,365  miles. 

frequency  of  Service.—  The  Board,  it  is  stated,  started  by 
enquiring  into  the  cost  of  a  bi-weekly  service  between  Baghdad 
and  Karachi,  on  the  assumption  that  machines  would  be  flown 
in  pairs.  Owing  to  the.  estimate  of  maximum  load  of  mails 
made  by  the  G.P.O.,  this  was  reduced  to  a  weekly  service  in 
the  initial  stages,  and  finally  the  practicability  of  operating 
the  route  with  machines  flying  singly,  assuming  certain 
improvements  in  the  wireless  organisation,  was  considered. 
The  Board  desire  to  call  attention  to  the  fact  that  the  expense 
of  the  ground  organisation  is  in  some  degree  independent  of 
the  frequency  of  the  service  and  of  the  number  of  machines 
actually  flying,  and  that  consequently  the  cost  per  trip 
decreases  rapidly  with  an  increase  in  the  frequency  of  the 
service.  It  is  therefore  hoped  that,  although  it  may  be 
necessary  to  start  with  a  weekly  service,  it  will  be  found 
possible  at  an  early  date  to  increase  the  frequency  and  thus 
reduce  the  cost  per  trip. 


Time  Saved  by  Air  Mail 

Although  expressing  the  opinion  that  the  saving  in  time 
by  using  the  air  mail  is  by  no  means  the  only,  nor  indeed  the 
most  significant,  reason  for  establishing  such  a  route,  the 
Board  make  some  estimates  of  the  time  which  could  be 
expected  to  be  saved  if  the  establishment  of  an  air  mail 
service  from  either  Constantinople  or  Port  Said  to  Baghdad, 
Karachi  and  Bombay  were  undertaken.  At  present  the  time 
taken  by  train  and  steamer  from  London  to  Port  Said  is 
given  as  54  days,  and  from  London  to  Constantinople  as  4  f 
days.  If  air  services  were  established  onward  from  cither  of 
these  places,  the  time  taken  (assuming  a  weekly  service  flying 
by  day  only)  would  be  :  To  Baghdad,  7  days  instead  of 
27  to  30  days;  to  Karachi,  9  days  instead  of  16J  days;  to 
Bombay,  10  days  instead  of  14!  days.  When  regular  night 
flying  has  made  a  continuous  service  practicable,  ihe  time 
taken  in  air  transit  will,  it  is  stated,  be  more  than  halved. 

If  the  mails  were  carried  by  air  from  London  to  Constanti¬ 
nople  or  Egypt,  the  saving  in  time  with  a  weekly  service 
would,  it  is  estimated,  be  further  increased,  and  would  be  as 
follows : — 
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Estimates  of  Cost. — In  the  estimates  of  costs  published  in 
the  report  the  Board  have  used  as  a  basis  existing  machines, 
and  have  consulted  constructors  and  also  companies  operating 
on  the  London- Paris  service.  In  the  estimates  relating  to 
land  routes,  aeroplanes  of  the  following  characteristics  have 
been  assumed  :  Engine,  400/450  h.p.  ;  petrol  capacity,  3! 
hrs.  ;  load,  2,000  lbs.,  exclusive  of  pilot.  Cruising  speed  at 
5,000  ft.,  100  m.p.h.  Estimates  contained  in  appendices  to 
the  report  deal  with  weekly  and  daily  services,  those  for  the 
Cairo— Karachi  and  Constantinople-Karachi  sections  being 
summarised  in  the  following  table,  in  which  the  first  column 
gives  the  stages,  the  second  column  the  cost:  (sterling)  per 
trip, and  the  third  column  the  cost  per  machine  mile  (sterling): — 
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The  Board  have  further  considered  that  the  section  of  the 
route  from  Baghdad,  or  rather  from  Basra,  to  Karachi  might 
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advantageously  be  operated  by  some  type  of  marine  aircraft 
.  or  amphibians,  and  estimates  have  been  prepared  for  n 
Weekly  and  also  for  a  daily  service  from  Cairo  to  Basra  with 
aeroplanes,  and  from  Basra  to  Karachi  with  flying  boats. 
The  land  machines  considered  are  of  the  same  type  as  that 
for  the  previous  section,  but  the  type  of  fiviilg  boat  upon  which 
the  estimates  were  based  has  the  following  specification  : 
Two  350/365  h.p.  engines;  cruising  speed  at  2,00a  ft.,  So 
m.p.li.  :  petrol  capacity,  500  miles;  load,  2,000  lbs.,  exclu 
,-ivc  of  pilot.  In  tabular  form,  the  columns  having  the  same 
,  significance  as  before,  this  section  of  the  service  may  be 
summarised  as  follows  ;  — 


Weekly  Serrirt. 

£ 

s.  d. 

Cairo-Basra 

790  •  • 

•  •  B  9 

Basra- Karachi 

. .  1,294  . . 

19  1 

Cairo- Karachi 

..  2,084 

*  .  lb  8 

Daily  Service. 

£ 

f.  d. 

C&iro-B 

31S  , . 

-  -  5  & 

Basra-Karachi 

59  T  *  * 

..89 

Cairo -Karach  i 

909  , . 

74 

With  regard  to  the  feeder  line  from  Karachi  to  Bombay  the 
Board  arc  in  agreement  that  this  section  should  be  operated 
by  other  than  Undplancs,  and  amphibians  of  the  following 
specification  have  been  used  as  a  basis  for  the  estimates: 
Amphibian  flying  boat,  400/350  h.p.  engine;  load,  1,500  ibs., 
exclusive,  of  pilot  ;  petrol  capacity  3 1  hr. 5.  ;  cruising  speed 
at  2,000  ft.,  .So  m.p  k  \  weekly  service  is  then  estimated  to 
cost  ^539  per  trip  for  a  weekly  service,  and  £225  per  trip  for 
a  daily  service.  The  figures  for  machine  miles  are  17s.  r id. 
and  ys.  6d.  respectively. 

Estimates  are  also  given  for  the  London-Constantinople 
llandplancs)  and  London-Brindisi  (landplancs)  and  Brindisi- 
Alexandria  (flying  boats)  routes  The  summarised  figures, 
of  costs  work  out  as  follows 


Weekly  Service.  £  $.  d. 

(1)  London-Constantinople  ..  650  . .  ..  Sr 

(2)  London-Brindisi- Alexandria  1,319  ••  . .  it  2 

Daily  Service.  £  s,  d. 

(3)  London-Constantinople  . .  286  . .  . .  3  7 

(4)  London-Brindisi-Alexandria  574  ..  4  10 


It  is  pointed  out  in  tlic  report  that  these  estimates  differ 
from  those  prepared  for  routes  in  Asia,  as  aerodromes  in  most 
cases  already  exist.  With  regard  to  the  available  load  on 
these  European  routes  the  report  states  that  “  it  must  be 
remembered  that,  each  of  the  countries  would  have  the  right 
to  refuse  permission  to  a  British  company  to  pick  up  and 
carry  local  traffic  from  one  place  to  another  within  its  own 
boundaries,  and  would  probably  exercise  this  right.’'  The 
Board  state  as  their  opinion  that  the  trans-European  route, 
which  could  with  existing  machines  be  flown  in  little  more 
than  16  daylight  hours  of  actual  flying  time,  will  eventually 
prove  to  be  the  quickest  route  for  the  transport  of  mails  from 
London  to  India  and  the  Empire.  For  purposes  of  com¬ 
parison  the  following  table  of  costs  for  the  operation  of  air 
services  throughout  from  London  to  Karachi  is  of  interest  : — 

Cost. 


•  continued — 

T  .  (») 

London— Brindisi 
(landplnne). 

Brin  disi- A 1  exa  n  - 
dria  (flying 
,  boat) . 

Alexandria— Bagh¬ 
dad  (landplane 
Baghdad-  Karachi 
(landplane) 
Totals  . . 

(hi) 

London-Brindisi 
(landplane). 
Brindisi- Alex¬ 
andria  (flying 
■float) . 

A  Jexa  ndria-  Basra 
(landplane). 

Bas  ra-  K  arachi 
(flying  boat). 
Totals  . . 

Daily  Service 

(One  machine  in 
each  direction 
daily)  ; — 

w 

London-Consfan  ti¬ 
nople  ,  landplane). 
Canstantinople- 
Baghdad  (land- 
plane). 

Baghdad- Karachi 
(landplane) . 

Totals  . . 

(«).  . 
London-Brindisi 

(landplane), 

Brindisi-AIex- 

andria  (flying 

boat) . 

Alexandria-Bagh- 
dad  ^landplane). 
Baghdad-  Karachi 
(landplane). 

Totals  . . 

(in) 

London-Brindisi 
(landplane). 
Brindisi-Alex- 

a ndria  (flying 
boat). 

Alexandria-Basra 
(landplane). 

Basra- Karachi 
(flying  boat). 
Totals  . . 


Capital 

Per 

Annnm 

Per 

Trip 

1 

Per 

.  Flying 
flour. 

Per 

Alack. 

.Mile. 

s 

£ 

£ 

1 

l  s.  d. 

Si 

d. 

*  *55>5<* 

1  £37,24; 

I»3I< 

>  5°  r  5 

2  II  2 

98,00c 

70,26= 

67. 

j  75  * 

1  C5  0 

too, 00c 

102,031 

9S1 

59  o  ; 

jir  it 

443ooc 

1  309,5  c' 

2.97! 

I55oOo 

*37.245 

1 .3*9 

50  IS  2 

*  1  T  2 

109,000 

82,142 

790 

OS  13  7 

*3  9 

225,000 

*34.592 

1,294 

76  2  7 

1 9  » 

489,500 

353.979 

3.4°3 

■ — 

165,500 

209,093 

2S6 

17  rS  8 

3  7 

370,000 

266,810 

365 

3°  9  2 

6  t 

370,000 

288,284 

395 

23  18  10 

4  9 

905,500 

764.187 

1,046 

— 

388,000 

419.069 

574 

22  I  7 

4  10 

197,000 

168,205 

230 

2  5  12  O 

5  1 

370,000 

288,284 

395 

23  rS  10 

4  9 

955,000 

875. 55s 

1,199 

— 

— 

388,000 

419,069 

574 

22  1  7 

4  ro 

263,500 

232,139 

3*8 

*7  *3  * 

5  6 

475,000 

43L705 

59XC 

M  *5  9 

8  9 

,126,500]  1 

.082,913 

C.483 

— ■ 

— 

— 

Capital. 

Per 

Annum. 

Per 

Trip, 

Per 

Flying 

Hour. 

Per 

Mach. 

Mile. 

Weekly  Service. 

(One  machine  in 
each  direction 

once  a.  week)  : — 

(t) 

£ 

£ 

£ 

£  s.  d. 

s.  d. 

I .  on  d  on-C  onstant  i  - 
nople  (landplane). 

55,000 

67.573 

650 

40  12  2 

8  1 

Constantinople- 
Baghdad  (land- 
plane). 

190,000 

98,440 

946 

;S  r7  7 

*5  9 

Baghdad-Karaclii 

(landplane). 

190,000 

102,036 

981 

59  9  3 

• 

II  IT 

Totals  . . 

435.000 

268,040 

2.577 

-  1 

— 

Estimates  of  Receipts 

The  report  points  out  the  difficulties  of  estimating  receipts, 
and  states  that  the  Board  have  fedt  it  to  be  unwise  to  pro¬ 
ceed  upon  any  basis  except  one  of  extremely  conservative 
estimates,  and  the  assumption  has  been  made  that  an  operat¬ 
ing  company  could  only  look  for  an  average  maximum  in 
each  direction  of  500  lbs.  of  mail  per  weekly  trip.  This  is 
equivalent  to  5  per  cent,  of  the  total  mad,  or  in  other  words, 
at  25  letters  to  the  pound,  12,500  letters  per  weekly  trip.  It 
is  also  expected  that  an  average  of  four  passengers  each  wav 
per  weekly  trip  could  he  counted  upon  at  a  fare  of  /50.  The 
Post  Office  assumption  of  a  maximum  load  of  500  lbs.  a  trip 
is  based  upon  a  regular  service,  and  on  an  air  fee  of  is.  per 
ounce  letter,  and  the  Board  think  th^t,  although  the  distance 
is  shorter,  the  saving  in  time  is  greater  to  Baghdad,  and 
suggest  that  the  same  letter  surcharge  of  is.  should  be  obtained 
for  air-borne  letters  from  Cairo  or  Constantinople  to  Baghdad 
as  for  those  carried  to  Bombay.  On  this  assumption  of  500 
Ibs.  of  mail  at  is.  per  ounce  letter  and  four  passengers  at  fyo 
each,  the  receipts  per  weekly  trip  from  Cairo  or  Constanti¬ 
nople  to  Bombay  would  be  £825,  and  it  is  also  estimated  that 
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the  expenses  per  trip  would  be  covered  if  the  mails  per  (rip 
at  is,  per  ounce  letter  were  increased  to  1,757  lbs.  in  the 
case  of  (he  Cairo- Bombay  route,  and  to  1,973  lbs.  for  the 
Constantinople- Bombay  route.  This  assumes  that  no 
passengers  were  carried. 

Recommendations 

‘n  conclusion  the  Board  make  the  following  recom¬ 
mendations  * 

A. 

it)  A  technical  and  .scientific  investigation  should  be 
instituted  to  ascertain  (he  most  suitable  type  or  types  of 
aircraft  and  engines  for  a  service  to  India,  and  the  most 
economic  length  of  the  stages. 

'I  \  specially  appointed  Sub-Committee  of  the  Aero¬ 
nautical  Research  Committee  should  be  made  responsible  for 
tins  enquiry  with  the  terms  of  reference  set  forth  in  paragraph 
12  of  this  report.  *  e  1 

(3,1  A  total  sum  of  £'200,000  spread  over  three  years  should 
be  set  aside  for  this  purpose  and  for  the  purchase  of  experi¬ 
mental  materiel.  1 

'  l)  1  his  investigation  should  not  in  any  way  interfere  with 
the  establishment  and  operation  of  an  "air  mail  service  to 
India. 

B. 

(1)  (a)  The  route  from  Baghdad  to  Karachi  should  be  laid 
ou  and  prepared  for  operation  by  civil  machines,  the  necessary 
plant  should  be  erected  and  the  construction  of  the  shed 
accommodation  proceeded  with.  For  this  purpose  we  esti¬ 
mate  that  a  total  sum  of  £100.000  would  be  necessary,  spread 
over  three  years.  (6)  Tenders  should  be  invited  for  both  a 
weeldy  and  a  daily  service  from  Baghdad  to  Karachi  and 
Calcutta  with,  a  t>ranch  line  to 

(-)  (a)  The  route  from  Cairo  to  Baghdad  now  operated  by 
the  Royal  Air  Force  should  be  prepared  for  operation  by  civil 
machines.  For  this  purpose  we  estimate  that  a  total  sum  of 
£20,000  would  be  necessary.  ( b )  Tenders  should  be  invited 

y  and  a  daily  service  from  Cairo  (or  Port 
isaid)  to  Baghdad.  v 

(3)  he  following  financial  assistance  should  be  given  to  the 
Company  whose  tender  is  accepted  : — (i)  An  annual  payment 
tor  three  or  five  years  in  consideration  of  the  services  rendered 
,t';’  1  <?  antount  of  this  payment  can  only  be 

c  'f  a  ter  l^K‘  tenders  have  been  received  and  examined. 

in  vested  ai,3ri^ee  ^VC  years  °<L  a  Sntal!  percentage  on  capital 

A  C, 

As  a  further  stage,  when  the  conditions  in  Turkey  in  Asia 
make  it  possible — 

(a)  Tenders  should  be  invited  for  both  a  weekly  and  a 
daily  servme  (1)  from  Constantinople  via  Baghdad  to  India  ; 
or  (11)  from  Alexandretta  via  Baghdad  to  India,  if  the  French 
route  to  Alexandretta  has  been  developed  ;  (iii)  from  London 
to  Constantinople  or  Alexandretta. 

re  !nlfate  assi5^ance  be  necessary  for  these  extended 

D. 

(x)  lhe  Indian  Government  should  be  asked  as  to  the 
amount  of  financial  and  other  assistance  they  would  be 
prepared  to  give  to  a  commercial  undertaking  operating  an 
air  mail  service  to  India.  1  0 

(?)  Colonial  Office  should  also  be  asked  as  to  the  extent 
ottheassistance  that  they  could  give  in  view  of  the  advantages 

Tll<?mas’  ,in  signing  the  report,  makes  the 
reservation  that,  in  Ins  opinion,  the  laying-out  and  equipment 
ot  the  aerodromes  should  be  in  the  hands  of  the  operating 
company  provided  the  work  is  done  under  efficient  Govern- 
ment  control.  Lieut.-Col.  Sir  Frederick  Hall,  representing 
.  oyd  s,  signs  the  report  with  the  reservation  that  he  sees  no 
reduction  m  insurance  premiums  in  sight  at  present  He 
suggests  that  the  Government  should  grant  a  small  sum 
annually  for  the  assistance  in  compiling  data  regarding 

H  H 

Moscow-Berlin  Non-Stop 

m  .  lN  connection  with  the  splendid  non-stop  flight  from 
.  loscow  to  Berlin  made  by  the  German  pilot,  Joachim  Styll- 
brock,  some  time  ago,  carrying  the  Russian  representative  in 
Berlin,  M.  Krestinski,  and  two  Government  officials,  it  is  of 
interest  to  recall  that  this  machine  w.as  fitted  with  a  Rolls- 
Koyce  engine.  The  Fokker  R4  covered  the  distance  of  i.Soo 
kilometres  (1,115  miles)  in  18  hours,  or  at  an  average  speed 
"i  02  m.p.h,  Hie  machine  travelled  over  the  towns  of 
Vyasma,  Smolensk.  Vitebsk,  Polotsk,  Dunaberg,  Kovno 
Kougsberg  and  thence  to  Berlin.  The  opinion  of  the  pilot 
a-  regards  the  Rolls-Royce  engine  is  expressed  as  follows  in 
me  I  ossische  Zeitung  :  1  had  tlie  firm  conviction  that  1 


mail  lines  and  their  makers,  and  a  Iso  full  information  regarding 
the  frying-  personnel,  so  that  insurance  companies  and  tindei- 
w  liters  may  be  in  a  position  to  judge  more  clearly  the  actual 
nature  of  eacli  individual  insurance. 

Lieut.-Col.  Mervyn  O'Gorman,  representing  the  Royal 
Aeronautical  Society,  in  a  lengthy  appendix,  deals  with  some 
"I  the  scientific  and  technical  aspects  of  (he  Imperial  Air 
Mail  Sendee.  He  points  out  that  the  problems  relating  to 
the  cstal ilisliment  of  such  a  service  as  that  contemplated  may 
fie  approached  from  two  different  points  of  view,  both  justi¬ 
fiable  but  leading  to  widely  diverging  procedures.  The  first 
ot  these  is  summed  up  in  the  statement  that  “  the  best  way 
to  start  is  simply  to  begin.'’  The  advantages  of  this  pro¬ 
cedure  are  that  of  getting  in  first,  before  other  countries, 
keeping  existing  types  going,  and  developing  tlum  on  the 
service  ,  getting  existing  pilots  work  to  do  so  that  they  will  not 
drop  out  of  flying  ;  and  that  much  will  be  learnt,  whether 
the  attempt  succeeds  or  fails,  which  could  not  otherwise  be 
known,  or  if  it  were,  would  not  be  appreciated.  The  second 
method,  Lieut.-Col.  O  Gorman  points  out,  takes  the  view 
that  there  is  much  which  requires  close  scrutiny  and  scientific 
weak.  This  view  claims  that  the  air  mails  arc  just  as  much 
au  engineering  and  sceutific  enterprise  as  the  Brooklyn 
Bridge,  demanding  the  determination  of  a  number  of  maxima 
and  minima  before  success  can  be  forecasted.  Among  the 
advantages  offered  by  the  second  method  are  the  urgency  of 
economy  in  capital,  economy  in  pilots,  economy  in  non-paying 
load,  and  the  urgency  of  getting  first,  before  other  countries, 
into  possession  of  the  premier  technical  position  in  the  science 
of  self-supporting  aerial  transport. 

Lieut. -Col.  O  Gorman  then  proceeds  to  give  examples  of 
the  class  of  question  that  arises  under  each  of  the  last  four 
leadings,  tender  economy  in  capital  he  points  out  it  we 
assume  100  m.p.h.  cruising  speed  and  500  lbs.  of  mails,  ihe 
question  arises  what  is  the  optimum  length  of  stage  and  what 
the  desirable  aeroplane.  By  increasing  the  stage  length  from 
3  hours  to  hours  the  number  of  aerodromes  is  decreased, 
and  the  aeroplane  will  not  cost  much  more,  while  the  service 
will  be  accelerated.  Increasing  the  stage  length  results  in  a 
001  tain  measure  in  economy  in  pilots,  unless  the  stage  is 
increased  to  a  point  where  the  pilot  is  due  to  be  fatigued. 
In  this  connection  the  question  of  speed  enters  into  the 
pi  obi  cm.  Col.  O  Gorman  states  that  there  is  no  magic  in 
the  figure  chosen  of  'too  m.p.h.  This  is  a  sensible  first  esti¬ 
mate,  but  not  necessarily  the  best  figure.  He  points  out  that 
at  100  m.p.h.  60  h.p.  is  required  for  each  1,000  lbs.  of  gross 
wight,  while  at  120  m.p.h.  this  figure  becomes  97  h.p.,  and 
at  140  m.p.h.  it  is  as  high  as  140  h.p.  The  sacrifice  of  fuel 
lor  the  extra  20  m.p.h,  is  large,  although  there  is  the  big 
advantage  that  the  3!  hours’  stage  covers  420  miles  instead 
?  35°  miles,  and  the  fatigue  of  pilots,  he  states,  has  been 
mind  to  be  based  on  a  time  factor,  not  on  a  speed  factor. 
As  much  as  33  per  cent,  of  loss  of  endurance  is  ascribed  to  the 
un silenced  engine,  and  then  there  is  the  mental  fag  due  to 
persistent  attention  to  compass  course  and  ground  tracks  in 
V*  dt'fi;t '  J  -ieut. -Col.  O’Gorman  is  of  the  opinion  that  all 
these  difficulties  can  be  removed  if  a  determined  assault  is 
made  cm  them.  Thus  he  points  out  that  flight  bv  compass 
without  continual  attention  is  possible  by  azimuth  gyro 
control  of  rudder,  provided  the  necessary  scientific  work  is 
pressed  on.  Thus  tlic  hill  for  pilots  can  be  reduced,  provided 
that  scientific  work  is  proceeded  with,  not  as  at  present  with 
an  axe,  but  with  the  utmost  energy 

Economy  in  fuel  and  oil  and  engine  dead  weight  are 
susceptible  of  enormous  improvement,  in  the  opinion  of 
Lieut. -Col.  O’Gorman,  provided  the  work  is  endowed.  He 
also  thinks  that  the  stable  aeroplane  is  wanted  the  more  for 
air  mails  as  the  length  of  stage  must  be  made  as  large  as 
possible  Throughout  the  appendix  by  Lieut.-Col.  O’Gorman, 
the  need  for  research  is  emphasised,  and  he  suggests  that, 
as  all  the  work  will  not  be  entirely  extra  to  present  research, 
£100,000  set  aside  for  the  purpose  would  suffice 

H  H 


si;  jiua  airive  sale  and  sound  in  Berlin  the  same  evening  am 
now  that  I  have  succeeded  in  this  I  have  to  thank  not  lea5 
my  smooth-working  360  h.p.  Rolls-Royce  engine,  which 
rru  -if  present,  has  been  running  like  a  chronometer. 
(  ic  pilot  lias  so  far  made  flic  trip  between  Konigsberg  an 
Moscow  fourteen  times  behind  a  Rolls). 

French  Gliding  Competition 

,l  r.t?.,the  Pres®nt  no  very  prolonged  flights  have  bee 
made  at  Clermont-Ferrand,  the  average  durations  obtains 
being  from  ij  to  2  minutes.  The  weather  has  been  unfavoui 
able,  and  it  is  hoped  that  the  next  few  days  will  show  a 
improvement.  There  have  been  a  few  crashes,  fortunatel 
without  serious  consequences. 
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THE  LARSON  TENSIOMETER 


A  problem  of  considerable  importance  in  aircraft  construction 
is  that  arising  from  the  tension  of  the  wires  and  cables 
employed  for  bracing.  The  tension  of  these  wires  must,  we 
need  hardly  point  out,  be  of  the  correct  magnitude  in  each 
particular  case,  otherwise — apart  from  mal-alignment — the 
initial  stresses  in  the  structure  may  be  increased  with  a  result¬ 
ing  lowering  of  the  factor  of  safety.  A  faulty  adjustment  of 
a  bracing  wire  has  been  known,  on  more  than  one  occasion, 
to  result  in  an  accident,  more  or  less  serious.  It  is  desirable, 
therefore,  to  find  a  means  of  ascertaining  the  amount  of 
tension  in  any  particular  wire,  and  it  is  with  this  object  in 
view  that  a  very  ingenious  instrument  has  been  produced  in 
America,  known  as  the  Larson  Tensiometer — a  description  of 
which  appears  in  our  American  contemporary,  Aerial  Age. 

This  instrument  consists  of  a  frame  about  10  ins.  in  length 
with  two  supports,  a  fixed  distance  apart,  between  which  the 
wire  is  adjusted.  Midway  between  the  supports,  and  operated 
by  hand  levers  or  grips,  is  a  plunger  which  deflects  the  wire 
from  its  normal  position. 

The  action  of  deflecting  the  wire  compresses  a  calibrated 
spring,  and  a  dial  indicator,  called  the  load  dial,  measures  this 
compression,  and  indicates  the  tension  in  the  wire.  A  second 
dial  indicates  the  deflection  of  the  wire  to  the  nearest  *001  of 
an  inch. 

The  theory  upon  which  the  instrument  is  based  is  as 
follows  : — If  a  wire,  under  tensile  stress,  is  deflected  from  a 
straight  line,  a  system  of  three  concurrent  forces,  consisting  of 
the  tensions  in  the  two  segments  of  the  wire  on  either  side  of 
the  deflecting  force  and  the  lateral  force,  is  formed.  The 
system  is  in  equilibrium,  and  if  the  forces  and  the  magnitude 
of  one  are  known,  the  magnitude  of  the  other  two  can  be 
found  In  the  operation  of  this  instrument  the  wire  is 
deflected  a  certain  prescribed  amount,  hence  the  angles 
between  the  forces  will  be  constant  and  the  deflecting  force 
will  be  proportional  to  the  tension  in  the  wire. 

The  instrument  is  made  direct  reading  by  graduating  the 
load  dial  so  as  to  read  the  tension  in  the  wire  instead  of  the 
compression  in  the  plunger  spring.  The  sensitiveness  of  the 
instrument  depends  upon  that  of  the  load  and  deflection 
dials.  Operating  with  a  deflection  of  o'  1  in.,  a  direct  reading 
may  be  obtained  correct  to  o-ooi  in.,  or  1  per  cent.,  whilst 
the  load  dial  reads  directly  to  the  nearest  10  lbs. 

To  obtain  the  highest  degree  of  accuracy  on  some  of  the 
larger  sizes  of  wire  the  readings  must  be  corrected  for  tw-o 
reasons.  Firstly,  the  tension  in.  the  wire  is  slightly  increased 
when  it  is  deflected  from  a  straight  line ;  and  secondly,  the 
wire  offers  a  resistance  to  deflection  because  of  its  stiffness  as 
a  beam.  Both  of  these  tend  to  make  the  indicated  load  too 
large,  but  the  corrections  are  of  such  a  nature  that  they  can 
readily  be  made  when  constant  deflection  is  used.  The 
increase  in  stress  due  to  deflecting  the  wire  from  a  straight 
line  depends  upon  the  sectional  area  and  the  length  of  the 
wire,  and  upon  the  rigidity  of  the  supports  to  which  the  wire 
is  attached. 

Using  the  standard  deflection,  and  assuming  the  supports 

to  be  rigid,  it  may  be  expressed  by  the  formula  p  =  '  ■ 

in  which  p  is  the  increase  in  total  load  (lbs.),  A  is  the  area 
of  the  wire  (sq  in.)  and  L  is  the  length  of  the  wire.  It  will 
be  seen  that  this  increase  is  small  for  conditions  met  in  prac¬ 
tice.  Furthermore  this  formula  is  based  on  the  assumption 
that  the  ends  are  held  in  rigid  supports.  Any  yielding  of  the 
structure  to  which  the  wire  is  attached  will  reduce  the  effect 
so  that  for  aeroplane  purposes  this  correction  can  generally  be 
neglected. 

The  increase  indicated  load  caused  by  the  stiffness  or  beam 
action  of  the  wire  depends  upon  the  amount  of  end  restraint 
at  the  supports  of  the  instrument  and  upon  the  section 
modulus  of  the  wire.  The  end  restraint  depends  upon  the 
tensile  load  on  the  wire.  With  no  load  the  wire  acts  as  a 
simple  beam,  and  as  the  tension  of  the  wire  increases,  the 
action  approaches  that  of  a  fixed  ended  beam.  The  section 
modulus  of  the  flexible  cables  is  an  uncertain  factor,  hence  a 
theoretical  consideration  of  this  problem  is  impracticable,  and 
the  only  satisfactory  method  of  determining  the  proper  correc¬ 
tions  is  to  calibrate  the  instrument  on  the  various  sizes  of  wire 
and  cable  upon  which  it  is  to  be  used.  Calibration  curves  are 

<$>  <$> 

U.8.  Government  Machines  in  Pulitzer  Race 

In  connection  with  the  Pulitzer  Race  to  be  flown  in 
October,  the  U.S.  Army  Air  Service  has  placed  orders  for 
seven  Pursuit  machines  with  American  firms,  believing  that 
the  machine  which  is  a  good  racer  will  also  possess  qualities 
desirable  in  a  Pursuit  type.  Two  machines  have  been 


available  for  most  sizes  of  wire,  both  circular  and  streamline, 
and  for  all  sizes  of  cable  in  use  on  aeroplanes. 

As  found  from  these  curves,  the  corrections  for  all  cables 
up  to  J-in.  are  negligible,  and  for  cables  from  to  ^  in.,  and 
for  all  sizes  of  round  solid  wrires,  the  corrections  vary  with 
the  size  of  cable  or  wire,  but  not  with  the  tension  in  the  wire 
for  loads  above  200  lbs.  For  cables  above  £  in.  the  correc¬ 
tions  vary  slightly  with  the  load  as  well  as  with  the  diameter 
of  the  wire,  if  the  standard  ro-in.  instrument  is  used.  A 
longer  instrument  on  these  large  sues  of  cable  would  materially 
reduce  the  corrections  necessary. 

Although  corrections  are  required  on  a  number  of  the  sizes 
of  wire  and  cable  in  use  on  aeroplanes,  the  instruments  can 
be  made  direct  reading  by  setting  the  load  dial  for  the  correc¬ 
tion  of  the  size  of  wire  or  cable  upon  which  the  observation  is 
being  made.  The  dial  readings  will  then  indicate  the  actual 
load  on  the  wire  near  enough  for  all  practical  purposes.  A 
plate  giving  the  dial  settings  for  the  various  sizes  of  wire  is 
attached  to  the  instrument. 


The  Larson  Tensiometer,  for  measuring  the  tension 
in  wires  and  cables 

These  instruments  have  also  been  used  in  connection  with 
sand  loading  tests  on  ’planes  and  other  research  wrork,  and 
for  such  work  in  which  greater  accuracy  is  desired,  the  cali¬ 
bration  curves  may  be  used  to  determine  the  load  corre¬ 
sponding  to  any  given  reading. 

In  operation  the  instrument  is  never  attached  to  the  wire, 
but  is  simply  placed  in  position,  as  showrn  in  the  accompanying 
illustration,  and  the  hand  grips  brought  together  until  the 
deflection  dial  makes  one  complete  revolution  (o •  1 ) .  The 
reading  on  the  load  dial  will  then  indicate  the  tension  in  the 
wire.  When  using  the  instrument  on  wires  or  cables  for 
which  corrections  are  required,  the  load  dial  is  adjusted  by 
turning  the  face  to  the  proper  zero  for  the  particular  size  of 
wire.  The  actual  tension  in  the  wire  is  then  read  on  the  load 
dial  in  the  same  manner  as  if  no  correction  were  needed.  The 
time  required  to  take  a  reading  is  only  a  few  seconds,  so  that 
a  complete  set  of  readings  on  a  ’plane  may  be  taken  in  a  very 
short  time. 

<$>  <$> 

ordered  from  the  Curtiss  firm,  two  from  the  Loening 
Corporation,  and  three  from  the  Lawrence  Sperry  Company. 
The  engines  to  be  fitted  are  respectively:  Curtiss  CD. 12 
(375  h.p.),  Packard  (600  h.p.)  and  Wright  H.3  (390  h.p.). 
Although  nothing  definite  is  known  at  present,  there  is  a 
possibility  of  the  U.S.  Navy  also  entering  machines. 
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LONDON  TERMINAL  AERODROME 


Monday  evening,  August  14. 

Passenger  traffic  is  now  "  booming  ”  to  such  an  extent  that 
it  is  probable  all  records  will  be  broken  this  week.  Lip  to 
Sunday  night  between  500  and  600  air  travellers  had  parsed 
through  the  passport  office  on  the  aerodrome,  and  this  number 
would  leave  been  larger  still  but  for  the  inclement  weather  in 
northern  France  on  Sunday.  So  large  was  the  number  of 
travellers  wishing  to  fly  from  Paris  to  London  on  Sunday  that 
the  Daimler  Airway  despatched  three  machines  from  Croydon 
in  the  morning,  instead  of  their  usual  one,  in  order  to  bring 
back  passengers  from  Paris ;  while  Handley  Page  Transport 
sent  two  machines  for  the  same  purpose. 

The.  machines  had  to  leave  Croydon  comparatively  empty, 
as  the  tide  of  traffic  now  appears  to  have  set  in  from  the  other 
side.  Booking  agencies  attribute  this  to  the  bad  weather, 
which  they  say  has  caused  a  general  curtailment  of  holidays 
on  the  Continent,  and  made  people  hurry  home  sooner. 

British  Air  Travellers  Increasing 

An  analysis  of  the  passenger  traffic  shows  that  the  number 
of  P»ritish  travellers  is  increasing  steadily.  A  year  ago  the 
average  of  British  to  "  aliens  "  was  as  small  as  10  per  cent., 
but  last  week  cpiitc  33  per  cent  of  the  travellers  were  of 
British  nationality.  This  is  a  most  encouraging  sign,  as  it  is 
probable  that,  if  the  figures  could  be  obtained,  a  large  propor¬ 
tion  of  the  British  passengers  would  be  found  to  be  business 
people  who  realise  the  advantage  of  air  transport. 

The  clergymen  who  were  travellers  by  Tnstone  last  week  do 
not  appear  to  have  had  much  effect  on  the  luck  of  the  Line 
in  the  way  of  forced-landings.  Perhaps  Major  Greer’s  methods 
will  be  more  effective. 

On  Saturday  a  Vickers  "  Vulcan,”  flying  from  Brussels  to 
Croydon,  piloted  by  Mr.  Bradley,  ran  out  of  petrol  when  near 
Warlingham,  and,  as  owing  to  the  bad  weather  Mr.  Bradley 
was  flying  about  100  feet  from  the  ground,  he  had  no  time  to 
choose  his  landing-ground  and  ran  into  a  hedge,  wrecking  the 
machine.  His  four  passengers  were,  how- ever,  uninjured,  and 
Mr.  Bradley  escaped  with  nothing  worse  than  a  cut  on  the 
hand,  which  was  so  slight  a  bandage  was  unnecessary.  On 
Sunday  the  new  D.H.  34,  G — EBBW,  which  the  Instone  Line 
took  delivery  of  on  Saturday,  set  off  for  Pans,  but  was 
compelled  to  descend  at  Marden  owing  to  a  broken  oil -pipe. 
She  flew  back  to  Croydon  later.  The  Instone  sheds  had  an 
empty  appearance  on  Sunday  owing  to  the  fact  that  all  the 
machines  which  could  be  spared  from  the  Brussels  service  were 
in  Paris  ready  to  bring  back  a  record  booking  of  passengers. 

New  Way  of  Ending  a  “  Night  Out  ” 

At  2  a.m.  one  morning  during  the  week  a  motor-car  arrived 
at  the  aerodrome  containing  four  jovial  spirits  who  demanded 
to  fly  to  Paris  immediately.  They  had  been  having  a  "  night 


“  Flight  ”  Copyright. 

All  that  happened  :  When,  on  alighting  after  winning 
the  Derby,  Mr.  James  was  in  danger  of  running  into 
a  crowd  of  people  (who  ought  not  to  have  been  there), 
he  effected  a  masterly  “  save  ”  by  swerving  to  the 
right.  His  left  tyre,  as  a  consequence,  came  off,  but 
otherwise  nothing  happened. 


out  ”  and  had,  on  the  spur  of  the  moment,  decided  to  end  up 
with  a  night  flight  to  Paris.  They  were  informed  that  nc/ 
night  services  were  running,  but  that  the  first  machine  away 
would  be  the  Daimler  newspaper  express  at  5.30  a.m.  lliey 
were  nothing  daunted  by  the  wait,  and  settled  down  in  their 
car  for  a  nap,  eventually  embarking  on  the  5.30  a.m.  machine. 
They  returned  on  the  5.30  p.m.  Daimler  from  Paris,  very  well 
pleased  with  their  trip. 

The  Messagcries  Adriennes'  service  to  Marseilles  was  to 
have  started  this  week,  and  to  run  on  Monday  and  Friday. 
As,  however,  there  have  been  no  bookings  the  London-Paris 
section  has  not  been  run,  but  this  will  be  put  into  operation 
as  soon  as  passengers  are  forthcoming.  The  Messagcries  have 
been  having  bad  luck  with  their  newspaper  machines  during 
the  week,  and  on  Sunday  the  machine  which  left  Paris  in  the 
early  morning  was  amongst  the  "  crowd  ”  held  up  at  Berck. 

Progress  in  “Airway  ”  Wireless 

One  of  the  “F.z's”  of  the  K.L.M.  has  been' fitted' with 
wireless  in  Holland,  and  has  been  fiying  between  Amsterdam 
and  Rotterdam  for  some  t;mc.  Signals  from  this  machine* 
which  was  working  with  ground  stations  in  Holland,  have 
been  picked  up  clearly  by  the  operators  at  Croydon.  In  fact, 
the  whole  of  the  wireless  has  been  improved  to  such  an  extent 
that  it  is  quite  a  common  occurrence  for  the  Croydon  operators 
to  be  in  touch  with  a  machine  the  moment  it  "has  let  out  its^ 
aerial  after  ascending  from  Le  Bourget .  The  wireless-eq  uipped 
”  F.2  ”  flew  from  Amsterdam  to  London  on  Frida)-,  this  being 
the  first  time  a  Dutch  machine  with  wireless  has  flown  to 
Croydon,  and  probably  the  first  t'me  a  wirelessly-equippecl 
machine  has  flown  on  this  route. 

The  Grands  Express  were  apparently  determined  to  go  one. 
better  than  carrying  little  five-year  old  George  Kisser,  for  on 
Saturday  they  had  amongst  their  passengers  a  baby  only 
eight-months-old.  It  was  a  pity  that  no  enterprising  press¬ 
man  was  able  to  get  the  baby's  impressions  of  flying. 

The  work  in  the  passport  and  immigration  office  has  become 
so  great  that  the  C.A.T.O.'s  were  unable  to  look  after  it  in 
addition  to  their  usual  work  on  the  aerodrome,  and  a  special 
immigration  officer  is  now  in  charge.  In  addition  there  is,  of 
course,  the  Scotland  Yard  man  who  secs  that  no  undesirables- 
go  out,  while  the  immigration  officer  performs  a  similar 
function  with  regard  to  those  attempting  to  get  in. 

The  Surrey  Flying  Services  were  busy  again  eluring  the 
week-end  with  their  popular  55.  joy-rides.  Both  Capt.  Muir 
and  Mr.  T  oucTI  were  fully  occupied  on  the  Clcrget  and  Renault 
Avros,  mainly  owing  to  the  efforts  of  Mr.  C.  J.  Chamberlain, 
who  is  now  employed  by  this  Company  to  assure  the  crowds 
which  gather  in  the  public  enclosure  that  flying  is  quite  safe^ 
Incidentally,  the  Surrey  Flying  Services  staff  should  be  able 
to  compile  an  amusing  book  on  the  silly  questions  and  com¬ 
ments  of  would-be  and  actual  joy  riders. 

On  Monday,  a  record  day,  there  were  as  many  as  1 70 
passengers  in  and  out  of  the  air-station,  including  the  64 
American  girl-students  from  Paris,  who  were  brought  over  in 
eight  Instone  machines— one  or  two  of  these  ’planes,  by  the 
way,  delayed  by  bad  weather  in  France,  alighting  at  Croydon 
after  dark,  and  by  the  aid  of  the  night-lighting. 

It  is  interesting  to  note  that  151  of  Monday's  170  passengers, 
travelled  in  British  machines  ;  also  that  on  this  record  day 
there  were  as  many  as  41  “  air  expresses  ”  passing  to  and  fro 
along  the  airways  between  London  and  the  Continent. 

Another  item  of  special  interest  on  Monday  was  the 
chartering  at  the  air-station  in  the  evening  of  an  “  air-taxi  ” 
by  a  fare  who,_  having  his  family  on  holiday  down  at  H)the, 
desired  to  rejoin  them  speedily  after  an  urgent  visit  to  town. 

On  Sunday — it  now  transpires  at  the  moment  of  writing — 
Capt.  Muir  took  up  as  many  as  400  ”  joy-riders.” 

H  0  0  0 

The  Derby  Handicap 

We  have  been  requested  to  correct  a  mistake  in  the 
double-page  advertisement  of  the  Gloucestershire  Aircraft 
Co.  which  appeared  in  last  week’s  issue  of  Flight  It  was 
stated  that  the  Mars  I  ’  with  Napier  "  Lion  ”  engine  was 
winner  of  the  Derby  of  1921,  doing  fastest  time  and  handicap, 
and  again  winner  of  the  Derby,  1922,  fastest  time  and 
handicap.  It  will  be  remembered  that  last  year  the  "  Mars  I  ,r 
was  actually  winner  of  the  Derby  and  first  in  the  Handicap. 
This  year,  of  course,  the  Mars  I.  won  the  Derby,  but  was  third 
in  the  Handicap.  The  Bristol  Monoplane,  with  100  h.p. 
Bristol  “  Lucifer  ”  engine,  was  first  in  the  Handicap,  and  the 
Bristol  ”  Bullet,”  with  400  h.p.  Bristol  ”  Jupiter,”  was  second 
in  the  Handicap.  In  our  table  of  times,  etc.,  on  p.  451,  the 
relative  positions  both  in  the  Derby  and  in  the  Handicap 
were  correctly  shown. 


474 

* 


August  17,  1922 


THE  ROYAL 


AIR.  FORCE 


London  Gazelle,  August  8,  1922 
General  Duties  Branch 

WingCotndr.  C.  R.S.  Bradley,  O.B.E.,is  restored  to  lull  pay  from  half-pay; 
luly  28.  W  ing  Coinrlr.  G.  P,  Grenfell,  D-.S.O.,  is  placed  on  half- pay,  Scale  A  ; 
Aug,  1.  Plying  Oifr,  J.  B,  Huxley,  D.F.C.,  is  transferred  to  the  Reserve, 
Class  A;  Aug.  4.  Plying  Oifr.  S.  Hobbs  is  placed  on  the  Retired  List; 
Aug.  1  Pit.  Lt.  R.  S.  Smith  relinquishes  his  short  service  com  inn,  on  account 
of  ill-health  contracted  in  the  Service,  and  is  granted  the  rank  of  Major; 
Ang.  10. 


Stores  Branch 

Flying  Ofir.  N.  Dainty  is  granted  a  permanent  commit  ,  with  effect  front 
Sept.  12,  /9r9,  retaining  his  present  substantive  rank  and  seniority,  and  is 
transferred  to  the  Stores  Branch  with  effect  from  June  1 7,  1920  Gazette 
Sept.  12,  1919,  appointing  him  to  a  short  service  oorotnn.  is  cancelled. 

Memoranda,  .  .  . 

Hon.  Sec.  Lt.  E.  R.  Uaucbop  relinquishes  his  honorary  commit,  on  joining 
the  Army  ;  June  5.  The  permission  granted  to  Lt.  \V.  K.  Korthridge  to 
retain  his  rank  is  withdrawn  on  his  joining  the  Army. 


ROYAL  AIR  FORCE  INTELLIGENCE 


The  following  appointments  in  the  Royal  Air  Force  are  notified  ; — 

Flight  Lieutenants.-  L.  F.  Turner,  from  R.A.F.  DepAt  (Inland  Area)  to 
R,A.F.  Base,  Leuchars  (Coastal  Area.  13.7.22.  The  previous  notification 
wherein  this  officer  was  posted  from  R.A.F.  DepAt  to  No.  ro  Group  Head¬ 
quarters  is  cancelled.  K.  F.  Currant,  A.F.C.  The  previous  notification 
wherein  this  officer  was  posted  from  No.  ro  Group  Headquarters  to  School  of 
Naval  Co-operation  and  Aerial  Navigation  is  cancelled,  A.  Durston,  A.F.C., 
from  Seaplane  Repair  Base  (Mediterranean)  to  Headquarters,  R.A.F.  Medi¬ 
terranean.  (Supernumerary.)  J.6.22.  T.  H.  K.  Madaughlin,  from  No.  2 
Squadron,  No.  12  Wing  (Ireland)  to  R.A.F.  DepOt  (Inlaud  Area).  (Super¬ 
numerary.)  5.7.22-  G.  _VV.  Allen,  from  R.A.F.  DepAt  (Inland  Area)  to 
Marine  and  Armament  Experimental  Establishment  (Coastal  Area).  25.7.22. 
A,  E.  Jenkins,  from  R.A.F.  DepOt  (Inland  Area)  to  No.  1  Flying  Training 
School  (Inland  Area).  12.7.22.  C.  F.  Pitt,  from  Armament  and  Gunnery 
School  (Inland  Area)  to  No.  39  Squadron  (Inland  Area).  28.7.22.  J.  C. 
Osburne,  M.B.,  from  Research  Laboratory  and  Medical  Officers'  School  of 
Instruction  (Coastal  Area)  to  No.  1  School  of  Technical  Training  (Boys) 
(Hal ton).  21.7.22.  1>.  J.  Barnett.  M.C.,  from  No.  47  Squadron  (Middle  East) 

to  R.A.F.  DepOt  (Inlatid  Area).  (Supernumerary'.)  5-7-22.  A.  E.  Barr- 
Sim,  M.B.,  from  Headquarters,  R.A.F.,  India  (India),  to  Aimaft  Park 
(India).  14.5.22.  E.  E.  Isaac,  M.C.,  from  Research  Laboratory  and  Medical 
Officers'  School  of  Instruction  (Coastal  Area)  to  R.A.F.  DepOt  (Inland  Area). 
24.7.22.  T-  A.  Perdrau,  M.D.,  from  No.  x  School  of  Technical  Training 
(Boys)  (Hatton)  to  R.A.F.  DepOt  (Inland  Area).  31.7.22.  E.  N.  E.  Waldron, 
from  R.A.F.  Base,  Gosport  (Coastal  Area)  to  Stores  DepOt  (Iraq).  18.7.22. 
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N.  Keeble,  D.S.C.,  D.F.C.,  from  School  ol  Technical  Training  (Men)  (Inland 
Area)  to  Boys’  Wing  (Crauwell).  257.22  F,  W.  Walker,  D.S.C.,  A.F.C. , 
from  School,  of  Naval  Co-operation  and  Aerial  Navigation  (Coastal  Area)  to 
Seaplane  T  raining  School  (Coastal  Area.)  15.8.22.  C  H.  B.  Joiner  Parson, 
from  Seaplane  Training  School  (Coastal  Area)  to  R.A.F.  Base,  Leuchars 
(No.  205  Squadron)  (Coastal  Area).  15,8.22.  E.  G.  Hopcraft,  D.S.C.,  from 
Seaplane  Training  School  (Coastal  Area)  to  R.A.F.  Base,  Leuchars  (No.  205 
Squadron)  (Coastal  Area).  15.8.22.  J.  VV.  B.  Grigson,  Pt.S.O.,  D.F ,C. ,  from 
R.A.F.  Base,  Leuchars  (No  205  Squadron)  (Coastal  Area),  to  Seaplane 
Training  School  (Coastal  Area).  15.8.22.  G  IT.  Keid,  D.F.C.,  to  R.A.F. 
DepAt  (Inland  Area).  (Supernumerary).  16.7.22.  Frederick  Fetch, 
from  Headquarters,  R.A.F.,  Iraq,  to  R.A.F'  DepAt  (Inland  Area). 

(Supernumerary.)  11.6.22  H.  A.  Tillman,  M.D.,  to  Research  Laboratory 
and  Medical  Officers’  School  of  Instruction  (Coastal  Area)  on  appointment 
to  Temporary  Commission.  18.7.22.  J.  H  W.  Fitzgerald,  from  Central 
Flying  School  (Inland  Area)  to  No.  11  Wing  Headquarters  (Inland  Area). 
1,8.22.  A.  N.  Benge,  from  R.A.F.  Dep6t  to  No,  5  Flying  Training 
School  (Inland  Area).  1.8.22.  C.  L.  P.  Mullany,  from  No.  1  Armoured 
Car  Company  (Middle  East)  to  Egyptian  Group  Headquarters  (Middle 
East).  (Supernumerary.).  4.5.22.  J  H.  Simpson,  from  Palestine  Wing 
Fleadquarters  (Middle  East)  to  Headquarters  Hraq).  28.6.22.  E.  E. 
Isaac,  MX.,  from  R  A.F.  DepAt  (Inland  Area)  to  M.T,  Repair  DepAt  (Inland 
Area).  25.7.22.  G.  H.  IT.  Maxwell,  M  B,  from  No.  39  Squadron  (Inland 
Area)  to  R.A.F.  DepAt  (Inland  Area).  (Supernumerary.)  1.8.22.  J.  Wren, 
from  Headquarters  Middle  East  Area  to  Aircraft  DepOt  (Middle  East).  28.4.22. 
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WRITING  IN  THE  SKY 


Something  more  than 

There  can  be  few  readers  of  Flight — at  any  rate,  among 
those  who  live  in  London — who  have  not  seen  and  admired 
the  ingenuity  of  the  new  "  sky-writing."  by  which  a  trail  of 
smoke,  emitted  from  an  aeroplane,  is  made  to  trace  some 
name,  word  or  phrase  in  the  sky,  where,  under  favourable 
atmospheric  conditions,  the  smoke  remains  in  shape  for 
several  minutes,  clearly  visible  to  the  thousands  who  watch  it 
from  the  crowded  streets  below.  The  first  word  to  be  written 
in  this  way  was  "  Castrol,”  the  name  of  the  famous  lubricating 
oil  which  is  used  almost  exclusively  in  aero  engines  and  in 
numberless  other  petrol  motors.  The  most  recent  occasion 
on  which  this  word  appeared  in  the  sky  was  on  August  Bank 
Holiday,  just  as  Gen.  Brancker  was  presenting  the  Cups  for 
the  Aerial  Derby  at  W addon. 

Lt  would  have  been  of  interest  to  describe  in  detail  the 
apparatus  by  means  of  which  the  smoke  is  produced,  but 
Maj.  J.  C>  Savage,  the  inventor  of  the  apparatus,  has  requested 
us  to  refrain  from  giving  details,  as  certain  Patent  questions 
still  remain  to  be  settled  in  foreign  countries  where  the 
invention  is  being  covered.  Suffice  it  to  state  that  the 
smoke-producing  apparatus  depends  for  its  action  upon 
chemical  reaction.  The  resulting  smoke  trail  is  allowed  to 
escape  from  the  rear  portion  of  the  fuselage  of  the  machine, 
and  the  apparatus  is  so  designed  that  it  causes  no  danger  from 
fire.  In  its  present  form  the  apparatus  is  the  outcome  of 
several  years  of  experimentation  and  the  expenditure  of 
large  sums  of  money  on  perfecting  the  details.  The  invention 
has  now  reached  a  stage  where  not  only  is  the  smoke  trail 
dense  and  clearly  defined,  but  it  is  so  constituted  that  it 
hangs  for  a  considerable  time  before  dissolving,  unless  a 
very  strong  wind  is  blowing  at  the  time. 

As  the  written  words  are  within  eyesight  range  from  an 
area  of  some  100  square  miles,  the  number  of  people  who  see 
it  every  time  must  be  enormous,  the  "publicity  value" 
being  therefore  of  great  moment.  We  frankly  confess  that  if 
the  new  invention  represented  nothing  more  than  an  adver¬ 
tising  "  stunt  "  we  should  not  feel  inclined  to  devote  space 
to  it  in  our  columns,  but  if  one  studies  it  in  greater  detail  it 
will  be  discovered  that  a  number  of  interesting  possibilities 
suggest  themselves.  Thu?,  to  begin  with,  even  regarding  the 
invention  purely  as  an  advertising  medium,  there  can  be  little 
doubt  that,  from  its  novelty  and  attractiveness,  this  form 
of  bringing  home  to  the  public  the  advantages  claimed  for 
this  or  that  commodity  will  rapidly  become  popular,  thereby 
necessitating  the  employment  of  a  number  of  pilots,  who 
will  thus  be  able  not  only  to  make  a  living,  but  will  be  keeping 
their  flying  hands  at  top  efficiency.  From  a  national  point 


an  Advertising  Stunt 

of  view  this  is  of  the  greatest  importance,  and  it  may  well 
be  that  in  the  next  few  years  as  many'  pilots  will  be  employed 
on  this  work  as  are  now  engaged  on  the  London-Continental 
air  services.  Not  only  so,  but  ground  staffs,  engineers,  etc., 
will  be  given  occupation,  machines  will  be  in  use  and  engines 
will  be  required.  Thus  it  may  be  expected  that  quite  a  little 
industry  will  spring  up,  which  will  give  useful  work  to  many, 
and  which  will,  moreover,  sustain  public  interest  in  and 
familiarise  flying. 

The  possibilities  of  Maj.  Savage’s  invention  do  not,  however, 
end  there.  One  can  easily'  conceive  of  the  smoke  trail  being 
used  for  sending  out  code  messages  in  Morse,  and  thus  another 
form  of  signalling  has  been  added  to  those  already  in  existence 
for  military'  and  naval  use.  As  a  matter  of  fact,  in  the  early 
part  of  this  year  Major  Savage  did -a  series  of  experiments 
for  the  Air  Ministry  on  Morse  signalling,  hiding  aircraft  in 
flight,  formation  of  coloured  smokes,  tracing  the  path  of  air¬ 
craft  in  flight  during  such  manoeuvres  as  looping,  rolling, 
spinning,  etc.,  and  also  in  the  use  of  tiny  smoke  filaments 
released  around  the  aeroplane  in  order  to  show  the  actual 
behaviour  of  the  air  flow  over  its  various  parts. 

It  therefore  appears  possible  that  these  smoke  trails  may' 
prove  of  the  greatest  value.  For  instance,  small  jets  of 
the  smoke,  allowed  to  emerge  in  front  of  a  flying  aero¬ 
plane  and  travelling  back  over  its  various  parts,  may,  if 
observed  or,  better  even,  photographed  and  cinemato- 
graphed  from  another  machine,  teach  us  a  very  great 
deal  about  such  things  as  downwash,  slip-stream  effect, 
eddies  around  projecting  parts  and  so  on.  Already  the 
smoke  trails,  used  for  the  relatively  minor  purpose  of  adver¬ 
tising,  have  indicated  peculiar  breaks  in  the  trail  during 
sharp  curves,  such  as  occur  when  the  pilot  is  describing  the 
letter  O.  Little  hooks  are  always  observed  to  form  from 
the  smoke  ring,  and  these  occur  at  such  regular  intervals 
and  are  of  such  uniform  shape  that  they  must  be  connected 
with  vortices  around  the  machine,  probably'  around  the 
wing  tips.  Thus  quite  a  new  field  of  investigation  is  opened 
up,  and  to  our  wav  of  thinking  the  great  value  of  the  invention 
lies  along  lines  such  as  these.  Lateral  control  at  large  angles 
of  incidence  might  be  usefully^  investigated  in  this  way  : 
the  experiments  should  not  be  unduly  difficult,  nor  should 
the  cost  involved  be  beyond  the  capacity  of  our  research 
votes.  Tims,  while  believing  that  the  first  regular  application 
of  the  invention  will  be  for  advertising  purposes,  we  are  looking 
forward  to  the  time  when  official  support  will  be  given  to 
enable  use  to  be  made  of  Maj.  Savage's  brilliant  idea  in  the 
interests  of  aerodynamical  science. 
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A  VICKERS  VIKING  IN  JAVA  :  Gradually  the  uses  of  amphibian  seaplanes  increase  as  the  advantages'are 
realised.  Recently  Vickers  sent  one  of  the  Vikings  (Napier  Lion)  out  to  Java,  where  it  has  caused  the  greatest 
interest.  Our  photograph  shows  the  machine  surrounded  by  the  mechanics  who  erected  it.  Needless  to  say, 
the  civil  population  took  the  opportunity  afforded  of  inspecting  one  of  the  latest  types  of  aircraft,  and  the 

admiration  was  general. 


IMPORTS  AND  EXPORTS,  1921-1922 

Aeroplanes,  airships,  balloons  and  parts  thereof  (not  shown 
separately  before  19x0).  For  1910  and  1911  figures  see 
'‘Flight”  for  January  25,  1912  5  for  1912  and  1913,  see 
"Flight”  for  January  17,  1914  j  for  1914,  see  "Flight” 
for  January  15,  1915  5  for  1915,  see  ”  Flight  ”  for  January  13, 
19165  for  1916,  see  ‘  Flight”  for  January  11,  1917  j  for 
1917,  see  "Flight”  for  January  24,  1918;  for  1918,  see 
“Flight”  for  January  16,  1919;  for  1919,  see  "Flight” 
for  January  22,  1920;  for  1920,  see  “  Flight  ”  for  January  13, 
192 1  ;  and  for  1921,  see  “  Flight  ”  for  January  19,  1922. 
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91  m  m  ft 
Instone  Air  Line 

Major  S.  T.  L.  Greer,  A.F.C.,  who  until  recently 
represented  the  Air  Ministry  at  Croydon  Aerodrome,  has 
been  appointed  General  Manager  of  the  Instone  Air  Line. 

The  I.C.A.R.  Meeting  at  Rotterdam 

We  would  remind  our  readers  that  the  International 
Concours  Aviatique,  Rotterdam,  takes  place  from  September  2 
to  1 7,  1922.  There  is  no  entry  fee,  but  entries  for  all  the  various 
competitions  must  be  sent  to  the  Secretary  of  the  I.C.A.R. 
Voormalig  Raadhuis,  Stadhuissteeg  1,  Rotterdam,  before 
August  25.  Prizes  to  a  total  amount  of  £3,500  will  be  given, 
and  in  addition  .(out  of  a  limited  fund  of  £460)  a  fee  of  is.  6 d. 
per  kilom.  flown  from  the  home  aerodrome  to  Rotterdam  will 
be  paid  to  entrants  of  foreign  machines  who  undertake  to 
take  part  in  the  whole  meeting.  Rules  and  regulations  may 
be  obtained  by  application  to  the  Secretary. 

Like  Father  Like  Son — and  Daughter 

In  connection  with  ballooning  and  parachute  displays, 
there  is  probably  no  more  familiar  name  than  that  of  Spencer. 
Now  both  daughter  and  son  of  Mr.  Henry  Spencer  are 
graduating  in  the  same  direction.  At  Cambridge  the  other 
day,  Miss  Ena  Spencer,  aetat  16,  and  Fred.  Spencer,  14, 
ascended  with  their  father,  and  at  2,800  ft.  high  Ena  dropped 
off,  and  at  3,200  ft.  Freddie  liberated  himself. 

They  both  landed  with  perfect  ease  about  1$  miles  from 
where  they  started,  They  represent  the  fourth  generation  ; 
their  father,  their  grandfather  (Mr.  Charles  Spencer),  and  their 
great-grandfather  (Mr.  Edward  Spencer)  being  well-known 
aeronauts  of  their  days. 


REPORT  FROM  THE  SOCIETY  OF  MODEL  AERO¬ 
NAUTICAL  ENGINEERS 
London  Aero  Models  Association 

Headquarters,  20,  Great  Windmill  Street,  Piccadilly,  W.  1, 
Meetings  held  every  Thursday  at  7.30  p.m. 

It  is  hoped  that  members  of  the  various  committees  will 
attend  as  often  as  possible  so  that  all  business  may  be  settled 
before  the  next  Annual  General  Meeting,  and  thus  enable  the 
newly  -  elected  officers  at  that  meeting  to  get  to  business 
straight  away  with  their  programme  for  the  ensuing  twelve 
months.  On  Sunday,  July  30,  Mr.  D.  A.  Pavely  made  a 
record  flight  of  53  seconds  with  his  compressed  air-driven 
model,  Mr.  Houlberg  and  Mi.  Rippon  being  the  official 
observers. 

On  Sunday  next,  the  20th  inst.,  members  will  congregate 
on  Wanstcad  Flats  at  rr  a.m.,  when  many  members  are 
hopeful  of  putting  up  new  records.  -Hon.  Secretary,  A  E 
Jones,  48,  Narcissus  Road.  West  Hampstead,  X.W.  6. 

«  m  m  m 

AERONAUTICAL  PATENT  SPECIFICATIONS 

Abbreviations  :  cyl.  —  cylinder  ;  I.C.  —  internal  combustion  ;  m.  —  motors 
The  numbers  In  brackets  are  those  under  which  the  Specifications  will 
be  printed  and  abridged,  etc. 

APPLIED  FOR  IN  1921 

Published  August  17,  1922 

1.223.  J.  W.  Rapp.  Spar-beams  or  ribs.  (157,311.) 

1.224.  J-  W.  Rapp.  Aeroplane  spars.  (157,312.) 

11,368.  H.  E.  S.  Holt.  Parachute  apparatus.  (182,245.) 

13.338.  Luftsciuffbau  Zeppelin  Ges.  and  P.  Jaray.  Ligbter-than-air 
craft.  (183,292,) 

15,506.  G.  McAlpine.  Weans  for  facilitating  landing  of  aircraft.  (183,317.) 
i7,794-  D.  A.  Hull  and  C.  Antes.  Screw  propellers.  (183,344  ) 


FLIGHT 

The  Aircraft  Engineer  and  Airships 
36,  GREAT  QUEEN  STREET,  KINGSWAY,  W.C.  2. 

Telegraphic  address  :  Truditur,  Westcent,  London. 
Telephone :  Gerrard  1828. 

SUBSCRIPTION  RATES 

"  Flight  ”  will  be  forwarded,  post  free,  at  the  following  rates  : — 


United  Kingdom  Abroad* 


S. 

d. 

s. 

d . 

3  Months,  Post  Free...  7 

7 

3  Months, 

Post  Free...  8 

J 

6  „  ...15 

2 

6 

,,  ...  1 6 

& 

12  H  ,,  ...30 

4 

12 

,»  ...33 

0 

These  rates  are  subject  to  any  alteration  found  necessary 
under  abnormal  conditions  and  to  increases  in  postage  rates. 


•  European  subscriptions  must  be  remitted  in  British  currency 

Cheques  and  Post  Office  Orders  should  be  made  payable  to  the 
Proprietors  of”  Flight,”  36,  Great  Queen  Street,  Kings  way  „ 
W.C.  2,  and  crossed  London  County  and  Westminster  Bank * 
otherwise  no  responsibility  will  be  accepted. 
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FLIGHT  BUYERS’ 


GUIDE  AND 


TRADE  DIRECTORY— co/?£/7?wetf. 


I 

INSTRUMENTS  (Speed),  Watch  e* *.  &c.— 

grown  Bros.,  Ltd.,  Great  Eastern  Street,  London, 
E.C.  2. 

Goldsmiths  &  Silversmiths  Co.,  tt2,  Regent  Street, 
W.  u  Gerrard  9091  (3  lines). 

Smith,  S.,  &  Sons  (M.A.),  Ltd.,  Cricklewood 
Works,  N.W.  2.  Willesden  2335  (7  lines). 


INSULATING  materials 

MacLennan,  John,  &  Co.,  115,  Newgate  St.,  E.C.r. 
City  31x5  ;  11  Vanduara,"  Cent.  London. 


lubricating  oils- 

Waiefield,  C.  C.,_&  Co.,  Ltd,,  Cheapside,  E.C.  2. 
Central  1156  (3  lines)  ;  ‘Cherry,’'  Cent.  London. 


MACHINING  - 


Monk  Engineering  Co.,  Ltd.,  Cor  entry. 

Coventry  807  ;  “  Assistance,’’  Coventry. 


MAGNETOS- 

British  Tbomson-Houston  Co.,  Ltd.,  Lower  Ford 
Street,  Coventry. 

Telephone  278;  “  Asteroidal,”  Coventry. 


METALS  (Anti-Friction)— 

Hoyt  Metal  Co.,  Ltd.,  Deodar  Road,  Putney, 
S.W.  15.  Putney  1323. 


METAL  PARTS  AND  FITTINGS- 

Brown  Bros.,  Ltd.,  Great  Eastern  Street,  London, 

E-C.  2. 

Monk  Engineering  Co.,  High  Street,  Coventry. 

Coventry’  807  i  "  Assistance,"  Coventry. 

Rubery.  Owen  &  Co.,  Darlaston. 

Darlaston  87;  “Roofs,"  Darlaston. 


{Continued  from  p.  xvi.) 


PARACHUTES— 

E.  R.  Calthrop’s  Aerial  Patents,  Ltd.,  423a, 
Edgware  Road,  London,  W,  2.  Paddington  633a. 

Spencer,  C.  G.,  &  Sons,  Ltd.,  59a,  Highbury 
Grove,  N.  5.  Dalston  1803.  - 


PETROL- 

Anglo-American  Oil  Co.,  Ltd.  (Pratt’s),  Queen 
Anne’s  Gate,  S.W.  1. 


PROPELLERS - 

Blackburn  Aeroplane  and  Motor  Co.,  Ltd., 
Olympia,  Leeds.  Roundhay  dor  (5  lines) ; 

“  Propellers,”  Leeds. 

Falcon  Airscrew  Co.,  rr3,  Cottenham  Road, 
Holloway,  N.  19.  Hornsey  910  &  2472. 

Lang  Propeller,  Ltd.,  Weybridge,  Surrey. 

520-521,  Weybridge  ;  “  Aerostigks,"  Weybridge. 


PUTTEES- 

Fox  Bros.  &  Co.,  Ltd.  (Dept.  R),  Wellington, 
Somerset. 


RADIATORS  AND  RADIATOR  REPAIRS— 

Serck  Radiators,  Ltd.,  Warwick  Road,  Greet, 
Birmingham. 

Victoria  531(3  lines)  ;  “  Nerleak,"  Birmingham. 


SHEET  METAL  WORK  STAMPINGS  AND 
PRESSINGS 

Kubery,  Owen  &  Co.,  Darlaston. 

Darlaston  87;  “  Roofs,"  Darlaston. 


SPRAYING  PLANT- 

Aerograph  Co.,  Ltd.,  43,  Holborn  Viaduct, 
E.C.  1. 

Holborn  2041 ;  “  Aerography,"  London 


STABILIZERS— 

Auto  Controls,  Ltd.,  19,  Regent  Street,  Piccadilly 
Circus,  London,  S.W.  r.  Regent  3649. 


TAPES  AND  WEBBING— 

MacLennan,  John, &Co.,  115,  Newgate  St. ,  E.C.  1. 

City  3115;  “  Vanduara,  Cent. 'London. 


TIMBER— 

Owen,  Joseph,  &  Son,  Boro’  High  Street,  S.E 

Hop  3811  ;  “  Bucheron,”  London. 


TUBES,  ALUMINIUM— 

British  Aluminium  Co.,  Ltd.,  The,  T09,  Queer 
Victoria  St.,  London. 

City  26 76;  “  Cryolite,'' Cent.  London 


TYRES  AND  WHEELS- 

Palmer  Tyre,  Ltd.,  Shaftesbury  Avenue,  W.C.  *. 
Geirard  1214;  “  Tyricord,"  Westcent,  London. 


WELDINGS,  REPAIRS— 

Barimar,  Ltd.,  ro,  Poland  Street,  London,  W.  t. 
Gerrard  8173  ;  “  Bariquamar,"  Reg.  London. 


WIND  SHIELDS— 

Auster,  Ltd.,  133,  Long  Acre,  W.C.  *. 


MODELS 

Jones,  A.  E.,  Ltd.,  95,  Eversholt  Road,  Camden 
Town,  N.W.  t. 

D.A.P.,  Replingham  Road,  Southfields,  S.W.  18. 


SPARKING  PLUGS- 

Robinhood  Engineering  Works,  Ltd.,  The,  Putney 
Vale,  S.W.  15.  Putney  2132,  2x33. 

“  Kaalgee,”  Phone,  London. 


WIRES  AND  CABLES  (Aeroplan**)- 

Bullivants,  Ltd.,  72,  Mark  Lane,  E.C.  3. 

Works  :  Miltwall,  E.  14 


To  the  Publishers  L  SUBSCRIPTION  FORM. 

“  Yellow  Cover  " 

GENTLEMEN ,  30,  Ot.  Queen  Street,  Kings  way,  W.C.  2. 

Please  send  the  “ Auto  ”  *  United  Kingdom) Abroad  post  free,  for  one  year,  for  which.  /  enclose  Remittance  for  .  #4  .ail*. 

the  subscription  to  comtficncc  ivztli  the  issue  ••••w***..**,. 

Address . ; . . . 

*  Strike  out  which  not  required. 


SUBSCRIPTION 

RATES 


United  Kingdom. 

s.  d. 

3  Months,  Post  Free  3  6 
6  1,  1*  7  ° 

12  «  >1  14  ° 


Abroad. 

s.  d. 
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DIARY  OF  FORTHCOMING  EVENTS 

Cluh  Secretaries  and  others  desirous  of  announcing  the  dates 
of  important  fixtures  are  invited  to  send  particulars  {or 
inclusion  in  the  following  list : 

1922. 

Sept.  2-17.  International  Coneours  Aviatique,  Rotterdam 
Sept.  8-10  1,000  Miles  Race  round  Britain  for  the  King’s 

Trophy 

Sept .  Tyrrhenian  Cup,  Italy 

Sept.  ....  Italian  Grand  Prir 

Sept,  or  Oct.  R.Ae.C.  Race  Meeting,  at  Waddon 

Sept.  30  Conpe  Deutscb  (800  kil.) 

Dec.  15- 

Jan.  2  Paris  Aero  Exhibition 

1923. 

Jane  International  Air  Congress,  London 

Dec.  1  ....  Entries  Close  for  French  Aero  Engine  Com¬ 

petition 

1924. 

Mar.  1  French  Aero  Engine  Competition. 

Mar.  15  ...  Entries  close  for  Dutch  Height  Indicator  Com¬ 
petition 


EDITORIAL  COMMEIT. 

to  the  present,  the  rules  which  are 
to  govern  the  Circuit  of  Britain  Race 
for  the  King's  Cup  have  not  been 
announced.  All  that  is  definitely 
known  is  that  the  race  will  be  a  handi¬ 
cap  race,  but  that  is  scarcely  sufficient. 
In  view  of  the  fact  that,  in  all  proba¬ 
bility,  most,  or  at  any  rate  many,  of 
the  competing  machines  will  be  commercial  ones,  it 
would  appear  that  consideration  should  be  given  to  the 
number  of  passengers,  or  their  equiva- 

IhC  t0‘t:rcuit  lent  in  ballast,  carried.  What  we  have* 
Britain  ln  mind  is  a  set  of  rules  somewhat  on 
the  lines  of  those  governing  the  com¬ 
petition  for  the  Coupe  Lamblin,  According  to  these, 
it  will  be  remembered,  the  amount  of  start  allowed 
passenger-carrying  machines  is  increased  by  a  certain 
number  of,  minutes  for  each  passenger  carried.  The 
result  is  that  a  large  machine,  carrying  15  or  20 
passengers,  has  a  better  chance,  under  the  rules, 
than  has  a  very  fast  single-seater  with  an  engine  of 
400  h.p. 

We  do  not  necessarily  suggest  that  the  fast  machine 
should  be  handicapped  unduly,  but  in  view  of  the 
expected  preponderance  of  commercial  machines,  and 
the  fact  that  such  a  race  could  not  well  be  under¬ 
taken  on  a  purely  racing  machine  in  any  case,  it  would 
appear  advisable  to  take  into  consideration  load  as 
well  as  speed.  We  admit  that  the  handicapping  will 
not  be  easy.  It  never  is,  but  the  Aerial  Derby 
showed  that,  with  one  or  two  exceptions,  the  handi¬ 
capping  was  extremely  close  to  actual  performance, 
and  it  should  not  be  impossible  to  get  equally  good 
results  in  the  Circuit  of  Britain. 

The  entries  list  closes  on  August  28,  and  already 
a  number  of  machines  has  beep  entered.  It  is  not 
yet  possible  to  express  an  opinion  of  the  size  of  the1 
“  field  "  which  will  face  the  starter  on  September  8, 
but  according  to  enquiries  there  seems  reason  to  hope 
that  the  number  of  machines  entered  will  be  very 
considerable.  We  understand  that  there  is  a  possi¬ 
bility  of  the  Supermarine  Schneider  Cup  winner, 
fitted  with  amphibian  gear,  taking  part  in  the  race. 
Possibly  a  Vickers  “  Viking  ”  may  also  be  entered. 
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which  would  certainly  add  to  tlie  interest.  Other¬ 
wise  it  appears  that  this  year's  Circuit  of  Britain  will 
be  flown  mainly  on  land  machines.  As  we  have 
previously  pointed  out  in  these  columns,  this  is 
regrettable,  (specially  when  it  is  remembered  that, 
even  in  igi.j,  we  could  muster  quite  a  large  number 
of  seaplanes  for  this  race.  That  conditions  are  such 
as  to  make  this  impossible  in  1922  is  a  serious  reflec¬ 
tion  on  the  manner  in  which  we  have  allowed  the 
seaplane  to  be  neglected,  and  gives  food  for  thought. 

Elsewhere  in  this  issue  we  publish  a  list 

J  DeutsctiPe  tlie  entnes  f°r  the  Coupe  Deutsch, 

which  is  to  be  flown  for  at  Villesauvage 
aerodrome,  near  Etampes,  on  September  30  next.  It 
laid  been  hoped  that  among  the  British  entries  would 
be  the  new  Bristol  racer  with  Bristol  “  Jupiter  ” 
engine.  The  list  discloses  the  fact  that  the  “  Mars  I  " 
of  the  Gloucestershire  Aircraft  Co.  is  the  only  British 
entrant,  and  as  the  list  is  now  finally  closed  the 
Bristol  will  not  fly  in  the  race.  This  is  very  re¬ 
grettable,  as  to  rely  upon  one  machine,  no  matter 
how  good,  necessarily  means  running  a  considerable 
risk  of  losing  the  race.  With  but  one  repre¬ 
sentative,  the  least  little  mishap  may  destroy  all  our 
chances 

We  are  not  presuming  to  blame  the  Bristol  Com¬ 
pany  for  not  entering  the  machine.  On  the  contrary, 
until  a  fast,  racing  machine  is  absolutely  “  right  ”  in 
every  way  the  best  policy  is  undoubtedly  to  refrain 
from  entering  it.  We  do  not  know  what  are  the 
reasons  which  have  prevented  the  Bristol  from  being 
entered,  but  it  may  be  taken  for  granted  that  they 
are  good  and  sufficient,  and  we  can  only  regret  the 
fact. 

As  regards  James  chances  in  the  race,  our  opinion 
is  that,  barring  accidents,  he  has  a  sporting  chance  of 
winning.  There  has  been  a  tendency  rather  to 
discount  British  machines  in  pure  speed  races,  but 
the  Supermarine- Napier  victory  at  Naples  has  demon¬ 
strated  that  a  British  machine  is  still  capable  of 
holding  its  own  against  the  fastest  machines  of  other 
nations,  and  we  think  that  the  “Mars  1,”  cleaned  up 
and  fitted  with  special  racing  wings,  should  be  able  to 
put  up  a  very  creditable  fight  against  the  French  and 
Italian  machines  entered.  James'  landing  after  win¬ 
ning  the  Aerial  Derby  was 'extremely  fast.  In  fact, 
James  told  us  after  the  race  that  he  had  never  landed 
the  machine  so  fast  before,  and  that  it  could  be,  and 
had  been,  landed  at  very  little  more  than  half  that 
speed.  If  that  is  so,  it  would  appear  that,  when 
necessary,  James  could  land  “  Mars  I  ’’  at  the  higher 
speed,  and  thus  increase  his  top  speed. 

The  French  machines  appear  to  be  mainly  the 
same  as  those  of  last  year.  That  is  to  say,  the  two 
really  “dangerous”  ones  will  be  the’  Nieuport 

Sesquiplans,  flown  by  Lecointe  and  Lasne  respec¬ 
tively.  It  is  already  known  approximately  what 
speed  these  can  do,  and.  even  allowing  for  some  slight 
improvement  upon  their  performance  last  year,  the 
British  machine  should,  we  think,  stand  at  any  rate 
a.  sporting  chance.  Altogether  we  are  not  without 
hopes  that  the  loupe  Deutsch  as  well  as  the  Coupe 
Schneider  may  be  brought  to  this  country.  Under 
the  rules  this  would  not  mean  that  the  race  would  be 
held  m  England,  but  the  effect  could  not  fail  to  be 
very  favourable  even  at  that, 


During  the  last  couple  of  weeks,  and 
crd'C  •  more  especially  during  the  last  few  days, 
Competitions  *he  e.Ves  °f  the  world  have  been  focussed 
upon  the  gliding  competitions  that  are 
taking  place  simultaneously  in  France  and  Germany. 
The  marvellous  durations  attained  by  the  German 
pilots,  Herr  Martens  and  Herr  Hentzen,  have  come  as 
a  revelation  to  most  people,  and  compared  with  them 
the  French  flights  made  at  Clermont-Ferrand  dwindle 
into  insignificance.  It  should  not  be  forgotten,  how¬ 
ever,  that  the  Germans  have  had  several  years’ 
experience  in  this  form  of  flying,  while  the  French  had 
to  begin  at  the  bottom,  and  find  their  way  slowly  and 
step  by  step. 

The  fact  is  inclined  to  be  overlooked  that 
soaring  is  a  question  of  piloting  much  more  than 
of  machine  design.  That  this  is  so  has  been  demon¬ 
strated  by  the  way  in  which  Bossoutrot,  for  instance, 
has  gradually  increased  the  duration  of  his  flights  as 
he  gained  experience.  Similarly,  the  glider  on  which 
Herrn  Martens  and  Hentzen  made  their  historic  flights 
of  one  and  two  hours  respectively  was,  to  all  intents 
and  purposes,  the  same  as  that  used  by  Martens  in 
last  year’s  Rhon  competition.  Alterations  have  been 
made,  it  is  true,  but  we  are  quite  convinced  that  the 
handling  of  the  machine,  the  power  to  anticipate  and 
take  advantage  of  wind  fluctuations,  etc.,  counts  for 
much  more  than  does  the  design  of  the  machine. 
The  strain  is  admitted  by  Herr  Martens  to  have  been 
very  great,  and  in  the  very  nature  of  things  this  must 
be  so.  Whether  some  day  a  glider  may  be  evolved 
which  will  do  automatically  what  now  the  pilot  has 
to  do  is  another  thing.  It  is  possible.  Dr.  Nimfiihr 
appears  to  have  ideas  of  his  own  on  that  subject,  but 
in  the  meantime  soaring  must  be  mainly  a  question 
of  personal  skill. 

In  some  quarters  the  results  obtained  have  been 
hailed  as  ushering  in  a  new  era  in  flying.  With  this 
view  we  do  not  agree.  As  a  sport,  and  from  the 
scientific  standpoint,  gliding  and  soaring  are  no  doubt 
of  very  great  value,  but  to  presume  that  the  day  is 
approaching  when  an  engineless  aircraft  will  be  able 
to  go  wherever  it  is  desired  is  to  read  into  the  results 
something  which  the  facts  do  not  warrant.  As  a 
sport,  gliding  and  soaring  may  well  become  popular, 
and  wc  shall  hope  to  see  the  art  taken  up  strenuously 
in  this  country.  It  need  not  be  very  costly,  and  it 
should  certainly  be  “  good  fun.”  From  the  scientific 
point  of  view,  much  may  be  learned  about  the 
behaviour  of  the  air  over  obstacles,  and  meteoro¬ 
logical  information  may  be  gathered  which  will  have 
its  value,  but  the  direct  application  of  gliding  results 
to  improvement  in  power-driven  machines  is  not  yet 
in  sight.  The  conditions  are  so  totally  different  that 
there  is  no  reason  to  suppose  that  the  machine  which 
makes  the  best  glider  would  also  make  the  best 
commercial  aeroplane. 

This  is  in  no  way  to  be  taken  as  indicating  a  wish 
on  our  part  to  belittle  what  has  been  done.  Far 
from  it.  We  admire  the  German  performances  enor¬ 
mously,  and  appreciate  that,  considering  their  handi¬ 
caps,  the  French  also  have  done  well.  And  we  con¬ 
gratulate  all.  But  we  do  wish  to  point  out  that,  just 
at  present,  there  is  no  need  to  get  alarmed,  nor  to 
visualise  the  day  when  millions  of  German  gliders  will 
sail  across  and  drop  bombs  on  London.  The  wish 
that  has  been  expressed  in  certain  quarters  to  sup¬ 
press  the  German  gliding  experiments  almost  suggests 
that  some  such  naive  ideas  may  be  entertained. 
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THE  SOARING  AND  GLIDING  EXPERIMENTS 

France  Learning,  but  Germany  Well  Ahead 


Considerable  interest  attaches  to  the  gliding  and  soaring 
competitions  which  have  been  taking  place  during  the  last 
couple  of  weeks  in  France  and  Germany.  The  scene  of  the 
French  competition  is  the  district  around  the  Puy  de  Combe- 
grasse,  near  Clermont-Ferrand,  and  the  German  experiments, 
as  in  previous  years,  are  taking  place  in  the  Rhon  Mountains. 
Considered  as  "a  first  effort,  the  French  results  are  distinctly 
encouraging,  although  they  are  certainly  put  entirely  in  the 
shade  by  the  astonishing  flights  made  by  German  experi¬ 
menters.  No  less  than  50  machines  were  entered  for  the 
French  competition,  but  of  these  several  have,  apparently, 
failed  to  pass  the  “  acceptance  tests,”  owing  partly  to  un¬ 
favourable  weather  and  also,  no  doubt,  to  the  inexperience 
of  the  pilots.  There  is  no  doubt  that  these  experiments  are 
considerably  more  of  a  test  of  the  pilots  than  of  the  machines. 
Cntil  machines  can  be  designed  which  will  automatically 
adjust  themselves  to  the  ever-changing  conditions  the  duration 
of  motorlcss  flights  must  remain  mainly  a  question  of  personal 
skill.  And  it  should  be  remembered  that  the  German  pilots 
have  had  several  years’  experience,  whereas  the  majority  of 
the  competitors  at  Clermont-Ferrand  are  ”  riding  ”  engineless 
machines  for  the  first  time.  Jt  is,  of  course,  obvious  that 
the  handling  of  a  glider  must,  to  effect  a  prolonged  flight,  be 
essentially  different  from  that  of  a  power-driven  machine. 
That  the  French  pilots  are  rapidly  learning  is  demonstrated 
by  the  way  in  which  the  duration  of  flights  has  gone  up  from 
the  first  days  of  the  competition  until  now,  at  the  time  of 


going  to  press,  Bossoutrot  holds  the  lead  with  a  duration  of 
5  mins.  18  secs. 

In  Germany  Herr  Martens  first  astounded  the  world  by 
keeping  aloft  for  1  hr.  6  mins.,  but  his  performance  was 
soon  eclipsed  by  Herr  Hentzen,  who  remained  aloft  just 
over  two  hours.  This  performance  is  simply  astonishing, 
and  gives  an  indication  of  the  extent  to  which  soaring  flight 
may  ultimately  be  developed.  It  is  small  wonder  that  among 
the  spectators  at  Rhon  there  were  those  who  seriously  believed 
that  Herr  Hentzen  must  have  had  a  motor  tucked  away 
somewhere-  on  his  machine. 

Herr  Martens,  during  his  one-hour  flight,  is  stated  to  have 
sailed  over  his  starting-point  nine  times,  while  the  distance 
covered  in  the  straight  flight  with  which  the  performance 
terminated  was  one  of  about  6|  miles.  Flerr  Hentzen,  after 
his  two-hour  flight,  alighted  at  the  same  spot  as  did  Flerr 
Martens  on  the  previous  day,  but  counting  in  the  distance 
which  the  machine  must  have  covered  while  aloft  and 
cruising  around,  the  flight  must  easily  constitute  a  world’s 
record,  both  for  duration  and  distance. 

With  regard  to  the  machines  used,  it  is  understood  that  the 
one  used  by  Martens  and  Hentzen  is  the  same  as  that  used 
by  Martens  last  year.  This  machine,  it  will  be  remembered, 
was  a  cantilever  monoplane,  which  was  characteristic  on 
account  of  its  novel  undercarriage.  This  simply  took  the 
form  of  two  footballs  mounted  on  an  axle,  and  is  stated  to 
have  given  very  good  results.  This  year  the  wing  span  has 


Courtesy  of  Le  Miroir  des  Sports. 

FROM  THE  FRENCH  GLIDING  COMPETITION  AT  CLERMONT-FERRAND  :  1.  Chardon,  the  Swiss  repre¬ 
sentative,  starting  off  by  running  down  the  hill.  2,  Sardier  on  the  Clement  triplane  in  flight.  3,  The  Farman 
“  Moustique  ”  on  which  Bossoutrot  has  made  some  excellent  flights.  4,  Coupet  well  aloft  on  his  cantilever 
monoplane  glider.  5,  Bossoutrot  soaring  out  over  the  Camp  Mouillard  on  the  Farman  Sport  biplane.  This 
machine  has  to  its  credit  the  greatest  aggregate  duration  of  the  meeting. 
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been  cut  down  somewhat  and  other  minor  alterations  effected, 
but  essentially  the  machine  is  the  same,  which  tends  to 
confirm  the  opinion  expressed  above  that  duration  in  sailing 
flight  is  mainly  a  matter  of  personal  skill  on  the  part  of  the 
pilot.  No  particulars  are  available  of  the  other  German 
machines  entered  this  year,  but  in  a  subsequent  issue  we  hope 
to  be  able  to  publish  illustrations  and  particulars. 

The  French  machines  show  a  great  deal  of  originality,  but, 
as  was  the  case  with  last  year’s  German  competition,  the 
freaks  do  not  appear  to  have  done  very  much,  the  majority 
of  the  successes  having  gone  to  machines  of  more  or  less 
orthodox  design.  Thus  the  Farnian  gliders  entered  are 
simply  the  Fartnan  11  Sport"  and  the  Farnian  "Mosquito,” 
with  engine  removed  and  the  pilot  placed  farther  forward  so 
as  to  balance  the  machine.  The  flight  by  Bossoutrot  of 
five  minutes  was  made  on  the  "  Mosquito,"  a  small  monoplane. 
The  Clement  triplane  has  been  shown  at  the  Paris  Salon 
both  as  a  power-driven  machine  and  as  a  glider 

The  machine  flown  by  Chardon  (Swiss)  is  a  biplane  without 
under-carriage,  and  the  pilot  sits  on  a  strap  suspended  from 
the  lower  plane.  To  get  into  the  air  lie  runs  down  the  hill, 
much  as  did  Lilienthal  in  his  pioneer  experiments  many 

<$>  <$> 


years  ago.  Control  is  mainly  a  matter  of  dexterity  on  the 
part  of  the  pilot. 

The  American  glider  is  a  monoplane,  with  the  tail  carried 
on  an  open  girder.  Jt  was  designed  and  built  by  the  Aero 
nautical  Engineering  Society,  and  in  the  competitions  it  was 
piloted  by  Mr.  Allen.  In  the  earlier  part  of  the  meeting  this 
machine  held  the  lead  as  regards  total  duration,  but  during 
the  later  stages  was  outdistanced  by  other  competitors, 
notably  Chardon  on  the  Swiss  glider,  and,  most,  recently, 
by  the  Farnian  "  Sport  "  and  Farman  "  Moustique." 

At  the  moment  of  going  to  press  the  position  of  competitors, 
as  regards  total  duration,  is  as  follows  :  1st,  Farrnan  "  Sport  " 
(Bossoutrot  and  Paulhan)  (48  mins.  5  secs,)  ;  2nd,  Farman 
"  Moustique  "  (Bossoutrot)  (43  mins.  18  secs.)  ;  3rd,  Chardon 
(27  mins.  53  secs.)  ;  4th,  Coupet  (24  mins.  5  secs.)  ;  5th, 
Descamps  (17  mins.  49  secs.)  ;  6th,  Douehy  (14  mins.  12  secs.) ; 
7th,  Allen  (12  mins.  27  secs.). 

The  prize  awards  are  as  follows:  Duration,  1,  Farman 
(Bossoutrot),  5  mins,  18  secs. ;  2,  Coupet,  monoplane,  4  mins. 
50  secs.  For  greatest  height  attained  and  slowest  rate  of 
descent  the  position  was  the  same,  with  Bossoutrot  first  and 
Coupet  second, 
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LONDON  TERMINAL  AERODROME 


Monday,  August  21,  1922. 

The  outstanding  event  of  the  week  is  the  closing  down  of 
their  entire  goods  service  by  the  Instone  Air  Line,  From 
today  onwards  they  are  concentrating  on  passengers  to  the 
exclusion  of  goods.  Their  new  goods’  office  on  the  aero¬ 
drome,  which  was  only  built  at  the  beginning  of  this  season, 
is  now  being  demolished  together  with  their  original  office 
at  the  back  of  it,  and  which  has,  for  the  past  year,  been  the 
pilots’  room  ;  and  the  firm  are  vacating  this  plot  entirely. 
The  staff  s  and  cars  for  the  collection  and  distribution  of  goods 
in  London,  Paris  and  Brussels  are  being  disbanded  :  in  fact, 
so  thoroughly  are  they  closing  down  the  goods’  business  that 
they  are  giving  up  the  air  parcels'  post. 

Major  Greer  has  quickly  discovered  what  has  been  common 
knowledge  to  those  studying  air  transport,  and  this  is  that 
the  parcels’  service  does  not  pay  for  the  vans  used  in  collecting 
and  delivering  the  goods  between  the  aerodrome  and  the 
towns.  In  fact,  without  making  the  slightest  alteration  to 
the  existing  air  services,  and  with  machines  carrying  less  load, 
there  will  be  an  actual  saving.  The  Daimler  Airway  recog¬ 
nised  this  from  the  start,  and  have  refused  to  carry  goods 
that  needed  collecting  and  delivering  except  under  specially 
favourable  circumstances. 

All  this  does  not  mean  that  goods  will  never  pay  by  air. 
If  there  were  a  big  bulk  of  large  consignments,  then  it  would 
be  a  proposition  worth  considering,  but  with  the  present 
numerous  small  parcels,  each  weighing  only  a  few  pounds, 
which  have  to  be  delivered  by  motor-van  to  every  corner  of 
London,  involving  the  vans  in  perhaps  a  journey  of  10  to 
20  miles  to  deliver  a  parcel  on  which  the  entire  freight  is 
perhaps  a  couple  of  shillings,  the  situation  is  ridiculous. 

Record  Week  for  Passengers 

As  many  as  741  passengers  have  departed  from,  or  arrived 
at,  the  air-station  during  the  week — which  is  a  record  figure. 
The  flow  of  returning  holiday  traffic  has  now  set  in  from  the 
continent. 

The  first  of  the  long-expected  Rolls-Fokker  monoplanes 
arrived  during  the  week  from  Amsterdam,  piloted  by  Mr. 
Hofstra.  The  passenger-cabin  is  rather  larger  than  in  the 
Puma-engined  machine,  and  has  seating  accommodation  for 
six  passengers.  Wicker  seats  are  provided  instead  of  the 
elaborately  upholstered  heavy  seats  in  the  original  Fokkers. 
A  large  goods  compartment  is  provided  at  the  back  of,  and 
separate  from,  the  cabin.  The  pilot  sits  on  the  opposite  side 
•of  the  engine  to  his  position  in  the  Puma-Fokker,  and  conforms 
in  this  respect  to  the  suggestions  made  at  the  meetings  of 
pilots  for  prevention  of  collisions  in  the  air,  enabling  the 
pilot  to  keep  to  the  right  of  the  airway,  and  have  a  clear  view 
of  landmarks  aud  approaching  machines. 

Both  goods  and  passengers  on  the  K.L.M.  are  on  the 
increase.  The  goods  traffic  by  this  line  has  the  advantage 
of  being  chiefly  large  parcels  which  allow  of  economy  in  road 
transport,  while,  although  there  is  such  a  volume  of  goods, 
the  prices  charged  are  as  much  as  four  times  those  charged 
on  the  London-Paris  service. 

I  hear  that  the  Messageries  Adriennes  are  to  take  over  the 
plot  vacated  by  the  Instone  Air  Line  and  erect  offices  on  it. 
They  have  been  attempting  for  some  time  to  get  an  office  on 
the  aerodrome  "  Broadway  "  as  their  present  office  is  hidden 
away  and  somewhat  difficult  to  find. 


Jockey’s  Use  of  Aeroplane  ”  Taxis  ” 

Steve  Donoghue,  the  jockey,  has  been  using  the  various 
"  air  taxis  ’’  of  the  Surrey  Flying  Services,  and  the  De  Havil- 
land  Hire  Service,  to  be  "in  two  places  at  once"  during 
the  week.  On  Wednesday  afternoon  Capt.  Muir,  in  one 
of  the  Surrey  Flying  Services’  Avros,  flew  to  Leicester, 
alighting  actually  on  the  race-course,  and  fetched  E>onoghue 
to  Croydon.  Here  he  embarked  on  a  D.H.16  which  had 
just  arrived  from  Ostend  with  four  passengers  and  was 
returning  empty  to  I.ympne.  At  Lympne  a  D.H.p  used  on 
the  De  Havilland  newspaper  service  from  Lympne  to  Ostend 
took  him  to  Deauville,  returning  early  the  next  morning  in 
time  for  the  newspaper  service.  On  Thursday  night  Capt 
Muir  left  for  St.  Tnglevert,  and,  after  remaining  there  the 
night,  flew  on  to  Deauville  and,  picking  up  Donoghue, 
brought  him  back  to  Hurst  Park  on  Friday  morning. 
Donoghue  was  again  attempting  to  fly  to  Deauville  and  back 
in  the  early  hours  of  Saturday  to  ride  in  trial  there  and 
still  be  back  in  time  to  ride  at  Hurst  Park  in  the  afternoon. 
There  was,  however,  no  machine  available,  but,  as  ho  had  to 
ride  at  Deauville  once  again  on  Sunday,  he  left  Croydon 
on  a  De  Havilland  9  at  5.30  p.m.  for  that  place. 

The  Surrey  Flying  Services  met  with  misfortune  during 
the  week.  Capt.  Muir  was  flying  their  Renault-Avro  with 
two  passengers  who  wished  to  go  by  air  to  Ostend.  Just 
after  he  had  left  the  ground,  however,  his  engine  failed, 
and  he  was  compelled  to  land  in  the  cornfield  on  the  side 
of  the  aerodrome.  He  alighted  all  right,  but,  owing  to  the 
fact  that  he  was  landing  down-wind,  and  therefore  moving 
rather  fast,  the  corn  checked  the  machine  too  rapidly,  and 
it  went  over  on  its  nose.  The  passengers  were  not  in  the 
least  dismayed,  and  embarked  again  on  a  Clerget-Avro  and 
completed  their  journey  "  O.K."  As  a  result  of  this  accident, 
however,  the  Surrey  Flying  Services  bad  only  one  machine 
available  for  joy-rides  this  week-end,  which,  of  course,  would 
be,  under  such  circumstances,  fine. 

Air  Traffic  Control  from  the  Tower 

At  last  the  various  aerodrome  controls  are  getting  in  their 
proper  place — that  is,  in  the  control-tower.  The  man  who 
waves  the  red  flag  which  gives  pilots  permission  to  take  off 
is  now  situated  on  the  balcony  of  the  tower,  while,  there  is  a 
wireless  operator  in  the  tower  itself.  A  field-telephone 
connects  the  tower  with  the  duty  office,  and  a  wonderful 
Heath  Robinson  message -hoist  has  been  constructed,  appar¬ 
ently  out  of  bits  of  old  wire,  a  mustard-tin  and  a  couple  of  old 
pulleys,  to  convey  weather-reports  up  to  the  wireless  operator 
without  the  fatigue  of  climbing  up  the  tower  steps  each  time. 

The  arrangements  for  saving  road  transport  made  by  the 
Instone  Company  are  working  quite  smoothly.  They  time 
their  services  to  and  from  Paris  and  Brussels  to  leave  and 
arrive  at  Croydon  together,  with  the  result  that,  in  many 
cases,  only  one  car  is  needed  for  both  services.  At  present 
their  machines  leave  for  both  Paris  and  Brussels  at  10.30  a.m. 
and  4  p.m. 

On  Sunday  two  special  newspaper  photographers  went  over 
to  Paris  to  obtain  photographs  of  the  Olympic  sports  there, 
and  the  Daimler  Airway  obligingly  arranged  that  a  special 
machine  which  was  running  to  cope  with  the  rush  of  pas¬ 
sengers  from  the  other  side  should  not  leave  until  5.30  p.m.» 
to  give  them  an  opportunity  of  getting  back  to  London  with 
a  full  set  of  pictures. 
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The 

AVRO 

VIPER 

Type  552 

Engine  rWolseley  Viper, 
180  h.p. 


THE  AVRO  VIPER  is  without 
doubt  the  machine  “  par  ex¬ 
cellence  for  training  purposes. 
It  is  an  alternative,  for  those  who 
do  not  favour  the  rotary  type  of 
engine,  to  the  world-famous  AVRO 
Type  504K,  and  is  being  operated  with 
great  success  by  a  number  of  Foreign 
Governments. 

This  machine  is  supplied  either  as 
a  seaplane  or  a  land  machine  ;  complete 
dual  control  is  fitted  which  can  be 
either  of  the  stick  or  wheel  type. 

The  AVRO  VIPER  possesses  the 
essential  factors  of  safety  and  efficiency, 
which  have  made  AVRO  machines  the 
standard  of  the  world. 

are  prepared  to  design  and  construct 
aeroplanes  and  seaplanes  for  any  parti¬ 
cular  purpose  and  place  our  unrivalled 
experience  at  the  disposal  of  -our  clients. 

A.  V.  ROE  &  CO.,  LTD., 

Avro  Work*,  Newton  Heath,  Manchester. 

London  Office:  Experimental  Works : 

166,  Piccadilly,  IV.  1.  Hamble,  Southampton. 
Australian  Agents: 

The  Australian  Aircraft  and  Engineering  Co.,  Limited 
Union  House,  247,  George  St.,  Sydney,  N.S.W.,  Australia! 


When  communicating  with  advertiser*,  mention  of  " Flight "  will  ensure  special  attention. 
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' t¥AM*l  AMES  *  a*/i  rot 

GEORGE  •  PARNALL  &  C2 

PROPRIETOR  GEORGE  G  paRnAU. 


Designers  and  Manufacturers  of  all  types  of  Modern  Aircraft. 


A  Deck- Flying 
Amphibian  Biplane 
THE 

PARNALL 

“PUFFIN” 

is  here  shown  as  an 
example  of  Parnall 
design  and  construction. 


Any  type  of  sea-going  or  land- 
going  aeroplane  can  be 
supplied  or  designed  for  any 
purpose. 


COLISEUM  WORKS,  PARK  ROW,  BRISTOL. 


FACTORIES  PARK  ROW,  BRISTOL,  AND  FEEDER  ROAD,  BRISTOL. 
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Pre-War  Prices. 

Luminous  ...  £3  3  0 

Non-Luminous  £3  0  0 


The  “  Military  v 
Watch. 


The  famous  “Military"  Watch, 
now  available  at  pre-war  prices,  is 
contained  in  a  one-piece  solid  silver 
screw  case  that  is  dust  and  damp- 
proof.  This  watch  is  of  guaranteed 
reliability,  designed  to  withstand  all 
conditions  of  hard  wear  and  is  in¬ 
dispensable  to  all  to  whom  an 
accurate  time-keeper  is  essential. 

A  fully  illustrated  catalogue  of 
Watch  Bracelets  sent  post  free 
on  request. 


The  Goldsmiths  &  SilVersmilhs  Company  P'.1 

With  vJfuch  a  incorporated  'the  Goldsmiths  jd.tUa.-icc  11?  ust?  nst  '' 

Only  one  address.  No  Branches. 

1  1 2,  Regent  Street,  London,  W.  1 . 


When  communicating  with  advertisers,  mention  of  “Flight  ”  will  ensure  special  attention. 
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GORDON-BENNETT  BALLOON  RACE 

Demuyter  Declared  the  Winner 


After  a  good  deal  of  Controversy,  owing  to  the  fact;  that  he 
alighted  from  his  balloon,  which  then  ascended  again,  the 
Belgian  aeronaut  Demuyter  has  been  declared  the  winner 
ot  the  Gordon-Bennett  Balloon  Race,  which  started  from 
( icneva  on  August  6.  Jt  was  at  first  thought  that  Demuyter 
had  been  disqualified  through  his  balloon  escaping,  but  the 


The  Gordon  Bennett  race  was  not  devoid  of  excitement, 
some  of  the  competitors  being  fired  at  by  local  militia, 
evidently  taking  the  balloons  for  hostile  aircraft.  Othe  rs  had 
t  u.ir  guide  rope  cut  and  lost  their  balloon,  while  they  them¬ 
selves  were  hauled  to  the  nearest  police-station,  where  it  took 
several  hours  to  convince  the  authorities  of  their  innocence. 
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1  G0Rr)0rS''B^N,SfI'-TT  BALLOON  RACE  :  Sketch  map  of  the  landing  places.  The  words  in  capitals 
are  the  names  of  the  towns  where  alightings  were  made.  Following  them  are  the  names  of  the  pilots,  and,  in 

brackets,  the  nationalities. 


insti umeuts  and  log-book  of  the  balloon  have  now  been 
examined,  and  the  distance  Covered,  reckoned  to  the  point  of 
alighting,  lias  been  accepted.  This  is  approximately  S70 
miles  from  Geneva.  Second  appears  to  be  the  American 
Honeywell,  and  third  Bienaime. 


I  he  routes  followed  by  the  various  competitors  are 
shown  in  the  accompanying  map,  as  are  also  the  points  where 
they  alighted  In  the  photograph,  for  which  we  are  indebted 
to  Le  Mir, lit  dcs  Sports,  are  .seen  the  aeronauts  winning  first 
second  and  third  places  in  the  race. 


FIRST,  SECOND  AND  THIRD  IN  THE  GORDON-BENNETT  BALLOON  RACE  :  1,  Demuyter  at  the  start  of 
his  balloon,  Belgica.  He  covered  a  distance  of  approximately  870  miles.  2,  The  American  representative, 
Honeywell,  whose  distance  was  660  miles.  3,  The  French  aeronaut  Bienaime,  who  covered  a  distance  of 

575  miles. 
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AIR  MAIL  SERVICES  TO  INDIA 


In  our  issue  of  last  week  we  published  a  review  of  the  first 
report  of  the  Civil  Aviation  Advisory  Board  on  the  practica¬ 
bility  of  Air  mail  services  to  India.  Three  mam  rou 
were  it  will  be  remembered,  considered  by  the  C.A.A.B 
of  which  one.  the  seaplane  route  from  Southampton  via 
Cherbourg,  Bordeaux,  Sardinia,  Malta  and  Crete  to  Alexan¬ 
dria,  was  considered  too  long  (2,650  miles)  for  practical 
comparison  with  the  other  routes  sugges  ec  . 

Tn  order  to  assist  in  forming  a  mental  picture  of  the  various 
routes  and  stages  involved,  we  have  prepared  a  sketch  map 
of  the  routes  considered,  from  which  the  countries  traversed 
and  the  landing-places  suggested  may  be  readliy  locatech 

Taking  first  the  overland  route  via  Constantinople,  the 
landing  grounds  and  length  of  stages  are  as  follows 


London — 

Brussels 

Frankfort 

Nuremburg  . . 

Vienna 

Budapest 

Bucharest 

Constantinople 


Miles. 
200 
200 
1 10 
270 

150 

39° 

280 

1  600 


(ii)  Brindisi — 

Patras  Harbour,  Greece 
Suda  Bay,  Crete 
Alexandria 


Miles. 

270 

260 

480 

1,010 


This  route  gives  a  total  mileage  from  London  to  Alexandria 

°fFrom  ^gypt  onwards  the  R.A.F.  route  from  Cairo  to 
Baghdad  would  be  used.  This  is  as  follows,  the  intermediate 
landing-grounds  being  inset  — 

Cairo  (Heliopolis)— 

Ramleh 
Amman 
Ramadi 
Baghdad 

833 

The  mails  would  be  picked  up,  not  at  Cairo,  but  at  Port 

Said  or  Alexandria.  .  ~  . 

A  third  route,  via  Alexandretta  (Iskanderun)  in  b>iia 
will,  the  report  states,  come  into  prominence  if  the  French 
nrnnosed  route  from  Paris  via  Italy  and  Greece  to  Alexandna 


3°3 

530 


Constantinople — 
Eskisher 
Konia  . . 
Adana 
Ain tab 
I'rfa 
Mardin 
Mosul  .  . 

Tekrit 

Samara 

Baghdad 


205 


375 


255 


220 


i,i45 


In  above  table  inset  names  indicate  intermediate  landing- 
grounds  which  would  not  necessarily  be  used  on  every  trip, 
but  are  more  in  the  nature  of  emergency  landing-grounds. 

The  second  route  considered  is  by  aeroplane  from  London 
to  Brindisi,  and  by  seaplane  from  Brindisi  to  Alexandna. 
The  stages  on  this  route  would  be  as  follows  • 

(i)  London — 

Paris  . . 

Lyons  . . 

Marseilles 
St.  Raphael 
Pisa 
Naples 
Brindisi 


Miles. 

200 

245 

170 

70 

185 

285 

200 


matures  :  the  British  route  from  there  would  link  up 
with  the  route  outlined  above,  either  at  Adana  or  Am  tab. 

Whichever  route  is  followed,  the  Baghdad  to  Karachi 
section  is  a  necessary  link  in  the  chain.  One  route  suggestet 
is  along  the  Persian  side  of  the  Persian  Gulf.  This  would 
probably  be  as  follows  - 

Baghdad — 

Basra  . . 

Bushire 


Bandar  Abbas 
C  hah  bar 
Karachi 


Miles. 

290 

230 

400 

330 

400 


1,650 


1  355 


An  alternative  route  would  be  along  the  Arabian  shore  of 
the  Persian  Gulf,  but  the  report  states  that  this  is  unlikely 
to  be  opened  for  service  purposes  in  the  near  future. 

The  C  A.A.B.  have  assumed  provisionally  that  a  feeder 
line  operated  with  seaplanes,  must  be  established  from 
Karachi  to  Bombay.  The  stages  for  this  section  would 
probably  be  Karachi-Rajkote  (290  miles),  Rajkote-Bombay 

(260  miles)  ;  total,  55°  miles.  t  .  _  ,  .  , 

It  will  be  seen  that  the  London-Constantinople- Baghdad 
route  is  the  shortest  of  those  considered,  but  the  report  points 
out  that,  until  conditions  in  Turkey  in  Asia  have  settled  dov 
there  are  difficulties,  apart  from  physical  ones,  to  be  overcome 
and  that  whether  or  not  this  route  is  practicable  remains  to 
be  determined. 
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THE  RACE  FOR  THE  KING’S  CUP 


Commander  H.  B.  Perrin,  Secretary  of  the  Royal  Aero 
Uub,  has  been  touring  the  north,  making  arrangements  for 

start 11  frorrf  W  "S  ^  ”C*  f°r  the  KinS’9  Cap.  which  will 
start  from  W addon  aerodrome  on  Friday,  September  8th 

aaim.  'rn!ltnry  difficulties,  especially  at  Newcastle,  the 
arrangements  have  now  been  completed,  and  we  are  able  to 

announce  that  the  route  will  be  as  follows  : _ 

Waddon  (start). 

Birmingham  (Castle  Bromwich). 

Newcastle  (Town  Moor). 

Glasgow  (Renfrew). 

Manchester  (Alexandra  Park), 

Bristol  (Filton). 

Waddon  (finish). 

There  will  be  compulsory  stops  of  one  hour  at  each  turning 
point  and  Friday  night  will  be  spent  at  Renfrew.  Further 
details  will  be  announced  shortly. 

In  the  meantime  entries  arc,  we  understand,  beginning  to 
come  in,  and  tt  is  expected  that  quite  a  good  “  field  ”  will 
assemble  at  Waddon  on  September  8. 


List  of  Turning- Points 


handsome  Cup  presented  by  His  Majesty  the 
King  has  been  on  view  in  the  Air  Ministry  window  in  the 

aren't  yLLdfnngft1,e  last  week  or  so'  and  has  attracted  very 
£*at  attention  from  passers-by.  The  Cup,  which  has  been 

,()  inS  ’yinMlPI511?  /l0d  )Vebb'  weighs  over  200  ozs„  is  about 
~  Roval  Ca7ieS,  the  Allowing  inscription: 

Y  ,  ,  ro  f-'ub  Circuit  of  Britain  Race,  1922.  Cud 
presented  by  King  George  V."  •  P 

As  will  be  seen  from  the  accompanying  photographs  the 
t  up  is  an  extremely  beautiful  one,  and  His  Majesty's  gracious 
*n  presenting  it  will  be  greatly  appreciated  not  Sv  by 
those  directly  interested  in  aviation,  but  by  all  who  realise 

now  "Jests  Whth  m  °m  “r  P°wer  °f  sPortb>g  aviation.  It 
thJt  us  (the  aviation  community)  to  see  to  it 

.  .,  ‘'1  (°  entries  is  a  thoroughly  representative  one 

bestowed17  °  he  h°nOUr  Whk'h  HiS  Maiest>'  bas  80  onerously 

Ihe  closing  date  for  entries  is  August  28,  and  'there 

That  date"0  agai"St  Spedal  late  >es,  [after 


<$> 


<$> 


Air  Defence  of  London  .  c  ^ 

The  War  Office  announces  that  arrangements  are  new  Swedish  Duration  Record 
practically  Complete  for  the  raising  of  the  Roval  Artillery  liH-ie  1 N  Ju  y  ^3  the  Swedish  pilot  Lieut.  Ljungdahl  estab- 
and  Royal  Engineers  Anti-Aircraft  units  and  \he  SignaH  Si?*’  Swedish  duration  record  by  flying  frL  6.32  a.m. 
Company  of  the  two  London  Air  Defence  Brigades  which  p  m  ’ a,peilod  of  r4  krs.  10  mins.  He  is  estimated  to 

s&ssrs  •zr.znsvj?* «  Jsss1  dun,,g  that  period  *  “  °f 


V,  ^  Aciuwjiidi  Army,  and  to  be  known 

provisionally  as  the  2nd  and  3rd  London  Air  Defence 
Brigades.  Recruiting  will  be  opened  shortly.  Meantime 

application*^1  t0  T  Vj6  “eW  formatlon8  should  make 
nS^!t^t,thv5  Air  Defence 


an.„n  utLAirC.ra.ft,  Sl?"al  Company.  and  up  the  west  coast.  Kirkenes,  on  the  boundary  between 


A  Seaplane  Flight  Around  Norway 

Liit^w  M  ?0rwegi\n  , aviators.  Lieuts.  Riiser-Larsen  and 
crTst  Tf  JN,  m’  °n  L  H  fcomPleted  a  flight  around  the 
F^nrH  f  A  y'  StTar,tmg  from  Horten'  in  the  Christiania 
mrc,  *  >  a'm  Pn  Jldy  J2,  each  on  a  Hansa-Brandenburg 
monoplane,  they  flew  down  the  finrrf  amun/i  - § 


Defence  «-  unde,  * 

City'  of  London  Paris-M^  2  hrs.  18  mins. 

Air-Commodore  Higgins  and  Air-Commodore  CharHon  aeroplanes  of  thA-Jth' Regimenal  tile  (french  .iir  'k  /'* 
from  No  Ter '  °  Air-Commodore  T.  C.  E.  H,gsi„s,  C.M.g”  under  the  command*  Ueui  Bastide  from  Paris  to  S' 
'■  °-  7  Group  Headquarters  (Inland  AreM  ^  a;,  a  distance  of  342  miles,  in  2  hrs.  18  mins.  Leaving  Le  BoTSet 

at  3.44  a.m  .  the  ’r>lanp«  _a_  o  .  b 


i - V  '“ss1115  Air-commodore  Charlton 

I  he  transfer  of  Air-Commodore  T.  C.  R.  Higgins  C  M  G 

7  Gr°Up  Headquarters  (Inland  Area)  to  the  Air 

Dut  SrywnT  apPom4ment  as  Director  of  Training  and  Staff 
unities,  was  officially  announced  on  August  18  to  date 

CM?-  n  tfa  Air-Commodore  L.  E.  O  *  Charlton  C  B 

Headquarfrfs '  apP0,"*ed  *°  command  No.  7  Group 
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-  tomins.  weaving 

at  5.4-,  a.m  ,  the  planes  landed  at  Mainz  at  8.3. 

Brussels  Air  Mail 

n Postmaster-General  announces  that  the  air  parcel- 
Jwgust  M  "dOD  t0  Brussels  is  suspended  as  from 
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THE  HANRIOT  TWO-SEATER  FIGHTER,  TYPE  H.  15 

An  Interesting  French  All-Metal  Machine 


Ai  the  last  Paris  Aero  Show  there  was  exhibited  on  the 
Hanriot  .stand  a  very  business-like  racing  monoplane,  with 
cantilever  wings,  remarkable  for  its  aerodynamic  cleanness 
of  design  no  less  than  on  account  of  its  all-metal  construction. 
Certain  of  its  details  were  not,  perhaps,  all  that  they  might 
have  been,  but,  generally  speaking,  the  machine,  which 
had  been  designed  for  last  year’s  Coupe  Deutsch,  was  one 
of  very  considerable  interest.  The  racer  was  not  finished 
iu  time  to  take  part  in  the  race,  and  we  have  not  up  to  the 
present  heard  of  it  being  tested  in  flight.  However  that 


unusual  wing  bracing,  while  some  of  the  wing  details  arc 
shown  in  the  sketches.  The  fuselage  construction  consists 
of  tubular  longerons  with  triangular  bracing,  also  of  tubular 
construction.  The  front  portion  of  the  fuselage  is  covered 
with  aluminium,  but  fabric  is  used  from  the  pilot’s  cockpit 
to  the  stern  post. 

Wing  Construction 

Apart  from  the  fact  that  it  is  fitted  with  a  supercharger, 
the  Hanriot  15  is  chiefly  interesting  on  account  of  the  all- 
metal  wing  design,  the  fuselage  construction  showing  fewei 


The  New  Hanriot  All-Metal  Two-Seater  Fighter. 


may  be,  the  Hanriot  Works  are  carrying  on  with  all-metal 
construction,  and  one  of  the  latest  to  issue  from  the  works 
for  flying  tests  is  the  type  H.i5,  for  the  illustrations  and 
characteristics  t»f  which  we  are  indebted  to  our  excellent 
French  contemporary  V  Aeronauiique. 

Designed  for  the  Section  Technique,  the  Hanriot  15  is 
an  all-metal  two-seater  tighter  of  unorthodox  design.  The 
power  plant  is  a  300  h.p.  Hispano-Suiza,  and  a  Rateau  super¬ 
charger  is  fitted,  as  the  machine  is  intended  to  operate  at 
great  altitudes.  As  to  how  far  the  estimated  performance 
will  be  realised,  no  information  is  as  yet  available.  In 
the  meantime,  it  is  of  interest  to  note  that  the  calculated 


points  of  interest.  From  the  accompanying  sketches,  it 
will  be  seen  that  each  wing  has  one  main  spar  only,  but  that 
this  single  spar  is  reinforced  against  torsion  by  two  tubular 
auxiliary  spars.  The  latter  do  not  appear  to  be  intended 
to  take  any  part  of  the  bending  stresses  The  main  spar 
is  of  Duralumin,  apparently  of  box  section,  terminating  at  the 
tip  in  a  wooden  end  piece  so  as  to  avoid  shaping  the  Duralumin 
box.  The  wing  section  is  deep,  so  as  to  allow  of  a  good  spar 
depth,  but  apparent!}'  the  wing  does  not  taper  either  in  chord 
or  thickness.  The  auxiliary  spars  arc  in  the  form  of  Duralumin 
tubes,  and  bolted  to  them,  and  passing  through  the  main  spar, 
are  the  tubular  compression  struts  of  the  internal  drag 


THE  HANRIOT  TYPE  H.  15  :  Some  constructional  details.  In  the  drawing  on  the  left,  1  and  2  are  the  top 
longerons  of  the  fuselage  ;  3  and  4,  centre-section  struts  ;  5  and  6,  sloping  struts  to  lower  plane  :  7,  horizontal  strut 
in  top  of  fuselage.  In  the  right-hand  sketch,  1  is  the  Duralumin  box  spar  ;  2,  wooden  end  piece  of  spar  ;  1,  front 
auxiliary  spar  ;  4,  rear  auxiliary  spar  ;  5,  aileron  spar  ;  6,  tubular  leading  edge  ;  7,  rib  flange  (tubular)  ;  8,  rib 
trellis  ;  9,  gusset  plate,  securing  ribs  to  spar  ;  10,  aileron  rib  ;  11,  aileron  crank  ;  12,  tubular  wing  tip. 


speed  at  the  height  at  which  the  H.15  is  intended  to  operate 
(23,000  ft.)  is  143  m.p.h.  The  theoretical  ceiling  (on  the 
assumption  that  the  supercharger  wmrks  perfectly)  is  33,600  ft., 
and  it  is  estimated  that  the  climb  to  23,000  it.  will  be 
accomplished  in  25  minutes.  It  will  thus  be  seen  that, 
assuming  the  estimated  performance  to  be  attained,  the 
Hanriot  15  should  be  a  very  useful  machine  for  military 
purpovses. 

As  regards  general  design  and  detail  construction,  the 
former  is  shown  by  the  accompanying  photograph  to  be 
a  considerable  departure  from  orthodox  lines,  with  its  very 


bracing.  The  ribs  are  built  up  of  Duralumin  tubing,  this 
material  being  used  both  for  flanges  and  triangulated  webs, 
as  shown  in  the  sketch. 

The  wing  bracing  is  unusual  in  that  the  single  struts 
are  arranged  to  act  as  lift  and  anti-lift  members  at  the  same 
time.  From  a  short  distance  out.  on  the  lower  plane  a  strut 
runs  to  the  top  longeron  of  the  fuselage,  while  another  strut 
slopes  outward  and  upward  to  the  top  plane.  The  outer 
end  of  the  lower  plane  is  supported  by  a  sloping  strut  running 
to  the  top  centre  section,  crossing  the  lift  strut  en  route. 
To  reduce  the  bending  moment  on  the  fairly  long  bay  in 
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t  top  plane  a  wire  is  taken  from  the  point  where  the  main 
point  on°the to  th*  top  spar!  while'  from  Z  “ami 
oUhept81™18  a°  eXternal  dra*  runs  to  the  nose 

bv^neans'ofThP^  theKouter  P°rtion  of  thr*  wings  is  adjusted 
\  £eans  of  the  members  running  from  the  auxiliary  spars 

s  r„t,  ,mt-  *»  «*><•  obliquity  of  thS 

i  rnt  r  f  be  imagined  that  considerable  stress  would 
pressure  SparS  and  ribs  with  travel  of  the  centre  of 

1  d»£lh55ed  Writh  the  tendency  in  British  design  towards 

on  ea?h  ttV  ?®fts.and  relatively  small  factors  of  safety 
on  each,  the  Hannot  wing  bracing  is  interesting  as  an  example 


i  f  entiles  list  lor  the  Coupe  Deutsch  race,  which  is  to  be 
flown  over  the  \  1  Uccsauvage-1  a Marmogne course, near  Ktampes, 
on  wcjitcmber  jo,  has  now  been  closed,  and  we  regret  that 

0,rf r  ?  n?achine-  the  *'  Mars  i  ”  of  the  Gloucestershire 
\  net  aft  to.,  has  been  entered.  Tlie  race  is  undoubtedly  the 
most  important  international  speed  race  in  Europe,  and  it 
had  been  hoped  that  the  Bristol  monoplane  racer  with  Bristol 
Jupiter  engine  would  be  entered.  This,  it  now  appears 
ha,  not  been  found  possible,  owing  to  the  difficulties  of  getting 
Mich  a  fast  machine  tuned  up  in  time,  and  the  task  of  repre¬ 
senting  Great  Britain  will  thus  rest  entirely  with  Mr.  I  H. 
James.  | hat  he  will  be  matched  against 'some  formidable* 
projectiles  goes  without  saying,  but  the  "  Mars  I  ”  has  been 
considerably  cleaned  up  of  late,  and  James  should  be  in  a 
position  to  put  up  a  creditable  fight  for  the  Coupe  Deutsch. 
Italy  ha-,  entered  one  machine,  the  Fiat,  flown  by  Brack  Papa. 

Hits  machine  has  a  7°°  b  P  Fiat  engine,  and  will  thus  easily 
be  the  most  powerful  in  the  race. 

h  ranee  has  entered  no  less  than  six  machines,  and  as  each 
country  is  only  allowed  to  enter  three  machines  in  the  race 
eliminating  trials  will  have  to  be  held,  The  six  French 
machines,  pilots  and  engines  are:  Jean  Casale  (type  Casale) 
Blinot  with  400  h.p.  Lorraine  engine  ;  Nieuport-Delage 
biplane  320  h.p.  1 1 ispano-Sij iza,  to  be  flown  by  La.sne  or 
Berthe! in  ;  two  Nieuport-Delage  "  Scsquiplans,”  320  h.p. 
Hispanw  buua  ongincH,  to  be  flown  by  La.sne  and  Sadi 
'  Uadon  '’^implex  "  monoplane,  3-20  h.p.  Hispano- 
Sln?a-  bc  f'°"'n  by  Cant  vet ;  and  one  machine,  type  and 
engine  not  stated,  to  be  flown  by  Nungesser. 

•  if":  Xlt-yport-nelage  biplane  is  the  old  type  which  is 
already  well  known.  The  ‘  Scsquiplans  ’*  will  probably  be 


H  H  H  a 

THE  COUPE  DEUTSCH 

Only  One  British  Representative 


of  necesSt  '^thod  :  as  few  parts  as  possible,  and  these 
Shot  nf  one  -f iiy  strossed-  Jt  would  appear  that  a  lucky 
endanger  the  Jr  ^'  "’a.n  inter-plane  struts  might  seriously 

Sin  one  ^  ^  the  wing  structure,  as  might  also  l 

u-f  m  °ne  of  thc  sin§,e  main  spars  6 

WthTa10  'ha;faCtCnStlCfof  the  Harriot  1.5  are  as  follows  : 
Height  n'-ft'  in  ■  '  ^ &pan,  35  ft,  Wing  area,  300  sq.  ft. 
Weight  of  fur/  'rf  SfP'  J''  }  ins*  Weight,  empty,  2,300  lbs. 
weight  JJo’n  w-  f  iS0ful  load-  880  ,bs-  Total  loaded 
loadfne  r J  s  n  Ioadin«-  12  ‘ 8  lbs  sq.  ft.  Power 

,,,  Itt  n J i/h;P'  Speed  at  23<000  ft.  (estimated), 

«ii,„s;P33  600  ft  I3-°~  ft-  in  **  Theoreticil 


•similar  to  that  with  which  Kirsch  won  the  Coupe  last  year 
but  with  minor  modifications.  The  BISriot,  type  Casale  is 

believe  that,  £  a  master 
°  t,2'  f  a  Spad-Herbemont,  fitted  with  the  Bristol 

MW«,y  Typt¥Ss  paS“d  thB  rre"ch  Air 

u„£mm.Ia,'(r’nt|n'0n0plane-  type  "Sniplex.-'  is  evidently  an 
outcome  of  the  experiments  which  M.  Canivet  has  been 

™rrw!ufl,OU,U°r,  Mad°n,  °n  taiUess  "“<**”■*•  The  machine 
v 'rh,r  th  xptT,inifnts  wcre  made  was  a  small  biplane 
with  rotary  engine  the  longitudinal  stability  apparently  being 

DuTne  ZZ  W'm&>  after  the  fashion  of  th! 

lift  lr  /  this  system  makes  for  extra  speed  is  a  little 
d  fficuh  to  sec  ;  the  Dunne  certainly  was  not  wildly  fast 

the  Su.PPression  of  the  tail  should  result 

that  fhL  w  in  reS,1Stance*  bllt  't  might  be  expected 

iecLtv  £f;rta?e  W°U,d  bB  md!ified  the  alterations 
necessary  to  the  wings. 

ouTn’titv  awDn  CrVerKfi  hy  Xangesser  is  cluitc  ail  unknown 
eSnaiing  triaL  ™11  be  heard  of  it  in  the 

floln  brRrJrt'/^1  ,is  Probal,ly  thp  same  machine  as  that 

d™nby  ? f  Papa  ,ast  -vear'  P^bly  with  minor  alterations 
wv  way  ot  cleaning  up. 

CuJonFhirj  lr  i0?n  al/fv  j3mCS  is  going  to  have  bis  work 
cut  out,  but  Mr.  Folland  has  not  been  entirely  idle  of  late 

Vk  Il’ay  be.  expected  to  have  sometliing  up  his  sleeve! 

lhc  Aerial  Derby  gave  no  indication  of  the  speed  of 

"  “  Eamcl  ”  was  really  capable,  much  less  of 

Deutsch  d°  Wh<?n  1U  tnm  for  311  event  like  thp  Coupe 


THE  FARMAN  FOUR-ENGINED  NIGHT  BOMBER*  4t  the  ia«t  1.  c  ,  , 

exhibited  on  the  Farman  stand  was  a  large  four-engined  nigh? Umber  [hi  B  N°4  wi°rh  r°  th-  ^V*"^ 
engines  of  400  h.p.  each.  This  machine  has  now  been  flown  M  Bos[mitrotBin  w  il’d;  fourLorrame-Dietrich 
before  the  “  Section  Technique.”  The  B  N  4  weighs  with  full  load  4t  into  the  air  on  August  I, 

Of  seven  Lours-  duraUom  Jn  addif.on  “  “ar^a 

long-range  wireless  outfit,  so  as  to  be  always  in  communication  with  its  base. 
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THE  GOODYEAR  “AC”  NON-RIGID  DIRIGIBLE 


Some  successful  trials  were  carried  out  recently  at  the 
Akron  (Ohio)  Air  Station  of  the  Goodyear  Tyre  and  Rubber 
Co.  with  a  new  type  of  non-rigid  dirigible,  designed  and 
constructed  by  this  firm  for  the  U.S.  Army  Service.  The 
outstanding  features  of  this  dirigible,  which  is  of  medium 
size,  consist  of  the  unit-type  power  plant  and  propeller 
transmission,  the  location  of  the  car  flush  with  the  envelope, 
and  the  somewhat  squat  shape  of  the  latter. 

The  results  obtained  from  the  trials  have  indicated  that 
these  features  —  which  are 
more  or  less  of  an  experi¬ 
mental  nature  —  will  prove 
satisfactory  and  probably 
marki  a  considerable  improve¬ 
ment  in  airship  design.  Not 
only  has  the  squat  shape  of 
the  envelope — the  aspect  ratio 
being  3.6  to  1 — proved  to 
be  remarkably  efficient  and 
stable,  but  it  has  permitted 
a  concentration  of  lift,  and 
enabled  a  considerable  saving 
to  be  effected  in  the  weight 
of  car  suspensions.  With  a 
length  and  diameter  respec¬ 
tively  of  170  ft.  and  48  ft., 
the  volume  of  the  envelope  is 
185,000  cu.  ft. 

The  car  is  of  the  enclosed 
type,  with  two  longitudinal 
sills,  18  ins.  deep,  which  con¬ 
stitute  the  backbone,  or  main 
framework  of  the  structure. 

The  remainder  of  the  car  is 
practically  a  shell  housing  the  crew,  etc.,  and  in  this  way  the 
weight  of  the  car  comes  out  at  about  the  same  as  that  of  an 
ordinary  open  car.  It  is  divided  by  a  soundproof  bulkhead 
into  two  compartments,  one  forward  forming  the  control  and 
navigating  cabin,  and  one  aft  forming  the  engine  room. 

In  the  forward  portion  of  the  pilot's  cabin  is  a  neat  control 
board,  which  carries  practically  every  instrument  that  is 


car,  and  driving  two  airscrews,  one  on  each  side  of  the  car, 
through  a  spiral  bevel  transmission  and  enclosed  propeller 
shafts  which  extend  out  from  the  sides  of  the  car.  The  shafts, 
together  with  reverse  gear,  etc.,  lie  between  the  engines,  and 
the  whole  power  plant  forms  one  complete  unit.  It  is  possible 
for  both  engines  to  drive  one  propeller,  or  for  one  engine  to 
drive  both  propellers.  The  propellers  are  of  large  diameter 
(11  ft.  by  10  ft.  6  ins.  pitch),  and  run  at  about  800  r.p.m. 
(i,6oo  r.p.m.  engine  speed).  The  detail  design  and  produc¬ 
tion  of  the  transmission  were 
accomplished  by  Mr.  J.  Ruse, 
chief  engineer  of  the  Wellman - 
Seaver-M  organ  Co. 

The  fuel  tanks  are  located  in 
the  rear  part  of  the  navigating 
cabin,  in  two  160-gaH.  tanks 
so  constructed  as  to  permit 
them  to  be  used  as  sleeping 
bunks.  All  check  valves,  fuel 
lines,  and  miscellaneous  fit¬ 
tings  are  beneath  the  floor, 
out  of  the  engine  room. 
Below  the  floor  line  and  ex¬ 
tending  the  full  length  of  the 
car,  is  a  duct,  32  ft.  long  and 
20  ins.  wide,  which  is  so 
ventilated  as  to  get  a  con¬ 
stant  flow  of  fresh  air  at  all 
times.  It  is  of  interest  to 
note  that  the  walls  of  the 
engine  room  are  lined  with 
sheet  asbestos.  The  mufflers 
are  of  the  dual  type,  in  which 
a  part  of  the  air  which  is 
delivered  to  the  ballonet  is  circulated  around  the  exhaust 
chamber  and  then  into  the  exhaust  itself,  to  assist  in  silencing 
the  exhaust.  The  air  for  the  ballonet  is  supplied  by  Sirocco 
type  fans,  bolted  directly  to  the  engine  flywheels. 

Water  ballast  is  carried  in  the  floor  of  the  car  immediately 
below  the  navigating  cabin,  wherein  a  dial  is  located  to 
indicate  the  amount  of  water  available  for  ballast. 


THE  GOODYEAR  "  AC  ”  NON-RIGID  DIRIGIBLE 
The  Ship  in  Flight. 


The  Goodyear  "AC”  Non-rigid  Dirigible:  On  the  left,  the  control  in  the  fore-cabin.  On  the  right,  the 

power  plant. 


required  for  successful  airship  navigation.  The  pilot  controls 
the  entire  transmission,  clutches,  reverse,  etc.,  from  the  cabin. 
An  instrument  board  is  also  provided  in  the  engine  room 
whereby  the  engineer  may  read  all  pressures  and  temperatures, 
etc.,  of  the  engines  and  transmission  assembly. 

The  power  plant  consists  of  two  130  h.p.  Aeromarine,  U6D 
engines  placed  end  to  end  in  the  rear  compartment  of  the 


Between  the  envelope  and  the  car  proper  there  is  an  air 
space  of  14  ins.  clearance,  this  being  faired  into  the  envelope 
by  elastic  fabric,  with  openings  at  the  forward  part  of  the 
ship  to  insure  constant  circulation  between  the  envelope  and 
the  roof  of  the  car.  The  possibility  of  hydrogen  gas  getting 
into  the  control  or  engine  compartments  is  thus  eliminated. 
It  should  be  noted  that  the  top  of  the  car  is  made  gas-tight, 
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further  to  guard  against  this  danger,  whilst  the  single  ballonet 
— which  constitutes  30  per  cent,  of  the  ship’s  volume — is 
directly  above  the  car,  thereby  securing  another  layer  of  air 
between  the  bottom  of  the  envelope  and  the  gas. 

All  suspen  sion  cables  run  to  the  floor  of  the  car,  thus 
permitting  veneer  sides  of  ^-in.  thickness  to  be  used.  As 
all  loads  are  concentrated  at‘the  floor  line,  the  surge  of  the 
car  while  in  flight  is  resisted  by  two  lateral  cables  and  four 
longitudinal  cables  attached  to  the  centre  bulkhead.  This, 
in  addition  to  martingales,  which  are  also  attached  to  the  floor 
line,  have  proved  to  be  very  successful  in  overcoming  the  fore 
and  aft  surging  usually  experienced  when  a  car  is  hung  too 
far  away  from  the  envelope.  The  disposable  load  being 
located  directly  under  the  centre  of  volume  of  the  ballonet. 
permits  the  employment  of  a  single  ballonet  without  any 


possibility  of  the  ship  getting  out  of  trim,  irrespective  of  the 
loads  carried  within  the  car. 

The  principal  characteristics  of  the  Goodyear  A.C.  Airship 
are  : — 


Volume 

Length 

Diameter  . .  , .  , , 

Speed  4 . 

Ceiling 

Rate  of  climb 

Rate  of  descent 

Radius  of  action  (full  speed) 

Radius  of  action  (cruising  speed)  . 
Percentage  of  useful  load 
Crew  , .  . .  , , 


185,000  cu.  ft. 

170  ft. 

48  ft. 

65  m.p.h. 

12,000  ft. 

1 ,000  ft.  per  min. 
800  ft.  per  min. 
20  hrs. 

30-40  hrs. 

39 

7 
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THE  DORN1ER  “DRAGON-FLY”  FLYING  BOAT  LANDING 

ON  THE  ICE 


In  our  issue  of  October  20  last  we  gave  a  description 
and  general  arrangement  drawings  of  the  Dornier  all-metal 
"  Dragon-fly”  flying  boat,  fitted  with  a  60  h.p.  Siemens- 
Halskc  engine,  and  this  week  we  supplement  the  aforesaid 
particulars  with  the  accompanying  illustrations,  showing 
one  of  these  handy  little  machines  on  the  ice  at  Lake  Con¬ 
stance.  These  views  were  taken  on  the  occasion  of  some 
interesting  and  successful  experiments  carried  out,  on  the 
Swiss  side  of  the  Lake,  with  the  object  of  demonstrating 
the  capabilities  of  the  machine  in  landing  on,  and  taking  oft 
from,  the  ice. 

There  are  occasions,  in  certain  countries,  where  such  a 
performance  would  be  of  considerable  value  on  commercial 
air  routes,  especially  in  such  localities  where  the  formation 
of  ice  hinders  or  prevents  steamship  communication.  Success¬ 
ful  experiments  have  been  made  in  the  past  with  aeroplanes 
Fitted  with  ski-landing  gear,  but  while  landings  on,  and  take 
offs  from,  snow  or  ice  were  accomplished,  the  machine  was 
unable  to  alight  on  or  take  off  from  anything  else— land  or 


water.  It  is  obvious  that  this  is  an  important  point  where  a 
particular  air  route  presents  both  conditions,  and  it  was  this 
dual  operation  the  Dornier  flying  boat  demonstrated  some 
time  ago. 

On  this  occasion  a  start  was  made  from  the  water  about 
25  miles  from  the  spot  (Lower  Lake)  where  the  landing  on 
ice  was  to  take  place.  The  load  was  450  lbs.,  and  consisted 
of  pilot,  passenger,  and  a  full  load  of  petrol  After  flying 
for  about  18  mins.,  the  machine  arrived  above  the  completely 
frozen  Lower  Lake,  and  made  a  successful  landing  on  the 
lightly  snow-covered  ice  surface.  Following  several  ‘skating  " 
tests  over  the  surface,  with  the  object  of  determining  the 
possibility  of  steering,  etc.,  a  start  was  made  from  the  ice. 
Owing  to  the  very  low  resistance  offered  by  the  ice,  it  took 
only  some  12  to  14  secs,  to  take  off  Several  more  starts 
and  landings  were  made,  alternating  on  snow-covered  ice 
and  on  polished  ice.  Tests  were  also  made  with  the  wind 
abeam  and  from  the  stem.  All  tests  proved  satisfactory, 
and  the  flying  boat  was  not  in  any  way  damaged  or  strained. 


The  Dornier  •'Dragon-fly”  Flying  Boat,  with  which  experiments  were  carried  out  some  time  ago  on  Lake 

Constance  (Switzerland),  in  alighting  on  and  taking  off  from  the  ice. 
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“Daily  Mail”  Prize  for  Gliders 

Just  as  we  are  going  to  press  the  announcement  is  made 
that  the  Daily  Mail  is  offering  a  prize  of  ^1,000.  open  to 
aviators  of  any  nationality,  for  the  longest  flight  made  on  an 
engineless  glider  in  England  (presumably  this  means  Great 
Britain)  during  September.  The  prize  will  be  won  by  the 
competitor  who,  rising  from  a  specified  area,  remains  longest 
in  the  air,  provided  the  flight  occupies  not  less  than  30  minutes. 
A  larger  prize  for  next  year  is  also  announced.  F or  particulars 
apply  to  the  Secretary  of  the  Royal  Aero  Club,  3,  Clifford 
Street,  New  Bond  Street,  London,  W.  r. 

Seaplanes  for  Sweden 

From  Stockholm  it  is  reported  that  the  Swedish  aircraft 
firm  Svenska  Aero  Aktiebolaget  has  just  delivered  to  the 
Swedish  Navy  a  seaplane  which  is  to  be  the  first  of  a  series  of 
10  machines  ordered.  The  new  seaplane  has  been  designed, 
it  is  understood,  by  Herr  Ingenior  Heinkcl,  now  Technical 
Director  of  the  German  Caspar  works.  The  machine  is  very 
similar  in  general  design  to  the  Hansa-Brandenburg  mono¬ 
planes  of  the  War  period,  but  the  detail  construction  is  said 
to  be  a  considerable  improvement.  The  engine  fitted  at 
present  is  a  Maybach,  but  there  is  talk  of  fitting  Siddeley 


0  0 

Pumas  instead,  which  it  is  expected  will  considerably  improve 
the  performance.  The  length  of  the  new  seaplane  is  41  ft.  bins, 
and  the  span  57  ft.  5  ins.  The  wing  area  is  565  sq.  ft.,  and 
the  weight  empty  3,300  lbs.  With  a  useful  load  of  1,430  lbs. 
the  machine  has  a  speed  of  100  to  105  m.p.h.,  and  climbs  to 
3,000  ft.  in  7  minutes.  On  one  occasion  the  useful  load 
was  increased  to  1,870  lbs.,  with  which  the  machine  got  off 
without  great  difficulty. 

London-Lausanne  by  Air 

Messrs.  Thomas  Cook  and  Sons  now  issue  through 
tickets  from  London  to  Lausanne  and  Geneva  by  Daimler 
air-express,  leaving  London  Air  Station  at  5.30  am.  on 
Saturdays.  By  this  service  passengers  will  arrive  in  Paris 
in  time  for  breakfast,  before  leaving  for  Switzerland  on  a 
French  air-express  at  9  a.m.  Lausanne  is  reached  at 
12.30  p.m.  and  Geneva  an  hour  later. 

A  return  flight  will  be  made  each  Monday  from  Geneva  at 
8  a.m.,  London  being  reached  in  the  afternoon.  The  through 
fare  for  the  one-day  journey  is  675  fs. 

An  extension  of  this  service  is  shortly  to  be  opened  between 
Lausanne,  Evian-Ies-Bains  and  Aix-les-Bains. 
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CORRESPONDENCE 

The  Editor  does  not  hold  himself  responsible  Jor  opinions  expressed  by  correspondents.  The  names  and  addresses  of  the  writers , 
not  necessarily  for  publication,  must  tn  all  cases  accompany  letters  intended  for  insertion  in  these  columns. 


THE  R.A.F.  AND  THE  NAW 

[2060]  I  have  read  with  much  interest  the  recent  corres¬ 
pondence  in  regard  to  the  Air  Service,  and  as  an  old  pilot  and 
a  great  believer  in  the  future  of  the  air,  I  venture  to  give  my 
views  : — - 

The  advocates  seem  to  be  divided  into  two  main  classes  : — 

Class  i. — Those  who  wish  to  increase  the  Air  Force  at  the 
expense  of  our  One- Power  Naval  Standard. 

Class  2. — Those  who  wish  to  increase  the  Air  Force  and  at 
the  same  time  keep  up  our  One-Power  Naval  Standard. 

The  advocates  of  Class  1  have  certainly  a  strong  argument 
from  the  point  of  view  of  economy,  but  there  would  appear 
to  be  very  serious  objections  from  other  points  of  view. 
Some  of  these  are  as  follows  : — 

1.  It  does  not  yet  appear  to  have  been  proved  that  the 
aeroplane  has  at  present  definitely  made  the  battleship  useless. 
In  my  opinion  (given  for  what  it  is  worth),  it  will  not  be  proved 
until  the  next  war.  After  all,  the  "  dazzling  constellations  of 
political  talent,"  mentioned  in  the  Daily  Mail  appear  to  be 
supported  by  Lord  Beatty,  whose  opinions  are  worth  at  least 
as  much  as  those  of  the  "  Anti- Battleship  "  party. 

2.  Granted  that  the  above  is  a  reasonable  argument,  it 
logically  follows  that  not  to  build  the  two  battleships  that 
are  at  present  being  discussed  (and  so  maintain  our  One-Power 
Standard)  would  be  stepping  off  one  rung  of  the  ladder 
before,  getting  a  secure  grip  of  the.  next. 

3 .  Enough  notice  does  not  appear  to  have  been  taken  of  the 
serious  loss  of  prestige  that  would  ensue  if  we  abandoned  our 
One-Power  Naval  Standard.  This  would  inevitably  react 
against  us  politically  and  commercially,  for  it  is  as  true  today 
as  ever  it  was  that  "  Trade  follows  the  Flag."  This  is  a  loss 
that,  cannot  easily  be  defined  or  measured,  but  it  is  none  the 
less  real. 

4-  I  ani  strongly  of  the  opinion  that  our  civil  expenditure 
should  be  pruned  before  our  security. 

5.  A  lot  has  been  said  about  the’  little  our  battleships  did 
in  the  Great  War,  but  not  so  much  as  to  what  would  have 
happened  if  we  had  not  happened  to  have  them. 

To  turn  to  the  second  class  and  its  subdivisions,  1  would 
submit  that  the  best  solution  is  a  combination  of  (not  a 
“  compromise  between  ")  a  and  b.  more  or  less  as  follows  : — 

1.  The  Navy  and  Army  should  have  complete  control  of 
their  own  aircraft  and  personnel  for  the  purposes  of  recon¬ 
naissance  and  artillery  co-operation  only. 

2,  The  Royal  Air  Force  should  remain  a  separate  entity, 
which  would  undertake  : — 

(a)  Responsibility  for  protection  of  reconnaissance  and 
artillery  machines  as  requested  by  the  Army  and  Navy.  (This 
would  to  some  small  extent  resemble  the  arrangement  under 
which  the  Navy  guaranteed  the  transport  of  the  B.E.F.) 

( b )  Offensive  action  against  enemy  aircraft  and  prevention 
of  enemy  aircraft  activity  over  our  lines,  fleet  and  shores. 

(c)  Strategical  offensive  work  (i.e.,  long-rangebonibing.  etc.). 

( d )  Tactical  bombing  and  “  trench-strafing,"  etc.,  in  battles 
in  accordance  with  the  plans  and  under  the  command  of  the 
naval  or  military  officer  in  charge  of  the  operations  (i.e.,  in, 
say,  a  land  battle,  the  R.  A.F.  co-operating  would  be  instructed 
that  certain  points  were  to  be  destroyed  by  bombs,  or  troops 
in  certain  positions  were  to  be  attacked,  etc.). 

My  arguments  in  favour  of  a  system  on  the  above  lines 
are  : — 

r.  Unless  reconnaissance,  contact  and  artillery  co-operation 
pilots  and  observers  are  trained  with  and  by  the  arms  of  the 
Service  they  are  to  work  with,  there  is  bound  to  be  a  loss  of 
efficiency  due  to  their  lack  of  knowledge  of  those  services. 
A  correspondent  to  the  Morning  Post  states  that  if  a  naval 
officer  is  to  become  efficient  as  a  co-operation  pilot,  he  must 
be  95  per  cent,  an  aviator,  and  remain  not  more  than  5  per 
cent,  a  naval  officer.  I  think  this  is  not  correct  when  applied 
only  to  naval  reconnaissance  and  spotting,  as  it  would  be  far 
more  advantageous  to  remain  chiefly  the  naval  officer, 
v.  Similar  arguments  apply  to  the  Army. 

2.  On  the  other  hand,  unless  a  separate  Air  Force  is  retained 
for  air  offensive  work  generally,  the  full  development  of 
aircraft  in  war  will  undoubtedly  be  hampered.  There  are 
bound  to  be  important  strategical  and  tactical  advances  in 
the  use  of  aircraft  and  in  air  fighting  which  need  scope  for 
their  development  unhampered  by  the  other  Services.  There 
is  also  the  main  point  that,  even  if  opinions  are  divided  as  to 
whether  or  not  the  Air  Force  is  the  first  line  of  defence  now, 
it  is  bound  to  be  so  in  the  future,  and  the  Air  Force  must  be 
given  a  free  hand  to  arrive  at  that  stage. 


3.  A  system  on  the  above  lines  might  be  a  little  more 
costly,  and  might  present  difficulties  in  working  out.  It 
would,  however,  have  the  inestimable  advantage  of  clearing 
the  atmosphere  and  of  doing  away  with  squabbles.  It  would 
also  eliminate  the  troubles  of  "divided  command."  Each 
Service  would  have  its  own  responsibilities  clearly  marked 
out,  and  could  develop  along  its  own  lines  within  the  limita¬ 
tions  laid  down.  It.  would  then  be  directly  responsible  to  the 
Government,  and  could  not  put  the  blame  for  failure  on  either 
of  the  others. 

To  conclude,  I  would  refer  to  the  rather  short-sighted 
outcry  against  "  bricks  and  mortar  ”  expenditure  by  the  Air 
Ministry.  Generally  speaking,  it  is  difficult  for  one  who  has 
not  been  in  the  Air  Force  to  realise  the  amount  of  ground 
organisation  necessary  to  keep  machines  in  the  air.  If,  as  I 
believe  and  hope  is  the  case,  the  Air  Force  is  being  prepared 
for  rapid  expansion  diming  war,  it  is  quite  sound  to  carry  out 
the  necessary — and  it  is  necessary — "bricks  and  mortar" 
expenditure  now,  whilst  war  is  unlikely  in  the  near  future, 
and  to  see,  as  Capt.  Guest  so  aptly  put  it.  that  "  the  founda¬ 
tions  are  well  and  truly  laid." 

I  must  apologise  for  the  length  of  this  letter,  but  trust  you 
will  find  space  for  it, 

Pierre  B,  Pattisson,  Jun.,  Captain. 

St.  Meddan's  House, 

Troon,  Ayrshire,  N.B. 

w  m  m  m 


THE  COUPE  SCHNEIDER  :  Mr.  H.  C.  Biard,  the 
pilot  of  the  winning  Supermarine-Napier  flying  boat, 
who  arrived  back  in  London  from  Naples  on  Tuesday 
afternoon,  at  the  entrance  to  the  Royal  Aero  Club  to 
"  report.”  Mr.  Biard,  who  is  seen  in  the  centre, 
was  escorted  by  Mr.  Hubert  Scott-Paine  and  Mrs.  Scott- 
Paine,  and  was  received  at  Victoria  Station  by 
Commander  J.  Bird,  Commander  Perrin,  and  a  host 
of  friends  prior  to  his  calling  at  the  Club.  In  the 
photograph  with  Mr.  Biard  are,  left  to  right,  Mr.  Scott- 
Paine,  of  the  Supermarine  Aviation  Works  ;  Col.  Darby, 
of  the  Aircraft  Disposal  Company  ;  Col.  Frank  McClean, 
and  Mr.  H.  T.  Vane,  C.B.E.,  Managing  Director  of 
Messrs.  D.  Napier  and  Son. 
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G R c*  Spe, Sr (P wiiW'  C  C:  Hancock,  M.  G. 

ArRmV  \r  ?  V,  T,,  °.olP'  D-  V*  prance,  J.  G.  Peck  ;  June  21.  I.  S  J 

Smith ;  July  y’  lf  °eeS°n'  J  de  la  K  «•  |,r^to"-  &  Kagg,  G.  H. 
W,n*  Commander  *•  T-  Courtucy,  C.U.E.,  is  seconded  lor  duty  with  the 


^•larer^n1h^lSSfi0a "! <irp(  ep  I  August  9.  Flying  Officer  R.  Scovvll,  A.F.C 
,s  placed  ou  the  retired  list  on  account  of  ill-health  ;  August  rft. 

r.  T  I,  ,,  .  Stores  Branih 

,  ,  ^n  I'"e's. granted  a  short  service  cotnnui-  as  a  Flying  Officer  011  nroba 

non,  wif  b  ollect  from,  and  with  seniority  of,  July  2.5.  1 

,  r  ~  ,,  .  _  Medical  Service 


ROYAL  AIR  FORCE  INTELLIGENCE 

following  appointments  in  the  Royal  Air  Force  are 


Appointments.  -The 

notified  — 

''Z  '  twimniores,  -L.  E.  O.  Cliarlton,  C.B.,  CAIC  DSO  from  k  A  F 
l  epnt  (Inland  Area  to  cojupiand  No.  7,  Group  Headquarters  '(Inland  Am).- 
Art'if  tn  \ir  \r  G.M.G.,  from  No.  7  Group  Headquarters  (Inland 

Dutils.  iA9  22M"‘'  ^  °"  appoln,,nent  as  Erector  of  Training  and  Start 

toNTf^bnoWrA  I?VNcwa,‘-  C  M  * C.B.E.,  A, to.,  from  Air  Ministry 

i  Mr  r,  c  «  of,  ech,ucal  1  raining  (Boys),  Halton.  24.8.22.  A.  G.  Board 
■  ^T‘ 1 T  '  ' '  1  rom  No.  1  School  of  Technical  Training  i Bovs)  Halton' 

iKrc  ft  °nVR>iUft",e,,»“?  geP'uy  Director  of  Personnel.  '  '  ,.8.2/. 
K  \  I  ' Xr'irj  1  in  7"  ip'"^  1LA-F.  Depot  (Inland  Area)  to  Headquarters, 

Mnl  iu.l  S'.  3,?J-12'  ?•  F-r»r»g«s.  D.S.O., •fJ.B.E.,  from  R  AT  Depd 

;  .'V;  ,l)  V  Headquarters,  R.  A  F.  (Iraq)  (Supernumerary),  to  command 

Bajiaii  t, roup  Headquarters  (on  formation)  28.7.22.  * 

Beltington,  C.M.G.  The  previous  notification 
cancelled  ^  |  [  T  U  ‘‘Fpearerl  <n  K-A.F.  Intelligence  No.  73  is  hereby 

British  Naeul  viiSOJr  ^'y’  ,,  p  ’  tro,n  Headquarters.  Coastal  Area,  to 

H  SisK* to  hcSS"n"'  ,0r?eru>  V"  *.c.c",'dment  to  the  Greek  Government. 

1  rl*ing  to  be  attached  to  the  Air  Ministry.  (D.O.l  )  og  .j  B  A 

P  ayne.  D.S.O  M.p.  .  B.A.,  from  R  A  F.  Central  Hospital  (Coastal  Are  1)  to 
l°  a,,d  Are|>  C.  R.  S.  Bradlev,  from  Half- 

1  i  n  1  '  1  Hf  “iduarters,  R  A  T\  (Iraq).  26.7.22.  G,  C.  St.  p.  de  Do m basic 

K  \  '  r  N  s'-1  ,,r°rp  H^adquartm  (Inland  Area)  to  Headquarters’ 

Ur  :  P.  H  1  s  ’rC."-feI  '  T>*S-°-  from  R.A.F  Depflt  (lolmid 

(I)  of  L  1,1  ‘  f;?-r  ,  ••  BrooI<e>  C.M.G.,  (rom  Air  Ministry 

(U.  01  fc,.,  to  Headquarters  (inland  Area).  4.8.22. 

(CoV?S“talTr«w/'  N  M'  P\rn"'  C-B  H..  ironi  c,  and  M  Party  Don ihristle 
V  An-a)  to  command  No.  mu  Squadron  (iidand  Area)  1082’ 

Half  Pay"  i'ist*’  *‘g  V’’  C?dct  Col,cfifl(5rSun‘l  wiu«>>  CVanweU',  to 

.  1'.  '  .V',  "  W.  Shorten,  F.R.t.a,,  from  K.AJA  Depot 

H  i  Wn!  i0u,“drr"',1-  Area)  (Supeniumerarv).  14.8.22. 

II,  •  !  (.  .  l"‘l"  H  A  I"  I"”  (luland  Area)  to  No.  xb  Group 

Padqi,  uters  p  .^astal  Area)  lor  Personnel  Staff  Duties.  19.9.22  W.  A.  S 

"  h  >rtquait*?i3  (Coastal  Area)  to  command  R  K  F* 
m!  r“  ,  7.8.22.  R,  A.  G.  ElUott,  M  B.,  B.A..  from 

M  8  r,'',.tn‘r'1.  <S"astal  Are»)  I"  Headquarters  (Coastal  Area) 

,  1  .  J}am.n«tont  from  R.A.F.  (Cadet)  College  (Flying  Wing) 

Pm  A  l  m  s  O  P  "  (Ground  Wing,.  Cranwelt 5  3.8 

laui  Adams,  O.H  L,  Irom  Air  Ministry  (D.  of  E.)  to  No.  4  Stores  Depot. 


0 


0 


to* Headmiar Uts*1^0 K  Han  iT0,1J^0‘  1  c;n’l,l’  Headquarters  (Inland  Area) 

aLpSStati  T1Pdicaf  °*CVI*'  ™  Hn^uS^CWil  AtcTS 

3r.7?jstm6  t  1  I omporary  Commission.  For  short  course  of  instruction. 

(Middle1  Fasf^r,H  u°C^teJI'  0  B-f-  lror"  Haq  Group  Headquarters 
(Middle  Last  Area)  to  Headquarters,  Iraq  Group.  1  -22  D  11  dP 

»HA',P,Ca*  r°,r!  Dleotrical  and  Wireless  School  (lularni  Area)  to  R.A  I 
Depot  (Inland  Area)  (Supernumerary),  whilst  attending  course  of  instruction 

Area3/ ml1f  ',”'Vf7'ty'  l*z*‘  N'  K  I  ul,pr.  from  K.A.l De^t  (itSand 

Ha^Jev 1 D  pfa,  qAUp  rr3,(r1<  A,u  '  Crahweli  (Supernumerary).  20.7.22.  R. 
Halley,  O.r.C.,  A .1  C (rom  Headquarters  (Inland  Area)  to  Half  Pay  List, 
.j  \  *  ^C*.ble,  r>.S.C.»  D.b.C.,  from  School  of  Teclmical  J  raiuim*  ( Men) 

SubsHtn£riefl  H  R  A'}-'  C  ollc7  (Cadt>t)  (Flying  Wins)  Cramvdl  8.8.22 
kDAFi  .rme  prevl"us  notification  concerning  this  Officer  which  appeared 
to  No  s  ntftlJ'^n7;  ;N:°’  71-  F.  K.  j.  Coates,  Horn  Air  Ministry  (D.  of  E 
l?R^^^  i^II7'rWWy)-  14.8.22.  G  C  Gardiner,  D.F.C., 
(Wai  -Area)  to  No.  7  Group  Headquarters  (Inland 

T^n  ;  1  I7rs')n.T,e'  Staff  Duties.  27.8.34.  W.  C.  Clark,  from  School  of 

(Ireland?  r^r  U"Ia?d  }t0rl)  to  No-  I2-  w"'g  Headquarters 

(1  rclaml).  15.8  22.  I.  E.  DTOwJey  from  Air  Ministry  (D.  of  E.)  to  No.  4 

Med kuP r7' i‘  'fW  Hei'J.  M.D.,  to  Research  Laboratory  and 
Sto  S4°r?7  School  of  Instruction  (Coastal  Area),  on  appointment  to 
Slioit  Service  commission  l  or  short  course-  ol  instruction.  1  «  >  • 

Iuslrurrior?’  K;  Bese.atch  Laboratory  and  Medical  (fflicers*  School  of 
iustruction  (Coastal  Area  ,  on  appointment  to  Temporary  Commission 
For  short  course  ot  instruction.  . .8.22.  f.  W.  H.  Steil  M  B  ,  to 
Laboratory  and  Medical  Officers’  School  of  Instruction  (CoMtalAtSTS 
»ou,tu*m  to  temporary  Commission.  IVu  short  course,  of  instruction 

DenhV  ?«  ''■,  L"wirn  &?*?  K-A-F-  Dijpflt  (Inland  Area)  to  the  Packing 
P  9-W  --  "  H.  Oakey.  irom  Headquarters,  R.A.F.  (Ireland)  to 

-eland  Area  An  craft  DeprVt  (Inland  Area)  (Supernumerary).  4  ;s  22  I  \Y 

S’  trT  f'A'rp  WJ'r'F  A)  ,0  He^iquanerV;  I!  AT 
1  Middle  East).  22.  p.  F.  Fullatd,  D.S.U.,  M.C.,  A  T  t  tiom  No  1  • 

7plad,r°n  7°!- 7  No-  J  Siniatjron  (Inland  Area,  for  duty  as  Adjutant. 

7,^°SS"V  fr'-’"1  K -A- 1  •  Base,  Leucbars  (Coastal  Area)  to  R  A  F 
irom  Vo' STr° SV h"°7 r  r  r  ''W  ^upeniuiiicrary).  1,9.22.  H.  M.  Daniel,  M.B., 
Iand  uo0  b8  8  ’  le^hr"(-3>  Trainmg  (Boys),  Halton,  to  R.A.F,  Depot 
MeH.,7r  m  ,  .  Hi  '}■  /  ,IIr711'  M.D., froin  Research  Laboratory  and 

Medical  Officers  School  of  Instruction  (Coastal  Area)  to  No.  1  School  of 
lechntcal  Training  (Boys),  Halton.  31.7.22,  '  “ 


0 


0 


NOTICES  TO  AIRMEN 


Standard  of  Time  for  Meteorological  Reports 

1  'intes  lifted  for  meteorological  purposes  are 

Green wicb  Mean  Tiino. 

l  itis  will  apply,  from  August  t.  194-2,  to  Meteorological 
reports  issued  for  purposes  of  aviation,  whether  the  reports 
«ire  printed,  exhibited  or  issued  by  radio-telegraphy,  radio- 
telephony,  telephone  or  telegram  It  includes  the  times  in 
the  messages  referred  to  in  Notice  to  Airmen  No  80  of 
1922. 

2.  The  corresponding  British  Summer  Times  (B.S.T  )  are 
obtainable  from  the  Greenwich  Mean  Times  (GMT)  by 

?ICo,dB  ST  °f  °ne  h°Ur  :  eg'’  13-25  G  M'T‘  is  ideritical  with 

).  The  fact  that  Greenwich  Mean  Times  are  used  will  be 
indicated  as  clearly  as  possible  in  printed  reports  and  charts 
or  exhibition,  and  the  times  quoted  in  the  messages  will  be 
followed  by  the  letters  G.M.T 

(No  85,  1922.) 

Projected  Flights  :  Special  Arrangements 

(t)  Meteorology  and  Wireless. — When  meteorological  and 
wit  el  ess  facilities,  in  addition  to  or  different  from  those 
normally  available  are  likely  to  be  required,  either  (a)  for 
a  special  individual  flight,  or  (b)  for  regular  services  on  new 
routes,  01  (c)  through  changes  in  the  routine  services  of 
aviation  companies  operating  on  recognised  air  routes, 
particulars  should  be  forwarded  (marked  “  Urgent  ”)  to  the 
Lnrector  of  Civil  Aviation,  Room  550,  Air  Ministry,  Adastral 
House,  kingsway,  W.C.  22 

In  case  (a)  one  week’s  notice  should  be  given,  with  full 
particulars  of  the  route,  the  proposed  date  and  time  of 
night  and  of  the  W/T  or  R/T  equipment  of  the  aeroplane. 

n  ._ase  [l>)  the  period  required  for  making  any  necessary 
arrangements  before  the  commencement  of  the  contemplated 
service  will  vary  according  to  circumstances,  but  the  necessary 
details  should  be  supplied  as  early  as  possible. 


In  case  (c)  at  least  48  hours’  notice  (Sundays  excluded) 
ot  proposed  changes  should  be  given. 

(2)  A  avigation.  Similarly,  information  ol  a  navigational 
character  and  details  ol  ground  organisation  at  home  and 
abroad  can  be  supplied  in  cases  (a)  and  (h)  above. 

(3)  General.— It  is  in  general  desirable  that  the  earliest 

possible  intimation  of  projected  flights  be  given,,  especially 
m  cases  where  arrangements  are  necessitated  with  foreign 
countries,  6 

(No.  89  of  1922.) 

Pilots’  Class  B  Licences  :  Lectures  in  Elementary 
Meteorology.  J 

•  Ir-.ln  order  to  assist  pilots  preparing  for  the  examination 
in  Elementary  Meteorology  which  must  be  undergone  by 
applicants  for  Class  B  Licences  or  renewals  of  such  Licences 
(as  notified  in  Notices  to  Airmen  Nos.  55  of  1921  and  72  of 
1922),  arrangements  are  being  made  for  a  short  course  of 
lectures  on  this  subject  to  be  given  at  Croydon  aerodrome. 

2.  Ihe  course  will  commence  on  about  August  21,  1922. 
and  the  lectures  will  be  given  at  times  to  be.  arranged  to  suit 
the  convenience  of  as  large  a  number  of  pilots  as  possible. 
Chose  desiring  to  attend  should  communicate  direct  with  the 
Meteorological  Officer.  Croydon  Aerodrome. 

-v  The  following  ground  will  be  covered  by  the  lectures 
(1)  General  Meteorology,— Winds—  Trade  Winds,  Monsoons, 

etc.  Temperature — Water  Vapour  in  the  Atmosphere _ Fog 

and  Mist — Formation  of  Clouds.  Rain,  Snow  and  Hail. 

(h)  Synoptic  Meteorology. — Barometric  Pressure — Synoptic 
(  harts— Types  of  Pressure.  Distribution— Special  Phenomena 
—Forecasting. 

(hi)  The  Upper  Air.  The  Variation  of  Wind  with  Altitude 
the  Troposphere  and  Stratosphere— Pressure,  Density  and 
Humidity  m  the  Upper  Air— Special  Considerations  relating 
to  Altimeters.  6 

(No.  91  of  1922.) 


August  2},  1922 


SOCIETY  OF  MODEL  AERONAUTICAL  ENGINEERS 
(London  Aero-Models  Association.) 

British  records  broken  1022  :  — 

(t)  D,  A  Pa vely,  compressed  air-driven  model, “Wimbledon 
Common,  July  30,  53  secs. 

(2)  L.  Grey,  enclosed  tractor  rubber-driven  R.O.G.,  Wan- 
stead  Flats,  August  20,  26  secs. 

(})  [,  Grey,  enclosed  tractor, rubber-driven,  hand-lauuched, 
Wanstead  Flats,  August  20.  37  syrs. 

(4)  C.  Ucrsom,  twin  pusher  R.O.G.,  Wanstead  Flats, 
August  20,  247  secs. 

(5)  C.  Hersom,  single-tractor  waterplane,  Wanstead  Flats, 
August  2.0,  43  secs. 

At  the  last  meeting  it  was  decided  to  call  an  Extraordinary 
General  Meeting  for  Thursday.  October  5,  at  Headquarters, 
7.30  p.m.,  for  the  purpose  of  electing  new  officers,  etc. 

Report  from  Competition  Secretary,  Snnday,  August  20, 
1922,  will  stand  out  in  the  annals  of  the  L.A.M.A.  for  a 
considerable  time  to  come.  Perfect  flying  weather  prevailed, 
the  first  we  have  had  for  about  four  months,  and  excellent 
model  flying  was  accomplished  which  was  witnessed  by 
large  numbers  of  the  general  public  on  Wanstead  Flats. 
The  members  congregated  for  the  purpose  of  attempting  to 
improve  the  British  records. 

Air.  C.  Hersom  was  the  first  member  to  attract  the  attention 
of  flu  time  keepers  with  his  single-tractor  rvaterplane.  At 
lus  first  attempt  he  broke  the  official  British  record  by  several 
seconds,  the  model  getting  away  from  the  water  very  smartly. 
At  his  second  attempt  he  broke  the  offic'ial  record  held  by 
Mi  .  Dutton  (of  29  secs.)  by  14  secs.  Bv  this  time  Mr.  Bedford 
had  tuned  up  His  twin  pusher  waterplane  and  succeeded  in 
making  a  flight  of  49  secs.,  which  will  give  some  of  the  other 
members  something  to  think  about.  Mr.  L.  Grey  was  the 
next  to  be  ready,  with  his  enclosed  tractor  monoplane,  and 
put.  up  a  splendid  performance  by  making  a  record  for  this 
type  of  machine — R.O.G.,  26  secs.  ;  hand-launched,  37  secs. 
The  latter  effort  was  accomplished  with  his  large  machine. 
Air.  C.  Hersom  was  now  ready  with  Ids  twin-pusher  R.O.G. 
monoplane,  and  started  off  with  an  unofficial  flight  of  11  7  secs., 
the  model  flying  at  a  great  height.  In  his  official  attempt 
his  model  left  the  ground  perfectly,  and  after  onfe  or  two 
circles,  during  which  it  gradually  gained  height  and  flewr 
away  towards  Wanstead  Park.  The  power  apparently  gave 
out  over  a  small  plantation,  but  the  model  continued  to  circle 
and  climb  until  lost  to  sight,  having  been  in  the  air  247  secs., 
beating  the  British  official  record  of  145  secs,  and  incidentally 
providing  all  present  with  it  fine  exhibition  of  soaring  flight 
which  I  am  sure  would  have  gladdened  the  heart  of  Dr. 

I  lank  in.  Mr.  ITersom  received  many  congratulations  from 
those  present,  including  Mr.  J.  Louch,  the  previous  holder 
of  the  Tecord. 

The  timekeepers  were  Messrs.  Hold  berg,  Rippon  and 
Wilson. 

m  m  m  m 

SIDE-WINDS 

As  in  previous  years,  British  Thomson  Houston  magnetos 
appear  to  have  had  a  large  share  in  the  regularity  with  which 
the  winning  machines  lapped  the  course  of  the  Aerial  Derby. 
The  Gloucestershire  Aircraft  Gods  “  Alans  I,”  with  Napier 
*‘  Lion  "  engine,  was  equipped  with  a  B.T.H.  Av.  x  2 ;  the  Bristol 
"  Bullet,”  400  li.p.  Bristol  “  Jupiter,”  with  a  B.T.H.  AQ.y  ; 
and  Raynham’s  Martinsyde  F.6,200  AVolseley  ”  Viper,  ”  with 
B.T.H.  Q\T.S.  That  this  was  the  fourth  successive  Derby  in 
which  the  machines  gaining  first  and  second  place  were  fitted 
w  ith  B.T.H  magnetos  is  one  more  proof,  if  such  were  needed, 
of  the  readability  of  British  Thomson-Houston  products.  It 
might  be  added  that  in  this  year's  Derby  the  machines 
gaining  second,  third  and  fourth  place  in  the  Handicap  were 
also  fitted  with  B.T.H.  ”  mags.,”  as  were  three  of  the  machines 
flying  in  the  August  Open  Handicap. 

Th'at  the  modern  aeroplane  is  fitted  with  Smith's  instru¬ 
ments  is  now  taken  almost  as  much  as  a  matter  of  course 
as  is  the  fact  that  it  is  fitted  with  a  control  stick  or  an  under 
carriage.  One  has  come  to  take  it  for  granted.  If  a  visit  is 
paid  to  almost  any  aerodrome  in  the  country  it  is  a  fairly  safe 
guess  that  at  least  90  per  cent  of  the  instrument  boards 
carry  the  well-known  black  dials.  It  is,  therefore,  almost 
superfluous  to  state  that  in  the  Aerial  Derby  all  the  machines 
were  fitted  with  these  famous  instruments.  While  cm  this 
subject  it  might  be  mentioned,  if  we  are  not  divulging  a 
secret,  that  a  new  Smith’s  instrument  is  being  experimentally 
tested.  This  is  a  new  turn  indicator,  known,  we  believe,  as 
an  ”  electro-gyro  ”  type.  We  hope  to  be  able  to  refer  in 
some  detail  to  this  instrument  shortly.  Another  innovation 


which  is  coming  along  is  a  single-dial  revolutions  counter  for 
twin-engined  machines.  In  this  litter  instrument  two 
pointers — a  red  for  the  port  and  a  green  for  the  starboard 
engine-  are  mounted  in  front  of  the  same  dial,  and  the 
arrangement  should  greatly  facilitate  synchronisation  of  the 
two  engines.  Altogether  S.  Smith  and  Sons  (M.A.),  Ltd., 
are  not  resting  on  their  laurels,  but  are  doing  everything 
possible  to  maintain  the  position  which  this  firm  lias  won 
during  the  past  years. 

In  connection  w  ith  the  Aerial  Derby,  it  may  be  mentioned 
that  the  two  Bristol  machines,  the  monoplane  and  the 
Bullet,”  which  won  first  and  second  place  in  the  Derby 
Handicap,  were  doped  with  Cellon,  the  Bristol  Company  having 
chosen  red  for  their  racing  colours.  The  Supermarine  flying 
boat  “  Sea.  Lion,”  which  won  the  Schneider  race,  wras  also 
doped  with  Cellon,  as  was  the  Martinsyde  type  A,  Mark  IT, 
described  in  last  week’s  issue  of  Flight.  The  scheme  chosen 
for  the  latter  machine  wTas  the  well-known  Cellon  aluminium 
dope,  which  certainly  added  considerably  to  the  appearance 
of  the  Martinsyde. 

m  &  m  m 

PUBLICATIONS  RECEIVED 

Aircraft  Year  Book,  1922.  Aeronautical  Chamber  of  Com¬ 
merce  of  America,  New  York  City,  IBS.  A 

Income  Tax  and  Super-Tax,  1842-1023;  Tabular  View. 
Oliver  and  Boyd,  33,  Paternoster  Row,  E.C.  Price  is.  net; 
by  post  is.  2 d. 

Report  No.  132.  Aeronautic  Instruments,  Section  VI  11 
Recent  Developments  and  Outstanding  Problems.  National 
Advisory  Committee  for  Aeronautics,  Navy  Building, 
Washington,  D.C.,  U.S.A. 

Revue  luvidique  Internationale  de  la  Locomotion  Adrienne. 
July,  1922.  Paris  :  Edition  Aerienne,  4  rue  Tronchet. 
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ED  UTOJR IAL  COMM  £NT . 

a  most  lucid  and  clearly-reasoned 
letter  in  The  Times  of  August  28th 
Admiral  Mark  Kerr  recalls  the  dictum 
that.  “  War  is  an  affair  of  communica¬ 
tions,"  and  goes  on  to  give  illustra¬ 
tions  of  the  way  in  which,  in  modem 
times,  the  greatest  danger  to  com¬ 
munications  comes  from  the  air, 
reiterating  that  it  is,  therefore,  essential  that  com¬ 
mand  of  the  air  should  be  in  the  hands  ol  any 
country  which  hopes  to  be  successful 
Mastery  jn  waf  In  future  wars  the  opening 
ofAthe  struggle  will  he  between  the  fleets  of 

A'r  the  air,  endeavouring  to  preserve  their 
own  and  destroying  the  lines  of  communications  of 
the  enemy.  The  gallant  Admiral  points  out  that 
there  is  nothing  new  in  this  strategy;  it  is  me  1  el y 
new  weapons  applied  to  old  principles.  He  then 
asks  how  we  are  to  arrive  at  a  proper  state  of 
preparedness  to  preserve  the  Empire  from  ruin,  and 
answers  the  question  by  stating  that  first  we  must 
rouse  public  opinion,  which  task  he  considers  the 
dutv  of  the  Press,  and,  secondly,  we  must  ensure 
a  proper  organisation  which  shall  produce  the  fighting 
machine  which  wall  preserve  us  from  war  or  ensure 
success  bv  giving  us  the  means  of  striking  lust  and 
striking  hardest.  The  second  part  Admiral  Mark 
Kerr  puts  into  concrete  form  by  outlining  a  scheme 
under  which  he  considers  that  the  desired  object 
would  be  attained. 

The  Admiral  states  that  the  best  plan  is  to  have 
a  Minister  for  War,  with  the  three  Services  equally 
represented  under  his  orders.  This  is  a  pokey 
which  we  have  advocated  for  a  very  long  time,  lie 
foresees,  however,  that  the  opposition  to  such  a 
great  innovation  may  be  too  strong,  and  by  way  of 
an  alternative  outlines  a  scheme,  quoted  at  the  cud 
of  these  comments,  the  broad  principle  of  which  is 
that  the  Air  Ministry  shall  design,  train,  build,  con¬ 
tract  and  supply  all  the  hnished  articles  to  the  Na\> 
and  Army,  and  that  the  Navy  and  Army  will  ask  for 
what  they  want,  and  as  soon  as  it  is  supplied  it 
becomes  part  of  tbe  Service  to  which  it  has  been 
affiliated.  Tn  its  broad  outline  this  scheme  follows 
closely  on  the  lines  that  have  been  suggested  in 
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these  columns  for  many  years  past,  and  we  welcome 
the  confirmation  of  our  views  by  so  well-known  an 
authority  as  Admiral  Kerr.  We  have  never 
attempted  to  elaborate  detail  to  the  extent  that  the 
Admiral  does,  but  in  the  general  principles  involved 
we  see  our  own  views  reflected.  We  are  not, 
however,  quite  so  pessimistic  as  the  gallant  Admiral 
with  regard  to  the  formation  of  a  Ministry  of  Defence, 
and  we  imagine,  and  we  hope,  that,  sooner  or  later, 
our  Fighting  Services  will  be  co-ordinated  in  some 
such  manner.  It  is  only  a  natural  corollary  to  the 
successful  one-command  experience  in  the  late  War. 

The  list  of  entries  for  the  Circuit  of 
C'ofUit  Britain  for  the  King's  Cup,  which  is 
Britain  to  start  from  Waddon  on  September  8, 
is  published  under  the  Official  Notices 
of  the  Royal  Aero  Club  in  this  issue  of  Flight.  No 
less  than  twenty-one  machines  have  been  entered, 
and  there  is  reason  to  hope  that  they  may  all  he 
starters.  Many  prominent  men  figure  in  the  list 
of  entrants,  and  a  number  of  famous  pilots  are  down 
to  fly  in  the  race.  As  the  competing  machines  will 
be  seen  by  tens  of  thousands,  the  race  cannot  fail 
to  increase  aeronautical  interest  throughout  the 
country,  and  focus  public  attention  on  practical 
flying*  This  is  all  to  the  good  at  the  present  time, 
and  we  sincerely  trust  that  His  Majesty  may  see 
his  way  to  honour  Waddon  with  his  presence  on  the 
day  of  the  finish  of  the  race  for  his  Cup,  as  this  would 
undoubtedly  put  the  finishing  touch  to  the  encourage¬ 
ment  already  so  opportunely  extended,  and  thereby 
mark  another  red-letter  day  in  the  history  of 
Aviation. 

•  «  4. 

The  date  for  this  yeai ’s  gliding  competi- 

“DaHvhMai!,,tion  for  the  Dcli!y  MaU  Prize  of  C1'000 
Glider  has  novv  been  fixed.  The  competition 

Competition  wall  open  on  October  16,  and  the  last 
day  upon  which  competitors  may  try 
for  the  Prize  is  October  21.  In  a  war7,  it  is  a  pity 
that  such  short  notice  has  been  given,  as  it  will 
scarcely  be  possible  for  potential  British  entrants  to 
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get  machines  built  in  time  for  the  competition.  O11 
the  other  hand,  the  very  generous  prize  ottered  may 
be  instrumental  in  bringing  to  this  country  some  of 
the  German  and  French  machines  which  have  just 
done  so  well  in  competitions  in  those  countries,  and 
this  could  scarcely  fail  to  add  greatly  by  actual 
demonstrations  to  the  interest  already  being  taken 
in  the  subject  of  gi.o  .  g  and  soaring. 

It  might  also  be  pointed  out  that,  in  the  French 
competition  at  any  rate,  some  of  the  most  successful 
machines  were  little  more  than  small  sporting 
aeroplanes,  the  engines  of  which  had  been  removed.- 
Probably  certain  structural  parts  had  been  lightened, 
but  no  great  alterations  were,  we  believe,  carried  out. 
Thus,  in  order  to  be  in  a  position  to  make  some  sort 
of  fight  for  the  Prize  with  British  machines,  it  might 
be  possible  to  enter  one  or  two  machines  of  this 
type,  such  as  the  Avro  Baby,  the  Austin  Whippet 
and  the  Bristol  monoplane,  with  the  wings  placed 
low  on  the  body.  If  the  Bristol  Babe  is  still  in 
existence,  this  also  might  be  called  into  use. 


♦  ♦ 


“FLIGHT  ” 
Designing 
Competition 


In  order  to  encourage,  even  if  but  in  a 
small  way,  the  production  of  specially 
designed  gliders,  the  proprietors  of 
Flight  have  decided  to  offer  a  Prize 


for  the  best  design  submitted  before  November  30, 
1922.  The  competition  is  open  to  all.  and  we  hope 
that  many  useful  ideas,  as  well  as  at  least  one  really 
practical  design  enabling  amateurs  or  professionals 
to  build,  may  result.  The  science  of  gliding  is  still 
very  young,  and  no  one  can  at  present  venture  to 
forecast  what  a  good  glider  design  should  be  There 
is  ample  room  for  originality,  even  while  remaining 
within  the  rigid  limits  of  present-day  knowledge,  and 
the  author  of  the  winning  design  will  have  to  convince 
the  Judges,  by  facts  and  figures,  that  his  design  is 
thoroughly  practical,  and  worthy  to  be  constructed 
in  fair  quantities. 

W e  hope  that  gliding  clubs  may  be  formed  in  different 
centres  of  the  country,  and  cordially  invite  any 
such  to  collaborate  and  send  in  designs  for  the 
competition. 


0  a 


ADMIRAL  MARK  KERR’S  IDEAL  AIR  ORGANISATION 


The  scheme  suggested  by  Admiral  Mark  Kerr,  to  which 
reference  is  made  above,  is  as  follows  : — 

The  Air  Ministry  shall  consist  of  : — 

Secretary'  of  State  ;  Air  Secretary. 

Air  Council,  consisting  of  .  War  C.O.S.,  with  Deputy 
C.G.S.,  R.N.A.S.,  and  Deputy  C.O.S.,  R.F.C,  ;  Xavy  Member  ; 
Army  Member ;  Finance  Member  ;  Personnel  Member  ; 
Experimental  Member;  Training  Member;  Civil  C.O.S., 
with  Deputy  C.O.S.  for  Lighter-than-Air  and  Deputy  C.O.S. 
for  Heavier-than-Air. 

1 .  There  shall  be  an  Air  Member  on  the  Board  of  Admiralty 
and  one  on  the  Army  Council. 

2.  All  experimenting  work,  training,  building  and  contract¬ 
ing  shall  be  done  by  the  Air  Council,  Ministry  and  Air  Force. 

3.  All  the  personnel  will  be  entered  and  trained  by  the 
Royal  Air  Force  under  the  direction  of  the  Air  Council. 
There  will  be  both  Naval  and  Military  Air  Classes  of  Instruc¬ 
tion,  in  which  the  instructors  are  taken  from  the  Air  Service 
for  which  his  class  is  being  trained.  The  first  term  of  instruc¬ 
tion  shall  consist  of  general  knowledge  classes,  and  at  the  end 
of  it  pupils  will  be  divided  into  the  Naval  and  Military  classes. 
Pupils  will  have  the  right  of  selection,  but  it  will  not  be 
guaranteed  that  they  shall  join  the  branch  that  they  select, 
as  regard  will  always  be  paid  to  the  qualifications  and  tempera¬ 
ment  of  the  individual  in  appointing  him  to  any  particular 
branch  of  the  Service.  If,  in  the  course  of  training,  a  pupil 
be  found  to  be  more  suitable  for  some  other  branch  than 
that  which  he  has  been  working  for,  he  will  be  changed  to 
that  line  for  which  he  is  most  suited. 


4.  The  Navy  and  Army  will  indent  on  the  Air  Ministry 
for  their  requirements  in  personnel  and  material  for  the 
Royal  Naval  Air  Service  and  Royal  Flying  Corps  respectively- 
W  hen  such  supplies  have  taken  place,  they  will  become  part 
of  the  Service,  R.N.A.S,  or  R.F.C,,  and  be  under  the  complete 
control  of  the  Admiralty  or  War  Office,  as  the  case  tnay  be. 

5.  Records  of  the  officers  and  men  of  the  R.X.A.S.  and 
R.F.C.  are  to  be  rendered  to  the  Air  Ministry,  and  all  informa¬ 
tion  as  to  performance  of  machines,  etc.,  by  the  Admiralty 
and  War  Office.  The  Air  Ministry  will  reciprocate  in  these 
matters  with  regard  to  the  officers  from  the  R.N.A.S.  and 
R.F.C.,  who  arc  serving  under  the  orders  of  the  Air  Ministry. 

6.  The  personnel  of  the  Air  Ministry  and  Royal  Air  Force 
shall  be  drawn  from  the  R.N.A.S.  and  R.F.C. 

7.  In  the  ease  of  disagreement  on  any  subject  of  policy 
or  other  cause  which  the  Secretaries  of  State  and  First  Lord 
of  Admiralty  cannot  agree  on,  the  matter  shall  be  referred  to 
the  Cabinet. 

8.  The  Air  Ministry’s  Estimates  shall  on!)'  be  made  out  for 
the  personnel  and  departments  and  the  administration  lor 
which  it  is  responsible,  and  which  is  actually  under  its  orders. 
The  personnel  of  the  R.N.A.S.  and  the  building  of  all  aircraft 
hangars,  etc.,  which  the  Air  Ministry  Orders  or  builds  for  the 
Navy  or  Army  shall  be  charged  to  the  Naval  and  Military 
Estimates,  as  the  case  may  be. 

Q.  The  Air  Ministry  shall  have  its  own  Medical  Department,, 
especially  trained  for  the  Air  Services,  and  they  shall  provide 
specialists  for  aerodromes  and  squadrons  as  necessary,  as- 
well  as  for  the  Air  Hospitals. 
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FLIGHT  ” 


DESIGNING  COMPETITION 


Prizes  Offered  for  Designs  for  Molorless  Plane 


In  view  of  the  very  great  interest  which  is  now  being  taken 
all  over  the  world  in  gliding  and  soaring,  the  proprietors 
of  "  Flight  ’’  have  decided  to  offer  a  prize  for  the  best 
design  for  a  motorless  plane  suitable  for  gliding  and  soaring. 
From  the  number  of  letters  that  have  reached  11s  during  the 
Iasi  few  months  it  is  quite  evident  that,  although  but  little 
has  been  done  in  this  country  towards  taking  up  this 
promising  sport,  interest  is  far  from  lacking,  and  that  the 
absence  of  practical  results  is  chiefly  tc>  be  attributed  to 
the  fact  that  good  designs  are  not  available.  Many 
amateurs  have  shown  themselves  anxious  to  construct 
gliders,  but  have  been  prevented  from  doing  so  by  lack  of 
a  suitable  design  to  which  to  build.  It  is  not  within  the 
capacity  of  every  enthusiast  to  get  out  a  suitable  design, 
although  he  may  have  the  necessary  skill  with  tools  to 
build  such  a  craft  it  reliable  drawings  ami  designs  arc- 
available. 

The  conditions  of  tlm  "Flight"  Designing  Competition 
are  set  out  below,  and  the  publication  of  suitable  designs 
for  engineless  'planes  should  serve  to  encourage  the  sport 
of  gliding 

I.  Conditions 

(«)  The  "  Flight  "  Designing  Competition  is  open  to  all. 
irrespective  of  nationality,  and  includes  plans,  drawings 
and  calculations  for  motor  less  aircraft,  suitable  tor  gliding 
and  soaring. 

(b)  Designs  submitted  will  be  judged  by-  two  well-know  o 
designers  and  constructors  of  aircraft,  in  conjunction  with 
the  Editor  of  "  Flight/’  and  the  decision  of  the  Judge? 
will  be  final. 

(c)  The  winning  drawings  become  the  properly  of 
"  FjUgbt/'  am!  the  Editor  reserves  the  light  to  publish 
.any  or  ail  of  the  designs  submitted,  whether  prize  winners 
or  not. 

id  1  Two  Frizes  will  be  awarded .  one  of  £45  tor  the  design 
which,  in  the  opinion  of  the  Judges,  shows  greatest  merit, 
and  a  Consolation  Prize*  of  ^10  for  the  design  which  is 
considered ;  («;  to  incorporate  useful  features,  but  which 

1  not  considered  best  aS  a  complete  design  •  (ii)  promising 
design  along  original  linos,  but  which  is  too  much  of  an 
experiment  to  be  standardised  without  actual  tests. 

(e)  The  Fid j tor  reserves  the  right  to  divide  the  Prizes  it, 
in  the  opinioh  ol  the  Judges,  more  designs  than  one  are  of 
equal  merit,  and  also  tu  withhold  the  award  of  one  or  both 
Prizes  if  the  Judges  -herald  consider  that  no  design  is  worthy 
Of  an  award. 

{ / )  Each  sheet  of  drawings,  descriptive  matter,  calculations, 
etc,,  must  be  marked  with  a  kwh  de  plume,  and  a  sealed 
envelope,  containing  tlie  name  and  address  of  tire  competitor, 
i>  to  be  enclosed  with  the  drawings,  only  the  now  de  plume 
chosen  being  written  on  the  outside  of  the  envelope.  In 
this  manner  designs  will  be  judged  entirely  on  ttieir  merits 
both  the  Editor  and  the  other  Judges  being  ignorant  of  the 
identity  of  the  competitors. 

Ur)  aii  communications  in  connection  with  the  competition 
should  be  addressed  to  the  Editor,  and  marked  "  Designing 
Competition." 

(h)  The  Competition  closes  at  midday  on  I  hursday, 
November  30,  1922,  by  which  time  all  designs  must  be  in 
the  possession  of  the  Editor  of  "  Flight  No  designs 
sent  in  after  that  elate  will  be  considered. 

(i)  The  Editor  reserves  the  right  to  alter  details  of  the 
regulations,  should  this  be  deemed  necessary,  so  long  as  tlic 
fundamental  basis  of  the  competition  is  not  changed. 

II.  Particulars  Required 

In  the  following  are  set  out  some  of  the  conditions  to 
note,  and  particulars  which  competitors  are  required  to 
embody  in  their  designs,  although  the  sub-heads  should  not 
be  regarded  as  covering  the  complete  list  which  can  be 
submitted  . 

(«)  Designs  will  be  judged  not  only  on  the  merits  of  the 
aerodynamic  and  structural  design,  but  also  on  the  complete¬ 
ness  or  otherwise  of  the  data  submitted,  and  on  the  facility 
with  which  the  machine  can  be  built  from  the  information 
supplied.  Cheapness  of  construction  should  be  taken  into 
consideration,  and  facility  of  erecting  and  dismantling  are 
points  of  importance  as  tile  machines  will  frequently  have 
to  be  transported  from  a  valley  to  the  top  of  a  hill. 

(b)  The  machines  may  be  monoplanes,  biplanes,  or  multi¬ 
planes,  with  enclosed  fuselage $  or  with  open  tail  booms. 


(r)  The  undercarriage  (if  any)  may  be  of  the  wheel  type 
or  of  the  skid  type,  or  a  combination  of  the  two. 

( d )  Aerodynamical  estimates,  based  upon  recognised  model 
or  full-size  data,  must  accompany  the  designs.  This  refers 
to  such  component  parts  as  wing  sections,  fuselagt.y  struts, 
bracing,  undercarriages,  tail  planes,  etc. 

(r)  A  curve  of  gliding  angles  (estimated)  must  be  drawn, 
covering  a  reasonable  range  of  speeds,  and  the  figures  of  . 
total  resistance  and  weight  upon  which  this  curve  is  bused 
are  to  accompany  the  design. 

(/)  Stress  calculations  must  be  carried  out  and  submitted 
for  all  important  members  such  as  wing  spars,  struts,  wires 
or  cables,  fuselage  or  tail  outrigger  parts,  tail  planes,  rudders, 
and  elevators.  No  factors  of  safety  are  specified,  as  the 
adequacy  or  otherwise  of  these  will  hr  taken  into  account 
in  judging  the  designs.  1  he  strength  of  material  assumed 
in  calculat  ing  the  factors  of  safety  should  be  stated 

(g)  (General  arrangement  drawings,  to  scale,  must  accom¬ 
pany  the  design,  and  should  include  side  elevation,  plan 
and  front  elevation,  with  all  main  dimensions  and  areas 
marked  on  the  drawings. 

(h)  Assembly  drawings  of  itch  main  components  as  wings, 
ailerons,  fuselage  or  tail  outrigger,  tail  planes  (fin.  rudder, 
tail  plane  and  elevators';,  and  undercarriage  must  also  be 
submitted. 


Diagram  showing  method  of  determining  proportions 
of  drawings  for  reproduction. 

(,r)  Such  detail  drawings  as  are  necessary  should  be  sent 
in.  When  a  fitting  of  the  same  shape  is  used  in  several  places, 
but  differs  in  dimensions,  it  is  advisable  to  mark  on  one 
drawing  the  required  dimensions  as  a,  b,  c ,  d,  etc.  A  table 
can  then  be  prepared,  giving  the  dimensions-  of  a,  b,  c,  <1,  etc., 
according  to  where  the  fitting  is  to  be  used.  Spar  sections, 
strut  sections,  etc.,  should  be  dimensioned  sufficiently  to 
enable  them  to  be  built  to  correct  size  and  shape. 

(;)  A  specification  of  materials  must  accompany  the  designs, 
aud  in  the  case  of  all  drawings  of  components,  parts,  fittings, 
etc.,  the  mate;  nils  to  be  used  should  be  marked  on  the  drawing. 

(b)  A  table  of  item  weights  must  be  prepared,  and  indica¬ 
tion  given  of  the  specific  gravity,  or  weight  per  cubic  inch  or 
cubic  foot  upon  which  the  weight  estimates  are  based.  The 
calculated  centre  of  gravity  (with  pilot  on  board)  should  be 
shown  on  the  general  arrangement  drawings. 

III.  Preparation  of  Drawings,  etc. 

(a)  All  drawings  must  be  done  in  Indian  ink  on  white 
paper  or  tracing  cloth,  as  should  also  all  lattering.  figures, 
etc.,  on  tlifi  drawings.  Large  drawings  should  be  rolled  and 
not  folded.  (The  creases  detract  from  the  drawings  hi 
reproduction.) 

(/>)  General  arrangement  drawings,  sets  of  details,  etc.. 
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oo  largo  Sheets,  must  be  drawn  on  sheets  of  such  proportions, 
or  so  arranged  together,  as  will  reduce  to  the  size  of  a  paee 
in  Flight  "  (6J  ins.  by  gjins,). 

(hor  the  assistance  of  those  not  accustomed  to  arrange 
drawings  for  reproduction  to  a  certain  size,  the  accompanying 
diagram,  showing  the  "  diagonal  ”  method,  uiay  be  consulted, 
hirst  set  out  a  rectangle,  64  ins  by  9$  ins.,  and  draw  the 
diagonal.  So  long  as  the  diagonal  oi  the  large  sheet  is  at  the 
same  angle  as  that  of  the  small  rectangle,  the  sheet  will 
reduce  to  the  required  proportions.  In  this  connection  it 
should  also  be  remembered  that  lettering,  figures,  etc.,  will 
be  reduced  in  the  same  proportion,  and  this  should  be  kept 
in  u»nd,  as  otherwise  if  the  lettering  is  too  small  it  becomes 
illegible  in  the  reproduction.) 

Although  prolonged  glides,  or,  as  they  are  usually  termed, 
soaring  flights,  are  mainly  a  matter  of  personal  skill  on  the 
part  of  the  pilot,  it  is  obvious  that  the  more  efficient  the 
machine,  the  more  readily  it  responds  to  its  controls,  and  the 
slower  its  rate  of  descent,  the  better  the  results  that  can  be 
obtained  The  fundamental  requirement  before  construction 
ot  a  glider  can  be  started  is  therefore  a  good  design.  Now 
at  the  present  moment  it  is  not  at  all  clear  what  constitutes 
a  good  design.  There  is  still  a  very  wide  scope  for  originality, 
although  we  would  point  out  at  the  outset  that  the  machines 
which  have  accomplished  most  are  all  of  fairly  orthodox 
(  °f  which  there  have  been  not  a  few,  have 

never  hitherto  achieved  much  success  in  practical  tests.  It 
was  so  m  Germany  last  year  ;  it  has  been  so  again  this  year, 
and  m  the  French  Competition  at  Clermont-Ferrand  the 
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machine  which  did  best  was  a  Furman  aeroplane  which  had 
had  its  engine  removed. 

However,  even  within  the  limits  of  orthodox  design,  if 
this  expression  is  permisible  in  relation  to  engineless  aircraft, 
there  w  ample  scope  for  individuality.  Monoplane,  biplane 
01  triplane  each  has  points  in  its  favour,  and  each  has 
drawbacks.  In  the  choice  of  wing  sections  also  there 
is  ample  room  for  speculation,  Details  of  construction, 
to  give  the  lightest  possible  structure  in  conjunction  with 
adequate  factors  .of  safety,  offer  almost  unlimited  scope. 

I  hus  a  very  great  number  of  considerations,  often  <x>n- 
Hh  ling,  enter  into  the  problem,  and  we  think  competitors 
will  find  much  ot  interest  in  trying  to  decide  upon  the  best 
compromise,  and  in  the  planning  of  the  designs,  quite  apart 

II  oni  the  possibility  of  winning  a  prize.  Creative  work  is 
always  interesting,  and  we  hope  that  the  competition  may,  in 
addition  to  producing  a  number  of  good  glider  designs,  be  the 
means  of  getting  many  interested  in  the  subject  who  would 
not.  otherwise  have  troubled  to  look  into  the  matter.  The 
competition  is  open  to  all,  and  there  are  no  restrictions,  pro¬ 
fessional  designers  standing  no  better  chance  than  does  the 
amateur  who  has  sufficient  aerodynamic  and  engineering 
~*cny?<:^Sc  to  make  the  necessary  calculations  and  estimates. 
If  gliding  clubs  are  formed,  there  is  nothing  to  prevent 
several  members  of  a  club  from  collaborating  in  the  prepara¬ 
tion  of  designs.  The  competition  is  an  absolutely  open  one, 
tor  which  anyone  may  enter.  Every  design,  as  is  shown 
in  the  regulations,  will  be  judged  solely  on  its  merits,  without 
regard  to  the  identity  of  the  author, 


H  E  H  a 

THE  WORLD  FLIGHT  ABANDONED 


Having  reached  I.ukliidia  Char  (near  Chittagong  in  the  Bay 
of  Bengal),  where  a  forced  landing  was  made  and  the  machine 
wrecked,  Capt.  Macmillan  and  Capt.  Malins — who,  accom¬ 
panied  by  Maj.  Blake,  left  Croydon  on  May'  24  last  for  a  flight 
round  the  world — were  obliged  to  abandon  the  flight  after 
thrilling  and  by  no  means  cheerful  experiences. 

After  effecting  certain  repairs  to  the  floats  of  the  Fairey 
seaplane,  they  left  Calcutta  on  Saturday,  August  19,  with 
the  intention  of  reaching  Akyab.  Weather  conditions  were 
extremely  bad,  heavy  monsoons,  storms  and  torrential  rain 
prevailing,  but  by  flying  low  they'  managed  to  reach  the 
coast,  at  the  mouth  of  the  Bangarah  river,  on  the  direct 
compass  line  for  Akyab.  They  had  barely  sufficient  petrol 
to  reach  the  latter  place,  and,  as  weather  conditions  ahead 
were  against  them,  they  decided  to  make  for  Chittagong, 
further  north,  and  so  keep  in  touch  with  the  islands. 

Shortly  after,  an  air  lock  in  the  petrol  system  necessitated 
a  landing  which  was  successfully  accomplished,  and,  casting 
the  sea  anchor,  they  proceeded  to  set  matters  aright,  but  not 
without  the  heavy  seas  breaking  over  them  and  smashing  a 
rib  of  the  elevator.  They  got  going  again  eventually, 
however,  and  taxied  back  in  the  direction  of  l.ukhidia  Char, 
near  which  place  they  grounded,  in  somewhat  calmer  waters. 
Here  they  remained  three  days,  during  which  time  they  went 
over  the  machine,  executing  various  repairs  under  most 
frying  circumstances  and  stormy  weather  conditions.  In 
the  meanwhile,  the  scared  natives  looked  on  from  a  safe 
distance,  and  only  one  or  two  ventured  close  up  to  exchange 
milk  for  some  cigars. 

On  the  fourth  morning  the  gale  had  blown  itself  out,  and 
it  was  decided  to  make  an  attempt  to  reach  Chittagong, 
and  at  12.10  p.m.  they  took  oft  as  a  good  Fairey  should, 
and  proceeded,  hungry  but  hopeful.  After  going  for  about 
13  mins.,  however,  water  in  the  petrol  forced  them  down  on 

h  m 

Brack  Papa  Flies  2081  M.P.H. 

In  au  attempt  to  beat  the  world’s  speed  record,  held 
at  present  by  Sadi  Lecointe,  Brack  Papa  the  Italian  pilot, 
succeeded  in  attaining  a  speed  of  208-5  m.p.h.  at.  Mirafiori 
Aerodrome  on  Saturday  last.  He  was  flying  a  700  h.p. 
racing  Flat  biplane,  making  two  flights  in  each  direction 
over  the  one  kilom.  course.  His  times  for  each  kilom.  were 
as  follows: — 1,  io-g  secs.;  2,  10-3  secs.;  3,  11-3  secs.; 
t<  10-4  secs.,  or  an  average  of  10*7  sees. 

American  Airship  as  Aeroplane  Carrier 

The  American  War  Department  has  placed  an  order 
with  the  Goodyear  Co.  for  five  non-rigid  airships,  and  also 
for  a  semi-rigid  airship,  which  will  be  the  first  of  that  type 
to  be  built  in  America.  The.  new  semi-rigid  is  to  have  a. 
capacity  of  750,000  cubic  it.,  and  the  ship  will  have  the 
distinction  of  being  the  first  to  be  designed  specially  for  use 
as  an  aircraft  carrier.  No  details  of  the  arrangement  arc 
available,  but  it  is  stated  that  provision  will  be  made  for 
launching,  as  well  as  picking  up,  aeroplanes  while  in  the 


the  sea  once  again,  entirely  out  of  sight  of  land,  and  with  the 
distant  smoke  ot  a  steamer  gradually  passing  out  of  sight. 
An  attempt  being  made  to  clear  the  petrol  system,  they 
next  turned  their  attention  to  the  floats,  and  found  the 
starboard  float  in  a  very  sorry  condition,  but  decided  to 
fry  and  taxi  right  away  to  Chittagong  rather  than  spend  time 
in  making  repairs.  They  accordingly  started  up  the  engine, 
and  proceeded  slowly  and  spluttering  for  about  an  hour, 
when  the  engine  suddenly  picked  up.  Seeing  the  smoke  of 
another  steamer  in  the  distance,  they  tried  to  take  off  to  get 
in  touch  with  it,  but  the  float  was  too  water-logged,  and  they 
bad  to  taxi  once  more,  in  a  strong  southerly  current,  until 
the  petrol  gave  out. 

It  was  here  their  real  troubles  commenced,  tor  with  the 
machine  gradually  sinking  and  strong  seas  sweeping  over  them, 
they  had  to  cling  on  as  best  they  could,  have  fV  last  drink 
ot  water,  and  wait  tor  someone  to  come  and  pick  them  up. 
During  Ihe'night,  a  heavy  sea  turned  tlie  machine  turtle, 
leaving  them  sitting  on  the  bottom  oi  the  float  as  a  monsoon 
broke  over  them.  I  hus  they  drifted  about  in  the  varying 
currents,  at  one  time  sighting  land  not  very  far  off,  till  the 
sun  came  up,  and  an  extremely  painful  day  commenced, 
a  scorching  sun  and  acute  thirst  causing  them  much  suffering. 

Night  fell,  and  they  were  still  drifting  helplessly,  and  at 
dawn  they  sawr  the  island  oi  Sandwip  about  four  miles  off, 
but  found  themselves  being  carried  away  by  the  current. 
It  was  not  until  some  hours  later— after  a  native  boat  had 
come  close  up,  and  passed  on  ignoring  their  signals — that 
Lieut. -Commander  Gumming  of  Chittagong,  arrived  on  the 
scene  in  the  river  launch  Dorothea  and  rescued  them,  and  took 
them  off  to  Chit flagon  hospital,  where,  it  is  reported,  they  arc 
progressing  favourably. 

Major  Blake  hopes  to  leave  for  England  with  his  com¬ 
panions  in  the  course  of  the  next  fortnight. 


H 


H 


air.  The  possibilities  of  using  airships  as  aircraft  carriers 
are  considered  by  many  experts  to  be  very  great,  and  it  will 
be  interesting  to  watch  the  results  obtained  with  the  new 
American  airship. 

Surveying  New  Guinea  from  the  Air 

A  party,  headed  by  Capt.  Frank  Hurley,  and  including 
an  ethnologist  and  a  naturalist,  has  left  Sydney  by  steamer 
for  Port  Moresby  to  explore  New  Guinea  from  the  air. 

A  wealthy  resident  0 f  Sydney,  Mr.  E.  Hordern,  has  provided 
two  seaplanes,  one  of  which  is  aheady  in  New  Guinea, 
while  the  other  is  being  conveyed  in  the  steamer  with  Capt 
Hurley. 

It  is  proposed  to  leave  Port  Moresby  towards  tlie  end  of 
September  for  the  Fly  River,  and  to  make  a  four  months’ 
air  survey  of  the  western  portions  of  British  New  Guinea, 
lbo  scientific  section  will  navigate  the  Fly  .River  in  a  ketch. 
The  party  has  further  plans,  but  fhey  will  depend  upon  the 
behaviour  of  the  seaplanes. 
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SCHNEIDER  VICTOR’S  WELCOME  HOME 


When  Mr,  H.  Scot  1- Paine  and  Capt.  11.  C.  Ward,  the  heroes  of 
the  Schneider  Cup  Race,  returned  "  home  "  to  Southampton 
last  Thursday,  they  were  accorded  a  very  hearty  and  well 
deserved  civic  reception  As  they  stepped  out  of  the  London 
train  at  Southampton  West,  they  were  received  by  tire  Mayor 
of  Southampton,  who  shook  hands  with  each,  and  spoke  a 
few  brief  words  of  welcome  and  congratulation,  They  were 
immediately  surrounded  by  a  cheering  and  enthusiastic, 
crowd,  which  included  many  well-known  Southampton  per¬ 
sonalities.  Lieut. -Commander  Mackcnzie-Grieve,  of  cross- 
Atlantic  fame,  was  also  one  of  those  to  offer  congratulations 
Cheering  and  congratulations  over,  they  were  conveyed  by 
car  to  Audit  House,  and  in  the  Mayor's  parlour  Mr.  Scott - 
Pame  gave  a  most  interesting  account  of  the  winning  of  the 
race. 

In  his  opening  remarks  he  referred  to  the  fact  that  Great 
Britain  was  unrepresented  in  the  race  on  the  last  two  occa¬ 
sions,  and  pointed  out  that  Italy  only  had  to  win  the  race  this 
year  to  win  it  outright,  and  the  event  would  have  been  closed, 
which,  ironi  an  International  standpoint,  would  have  been 
very  unfortunate.  Last  June  the  Supermarine  decided  to 
build  a  challenger,  the  work  being  carried  out  with  the  utmost 
secrecy.  The  Italians  had  been  watching  very  closely  the 
progress  and  shaping  of  events  in  the  different  countries,  and 
had  practically  made  up  their  minds  they  were  going  to  have 
another  ”  walk  over  ”  this  year. 

Both  Italy  and  Fiance,  continued  Mr.  Scott-Faine,  built 
machines  for  this  race  with  the  financial  aid  of  their  respective 
Governments,  whilst  "  we  did  ours  ourselves,  you  know.” 

He  then  referred  to  the  sporting  help  they  had  received — 
how  the  General  Steam  Navigation  Co.  helped  them  to 
Naples,  how  Napiers’  lent  an  engine  without  any  charge, 
Shell’s  supplied  the  fuel,  Wakefield's  the  oil,  etc.,  etc. 

The  arrangements  for  the  race  were  perfect  and  absolutely 
fnir.  They  gave  the  Italians  notice  of  their  intentions  when 
(hey  made  test  flights,  and  their  trials  were  carefully  wat'hed 
and  timed.  Capt.  Biard  flew  at  a  speed  of  about  140  tn.p.li  , 
and  tlie  Italians  thought  he  was  going  ”  all  out,”  with  the 
result  that  the  betting  odds  on  their  machine  increased. 
During  flu  six  hours’  mooring-out  test  the  fastest  Italian 
machine  capsized,  and  bad  to  be  righted  by  her  crew.  ”  This 
was  contrary  to  regulations,  and  we  .could  have  disqualified 
her  if  we  had  liked  to  protest,"  said  Mr.  Scott-Faine.  During 
the  navigability  test  the  same  boat  split  her  propeller  and 
damaged  other  parts  of  the  machine,  and  they  could  have 
•disqualified  her  for  this,  but  did  not. 

On  (lie  day  of  the  race  four  machines  started,  three  being 
Italian  All  got  away  exactly  to  the  second,  all  engines 
commenced  working  at  once,  and  the  lapping  times  on  the 
various  laps  were  absolutely  exact.  The  Supermarine  machine 
went  first,  and  when  the  Italians  compared  Capt.  Biard’s  first 
lap  time  with  that  of  their  machines  they  were  a  little  bit 
downhearted.  The  Supermarine  boat  had  never  done  its  lull 
speed  an  trials  ont  there,  and  when  turning  Capt.  Biard  had 
made  the  turns  very  clumsily  on  purpose  to  deceive  the 
Italians.  The  latter  were  so  sure  they  were  going  to  win 
that  they  were  laying  big  odds  against  the  British  boat. 
Capt.  Biard  did  his  first  lap  at  a  very  extraordinary  speed — 
Well  over  160  m  p.h — and  held  his  time  for  six  laps,  during 


which  time  he  overhauled  two  of  the  Italian  machines,  anil 
passed  them  in  a  way  which  was  perfectly  amazing.  On  the 
7th,  Sth,  9th,  10th  and  nth  laps  he  nursed  his  engine  a  little 
Vtit,  and  the  effect  in  the  control  station  was  amusing.  They 
found  his  time  was  easing  down,  and  the  fastest  of  the  Italian 
machines  was  creeping  up,  or,  rather,  reducing  the  lead. 
Capt.  Biard  was  lapping  just  -20  seconds  better  time  than  the 
best  of  the  Italians  They  brought  24  and  25  seconds  down 
to  20,  and  the  British  pilot  held  them  at  20  on  the  12th  lap. 

On  the  13th  lap  Capt.  Biard  opened  his  engine  all  out,  and 
to  the  consternation  of  the  Italians,  won  by  2  minutes  3 
seconds,  in  r  hour  35  minutes.  Before  coming  down  he 
wisely  covered  two  extra  laps,”  just  to  make  sure.” 

In  conclusion  Mr.  Scott-Paine  said,  ”  It  is  the  hardest 
race  of  any  kind  that  has  ever  been  carried  out  in  the  world, 
because  of  the  small  course.”  The  longest  leg  was  only  a 
few  miles,  and  the  turning  point  was  only  very  small  indeed. 
Capt.  Biard  made  39  turns  in  1  £  hours  at  a  speed  of  160  m.p.h. 
He  also  referred  to  the  extraordinarily  difficult  air  conditions 
that  prevailed. 

In  response  to  the  Mayor,  Capt.  Biard  said  :  “  Mr  Scott- 
Paine  has  told  you  the  w  hole  history  of  the  thing,  and  I  don’t 
think  there  remains  much  for  me  to  say.  Thank  you,  sir,  for 


THE  COUPE  SCHNEIDER  :  One  of  the  Italian  Macchi 
flying  boats.  A  representative  of  this  firm  secured 
second  place  in  the  race. 

the  reception  we  have  had,  and  I  should  like  to  say  how 
pleased  we  are  to  get  back  again.” 

After  this  the  whole  party,  with  the  exception  of  the  Mayor, 
adjourned  to  the  Supermarine  Works  at  Woolston,  where 
remarkable  scenes  were  witnessed  during  the  enthusiastic 
welcome  accorded  by  the  staff  and  employes  of  the  wrorks. 
Further  ”  speechifying  ”  was  indulged  in,  and  Mr.  Scott- 
Paine  again  told  his  story  of  the  race,  ”  For  he’s  a  jolly  good 
fellow  ”  being  a  natural  conclusion  to  the  day’s  proceedings. 
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THE  IRWIN  “  METEORPLANE  ” 


r HB  Irwin  Aircraft  Co.,  of  Sacramento,  Cal.,  U.S.A.,  recently 
put  011  the  market  a  small  sporting  biplane  called  the  ‘ '  Meteor- 
plane  Model  MT,  which  embodies  several  interesting 
features.  We  are  indebted  to  our  American  contempoVary 
Aviation  for  the  following  brief  particulars  of  this  little 
machine. 

It  is  n  single-seater  tractor  biplane,  and  was  designed  to 
meet  the  demand  for  a  small  lightweight  aeroplane  of  con¬ 
ventional  design  that  the  average  aero  enthusiast  could  afford 
to  have  and  operate.  The  “  Meteorplane  ”  has  a  quick  get 
away  (160  ft.  run),  good  climb,  is  speedy,  yet  at  the  same  time 
has  a  very  low  landing  speed,  insuring  the  greatest  degree  of 
safety.  In  landing,  it  comes  to  rest  after  a  run  of  no  ft. 
Consistent  with  these  qualities,  the  design  and  construction 


the  front — which  is  attached  to  the  fuselage  at  three  points, 
the  apex  at  the  top  of  the  fuselage,  and  the  middle  at  the  lower 
longerons.  The  low  er  extremities  of  these  members  are  slotted 
to  receive  4 he  rubber  sprung  axle,  which  carries  two  20  in.  by 
3  in.  wheels. 

The  empennage  is  composed  of  a  non-lifting  horizontal 
stabiliser,  to  which  are  hinged  divided  elevators,  and  a  tri¬ 
angular  vertical  fin,  to  which  is  hinged  a  rudder.  The  latter  is 
of  sufficient  area  to  insure  complete  control  when  handling 
the  machine  on  the  ground.  Conventional  stick  and  rudder 
bar  control  is  used. 

A  two-cylinder  air-cooled  engine  of  15  h.p.  is  mounted  in 
the  nose,  and  drives  a  4  ft.  11  in.  tractor  screw  of  3  ft.  pitch 
at  1,900  r.p.m. 


THE  IRWIN  44  METEORPLANE 
constructor,  .1.  F.  Irwin,  is  shown 


(MODEL  M.T.)  :  An  American  sporting  biplane  of  15  h 
standing  beside  the  machine,  giving  an  idea  as  to  its  size, 
machine  in  flight. 


p.  On  the  left  its 
Inset  (right),  the 


embrace  very  light  weight,  yet  the  factor  of  safety  at  any 
point  of  the  whole  machine  is  more  than  five.  The  power 
loading  is  26  lbs.,  while  the  wing  loading  is  only  a  little  over 
3$  lbs./sq.  ft. 

The  main  planes  are  adjustable  as  regards  their  fore  and 
<ilt  position,  provision  being  made  for  sliding  them  along 
the  fuselage.  This  enables  a  perfect  balance  being  obtained 
at  all  times.  Hollow  spruce  spars  are  employed,  and  the  rib 
webs  and  cap  strips  arc  of  yellow  pine  and  spruce  respectively 
The  Intel-plane  struts,  of  which  there  are  four,  two  being  close 
up  to  the  fuselage,  are  of  I-form,  and  are  built  up  of  three-ply 
w'ood.  Thus  incidence  wires  are  eliminated.  Irwin  No.  4 
wing  section  is  employed,  the  dynamical  stability  of  which  is 
almost  the  same  as  the  Eiffel  3>.  Ailerons  are  fitted  to  the 
top  plane  only,  and  the  lower  plane,  which  is  of  shorter  span 
than  the  top,  is  set  at  a  dihedral  angle 

Of  good  streamline  form,  the  fuselage  is  of  box-girder 
construction,  with  ash  longerons  and  four  three-ph  panels 
holding  the  body  in  shape  The  whole  framework  is  wire 
braced  from  engine  panel  to  stern  post,  and  the  covering  is 
sheet  metal  at  the  nose  and  doped  fabric  elsewhere 

The  under-carriage  is  of  novel,  yet  simple  construction,  and 
consists  of  two  wide  members  forming  an  "  A  -  viewed  from 

a  a 


foi£-P-cipa  1  characteristics  of  the  "  Meteorplane  ”  are  as. 


Span  (upper) 

Span  (lower) 

Chord 

Gap 

Overall  length 
Overall  height 
Angle  of  incidence 


Area  of  main  plan 
Area  of  tail  plane 
Area  of  elevators 
Area  of  fin 
Area  of  rudder 


Weight  of  machine 
Weight  loaded 
Weight/h.p. 

Weigh f/sq.  ft. 
Speed  range 
Climb  in  15  mins. 
Gliding  angle 
Range 


empty 


ly  ft.  10  ins. 
ici  ft.  1  in. 

3  ft.  t  in. 

3  ft.  10  ins.  to  3  ft.  2|  ins. 
13  ft.  9  ins. 

3  ft.  to  £  ins 

2C  30'-  * 

3°- 

105  sq.  ft. 

9  sq.  ft. . 

8  sq.  ft. 

1  i  sq.  ft. 

5  sq.  ft. 

240  lbs. 

39b  lbs. 

26  lbs. 

3 1  R». 

32-5O  m.p.ii. 

2,500  rt. 

1  in  7. 

1  hr.  45  min?. 


0 


0 


A  44  Saintess  ”  for  Air  Pilots. 

A  new  statue  of  Our  Lady  of  Loretto  is  to  be  taken  by 
four  cardinals  to  Rome  in  September  to  be  blessed  by  the 
ope,  this  particular  statue  of  the  Madonna  being  regarded  as 
the  protectress  of  men  of  the  air.  The  Cardinal-Archbishop  of 
.oretto,  m  honour  of  the  occasion,  will  be  one  of  the  cardinals 
back^  accomPany  the  statue,  in  a  motor-car,  to  Rome  and 


Severndroog  Castle 

Under  the  will  of  the  late  Mr.  Probyn  Godson,  Sev 
droog  Castle, iShooters  Hdi.becomestbeapexof  one  of  bond 
public  parks. (  this  fact  is  of  interest  to  aviation,  as  p“* 
droog  Castle  is  the  highest  point  between  London  and 


being  45°  ft.  above  the  level  of  the  sea,  and  during'  the  Great 
Wat  it  was  in  the.  occupation  of  the  R  DivisionTof  Sp.  dal 
Constabulary  for  six  years,  it  being  considered  by  the  authori- 
ties  the  most  valued  and  important  observation  post  for 
the  defence  of  London  against  attack  by  enemy  aircraft. 

Proposed  Australia  to  New  Zealand  Flight 

*s  reported  that  early  next  year — in  February  or 
March— an  attempt  is  to  be  made  to  fly  from  Australia  to 
New  Zealand,  a  distance  of  between  1,500  and  1,600  miles 
The  pilot  will  be  (  apt.  G.  H.  Keat,  D.F.C..  and  Capt.  Bruce 
Ross  will  act  as  navigator.  The  start  will  probabh  bo  made 
from  Cape  Howe,  N.S.W.,  and  Christchurch,  N.Z.,  the 
finishing  point. 
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RACING  COMM  ITTEE 


A  meeting  of  the  Racing  Committee  was  held  on  Thursday, 
August  24,  1922,  when  there  were  present  :  Maj. -Gen,  Sir 
W.  S.  Brancker,  K.C.B.,  in  the  Chair,  Lieut. -Col.  W.  A, 
Bristow;  Lieut. -Col.  M  O.  Darby;  Brig.-Gen.  Sir  Capel 
Holden,  K.C.B..  F.R.S,  ;  Mr.  W.  O.  Manning;  and  H.  E. 
Perrin,  Secretary. 

The  King’s  Cup. — The  arrangements  were  considered, 
and  the  Secretary  reported  his  visit  to  the  various  Controls, 
and  it  was  decided  to  have  the  official  Controls  as  follows ; — 
Birmingham  .  .  (Castle  Bromwich). 


Newcastle 
Glasgow 
Manchester 
Bristol 


(Town  Moor). 
(Renfrew). 
(Alexandra  Park) . 
(Filton). 


Capt  R.  J.  Goodman  Crouch  and  Lieut.-Coi.  W.  A.  Bristow 
wore  appointed  Handicappers. 


It  was  decided  to  start  the  first  machine  from  Croydon  at 
9  a.m.  on  Friday,  September  S,  the  others  following  in 
accordance  with  their  handicap  times.  The  first  start  from 
Glasgow  on  Saturday,  September  g,  was  also  fixed  for  9  a.m. 

“Daily  Mail  ’’  £1,000  Prize  for  Gliders. — The  Secretary 
reported  the  interview  which  he  and  Col.  Darby  had  with 
the  Daily  Mail  in  connection  with  their  offer  of  a  prize  of 
£1,000  for  a  Gliding  Competition,  at  which  it  was  decided 
to  hand  over  the  Competition  to  the  Royal  Aero  Club. 

The  following  Committee  was  appointed  to  draw  up  the 
regulations  and  proceed  with  the  arrangements  : — 

Lieut. -Col.  M.  O.  Darby,  Lieut. -Col.  W.  A.  Bristow, 
C.  R.  Fairev,  Maj.  O.  T.  Gnosspelius,  W.  O.  Manning, 
Lieut,-Col.  A  Ogilvic,  F.  Handley  Page,  Capt.  VV  H.  Sayers, 
Squad. -Ldr.  M.  Wright. 


THE  KING’S  CUP 

Circuit  of  Britain  Air  Race,  September  8-9,  1922. 

Entries  : 


Entrant. 

Li. -Col.  M.  O.  Darby, 


Entrant. 

Brig.-Gen.  lames  G.  Weir. 

C. M.G. 

Duke  ol  Sul herland 
A.  S.  Butler 

Lt.-Col.  F.  K.  McClean, 
A.F.C. 

Lt.-Col.  j.  E.  Tennant, 

D. S.O.,  M.C. 

Douglas  Vickers,  M.P.,  J.P. 


J.  D.  Siddeloy,  C-B.E, 

F  P.  Raynham 

Sir  Samuel  Inst  one 

Lt.-Col.  Johu  Barrett- 
Lennarn,  C-B.H. 


Machine,  Engine  and  Pilot. 
Boulton  and  Paul  P.y,  90  h.p. 

R.A.F.  ia  (C.  T.  Holmes). 

I).H  g,  230  h.p.  Siddeley  Puma 
(Capt.  A  F.  Muir). 

D.H.37,  275  h.p.  Rolls-Royce 
Falcon  (A.  S.  Butler). 

Sopwith  Gnu,  no  h.p.  Lc 
Rhone  (Fl.-Lt.  \V.  H.  Long- 
ton.  D.F.C.,  A.F.C.). 

Boulton  and  Paul  P.q,  qo  h.p. 

R. A.F.  1  \  (Lt.-Col.  J.  K. 
Tennant,  D.S.O.,  M.C.). 

Vickers  Vulcan,  350  h.p. 
Rolls-Royce  Eagle  VIII  (('.apt. 

S.  Cockerell,  A.F.C '.,). 

Siskin,  323  h.p.  Jaguar  (F.  T. 

Courtney). 

Martinsyde  F6.,  200  li  p  Wolse- 
ley  Viper  (F.  P.  Raynham). 
D.H.f.v,  430  h.p.  Rolls- Kovce 
Eagle  Vilt  (F.  1.  Barnard). 
D.II.oa,  350  h.p.  Rolls-Royce 
Eagle  \  ill  (H.  H.  Perry). 


O.B.E. 

Sir  G.  Stanley  White,  Bart 

Sir  Henry  White- Smith, 
C.B.E. 

Lady  Anne  Savile 

Sir  William  Letts,  K.B.E. 
Henry  Fildes,  M.P. 

A.  V.  Roe  . . 

John  ix>rd 

Capt.  G.  de  llavilland 
H.  Scott- Paine 
Major  J.  C.  Savage 


Machine,  Engine  and  Pilot. 

D.H.g,  230  h.p.  Siddeley  Puma 
(M.  Maurice  Piercey). 

Bristol  10-seater  Biplane,  400 
h.p.  Bristol  Jupiter  (Cyril 
Frank  l  wins). 

Bristol  Monoplane,  xoo  h.p. 
Bristol  Lucifer  (Kollo  Amyatt 
do  Haga  Haig). 

D.H  tic,  230 h.p.  Siddeley  Puma. 
(Flytng  Officer  Leslie  Hamil¬ 
ton). 

Avro  Baby,  35  bp.  Green 
(B.  Hinkler). 

Avro  Baby,  35  h.p  Green 
(Squad-Ldr.  H.  Payn), 

Avro  Viper,  200  h.p.  Wolseley 
Viper  (Capt.  F.  C.  Broome! . 

Avro  Lucifer,  100  h.p.  Lucifer 
(Major  C.  R.  Carr). 

D.H.gn,  230  h.p.  Siddeley  Puma. 
(A.  J.  Cobham). 

Sea  Lion  II,  450  h.p.  Napier 
Lion  (H.  C.  Biard). 

S.E.  3A.  200  h.p.  Wolseley 

Viper  (C.  C.  T.  Turner). 


Controls  and  Officials 


Croydon*  (Waddon) 

Officials.  Maj. -Gen.  Sir  W  S.  Bran  eke  1 ,  K.C.B.  ;  Lieut. - 
Col.  M  O.  Darby  ;  Brig.-Gen.  Sir  Capel  Holden.  K.C.B., 
F.R.S.  .  Co),  F.  Lindsay  Lloyd.  C.M.G. .  C.B.E.;  Lieut.-Col. 
I  K.  McClean.  A.F.C. ;  Lieut.-Col.  J.  T  C  Moore- Bra bazon, 
M.C.,  M.P. 

Birmingham  (Castle  Bromwich) 

Officials Mr.  Gilbert  Dennison  (Aerodrome  Official)  ; 
Capt .  D.  G.  Murray,  Capt.  F.  K.  Walker  (Royal  Aero  Club 
Officials) . 

Newcastle  (Town  Moor) 

Officials -Mr.  A.  E.  George  (Aerodrome  Official)  ;  Mr.  W.  O. 
Manning  (Royal  Aero  Club  Official) 

Glasgow  (Renfrew) 

Officials. — Mr.  ].  Allison,  jun.  (Aerodrome  Official)  ; 


Lieut.-Col.  W.  A.  Bristow,  Major  E.  Moves  (Royal  Aero 
Club  Officials). 

Manchester  (Alexandra  Park) 

Officials. —  Mr.  J.  Lord  (Aerodrome  Official)  ;  Com.  F.  L.  M. 
Boothby.  R.N.,  Capt.  J.  C.  Brooke  (Royal  Aero  Club 
Officials). 

Bristol  (Filton) 

Officials. — Mr.  H.  J  Thomas  (Aerodrome  Official)  ;  Mr. 

A.  j.  A.  W.  Barr,  Flight  Lieut.  L.  H.  Cockev,  Capt.  F.  R. 
Walker  (Royal  Aero  Club  Officials). 

Handicappers. — Lieut.-Col.  W.  A.  Bristow  ;  Capt.  R.  J. 
Goodman  Crouch.  f 

Secretary. — Harold  E.  Perrin.  Assistant  Sccretavy. — 

B.  Stevenson. 


GLIDING  COMPETITION  COMMITTEE 


A  meeting  of  the  Gliding  Competition  Committee  was 
held  on  Monday,  August  28,  1922,  when  there  were  present  : 
Lieut.-Col.  M.  O.  Darby  in  the  Chair,  Lieut. -Co)  \Y.  A. 
Bristow,  Major  O.  T.  GuosspeUns,  Mr.  W.  O.  Manning,  Mr.  F 
Handley  Page,  Capt.  W.  H.  Sayers.  Squad. -Ldr.  M.  Wright, 
and  H  E,  Perrin,  Secretary. 

The  Supplementary  Regulations  for  the  Gliding  Competition 
for  the  prize  of  £1,000  offered  by  the  Daily  Mail  were  drawn 
up  as  follows  : — 

The  prize  of  £  1,000  offered  by  the  proprietors  of  the  Daily 
Mail  will  be  awarded  to  the  Competitor  who  remains  the 
longest  time  in  the  air,  providing  such  flight  occupies  not 
less  than  thirty  minutes,  under  the  follow  ing  conditions  — 


Supplementary  Regulations 

Date. — The  competition  w  ill  begin  on  Monday,  October  16, 
1922,  and  close  on  Saturday,  October  2T.  1922. 

All  flights  must  be  commenced  between  sunrise  and 
sunset. 

Organisation. — The  competition  will  be  conducted  by 
the  Royal  Aero  Club. 

Place  of  Contest. — The  locality  has  not  yet  been  definitely 
decided  upon,  and  will  he  announced  shortly. 

Competitors. — The  competition  is  open  to  persons  of  any 
nationality. 

The  competition  is  open  to  any  heavier- than -air  machine 
not  provided  with  any  motive  power  except  that  produced 
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bv  Mic  personal  exertions  of  the-  occupants  during  flight  and 
•which  is  not  supported  either  wholly  or  in  part  by  any  gas 
which  is  lighter  than  air. 

Timing,  flic  liming  of  flights  will  hr*  taken  front  the 
moment  at  which  free  flight  commences  until  first,  contact 
with  the  earth.  The  machine  must  have  no  connection  with 
the  earth  during  flight. 

A  lighting.  1  he  alighting  must,  take  place  within  an 
a  rea  which  will  consist  of  a  circle  of  a  radius  of  approximately 
Soo  yards  measured  from  the  official  point  of  departure. 

Entries.  -Entries  must  be  made  to  the  Royal  Aero  flub 

3.  Clifford  Street,  London,  \V.  1,  not  later  than  5  p.m.  on 
Saturday.  October  7,  1022.  There  is  110  entry  fee. 

The  Royal  Arm  Club,  in  the  interests  of  safety,  reserves 
to  itsel R.the  right  to  refuse  any  entry  and/or  to  prohibit 
the  flight  in  the  competition  of  any  competitor  if  it  considers 
the  flight  would  be  dangerous 

Accommodation. — Information  as  to  accommodation 
for  the  competing  machines  will  be  issued  later. 

General  Conditions. 

1.  A  competitor,  by  entering,  thereby  agrees  that  he  is 
bound  by  the  Regulations  herein  contained  or  to  be  hereafter 
issued  in  connection  with  this  Competition, 

2.  The  interpretation  of  these  Regulations  or  of  any 
hereafter  issued  shall  rest  entirely  with  the  Roval  Aero 
Club. 


3.  f  he  competitor  shall  be  solely  responsible  to  the  offic  ials 
tor  the  due  observance  of  these  .Regulations,  and  shall  he 
the  person  with  whom  the  officials  will  deal  in  respect  thereof, 
01  of  any  other  question  arising  out  of  this  competition. 

4.  A  competitor,  by  entering,  waives  any  right  of  action 
against  Lhc  Royal  Aero  Club  or  the  proprietors  of  the  Daily 
Mail  for  any  damages  sustained  bv  him  in  consequence  of 
any  act  or  omission  on  the  part  of  the  officials  of  the  Royal 
Aero  Club  01  their  representatives  or  servants  or  anv  fellow 
Competitor. 

5.  The  machine  shall  at  all  times  be  at  the  risk  in  all 
respects  of  the  competitor,  who  shall  be  deemed  by  entry  to 
agree  to  waive  all  claim  for  injury  either  to  himself,  or  his 
passenger,  or  his  machine,  or  his  employes  or  workmen, 
and  to  assume  all  liability  for  damage  to  third  parties  or 
their  property  and  to  indemnify  the  Royal  Aero  Club  and 
the  proprietors  oi  the  Daily  Mail  in  respect  thereof. 

6.  1  he  Committee  of  the  Royal  Aero  Club  reserves  to 
itself  the  right  to  add  to,  amend,’ or  omit  any  of  these  rules 
should  it  think  fit. 

Capt.  W.  H.  Sayers.  Squad. -Ldr,  M.  Wright  and  H.  E. 

I  errin,  who  made  a  tour  of  the  South  of  England  to  inspect 
sites  for  the  competition,  made  a  report,  and  it  was  decided 
to  defer  the  selection  until  a  later  date. 

Offices:  THE  ROYAL  AERO  CLUB, 

3,  CLIFFORD  STREET,  LONDON.  W.  1. 

H.  E.  PERRIN,  Secretary'. 


Married 

Guv  George  Houssemayne  Du  Boulay,  R.A.F.,  only  son 
of  Mr.  and  Airs.  Ralph  Houssemayne  Du  Boulay,  of  East 
Grin  stead,  was  married  on  August  23  at  St.  Mary's,  East 
Grins tead,  to  Ruby  Violet  Emmeline,  youngest  daughter  of 
j  Ir.  Godfrey  Knox,  of  Sally  Park,  Templeogue,  co.  Dublin. 

Henry  Michael  .Moody,  M.C.,  R.A.F.,  only  surviving  son 
of  the  Rev.  Henry  Moody,  Vicar  of  Welshampton  and  Rural 
Dean  of  Ellesmere,  and  Mrs.  Moody,  was  married  on  August  3, 
at  St.  Aubin’s  Church,  Jersey',  to  Austin  Robina  (BobbieY 
youngest  daughter  of  Mr.  and  Mrs.  C.  A.  Horn,  of  Beaumont! 
Jersey,  and  Adelaide,  South  Australia. 

Fligbt-Lieut.  Gerard  Stephen  Oddie,  D.F.C.,  was  married 
on  August  3,  at  St  Peter's,  Falcon  Avenue,  Edinburgh,  to 
Helen  Chalmers,  only  daughter  of  Alan  Lockhart  Menzies, 
W.S.,  Larch  Grove,  Balerno,  Midlothian. 

To  be  Married 

A  marriage  has  been  arranged,  and  will  take  place  in  the 
autumn,  between  Dorothe,  widow  of  Captain  Jack  Barn  a  to 
K.A.F.,  and  daughter  of  Mr.  and  Mrs.  Joe  Lewis,  and  Lord 
Plunkkt  son  of  the  late  Lord  Blanket  and  Lady  Victoria 
liraith waite,  and  nephew  of  the  Marquess  of  Dufferin  and 
Ava. 


Swinging  of  Compasses  in  Aircraft 

1  Compasses  in  aircraft,  owing  to  their  delicate  con¬ 
struction,  are  liable  to  be  throw  11  out  of  truth  by  many'  different 
causes.  A  compass  should,  therefore,  be  swung  whenever, 
for  any'  reason,  there  may  be  a  doubt  as  to  its  accuracy.  Iii 
particular,  the  compass  should  be  swung  — 

(*)  .9n,  °hange  of  position  of  any  magnetic  material  in 
,  Vlcln ’ *v  of  the  compass,  such  as  change  of  an  oneiric 
r.lectncal  or  Wireless  equipment,  etc. 

(-)  replacement  of  the  compass  in  an  aircraft  by  another. 
(3)  After  the  aircraft  lias  been  standing  in  one  position 
for  lour  weeks  or  more  (e.g,,  after  undergoing  overhaul  or 
largo  repairs). 

„  ...  H  H 

Germany’s  Civil  Aircraft 

In  uui  issue  oi  May  iS,  1922,  we  published  the  regulations 
drawn  up  by  the  ”  Committee  of  Guarantees  ”  (which  replaces 
the  Inter  Allied  Aircraft  Commission)  in  respect  to  the 
manufacture  of  German  aircraft.  The  following  is  a  list 
oi  German  "  Civil  "  aircraft  complying  with  these  regulations  ; 
T,  Dormer  '  Dragon-Fly  "  flying  boat  (ho  lip,  Siemens); 
2.  Junkers  1 13  Limousine  (bo  h.p  )  ;  3,  Junkers  Jib  Limousine 
(no  lip);  L.  F.  G.  V20A  mono-seaplane  (230  h.p.): 
5.  L.KG  V13  l.i  seaplane  (230  h.p.)  ;  6,  l.F.G.  ViSbi- 
seaplanc  (220  li  p.)  ;  7,  L.F.G.  V8  bi-flying  boat  (120  h.p.)  ; 


H  H  H  H 

NOTICES  TO  AIRMEN 


Killed 

Robert  Blaine  Luard,  R.A.F.,  who  died  on  August  17, 
in  India,  as  the  result  of  an  aeroplane  accident  aged  24  was 
the  second  son  of  Maj.  Luard,  R.E. 

Items 

will  of  the  late  Mr.  David  Williamson  Stewart 
Paterson,  sometime  of  Broomlands,  Kirkcudbrightshire 
later  2nd  Lieut.  R.F.C.,  has  been  proved  at  2  8,230. 

The  will  of  the  late  Mr.  Arthur  Charles  Spencer.  aircraft 
manufacturer,  of  52,  Highgate  HiU,  N.W..  formerly  of 
6,  West  View,  Highgate,  N.,  has  been  proved  at  ^21.196. 

Capt.  Juan  Leguia  y  Swayne,  Air  Attach^  to  the  Peruvian 
Legation,  left  London  on  August  17  for  Berlin 

Lieut  Willy  Coppens,  Assistant  to  Military  Attach*  of 
the  Belgian  Embassy  for  Air  Service  duties,  left  London  on 
August  17  for  Brussels,  on  leave. 

Lieut.  G.  F.  C..  Flokmax,  Military  Attache  to  the  Swedish 
Legation  for  Air  Service  duties,  returned  to  London  on 
August  22  from  Paris. 

Capt  Juan  Leguia,  son  of  the  President  of  Peru,  Air 
Attach*  at  the  Peruvian  Legation,  and  Senora  G.  dc  Leguia 
left  London  on  August  2S  for  Lima. 

Major  Nobile  Carlo  M.  Graziani,  Air  Attach*  to  the 
Italian  Embassy,  left  J.ondon  on  August  29  for  Geneva. 


(4)  At  auy  time  when  the  accuracy  of  the  deviation  table 
is  open  to  doubt. 

(.5)  In  addition,  after  a  bad  landing,  the  cap  and  pivot 
should  be  tested. 

2.  Pilots  should  keep  a  constant  watch  on  the  behaviour 
of,  and  take  every  opportunity  to  test,  their  compass  whilst: 
flying  over  a  long  stretch  of  road  or  railway,  the  magnetic 
bearing  of  which  has  been  ascertained  beforehand. 

It  is  only  by  the  constant  use  of  the  compass  during  fine 
weather  and  when  the  ground  is  visible  that  pilots  will 
obtain  sufficient  confidence  in  the  reliability  of  their  compass 
to  enable  them  to  be  assisted  by  it.  under  adverse  weather 
conditions.  (No.  92  of  1922.) 

H  H 

8.  Caspanvcrke  P.  F  .  4  seaplane  (220  h.p.);  9,  Staffing 
sport  biplane  (25  h.p.)  ;  to,  Stuffing  single-seater  mono 
h  r7  ;  ,Kn1)er  SPm't  biplane  (23  h.p.)  ;  ra,  Hermann 
V  cm  or  (50  h.p.)  ,  13,  Max  Schuler  (30  h.p.)  ;  r  4,  Dornier  Cm 
mono  (230  h.p.);  14,  Dornier  C11  “Dolphin"  mono-flying 
boat  (230  h.p.)  ;  ib,  Zeppelin  twin-engined  monoplane 
(4,120  h.p.)  ;  17,  Gasparvverke  seaplane  (260  h.p.)  ;  iS,  Alba¬ 
tross  (230  h.p.)  ;  1 9 .  Fokker  Limousine  mono,  (ibo  h.p.); 

20,  Junkers  Limousine  (ibo  h.p.);  21,  Sablatnig  Limou¬ 
sine  mono.  (220  h.p.);  22,  Sablatnig  Limousine  biplane 
(220  h.p.).  1 
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\§  wrctaeagp 


GLIDING,  SOARING  AND  AIR-SAILING 


Those  wishing  to  get  in  touch  with  other,  interested  in  matter: 
relating  to  gliding  and  the  construction  of  gliders  are  /.united 
to  write  to  the  Editior  of  Flight,  who  will  he  pleased  to  publish 
such  communications  on  this  page,  in  order  to  bring  together 
ilwsc  who  would,  like  to  co-operate,  cither  in  forming  gliding 
clubs  or  in  private  collaboration. 

At  the  RhSn  Gliding  Competition  the  German  pilot  Herr 
Hentzen  has  beaten  his  own  record  of  last  week  by  flying  for 
3  hrs.  10  mins.  The  machine  used  by  Hentzen  is  illustrated 
and  described  below. 

Mijnheer  Fokker,  the  well-known  Dutch-German  designer, 
has  established  a  world’s  record  by  hying  for  13  mins,  accom¬ 
panied  by  a  passenger.  The  flight  took  place  at  Rh6n, 
and  the  machine  used  was,  we  believe,  the  glider  exhibited 
on  the  Fokker  stand  at  the  last  Paris  Aero  Show. 

It  has  been  pointed  out  in  Flight  that  gliding  and  soaring  is 


nine  tenths  piloting  and  one-tenth  machine  design.  Thus  at 
the  French  competition  at  Clermont-Ferrand  the  machines 
which  did  best  were  small  sporting  aeroplanes  whose  engines 
had  been  removed.  Why  should  we  not  do  the  same  in  this 
country  ?  The  Avto  Hairy  should  make  quite  a  good  glider, 
as  would  probably  also  the  Austin  "  Whippet,”  if  their 
engines  were  taken  out  and  the  pilot's  scat  shifted  farther 
forward  to  trim  the  machines  proper!}- 

•  4#  « 

The  first  definite  entry  for  the  Daily  Mail  prize  has  now 
been  received  by  the.  Royal  Aero  Club'.  This  is  by  Mr.  Erie. 
Cecil  Gordon- England,  who,  it  may  be  remembered,  did  a  good 
deal  of  gliding  in  the  early  days  of  flying,  first  on  the  Jose 
Weiss  bird-shaped  monoplane  gliders,  and  later  on  the 
extraordinary  circular  plane  invented  by  Mr.  Kitchen  (of 
rudder  fame),  and  elaborated  and  made  practical  by  the 
late  Mr.  Cedric  Lee  and  Mr.  Tilghman- Richards.  The 
machine  which  Gordon  England  will  fly  has  not  yet  been 
announced. 


THE  HANNOVER  GLIDER 


It  is  no  exaggeration  to  say  that  world-wide  admiration 
has  been  aroused  by  the  splendid  flights  made  in  the  Rli6n 
mountains  during  the  recent  German  gliding  competition. 
First  the  news  came  that  Herr  Martens  had  remained  aloft 
lor  one  hour  on  a  Hannover  glider.  The  next  day  it  was 
announced  that  a  college  fellow  of  Martens,  Herr  Hentzen, 
had  kept  in  the  air  for  two  hours.  This  performance,  excel¬ 
lent  as  it  was,  did  not  long  remain  a  world's  record.  A  few 
days  later  Herr  Hentzen  increased  the  duration  to  3  hours 
10  minutes.  How  long  this  record  will  be  allowed  to  stand 
there  is  no  way  of  telling.  It  may  be,  however,  that  excep¬ 
tionally  favourable  weather  conditions  helped  materially  in 
enabling  ibis  performance  to  he  attained,  and  that  it  will 
be  some  time  before  the  four- hours  mark  is  reached.  On 
the  other  hand,  if  a  glider  will  remain  aloft  for  three  hours 
there  is  apparently  no  reason  why  it  should  not  remain 
up  for  any  length  of  time,  provided  the  pilot  is  physically 
and  menially  capable  of  Sustaining  the  strain  which  must 
of  necessity  accompany  the  constant  alertness  required  to 
take  advantage  of  every  gust  of  wind.  However  that  may 
be  we  congratulate  llcrr  Hentzen  on  lus  remarkable  feat, 
and  trust  to  have  the  pleasure  of  seeing  him  hi  this  country, 
either  in  connection,  with  this  year's  Daily  Mail  competition, 
or  at  some  future  date.  In  the  meantime,  a  few  notes 
dealing  with  the  glider  on  which  the  flights  were  made  may 
not  be  without  interest. 

Generally  speaking,  the  machine  used  by  Martens  and 


Hentzen  in  the  Rlion  competition  this  year  is  similar  to 
last  year’s  model.  Certain  modifications  have  been  made, 
such  as  a  reduction  of  the  wing  span,  which  is  obviously 
somewhat  large,  and  certain  other  minor  alterations.  The 
accompanying  general  arrangement  drawings  show  last 
year's  model,  and  it  should  be  kept  in  mind  that  certain 
changes  have  taken  place.  However,  even  last  year  flights 
of  long  duration  were  made  ;  for  instance,  one  of  15  minutes 
40  seconds,  during  which  Plerr  Martens  covered  a  distance 
of  4J  miles.  It  is  understood  that,  in  spite  of  the  reduction 
in  wing  span,  the  wing  area  has  been  slightly  increased. 
This  would  mean  that  the  chord  has  been  increased,  and 
the  aspect  ratio  reduced  to  more  normal  proportions. 

Fundamentally,  the  Hannover  glider  consists  of  a  cantilever 
monoplane  wing  of  thick,  high-lift  section  and  large  aspect 
ratio,  mounted  m  parasol  above  a  rectangular  section 
fuselage.  The  wing  is  built  in  three  sections,  the  central  one 
of  which  measures  approximately  22  ft.  in  span,  with  two 
end  sections  (tapered)  attached  to  it.  The  wing  section 
employed  is  one  of  the  Gottingen  sections,  and  the  wing 
construction  is  somewhat  unusual  inasmuch  as  there  is  only 
one  main  wing  spar. 

This  spar  is  of  I-section,  with  the  wreb  built  up  of  a  series 
of  lattices  in  order  to  save  weight.  The  spar  is  located 
approximately  one-third  of  the  chord  from  the  leading  edge. 
As  a  single  spar,  although  capable  of  resisting  the  bending 
moments,  could  not  be  expected  to  resist  torsion,  the  wing 
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has  been  built  lip  in  the  form  of  a  tube  of  three-ply  wood. 
This  three-ply  extends  from  the  top  of  the  spar,  around  the 
leading  edge,  and  back  over  the  lower  surface  as  far  as  the 
lower  edge  of  the  spar.  The  tube  thus  formed,  although 
being  quite  light,  is  very  stiff  against  torsion,  while  at  the 
same  time  having  the  advantage  that  it  retains  the  shape 
of  the  leading  edge  of  the  wing  better  than  could  the  usual 
rib  construction.  The  main  ribs  are  spaced  about  iS  ins. 
apart,  but  in  the  front  portion  false  nose  ribs  are  placed  in 
the  intervals  between  main  ribs,  thus  supporting  the 
three-ply  at  short  intervals.  The  rear  portion  of  the  wing 
is  covered  with  fabric  in  the-  usual  way. 

The  fuselage,  which  is  of  rectangular  section,  lias  four 
longerons,  and  1$  a  girder  of  the  usual  type,  with  struts  and 
cross- members,  and  braced  with  wire.  The  wing  is  attached 
to  the  fuselage  by  three  bolts,  one  through  the  main  spar 


in  the  centre,  which  engages  with  a  fitting  on  the  top 
longerons  (which  meet  at  this  point),  and  two  through  special 
reinforced  ribs  over  the  full-width  edge  of  the  body,  In 
order  to  reduce  the  bending  moments  somewhat,  single  struts 
slope  out  some  distance  and  are  attached  to  the  single  spar. 

A  notable  feature  of  the  Hannover  glider,  which,  by  the 
way,  was  designed  by  Dr.  Madelung,  is  the  undercarriage, 
which  consists  of  three  footballs,  two  side  by  side  under  the 
deepest  part  of  the  fuselage,  and  oue  under  the  nose.  Two- 
similar,  but  smaller,  air-filled  spheres  are  housed  in  the 
wing  tips.  In  practice  this  undercarriage  is  stated  to  have 
worked  very  well ,  and  certainly  it  would  be  difficult  to 
imagine  anything  lighter  and  simpler.  The  machine  was 
built  for  some  of  the  members  of  the  flying  club  of  the 
Hannover  Technical  High  School  by  the  Hannover  Coach 
and  Carriage  Works. 


THE  FRENCH  GLIDING  COMPETITION 


In  our  issue  of  last  week  we  announced  briefly  the  results  of 
the  French  gliding  competition,  which  was  held  at  Puy  de 
Coinbegrasse,  near  Clermont-Ferrand,  from  August  6  to 
August  20.  Unfortunately,  the  meeting  was  marred  by  a 
serious  accident,  which  resulted  in  the  death  of  one  of  the 
competitors,  M.  Fetu,  who  was  flying  a  Bellanger-Denhaut 
biplane.  Otherwise,  in  spite  of  the  fact  that  the  durations 
of  the  flights  did  not  approach  those  made  by  German  pilots, 
the  meeting  at  Clermont-Ferrand  must  be  counted  a  success 
much  having  been  learned  and  the  entries  list  being  very 
large,  no  less  than  50  machines  having  been  entered.  In 
the  accompanying  table  arc  set  out  the  main  characteristics 
of  all  the  fifty  machines  entered,  while  in  the  following  notes 
reference  is  made  to  some  of  the  more  interesting  of  the 
gliders.  For  the  table,  as  well  as  for  the  information  upon 
which  the  notes  are  based,  we  a.re  indebted  to  our  excellent 
French  contemporary  L’Adronaufique,  whose  August  issue 
contains  a  great  deal  of  useful  information  relating  to  the 
various  machines. 

The  Farman  Machines. — Curiously  enough,  the  machines 
which  did  best  of  all  at  Puy  de  Coinbegrasse  were  aeroplanes 
with  the  engines  removed.  Thus  the  Farman  biplane  glider 
was  the  Farman  “  Sport,”  with  the  Anzani  engine  taken  out 
and  the  pilot’s  seat  moved  forward  to  trim  the  machine 
correctly.  The  same  applies  to  the  Farman  ”  Moustique  ” 
which  normally  is  a  small  monoplane,  also  with  Anzani 
engine.  It  will,  therefore,  be  gathered  that  both  machines 
were  somewhat  heavy,  having  been  designed  for  the  stresses 
of  a  power-driven  aeroplane.  Nevertheless,  Bossoutrot 
managed  to  make  some  very  good  flights  on  them,  and  on 
several  occasions  succeeded  in  gliding  over  his  starting 
point.  The  fact  that  such  heavy  machines  should  have 
proved  capable  of  good  glides  is  encouraging,  inasmuch  as 
it  indicates  that  with  machines  specially  designed  for  gliding. 
With  the  weight  kept  down  to  a  minimum  and  wind  resistance 
reduced  as  much  as  possible,  much  better  results  may  be 
hoped  for.  From  the  table  of  particulars  it  will  be  seen  that 
the  weight  of  the  biplane  is  275  lbs.,  for  an  area  of  269  sq.  ft  , 
or  practically  1  lb.  /sq.  ft.  empty.  With  the  pilot  111  place 
the  wing  loading  must  have  been  approximately  1.6  lbs./sq.  ft. 
In  the  case  of  the  monoplane,  the  wing  loading  would  work 
oat  at  approximately  1.9  lbs./sq.  ft.  If  such  light  loadings 
can  be  obtained  with  relatively  heavy  machines,  it  would 
appear  probable  that  it  might  be  possible  to  reduce,  in  a 
machine  designed  for  gliding,  the  wing  loading,  with  pilot 
on  board,  to  about  x  lb./sq.  ft.,  which  should  give  very- 
low  landing  speeds  and  also  low  rates  of  descent. 

The  Ckardon  Glider,  flow  n  by  M  Chardon,  the  only  Swiss 
representative  at  the  meeting,  is  a  very  junall  and  light 
biplane  with  open  tail  outrigger  and  no  undercarriage.  The 
pilot  straddles  a  leather  strap  hanging  down  from  the  lower 
plane,  and  he  gathers  speed  for  starting  by  running  down  the 
slope*  of  the  hill.  This  procedure  is  rendered  possible  by 
the  extremely  light  weight  of  the  machine  (about  30  lbs.). 
By  energetic  work,  M.  Chardon  managed  to  bring  his  total 
duration  of  flights  during  the  meeting  up  tr>  34  mins.  13  secs., 
thus  gaining  third  prize,  but  no  individual  flight  was  of  very 
long  duration. 

The  Coupet  Monoplane,  floivn  by  its  designer  M.  Coupet, 
gained  second  prize  for  duration  of  individual  flights,  his 
longest  flight  lasting  4  mins.  50  secs.  The  Coupet  monoplane 
is  of  the  cantilever  type,  with  wrings  tapering  in  chord  and 
thickness  from  root  to  tip.  The  pilot  is  enclosed  in  The 
fuselage,  his  head  projecting  into  a  cut-out  portion  of  the 
leading  edge  of  the  wing.  The  machine  weighs  but  8S  lbs. 
empty,  and  lias  a  wing  area  of  2x5  sq.  ft.,  so  that,  with  pilot- 
on  board,  the  wing  loading  is  probably  about  1  lb./sq.  ft 
As  the  head  resistance  is  low  this  glider  should  be  very 
efficient. 


Table  of  Characteristics  of  Machines  entered 1  for 
French  Gliding  Competition. 
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Entrant. 

Type. 

Under 

carriage. 

Span. 

Length. 

Area. 

Weight 

Empty. 

Pilot. 

Ift.  in. 

ft.  in. 

sq.ft. 

lbs. 

1 

M.  Abbins.  . 

M 

tvs 

eo 

c? 

4 

9 

10 

120 

88 

Abbins. 

2 

De  Monge  . , 

M 

s 

36 

1 

25 

O 

270 

176 

Casale. 

3 

De  Monge  . . 

M 

s 

36 

1 

25 

0 

270 

176 

Roques. 

4 

Nessler 

B 

ws 

2  7 

7 

14 

9 

iQ4 

X43 

Nessler. 

5 

Dew-oitine  . . 

M 

ws 

37 

1 

15 

T  I 

124 

176 

Barbot  and 
Thoret.  4 

6 

Beuchet 

M 

s 

29 

6 

16 

5 

162 

no 

Beuchet. 

7 

Derivaux  , . 

B 

w 

15 

9 

21 

8 

215 

88 

Derivaux. 

8 

Coupet 

M 

? 

36 

l 

19 

8 

215 

88 

Coupet. 

9 

Gilbert 

M 

w 

3i 

10 

13 

10 

172 

198 

Gilbert. 

xo 

Groux 

M 

ws 

26 

O 

Li 

2 

172 

66 

Groux. 

11 

Pimoule 

O 

— 

toS 

66 

Pimoule. 

12 

Massy 

M 

w 

35 

1 

13 

10 

215 

220 

Massy. 

13 

Deshaves  ,  , 

M 

w 

52 

6 

1 7 

1 

236 

220 

Camard. 

14 

Chardon  . . 

B 

— 

18 

5 

IX 

1 

161 

34 

Cuendet. 

15 

Chardon  . . 

M 

— 

36 

1 

15 

9 

194 

88 

Cuendet- 

16 

Chardon  . . 

B 

— 

iS 

5 

11 

6 

161 

28 

Cuendet. 

l7 

Thorouss  . . 

M 

w 

14 

5 

11 

6 

r35 

no 

Thorouss. 

18 

Montagne  . . 

M 

w 

49 

3 

16 

5 

194 

44 

Montagne. 

19 

Farman 

M 

w 

32 

10 

19 

8 

I2g 

88 

Bossoutrot. 

20 

Grand  in 

M 

w 

47 

7 

26 

3 

538 

176 

Grandin. 

21 

R0II6 

M 

s 

29 

6 

13 

0 

1 18 

51 

Rolle. 

22 

Rousset 

M 

ws 

29 

e 

1  3 

2 

152 

88 

Rousset. 

23 

Potez 

B 

w 

26 

3 

29 

3 

226 

242 

Douchy. 

24 

Sablier 

M 

s 

29 

6 

M 

9 

T5I 

88 

Sablier, 

23 

Detable 

M 

ws 

16 

5 

16 

5 

247 

264 

Detable. 

20 

Peyret 

M 

s 

21 

S 

16 

1 

U5b 

104 

Pcvrct. 

27 

Valette 

M 

- — 

23 

0 

7 

3 

S6 

55 

Valette. 

2b 

Bernasconi 

M 

w 

23 

0 

13 

2 

108 

66 

Bernasconi. 

29 

Griff  rath 

M 

s 

34 

9 

W 

6 

172 

84 

X. 

30 

Lefort 

T 

s 

27 

7 

M 

9 

270 

264 

Lefort . 

3x 

Vial 

M 

ws 

27 

10 

19 

9 

140 

128 

Vial. 

32 

Trofin 

T 

s 

26 

3 

21 

4 

258 

158 

Trofin. 

33 

Brcguet 

M 

s 

215 

176 

X. 

34 

Julien 

M 

w 

24 

8 

12 

4 

107 

77 

J  ulien. 

35 

Aubiet 

B 

w 

iS 

0 

15 

9 

1 18 

88 

Aubiet. 

36 

Caux 

H 

s 

18 

0 

1 1 

6 

215 

70 

Caux. 

37 

Bellanger- 

Denhaut 

B 

w 

32 

10 

26 

3 

204 

198 

Fetu. 

38 

Landes  and 
Derouin 

M 

s 

36 

I 

14 

9 

172 

no 

Landes. 

39 

Aeron.  Eng. 
Soc. 

M 

ws 

24 

8 

r4 

9 

1 18 

75 

Allen. 

40 

L.  Clement 

T 

w 

18 

1 

11 

6 

*35 

i  by 

Sardier. 

41 

Dewoitine  . . 

M 

ws 

37 

1 

15 

1 1 

124 

176 

Thoret. 

42 

Levasscur- 

Abrial 

M 

s 

40 

0 

20 

0 

2X5 

ig8 

Pitot. 

43 

Dits-Moin- 

eau 

M 

s 

39 

5 

18 

1 

215 

1  ro 

Moineau. 

44 

Paulhan  . . 

B 

ws 

23 

4 

20 

1 

215 

286 

Paulhan. 

45 

Bonnet 

B 

s 

28 

8 

17 

5 

194 

143 

Descamps. 

46 

Gafin  or 

B 

ws 

23 

XI 

15 

9 

237 

100 

Gaffner. 

47 

Farman 

B 

w 

29 

6 

23 

0 

269 

275 

Bossoutrot. 

48 

Verrimst- 

Maneyrol 

M 

w 

32 

10 

13 

2 

248 

33° 

Maneyrol. 

49 

Vercruysse 

— 

w 

23 

0 

9 

10 

10S 

no 

Vercruysse. 

50 

1  Thourel- 
Boisson 

B 

18 

11 

18 

I 

172 

55 

X, 

M  =  Monoplane.  B  =  Biplane.  T  -  Triplane.  O  Ornith- 
opter.  H  =  Helicopter.  W  =  Wheels.  S  -  Skids. 
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The  Dewoitine  Monoplane  is  one  of  the  most  carefully 
designed  at  the  meeting.  Of  the  cantilever  type,  its  wings 
appear  to  have  a  section  similar  to  some  of  the  Gottingen 
sections,  and  not  unlike  the  famous  Joukowski  aerofoil, 
with  the  maximum  lower  camber  placed  very  far  back, 
giving  a  thin  trailing  edge.  The  fuselage  is  built  up  of 
four  light  longerons,  with  struts  and  wire  bracing,  and  the 
square  section  thus  formed  is  turned  into  a.  streamline  form 
by  the  addition  of  stringers.  The  nose  of  the  fuselage  is  a 
hemisphere  formed  of  several  laminations  of  wood.  A  simple 
V-undercarrtage  with  two  wheels  is  fitted.  The  wings 
taper  in  chord  and  thickness,  and  arc  very  pointed  at  the 
tips.  The  front,  portion  of  the  upper  surface  is  covered 
with  three-ply,  the  rest  of  the.  w-ing  being  fabric  covered. 
With  a  wing  area  of  124  sq.  ft.  and  a  weight,  empty,  of 
176  lbs.,  the  wing  loading,  in  flight,  is  about  1.8  lbs./sq.  ft. 
Piloted  by  Barbot,  the  Dewoitine  No,  5  aroused  the  admiration 
of  all  spectators  by  hanging  almost  motionless  in  the  air 
for  about  20  secs.,  and  for  nearly  2  mins,  the  machine  cruised 
about  over  its  startingpoint.  A  second  Dewoitine  monoplane, 
piloted  by  Thorct,  came  to  grief  in  landing,  the  pilot, 
fortunately,  being  unhurt. 

The  L.  Clement  TH plane  was  exhibited  at  the  last  Paris 
\ero  Show,  and  had  been  shown  previously  as  an  aeroplane 
with  30  b.p.  Anzam  engine.  It  will,  therefore,  be  known 
to  readers  of  this  journal,  and  it  suffices  to  recall  that  its 
fuselage,  is  built  entirely  of  steel  tube.  The  machine  is 
somewhat  heavy,  and  tins  fact  may  have  been  contributory 
to  the  accident  which  overtook  it. 

The  Deshay es  Monoplane  is  characterised  by  very  careful 
stream  lining.  Its  fuselage  is  built  up  in  the  usual  fashion, 
and  the  monoplane  wing  is  attached,  nut  en  parasol  as  are 
the  majority,  but  to  the  sides  of  the  fustl age,  about  midway 
down.  An  arrangement  is  incorporated  fur  altering  the 
angle  of  incidence  of  the  wing,  the  range  being  from  o  to 
6  degrees.  The  strength  of  the  wing  was  tested  in  a  very 
simple  manner,  three  men  sitting  on  each  wing,  and  no  sign 
of  permanent  deflection  being  noticeable.  The  undercarriage 
consists  of  two  main  wheels,  mounted  on  streamlined  Vees 
(enclosed),  and  of  a  third  wheel  under  the  centre  of  the 
fuselage.  This  wheel  is  provided  with  a  brake,  so  that,  as 
the  weight  On  this  wheel  is  naturally  considerable,  the  glider 
may  be  pulled  up  quickly  even  on  the  slope  of  a  hill, 
t  uforfcunately,  the  machine  came  to  grief,  a  gust  striking 
it  shortly  after  the  start  and  turning  it  on  its  nose.  The 
pilot.  M .  Camanl,  was  but.  slightly  injured. 


The  de  Mange  Machines. — Two  monoplanes  of  highly 
original  design  were  entered  bv  M,  I  ouis  de  Monge.  They 
are  chiefly  remarkable  for  the  fact  that  their  nacelle  is  formed 
by  a  swelling  in  the  centre  of  the  thick  tapered  monoplane 
wing.  In  front  this  swelling  projects  to  form  the  pilot  s 
cockpit,  and  at.  the  rear  it  tapers  off  to  a  point,  the  cord  of 
the  wdng  being  extended  aft  behind  the  trailing  edge  of  the 
lifting  portion  of  the  wing.  The  tail  is  carried  on  two 
outriggers,  each  enclosed  and  forming  a  vertical  panel.  Under 
the  wing,  these  panels  are  extended  downwards  to  form  the 
skids  on  which  the  machine  alights.  One  of  the  de  Monge 
machines  was  flown  by  Jean  Casale,  the  famous  Bleriot-Spad 
pilot,  but  no  very  notable  glides  were  accomplished. 

Henry  Polez  had  entered  a  biplane  glider,  which  was 
really  an  aeroplane  with  its  Anzani  engine  removed.  The 
machine  is  entirely  on  orthodox  lines.  Piloted  by  Donchy 
it  made  several  good  flights  from  the  Puy  de  Corn begrassc, 
but  the  best  flight  of  all,  made,  unfortunately,  without  the 
sanction  of  the  judges,  was  made  on  August  20,  when  Douehy 
had  his  machine  taken  to  the  top  of  the  Puy  de  Dome,  and 
from  this  starting  point  made  a  flight  lasting  nine  minutes. 
Under  the  conditions,  however,  this  flight  was  not  eligible 
for  prize  awards. 

The  Bellangcr-Dcnhaut  biplane  was  the  only  two-seater 
glider  entered  for  the  competition.  The  designer  had  made 
no  great  attempt  at  weight  reduction,  as  he  was  of  the 
opinion  that  the  machine,  even  if  somewhat  heavy,  would 
glide  well  in  a  high  wind  Furthermore,  the  intention  was 
later  to  fit  a  small  motor  in  the  machine.  M.  Fetu  made  a 
short  flight  on  the  machine,  getting  well  away  and  gliding 
normally  for  a  few  seconds.  Then,  without  any  warning, 
the  machine  got  into  a  spin  and  crashed,  the  pilot  being  so 
severely  injured  that  he  died  later  in  a  hospital  in  Clermont- 
Ferrand.  This  was  the  only  serious  accident  which  occurred 
at  the  meeting. 

The  Aeronautical  Engineering  Society  of  America  entered 
a  monoplane  which  made  many  excellent  flights  piloted  by 
Mr.  Alien.  The  machine  is  a  monoplane  with  underslung 
body,  somewhat  after  the  fashion  of  the  old  Santos  Dumont 
Demoiselle.  The  tail  is  carried  on  open  tail  outriggers,  and 
these  extend  forward  and  downwards  so  as  to  form  the 
support  for  the  undercarriage  and  also  for  the  pilot's  seat. 
The  machine  is  very  simple  in  its  construction,  but  probably 
oilers  considerable  head  resistance.  During  the  earlier  part 
of  the  meeting  Allen  was  leading  as  regards  total  duration,  but 
later  he  was  passed  by  several  of  the  French  competitors. 
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Group  tael.  A.  G.  Board,  C .  M  .G  .,  D.S.O.,  to  be  Deputy  Director  oi  Personnel, 
Class  r.  Air  Ministry  ;  August  2.1.  (Vice  Group  Capt.  C.  L.  X,  New.dl,  C.M.G,, 
C.B.E.  A.M.I 

General  Duties  Branch 

it.  Butlin  is  granted  a  short  service  commission  as  a  Flying  Officer  with 
effect  from,  and  with  seniority  of,  August  it.  Lieut.  C.  H.  Goring,  D.S.O., 
M.C.,  Royal  Fusiliers,  is  granted  a  temporary  commission  as  a  Flying  Officer, 
with  seniority  of  April  r,  iyi8,  on  seconding  f’ortiiree  years'  duty  with  .R.A.F. ; 
June  7.  Squadron  Leader  A.  W.  H.  James,  M.C.,  is  placed  on  half- pay, 
Scale  B ;  August  7.  Squadron  Leader  G.  J.  V  aluev,  O.B.F..  (Paymaster 
Lieut. -Commander,  R.N.),  relinquishes  his  temp,  commission  on  return  to 
Naval  Duty  ;  February  13.  Observer  Officer  D.  A.  Cox  is  placed  on  retired 
list  on  account  of  ill -health  contracted  on  active  service  ;  August  23.  The 
short  service  commission  of  Pilot  Officer  R.  Fisher  is  terminated  on  account 
of  ill-health ;  August  23. 


AIR.  FORCE 


Stores  Branch 

The  following  Flying  Officers  are  transferred  to  Stores  Branch  from  General 
Duties  Branch  ;  July  15  : — A.  G.  Knight,  M.B.E.,  A.  E.  F.  McCreary.  Flying 
Officer  W.  Roilinson  is  granted  short  service  commission  for  Accountant  duties, 
retaining  his  present  substantive  rank  ;  June  15.  His  seniority  will  be  pro¬ 
mulgated  at  a  later  date.  Capt.  and  Paymaster  L.  J.  Lightfoot,  O.B.E., 
R.A.P.C-.,  is  granted  temporary  commission  for  Accountant  duties  as  Flight- 
Lieut.,  with  seniority  of  April  x,  1918,  and  to  be  acting  Wing  Commander,  on 
seconding  for  three  years’  duty  with  R.A.F.  ;  August  1  i. 

Medical  Service 

J.  F.  Carruthers,  M.D.,  is  granted  a  temporary  commission  as  a  Squadron- 
Leader,  with  effect  from,  and  with  seniority  of,  July  21. 

Memoranda 

Capt.  F.  X,  Russel],  late  Royal  Munster  Fusiliers,  is  granted  permission  to 
retain  rank  of  Major,  K.A.F.,  on  retirement  from  tiie  Army.  The  permission 
granted  to  Lieut.  A.  Cox  to  retain  his  rank  is  withdrawn  on  his  joining  the 
Territorial  Army. 


ROYAL  AIR  FORCE  INTELLIGENCE 


Appoint  merits.  -The  following  appointments  in  the  R.A.F.  are  notified: — 

It  itig  Commanders  :  T.  O.  Lyons,  O.B.E.,  from  R.A.F.  Depot  (Inland  Area) 
to  Halt  Pay  List.  9.9.22.  D.  A.  Oliver,  D.S.Q.,  O.B.E.,  from  R.A.F.  Base, 
Leuchars  (Coastal  Area)  to  Half-Pay  l.ist.  1.9.22.  Aetg.  Group  Capt.  R.  D. 
S.  Stoney,  C.B.E. ,  from  Central  Pay  Office,  Woking  (Inland  Area)  to  Head¬ 
quarters  (Coastal  Area)  .Supernumerary).  14.7,22. 

.Squadron  Leaders  :  Aclg,  Group  Capt.  R.  C.  Ellis,  C.B.E.,  from  R.A.F. 
Depot  (Inland  Area)  to  Palestine  Wing  Headquarters  (Middle  East)  (Super¬ 
numerary).  11.8.22.  R,  E.  Bell,  M. B.,  from  R.A.F.  Depot  (Inland  Area)  to 
Headquarters,  R.A.F.  (Iraq),  IO.8.22.  J  V'.  Cordingley,  O.B.B.,  from  Air 
Ministry  (D.  of  P.)  to  command  Record  Office  (Inland  Area).  1.10.22. 
W  G.  V'.  Prat!,  from  Inspector  of  Recruiting  (Coastal  Area)  to  Air  Ministry 
(D.  ot  P.).  1. 10.22,  W  Sowrey,  A.F  C.  The  previous  notification  wherein 

ttiis  Officer  was  posted  irom  R.A.F.  Depot  (Inland  Area)  to  No  so 7  Squadron 
(Inland  Area)  is  hereby  cancelled.  A.  V  .  Tedder.  The  previous  notification 
concerning  this  officer  which  appeared  in  Intelligence  Bulletin  Xo.  73  is 
hereby  cancelled.  G.  S.  Marshall,  O.B.E.,  D.P.H.,  from  R.A.F.  Depot 
(Inland  Area)  to  Research  Laboratory  and  Medical  Officers'  School  of  Instruc¬ 
tion  (Coastal  Area).  23.8.22. 

Flight  Lieutenants:  I,  M.  Matheson,  from  No,  39  Squadron  (Inland  Area)  to 
Armament  and  Gunnery  School  (Inland  Area)  (Supernumerary).  21.8.22. 
Hon.  Sqdn.  Ldr,  W.  R.  Kemp,  B.A.,  from  C.  and  M,  Party,  Felixstowe 
(Coastal  Area)  to  Marine  and  Armament  Experimental  Establishment  (Coastal 
Area).  14.8.22.  Act, Sqdn.  Ldr.  F.  C.  Kempson,  M.B.,  B.A.,  from  C.  and  M. 
Party,  Donihristle  (Coastal  Area)  to  R.A.F.  Base,  Leuchars  (Coastal  Area), 

14.8.22.  J.  C.  T.  Fiddes,  M.B.,  from  No.  1  School  of  Technical  Training 
(Boys)  (Haltou)  to  Headquarters,  R.A.F  (Iraq).  10.8.22.  C.  A.  Harrison, 


to  Research  Laboratory  and  Medical  Officers*  School  of  Instruction  (Inland 
Area)  on  appointment  to  Temporary  Commission.  For  short  course  of 
instruction,  8,8.22.  A,  H.  Warm,  from  R.A.F.  Depot  (Inland  Area)  to 
School  of  Naval  Co-operation  and  Aerial  Navigation  (Coastal  Area)  (Super¬ 
numerary),  19.8.22.  H.  M.  Daniel,  M.B.,  from  R.A.F.  Depot  (Inland  Area) 
to  Central  Fving  School  (Inland  Area).  14.8.22.  T.  H.  K.  MacLaughtm, 
from  R.A.F.  Depot  (Inland  Area)  to  No.  2  Squadron  I  No.-  12  Wing  Ireland) 

19.8.22.  Q.  St.  L.  Campion,  from  No.  2  Squadron  (No,  12  Wing  Ireland)  to 

R.A.F.  Depot  (luland  Area).  21.8.22.  T.  L.  P.  Harries  from  Central  Flying 
School  (Inland  Area)  to  R.A.F.  Depot  (Inland  Area).  16.8.22.  G.  B.  A. 
Baker,  M.C.,  from  Air  Ministry  (D.T.O.)  to  School  Of  Photography  (Inland 
Area)  (Supernumerary).  1.9.2’.  W.  H.  Lone  ton,  D.F.C.,  A.F.C.,  from 
Headquarters  (Inland  Area)  to  Air  Ministry  (D.T.S.D.).  1.9,22.  It  H, 

James,  from  R.A.F.  Depot  (Inland  Area)  to  Soys’  Wing  (Cranwelh,  22.8.22. 
W.  E.  C,  B.  C,  Forsyth,  from  Aircraft  Depot  (Middle  East)  to  No,  41  Flying 
training  School  (Middle  East).  1.8.22.  J  A.  Penirau,  M.D.,  iiorn  R.A.F. 
Depot  (Inland  .Area)  to  School  of  Technical  Training  (Men)  (Inland  Area). 

22.5.22.  ].  A.  Musgrave,  to  Research  Laboratory  and  Medical  Officers* 
School  of  Instruction  (Coastal  Area)  on  appointment  to  a  Short  Service 
Commission.  For  short  course  of  instruction.  iy.S.32.  J.  K.  R.  Landelts, 
M.B.,  to  Research  Laboratory  ami  Medical  Officers*  School  oi  Instruction 
(Coastal  Area)  on  appointment  to  a  Short  Service  Commission.  For  short 
course  of  instruction.  16.8.22.  M.  Coghlan,  M.B.,  from  Research  Laboratory 
and  Medical  Officers'  School  of  Instruction  (Coastal  Area)  to  R.A.F.  Depot 
(Inland  Area)  (Supernumerary).  23.8.22.  J.  W.  H,  Steil,  M.B.,  from 
Research  Laboratory  and  Medical -Officers’  School  of  Instruction  (Coastal  Area) 
to  Headquarters  (Coastal  Area)  (Supernumerary).  23.8,22, 
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TiiEREjis  again  talk  of  forming  an  Aero  Club  for  lire  north. 
A  meeting  of  ex-pilots  and  others  interested  has  been  arranged 
for  September  15  in  Manchester,  when  the  suggestion  will  be 
dealt  with.  The  idea  is  to  keep  alive  the  practical  sporting 


A  move  is  being  made  by  the  Bulgarian  Government 
through  the  Ministry  of  Posts  and  Telegraphs,  for  the  acquisi¬ 
tion,  as  a  start,  of  a  quartette  of  postal-passenger  'planes. 
Tenders  are  being  invited,  it  being  specified  that  the  machines, 


Reproduced  by  courtesy  of  “  The  Times 

ITALY’S  WAR  MEMORIAL  :  A  plan  view  of  the  scheme  for  the  memorial  on  the  Carso  battlefield, 


side  of  aviation,  and  enable  ex-pilots  and  observers  to  keep 
their  hands  in  against  the  time  for  more  extended  develop¬ 
ments  to  materialise.  Maj.-Gen.  Sir  Sefton  Brancker  is  said 
to  look  upon  the  scheme  with  favour. 


which  must  be  delivered  in  Bulgaria,  must  have  accommoda¬ 
tion  for  6  to  10  persons,  and  the  successful  firm  must  under¬ 
take  the  teaching  of  the  local  personnel.  40  to  50  in  number, 
in  the  use  of  the  machines. 


t 


R i  produced  by  courtesy  of  “  The  Times.’' 

ITALY’S  WAR  MEMORIAL  :  A  beautiful  conception  by  the  Genoese  sculptor,  Eugenio  Baroni,  which  has 
been  accepted  by  the  Italian  National  Committee  for  a  War  memorial  to  be  erected  overlooking  the  battlefield 
of  the  Carso.  It  will  take  tbe  form  of  a  huge  cross  (as  seen  in  the  other  photograph),  and  at  eight  points 
there  will  be  allegorical  groups  of  statuary.  The  above  photograph  shows  the  main  group,  which  Is  highly 
suggestive  of  “  winged  man  ”  leading  the  forces,  whilst  the  plan  design  suggests  the  form  of  an  aeroplane. 
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Quite  interesting  data  ought  to  result  as  a  natural  sequence 
to  the  appointment,  recently  announced,  of  British  Instruc¬ 
tional  Films,  Ltd.,  to  be  official  cinematographers  to  the 
Royal  Zoological  Society.  As  a  first  move,  Mi  Oliver  ( . . 
Pike,  F.R.Z.S.,  is  making  a  trip  to  the  Fame  Islands,  where 
he  hopes  to  secure  an  exhaustive  series  of  pic  tures  of  sea-birds 
in  flight,  a  study  of  vast  interest  to  aeronautical  researchers. 
The  idea  is  to  test  a  theory  that  has  been  put  forward  by 
Mr.  W.  Pvcraft,  of  the  British  Museum  of  Natural  History, 
with  regard  to  the  .similarity  between  the  flight  of  birds  and 
the  swimming  of  fish. 

This  theory  was  first  put  forward  after  the  exhibition  of 
Mr.  Edgar  Chance’s  remarkable  cuckoo  film,  and.  as  a  remit 
a  special  film  was  taken  with  an  ultra-rapid  camera,  which 
slows  down  the  movement  011  flic  screen  to  about  a  tenth  of 
the  normal  rate.  The  Evidence  gained  from  this  film  added 
support  to  the  theory,  It  is  claimed  that  both  birds  and  fish 
resemble  the  turtle  when  in  motion,  and  arrangements  have 
now  been  made  to  take  an  extensive  series  of  pictures  of 
turtles  at  the  Zoo.  Already  a  large  number  of  instructive 
photographs  have  been  taken  of  fish.  There  was  at  first  some 
difficulty  in  obtaining  permission  to  pay  a  visit  to  the  Fame 
Islands,  as  films  have  never  been  taken  there  before,  but  the 
Natural  History  M  iiseum  have  managed  to  make  the  necessary 
arrangements, 

M  k  .  I  for  i  Thom  as  has  a  happy  knack  of  putting  his  fi  nger 
upon  the  vitally  weak  point  in  any  nnti-acronautical  contro¬ 
versialist  s’ arguments  His  latest  effort  in  this  direction,  in 
the,  case  of  1  letter  to  The  Times  on  "The  Decisive  Arm/'  Sir 
Reginald  Bacon  appears  to  be  well  up  to  his  usual  form. 
The  points  inad<  by  Mr,  Holt  Thomas  are  sufficiently  self- 
evident  to  spare  giving  Sir  Reginald’s  original  communication 
Thus  Mr.  Holt.  Thomas  :  — 

"  Sir  Reginald  Bacon  ’  recalls  to  the  minds  of  non-technical 
readers  fundamental  axioms': 

”  (1)  *  Airplanes  cannot  supersede  sea  transport  '  Per¬ 


fectly  true,  neither  will  they  supersede  railways  or  motor-cars, 
but  a  sufficient  aerial  attack  can  prevent  ail  these  being  of 
interest  by,  as  the  Admiral  himself  states,  '  poisoning  whole 
towns  and  districts/  It  us  no  use  bringing  imported  food  to 
us  when  we  are  dead,  as  he  acknow  ledges,  we  shall  be. 

(2)  *  Invasion  cannot  be  carried  out  by  an  air  force  until 
its  units  can  carry  6-in  guns  and  ammunition/  Admiral 
Bacon  acknowledges  wc  are  already  dead.  Where  do  the 
6-3 n.  guns  come  in  ? 

(3)  '  Supposing  aerial  invasion  possible,  sea  transport  is 
cheaper.’  Food  prices  cease  to  interest  us  when  we  are  dead. 

"  (4)  '  An  air  force  cannot  prevent  invasion.’  It  is  the 
only  thing  that  can  pievcut  an  aerial  invasion,  which  is  the 
first  thing  we  have  to  fear.  1  f  tba  t  succeeds,  we  are  dead,  and 
are  not  particular  as  to  any  other  invasion  which  may  follow. 

(5)  ‘  Our  sea  force  can  operate  in  distant  waters.'  Very 
true,  but  this  will  cease  to  interest  us  when  we  are  already  dead. 

"  (6)  ‘Successful  attack  by  aircraft  on  capital  ships  is 
doubtful.’  This  may  be  corrcci  or  not,  but  we  are  dead,  and 
really  do  not  mind  whether  the  capital  ships  are  sunk  or  not. 

"  (7)  ’  Aircraft  have  improved,  and  so,  therefore,  have 
their  defensive  powers  against  aircraft.'  Quite  true,  but  we 
have,  not  got  enough  of  them  to  prevent  attack,  whilst  other 
nations  are  building  hundreds. 

"  (8)  '  The  protection  of  our  ships  has  progressed  greatly.’ 
They  may  be  quite  immune  from  attack,  so  far  as  I  am  con 
ccrnecl,  but  they  cannot  prevent  foreign  aeroplanes  from  laying 
us  all  ouf  dead, 

1  am  sorry  to  enter  into  a  controversy  which  should  never 
arise  namely,  capital  ships  or  aeroplanes,  as  we  certainly 
want  a  Navy;  but  it  is  quite  certain  the  ship  cannot  work 
without  the  air.  It  is  equally  certain  that  the  air  can  work 
without  the  ship,  and,  if  there  is  not  enough  money  for  both, 
let  us  first  protect  ourselves  against  what  everyone  knows 
will  be  the  first,  and  probably  decisive,  move  in  the  next  war 
— which  God  forbid-  namely,  the  most  hideous  and  horrible 
devastation  of  life  and  property  from  the  air." 

<s>  <$> 


<$>  <s> 

LONDON  TERMINAL  AERODROME 


Monday  evening,  August  28 

Alarming  ami  sensational  accounts  of  a  mishap  to  one  of  the 
Messugcries  Acrienm-’s  ‘'Goliaths"  appeared  in  the  daily 
newspapers  during  the  week  All  the  usual  sensational 
’’  dives  to  earth  "  and  "  explosions  "  were  featured,  together 
with  the  survivors'  experiences,  It  is  only  to  he  expected 
that  this  sort  of  thing  will  happen  when  the  chief  passenger 
tra Hit  consists  of  tourists  who  are  constantly  on  the  look-out 
for  something  whereby  they  call  achieve  notoriety,  and  make 
out:  that  they  have  had  a  marvellous  escape.  Although 
the  machine  was  badly  damaged,  there  was  not  much  risk 
for  the  passengers  \Vhat  really  happened  was  that  one  of 
the  engines  cut  out  while  the  machine  was  about  500  ft.  over 
a  wood,  and  the  pilot  was  forced  to  descend  on  the  tree-tops. 
He  told  the  assistant  pilot  to  get  all  the  passengers  in  the 
rear  of  the  cabin,  and  then  landed  as  best  he  could  on  the 
tree-tops.  According  to  the  account  of  a.  passenger  who 
was  not  wanting  any  cheap  notoriety,  the  only  "damage" 
to  the  passengers  was  sustained  as  .they  were  getting  out  of 
the  machine,  when  one  of  them  tore  his  clothing. 

The  w  eather  shut  down  on  the  machines  in  flight  on  Thurs¬ 
day  evening,  with  the  result  that  quite  a  crowd  of  them  were 
forced  to  land  and  stay  the  night  at  St.  Inglevert,  Lympne,  and 
Penshurst,  All  completed  their  journeys  next  morning  m 
good  time. 

Some  Fast  London- Paris  Flights 

Strong  north-west  winds  have  been  responsible  for  rapid 
journeys  to  Paris,  and  also  for  some  prolonged  flights  from 
Paris.  A  D  PI.  34  of  the  Instone  Air  Line  flew  from  Croydon 
to  Le  Bourget  in  i  hour  41  minutes,  and  a  Daimler 
D.  H.  34  accomplished  the  same  journey  in  1  hour 
46  minutes.  On  the  same-  day  the  incoming  machines 
had  in  many  cases  to  land  at  Lympne  and  Penshurst 
for  petrol  A  Daimler  34  which  landed  at  Penshurst  had 
to  have  petrol  sent  out,  as  there  is  no  store  there.  This  is 
one  of  the  irritating  little  faults  in  the  organisation  of  the 
airway  that  could  very  easily  be  remedied.  Surely  it  is  not 
too  much  to  ask  that,  sav,  50  gallons  of  petrol  should  he 
stored  at  this  emergency  aerodrome.  1  understand  that  one 
of  the  new  "  T  "  landing-light  signs  is  to  be  placed  there,  but, 
considering  the  attitude  of  the  insurance  companies  towards 
night  flying,  50  gallons  of  petrol  would  appear  to  be  of 
much  more  practical  use  and  certainly  cheaper. 

The  big  fire  at  Calais  docks  provided  the  Surrey  Flying- 
Services  with  more  work  They  flew  a  photographer  over 
for  The  Daily  Mirror,  and  also  a.  cinema-man  from  Pathe’s, 
to  take  photographs  of  the  fire.  It  is  rather  strange  that, 
although  the  fire  could  be* seen  from  the  English  coast,  none 


of  the  pilots  flying  along  the  airways  appear  to  have  noticed 
anything 

French  Development  of  Goods  Traffic 

The  Messagerics  Adriennes  have  taken  over -the  lustone 
Air  Line  goods  traffic,  and  are  now  going  "  full  out  ”  to 
capture  the  rest  of  the  goods  Iraflu  between  London  and 
Paris.  Their  connections  by  air  beyond  Paris  place  them  in 
a  unique  position  for  the  handling  of  goods  for  places  as  far 
apart  as  Africa  and  Marseilles  on  the  south,  Constantinople 
in  the  east,  and  Amsterdam  in  the  north,  as  they  are  able 
to  quote  through  rates  for  these  places.  1  understand  Hint 
they  intend  to  have  a  Customs’  clerk  on  board  their  Goliaths 
next  year,  in  order  that  the  time  spent  in  preparing  the  neces¬ 
sary  papers  at.  either  end  shall  be  cut  down  to  a  minimum. 

The  Instone  Air  Line  continue  their  policy  of  retrenchment, 
and  have  dismissed  numbers  of  their  staff  .  During  the  week 
they  have  been  running  reduced  services,  owing  chiefly  to 
the  slight  fall  in  the  traffic. 

The  control-tower  is  now  in  full  working  order,  and  has 
been  re-christened  the  Duty  Office,  while  the  old  Dutv  Office 
now  becomes  the  Communications'  Office.  In  the  control 
tower  itself  there  is  now  one  of  the  C.A.T.Q/s  ahvavs  on  duty, 
together  with  a  wireless  operator.  The  old  wireless  hut  has 
been  converted  into  what  is  virtually  a  wireless  telephone 
exchange,  where  the  operator  in  the  control  tower  is 
"  connected  ”  with  the  machines  in  flight.  Each  machine 
fitted  with  wireless  now  "  rings  up  "  and  reports  its  position 
at  regular  intervals,  and  this  information  is  immediately 
passed  on  to  the  firm  concerned,  so  that  the  progress  of  the 
machine  is  known  throughout  its  journey. 

In  addition,  the  man  who  waves  the  starting  flag  has  been 
installed  on  the  balcony  round  the  control  tower,  and  has 
been  made  look-out  man.  He  now  operates  the  Klaxon 
horn  that  announces  in  Morse  the  company  to  whom 
approaching  machines  belong.  As  was  to  be  expected,  the 
new  glass  roof  and  sides  of  the  tower  have  earned  for  it 
the  name  of  "The  Cucumber  Frame."  A  new  arrangement 
for  signalling  the  priority  in  which  machines  are  to  depart 
is  to  conic  into  operation  shortly  This  consists  of  a  number 
of  discs,  on  which  are  painted  the  registration  numbers  of 
the  various  machines,  one  of  these  being  exhibited  when  a 
machine  is  ready  to  depart. 

Popularity  of  the  Handley  Page  W.8’s 

N’eari  y  six  hundred  passengers  have  again  passed  through 
the  air  station  this  week.  HandleyPage  Transport,  as  usual, 
carrying  the  largest  number.  The  W.8‘s  of  this  Company 
are  running  remarkably  well,  and  passengers  are  loud  in  their 
praise  of  the  comfort  and  roominess  of  the  cabins. 
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On  Friday  Mr.  Stricken  broke  the  record  for  a  flight  to 
Brussels,  accomplishing  the  journey  in  73  minutes.  J  hear 
that  the  Aircraft  Disposal  Company  are  to  enter  two  machines 
for  the  King’s  Cup  Race  round  Britain,  and  that  the  pilots 
will  be  chosen  from  .Messrs  Perry,  Piercv  and  Stocken. 

The  Grand  Express  are  having  considerable  success  with 
their  service  to  Switzerland.  The  other  day  a  lady  arrived 
at  I.e  Rourget  after  the  machine  had  left  for  Lausanne,  and, 
although  the  machine  was  half-an-hour's  flight  away.  it.  was 
recalled  by  wireless,  with  the  result  that  one  delighted  lady 
arrived  at  Lausanne  three  hours  afterwards.  The  return 
journey  from  Lausanne  to  London  is  accomplished  by  the 
Grands  Express  in  one  day. 

The  K.F.M.  have  had  a  large  increase  in  passengers,  and 
their  machines  are  now  flying  with  practically  full  loads, 
as  the  goods  traffic  continues  large.  The  new  Rolls-Fokkers 
are  now  flying  regularly  on  the  service. 

On  Monday  morning  the  Daimler  Airways  turned  their 
early  morning  machine  into  an  aerial  cattle-truck,  having 
a  pedigree  pig  and  also  a  sheep  consigned  by  them  from 
Yorkshire  to  Paris.  The  Napier  engines  used  exclusively  by 
this  line  are  putting  up  a  magnificent  performance.  In 
fact,  it  is  months  since  they  had  a  forced  landing  due  to  engine 
trouble.  Although  the  wonderful  organisation  of  the  Daimler 
engine  repair  shops  is  to  a  great  extent  responsible  for  this, 
no  amount  of  organisation  will  make  a  "  dud  ”  engine  into 
a  good  one. 

Captain  Muir  and  Mr.  Youell  were  both  busy  with  joy¬ 
riders  over  the  week-end.  The  number  of  people  who  wish 
to  be  “  stunted  ”  is  steadily  growing,  a  sure  indication  that 
the  general  public  is  gradually  losing  its  distrust  of  flying. 
The  Surrey  Flying  Services  are  expecting  to  have  an  '*  Avvo  " 
ready  to  replace  the  one  damaged  by  the  involuntary  descent 
in  the  cornfield  last  week,  and  they  are  also  puching  forward 
with  the  work  on  the  D.II.9,  which  they  are  to  use  for  “  Taxi  ” 
work. 

Lieut.  Stamps,  the  pilot  who  has  had  the  honour  of  piloting 
the  aeroplanes  of  the  King  of  the  Belgians,  arrived  at  the 
air-station  by  air  on  Monday,  piloting  a  D.7  Fokker  biplane 
of  German  war-type  build,  which  has  been  converted  into  a 
tourer.  Lieut.  Starnpe  is  over  here  to  purchase  training 
machines  for  the  flving-school  he  is  starting  in  Belgium. 

m  m  m  m 

SIDE-WIND 

The  social  side  of  many  large  business  houses  is  often 
sadly  neglected,  usually  due  to  lack  of  support  on  the  part 
of  the  directors  and  management.  The  other  side  of  the 
picture  was  seen  on  Saturday  last,  when  S.  Smith  and  Sons 
(M.A.),  Ltd  .  well-known  manufacturers  of  motor  accessories, 
held  their  Annual  Sports.  The  glorious  weather  helped  to 
bring  a  record  crowd  to  the  fine  playing  fields  at  Neasden 
belonging  to  Smiths  (M.A.),  where  sport  and  merry-making 
were  intermingled  from  2  p.m.  well  into  the  evening. 

One  of  the  principal  events  of  the  day — the  100  Yards 
Race  foi  Directors  and  Departmental  Managers — was  won, 
to  the  delight,  of  everyone,  by  the  Managing  Director, 
\.  Gordon  Smith,  F.sq.,  with  the  Works  Manager,  Mr.  B. 
Flaviland,  second.  Other  events  included  a  60  Yards  Blind¬ 
fold  Race  and  a  ”  Donkey  Derby,”  both  causing  much  laughter 
and  good-humoured  chaff.  Mrs.  Gordon  Smith  very  kindly 
presented  the  prizes,  and  the  day  ended  with  dancing  in  the 
spacious  Pavilion,  music  being  provided  by  the  Orphan 
Fund  Band  of  the  X.P.R. 

|a fa  ifltf  jg  gj 

SOCIETY  OF  MODEL  AERONAUTICAL  ENGINEERS 
(London  Aero-Models  Association.) 

Mr.  Felix  Kelly’s  Challenge  Cup. — The  competition  for 
this  has  been  postponed  from  September  2  to  September  16,  in 
order  to  permit  the  many  competitors  to  complete  their  models. 

Mr.  W.  E.  Evans  has  kindly  offered  a  challenge  cup  for 
model  gliders.  The  minimum  span  to  be  1  metre,  minimum 
loading  3  ozs.  per  sq.  ft.  Full  details  will  be  published  next 
week.  Mr.  D.  FL  PiPher  has  kindly  given  a  challenge  cup 
for  enclosed  fuselage  models,  to  be  competed  for,  Full 
particulars  will  he.  published  ncx't  week. 

Members  turned  up  in  good  numbers  at  Headquarters 
last  week  to  congratulate  those  members  who  had  success¬ 
fully  broken  British  records  the  Sunday  previously. 

A  great  deal  of  useful  business  was  got  through,  and  the 
prospects  of  having  all  business  matters  settled  for  the 
extraordinary  general  meeting  on  the  first  Thursday  in 
October  look  bright.  Suggestions  for  the  improvement  of 
the  Society  arc  always  welcomed,  especially  from  the  country 
members,  and  should  be  addressed  to  the  lion.  Secretary, 
A.  K.  Jones,  48,  Narcissus  Road,  West  Hampstead,  N.W .  6. 
Headquarters,  20,  Great  Windmill  Street,  Piccadilly,  W.  1, 
every  Thursday  at  7.30  p.m. 


London-Moscow  in  an  Avro  Baby,  35  h.p.  Green  engine  : 
A  few  weeks  ago  a  very  remarkable  flight  was  made 
from  London  to  Moscow  in  an  Avro  Baby.  The  pilot, 
a  Russian  named  Gwailer,  is  seen  in  the  photograph, 
which  was  taken  just  before  the  start  of  the  flight. 
The  machine  was  held  up  for  some  considerable  time 
in  Germany,  the  strange  combination  of  a  Russian 
pilot  in  a  British  machine,  alighting  on  German  soil, 
leading  to  complications.  However,  all  difficulties  were 
smoothed  out  ultimately,  and  the  machine  reached  its 

goal  in  safety. 

m  m  m  m 

Petters,  Ltd. 

The  Government  policy  of  saving  at  the  last  moment 
the  complete  annihilation  of  the  British  aircraft  industry 
must  give  heart  to  those  firms  who  have  hacked  their  belief 
in  the  future  by  holding  on  to  their  aeronautical  organisation 
in  spite  of  the  poor  encouragement  by  the  Cabinet.  Amongst 
these  we  are  glad  to  enumerate  Messrs.  Petters,  Ltd.,  who 
have  been  so  helpful  in  tire  past  in  furthering  tire  interests 
of  aviation.  The  directors’  report  to  March  last  mentions 
that  their  aircraft  works  satisfactorily  completed  the  contract 
referred  to  in  their  last  report,  and  have  a  certain  amount  of 
work  on  hand  for  Government,  which  justifies  the  directors 
in  retaining  this  branch  of  business  for  the  time  being.  The 
directors  feel  that  having  regard  to  equipment  of  aircraft 
work,  with  adjacent  aerodrome,  and  high  standard  of  skill 
acquired  by  technical  staff  and  the  workers,  and  also  to 
imperative  necessity  of  maintaining  aircraft  industry  in  this 
country,  it  would  he  a  great  misfortune  if  this  branch  of  the 
business  had  to  be  abandoned,  and  are  hopeful  that  it  will 
yet  prove  a  useful  asset  to  the  company. 

m  m  -M  m 

AERONAUTICAL  PATENT  SPECIFICATIONS 

Abbreviations:  cyl.  —  cylinder;  I.C.  —  internal  combustion  ;  m.  —  motor?. 
The  numbers  ia  brackets  are  those  under  which  the  Specifications  will 
be  printed  and  abridged,  etc. 

APPLIED  FOR  IN'  1921 

Published  August  31,  1922 
11,976.  J.  S.  Drew.  Aeroplanes.  (183,904.) 
j 3,012.  II.  J.  Lb  Pul.  Planes  of  aeroplanes,  f  1 6; 3.973.) 

20,603.  A.  Lambi.in,  Removable  motor  unit  with  aerial  propeller  for 
propelling  vehicles.  (167.481.) 

FLIGHT 

The  Aircraft  Engineer  and  Airships 
36.  GREAT  QUEEN  STREET.  KINGSWAY,  W.C.  2. 

Telegraphic  address  :  Truditur,  Westcent,  London. 

Telephone  :  Gerrard  1828. 

SUBSCRIPTION  RATES 

"  Flight  ”  will  be  forwarded,  post  free,  at  the  following  rates  :■ — 
United  Kingdom  Abroad* 

s.  d.  s.  d. 

3  Months,  Post  Free...  77  3  Months,  Post  Free...  8  3 

6  „  . 15  26,,  „  ...16  6 

12  „  ...30  4  12  „  „  ...33  o 

These  rates  are  subject  to  any  alteration  found  necessary 
under  abnormal  conditions  and  to  increases  in  postage  rates. 

•  European  subscriptions  must  be  remitted  in  British  currency 
Cheques  and  Post  Office  Orders  should  be  made  payable  to  the 
Proprietors  of  "  Flight,”  36,  Great  Queen  Street,  Kingsway, 
W.C.  2,  and  crossed  London  County  and  Westminster  Bank, 
otherwise  no  responsibility  win  be  accepted. 
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FLIGHT  BUYERS’  GUIDE  AND  TRADE  DIRECTORY—  continued. 

{.Continues.  ]r*<n  p.  xiv.) 


INSTRUMENTS  (Speed),  Watches,  &c.— 

Brown  Bros.,  Ltd.,  Great  Eastern  Street,  London, 
E.C.  a. 

Goldsmiths  &  Silversmiths  Co..  112,  Regent  Street, 
W.  1,  Gerrard  9091  (3  lines). 

Smith.  S.,  &  Sons  (M.A.),  Ltd.,  Cricklewood 
Works,  N.W.  2.  Willesden  233s  (7  lines). 


insulating  materials 

MacLennan,  John,  ft  Co.,  115,  NewgateSt.,  E.C.r 
City  3115)  “Vanduara,"  Cent,  London. 


LUBRICATING  OILS- 

Wakefield,  C.  C..  &  Co..  Ltd.,  Chtapside,  E.C.  2. 
Central  J«5S  {3  lines);  “Cheiry,"  Cent.  London. 


machining- 

Mcnlc  Engineering  Co.,  Ltd.,  Coventry. 

Coventry  807  ;  "  Assistance,"  Coventry. 


MAGNETOS 

I  ritish  Thomson-Houston  Co.,  Ltd.,  Lower  Ford 
Street,  Coventry. 

Telephone  *78;  11  Asterotdal,  Coventry. 


METALS  (Anti-Friction  )— 

Hoyt  Metal  Co.,  Ltd.,  Deodar  Road,  Putney, 
S.W.  15.  Putr.ey  1393. 


METAL  PARTS  AND  FITTINGS - 

B'own  Firo*.,  Ltd,,  Great  Eastern  Street,  London, 
B.C.  *. 

Monk  Engineering  Co.,  High  Street,  Coventry. 

Coventry  807;  "  Assistance,"  Coventry. 

Rubery,  Owen  ft  Co.,  Darlaaton. 

Darlaaton  87  ;  "  Roofs,”  Darlas  ton. 


PARACHUTES 

E.  R.  Calthrop's  Aerial  Patents,  Ltd.,  423a, 
Ed g ware  Road,  London,  W.  2.  Paddington  6332. 

Spencer,  C.  G.,  ft  Sons  Ltd.,  59a,  Highbury 
Grove,  N.  3.  Dalston  1893. 


PETROL— 

Anglo-American  Oil  Co.,  Ltd.  (Pratts),  Queen 
Anne's  Gate.,  S.W,  r. 


PROPELLERS- 

I'.luckliurn  Aeroplane  and  Muter  Co.,  Ltd., 
Olympia,  Leeds.  Rooiidbay  £01  (5  lines); 

"  Propellers,  1  .ted*. 

Falcon  Airscrew  Co.,  !  ’3,  Cottenham  Road, 
Holloway,  N.  19.  Hornsey  gio  &  247 2. 

Lang  Propeller,  Ltd.,  Weybridge,  Surrey. 

320591,  Wcybridge  ;  “  Aerosticks,"  Weybridge. 


PUTTEES- 

Fox  Bros.  &  Co.,  Ltd.  (Dept.  R),  Wellington, 
Somerset, 


RADIATORS  AND  RADIATOR  REPAIRS - 

Serv'k  Radiators,  Ltd.,  Warwick  Rpad,  Greet, 
Birmingham.  .... 

Victoria  531  (3  lines) ; 11  Nerleak,  Birmingham. 


SPRAYING  PLANT— 


Aero 


graph 


Co.,  Ltd.,  43,  Holborn  Viaduct, 
Holbornao.^;  "  Aetagraphy,"  London. 


STABILIZERS— 

Auto  Controls,  Ltd.,  19,  Regent  Street,  Piccadilly 
‘  ‘  1,  S.W.  1. 


Circus,  London, 


Regent  3*49- 


t 


SHEET  METAL  WORK  STAMPINGS  AND 
PRESSINGS 

Rubery,  Owen  ft  Co.,  Darlaston. 

Datlaston  87;  "  Roofs,”  Datlaston. 


TAPES  AND  WEBBING— 

MacLennan,  John.&Co-,  ttj,  Newgate  St.,  E.C.  1. 

City  3115  ;  “  Vanduara,  Cent.  London. 


TIMBER 

Owen,  Joseph,  &  Son,  Boro’  High  Street,  S.E. 

Hop  s8tr  ;  “  Bucheron,"  Lcmdoa. 


TUBES,  ALUMINIUM— 

British  Aluminium  Co.,  Ltd.,  The,  109,  Queen 
Victoria  St.,  London. 

City  2676  ;  *'  Cryolite,”  Cent.  London 


TYRES  AND  WHEELS 

Palmer  Tyre,  Ltd.,  Shaftesbury  Avenue,  W.C.  *. 
Gerrard  1214;  “  Tyricord, "  Westcent,  London 


WELDINGS,  REPAIRS— 

Barimar,  Ltd.,  10,  Poland  Street,  London,  W.  1. 
Getrard  8173  ;  "  Bariquainar,"  Reg.  London. 


WIND  SHIELDS— 

A  niter,  Ltd.,  133,  Long  Acre,  W.C.  a. 


MODELS 

(ones,  A,  F,.,  Ltd.,  *5,  Eversbolt  Road,  Camden 
Town,  N.W'.  t. 

D.A.P.,  Replingham  Road,  Soutkfklds,  S.W.  r8. 


SPARKING  PLUGS - 

Rol'inhooti  Engineering  Works.  Ltd.,  The,  Putney 
Vale,  S.W.  >5.  Putney  2132,  2133. 

“Kaalgee,”  Phone,  London. 


WIRES  AND  CABLES  (Aeroplane*)- 

Bullhants,  Ltd.,  72,  Mark  Lane,  E.C.  3. 

Works:  Millwall,  E-  14. 


- 


ALUMINIUM  PISTONS 

—  AND  — 

STRUT-PACKING  PIECES 

To  A.I.D.  Requirement*. 

The  LONDON  DIE  CASTING  FOUNDRY,  Ltd. 

Tremlett  Grove,  Junction  Road,  Holloway,  N.  19- 

’Phone — HoBttSET  1580.  Tube  Station— Highgatr. 
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AEROPLANES 


fitted  with 


AERO  ENGINES 


FIRST 


gained 


AND 


SECOND 


l 


PRIZES  IN  THE 


AERIAL 


DERBY 


HANDICAP  AT  CROYDON  ON  AUGUST  7th,  1922. 


FIRST 


SECOND— 


“BRISTOL”  MONOPLANE  fitted  with 
100  h.p.  “BRISTOL”  LUCIFER  ENGINE. 

“BRISTOL”  BULLET  fitted  with 

400  h.p.  “BRISTOL”  JUPITER  ENGINE. 


i 


These  results  further  demonstrate  the 
exceptional  reliability  of  the  “  Bristol  ” 
static  radial  air-cooled  engines — the  first 
air-cooled  engines  to  pass  the  British  Air 
Ministry  Type  Tests.  No  engine  in  the 
world  except  the  “  Bristol  ”  Jupiter  has 
satisfied  both  the  British  and  French 

Official  Tests. 


The  Bristol  Aeroplane  Co.,  Ltd., 

Filton  —  Bristol. 
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Aeroplane  Propeller  Designers  and  Manufacturers,  Aeronautical  Engineers. 
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113,  Cottenham  Road,  Holloway,  London,  N.  19, 
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The  Erection  and  Trueing-up  of  Aeroplanes. 

By  F.  W.  Halliwell,  a.m.i.a.e. 

Fugwt  Office, 


36,  Gt.  Queen  St.,  Kingsway,  W.C,  2. 


Invaluable  to  the 
Aircraft  Engineer. 


When  the  speed  record  for  the 
world  was  regained  for  Great 
Britain  by  Mr,  J,  James ,  on  a 
“  Bamel  *  '  (Napier  -  Gloucester¬ 
shire)  machine,  “  K.L.G.”  Plugs 
were  used , 


“All  were  available — *  K.L.G.’  were  chosen.  *  ’ 


Size. 

COVERS. 

TUBES. 

895  x  150 
935  x  ISO 

£17  lO  6 
18  15  O 

£117  6 
2  0  0 

LIGHT  CAR  TYRES. 

To  fit  660  Kj  66  Rims. 

650  x  65 
700  x  80 
710  x  85 

£2  12  6 
3  10  0 

3  19  6 

£0  11  9 

0  12  6. 
0  14  6 

Subject  to  alteration  u'ithoat  notice. 


SL*. 

COVERS 

TUBES. 

710  x 

80 

£6 

1  5 

O 

£0  19 

6 

780  x 

90 

7 

O 

O 

1 

O 

O 

810  x 

90 

7 

5 

o 

1 

1 

O 

765  x 
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7 

17 

6 

1 

4 

O 

815  x 
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a 

lO 

o 

1 

4 

6 

g5  , 
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9 

5 

o 

1 

5 

O 

820  x 

120 

1 1 

5 

0 
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9 

6 

880  x 
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o 

1 

lO 

6 

92fi  x 

120 

12 

15 

o 

1 

1  1 

6 

135 

15 

7 

6 

1 

15 
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REDUCED  PRICES  OF 


Cord  Tyres 


THE  PALMER  TYRE  LIMITED.  119.  I2J.  125.  SMtesfauo 
Avenu*.  London,  W.C.  2  TTe/efiA iineA'o  :  Qettard  I2I4  (5  Uneit. 


The  New  Palmer  “  FLEXICORD. 
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THE  WORLD’S 


HAVE  SUPPLIED 


THE  BRITISH  COLONIES  t- 
Australia,  Canada,  India,  South  Africa,  New  Zealand) 

AND  FOLLOWING  COUNTRIES  :~ 
Argentine,  Belgium,  Brazil,  Chili,  China,  Denmark, 
Dutch  Ea*t  Indie*,  Ejthonia,  Greece,  _  Guatemala, 
Holland,  Honduras,  Japan,  Lithuania,  Norway, 
Peru,  Poland,  Portugal,  Roumania,  Spain,  Sweden, 
Switzerland,  Uruguay,  etc.,  etc. 

No  machine  leaves  W addon  W orks  until  it  has  been  tested. 

Complete  Specifications  and  Estimates  for  all  types  of 
British  Aircraft,  High  Grade  Aero  Engines,  Spare 
Parts,  Instruments  and  Accessories  for  IMMEDIATE 
DELIVERY  on  application. 


Telephone  ;  REGENT  6240  (5  line*} 


Cable.  I  “AIRDISCO,  LONDON. 


APc 


LIMITED 
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Society  of  Model  Aeronautical  engineers  .. 

DIARY  OF  FORTHCOMING  EVENTS 

Ci  ub  Secretaries  and  others  desirous  of  announcing  the  dates 
of  important  fixtures  are  invited  to  send  particulars  for 
inclusion  in  the  following  list  1 

1922. 

Sept.  2-17..,.  International  Conoours  Aviatique.  Rotterdam 
Sept.  8-10  1,000  Miles  Race  round  Britain  lor  the  King's 

Trophy 

8ept .  Tyrrhenian  Cap,  Italy 

Sept .  Italian  Grand  Prix 

Sept,  or  Oct.  R.Ae.C.  Race  Meeting,  at  Waddon 
Sept.  30  ....  Conpe  Dentsch  (800  kil.) 

Oct,  16  21  Daily  Mail  £1,000  Gliding  Competition 
Dec.  15- 

J an.  2  Paris  Aero  Exhibition 

1923. 

June  ....  International  Air  Congress,  London 
Dec.  1  ....  Entries  Close  for  French  Aero  Engine  Com¬ 

petition 

1924. 

Mar.  1  ....  French  Aero  Engine  Competition 

Mar.  15  ....  Entries  close  for  Dutch  Height  Indicator  Com¬ 
petition 


The 
R.A.F. 
in  India 

the  R.A.F. 


ATTENTION  has  recently  been  called, 
somewhat  dramatically,  to  the  state 
of  ineffectiveness  into  which  the  R.A.F. 
in  India  has  fallen.  Letters  from 
pilots,  all  the  more  poignant  on  account 
of  the  fact  that  their  writers  are  now 
dead,  have  been  published,  which 
throw  the  strongest  light  upon  the 
handicaps,  not  to  use  stronger  words,  under  which 
our  gallant  lads  serving  on  the  N.W.  frontier  are 
working.  Some  of  these  have  been 
able  to  joke  about  matters  which  are 
tragic  enough  in  all  conscience  ;  that 
is  the  spirit  which  prevails  throughout 
But  between  the  lines  of  even  such  letters 
can  be  read  the  urgent  call  for  remedies,  for  a 
realisation  of  the  true  state  of  affairs,  and  for  bare 
justice  at  least.  The  work  is  sufficiently  arduous 
in  itself,  and  it  behoves  those  in  authority  to  see  that 
it  is  not  made  unbearable  by  want  of  equipment  that 
is  essential. 

It  is  in  the  matter  of  allocating  the  blame  that  we 
cannot  agree  with  some  of  the  critics,  who  appear  to 
have  used  the  opportunity  to  find  fault  with  depart¬ 
ments  which  have  not  been  responsible  for  the  deplor¬ 
able  state  of  things,  which  no  one  has  denied 
undoubtedly  does  obtain.  The  position,  stated 
within  the  narrow  limits  of  space  at  our  disposal, 
is  this,  that  the  Indian  Government  indents  on  the 
Air  Ministry  for  machines,  spares  and  men,  and  that 
when  these  have  been  supplied  they  pass  from  the 
control,  and  logically  from  the  responsibility,  of  the 
Air  Ministry.  Matters  such  as  condition  and  main¬ 
tenance  of  material  and  operations  earned  out  by 
the  R.A.F.  in  India  are  under  the  control  of  the  Indian 
Government  and  the  Commander-in-Cliief.  As  a 
matter  of  fact,  the  lack  of  spares,  and  other  short¬ 
comings,  were  known  to  the  Air  Ministry  months 
ago,  and  the  strongest  representations  were  made 
to  the  Government  of  India.  These  having  proved 
of  no  avail,  Air  Vice-Marshal  Sir  John  Salmond  was 
sent  out  to  India  to  discuss  the  matter  with  the 
Indian  authorities,  and  the  report  of  his  commission 
is  expected  to  be  published  next  month.  In  the 
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meantime,  it  is  rather  unprofitable  to  (speculate  upon 
details. 

In  its  broader  aspects  the  situation  was  put  very 
ably,  very  soberly,  and  very  logically  by  Lord 
Montagu  of  Beaulieu  in  a  letter  to  The  Times,  in 
which  he  points  out  that  Sir  John  Saimond  has  no 
doubt  by  now  fully  appreciated  the  difficulties, 

even  if  he  has  not  as  yet  had  time  to  remedy  the 

defects.  “  It  will  be  particularly  interesting,” 
Lord  Montagu  says,  “  if  we  can  learn  what  his 

report  has  been  to  the  Air  Ministry,  and  whether  he 

has  told  the  Government  of  India  in  explicit  terms 
that  if  they  want  an  Air  Force  to  operate  in  India 
it  must  be  a  real  force  and  not  a  sham  one,  that  it 
must  have  up-to-date  equipment,  that  the  personnel 
must  be  treated  better  than  in  the  past,  and  that  if 
the  Air  Force  cannot  be  properly  maintained  it  is 
better  to  have  none  at  all.” 

Lord  Montagu  states  that,  with  the  financial 
stringency  existing  in  India  there  have  been  con¬ 
siderable  difficulties  to  be  overcome.  We  agree 
entirely  with  Lord  Montagu  when  he  states,  in  this 
connection,  that  “In  the  absence  of  evidence  to  the 
contrary,  I  think  we  must  assume  that  it  is  careful¬ 
ness  about  the  rupees  in  India  rather  than  careless¬ 
ness  or  callousness  at  the  Air  Ministry  which  has 
led  to  the  recent  deplorable  casualties  on  the  North- 
West  Frontier.” 

The  example  thus  provided  by  India  might  be 
taken  to  heart  at  home  equally  well.  The  R.A.F. 
has  been  left  to  carry  on  as  best  it  may  with  obsolete, 
or  obsolescent  machines,  in  the  interests  of  economy. 
At  one  time  the  cry  was  “  use  the  axe,”  and  the 
Government,  was  abused  for  not  having  used  the 
axe  sufficiently.  It  has  been  used  with  a  vengeance 
on  the  R.A.F.,  with  the  result  that,  except  for  a  few 
experimental  machines,  the  R.A.F.  is  mounted  on 
four  -  years  -  old  machines,  built  of  war  material, 
“  re-conditioned  in  the  interests  of  economy.”  India 
has  shown  what  sorts  of  results  may  be  expected  from 
economies  of  this  kind.  If  the  R.A.F.  at  home  is 
not  soon  equipped  with  more  modern  materiel ,  we 
shall  have  similar  things  happening  here.  And, 
curiously  enough,  the  people  who  are  the  loudest 
in  their  demands  for  economy  are  the  first  to  cry 
out  when  accidents  resulting  from  such  economy 
occur.  But,  in  all  fairness,  let  us  place  the  blame 
at  the  door  of  the  right  offenders,  and  not  try  to 
make  a  scapegoat  of  a  department  which  is  at  the 
very  least  entitled  to  the  benefit  of  the  doubt. 

The  announcement  that  new  air  services 
1  .  are  about  to  be  started,  or,  at  any  rate, 

Services  a  re-arrangement  of  services  to  take 

place,  will  be  received  with  satisfac¬ 
tion  by  all  who  take  an  interest  in  commercial 
aviation.  It  has  been  evident  for  a  considerable 
time  that,  although  fortunately  the  traffic  on  the 
London- Paris  >  route  has  been  steadily  increasing 
during  the  last  couple  of  months,  there  was  not,  and 
could  not  be  for  a  very  long  time,  sufficient  to  keep 
three  lines  running  in  competition.  From  the 
technical  point  of  view  also,  the  continued  running  of 
services  on  the  London-Paris  route  did  not  teach  us 
anything  we  did  not  know  two  years  ago.  The  ground 
organisation  has  been  improved,  and  so  have  the 
aeroplanes  themselves,  but  nothing  has  materialised 
which  could  not  have  been  foreseen  as  a  result  of 
Mr.  Holt  Thomas’  1919  service. 

General  Sir  Sefton  Brancker  has  long  realised 


that  the  London  Paris  line  could  not  be  the  end-all 
of  our  civil  aviation.  In  fact,  at  the  last  Air 
Conference  he,  as  one  of  the  critics,  pointed  out 
that  the  result  of  continued  activity  concentrated 
on  that  route  could  only  lead  to  duplication  and 
competition,  and  that  of  the  latter  we  already  had 
sufficient  from  France.  In  his  capacity  of  Director 
of  Civil  Aviation  General  Brancker  has  worked  for  the 
elimination  of  competition,  and,  as  a  result  of  his 
many  discussions  with  operating  firms,  the  announce¬ 
ment  can  now  be  made  that  the  three  air  lines  which 
have  been,  of  necessity,  working  against  one  another 
will  now  be  spread  over  three  entirely  different  routes. 

Handley  Page  Transport  will  continue  to  run 
the  London-Paris  service.  The  histone  Air  Line 
will  operate  the  London- Brussels,  with  an  extension 
to  Cologne  inview,  and  the  Daimler  Hire  Air  Service 
will  break  new  ground  by  inaugurating  a  new  service, 
between  London  and  Berlin,  whilst  a  further  new 
service  is  promised  for  the  spring. 

As  we  have  long  maintained  that  the  continuance 
of  the  London-Paris  service  by  three  subsidised 
companies  could  lead  nowhere,  we  are  naturally 
gratified  at  the  re-organisatjon  foreshadowed,  and 
we  feel  certain  that  this  change  cannot  fail  to  be  of 
benefit  to  aviation  in  general.  If  and  when  an  air 
mail  service  to  India  is  started,  it  will,  if  the  shortest 
and  quickest  route  is  to  be  followed,  go  over.  Central 
Europe,  and  the  lines  to  Berlin  may  then  well  prove 
of  great  importance.  The  direct  route  would  pass 
over  Brussels,  Frankfurt  and  Nuremberg  to  Vienna. 

We  understand  that  the  new  service  to  Berlin 
is  to  be  opened  shortly,  and  that  a  flight  will  be 
made  each  day  in  each  direction,  using  D.H.34 
machines.  The  fares  have  not  been  definitely 
settled,  but  it  is  stated  that  they* will  be  but  little 
higher  than  those  on  the  London-Paris  service.  If 
that  is  correct,  there  should  be  no  lack  of  support, 
since  it  is  contemplated  to  do  the  journey  in  seven 
or  eight  hours,  while  the  journey  by  train  takes 
approximately  twenty-four  hours  We  congratulate  the 
D.  of  C.A.  and  the  operating  firms  on  their  decision. 


Tomorrow  (Friday)  morning  at  nine  the 
Circuit  first  machine,  the  Avro  Baby,  will 
of  Britain  f°r  the  flight  around  Britain  for 

the  King's  Cup.  It  is  a  matter  for 
congratulation  that  twenty-three  machines  have 
been  entered  for  the  race,  and  the  variety  represented 
will  be  gathered  when  it  is  pointed  out  that  these 
include  no  less  than  nineteen  different  types  of 
machines,  ranging  from  small  single-seaters  with 
engines  of  35  h.p.  only  to  amphibian  flying  boats 
with  450  h.p.  and  twin-engined  machines  of  550  h.p. 
There  can  thus  be  no  complaint  on  the  score  of 
variety,  and  the  handicapping  must  have  been  a 
matter  of  the  greatest  difficulty.  We  trust  that, 
luck  may  favour  the  race,  and  that  no  untoward 
incidents  will  mar  the  procedings. 

In  another  part  of  this  issue  of  Flight  we  publish 
scale  drawings  and  photographs  of  the  machines. 
The  scale  drawings  are  all  reproduced  to  a  uniform 
scale,  so  that  comparison  should  be  easy  and  readers 
able  to  see  at  a  glance  which  are  small  machines 
and  which  are  large  ones.  Identification  is  a  matter 
of  difficulty  when  the  machines  are  flying  overhead 
at  a  considerable  altitude,  but  for  this  purpose  also 
our  small  scale  drawings  should  be  of  assistance, 
showing  as  they  do  the  main  characteristic  features 
of  the  different  types. 
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THE  KING’S  CUP  RACE 


Some  of  the  entrants  of  machines  for  the  Circuit  of  Britain,  arranged  in  the  order  in  which  the  entries  were 
received.  A,  Brigadier- General  J.  G.  Weir.  B,  His  Grace  the  Duke  of  Sutherland.  C,  Mr.  A.  S.  Butler. 
D,  Lleut.-Colonel  F.  K.  McClean,  A.F.C.  Et  Lieut.-Colonel  J.  E.  Tennant,  D.S.O.,  M.C.  F,  Mr.  Douglas 
\  ickers,  M.P.,  J.P,  G,  Mr.  J.  D.  Siddeley,  C.B.E.  H,  Mr.  F.  P.  Raynham.  I,  Sir  Samuel  Instone.  J,  Lieut.- 
Colonel  J.  Barrett-Lennard,  C.B.E.  K,  Lieut.-Colonel  M.  O.  Darby,  O.B.E.  L,  Sir  Henry  White  Smith,  C.B.E. 
M,  Sir  William  Letts,  K.B.E.  N,  Mr.  A.  V.  Roe.  O,  Mr.  John  Lord.  P.  Capt.  G.  de  Havilland.  Q.  Mr.  Hubert 
Scott- Paine.  R,  Major  J.  C.  Savage.  S,  The  Right  Hon.  Winston  Churchill,  M.P. 
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SOPWITH  "GNU" 

(Not  available) 


flVRO  BABY 


AVRO  ‘LUCIFER" 
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BLACKBURN  "KANGAROO’ 


BOULTON  AND  'PAUL  P.9 


VICKERS  “VULCAN" 


BRISTOL  MONOPLANE 


MARTINSYDE  F.6 


D.H.9C 


D.H:9 


D.H.9B 


D.H.37 


BRISTOL  30-SEATER 


O.H.9A 


SE 


II 
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SIDDELEY  "SISKIN" 

(Not  available) 


S.E.5A 


D.H.4A 


SUPERMARINE  "SEA  LION" 
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BRISTOL  10-SEATER 
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SIDDELEY  "SISKIN" 

(Not  available) 


S.E.5A 


D.H.4A 
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SUPERMARINE  "SEA  LION 


THE  CIRCUIT  OF  BRITAIN. — Side  and  Front  Elevations  of  the  competing  machines,  drawn  to  a  uniform 

scale  to  facilitate  comparison.  For  further  particulars  see  pp.  512  515. 
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THE  CIRCUIT  OF  BRITAIN. — Plan  views  of  the  competing  machines,  drawn  to  a  uniform  scale.  For 

further  particulars  see  pp.  512-515. 
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THE  CIRCUIT  OF  BRITAIN. — Portraits  of  some  of  the  competing  pilots,  arranged  in  the  order  of  starting. 
A,  Mr.  Bert  Hinkler.  B,  Flight-Lieut.  W.  H.  Longton.  C,  Lieut.-Colonel  Spenser  Grey.  D,  Mr,  R.  W. 
Kenworthy.  E,  Lieut.-Colonel  J.  E.  Tennant.  F,  Capt.  S.  Cockerell.  G,  Capt.  F.  C.  Broome.  H,  Flight-Lieut. 
R.  A.  de  H.  Haig.  I,  Mr.  F.  P.  Raynham.  J,  Flight  Officer  L.  Hamilton.  K,  Capt.  A.  F.  Muir.  L,  Mr.  M. 
Piercey.  M,  Mr.  A.  J.  Cobham.  N,  Mr.  A,  S.  Butler.  O,  Mr.  C.  F.  Uwins.  P,  Mr.  H.  H.  Perry.  Q,  Mr.  C.  C. 

Turner.  R,  Mr.  F.  L.  Barnard.  S,  Mr.  F.  Courtney.  T,  Mr.  H.  C.  Biard. 
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The  F2oc  ra.1  &ero 


°f  ?Ae  llixited  Kii\qdo 

FFlTl  Al  M^T  ir'CC^  rn  ^  _ _ _  _ _ 


3®  OFFICIAL  MOTICE5  TO  MEMBERS 

THE  KING’S  CUP 

Circuit  of  Britain  Air  Race,  September  8-9,  1922 

Entries  : 


Entrant. 

r  ealji  Henry  Fildes,  M.P. 

2  eaxl  Sir  William  Letts,  K.B.E. 

3  tAf.p  Lt. -Col,  F.  K.  McCIean, 

A.F.C. 

4  Eaim  John  Lord  .. 

5  FAMJ  Rt.  Hon.  Winston  Churchill, 

M.P. 

6  EASJ  Brig.  Gen.  James  G.  Weir 

C. M.G. 

7  t-Mir  Sir  Walter  do  Frece 

•3  EA\vs  Lt.-Col.  J.  E.  Temiant, 

D. S.O.,  M.C. 

9  ebem  Douglas  Vickers,  M.P.,  J.P. 

10  EAPK  A.  V  Roe . 

1 1  -  avp  Sir  Henry  White-Smith, 

K.B.E. 

Ji  euijk  F  P.  Rayuhara 

14  ebbv  Sir  G.  Stanley  White,  Bart. 

14  1CB.W  Lady  Anne  Savile 

15  E.V.VC  Capt.  ci,  de  Havillaad  .. 
t6  KBEP  Duke  of  Sutherland 

17  eboo  A,  S.  Butler . 


Pilot.  Machine. 

Stiuad-Ldr.  It  J,  Avro  Baby 
Payn 

B.  Hinkler  . .  Avro  Baby 


Engine. 
35  li.p.  Green 
35  h.p.  Green 


rinnuicap. 

Sect.  I  +  Sect  II.} 
h.  m  -s.  h.  m.  3. 
-2  21  j-o  2  29  2 


ci  1  tl  ,  •  •  iWro  Bahy  ■  35  h-P-  Green  , 

V '  , ,  i?r-~  L?n>r' , S°P With  Gnu. .  no  h.p.  I.e  Rlrorv 

ton,  D.F,(X.  A.F.C. 


-  -  M 

r  5b  12 


2  9  4b 
2  2  41 


1 00  h.p.  Bristol  Lucifer. . 
•2-275  h.p.  Rolls- Rovce 
"  Falcon  »» 

90  h.p.  K  A-F.  I  a 


1  #  43 
1  26  5O 

1  T9  iS 


z  *75  U-p.  Rolls-Royce  1  jo  51 
‘Falcon  ” 


90  b  p.  R.A.F.  ta 


1  14  29 


Major  C  R  Carr, .  Avro  Lucifei 
Lieut. -Col.  Spenser  Blackburn 
D.  A.  Grey  "  Kangaroo  ” 

G-  r .  Holmes  .,  Boulton  and 

Pan)  P.9 

R.  W.  Ken  worthy  Blackburn 

“  Kan  go  cog  " 

Lt.-Col.  J.  E.  Ten-  Boulton  and 
nant,  D.S.O-.  M.C.  Paul  P.9 

Capt  .  S;  Cockeren,  Vickers  Vulcan  350  ]j.p,  Rolls-Royce  1  620 

A-T  C.  Eagle  VIII, 

Capt.  PC.  Broome  Avro  Viper..  200  h.p.  Wolseley  Viper. .  ,  4  ,  s  r  r  at 

XalST  “*  M^opiaoe"  — ",  L  J.-,  .  ,  »  !  ?  ?* 

•  *  * 

Biplane  ~} 

230  h.p.  Siddeley  Puma.  .  o  49  9  051  54 


1  52  40 
1  31  46 

I  12  43 

I  2t  TO 

1  |8  38 

I  10  12 


D.J  1.9c 


Flying  Officer 
Leslie  Hamilton 
A.  J.  Cobham  ..  D.IL98 
Capt .  A .  F.  M uir..  D.  H . 9 
A.  S.  Butler  ..  D.H.37 


nS  kben  Lt.-Col.  M.  O.  Darbv 
O.B.E. 

19  kbco  Lt.-Col.  John  Barrett 

Lennard.  C.B.E. 

20  timu  Major  J.  C.  Savage 
2f  t.AMir  Sir  Samuel  Histone 


M.  Maurice  Piercey  D.H.y 


H.  H.  Perry 


D.H.ua 


JT  Mls-Roya  035  5  037  2 

Eagle  VI II. 

200  h.p.  Wolseley  Viper  o  24  14  o  25  34 
3.50  h.p.  Rolls-Royce  o  23  30  o  24  28 

Eagle  Vi II. 

325  h.p  Jaguar  , ,  Scratch  Scratch 
450  h.p.  Napier  Lion  . .  —  _ 

,  .  .  .  *  Withdrawn. 

I  3MIK"1  1  -«-,d.tou-Birmingl.anl-yewc«>|e-Gla,eo',.  ;  Section  II.-GIasgow-Manchcster-Bristol-Waadon. 


22  kbel  J.  D  Siddeley.  C.K.E 
II.  Seott-Painc* 


Capt.  C-  Turner  . 
P.  L.  Barnard  . 

P.I  1 

H  C.  Biard 


S.F..  5a 

D.H  j  a 

Siskin . . 
Sea  Lion  1 1 


230  h.p.  Siddeley  Puma.  .  o  45  27  o  47  59 

2 30 h.p.  Siddeley  Pama. .  041  o  043=7 

475  h.p.  Rolls-Royce  o  40  8  n  a>  22 

Falcon. 

230  h.p.  Siddeley  Puma. .  o  39  id  o  41  18 


THE  CIRCUIT 

Race  for  the  King’s 

lHb'.  race  tor  the  Cud  presented  by  His  Majesty  King  George 
v  ill  start  from  Wadnon  Aerodrome  tomorrow  morning,  when, 
at  9  a, TO.,  the  first,  machines,  the  two  Avro  Babies,  will  be 
given  the  signal  to  go.  Two  more  entries  have  been  received 
since  the  publication  of  the  list  in  last  week's  issue  of  Fi  igiit, 
bringing  the  total  up  to  23,  It  is  extremely  gratifying  to 
tin  1  that  so  many  machines  will  cross  the  starting  line,  and 
the  race  will  certainly  arouse  very  considerable  interest:  all 
ovei  the  country,  not  only  in  the  towns  where  landings  are 
to  be  made,  but  also  along  the  route  followed,  where  doubtless 
thousand-  of  spectators  will  watch  the  aeroplanes  passing 
overhead  and  will  try  to  identity  them.  We  learn  from  the 
Royal  Aero  Club  that  no  numbers  will  be  carried  on  the 
machines,  as  it  has  been  found  that  numbers  are  not  easily 
identified  unless  the  machines  arc  flying  relatively  low.  As 
landings  and  one-hour  stops  are  compulsory  at  the  inter- 
jii  -bate  lauding  grounds,  there  is  no  necessity  for  the  machines 
to  be  identified  e>:  rout t>.  Since,  however,  at  least  as  many 
people  will  have  to  be  content  with  seeing  the  machines  pass 
over  as  seeing  them  alight,  at  and  take  of!  from  the  inter¬ 
mediate  landing  grounds,  we  have  attempted  in  this  issue  of 
1' LiCiT  to  assist  identification  by  publishing  plans,  side  and 
h-ont  elevations  of  the  competing  machines,  all  drawn  to  a 
uniform  scale. 


OF  BRITAIN 
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Its  Characteristic  features,  this  being  possible  only  by  giving* 
all  three  views,  which  vve  have  therefore  decided  lo  do.  The 
result  is  that  the  views  are  necessarily  small,  but  in  Older  to 
illustrate  the  machines  in  somewhat  more  detail  we  are 
supplementing  the  scale  drawings  by  photographs  of  the 
machines  The  majority  will  already  be  well  known  to 
readers  of  this  journal,  as  there  arc  but  few  really  new  machines 
enterco ,  but  it  is  thought  that  the  publication  of  the  scale 
drawings  aud  photographs  may  be  of  assistance  to  those  not 
intimately  acquainted  with  the  various  types,  in  this 
connection  it  should  be  pointed  out  that  the  photographs  do 
not  necessarily  represent  the  actual  individual  machines 
entered,  but  merely  the  type  to  which  they  belong.  Thus 
t  te  photograph  of  the  S.E.5A  is  not  a  photograph  of  the 
particular  machine  which  will  be  flown  by  Mr.'  Turner  hut 
merely  represents  the  S.E.5A  type. 

The  Race 

As  already  mentioned,  the  race  for  the  King’s  Cup  will  start 
irom  Waddon  aerodrome  at  9  a.m.  on  Friday,  September  8 
the  machines  after  that  time  being  sent  off  according  to  their 
handicap  allowance.  In  above  table,  under  the  R.A.C 
Notices,  are.  set  out  the  entrants  and  pilots,  the  machines  ami 
their  engines  and,  in  the  last  column,  the  handicap  allowance 
which  each  receives.  It:  is  to  be  regretted  that  the  “Sea 
laon  has  been  withdrawn  as  it  would  have  been  rather 
interesting  to  see  one  flying  boat  among  so  many  land 
machines. 

The  first  compulsory  lauding  will  be  made  at  Birmingham 


This  system  was  first  introduced  in  our  "  Milestones  " 
series,  and  proved  Very  popular,  as  it  enables  the  relative  size 
o.  machines  to  be  seen  at  a  glance.  Furthermore,  no  single 
view  of  an  aeroplane  can  adequately  convey  an  idea  of  all 
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•  Castic  Bromwich),  and  the  machines  will  spend  1  £  hour 
here  before  being  allowed  to  start.  That  interval  having 
elapsed,  the  machines  will  be  started  off,  and  if  not  ready 
any  further  time  spent  here  will  count  as  flying  time.  The 
next  "  port  of  call  *'  will  be  Newcastle,  where  the  Town  Moor 
is  the  aerodrome  selected.  Again  a  stop  of  ij  hour  is 
compulsory  before  the  machines  leave  for  Glasgow  (Renfrew). 
At  the  latter  place  competitors  must  stop  for  the  night,  the 
start  being  given  to  the  first  machine  next  morning  (Saturday, 
September  9)  at  9  am, 

On  the  second  day  the  first  intermediate  landing  ground  is 
at  Alexandra  Park,  Manchester,  and  having  spent  their 
prescribed  time  there,  machines  will  leave  for  Bristol  (Filton). 
Leaving  Filton  1  i  hour  later,  the  machines  will  head  for 
W addon,  where  the  finish  takes  place,  probably  some  time 
between  3  p.m,  and  4  p.m.  At  Waddon  there  is  little  doubt  large 
crowds  will  assemble  to  see  the  finish  of  the  race,  and  if  the 
handicapping  is  good  and  machines  fly  reasonably  consistently'. 


there  should  be  a  close  finish,  although  it  will  be  realised  that 
in  a  race  of  this  length  it  is  extremely  difficult  to  ensure  that 
several  machines  come  in  close  together.  Nevertheless,  it 
will  be  very  interesting  to  witness  the  finish,  and  we  advise 
as  many  of  our  readers  as  can  manage  to  do  so  to  get.  out  to 
Waddon  in  good  time,  as  there  is  always  the  possibility  of 
one  or  more  machines  making  better  time  than  anticipated. 

In  order  to  prevent  visitors  to  Waddon  on  Saturday  from 
getting  bored  while  waiting  for  the  King’s  Cup  machines  to 
come  in,  the  Royal  Aero  Club  has  made  arrangements  for 
Flying  Officer  G-f  R.  Scholefield  from  Farnborough  to  give 
exhibition  flights  during  the  afternoon,  and  Mr.  Rex  Stocken, 
of  the  Aircraft  Disposal  Company,  will  also  assist  in  keeping 
visitors  amused,  ably  seconded  by  Mr.  S.  H.  H  ay  ns .  If  the 
race  machines  should  be  a  little  late  in  coming  in  there  should 
thus  not  be  any  lack  of  interest,  especially  as  the  ordinary 
business  of  the  aerodrome,  arrival  and  departure  of  machines 
for  the  Continent,  wil  1  be  going  on  as  usual. 


THE  MACHINES 


The  scale  drawings  (see  pp.  508  and  509)  of  the  machines 
entered  are  arranged  according  to  handicap  allowance. 
Thus  the  slowest  machine  comes  first,  and  the  fastest, 
the  “  Sea  Lion,”  which  starts  scratch,  comes  last  A 

In  the  following  notes  the  machines  are  arranged  in 
alphabetical  order  for  easy  reference. 

The  A  to  Baby. — Two  machines  of  this  type  are  entered, 
one  by  Sir  William  Letts,  K.B  K  ,  to  be  flown  by  Mr.  Bert 
Hinkler,  and  one  by  Mr  Henry  Fildcs,  M.P.,  to  be  piloted  by 
Sqdn.-Ldr.  H.  Payn.  The  Avro  Babies  are  fitted  with 
Green  engines  of  35  h.p.  only,  but  have  some  remarkable 


characteristic  of  the  standard  Avro  304.  The  Avro -Viper 
has  been  entered  for  the  race  by  Mr.  A.  V.  Roe,  and  it  will  be 
piloted  by  Capt.  F.  C.  Broome,  the  well-known  Vickers  pilot. 
This  machine  also  was  designed  by  Mr.  Chadwick. 

The  Avro  "  Luoif$r.” — Except  for  the  fact  that  it  is  fitted 
with  one  of  the  three-cylinder  100  h.p.  Bristol  "Lucifer” 
engines,  this  machine  resembles  the  504.  and  no  detail  reference 
need  be  made  to  it  except  to  state  that  it  is  another  instance 
of  the  extraordinary  adaptability  of  the  type  504.  We  can 
call  to  mind  machines  of  this  type  fitted  with  1 10  h.p.  le  Rhone, 
180  h.p.  le  Rhone,  90  h.p.  Renault,  200  h.p.  Siddeley  Lynx, 
200  h.p.  Wolseley  Viper,  and  now  the  too  h.p.  Bristol 
"  Lucifer.”  No  wonder  the  machine,  first  designed  in  1913. 
still  survives  as  one  of  the  finest  all-round  machines  in 
existence.  In  the  race  the  Avro  "Lucifer,”  which  has  been 
entered  by  Mr,  John  Lord  of  A.  V.  Roe  and  C'o.,  will  be  flown 
by  Maj.  C.  R.  Carr,  who,  it  will  be  remembered,  accompanied 
the  late  Sir  Ernest  Shack  let  on  on  his  antarctic  journey,  the 
Avro  seaplane  which  went  out  with  them  having,  unfor¬ 
tunately,  to  be  left  behind  at  Cape,  Town,  and  therefore 
never  getting  an  opportunity  of  showing  the  service  it 
could  do. 

The  Blackburn  “  Kangaroo.” — As  far  as  the  Circuit  of 
Britain  is  concerned,  the  Blackburn  "  Kangaroo  ”  has  the 
distinction  of  being  the  only  twin-engined  type  entered. 
Fitted  with  two  Rolls-Royce  ”  Falcon  ”  engines  of  275  h.p. 
each,  the  machine  was  designed  during  the  War  as  a  bomber. 
The  type  has  also  been  tried  fitted  with  floats  for  use  over  the 
sea,  and  a  later  version  was  fitted  with  a  cabin,  for  use  as  a 
commercial  machine.  In  the  race  it  will  be  easily  distin- 


Avro  Baby,  35  h.p.  Green. 

performances  to  their  credit.  Thus  Mr.  Hinkler  flew  one  of 
tlie.se  machines  from  London  to  Turin  non-stop,  and  in 
Australia  the  same  pilot  on  the  same  machine  made  a  non¬ 
stop  flight  of  over  800  miles.  J ust  recently  a  similar  machine 
fl'ew  from  London  to  Moscow —  not,  of  course,  without  inter¬ 
mediate  landings,  but  nevertheless  a  very  fine  performance. 
The  Avro  Baby  was  designed  by  Mr.  Roy  Chadwick,  Chief 
Designer  of  A.  V.  Roe  and  Co. 

The  Avro  "  Viper.” — In  its  general  outlines  the  Avro  Viper 
resembles  the  famous  Avro  504,  except  that  it  is  fitted  with  a 
200  h.p.  Wolseley  "Viper”  engine.  This  naturally  changes 
the  nose  of  the  machine  somewhat,  a  nose  radiator  being 
placed  in  front  of  the  engine.  The  under-carriage  is  of  the 
Vee  type,  instead  of  the  wheel-and  skid  type  which  is  so 
*  At  the  moment  of  going  to  press  we  learn  this  machine  will. not  start. 


The  Avro- Viper,  200  h.p.  Wolseley  44  Viper.” 
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The  Blackburn  44  Kangaroo,”  2-275  h.p.  Rolls-Royce 

41  Falcons.” 


guished  by  the  long  slender  fuselage  projecting  far  forward 
of  the  wings.  Two  “  Kangaroos  ”  have  been  entered  for  the 
King’s  Cup  race — one  by  the  Rt.  Hon.  Winston  Churchill, 
M.P.,  to  he  piloted  by  Lieut. -Col.  Spenser  Grey,  the  other, 
which  will  be  flown  by  Mr.  R.  W.  Kenworthv,  the  Blackburn 
pilot,  by  Sir  Walter  de  Frece. 

The  Bristol  10- Sealer.-  In  its  original  form,  fitted  with  a 
Napier  "  Lion,”  the  Bristol  10-Seater  has  been  in  use  for 
several  months  on  the  London-Paris  service.  It  is  a  fairly 
large  machine,  with  a  large  cabin,  luxuriously  finished,  accom¬ 
modating  nine  passengers.  For  the  race  the  machine  will  be 
fitted  with  one  of  the  Bristol  Company’s  "  Jupiter  ”  engines, 
of  400  h.p.  The  10-seater  has  been  entered  by  Sir  G.  Stanley 
White,  and  will  be  flown  by  Mr.  Uwins,  the  Bristol  test  pilot. 
The  machine  was  designed  by  Mr.  Reid,  who  is  now  chief 
designer  to  the  Bristol  Company. 
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The  Bristol  10-seater,  400  b.p.  Bristol  '  Jupiter.” 


The  Bristol  Monoplane. — As  the  winner  recently  of  the  Aerial 
Derby  Handicap,  the  Bristol  monoplane  with  100  h  p  three- 
cylinder,  air-cooled  Bristol  "  Lucifer  ”  engine  will  be  familiar 
to  our  readers.  The  machine,  which  was  designed  by  Capt. 


D.H.9,  230  h.p,  Siddeley  “Puma.” 


Suthei land,  to  be  piloted  bj’  Capt.  .Muir  of  the  Surrev  Flying 
Services,  and  the  other  by  Col.  Darby  of  the  A.D.C.,  to  be 
flown  by  Mr.  Piercey.  The  engines  fitted  are  Siddeley 
Pumas.  1 


Bristol  Monoplane,  100  h.p.  Bristol  **  Lucifer.” 

Barnwell,  is  characterised  by  crescent-shaped  wings,  and 
should  thus  be  easily  identified.  It  has  been  entered  by 
Sir  H.  nry  White  Smith,  and  will  be  flown  in  the  race  by 

Hymg  Office,  R.  A.  de  II.  Haig,  the  famous  Mart  Insham  test 
pilot. 

I  In  Boulton  and  Paul  P.g. — This  machine  was  designed 
some  years  ago  as  a  general  utility  'bus,  and  in  order  to  keep 
down  cost  and  running  expenses  it  was  lilted  with  an  engine 
ot  low  power  be..  *>o  b.p.  R.A.F  1  A.  fn  spite  of  this  the 
J  o  is  reasonably  fast,  and  is,  we  understand,  vert'  nice  to 
handle  Mr,  Frank  Courtney  keeps  one  at  Croydon  for  his 


7  ,  ff*  D  S^eraUy  similar  to  the  standard  D.ITa 

but  1ms  a  Rolls-Royce  “  Ragle  ”  engine  instead  oi  the  Siddele 
b  in na  As  the  "  Eagle  *'  is  of  350  h.p.  the  9A  is  natural] 

<l  8^'n  °u!  fasftfr  tl?n  thc‘  9  with  23°  h  P-  hence  it  is  place, 

considerably  after  the  g's  in  handicap.  The  9A  ha/ beej 

byM?lH yH^Pe^r J'  BarrettLcnnard-  and  will  be  flow. 

I  he  D.  H.cjB.  Of  the  variations  of  tlie  standard  D.H.rj 
ill  oL  represents,  perhaps,  least  departure  from  the  origina 
deugu  the  mam  difference  being  that  whereas  the  standard  < 
la’  bu  .  wo.  cockpits,  tlie  qB  has  three,  an  extra  seat  bavins 
been  added  m  trout  of  the  pilot,  between  him  and  the  engine 
In  other  respects  the  9B  is  exactly  similar  to  its  prototype 
The  specimen  entered  for  the  race  has  been  entered  by  Capt 


The  D.H.9B,  230  h.p.  Siddeley  41  Puma.” 


The  Boulton  and  Paul  P.9,  90  h.p.  R.A.F.  1a, 


personal  use  in  travelling  about  the  country  on  testing  bent, 
and  finds  it  not  only  very  convenient,  but  also  cheap  to  run. 
'I  wo  of  the  P.g’s  have  been  entered  for  the  race — one  by 
Lieut. -Col.  J.  E,  lennant,  who  will  pilot  the  machine  himself, 
and  the  other  by  Brig.-Gen.  J.  G.  Weir,  whose  pilot  in  the 
race  is  Mr.  C.  X.  Holmes. 

The  D.H. 9.— As  the  prototype  of  the  different  variations 
of  D.H.  s,  the  9  is  of  interest  in  having  at  one  times  been  turned 
out  m  enormous  quantities  during  the  War.  We  have  an 
idea  that  when  production  was  at  its  max tm urn  the  Aircraft 
Manufacturing  Co.  were  turning  out  D.H. g's  at  the  rate  of 
one-  machine  every  40  minutes,  "or  something  like  that.  Tin¬ 
type  is  therefore  in  existence  in  large  quantities,  and  for 
faiily  small  machines  the  D.H.o  and  its  variations  have 
proved  as  suitable  and  efficient  as  it  is  possible  to  get  a  machine 
of  this  size.  It  will  be  remembered  that  it  was  on  a  machine 
of  this  type  that  Mr.  Cobham  made  all  his  famous  tours  in 
Europe  and  across  to  Northern  Africa,  Two  D.H. g's  have 
been  entered  for  the  race- — one  by  his  Grace  the  Duke  of 


de  Havilland  and  will  be  flown  by  Mr.  Cobham.  Tlie  engine 
is  a  Siddeley  Puma." 

The  D.H  gC.—U  the  Avro  504  has  appeared  with  a  number 
f!/ureilt  enS.Incs*  lf  ^ay  be  said  about  the  de  Havilland  9 
hat  this  machine  has  been  used  in  a  number  of  variations. 


The  D.II.9c,  230  h.p.  Siddley  44  Puma.” 
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Of  these  the  gC  is  characterised  by  a  small  cabin  over  the  aft 
cockpit,  while  the  wings  have  been  swept  back  slightly  to 
bring  aft  the  centre  of  pressure  in  order  to  trim  for  the  weight 
of  a  passenger  so  far  aft  in  the  fuselage.  The  engine  fitted  is 
a  Sid  del  ey  "  Puma  "  of  230  h.p.  As  all  the  other  D.H. 
machines, "the  qC  was  designed  by  Capt.  Geoffrey  de  Havilland. 
The  machine  has  been  entered  for  the  race  by  Lady  Anne 
Savilo,  and  will  be  flown  by  Flying  Officer  Leslie  Hamilton. 

I he  D.  H.  4  A , — When  Air  Transport  and  Travel  was  formed 
by  Mr.  Holt  Thomas  after  the  Armistice,  the  conversion  of 
military  machines  into  commercial  passenger-carriers  was 
taken  in  hand,  and  one  of  the  first  cabin  machines  to  be 
turned  out  was  the  D.H.4A,  which  was  practically  a  standard 
D.H. 4,  350  h.p.  Rolls-Royce  "  Eagle"  engine,  with  a  cabin 


top  added  to  the  fuselage.  The  type  did  very  good  work 
on  the  London  •  Paris  line  during  1919,  and  several  specimens 
are  still  in  existence  ;  one  of  these  is  owned  by  the  Instone 
Air  Line,  and  Sir  Samuel  Instone  has  entered  it.  for  the 
race.  The  machine  will  be  piloted  by  Mr.  Barnard,  Commo¬ 
dore  of  the  Instone  air  fleet. 

The  D.  H. 37. — Having  been  described  and  illustrated  in 
Flight  quite  recently,  the  D.H. 37  will  be  well  known  to  our 


D.H.37,  275  h.p.  Rolls-Royce  14  Falcon.” 

readers.  It  was  designed  specially  for  Mr.  A.  S.  Butler,  now 
a  director  in  the  de  Havilland  Aircraft  Co.,  for  his  personal 
use,  and  the  designers  had  in  mind  a  machine  on  which  the 
owner  could  occasionally  take  part  in  races  and  on  which  he 
could  at  all  times  go  touring.  Thus  the  machine  has  a  fair 
turn  of  speed,  a  good  range,  and  will  carry  two  passengers 
in  addition  to  the  pilot.  Entered  by  Mr,  A.  S.  Butler,  the 
D.bl.37  will  be  flown  in  the  race  by  the  owner. 

The  M artinsyde  F, 6. — Similar  in  general  lines  to  the  famous 
Martinsyde  F.4,  the  F.6  has  a  200  h.p,  Wolseley  Viper  engine 


in  place  of  the  300  h.p.  Hispauo  of  the  former.  It  is  not 
therefore,  as  fast  as  the  higher  powered  machine,  but  it  is 
by  no  means  a  slow  single-seater.  The  F.6  is  the  private 
property  of  Mr.  F.  P.  Raynham,  who  will  fly  it  in  the  race, 
and  as  one  of  our  oldest  active  pilots  (as  regards  number  of 
11  ticket,"  at  any  rate)  every  one  will  wish  Raynham  the 
best  of  luck  in  the  race 

The  S.E.5A.  Although  certain  alterations  have  been  made 
to  the  S.E.5A  to  be  flown  by  Mr.  Cyril  Turner,  this  machine 
being  the  one  that  is  used  for  Maj.  Savage's  famous  "sky 
writing,"  no  great  departures  from  the  original  design  have 


been  made.  The.  S.E.5A,  which  lias  a  200  h.p.  Wolseley 
“  Viper  "  engine,  was  designed  at  the  Royal  Airsfaft  Estab¬ 
lishment,  Famborough,  during  the  War,  and  was  at  -one  time 
a  favourite  single-seater  fighter.  Mr.  H.  P.  Folland,  who  is 
now  chief  designer  to  the  Gloucestershire  Aircraft  Co.,  where, 
he  designed  the  famous  Mars  I,  had  a  hand  in  designing  the 
S.E.5A  also.  Although  the  machine  has  been  made  somewhat 
heavier  for  the  purposes  of  sky  writing,  Maj.  Savage  has  very 
sportingly  entered  it  for  the  race  for  the  King's  Cup. 

The  Siddeley  "Siskin.” — Being  designed  and  built  for  the 
R.A.F.,  the  Siddeley  "  Siskin,"  with  325  h.p.  Siddeley 
"  Jaguar  "  engine,  may  not  be  referred  to  in  detail.  For  the 
same  reason  it  has  not  been  possible  to  include  it  in  our  set 
of  scale  drawings.  The  accompanying  photograph  of  an 


Siddeley  ■*  Siskin,”  325  h.p.  Siddeley  44  Jaguar.” 

early  model  shows,  however,  the  general  lines  of  the  machine. 
It  may  be  stated  that  an  oleo  landing  gear  is  one  of  its  features, 
and  that  metal  enters  largely  into  the.  construction. 

The  Sopwith  "  Gnu." — Designed  shortly  after  the  Armistice, 
the  Sopwich  "  Gnu  "  is  a  relatively  small  cabin  machine, 
fitted  with  no  h.p.  le  Rhone  engine.  The  first  appearance  of 


Martinsyde  F.6,  200  h.p.  Wolseley  44  Viper.” 
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Sopwith  44  Gnu,”  110  h.p.  le  Rhone. 
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this  machine  in  public  was  probably  on  the  occasion  of  the 
aerial  reception  at  Hendon  or  the  American  aviators  who  had 
crossed  the  Atlantic  via  the  Azores.  Mr.  Hawker  was  then 
dying  the  “  Gnu,"  and  took  up  as  passenger  Miss  Daisy  King 
of  Leeds,  who  was  the  highest  bidder  for  a  "  flip,"  having 
paid  50  guineas  for  the  privilege  of  flying  with  Hawker. 
In  the  race  the  machine  has  been  entered  by  Lieut  Col. 
McClean,  and  it  will  be  piloted  by  Flight-1  .nut.  Longton. 

The  Super  marine  “  Sea  lion.'’ — As  the  only  amphibian 
flying  boat  in  the  race,  no  less  than  on  account  of  its  recent 
winning  of  the  Schneider  Cup  Race  at  Naples,  considerable 
interest  will  naturally  attach  to  the  performance  of  the  Super- 


Mr.  Hubert  Scott  Paine, fof  the  Supei marine  Aviation  Works 
and  will  be  flown  by  Capt.  Liard,  the  Schneider  (  up  winner.* 
The  Vickers  "  Vulcan.” — As  a  very  full  description  of  the 
Vickers  “  Vulcan  "  was  given  in  our  issue  of  May  4.  1922,  no 
detailed  reference  need  be  made  to  it.  here.  The  machine  is  a 
commercial  aeroplane,  with  a  roomy  cabin  giving  seating 
accommodation  for  six  passengers.  The  engine  is  a  450  h.p. 
Rolls-Royce  "  Eagle,"  and  the  pilot  is  placed  in  front:  of  the 
upper  plane.  The  "Vulcan,"  which  was  designed  by  Mr. 
Rex  Pierson,  Chief  Designer  of  Vic  kers,  has  been  entered  by' 
Mr.  Douglas  Vickers,  and  will  be  flown  by  Capt.  Cockerell, 
the  well-known  Vickers  pilot. 


The  Supcrmarinc  “ScaLion.”  450h.p.  Napier  "  Lion/ T 

marine  "  Sea  Lion."  At  .Naples  the  machine  was,  oi  course, 
a  flying  boat  pure  and  simple,  hut  for  the  race  the  amphibian 
gear  will  be  fitted  so  as  to  enable  the  machine  to  alight  on  the 
prescribed  aerodromes,  To  go  across  country  in  a  flyiog  boat 
is  a  good  demonstration  of  the  soundness  of  the  design  of  the 
machine,  since  usually  an  amphibian  is  one  which  is  quite  at 
home,  on  one  element,  but  whose  alighting  on  ilie  other  is  a 
matter,  more  or  less,  of  makeshift.  The  designers  of  the 
Supermarine  evidently  have  faith  in  their  machine.  It  has 
already  demonstrated  its  .seaworthiness,  and  the  race  will 
give  it  an  opportunity  nl  proving  what  might  be  termed  its 
land  worthiness.  Fitted  with,  a  Napier  "  Lion  ”  engine  ol 
4 30  h.p.,  the  "  Sea  Lion  ”  is  considered  the  fastest  machine 
in  the  race  and  will  start  scratch.  It  has  been  entered  by 


Subsidiary  Prizes 

In  addition  to  the  King’s  Cup  a  number  of  subsidiary 
prizes  will  be  awarded,  including  the  following:-  ^40  {pre¬ 
sented  by  the  Corporation  of  Glasgow)  to  the  first  Competitor 
arriving  at  Glasgow,  £25  (presented  by  the  Manchester 
Guardian)  to  the  competitor  who  accomplishes  the  fastest 
handicap  time  betw  een  Glasgow'  and  Manchester.  Cup,  value 
£25  (presented  by  William  Kaylev,  Fsq„  of  Manchester),  to 
the  competitor  who  accomplishes  the  second  fastest  handicap 
time  between  Glasgow  and  Manchester,  fci  5  (presented  by 
the  Newcastle  Chronicle)  to  the  competitor  who  accomplishes 
the  fastest  handicap  time  between  Croydon  and  Newcastle 
on -Tyne. 

*  At  the  moment  of  going  to  Press  we  learn  this  machine 
will  not  start. 


S  H  H  H 

THE  LONDON-CONTINENTAL  SERVICES 

FLIGHTS  BETWEEN  AUGUST  6  AND  SEPTEMBER  2,  INCLUSIVE 


No.  of  flights* 

s 

bC 

No.  of 
flights 
carrying 

il 

% 

«_s 

Type  and  (in  brackets) 
Number  of  each  type  flying 

RouteJ 

O 

& 

Mails 

Goods 

No.  of  j< 
comp] 

11 

u 

V 

> 

< 

Fastest  time  made  by 

Croydon-Paris  . 

26.  \ 

72f) 

82 

174 

259 

h.  m. 

3  5 

Breguet  F-ADBM  (ih.  44m.) 

B.  (8),  D.H.  9  (1),  D.H.  18  ft). 

Paris-Croydon  ... 

267 

X082 

13 

248 

2  54 

D.H.  34  G*EBBT  (ih.  54m.) 

D.H.  34  (7).  G.  (xi),  H. P.0-400 
(1),  W.8B  {4).  Sp.  (6),  Vi.  (1). 
B.  (8),  D.H.  18  (1),  D.H.  34  (7), 

Croydon-Brusscls 

40 

117 

20 

20 

40 

2  21 

D.H.  34  G-EBBT  (ih.  50m.) 

G.  (11),  H. P.0-400  (1),  W  8B 
(4),  Sp.  (5),  Vi.(r). 

D.H.  18  (1),  D.H.  34  (4),  Vi.  (1), 

Brussels-Croydon 

40 

249 

__ 

7 

38 

2  52 

D.H.i8  G-EAWX  (ih.  21m.) 

Vu.  (i). 

D.H.  18  (1),  D.H.  34  (4).  Vi.  (1). 

Croydon-Rotterdam- 

47 

39 

46 

44 

47 

2  26 

Fokker  H-NAB.M  (ih.  56m.) 

Vu.  (1). 

F.  (12). 

Amsterdam. 

Amsterdam- Rotterdam- 

45 

73 

44 

44 

44 

3  2 

Fokker  Ii-NABV  (2h.  i8m.) 

F.  (12). 

Croydon. 

Totals  for  4  weeks.  ... 

7^3 

22S6 

235 

404 

676 

*  Not  including  "  private  ”  flights.  f  Including  certain  journeys  when  stops  were  made  en  route. 

J  Including  certain  diverted  journeys.  §  Rotterdam. 


Av.  =  Avro.  B.  =  Breguet.  Br.  ~  Bristol.  Bt.  =  B.A.T.  D.H. 4  =  De  Havilland  4,  D.I-T.9  (etc.j, 

F.  =  Fokker.  Fa.  =-  Fanuan  F.50.  G.  =  Goliath  Far  man.  H.P.  =  Handley  Page.  M.  =  Martinsydo.  Sp.  =  Spad. 

Vi.  =  Vickers  Vimy.  Vu.  =  Vickers  Vulcan.  VV.  =  Westland. 

The  following  is  a  list  of  firms  running  services  between  London  and  Paris,  Brussels,  etc  .  etc.  : — Co.  dcs  Grandes 
Expresses  Adriennes  ;  Daimler  Hire,  Ltd.  ;  Handley  Page  Transport,  Ltd.  ;  Instone  Air  Line  ;  Koninklijlde  Lucbtvaart 
Maatschappij  ;  Messageries  Adriennes  ;  Syndicat  National  pour  l’Ftude  des  Transports  Adriens  ;  Co.  Transa6neune. 


Incidental  Flying. — The  De  Havilland  Aircraft  Co.  maintained  a  regular  bi-daily  service  between  Lympne  and  Ostend, 
during  the  month. 
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GLIDING,  SOARING  AND  AIR-SAILING 


Those  Wishing  to  get  in  touch  with  others  interested  in  matters 
relating  to  gliding  and  the  construction  of  gliders  are  invited 
to  write  to  the  Editor  of  Flight,  who  will  be  pleased  to  publish 
such  communications  on  this  page,  in  order  to  bring  together 
those-  who  would  like  to  co-operate,  either  in  forming  gliding 
clubs  or  in  private  collaboration. 

In  connection  with  the  Flight  Designing  Competition, 
particulars  of  which  were  published  in  our  issue  of  last  week, 
we  are  very  gratified  to  be  in  a  position  to  announce  that 
two  men,  very  well  known  in  the  aviation  world,  not  only 
in  this  country,  but  also  abroad,  have  expressed  their  willing¬ 
ness  to  act  in  conjunction  with  the  Editor,  in  the  capacity 
of  Judges  of  any  designs  that  may  be. sent  in.  Mr.  C.  R.  Fairey, 
Chairman  of  the  Society  of  British  Aircraft  Constructors, 
and  Chairman  and  Managing  Director  of  the  Fairey  Aviation 
Co.,  has  very  kindly  promised  to  give  up  some  of  his  valuable 
time  in  order  to  help  forward  the  cause  of  gliding;  and 
Mr.  F.  Handley  Rage,  who  needs  no  introduction  to  readers  of 
Flight,  has  also  promised  to  assist  us,  and  to  help  in 
any  other  way  in  his  power.  We  feel  certain  that  this 
announcement  will  be  received  with  satisfaction  by  all 
who  are  Contemplating  sending  in  designs  for  this  competition. 

Encouraged  by  the  successes  Attained  this  year  during 
the  French  competition  at  Clermont-Ferrand,  and  by  the 
German  ones  in  the  Rh6n  Mountains,  several  new  prizes 
have  been  offered  by  French  supporters  of  the  new  sport. 
M.  Andr6  Michelin  has  offered  a  prize  of  15.000  francs  for 
the  longest  glide,  in  a  straight  1  ine.  The  prize  is  to  be  awarded 
to  the  pilot  who,  before  October  31  next,  has  covered  the 
longest  distance,  provided  that  distance  exceeds  20  kins. 
(12.5  miles)  and  the  mean  gliding  angle  is  not  steeper  than 
1  in  12.  If  the  prize  is  not  won  before  the  end  of  October, 
it  will  automatically  be  extended  until  the  end  of  the 
following  month,  and  so  on,  until  won. 

M,  Louis  Breguet,  the  famous  French  constructor,  has 
offered  a  prize  of  15,000  francs  for  the  fastest  gliding  flight. 
This  .prize  will  be  awarded  to  the  French  pilot  who,  using  a 
French  machine,  attains  the  greatest  speed  during  a  flight  of  at 
least  one  hour's  duration.  The  speed  must,  in  order  to  qualify 
a  pilot,  be  in  excess  of  45  km./h.  (1,8  m.p  h.),  and  the  total 
drop  in  altitude  from  the  starting  point  must  not  exceed 
3,300  ft.  for  each  hour  of  flight.  The  competition  for  the 
Breguet  prize  will  be  open  until  October  31,  1923, 

M.  Georges  Dreyfus  has  offered  a  valuable  cup,  and  also 
a  prize  of  20,000  francs.  This  competition  is  confined  to 
French  pilots  on  French  machines,  and  is  divided  into  two 
parts.  In  the  first,  which  is  to  be  completed  by  April  30, 

1923,  a  prize  of  10,000  frs,  will  be  given  to  the  pilot  who  covers 
the  longest  distance  in  a  closed  circuit  (i.e.  returning  to  his 
starting  point) .  A  similar  competition  is  open  until  April  30, 

1924,  and  for  this  also  a  prize  of  10,000  frs.  will  be  given. 
The  only  difference  between  the  two  sets  of  tests  is  that  for 
the  first  a  minimum  distance  of  25  kms.  (15.5  miles)  is 
stipulated,  while  tor  the  second  this  minimum  distance  has 
been  increased  to  75  kms.  (46.5  miles). 

At  the  moment  of  going  to  press  there  is  no  news  of  any 
further  entries  for  the  Daily  Mail  competition.  From 
Germany  it  is  reported  that  steps  are  to  be  taken  to  prevent 
Herm  Martens  and  Hentzen  from  participating  in  the 
British  competition,  but  nothing  definite  is  known.  There 
is,  apparently,  a  possibility  of  three  of  the  French  pilots 
coming  over  for  the  competition,  Bossoutrot  with  his  Farman 
glider,  Barbot  with  the  Dewoitine  monoplane,  and  Coupet 
with  his  little  cantilever  monoplane.  We  sincerely  hope 
that  at  least  these  three  French  pilots  may  be  able  to 
compete. 

•  m  m 

As  it  appears  that  several  potential  constructors  of  gliders 
are  finding  considerable  difficulty  in  obtaining  wood,  especially 
spruce,  we  have  approached  Col.  Darby  of  the  Aircraft 
Disposal  Co.  at  Waddon,  and  he  has  kindly  agreed  to  detail 
a  man  off  to  look  after  intending  purchasers  of  materials, 
which  will  be  sold  to  bona  fide  amateur  glider  constructors 
at  extremely  low  prices.  It  is  quite  conceivable  that  wings 
oi  standard  machines  could  be  taken  to  pieces  and  the  spars 
lightened  for  glider  wings.  Also  such  metal  parts  as  fittings, 
strainers,  tie-rods  and  R.A.F.  wire  will  be  obtainable  very 
cheaply,  Col.  Darby  being  willing,  in  order  to  help  matters 
along,  to  let  amateurs .  have  these  tilings  at  a  fee  barely 


sufficient  to  cover  the  expense  of  having  a  man  looking  up 
the  stuff  and  helping  to  sort  it  out. 

Mr.  Cattle,  of  the  Central  Aircraft  Co.,  Kvlburn,  informs 
us  that  his  firm  has  been  asked  by  several  people  to  construct 
gliders  for  them  to  their  specification,  and  that  this  it  has 
been  arranged  to  do.  If  any  readers  are  in  doubt  as  to  where 
a  glider  can  be  manufactured,  we  would  advise  them  to 
write  to  this  firm. 

It  is  rumoured  that  the  de  Havilland  Aircraft.  Co.  is  building 
a  glider  of  special  design  but  details  are  not  available  at 
present. 

Mr.  F.  J.  Camm  informs  11s  that  he  would  be  glad  to 
associate  himself  with  any  movement  for  the  encouragement 
of  gliding,  and  would  take  an  active  part  in  connection  with 
any  club  formed  for  building  and  flying  gliders.  At 
Windsor,  in  the  old  days,  Mr.  Camm  did  a  good  deal  of 
practical  work  in  this  connection.  Anyone  interested  is 
requested  to  write  to  Mr  Canim,  c/o  Flight,  and  we  will 
see  that  correspondence  is  sent  on. 

A  correspondent  wishes  to  know  whether  it  would  be 
possible  to  construct  a  glider  out  of  an  aeroplane  wing  by 
adding  some  form  of  fuselage.  Although  it  would  certainly 
be  possible,  we  should  not  advice  this  course,  as  the.  wing  of 
an  aeroplane  would  be  designed  for  very  much  greater  loads 
than  it  would  be  called  upon  to  carry  in  a  glider.  Such  a 
wing  would,  therefore,  be  needlessly  heavy. 

QUERIES,  OR  OTHERWISE,  FROM  OUR  READERS 

Pilot  Aviator  J.  J.  Bland,  12,  Belle  Vue  Road,  Appleby, 
Westmorland,  writes  : — 

“  The  hills  and  broad  moorlands  about  here  are  splendidly 
situated  for  this  new  sport.  Gliding  and  soaring  could  be 
carried  out  practically  every  day.  I  quite  believe  that  with 
one  or  two  good  machines,  tuition,  etc.,  could  be  easily  carried 
out.  I  should  like  to  hear  from  anyoue  who  might  be 
interested  in  this. 

“  l  should  also  like  to  know  if  anyone  has  a  good  glider  for 
sale,  or  power  machine  minus  engine,  the  machine  to  be  of 
an  efficient  type — if  possible,  the  machine  to  be  of  an  auto¬ 
matic  stable  type,  such  as  a  Dunne,  Handley  Page  or  Weiss 
glider  type.  If  anyone  should  know  of  any  such  machine, 
or  glider,  for  sale,  I  should  be  very  glad  if  they  will  com¬ 
municate  with  me  at  an  early  date." 

"  G.  F.”  (Vauxhall)  makes  the  following  suggestions:  — 

“  It  has  been  recently  stated  that  duriug  the  War  the 
German  General  Staff  filled  up  a  large  aviary  in  which  all 
sorts  of  birds  were  kept ;  here,  it  is  said,  mathematicians  and 
experts  watched  and  noted  the  performances  of  the  different 
types  of  wings. 

“  Assuming  that  data  of  any  value  may  be  obtained  from 
this  study,  may  I  suggest  a  better  and  not  dissimilar  form  of 
research  which  might  easily  give  more  valuable  results  ? 

"  Briefly,  then,  the  idea  is  simply  to  stretch  a  cable  at  very 
little  height  across  a  space  of,  say,  200  or  300  yds.  The 
glider  to  be  tried  is  fitted  and  suspended  beneath  a  small 
two-wheeled  trolley  running  along  the  cable,  a  take-off 
platform  at  each  end,  and  whatever  the  machine  the  operator 
can  start  off  on  a  down  glide  with  some  pleasure,  knowing  he 
is  safe. 

“  It  seems  feasible  to  expect  man. glider  research  should 
be  directed  to  the  least  possible  wing  area  as  against  the 
tremendous  span  of  the  Hentzen  Hanover  models.  These 
latter  must  offer  so  little  danger  to  the.  operator  that  they 
should  be  more  easily  learned  than  a  machine  with  the  least 
possible  wing  area,  but  the  latter,  once  learned,  would  be 
much  more  amenable  to  catch  and  take  immediate  advan¬ 
tage  of  every  favourable  breeze.  As  it  is  foolhardy  to  jump 
in  the  water  and  expect  to  swim,  so  the  analogy  might  just 
as  well  be  applied  to  the  glider  with  small  wing  area  first 
taking  the  air. 

“  Again,  in  the  case  of  so-called  freak  machines,  some  of 
these  may  prove  quite  a  different  proposition  after  a  period 
of  experiment  under  safe  conditions.  If  it  is  admitted  that 
the  ultimate  l  est  type  of  glider  will  have  small  wing  area, 
it  seems,  with  the  present  method  of  trying  out,  that  it  will 
be  a  long  time  arriving,  whereas  by  some  such  cable  device 
as  above  described  elimination  of  the  superfluous  square  feet 
would  be  more  rapid.” 

(In  cases  where  a  nom  de  plume  only  is  given,  the  Editor 
Will  be  pleased  to  forward  any  communication  to  the  writer 
which  is  sent  c/o  the  Editor  of  Flight.) 


September  7,  1922 


LONDON  TERMINAL  AERODROME 


Monday,  September  4. 

As  a  result  of  final  meetings  between  the  Air  Ministry  and 
the  managements  of  the  various  British  air-lines,  it  is  now 
practically  certain  that  the  present  competition  on  the  London- 
Paris  airway  between  these  firms  will  be  eliminated.  An 
Air  Ministry  announcement  relating  to  the  new  services 
appears  on  p.  521. 

It  is,  I  hear,  intended  to  make  the  fare  to  Berlin  so  cheap 
that  passengers  w'ill  be  attracted  to  the  airway  not  only 
because  of  the  saving  of  time,  but  also  on  the  score  of  economy, 
and  although  at  the  present  time,  owing  to  the  chaotic 
state  of  the  various  money  exchanges,  it  is  not  anticipated 
that  there  will  be  much  in  the  way  of  traffic  to  be  obtained 
from  the  Germans,  the  line  is  perhaps  the  most  important 
that  British  enterprise  has  so  far  opened  up,  and  the  traffic 
in  normal  times  should  be  greater  than  on  any  of  the  other 
Hoes. 

Homeward  Tide  of  Travellers  By  Air 

Passenger  traffic  has  again  been  very  varied.  On  the 
whole,  the  load  from  the  continent  is  greater  than  the  outward 
one,  the  homeward  tide  having  now,  apparently,  set  in. 
Handley  Page  Transport  have  been  carrying  good  average 
loads  for  their  two  services  in  each  direction  daily,  and  the 
Instone  Air  Line  have  been  fetching  large  numbers  of  air 
travellers  from  Brussels  to  London. 

It  would  hardly  be  expected  that  anyone  setting  out  on  a 
long  sea  voyage  would  forget  such  a  large  article  as  a  cabin 
trunk.  Yet  one  of  these  bulky  pieces  of  personal  luggage 
was  left  behind  by  a  traveller  to  India,  and  its  loss  was  not 
discovered  until  it  was  too  late  to  catch  a  train  connecting 
with  the  boat  at  Marseilles.  Some  bright  person  then 
remembered  that  there  was  such  a  thing  as  an  air  service 
to  Marseilles,  with  the  result  that  the  trunk  was  despatched 
by  the  Messageries  Adriennes  on  Friday  morning,  and 
arrived  in  Marseilles  the  same  evening  in  time  to  catch  the 
steamer,  its  owner  being  already  on  board. 

Mr.  Alan  f.  Cohham  was  at  the  aerodrome  several  times 
last  week,  taking  special  passengers  on  flights  to  various 
parts  of  the  continent.  He  tells  me  that  the  De  Havilland 
Aircraft  Co.  are  building  a  glider,  and  that  he  is  to  fly  it.  I 
have  since  learned  that  they  are  building  three,  one  of  them 
being  for  Mr.  E.  D.  C  Herne,  of  the  Daimler  Airway,  and 
that  they  have  managed  to  get  the  gliding  angle  down  to  1  in  17. 

Two  of  the  machines  for  the  race  round  Britain  for  the 
King's  C.up  are  being  erected  at  the  air-station.  These  are 
the  Duke  of  Sutherland's  D.H  9,  which  the  Surrey  Flying 
Services  are  erecting,  and  the  Instone  Air  Line’s  D.H. 4,  which 
has  been  re-conditioned  by  the  Central  Aircraft  Co, 

In  addition,  there  are.  of  course,  the  machines  the  Aircraft 
Disposal  Co.  are  supplying,  which  are  being  trimmed  up 
at  the  Aircraft  Factory  on  the  other  side  of  the  aerodrome. 

Now  that  Mr.  Hay  is  back  at  the  Meteorological  Office  from 
leave,  the  lectures  on  weather  for  pilots,  in  order  that  they 
may  pass  for  their  licences,  are  now  being  given  They  take 
place  in  the  large  building  which  Trust  Houses  have  for  any 
sudden  emergency  in  the  shape  of  a  rush  of  tea  orders,  or 
the  visits  of  societies,  and  are  being  well  attended. 

Quick  Work  with  a  “  Relief  ”  Machine 

The  Grands  Express  did  a  smart  bit  of  work  on  Tuesday 
last,  when  one  of  their  machines,  en  route  from  Paris  to 
London,  alighted  at  Beauvais.  The  pilot,  not  liking  the 
sound  of  one  of  bis  engines,  decided  that  it  would  be  better 
to  descend  at  Beauvais  than  to  continue  on  his  journey 
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further  away  from  his  base,  and  telephoned  to  Le  Bourget 
for  another  “  Goliath  "  to  be  sent  for  his  passengers,  This 
was  actually  at  Beauvais  iwithin  half-an-hour  of  the  first 
one’s  alighting,  and  the  passengers  were  embarked  without 
the  engines  being  stopped,  with  the  result  that  the  delay 
was  practically  negligible. 

A  new  light  has  now  been  installed  on  the  aerodrome,  and 
on  Friday  night,  representatives  of  the  Air  Ministry,  and 
various  foreign  air  officials  visited  the  aerodrome  for  an 
inspection  of  this  light.  The  light  takes  the  form  of  a 
portable  searchlight,  but  special  lenses  have  been  fitted 
which  flood  the  aerodrome  with  light,  instead  of  merely 
throwing  a  more  or  less  parallel  beam.  The  light  spreads 
out  at  an  angle  of  1800  from  the  searchlight,  so  that  two  or 
three  of  these  at  various  corners  would  illuminate  the  entire 
landing  surface  of  the  aerodrome. 

The  Instone  Air  Line  are  now  running  one  service  in 
each  direction  daily  bc-tweeri  London  and  Brussels  and 
London  and  Paris,  The  Paris  service  leaves  at  11,30  a  m., 
and  returns  from  Paris  at  4  p.m.;  while  the  Brussels  service 
leaves  London  at  4  p.m.,  and  returns  from  Brussels  the 
following  morning  at  it. 30.  Mr.  F.  Courtney,  who  has  been 
flying  for  them,  has  now  transferred  his  services  to  the 
Daimler  Airway,  and  is  acting  as  spare  pilot  to  that  line. 

Paris  to  Varne  Lightship  in  an  Hour  ! 

On  Thursday,  one  of  the  Daimler  ,34’s  made  a  rapid  return 
trip  between  London  and  Paris,  Leaving  London  at  1  p.m., 
it  landed  at  Paris  and  was  re-fuelled,  and,  with  a  fresh  load 
of  passengers,  was  back  at  Croydon  shortly  after  4.30  p.m. 
Capt.  Herne,  who  was  piloting  the  machine,  told  me  that  he 
was  only  an  hour  flying  from  Paris  to  the  Varne  lightship 
in  mid-Channel. 

Today,  the  K-L.M  revert  to  their  old  winter  service  of  one 
machine  in  each  direction  daily.  The  morning  machine  at 
10  a.m.  will  still  leave  Croydon,  while  the  return  journey  will 
start  from  Amsterdam  at  2  p.m.  This  arrangement  has 
not  been  made  because  of  any  falling  off  in  passengers  or 
goods,  but  is  part  of  the  policy  of  the  K.L.M.,  who  were 
cutting  down  their  services  for  the  winter  on  October  1, 
but,  owing  to  the  aviation  meeting  at  Rotterdam,  where 
they  require  several  machines,  they  pushed  the  date  of  the 
winter  service  forward  a  month . 

The  Surrey  Flying  Service  had  quite  a  successful  day  with 
joy-riders  yesterday,  after  the  morning  mist  had  cleared 
away.  This  same  morning  mist,  by  the  way,  is  beginning 
to  interfere  with  the  early-morning  services.  On  two  days 
this  week  the  aerodrome  has  been  covered  in  thick  fog  up  to 
nearly  noon,  while  only  a  few  miles  away,  beyond  Biggin 
Hill,  the  weather  has  been  quite  good.  Those  who  believe 
that  the  aerodrome  should  be  still  nearer  London  might  give 
this  fact  their  earnest  consideration. 

Mr.  Hyat,  of  the  Grands  Express,  informs  me  that  his 
company  are  prepared  to  run  a  special  Goliath  from  Croydon 
to  Paris  on  Saturday  mornings,  to  connect  with  their  service 
from  Paris  to  Lausanne,  providing  there  are  half-a-dozen 
passengers.  Meanwhile,  for  the  odd  passenger,  there  is  the 
5.30  a.m.  Daimler  newspaper  machine,  which  arrives  in  Paris 
in  time  to  connect  with  the  Grands  Express  machine  from 
Paris  to  Lausanne.  The  early-morning  Daimler  newspaper 
machine  continues  to  run  with  absolute  regularity,  being  in 
Paris  each  morning  within  a  few  minutes  of  7.30  a.m,,  and 
I  understand  that  the  newspapers  are  so  satisfied  with  the 
regularity  of  the  service  that  it  is  to  be  continued  through 
the  winter. 
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JULY  CONTINENTAL  AIR  TRAFFIC 


The  official  report  for  air  traffic  during  the  month  of  July 
has  been  issued  by  the  Air  Ministry  : — 

Traffic  on  the  services  operating  to  and  from  the  London 
Terminal  Aerodrome,  Croydon,  continued  to  show  an  expan¬ 
sion  during  the  month.  The  number  of  machines  of  all 
nationalities  arriving  and  departing  was  71 1,  an  increase  of 
nearly  one  hundred  machines  over  the  previous  largest 
monthly  figure.  The  departure  and  arrival  figures  were 
respectively  357  and  354.  The  three  British  companies, 
Handley  Page  Transport,  Ltd.,  the  Instone  Air  Line,  and 
Daimler  Hire,  Ltd.,  operated  446  machines,  or  nearly  63 
per  cent,  of  the  total  number  of  aircraft  using  the  aero¬ 
drome. 

Passengers  totalled  1,591,  a  figure  which  is  considerably 
less  than  last  year,  but  the  British  proportion,  which  totalled 
1,272,  is  the  highest  number  transported  on  British  machines 


during  any  month  since  Continental  services  were  inaugurated. 
The  total  weight  of  goods  carried  showed  an  increase  over 
any  previous  month,  the  quantity  of  newspapers,  mails  and 
general  goods  being  73-3  tons,  of  which  the  greater  proportion 
was  carried  in  British  aeroplanes.  The  largest  increase  is 
shown  in  the  newspaper  traffic,  which  contributed  34-3  tons 
of  the  total.  The  efficiency  of  British  services  continues  to 
be  of  a  high  standard — the  percentage  of  flights  carried  out 
on  the  London-Paris  route  being  nearly  96  per  cent. 

While  British  companies  continue  to  secure  the  greater 
proportion  of  all  classes  of  traffic,  it  has  to  be  noted  that 
the  machines  are  still  obtaining  only  a  small  proportion  of 
the  traffic  required  to  operate  on  a  sound  commercial  basts, 
the  passenger  accommodation  utilised  on  British  aircraft 
being  only  36  per  cent,  of  the  available  space  and  the  useful 
cargo  capacity  used  only  47  per  cent. 
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N.A.C.A.  CONTROL  POSITION  RECORDER* 


By  F.  H.  Norton 


[It  is  now  a  matter  of  some  six  or  seven  years  since  Mr. 
(now  Comdr.)  G.  M.  Dyott  invented  and  constructed  an 
instrument  for  recording  the  movements  made  by  the  control 
lever  of  an  aeroplane  during  flight.  This  instrument  was 


aeroplane.  The  records  are  taken  photographically  on  a 
standard  N.A.C.A.  film  drum,  and  the  instrument  can  be 
quickly  installed  in  any  aeroplane.  The  instrument  is  of 
value  not  only  for  scientific  research  on  stability  and  con. 


fitted  on  the  little  Dyott  monoplane,  and  some  very  interesting 
records  were  obtained.  The  instrument  described  below  is, 
of  course,  of  a  much  more  refined  character  than  was  Dyott  s, 
but  already  as  long  ago  as  1913  or  19x4  Dyott  realised  the 
information  which  could  be  obtained  in  this  way.  As  no 
instrument  was  available  at  that  time,  he  set  to  work  and 


trollability,  but  also  as  a  means  of  checking  up  the  Hying  of 
pilots. 

The  instrument,  as  shown  in  Fig.  1,  consists  essentially  of 
the  base-plate  and  film-drum  mounting  used  on  all  the 
N.A.C.A.  recording  instruments.  The  constant-speed  driving 
motor  (1)  rotates  the  film  clutch  (2)  at  a  speed  of  about 


made  one  for  himself.  We  are  pleased  to  see  that  the  subject 
is  still  receiving  attention  in  modem  times. — Ed.,  Flight.] 
A  new  instrument  is  described  which  is  capable  of  simul¬ 
taneously  recording  the  position  of  the  three  controls  of  an 

♦•Technical  Note  No.  97  of  American  National  Advisory  Committee  for 
Aeronautics. 


1  r.p.rn.  through  worm  gearing  in  the  base.  The  motion  of 
the  controls  is  transmitted  to  the  instrument  through  the 
cords  (3),  which  are  wrapped  around  three  drums  (4).  The 
drums  are  mounted  on  a  horizontal  screw,  and  contain  a 
spiral  spring  which  keeps  the  cords  wound  tightly.  Thus 
a  1 2-in.  motion  on  the  end  of  the  cord  is  converted  into  a 
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-in.  lateral  motion  of  the  drum.  This  motion  is  trans¬ 
mitted  by  a  system  of  levers  (5)  to  the  three  mirrors  (6), 
which  reflect  the  light,  beam  on  to  the  film  through  the  lens 

(7)  in  the  same  way  as  with  the  other  N.A.C-.A.  recording 
instruments.  As  three  separate  records  are  superimposed  on 
one  film,  it  is  necessary  to  have  some  way  of  distinguishing 
between  them.  This  is  accomplished  by  revolving  slowly 
in  front  of  two  of  the  mirrors  a  sector  shutter  (8).  One 
mirror  therefore  gives  a  continuous  line,  one  a  dotted  line 
and  one  a  dash  line. 

The  cords  can  be  connected  directly  to  any  convenient 
portion  of  the  control  system,  but  if  it  is  desired  to  have  a 
high  degree  of  accuracy  it  is  advisable  to  run  small  steel 
wires  to  the  control  horns  so  that  any  backlash  in  the  control 
systems  may  be  eliminated.  If  this  is  done  a  precision  of 
T1  can  be  easily  obtained,  and  this  is  quite  sufficient  for 
any  ordinary  work.  The  instrument  is  calibrated  in  place 
by  setting  the  control  surfaces  to  given  angles  and  taking 
a  short  record  on  the  film  for  each  setting. 

Some  records  taken  by  this  instrument  on  a  J.N.4h  are 
shown  in  Fig.  2.  Although  they  are  not  as  clear  as  the  original 
film,  the  different  records  can  be  distinguished  The  curves 
are  usually  replotted  by  measuring  the  distances  on  the  film 
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from  the  zero  lmc  and  then  multiplying  by  the  calibration 
constant  to  give  the  true  angle  in  degrees.  These  angles  are 
then  plotted  against  a  time  base  so  as  to  agree  with  the  records 
from  other  instruments.  The  record  of  the  landing  shows 
the  three-second  vertical  timing  lines  placed  on  the  film  by  a 
light  in  the  instrument  case,  which  is  connected,  together  with 
timing  lights  in  other  instruments,  to  an  electric  chronometer. 

This  instrument  has  been  used  mainly  by  the  National 
Advisory  Committee  for  Aeronautics  in  the  study  of  stability, 
controllability  and  manoeuvrability*  For  this  work  a  know¬ 
ledge  of  the  position  of  the  controls  is  essential,  but  the 
method  formerly  used  of  reading  the  angle  visually  was  too 
slow  and  inaccurate  for  most  of  the  work.  This  instrument 
will  obtain  more  data  in  a  few  minutes'  flight  than  could  be 
obtained  before  in  flights  of  many  hours,  so  that  the  cost  of 
this  kind  of  research  has  been  greatly  reduced  by  this  means. 
Another  use  of  this  instrument  is  for  the  study  of  control 
movements  in  various  types  of  manoeuvres.  This  is  quite 
important,  as  the  pilot  cannot  remember  exactly  how  he 
moves  his  controls  in  order  to  execute  a  given  stunt.  It 
would  also  be  of  considerable  value  to  check  up  on  new  pilots 
and  to  show  them  how  their  execution  of  a  manoeuvre  differs 
from  that  of  a  skilled  pilot. 
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NOTICES  TO  AIRMEN 


Prohibited  Area  at  ChaJais-Meudon 

t.  In  consequence  of  the  dangers  resulting  from  the 
frequent  ascents  of  and  altitudes  attained  by  the  captive 
balloons  flown  from  the  Chalais-Mcudon  establishment  (south¬ 
west  of  Paris  and  east  of  Versailles),  all  aircraft  are  prohibited 
from  flying  at  any  altitude  over  the  area  defined  by  the 
following  points  : — 

To  the  South. — The  village  of  Petit  Bicestre  (on  the  Ver- 
sailles-Choisy  le  Roi  road). 

To  the  ICrtS/. — "  La  Gamine  de  Villacoublay,"  "  La  Grange 
Game  Rose”  and  ”  TEtang  de.s  Fonceaux.” 

To  the  North. — That  part  of  the  Paris-Montparnesse- Ver¬ 
sailles  railway  from  Bellevue  Station  to  the  Meudon  viaduct. 

To  the  Hast. — The  north-east  edge  of  the  Clamart  wood  and 
the  toad  from  Chatillon  to  Le  Petit  Bicestre. 

2.  Previous  notice  affected  :  Notice  to  Airmen  No.  44 
of  1922. 

(No.  87  of  1922.) 

Belgium  :  Circuit  Rule  for  Aircraft  in  the  Vicinity 
of  State  Aerodromes 

1.  In  future  all  circuits  made  by  aircraft  on  departing 
from  public  aerodromes  owned  by  the  Belgian  State  shall  be 
left  handed,  ix  ,  anti-clockwise. 

In  the  event  of  there  being  an  exception  to  this  rule,  a 
further  notice  will  be  issued. 

2.  Authority.— Belgian  Notice  to  Airmen  No.  T2  of  1922. 

(No.  95  of  1922.) 

NOTICE  TO  GROUND  ENGINEERS 
Inspection  and  Certification  of  Instruments 

1.  The  attention  of  Ground  Engineers  is  directed  to 
Article  11  and  Schedule  II,  para.  8,  of  the  Air  Navigation 
Order,  1922,  and  to  paras,  sg,  35,  37,  41,  42  and  43  of  the 
Air  Navigation  Directions,  1922  (AND.  3).  in  so  far  as  these 
relate  to  the  instruments  to  be  carried  by  British  flying 
machines  registered  in  the  British  islands,  and  to  the 
inspection  and  certification  of  such  instruments.  These 
publications  may  be  obtained  direct  from  H.M.  Stationery 
Office,  Imperial  House,  Kingsway,  W.C.  2,  or  through  any 
bookseller,  at  a  cost  of  lid.  and  3 d.  respectively. 

2.  It  will  be  observed  that  on  and  after  November  1,  1922, 
certain  instruments  must  be  carried  by  all  British  flying 
machines  registered  in  the  British  Islands,  and  that  the 
inspection  and  certification  of  such  instruments  before  flight  , 
iri  accordance  with  Schedule  it,  para.  8,  of  the  Order,  must 
be  carried  out,  except  iu  the  case  of  the  instruments  specified 
in  ( d )  of  para.  35  of  the  Directions  (A.N.D.  3),  by  a  Ground 
Engineer  licensed  in  Category  E. 

3  Arrangements  have  accordingly  been  made  whereby 
licensed  Ground  Engineers  who  are  desirous  of  having  their 
licences  extended  to  cover  Category  E — inspection  of  the 
instruments  other  than  those  specified  in  (d)  of  para.  35  of 
the  Air  Navigation  Directions,  1922  (A.N.D.  3)- — can  undergo 
examination  for  this  purpose.  These  examinations  will  be 
held  in  London  from  September  1  onwards,  In  the  case  of 
Ground  Engineers  operating  at  the  London  Terminal  Aero¬ 
drome,  Croydon,  arrangements  will  be  made  for  the  examina¬ 
tion  to  take  place  at  that  station,  while  in  the  case  of  Ground 
Engineers  operating  in  the  provinces,  examinations  may  be 
arranged  during  October  if  the  number  of  applications 
received  is  sufficient  to  warrant  special  “  Boards  ”  in  pro¬ 


vincial  centres.  Applications  for  examination  should  be  made 
to  the  Secretary  (D.C.A.),  Air  Ministry,  and  should  be 
accompanied  by  the  necessary  fee  of  5s.  Candidates  will  be 
informed  of  the  date  and  time  fixed  for  examination. 

4.  Applicants  for  licences  under  this  category  may  apply 
to  be  licensed  for  all  the  instruments  specified  in  paras.  41 
and  42  of  the  Air  Navigation  Directions.  1922  (A.N.D,  3), 
other  than  those  specified  in  (rf)  of  para.  35  thereof,  or  for 
such  instruments  only  as  the  nature  of  their  employment 
may  require  them  to  certify.  The  minimum  requirements 
for  a  licence  will  be  ability  to  pass  an  examination  in  the 
following  instruments,  which  must  be  carried  by  all  flying 
machines ;  Air  speed  indicator,  altimeter,  gauges,  revolution 
indicator. 

3.  The  examinations  will  be  based  on  the  following 
Syllabus  : — 

(1)  Air  Speed  Indicator ,- —General  principles  of  construction 
and  operation — Installation  of  indicator  and  pitot  head  in 
the  aircraft — Pipe  lines — Methods  of  testing — Detection  and 
rectification  of  defects  in  installation. 

(2)  Altimeter. — General  principles  of  construction  and 
operation — Installation  in  aircraft — Method  of  testing. 

(3)  Gauges  (including  air  and  nil  pressure  gauges  and 
radiator  thermometer). — General  principles  of  construction 
and  operation — Installation  in  aircraft — Methods  of  test, 

(4)  Revolution  Indicator. — General  principles  of  construction 
and  operation — Installation  in  aircraft — Causes  of  failure  to 
function. 

(5)  Indicator  of  Wheel  Position, — General  principles  of 
operation . 

(6)  Compass. — General  principles  of  construction  and 
operation — Installation  in  aircraft — ”  Swinging  "  of  compass 
— Maintenance  and  minor  adjustments. 

(7)  Turning  Indicator.— General  principles  of  construction 
and  operation  of  the  various  types — Installation  in  aircraft- — 
Methods  of  testing  and  minor  adjustments  to  installation. 

(8)  Watch. —  Installation  in  aircraft — Setting  and  adjust¬ 
ments. 

(9)  Lighting  Set  (including  navigation  lights,  landing  lights 
and  illumination  of  instruments). — General  principles  of 
lay-out  and  installation  in  aircraft— Wiring  diagrams — 
Tracing  of  defects — Care  and  maintenance  of  instruments, 
connections  and  accumulators. 

General  knowledge  of  standard  requirements  with  regard 
to  electrical  installation  in  aircraft, 

(10)  Electrical  Bonding  (in  the  case  of  aircraft  fitted  wfitli 
Wireless  Apparatus).— Methods  of  jointing — Points  where 
bonding  is  necessary  and  position  of  same — Methods  of 
testing  for  electrical  continuity — External  wiring  of  approved 
wireless  apparatus — General  knowledge  of  standard  require¬ 
ments  with  regard  to  electrical  installation  in  aircraft. 

( x  1 )  Drift  Indicator . — General  principles  of  construction  and 
correct  methods  of  installation  in  aircraft. 

6.  The  descriptive  handbook  issued  as  Air  Publication  388, 

”  General  Instrument  and  Oxygen  Equipment.”  (1921),  will 
be  of  use  to  candidates  for  this  examination.  This  handbook 
may  be  obtained  direct  from  H.M.  Stationery  Office,  Imperial 
House,  Kmgswray,  W.C,  2,  or  through  any  bookseller,  price 
5 s.  net. 

(No.  9  of  1922.) 
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Notice  that  a  large  portion  of  the  Eastleigh  Aircraft 
Acceptance  Park  is  being  acquired  by  a  new  company,  the 
•\t  I  an  tic  Park  Hostel  Co..  Ltd.,  with  a  capital  one  pound  short 
of  /too, 000  to  wit,  /.oo.ooo-  And  in  agreement  with  this 
company  such  small  fix  are  concerned  as  the  Oceanic  Steam 
Navigation  Co  ,  Canard  Steamship  Co.  and  the  Canadian 
Pacific  Railway  Co.  As  there  is  mighty  little  that  the 
company  do  not  take  power  to  carry  on  with,  including  being 
"caterers  for  passengers  by  aeroplane  or  otherwise,"  there  is 
evidently  something  in  the  wind,  even  if  it  is  not  the  imme¬ 
diate  foundation  of  an  air  line  across  the  Atlantic. 

\ mon as r  many  interesting  announcements  of  new  books 
from  the  house  of  Hutchinson  is  "  H  CL  Hawker,  Airman  : 
His  Life  and  Work  "  The  compilation  is  by  Muriel  Hawker, 
and  it  is  to  be  issued  shortly  in  a  single  volume.  There  should 
Ire  a  big  demand  tor  the  work  ;  Harry  Hawker  was  a  much- 
loved  man. 

One  of  nature's  fliers  the  other  day  came  very  gracefully 
to  the  assistance  of  man — the  invader  of  the  birds’  realm. 

It  was  the  outcome  of  a  mishap  off  Antibes,  in  the  Mediterra¬ 
nean,  when  a  seaplane  on  a  flight  from  Corsica,  owing  to  a 
damaged  propeller,  was  "  landed  ”  hor?  de  com'  at  in  the  water. 

A  carrier  pigeon  whose  home  was  Antibes  was  released  with 
notification  of  the  trouble,  and  with  great  promptitude  boats 
and  another  ’plane  were  at  the  work  of  rescue.  It  matters 
not  to  our  story  that  in  the  meanwhile  the  occupants,  M.  Orsini 
and  his  wife,  had  been  picked  up  by  a  British  steamer.  The 
feathered  partner  in  the  trip  had  duly  justified  his  place  as 
the  third  in  the  boat. 

It  is  encouraging  to  hear  that  visas  on  passports  of  pilots 
of  cars,  aeroplanes  and  airships  arriving  from  and  going  to 
France  and  England  have  been  abolished  by  the  Italian 
Government. 

Capt.  MacsJillan  and  Mr.  Malins  leave  Calcutta  this  week 
on  board  the  A\  l lore,  having  sufficiently  recovered  from  their 
seaplane  experiences  in  the  Bay  of  Bengal.  A  different  route 
home  will,  according  to  the  same  authority,  be  taken  by 
Maj.  Blake. 

The  evidence  adduced  and  the  statement  from  Major 
Luard,  R.E.,  in  The  Times  recently,  as  to  the  deplorable 
state  of  the  R.  A.F.  in  India  is  very  welcome,  as  bringing 
into  focus  this  scandal  which  has  so  long  been  an  object  of 
wonder.  That  it  was  high  time  an  investigation  was  made 
forced  itself  upon  our  "  rulers  ”  some  months  ago,  and  the 
report  of  Sir  John  Salmond  upon  the  whole  wretched  business, 
which  may  be  expected  in  October,  should  compel  an  entire 
reorganisation  of  the  force  without  a  moment's  delay.  Vast 
potentialities  rest  upon  adequate  action  being  set  in  motion. 
In  spite  of  the  tragic  facts  which  have  emerged  perhaps 
nothing  tells  like  ridicule  in  a  situation  like  this,  and  the 
happy  slat  upoit  the  subject  which  has  been  sent  in  by 
A  Retired  Colonel,’’  extracted  from  a  letter  from  his  son 
in  the  Indian  R.A.F.  should  appeal  to  everybody  who  is  of 
opinion  that  the  Government  should  play  "cricket"  with 
those  who  are  taking  their  daily  risks  in  maintaining  the 
prestige  of  our  Empire  in  such  a  vital  section  of  it  as  India. 
The  Air  Ministry  are  helpless  in  the  matter.  It  is  the 
Government  plus  diplomacy  that  is  to  blame.  Here  is  the 
extract,  which  bears  the  date  of  May  20  last  : — 

“A  really  remarkable  letter  came  from  Wing  H  ,Q.  this  morning 

saying  that  no  engines  could  be  expected  from  K - for  the 

present ,  and  that  squadrons  were  to  do  all  their  own  repairs, 
but  that  on  no  account  was  one  engine  to  be  "  robbed  ”  to 
make  another  serviceable.  As  there  are  no  spares  available 
in  the  country,  the  answer  would  appear  to  be  the  proverbial 
lemon.  When  1  saw  that  letter  I  sat  down  and  wrote  a 
little  skit  :  — 

"  Scene  :  Any  R.A.F.  station  in  India.  Time,  1924. 

\  group  of  pilots  are  talking  outside  a  single  hangar. 

“  Flight- Lieut. -Commander. — Your're  to  go  up  next, 
Jones.  As  .soon  os  Smith  comes  down,  get  the  squadron 
propeller  from  him  and  go  up.  That  all  right  ? 

First  Pilot.  -Nothing  doing,  Pm  afraid.  Brown  borrowed 
my  elevator  for  that  last  show  at  Wana,  and  you  know  he 
crashed.  Anybody  lend  me  an  elevator  ? 

"  Second  Pilot. — Yes  I  will,  if  you’ll  let  me  have  your. 


shock  absorber.  I  find  that  a  couple  of  handkerchiefs  and 
a  bootlace  are  a  poor  substitute. 

"Flight-Commander. — Well ,  fix  it  up  among  yourselves, only 
don’t  borrow  my  tail  skid;  it's  the  only  decent  one  in  India. 

"  Second  Pilot.  Hi '  steady  You  know  you  promised 
to  lend  me  the  magneto  for  mv  machine.  Hullo,  old  Smith's 
landed.  His  engine  sounded  as  if  it  were  missing  a  bit. 
What’s  the  matter  with  it,  old  boy  ? 

"Fourth  Pilot. — Oh'  she’s  a  bit  rough,  that’s  all.  1  had 

to  send  a  couple  of  my  cylinders  to  the  squadron  at  A - , 

as  they  haven't  got  any.  Still,  petrol  tins  are  nearly  as  good, 
you  know.  And,  I  say,  Jones,  you  can  take  your  old  machine 
out  of  that  hangar.  You  know  it's  my  turn  today  for  it. 

"  AH  together.  Who  wouldn’t  sell  his  little  farm  and  come 
to  India  ?  "  Exeunt  onines." 

Passing  back  from  the  ridiculous  to  the  tragic  side  of  the 
problem,  the  pathetic  communication  from  Mrs.  Helen  R. 
Warren,  giving  an  extract  from  a  letter  dated  "  Risalpur, 
August  10,  1922,"  from  her  son,  Flight  Officer  David  Chalmers 
Duncan,  27th  Squadron,  seven  days  before  he  was  reported 
killed,  is  a  fitting  indictment  of  someone,  however  highly 
placed,  who  should  be  counted  responsible  for  such  a 
desperate  state  of  things.  The  extract  is  as  follows  . — 

“  The  tribes  around  Makin,  in  Waziristan,  have  started 
to  cut  up  rough  again,  so  we  have  got  to  bomb  them  again, 
and  it  is  to  be,  a  ten  days’  intensive  bombing  show  so  we 
are  moving  four  machines  up  to  Dardoni  just  up  the  Toclii 
Valley  from  Bannn.  1  am  taking  mine  off  tomorrow, 
all  being  well- — that  is,  il  the  shock  absorber  for  the  wheels 
arrives  tonight,  and  then  we  are  to  stay  in  tents  at  Dardoni 
for  ten  days  and  bomb  each  day  if  not  twice  a  day.  We 
are  to  do  our  own  work,  as  we  cannot  take  mechanics — there 
is  no  room  except  for  our  observers. 

"  It  is  a  disgraceful  state  of  affairs  in  India.  There  is 
no  shock  absorber  for  D.H.q.A,  and  it  is  a  vital  thing  in  a 
machine,  as  it  cannot  land  ivitliout  it.  Someone  has 
blundered,  so  we  are  waiting  for  some  very  thin  stuff  to 
arrive  by  the  mail  tonight  from  Lahore.  This  thin  stufi  will 
not  last  long.  Still,  we  must  carry  on  with  it  just  now  until 
someone  wakes  up.  All  leave  is  cancelled.  Oh  !  what  a 
happy  family  is  ours  ’  Eh  ? 

"  I  have  been  working  all  day  on  my  machine  as  1  do  not 
want  to  come  down  amongst  the  Abdul  Raheus,  as  one 
would  not  get  back  ;  that  is  certain.  Yet  one  has  to  trust 
to  a  deuce  of  a  lot  out  of  any  old  machine.  Still,  it  should 
be  good  fun,  and  I  pray  I  am  lucky,  as  I  do  not  want  to 
come  down  again  in  tribal  country  as  on  Christmas  Day, 

1919,  when  1  had  to  run  like - — -  for  my  life  and  then 

nearly  lost  it,  for  snipers. 

"  Still,  all  misses  are  as  good  as  miles,  and  the  papers 
said  then  that  1  did  the  mile  in  record  time.  No,  my  boat 
is  getting  too  near  for  chances.  Eh  ?  But  don’t  be  anxious. 

And  this  is  the  type  of  cheery  officer  which  is  being  sent 
west  by  incompetent — not  to  sav  worse — bureaucracy.  The 
pathos  of  it  all  ! 

In  this  little  island  of  oars  it  is  difficult  for  the  uninitiated 
to  visualise  what  forest  tires  mean  in  Canada.  By  way  of  an 
item,  no  less  than  1,000  such  fires,  representing  the  loss  ol 
millions,  are  recorded  for  tins  season  alone,  British  Columbia 
heading  the  list  for  numbers  Hitherto  one  of  the  greatest 
difficulties  has  been  to  "  locate  ’’  these  devastating  conflagra¬ 
tions,  and  from  time  to  time  we  have  noted  cases  in  which  the 
ever-growing  help  of  the  aeroplane  has  been  successfully  called 
in  for  this  purpose  enabling  days  to  be  saved  in  coping  with 
these,  quickly-spreading  fires.  Another  striking  instance  is 
now  to  band  from  Vancouver  Island.  At  the  end  of  July  a 
fire  was  reported  menacing  valuable  green  timber  near 
Buttle  Lake.  On  the  evening  the  report  was  received  an 
aeroplane  left  Vancouver  for  Campbell  River,  on  Vancouver 
Island,  to  pick  up  equipment  and  men.  A  crew  ol  seven 
fire-fighters  with  a  portable  gas  pump,  2,000  ft.  of  hose,  picks, 
shovels  And  axes  and  saws  sufficient  to  supply  a  dozen  men, 
were  landed  at  the  scene  ol  the  fire  late  the  next  afternoon. 
From  the  time  the  fire  was  reported  to  the  time  it  was  extin¬ 
guished  three  days  only  elapsed.  Without  an  aeroplane  the 
journey  alone  would  have  occupied’  three  days,  and  it  would 
have  been  impossible  to  have  taken  the  gas  pump,  which 
weighed  125  lbs.,  without  making  a  trail  14  miles  long  through 
the  forest. 
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London  Gaulle,  August  29,  1922 
General  Duties  Branch 

Lieut.  G.  O.  B.  Russell,  Royal  Dublin  Fus.,  granted  temp.  comm.  Flying 
Oflr.  on  sec.  lour  years'  duty  with  the  R.A.F. ;  Aug.  i(>.  Sqdn.*Ldr,  G.  H. 
Thomson,  O.B.E.  (Pay  Lieut.  Cimlr.),  R.N.,  rem  attch.  for  further  year's 
duty  with  R.A.F'.  ;  Aug.  x.  Flying  Offr.  L.  G.  F.  Hall.  Lieut  ,  K  G. A., 
resigns  temp,  column,  return  to  Army  duty;  Aug,  15.  Flying  Offr  T.  K. 
Breakell  resigns  his  short  service  cotntnn.  ;  Aug.  1,  19-23. 

Stores  branch 

Flying  Offr.  C.  H.  Pownall  transferred  to  -Stores  Branch  from  G.D.B.  ; 
July  17. 

Medical  Service 

The  following  are  granted  short  service  comirms,  as  Flight- Lieuts.  from 
dates  indicated: — J.  K.  K.  LaudeUs,  M.B.  ;  Aug.  16.  J.  A.  Musgrave  ; 
Aug.  17  (seny.  as  dated).  C.  A.  Harrison  granted  temp,  commn.  as  Flight- 
Lieut  from  (and  seny.)  Aug.  8. 


Chaplains’  Branch 

The  Rev.  J,  S.  Hobson  resigns  .  Aug.  31. 

Memorandum 

The  permu.  granted  to  Lieut.  F.  \Vr.  J.  Collier  to  ret,  rank  i.ienf.  withdrawn 
on  his  joiuiug  trjny  ;  July  23. 

London  Gusetlc,  September  i.  19'- 

Ait  Commodore  T.  C.  R.  Higgins,  C-M.G  ,  to  be  Director  of  Training  and 
Staff  Duties,  Air  Ministry;  Sept.  1. 

General  Duties  Branch 

T  he  following  Wing-Comdrs.  ate  placed  on  hall  pay.  Scale  A  : — G.  P. 
Grenfell,  D.S.O.;  Aug.  14  (substituted  for  Gu  ettc,  Aug.  S).  V.  A.  Olivet, 
D.S.O.,  O.B.E. ;  Sept.  1. 

Store-:  Branch 

Flying  Offr.  P.  D.  Chisholm -Taylor  is  dismissed  the  Service  by  sentence  ol 
General  Court  Martial ;  Aug.  17. 
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Appointments.  1  he  following  appointments  in  the  R.A.F.  are  notified  : 
(fiiig  Commanders :  J.  Mead.  C-B.E.,  M.C.,  from  Inland  Area  Aircraft 
Depot  (Inland  Area)  to  R.A.F.  Depot  (Inland  Area).  (Supernumerary.) 
1.0,32.  G,  P.  Grenfell,  D.S.O.,  from  R.A.F.  Depot  (Inland  Area)  tc>  half-pay 
list.  14.8.22.  Substituted  for  the  previous  notification  dated  28.8.22, 
wherein  this  officer  was  posted  as  above  stated,  with  effect  from  1.8,22. 

Squadrons  Leaders:  R,  E.  Saul,  D.F.C.,  from  Iraq  Group  Headquarters 
(Middle  East  Area)  to  Headquarters  Iraq  Group.  1.2.22.  K.  C.  Buss,  from 
Iraq  Group  Headquarters  (Middle  Last  Area)  to  Headquarters,  Iraq  Group. 

1.2.22.  H.  J.  Down,  from  Central  Pay  Office  (Inland  Area)  to  Headquarters 
(Coastal  Area).  (Supernumerary.)  14.7.22.  T.  H.  Evans,  from  Central 
Pay  Office  (Inland  Area)  to  Headquarters  (Coastal  Area)  (Supernumerary.) 

14.7.22.  W.  Millett  (Stores)  to  Headquarters,  R.A.F.  Iraq.  22.4.22.  R.  H. 

Peek,  O.B.E.,  to  Headquarters,  R.A.F.  Iraq  20.5.23.  J.  C  P.  Wood,  from 
R.A.F.  Depot  (Inland  Area)  to  School  of  Photography  (Inland  Area).  (Super 
uumerary.)  25.9.22.  T.  F.  Buileu,  O.B.E.,  from  Engine  Repair  Depot 
(Middle  East)  to  Command  Mechanical  Transport  Workshop  and  Pool, 
Palestine  (Middle  East).  8.7.22.  P.  Babington,  from  Headquarters  (Coastal 
Area)  to  Air  Ministry  (D.  of  P  ).  1.8,22. 

Flight  Lieutenants:  P.  G.  Scot t,  from  No.  31  Squadron  (India)  to  No.  27 
Squadron  (India).  5.1.22.  G.  H.  Hall,  AFC.,  from  Iraq  Group  Head¬ 
quarters  (Middle  East  Aren)  to  Headquarters  (Iraq  Group),  r.2.22.  R.  T. 
NevlU,  ironl  Iraq  Group  Headquarters  (Middle  East  Area)  to  Headquarters, 
(Iraq  Group).  1.2.32  E  Drudge,  M.B.E.,  from  Headquarters,  R  A.F., 
Iraq  to  R.A.F.  Depot  (Inland  Area).  (Supernumerary.)  9.7.22.  J.  C. 
Atkinson,  from  Aircraft  Depot  (Iraq)  to  ll.A.F.  Depot  (Inland  Area).  (Super¬ 


numerary.)  9.7.22.  (Acting  Wmg Commander)  L  J.  Ligbtloot,  O.B.E.,  from 
Army  (R.  A  P.C)  to  R.A.F  Depot  (Inland  Area).  (Supernumerary.)  13.8.22. 
G.  R.  A.  Deacon,  M.C.,  from  Flying  Wing,  Cranwell  to  Electrical  and  Wireless 
School  (Inland  Area).  25  9.22.  D.  R.  E.  Thompson,  from  R.A.F.  Depot 
(Inland  Area)  to  Electrical  and  Wireless  School  (Inland  Area).  25.9.22. 
S.  S.  Benson,  A.F.C.,  from  R.A.F.  Depot  (Inland  Area)  to  School  of  Photo¬ 
graphy  (Inland  Area).  (Supernumerary.)  25.9.22.  E.  L.  Howard -Williams. 
M.C.,  No.  25  Squadron  (Inland  Area)  lu  School  of  Photography  (Inland  Area). 
(Supernumerary.)  25.9.22.  C.  H.  Awcork,  O.B.E.,  from  Electrical  and 
Wireless  School  (Inland  Area)  to  School  of  Photography  (Inland  Area). 
(Supernumerary.)  25.9.22.  C.  E.  W.  Lockyex,  Itgth  No.  207  Squadron  (In¬ 
land  Area)  to  School  of  Photography  (Inland  Area).  (Supernumerary.) 
25  9.22.  E.  B.  Mason,  from  No.  25  Squadron  (Inland  Area)  to  School 
of  Photography  (Inland  Area).  (Supernumerary.)  25.9.22.  J.  F  A.  Day, 
A  F.C.i  from  No.  x  Flying  Training  School  (Inland  Area)  to  School  of  Photo¬ 
graphy  (Inland  Area).  (Supernumerary.)  25.9.22.  O.  C.  Brysou,  M.C., 
D.F.C.,  A  M,,  from  R.A  F.  Base,  Gosport.  (No.  210  Squadron)  (Coastal  Area, 
to  School  of  Photography  (Inland  Area).  (Supernumerary.)  25.9.22.  R.  M. 
Trevcthan,  M.C.,  from  No.  207  Squadron  (Inland  .Area)  to  School  of  Photo¬ 
graphy  (Inland  Area).  (Supernumerary.)  25.9.22.  R.  S.  Sugden,  A.F.C., 
from  Electrical  and  Wireless  School  (Intend  Area)  to  Command  School  of 
Balloon  Training  (Inland  Area),  xi.8.22.  M.  J.  James,  M.B.E.,from  No.  70 
Squadron  (Iraq)  to  Egyptian  Group  Headquarters  (Middle  East).  22.7.22. 
D.  J.  Jones,  M.B.,  to  Research  Laboratory  and  Medical  Officers’  School  of 
Instruction  (Coastal  Area).  21.8.22.  D.  Drover,  from  Air  Ministry  (D.  of  R.) 
to  R.A.F  Depot  (Inland  Area).  1.9.22. 
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NEW  BRITISH 

The  Air  Ministry  announces  that  as  a  result  of  the  experience 
gained  during  tin*  past  six  months  the  Air  Council  has  decided, 
With  the  concurrence  of  the  Lords  Commissioners  of  His 
Majesty’s  Treasury,  to  modify  the  system  under  which 
subsidies  are  at  present  granted  to  approved  firms  for  the 
operation  of  the  Cross-Channel  routes. 

The  new  scheme  provides  for  the  elimination  of  the  present 
competition  between  British  firms  by  the  allocation  of  a 
separate  route  to  each  Company  The  basis  on  which  the 
subsidy  (which  is  still  limited  to  the  sum  of  ^200,000  per 
annum)  will  be  given  is  a  limited  cash  payment  for  the 
completion  of  a  stipulated  number  of  flights  and  a  contribution 
in  cash  or  in  kind  towards  the  maintenance  of  a  fleet  of 
approved  size  and  value. 

0  0 


AIR  SERVICES 

The  routes  to  be  operated  under  the  new  scheme  will  be  : — 

Lon don-Par is,  by  Handley  Page  Transport,  Ltd. 

Lonclon-Brussels-Cologne,  by  the  Instone  .Air  Line. 

London-Amsterdam-Bremen- Berlin  by  Daimler  Hire,  Ltd. 
(subject  to  further  negotiation). 

Southampton -Cherbourg  and  Channel  Islands,  by  a  new 
company  (not  to  be  opened  till  next  spring). 

The  approximate  lengths  of  the  different  routes  are  London- 
Paris,  225  miles;  London-Brussels-Cologne,  310  miles; 
London-Berlin,  570  miles ;  and  Southampton,  Cherbourg, 
Channel  Islands,  120  miles.  The  number  of  routes  operated 
and  the  mileage  flown  by  British  firms  will  therefore  be 
greatly  increased.  It  is  hoped  that  services  under  the 
revised  scheme  will  come  into  operation  during  September, 
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The  R.A.F.  Club  Eastbourne  Cricket  Week 

This  fixture — September  20  to  26 — at  Eastbourne, 
organised  by  the  R.A.F.  blub,  promises  to  be  a  big  success, 
which  is  good  hearing,  as  any  profit  goes  to  that  excellent 
object  the  R.A.F.  Memorial  Fund  for  the  dependents  of 
fallen  airmen.  Inclusive  tickets  are  available  only  to  members 
of  the  club,  but  a  special  enclosure  will  be  provided  for  past 
or  present  members  of  the  R.A.F  who  desire  to  attend  the 
festival. 

The  teams  for  the  first  match,  beginning  Wednesday, 
September  20,  are  as  follows  :  — 

North  :  A.  W.  Carr  (Notts),  captain,  F.  W.  MUssou  (Lancs), 
Hon.  F.  S,  G.  Calthorpe  (Warwick),  Holmes  (Yorks),  Kilner, 
R.  (Yorks),  Waddington  (Yorks),  Oates  (Notts),  Gunn,  G, 
(Notts),  Tyklesley,  K,  (Lancs),  Parkin  (Lancs),  Geary 
(Leicester). 

South  ;  Rev.  F.  H.  Gillingham  (Essex),  Lion.  L.  H.  Tenny¬ 
son  (Hants),  P.  G.  H.  Fender  (Surrey),  A.  E.  R.  Gilligan 
(Sussex),  A.  H.  H.  Gilligan  (Sussex),  N.  Haig  (Middlesex), 
Hobbs  (Surrey),  Woolley,  F.  E.  (Kent),  Hard  Lege  (Kent.), 
Parker  (Gloucester),  Livesey  (Hants)., 

On  Saturday,  September  23,  a  match  will  be  begun  between 
the  following  : — 

Royal  Air  Force  (Ex-Service)  Eleven  :  P.  G.  H.  Fender 


(Surrey),  captain,  A.  Jeacocke  (Surrey),  A.  11.  H.  Gilligan 
(Sussex),  F.  W.  Musson  (Lancs),  S.  L.  Amor  (Somerset), 
Hobbs  (Surrey),  Woolley.  F.  E.  (Kent),  Hardinge  (Kent), 
Geary  (Leicester),  Parker  (Gloucester),  Waddington  (Yorks). 

Rest  of  England  :  Hon.  L  H.  Tennyson  (Hauls),  captain, 
A.  E.  R.  Gilligan  (Sussex),  A.  W.  C-arr  (Notts),  Rev.  F.  H, 
Gillingham  (Essex),  N,  Haig  (Middlesex),  M.  Howell  (Surrey), 
Tyklesley,  E.  (Lancs),  Parkin  (Lancs),  Kilner,  R.  (Yorks) 
Gunn,  G.  Notts),  Livesey  (Hants). 

Cricket  in  Fairey  Land 

A  very  successful  cricket  match  was  played  on  Wednes¬ 
day,  August  30  last,  between  the  Hayes  and  District  Works' 
Cricket  League  (President,  C.  R.  Fairey,  Esq.)  aud  J.  W. 
Hearne's  XI  team,  the  match  being  held  on  the  Fairey 
Aviation  Ground,  A  large  number  of  people  were  present, 
and  some  very  fine  play  on  both  sides  was  witnessed.  P.  E. 
Nye  batted  splendidly  for  the  League  team,  which  made 
105,  whilst  Hearne’s  total  was  327,  out  of  which  N.  Haig 
made  118.  After  the  match  Air.  C,  R.  Fairey  took  both 
teams  over  the  Fairey  Aviation  Works,  the  visitors  showing 
great  interest  in  the  large  flying  boat  which  is  being  con¬ 
structed,  Both  teams  were  then  entertained  to  dinner,  at 
which  Mr.  Fairey  presided,  and  a  string  band  helped  to 
finish  off  the  day  m  a  most  happy  and  enjoyable  manner. 
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SOCIETY  OF  MODEL  AERONAUTICAL  ENGINEERS 
(London  Aero-Models  Association.) 

On  Sunday,  August  27,  at  Wanstead  Flats,  Mr  C.  Hersom's 
twin-pusher  model  made  a  flight  of  210  secs,  out  of  .sight. 
This  proves  with  the  previous  performances  of  same  that  the 
model  is  very  consistent,  and  puts  away  all  suggestions  that 
the  record  of  247  secs,  put  up  on  August  20  was  a  fluke 
performance. 

On  September  3,  at  Wimbledon  Common,  Mr.  D.  A.  Favelv 
put  up  a  new  record  for  a  compressed-air  driven  model, 
t>3l  secs.,  beating  his  previous  record  of  53  sees.  The  fol¬ 
lowing  is  the  report  received  from  the  Competition  Secretary, 
who  witnessed  the  performance  in  conjunction  witli  Mr. 
F.  de  P.  Green: — "Weather  fine,  light  wind.  First  per¬ 
formance  :  Left-hand  circle,  good  climb  ;  pressure  in  tank, 
1 73  lbs.  per  sq.  in.  ;  duration,  53!  secs.  Second  performance  : 
Straight  tind  good  climb];  pressure  in  tank,  176  lbs. ;  duration, 
59  §-  secs.  Third  performance:  High  climb,  right-hand  circle; 
pressure  in  tank,  179  lbs.;  duration,  63^  sees.  The  weight 
of  Mr.  Pavely's  machine  is  4  lbs.,  the  loading  12  ozs.  per 
sq.  ft.  and  the  span  7  ft." 

Mr.  F.  de  P.  Green  also  reports  that  he  witnessed  on  Parlia¬ 
ment  Hill  Fields,  on  September  3,  Mr.  Rippon  and  Mr.  Burchell 
put  up  a  gliding  performance  of  30  secs.,  each  with  ordinary 
traetor  models  with  propellers  and  rudders  removed. 

fhe  Research  Committee  have  been  working  on  various 
matters  recently,  and  their  Secretary  will  have  some  useful 
data  to  put.  before  the  Society  at  an  early  date. 

Members'  attention  is  directed  to  General  Rule  No.  3  and 
Competition  Rule  No.  3. 

September  16  competition  for  Mr.  Felix  Kelly's  Cup  will 
be  held  on  Wimbledon  Common.  Please  let  the  Competition 
Secretary  have  details  of  your  entry. 

Hon.  Sec.,  A.  E.  Jones,  48,  Narcissus  Road,  West  Hamp¬ 
stead,  N.W.  6, 

Headquarters,  20,  Great  Windmill  Street,  Piccadilly  Circus, 
W.  i,  every  Thursday,  7.30  p.m.  Anyone  interested  in 
aeronautics  is  invited  to  attend. 

&  ft  m  m 

London-Holland  Daily  Air-Mail 

The  Postmaster-General  announces  that  the  dispatch  of 
letters  and  parcels  from  London  to  Holland  by  afternoon 
aeroplane  has  now  ceased.  The  dispatch  by  the  morning 
aeroplane,  both  of  letters  and  of  parcels,  will  be  maintained- 

British  ’Planes  Cross  the  Andes 

From  Valparaiso  it  is  reported  that  two  Chilean  military 
airmen,  Capt.  Aracena  and  Capt.  Barahona,  using  British 
machines,  left  Santiago  de  Chile  on  August  20  to  fly  to 
Rio  de  Janeiro,  1,825  miles  across  the  Continent,  there,  to 
deliver  a  message  of  congratulation  to  the  Brazilian  Army 
on  the  occasion  of  the  Brazilian  Centenary  celebrations.  They 
crossed  the  Andes  .successfully;  the  temperature  was  150 
below  zero. 

Bad  weather  then  drove  them  down.  Capt.  Aracena  landed 
at  Mendoza,  112  miles  from  Santiago.  Capt.  Barahona,  losing 
sight  of  his  companion,  alighted  at  San  Juan,  186  miles  from 
Santiago. 

Exploring  New  Guinea  from  the  Air 

Capt.  Frank,  Hurley  is  reported  from  Melbourne  as  the 
leader  of  an  exploring  party,  including  an  ethnologist  and 
a  naturalist,  which  has  left  Sydney  for  Port  Moresby  to  explore 
New  Guinea  from  the  air.  A  wealthy  resident  of  Sydney, 
Mr.  L.  Hordern,  it  is  stated.,  has  provided  two  seaplanes,  one 
of  which  is  already  in  New  Guinea,  while  the  other  is  being 
conveyed  in  the  steamer  with  Capt.  Hurley. 

It  is  proposed  to  leave  Port  Moresby  towards  the  end  of 
September  for  the  Fly  River  and  to  make  a  four  months'  air 
survey  of  the  western  portions  of  British  New  Guinea.  The 
scientific  section  will  navigate  the  Fly  River  in  a  ketch. 
rJ  he  party  has  further  plans,  but  they  will  depend  upon  the 
behaviour  of  the  seaplanes. 

Successful  Cleveland-Detroit  Air  Service 

A  daily  (Sundays  excepted)  service  between  Cleveland 
and  Detroit  has  been  run  by  the  Aeromarine  Airways,  Inc,, 
from  July  17  last,  and  from  this  date  up  to  August  17 
624  passengers  were  carried,  in  addition  to  150  passengers 
on  other  extra  flights,  outside  the  regular  service.  The  big 
Aeromarine  flying  boats  employed  on  this  service  crossed 
the  lake  114  times.  In  addition  to  this  regular  service 
16  special-charter  flights  were  made  during  this  period.  On 
these  latter  flights  the  following  places  were  visited  by  air  : 
Toledo,  Eire,  Pa,,  Put-in  Bay,  Ponchartrain  Hotel  on  Lake 
St.  Clair,  and  the  Old  Club  on  St.  Clair  Flats. 

On  some  of  the  flights  the  boats  were  equipped  with  radio, 
and  the  passengers  were  entertained  by  music,  baseball 
scores,  and  the  regular  broadcasting  programme. 


Strengthening  Anglo-American  Friendship 

Sir  Charles  Wakefield  Sailed  for  America  oti  Saturday- 
last  on  board  the  Adriatic ,  at  the  head  of  an  influential  delega¬ 
tion  from  the  Sulgrave  Institution.  The  mission  of  this 
delegation,  which  includes  amongst  others  Lady  and  Miss 
Wakefield.  Sir  Arthur  Haworth  and  Lady  Haworth,  Sir  Wm, 
Letts,  Mr.  Harold  Spender,  etc.,  is  to  promote  Anglo-American 
friendship  and  understanding  throughout  the  United  States 
and  Canada. 
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DIRECTORY—  continued. 


{Continued  from  p.  xiv.) 


INSTRUMENTS  (Speed),  Watches,  Ac — 

Brown  Bros.,  Ltd.,  Great  Eastern  Street,  London, 
E.C.  a. 

Goldsmiths  &  Silversmiths  Co.,  112,  Regent  Street, 
W.  x.  Gerrard  9091  (3  lines). 

Smith,  S.,  &  Sons  (M.A.),  Ltd.,  Cricklewood 
Works,  N.W.  a.  Willesden  2335  (7  lines). 


INSULATING  MATERIALS 

MacLennan,  John,  &  Co.,  115,  Newgate  St.,  E.C.i. 
City  3115 ;  "  Vanduara,"  Cent.  London. 


LUBRICATING  OILS- 

Wakefield,  C.  C.,  &  Co..  Ltd.,  Cheapside,  E.C.  a.  ! 
Central  1156  (3  lines);  ‘‘Cherry,”  Cent.  London.  [ 


MACHININC— ■ 

Monk  Engineering  Co.,  Ltd.,  Coventry. 

Coventry  807;  “Assistance,”  Coventry. 


MAGNETOS 

British  Thomson -Houston  Co.,  Ltd.,  Lower  Ford 
Street,  Coventry. 

Telephone  *78:  “  Asteroidal  Coventry. 


METALS  (Anti-Friction) — 

Hoyt  Metal  Co.,  Ltd.,  Deodar  Road,  Putney, 
S.W.  15.  Putney  1333. 


METAL  PARTS  AND  FITTINGS— 

Brown  Bros.,  Ltd.,  Great  Eastern  Street.  London, 

E.C.  a. 

Monk  Engineering  Co.,  High  Street,  Coventry. 

Coventry  807  ;  “  Assistance,”  Coventry. 

Ruberv,  Owen  &  Co.,  Darlaston-  • 

Darlaston  87;  “Roof*,''  Darlaston. 


MODELS 

Jones,  A.  E.,  Ltd.,  25,  Evecsholt  Road,  Camden 
Town,  N.W.  1. 

D.A.P.,  Replingham  Road,  Soutbfields,  S.W.  18. 


PARACHUTES- 

E.  R.  Calthrop’s  Aerial  Patents,  Ltd.,  423a, 
Edgware  Road,  London,  W.  2.  Paddington  6332. 

Spencer,  C.  G.,  &  Sons,  Ltd.,  59a,  Highbury 
Grove,  N.  5.  Dalston  1893. 


PETROL- 

Anglo- American  Oil  Co.,  Ltd.  (Pratt’s),  Queen 
Anne’s  Gate,  S.W.  1. 


PROPELLERS- 

Blackburn  Aeroplane  and  Motor  Co.,  Ltd., 
Olympia,  Leeds.  Roundhay  601  (5  lines) ; 

“  Propellers,”  Leeds.  | 

Falcon  Airscrew  Co.,  ^3,  Cottenham  Road, 
Holloway,  N.  19.  Hornsey  910  &  2472. 

Lang  Propeller,  Ltd.,  Weybridge,  Surrey. 

520-521,  Weybridge;  “  Aerosticks,”  Weybridge.  , 


PUTTEES 

Fox  Bros.  &  Co.,  Ltd.  (Dept.  R),  Wellington, 
Somerset. 


RADIATORS  AND  RADIATOR  REPAIRS— 

Serck  Radiators,  Ltd.,  Warwick  Road,  Greet, 
Birmingham. 

Victoria  531  (3  lines)  ;  “  Nerleak,"  Birmingham. 


SHEET  METAL  WORK  STAMPINGS  AND 
PRESSINGS— 

Rubery,  Owen  &  Co.,  Darlaston. 

Darlaston  87  ;  “  Roofs,"  Darlaston. 


SPARKING  PLUGS- 

Robinhood  Engineering  Works,  Ltd.,  The,  Putney 
Vale,  S.W.  15.  Putney  2x32,  2133. 

“  Kaalgee,"  Phone,  London. 


SPRAYING  PLANT- 

Aerograph  Co.,  Ltd.,  43,  Holborn  Viaduct, 
E.C.  1. 

Holborn  204T  ;  “  Aerography,"  London. 

STABILIZERS— 

Auto  Controls,  Ltd.,  10,  Regent  Street,  Piccadilly 
Circus,  London,  S.W.  1.  Regent  3649. 


TAPES  AND  WEBBING— 

MacLennan,  John,&Co.,  115,  Newgate  St.,  E.C.  x. 
City  31x5;  “  Vanduara, ,TC^nt.  Lon  dan. 

TIMBER— 

Owen,  Joseph,  &  Son,  Boro’  High  Street,  S.E. 

Hop  3811  ;  “  Bucheron,”  London 


TUBES,  ALUMINIUM— 

British  Aluminium  Co.,  Ltd.,  The,  100,  Queen. 
Victoria  St.,  London. 

City  2676  ;  “  Cryolite,"  Cent.  London. 


TYRES  AND  WHEELS— 

Palmer  Tyre,  Ltd.,  Shaftesbury  Avenue,  W.C.  t. 
Gerrard  1214;  “  Tyricord,"  Westcent,  London 


WELDINGS,  REPAIRS— 

Barimar,  Ltd.,  10,  Poland  Street,  London,  W.  1. 
Gerrard  S173  ;  “  Bariquamar,”  Reg,  London 


WIND  SHIELDS— 

Auster,  Ltd.,  133,  Long  Acre,  W.C.  *. 


WIRES  AND  CABLES  (Aeroplanea)- 

Bullivants,  Ltd.,  72,  Mark  Lane,  E.C.  3. 

Works:  MiilwaH,  E,  14. 


Daily  Services. 

TICKETS  CAN  BE  OBTAINED  FROM  ALL  TRAVEL  AGENTS  OR  DIRECT  FROM 


By  Appointment 


PARIS — 25,  Rue  Royale. 


243,  Knightsbridge,  S.W.  7. 


Tel.  — Kensington  7040. 


Tel.— Elysee  27-71. 


When  communicating  with  advertisers,  mention  of  44 Flight"  will  ensure  special  attention. 


K 


f. 


September  7,  1922 


AEROPLANES 


fitted  with 


AERO  ENGINES 

gained 

AND 

PRIZES  IN  THE 


DERBY 


iU  * 


HANDICAP  AT  CROYDON  ON  AUGUST  7ih,  1922. 


“BRISTOL”  MONOPLANE  fitted  with 
100  h.p.  “BRISTOL ’SLUOFER  ENGINE. 

SECOND—  “BRISTOL”  BULLET  fitted  with 

400  h.p.  “BRISTOL”  JUPITER  ENGINE. 


These  results  further  demonstrate  the 
exceptional  reliability  of  the  “  Bristol  ” 
static  radial  air-cooled  engines — the  first 
air-cooled  engines  to  pass  the  British  Air 
Ministry  Type  Tests.  No  engine  ^  in  the 
world  except  the  “  Bristol  ”  Jupiter  has 
satisfied  both  the  British  and  French 

Official  Tests. 


THE  BRISTOL  AEROPLANE  CO.,  LTD., 
Filton  —  Bristol. 
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DIARY  OF  FORTHCOMING  EVENT8 

Club  Secretaries  and  others  desirous  of  announcing  the  dates 
of  important  fixtures  are  invited  to  send  particulars  for 
inclusion  in  the  following  list  / 

1922. 

Sept.  2-17.  ..  International  Concours  Aviatique,  Rotterdam 

Bept  Tyrrhenian  Cup,  Italy 

Sept  •  •••*  Italian  Grand  Prix 

Sept,  or  Oct.  R.Ae.C.  Race  Meeting,  at  Waddon 

Sept.  30  ....  Coupe  Deutsch  (300  kil.) 

Oct.  16  -21  Daily  Mail  £1,000  Gliding  Competition 
Dec.  15- 

Jan.  2  Paris  Aero  Exhibition 

1923. 

Jane  ....  International  Air  Congress,  London 
Dec.  1  ....  Entries  Close  for  French  Aero  Engine  Com¬ 

petition 

1924. 

Mar.  1  ....  French  Aero  Engine  Competition 

Mar.  15  ....  Entries  close  for  Dutch  Height  Indicator  Com¬ 
petition 


EDITORIAL,  COMMENT. 

HE  Circuit  of  Britain,  the  first  since 
1913,  has  been  flown.  Twenty-three 
machines  were  entered  ;  twenty-one 
started,  and  eleven  finished  the  course. 
This,  in  the  briefest  possible  form,  is 
the  statistical  account  of  the  Race. 
And  looked  upon  from  the  point  of 
view  of  figures  only  the  great  race 
must  be  judged  a  failure.  That  one-half  of  the 
machines  should  have  fallen  by  the  way  might  cer¬ 
tainly  be  used  by  the  disbelievers  in 
The  Race  aviation  as  proof  of  the  unreliability  of 
King’s  Cup  modern  flying.  And  just  as  certainly 
the  critics  would  be  wrong.  The  avia 
tion  community,  now  as  in  the  early  days  of  flying, 
is  to  be  regarded  as  a  band  of  pioneers.  In  1909  or 
thereabouts  they  had  to  demonstrate  to  a  doubting 
world  that  flying  was  possible.  Today  they  are 
faced  with  the  no  less  difficult  task  of  proving  to  a 
sceptical  world  that  flying  is  safe,  that  it  is  reliable 
and  that  it  is  commercially  useful.  But,  above  all, 
they  are  faced  with  the  problem  of  persuading  the 
world  to  take  an  interest  in  flying.  Once  that  is 
accomplished,  the  way  has  been  paved  for  infusing 
into  the  general  public,  the  man  in  the  street,  a 
clearer  Understanding  of  the  problems  involved  and 
a  greater  appreciation  of  the  possibilities  offered  by 
vigorous  and  consistent  development  of  flying. 
Viewed  from  this  angle,  the  race  for  the  King  s  Cup 
has  been  a  great  success,  stimulating  as  it  has  the 
interest  in  flying,  not  only  among  Londoners,  but 
all  over  the  country.  And  after  all,  as  some  one 
pointed  out  at  the  Air  Conference,  although  it  is  a 
fact  that  is  sometimes  apt  to  be  overlooked,  Britain 
does  not  consist  of  London  only.  The  North,  the 
Midlands  and  the  West  must  each  play  their  part  if 
our  future  aviation  policy  is  to  be  pursued  with  the 
vigour  and  determination  which  is  necessary. 

At  all  the  turning  points  the  public  have  crowded 
to  the  aerodromes  in  their  thousands,  and  everywhere 
the  enthusiasm  has  been  tremendous.  We  have  had 
our  Aerial  Derbys,  our  Schneider  Cup  races,  our 
holiday  race  meetings  at  Waddon  and  our  Aerial 
Pageant  ;  but  these  have  not,  we  arc  quite  certain, 
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aroused  such  general  and  widespread  interest  as  has 
the  race  for  the  King’s  Cup.  Without  personal,  and 
fairly  frequent,  observation  of  flying,  interest  is  apt 
to  become  somewhat  lukewarm,  even  if  total  indif¬ 
ference  does  not  result  ;  blit  once  have  aeroplanes, 
numbers  of  them,  flying  over  the  head  of  the  man 
m  the  street,  and  lie  would  be  a  dullard  indeed  who 
could  remain  indifferent.  And  it  is  for  reasons  such 
as  these  that  we  have  no  hesitation  in  saying  that  the 
King’s  Cup  Race  has  been  a  success,  and  for  the  same 
reasons  we  welcome  most  heartily  the  announcement 
that  in  the  future  the  race  will  be  ail  annual  one. 
His  Majesty  having  generously  intimated  his  willing¬ 
ness  to  present  another  Cup  next  year,  to  be  retained 
by  the  winner  until  the  following  year. 

One  fact  stands  out  very  clearly  from  the  numerous 
minor  mishaps  :  110  single  serious  accident  occurred 
during  the  whole  of  the  race  around  a  course  of  over 
1S00  miles,  and  this  in  spite  of  the  fact  that  the 
machines  which  took  part  were  of  a  great  vaiiety  of 
types  and  ages,  ranging  in  size  from  small  single- 
seaters  of  35  h.p.  to  twin-engined  bombers  and  large 
passenger-carrying  commercial  aeroplanes,  and  in 
ages  from  five,  years  to  a  few  months.  Also  the 
weather  was  certainly  not  ideal,  although  it  might 
easily  have  been  a  great  deal  worse,  and  in  spate  of 
all  these  considerations  no  single  forced  landing 
resulted  in  serious  damage  to  machines  or  occupants. 

Considered  purely  as  a  race,  without  regard  to  any 
other  considerations,  the  Circuit  of  Britain  stands 
out  prominently  in  the  history  of  our  flying  for  the 
soundness  of  the  organisation,  the  excellence  of  the 
handicapping  and  the  unfailing  courtesy  of  every  one 
concerned.  The  Air  Ministry  provided  the  wireless 
organisation  which  enabled  news  of  the  progress  of 
competitors  quickly  to  be  available,  and  which 
materially  assisted  the  Press  in  keeping  the  public 
constantly  and  reliably  informed.  And  last,  but  by 
no  means  least,  the  airmen,  aircraftsmen  and  others 
from  Kenlev  Air  Station,  who  gave  their  services 
without  pay,  simply  for  love  of  the  sport,  helped  in 
no  small  measure  in  looking  after  competitors  at  the 
start  and  in  keeping  order  on  the  aerodrome  at  the 
finish.  Thanks  to  all. 


Honouring 

the 

Schneider 

Cup 

Winner 


In  some  ways  it  was  unfortunate  that 
the  Schneider  Cup  Race  at  Venice 
should  have  taken  place  such  a  short 
time  before  the  holding  of  the  Circuit 
of  Britain,  inasmuch  as  it  prevented  the 
Royal  Aero  Club  from  finding  the  time, 
what  with  the  numerous  tasks  connected  with  the 
organisation  of  the  Circuit,  to  honour  in  fitting  manner 
the  victor  of  the  Schneider  race.  It  is,  of  course, 
realised  that  this  British  victory  was  something  far 


0  0 

The  King’s  Cup  Race 

The  following  is  the  text  of  the  King's  message  to  the 
Royal  Aero  Club  : — 

"  His  Majesty  thanks  you  for  keeping  him  informed  of  the 
progress  of  the  racing,  and  will  be  glad  if  you  will  convey  to 
Mr.  Barnard  his  warm  congratulations  on  winning  the  King’s 
Cup.  “Hardinge." 

It  is  proposed  to  hold  the  race  annually  for  a  second  Royal 
trophy,  to  be  retained  by  the  winner  for  twelve  months. 

The  subsidiary  prizes  given  in  connection  with  the  Circuit 
of  Britain  Race  have  been  awarded  as  follows : — 

£40,  given  by  the  Corporation  of  Glasgow,  for  first  arrival 
at  Glasgow,  F.  L.  Barnard. 

£2  5 ,  presented  by  the  Manchester  Guardian ,  lor  the  fastest 
handicap  time  between  Glasgow  and  Manchester,  A.  S.  Butler. 

£25,  presented  by  the  Newcastle  Chronicle,  for  the  fastest 
handicap  time  between  Croydon  and  Newcastle,  F.  L.  Barnard. 


more  than  the  mere  winning  of  an  ordinary  race. 
Had  it  not  been  for  the  very  sporting  spirit  which 
provided  the  (  tip  challenger  and  its  engine,  the 
Italian  teams  would  have  won  again  this  year,  and  the 
Schneider  Cup  would  have  remained  in  Italy  as  the 
property  of  the  Italian  Aero  Club.  The  Supermarine- 
Napier  victory  brought  the  Cup  to  this  country,  and, 
what  is  far  more  important,  it  won  for  Great  Britain 
the  privilege  of  holding  the  Schneider  Cup  race  in  this 
country  next  year,  under  the  organisation  of  the 
Royal  Aero  Club.  To  those  who  appreciate,  the  vast 
possibilities  of  the  seaplane  this  fact  is  of  the  utmost 
importance,  as  an  international  seaplane  race,  held 
at  one  of  our  seaside  towns,  cannot  fail  greatly  to 
stimulate  the  general  interest  in  this  type  of  craft. 

We  therefore  strongly  urge  the  Royal  Aero  Club 
to  hold,  as  soon  as  it  can  be  arranged,  a  banquet  in 
honour  of  the  winner  of  the  Schneider  Cup  Race  and 
those  associated  with  Him  in  his  great  achievement, 
as  a  fitting  appreciation  of  what  they  have  done  in 
the  interests  of  British  aviation. 


While  on  the  subject  of  the  Schneider 
Cup  Seaplane  Race,  the  thought  occurs 
to  us  that,  as  this  is  an  international 
race,  why  not  make  it  so  in  the  widest 
possible  sense,  by  so  choosing  the  course 
that  not  only  we,  but  our  neighbours  across  the 
Channel  may  have  the  opportunity  of  seeing  the 
race  in  progress.  Unless  there  is  some  clause  in  the 
rules  governing  the  race  which  prevents  it,  why 
should  not  the  course  be  one  across  the  Channel 
between  an  English  and  a  French  town  ?  Or,  if  a 
triangular  course  be  essential,  the  turning  points 
could  be  two  English  towns  on  the  South  Coast  and 
one  French  town  on  the  other  side. 

As  regards  the  suitability  of  the  open  sea  for  such 
a  race,  if  the  summer  months  were  chosen,  the  Channel 
should  not  be  too  rough  even  for  racing  seaplanes, 
and  if  a  few  fast  motor-boats  were  stationed  at 
intervals  along  the  route  there  should  be  no  great 
danger,  certainly  no  greater  than  in  the  case  of  a 
cross-country  race,  such  as  the  Coupe  Deutsch,  on 
modern  projectiles  flying  at  about  200  m.p.h.  and 
landing  at  somewhere  around  half  of  that  speed. 
Personally  we  would  rather  cross  the  Channel  in  a 
very  fast  racing  flying  boat  than  go  across  country  in 
a  racing  land  machine. 

We  offer  the  suggestion  for  what  it  is  worth,  and 
it  may  be  that  the  fundamental  rules  will  not  allow 
of  the  suggestion  being  acted  upon.  Otherwise  we 
think  a  race  from  country  to  country  would  be  likely 
to  attract  far  greater  attention  than  one  held  in  any 
one  country. 

0  0 

Cup,  valued  at  £25,  presented  by  Mr.  William  Kayley,  of 
Manchester,  for  the  second  fastest  handicap  time  between 
Glasgow  and  Manchester,  F.  L.  Barnard. 

£5 2  las.,  presented  by  the  Manchester  City  Council,  for  the 
fastest  handicap  time  between  Croydon  and  Manchester, 
F.  L.  Barnard. 

£'50.  given  by  the  Bristol  Aeroplane  Co.,  for  the  fastest 
handicap  time  from  Croydon  to  Bristol,  F.  L.  Barnard. 

Piece  of  plate,  presented  by  the-  Bristol  Rotary  Club,  for 
fastest  time  from  Croydon  to  Bristol  with  engine  of  over 
200  h.p.,  F.  L.  Barnard. 

Bristol  Stock  Exchange  plate,  for  fastest  handicap  time 
between  Croydon  and  Bristol,  with  engine  of  200  h.p.  or  under, 
F.  P.  Raynham. 

Piece  of  plate,  given  by  Mr.  Featherstone  Wlntty,  of  Bristol, 
for  fastest  handicap  time  between  Glasgow  and  Bristol. 
A.  S.  Butler. 

524 


Next 

Year’s 

Schneider 

Cup 


September  14,  1922 


IZ@B 

THE  CIRCUIT  OF  BRITAIN 


•* 


THE  RACE  FOR  THE  KING’S  CUP  :  Photographs  of  the  competing  machines,  arranged  in  the 
order  of  starting.  1,  Avro  Baby.  2,  Sopwith  Gnu.  3,  Avro  Lucifer.  4,  Blackburn  Kangaroo. 
5,  Boulton  and  Paul  P.9.  6,  Blackburn  Kangaroo.  7,  Vickers  Vulcan.  8,  Avro  Viper.  9,  Bristol  Monoplane. 

10,  Martinsyde  F.6. 
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THE  CIRCUIT  OF  BRITAIN 


THE  RACE  FOR  THE  KING’S  CUP  :  Ten  of  the  faster  machines,  arranged  in  the  order  of  starting  : 
1,  Bristol  10- Seater  ;  2,  D.H.9C  ;  3,  D.H.9B  ;  4,  D.H.9  ;  5,  D.H.37  ;  6,  D.H.9  ;  7,  D.H.9A  ;  8,  S.E.5A  ; 

9,  D.H.4A  (winner  of  the  race)  ;  10,  Siddeley  Siskin  (scratch). 
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Line-up  of  the  machines  on  the  morning  of  the  start. 


A  bitterly  cold  wind  was  blowing  across  Waddon  Aerodrome 
when,  in  the  early  morning  of  Friday.  September  8,  the 
machines  began  to  line  up  for  the  start  of  the  race  around 
Britain  (more  or  less)  for  the  Cup  presented  by  His  Majesty 
the  King.  The  visibility  did  not  promise  to  be  very  good 
over  the  first  part  of  the  course,  but  wireless  reports  promised 
better  conditions  on  the  other  side  of  London.  It  had  been 
hoped  that  the  weather  would  not  be  too  favourable,  as  it 
was  desired  to  make  the  race  a  real  test  of  the  pilots’  skill 
as  well  as  a  test  of  the  machines,  and  in  this  respect  the 
race  was  favoured.  The  weather  conditions,  although  far 
from  being  ideal,  were  not  so  bad  as  to  cause  very  serious 
trouble,  yet  sufficiently  difficult  to  render  careful  piloting 
and  navigation  necessary.  By  8.30  a.m.  most  of  the  machines 
were  on  the  starting  line,  and  shortly  afterwards  the  little 
Gjeen  engine  of  the  Avro  Baby  was  started  for  its  preliminary 
warm-up,  the  Baby  being  the  limit  machine.  Promptly  on 
the  stroke  of  nine  our  old  friend  Reynolds  dropped  his  red 
flag,  and  Squadron-Leader  Payn  got  away  in  fine  style,  the 
Green  humming  merrily. 

Next  on  the  list  for  getting  away  was  Bert  Hinkler  on 
the  racing  Avro  Baby,  but  owing  to  an  unfortunate  accident 
a  couple  of  days  previously  he  was  a  non-starter.  It  appears 
that  Hinkler  had  just  taken  off  from  the  Avro  aerodrome 
at  Ilamble,  and  that,  just  as  he  was  some  little  distance  out 


over  Southampton  Water,  his  engine  cut  out  suddenly  and 
without  warning.  Hinkler  at  once  commenced  a  sharp  turn 
in  an  attempt  to  reach  the  beach,  but  his  altitude  was  too 
low,  and  the  machine  struck  the  sea  while  still  on  the  turn. 
Hinkler  was  somewhat  cut  about  the  face,  but  otherwise 
none  the  worse  for  his  experience,  in  spite  of  a  very  cold 
ducking  in  Southampton  Water.  The  machine,  however, 
was  a  total  write-off,  and  no  other  Baby  was  ready,  otherwise 
Hinkler  would  have  started  in  the  race  on  that.  Knowing 
how  very  keen  Hinkler  is  on  his  flying,  we  can  imagine  how 
he  must  have  taken  the  accident  to  heart,  and  we  sincerely 
sympathise  with  him.  He  goes  into  these  races  heart  and 
soul,  and  his  disappointment  at  being  unable  to  start  in  the 
race  was  shared  by  many.  The  cause  of  the  engine  stopping 
has  not  been  definitely  ascertained,  but  it  is  thought  that 
magneto  trouble  may  have  been  responsible.  .. 

Having  seen  Payn  off  we  wander  about  among  the  machines, 
chatting  to  pilots,  entrants  and  visitors,  the  latter  having 
turned  up  in  considerable  numbers  in  spite  of  the  early 
hour.  One  of  the  machines,  the  Bristol  ten-seater,  is  reported 
to  have  alighted  at  Netheravon  with  engine  trouble,  and 
there  is  some  doubt  as  to  whether  it  will  arrive  in  time  to 
take  part  in  the  race.  In  the  meantime  the  hour  of  Flight- 
Lieut.  Longton's  start  on  the  Sopwith  "  Gnu  ’’  approaches, 
but  the  engine  appears  to  be  obstinate.  Mechanics  work  like 


SOME  OF  THE  STARTS  FOR^lTHE  KING’S  CUP  RACE  :  1,  The  Avro  Baby  gets  away  ;  2,  Capt. 

Cockerell  off  on  the  Vickers  Vulcan  ;  3,  Capt.  Muir  starting  on  the  D.H.9  ;  4,  Perry  gets  off  on  the  D.H.9A  ; 

5,  Courtney  zooms  off  in  a  left-hand  turn  on  the  Siddeley  Siskin. 
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heroes'*  swinging  the  prop.,”  hut  nothing  happens.  Repeated 
attempts  succeed  in  coaxing  a  consumptive  cough  fro 
engine,  but  in  the  meantime  the  minutes  and  seconds  are 
being  frittered  away,  and  finally  Reynolds  drops  his  ag. 
Officially  the  ”  Gnu  ”  lias  started,  and  any  further  time 
spent  in  getting  the  engine  going  counts  as  flying  time. 
However,  Longton  keeps  smiling,  remarking  that  it  is  a 


Gen.  Sir  Sefton  Brancker,  D.  of  C.A.,  discussing  the 
prospects  with  Comdr.  James  Bird. 


long  race,  and  that  much  may  happen  before  the  finish. 
Capt,  Cockerell  volunteers  for  a  spell  of  prop,  swinging,  and 
the  engine  begins  to  fire,  spitting  flames  out  of  its  exhaust 
ports  and  setting  some  petrol  on  the  ground  on  fire.  This 
necessitates  wheeling  the  (t  Gnu  '  ’  back  a  few  paces  to  avoid 
fire  on  board. 

Major  Carr,  while  this  little  incident  is  taking  place,  has 
got  his  Bristol  "  Lucifer  ”  engine  going,  and  is  warming-up 
preparatory  to  his  start.  In  spite  of  its  three  cylinders 
the  ‘‘Lucifer”  ticks  over  very  slowly,  and  when  being 
opened  out  on  the  drop  of  the  flag  it.  runs  wonderfully 
smoothly  as  Carr  soars  off  on  the  Avro.  Whether  itjs  the 
cowling  or  due  to  some  other  cause,  the  "  Lucifer  ”  does 
not  appear  to  have  that  “  tinny  ”  sound  which  is  so  often 
beard  in  air-cooled  engines,  although  with  but  three  cylinders 
it  naturally  has  a  more  staccato  exhaust  than  the  multi- 
cylinder  engines. 

Lieut, -Col.  Spenser  Grey  is  due  to  start  next  on  one  of  the 
Blackburn  ”  Kangaroos,”  and  his  Rolls-Royce  engines  art- 
being  warmed-up.  In  spite  of  a  bandaged  foot  Col.  Grey 
hopes  to  put  up  a  good  show,  and  awaits  the  drop  of  the 
flag,  while  Longton,  his  engine  at  last  having  come  to  life, 
gets  away  some  25  minutes  late.  A  few-  minutes  later  the 
”  Kangaroo  "  receives  the  signal  and  follows  Longton  into 

the  haze.  . 

The  Boulton  and  Paul  P.9,  entered  by  Gen.  Weir  and  piloted 
by  Holmes,  gets  away  next.  Although  not  very  fast  the 
P.9  comes  in  for  favourable  comment  on  account  of  its 
sensible  and  business-like  design,  and  many  express  the 
opinion  that  it  should  be  a  very  useful  machine  fox  economical 
and  safe  flying  by  private  owners.  With  an  engine  of  but 
90  h.p.  the  running  costs  should  be  low. 

A  D.H.6  is  seen  to  circle  the  aerodrome,  and  finally  alights 
behind  the  line-up  of  racing  machines.  The  pilot  turns  out 
to  be  Capt.  de  Havilland,  Who  has  flown  over  from  Stag 
Lane,  accompanied  by  one  of  his  sons,  who  objects  to 
crossing  through  London  by  motor-car.  We  learn  that  on 
the  return  journey  a  younger  edition  will  take  his  place  in 
the  D.H.6.  Capt.  de  Havilland  does  quite  a  good  deal  of 
flying  on  his  old  "  6,”  which,  fitted  with  wings  of  somewhat 
less  “  clutching  hand  ”  propensities,  is  reasonably  fast  and 
yet  can  be  landed  almost  anywhere. 

A  machine  is  seen  to  approach  the  aerodrome  from  the 
west.  This  turns  out  to  be  the  Bristol  ten-seater,  whose 


engine  trouble  has  been  temporarily  remedied  at  Netheravon 
during  the  night,  and  it  now  looks  as  if  it  will  be  able  to 
start  after  all. 

The  second  Blackburn  "  Kangaroo  by  now  has  its 
engines  running  and  soon  takes  the  air  with  a  good  comple¬ 
ment  of  passengers,  Kenworthy  making  quite  a  zoom  as  he 
leaves  the  aerodrome.  Although  designed  a.  good  many 
years  ago,  the  “  Kangaroo  ”  still  seems  able  to  put  up  a 

very  respectable  climb.  ,  - 

the  second  Boulton  and  Paul  P.9,  piloted  by  Col.  Tennant, 
gets  away  a  couple  of  minutes  behind  Kenworthy,  and  soon 
both  machines  are  lost  in  the  haze. 

In  the  meantime  Capt.  Cockerell  has  started  the  Rolls-Royce 
"  Eagle  ”  of  his  Vickers  ”  Vulcan,”  and  as  he  waits  for  the 
civrine  to  wariu-up  lie  finishes  a  cigarette.  Through  the 
cabin  windows  may  be  seen  the  faces  of  his  several  passengers, 
who,  protected  f  ora  the  icy  wind,  appear  to  look  forward 
to  a  comfortable  journey.  On  the  drop  of  the  flag  the 
”  Vulcan  ”  slowly  gathers  way,  and,  after  a  very  short  run, 
she  is  in  the  air  and  passing  over  the  'enclosures.  As  one 
of  the  most  recent  commercial  machines,  her  behaviour  is 
watched  with  interest. 

Capts.  Cockerell  and  Broome,  the  two  Vickers  pilots,  who 
are  affectionately  known  as  the  ”  heavenly  twins,  arc  not 
usually  very  far  separated,  and,  possibly  bearing  this  fact 
in  mind,  the  handicappers  have  placed  them  next  to  one 
another  in  order  of  starting,  Capt.  Broome  getting  away  on 
the  Avro  ”  Viper  ”  about  two  minutes  after  Cockerell  has 

left.  A  .  , 

The  pretty  little  Bristol  monoplane  gets  away  very  cleanly, 
piloted  by  Haig,  and  is  followed  a  minute  later  by  Raynham 
on  his  Martinsyde  F.6.  This  machine  has  been  considerably 
renovated  since  its  appearance  in  the  Aerial  Derby,  and 
now  appears  in  bright  yellow,  with  the.  edges  of  the  wings 
and  fuselage  painted  in  black.  Raynham  has  been  working 
like  a  Trojan  on  the  machine,  and  has  done  all  the  doping 
and  painting,  as  well  as  tuning-up  of  the  engine,  himself. 
As  one  of  our  few  owner-pilots,  and  one  of  our  oldest,  pilots, 
Raynham,  who  is  popular  everywhere,  carries  with  him  the 
good  wishes  of  everybody,  and  not  least  of  his  rivals  in  the 
race.  He  gets  away  in  his  usual  irreproachable  style,  and 
many  think  highly  of  his  chances  in  the  race. 

The  Bristol  ten-seater  is  on  the  line  with  its  engine  running, 
and  Uwins  in  the  pilot’s  cockpit.  The  engine  does  not  sound 
quite  as  smooth  as  is  its  wont,  and  when  Uwins  opens  out 
to  take  off  it  is  noticed  that  the  “  Jupiter  *  is  missing  badly. 
However,  Uwfins  manages  to  take  off,  although  not  at  Ins 
usual  angle,  and  as  the  machine  fades  into  the  haze  we  arc 
not  without  misgivings  as  to  its  chances  of  completing  the 

Attention  is  now  devoted  to  the  D.H.qC,  which  is  being 
piloted  by  Flying  Officer  Leslie  Hamilton,  and  which  will 


Lady  Anne  Savile  in  the  cabin  of  her  D.H.9C,  piloted 
by  Flying  Officer  Leslie  Hamilton. 


carry  as  passenger  its  entrant.  Lady  Anne  Savile  (Princess 
Loewenstein-Wertlieim),  who,  very  sportingly,  has  decided 
to  make  the  flight  in  the  cabin  of  the  9C.  This  machine  is 
of  interest  on  account  of  the  fact  that  it  is  fitted  with  one 
of  the  new-  Aveline  stabilisers,  which  are  a  great  improvement 
on  the  older  model,  especially  in  the  matter  of  weight,  which 
has  been  reduced  to  about  50  lbs.,  complete.  The  machine  is 
also  provided  with  telephone  so  that  the  passenger  can  be 
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in  constant,  communication  with  her  pilot.  In  the  gusty 
wind  prevailing  it  is  expected  that  the  Avelinc  stabiliser 
will  assist  materially  in  avoiding  violent  movements  of  the 
machine.  At  the  start,  which  takes  place  at  10,32,  the 
stabiliser  is  not,  of  course,  operating,  but  as  soon  as  well 
clear  of  the  ground  it  is  thrown  into  gear  and  one  looks 
forward  to  the  pilot's  account  of  it  on  his  return  the  next 
day. 

Cobham,  on  the  old  D.H.gB  G-EAAC,  is  away  next  This 
machine  is  an  old-timer  truly,  as  its  identification  letters 
show,  the  beginning  being  made,  when  these  letters  were 
first  introduced,  with  G-EAAA,  so  that  the  t>B  was  the 
third  machine  to  be  registered  under  the  new  scheme.  Since 
that  time  Cobham  has  flown  it  many  thousands  of  miles, 
and  has  used  it  on  nearly  all  his  European  tours.  We  under¬ 
stand  it  is  the  intention  of  the  de  Hav  Aland  Aircraft  Co.  to 
keep  it  going  as  long  as  at  all  possible,  so  as  to  get  an  idea 
of  how  long  an  aeroplane,  really  can  be  used  before  it  becomes 
worn  out. 

Erom  the  appearance  of  the  machine  in  the  race,  and 
the  way  it  got:  away,  it  would  seem  that  it  still  lias  a  good 
many  years  to  live,  barring  accidents. 

Mr.  A  S.  Butler,  on  the  D.H  37,  "  Sylvia,”  makes  a  very 
clean  start,  and  with  its  golden  wings  the  machine  looks 
very  pretty,  although  at  anything  but  low  altitudes  the 
gold  paint  appears  merely  as  a  yellow.  His  Rolls-Royce 
"Falcon”  appears  to  be  running  extremely  well,  and  all 
hope  that  Mr.  Butter,  good  sportsman  that  he  is,  will  have 
better  luck  than  he  had  in  the  Aerial  Derby. 

The  D.H. 9  flown  by  Mr.  Piercey,  and  entered  by  Col. 
Darbv,  looks  very  spick  and  span.  A  streamline  fairing 
has  been  fitted  behind  the  pilot,  and  gives  the  machine 
quite  a  racy  appearance. 

We  learn  from  Col.  Darby  that  a  special  set  of  deck 
fairings  have  been  standardised  for  this  type  by  the 
A  IM  .,  so  that  customers  can  convert,  in  a  very  short  time, 
the  D.H. 9  from  a.  two-seater  fighter  with  gnu  ring  to  a 
single-seater  with  streamline  back  and  space  inside  for  loads 
of  various  sorts.  The  'Siddeley  "Puma,”  as  usual,  runs  as 
smooth  as  a  clock  when  the  machine  starts. 

Perry  on  the  A. D  C.  oA.  with  Rolls-Royce  ”  Eagle”  engine, 
takes  off  next.  Several  alterations  have  been  made  to  this 
machine,  notably  the  suppression  of  the  nose  radiator  and 
the  fitting  of  side  radiators  instead.  The  original  radiator 
was  intended  for  the  "  Liberty  ”  engine,  and  was  somewhat 
too  large  for  the  Rolls-Royce  ”  Eagle.”  The  alteration  has 
resulted  in  better  running  of  the  engine,  and  has  added 
considerably  to  the  speed  of  the  machine. 

Mr.  Cyril  Turner,  on  “  the  Sweep,  ’  Major  Savage's  S.E.5A, 
which  is  used  for  sky  writing,”  starts  off  several  minutes 
after  the  D.H.9A.  "  The  Sweep  "  looks  anything  but  what, 

its  name  might  lead  one  to  expect,  being  finished  entirely 
in  white,  a  colour  which  makes  the  machine  look  even 
smaller  than  the  usual  S.E.'s.  just  before  Turner  starts, 
Mrs.  Savage  hands  him  a  bunch  of  flowers  to  cheer  him  on 
his  long  journey  and  to  bring  him  luck. 

F.  L.  Barnard,  Commodore  of  the  Tnstone  Air  Line, 
is  starting  second  to  scratch.  His  D.H.4A,  also  an  old- 
timer,  is  on  the  line,  waiting  the  signal.  This  machine 
was,  we  believe,  owned  by  Instones  before  they  started  their 
air  services — in  fact,  before  the  old  A.T.  and  T.  commenced 
operations  on  the.  London-Paris  route,  when  it  was  used  for 
conveying  important  documents,  or  for  personal  calls,  between 
the  various  Instone  offices.  The  addition  of  the  cabin  top 


was,  we  believe,  carried  out  at  the  \vro  works  at.  Hamble. 
Thus  this  machine  is  probably,  next  to  Cobliam’s  D.H.g, 
the  oldest  in  the  race.  However,  to  return  to  the  start, 
Mr.  Reynolds  raises  his  red  flag,  and  Barnard  mistakes  tins 
for  the  signal  to  start,  opens  out  his  engine  and  sails  away. 


Filling  up  Courtney’s  Siddeley  “Siskin  ”  before  the 

start. 


As  a  matter  of  fact  he  should,  of  course,  thave  waited  until 
the  flag  dropped,  it  being  the  usual  procedure  for  Mr.  Reynolds 
to  raise  the  flag  a  few'  seconds  before  the  starting  time,  by 
which  competitors  know  that  they  have  but  a  short  time 
before  the  signal  to  go  is  given. 

Once  he  had  got  away  it  was  out  of  the  question  to 
recall  Barnard,  and  the  judges  decided  to  delay  his  start 
from  Birmingham  by  the  to  seconds  he  had  "gained  ”  by 
his  faulty  start, 

In  the  absence  of  the  Supermarine  ”  Sea  Lion,”  wdrich  was 
delayed  in  the  Mediterranean  owing  to  the  steamer  bringing  it 
back  to  England  from  .Naples  (where  it  has  just  won  the 
Schneider  Cup)  having  to  call  at  various  ports,  the  Siddeley 
“  Siskin,”  piloted  by  Courtney,  is  to  start  scratch.  He  gets 
his  engine  going  without  trouble,  and  W'ith  its  14  cylinders 
the  Siddeley  ”  Jaguar  ”  appears  to  run  extremely  smoothly. 
We  learn  from  Courtney  that  the  absence  of  vibration  when 
the  engine  is  running  all  out.  is  remarkable,  and  there  is  an 
overlapping  of  explosions  which  makes  the  ”  Jaguar  ”  sound 
quite  different  from  other  radial  engines. 

As  mentioned  in  our  issue  of  last  week,  the  ”  Siskin  ”  is 
built  for  the  Air  Ministry,  and  no  particulars  are  therefore 
permitted  to  be  published,  beyond  what  may  be  gathered 
from  an  external  examination.  The  machine  is  a  two-seater, 
in  which  it  differs  from  the  original  ”  Siskin,”  and  the 
mechanic  appears  to  have  some  difficulty  in  wriggling  into 
his  cockpit.  However,  with  the  assistance  of  Courtney,  he 
manages  it  a  few  seconds  before  the  flag  drops,  and  the 
”  Siskin,’  after  a  very  short  run,  soars  into  the  air  in  a 
slight  left-hand  turn,  and  the  last  of  the  machines  is  ou  its  way 
towards  Birmingham,  the  first  control. 
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THE  FINISH 


THE  FIRST  THREE  MACHINES  HOME  :  Barnard’s  D.H.4A  (the  winner)  ;  Raynham’s  Martinsyde  F.6  ; 

and  Cobham’s  D.H.9B,  lined  up  in  front  of  the  enclosures. 


Agam  on  Saturday  the  weather  was  anything  but  mild, 
a  strong  northerly  wind  blowing  masses  of  cloud  across 
the  sky  at  a  rate  which  promised  a  speedy  journey  for  the 
machines  which,  that  morning,  would  leave  Glasgow  and 
make  their  way,  via  Manchester  and  Bristol,  back  to  Croydon. 
The  Royal  Aero  Club  had  made  arrangements  for  the  accom¬ 
modation  of  numerous  visitors,  and  towards  three  o'clock 
in  the  afternoon  the  enclosures  began  to  present  an  animated 
spectacle,  people  coming  in  in  thousands,  by  motor,  by 
tram  from  West  Croydon  and  from  Waddon  Station.  The 
threatening  aspect  of  the  weather  no  doubt .  kept  a  great 
number  of  visitors  away,  but  by  3.30  the  crowds  in  the 
enclosures  showed  that,  in  spite  of  the  cold  and  the  relative 
uncertainty  of  the  exact  time  at  which  one  might  expect  the 
first  man  back,  the  public  still  takes  an  interest  in  tiying. 

It  had  been  arranged  that  two  or  three  pilots  were  to 
give  exhibition  flights,  but  the  organisers  of  the  race  went 
one  better  than  that  by  arranging,  in  addition  to  the  exhibi¬ 
tion  Bights  that  had  been  promised,  an  impromptu  race 
over  the  usual  circular  course  between  four  machines.  The 
machines  flying  in  this  race  were  piloted  by  Flying  Officer 
Scholfleld,  Rex  Stoeken,  S.  H.  Hayns  and  H,  Id.  Perry  (who 
had  returned  to  Waddon  after  being  out  of  the  great  race). 


The  race  was  won  by  Perry,  on  the  red  S.F..5A,  Scholfleld 
having  to  retire  owing  to  some  slight  indisposition  on  the 
part  of  his  engine.  While  waiting  tor  the  arrival  of  the  first 
man  home,  speculation  was  naturally  lively  as  to  who  would 
be  the  winner.  Barnard  had  been  doing  extremely  well 
the  whole  way,  but  so  had  some  of  the  other  competitors, 
especially  Ray n ham  and  Cobhani.  With  regard  to  Barnard 
opinions  were,  apparently,  approximately  evenly  divided. 
One  side  maintained  that  he  ought  to  have  been  disqualified 
for  starting  before  his  time,  and  that  he  should  have  been 
recalled  from  the  first  control  (Birmingham)  so  as  to  make 
a  fresh  start.  This  would,  of  course,  have  meant  that  he 
would  have  had  to  abandon  the  race,  as  the  leeway  would 
have  been  far  too  great  to  make  up.  The  other  side  expressed 
the  opinion  that,  in  a  race  of  over  Soo  miles,  a  start  of  10 
seconds,  especially  when  so  obviously  caused  by  a  hona-Jide 
misunderstanding,  could  not  possibly  make  any  difference, 
compared  with  the  number  of  other  things  which  could 
happen  during  such  a  lengthy  race,  One  thing,  however,  is 
quite  certain  :  having  once  let  Barnard  carry  on,  and  sanc¬ 
tioned  his  doing  so  by  delaying  his  start  from  Birmingham 
by  an  amount  equal  to  that  "  gained  "  by  his  faulty  start, 
the  officials  could  do  no  other  than  accept  his  other  stages. 


FINISH  OF  THE  RACE  FOR  THE  KING’S  CUP  :  1,  Barnard  crossing  the  finishing  line.  2,  Raynham 
finishes  two  minutes  later.  3,  Chairing  the  winner.  Towards  the  right-hand  side  of  the  picture  Raynham 
may  be  seen  smiling  good-humouredly  at  the  hoisting  of  his  successful  rival. 
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Nevertheless,  feeling  ran  high  between  the  "  laws  is  laws  ” 
party  and  those  who  were  inclined  to  look  more  upon  the 
spirit,  of  the  rules  than  on  strict  compliance  with  the  words. 
There  is  a  good  deal  to  be  said  for  both  sides,  although  we 
rather  incline  to  think  that  when  rules  are  made  they  should 
be  strictly  adhered  to,  even  if  the  penalties  may  appear 
unduly  heavy  for  the  offence  committed.  Certainly  iu  the 
case  of  Barnard  it  would  have  been  very  bad  luck  to  have 
been  disqualified,  but,  on  the  other  hand,  once  one  begins 
to  relax  the,  rules,  where  is  the  line  to  be  drawn  ? 

Jilst  before  a  quarter  to  four  a  speck  appeared  to  the 
west  of  the  aerodrome,  rapidly  increasing  in  size.  Through 
powerful  glasses  it  could  soon  be  seen  that  the  machine  was 
the  D.l  1.4  A,  and  as  no  other  machine  was  in  sight  it  became 
evident  that  the  race  had  been  won  by  Barnard.  With  a 
banked  right-hand  turn  the  machine  swept  across  the  finishing 
line,  going  a  great  pace  down  wind,  and  after  circling  the 
aerodrome  Barnard  landed  and  taxied  towards  the  judges' 
tent  in  front  of  the  enclosutes,  greeted  by  loud  cheers.  In 
the  meantime  another  machine  was  seen  to  approach,  which 
soon  turned,  out  to  be  Raynham’s  yellow  Martiasyde  F.6. 
Crossing  the  finishing  line  at  high  speed,  Raynham  swung 


machine  would  undoubtedly  have  given  a  good  account  of 
itself.  That  a  similar  trouble  should  have  put  Hinkler  out 
of  the  running  is  even  more  regrettable,  as  the  new  racing 
Avro  Baby  was  "some  ”  'bus  and  showed  an  excellent  turn 
of  speed.  However,  both  the  Avro  Baby  and  the  Green 
engine  have  far  too  well-established  reputations  for  such 
minor  mishaps  to  affect  them  adversely,  and  one  can  but 
regret  the  ill  luck  which  prevented  them  from  showing  once 
more  what  they  can  do. 

As  to  the  fate  which  overtook  the  other  machines  that 
dropped  out,  this  is  referred  to  under  the  section  dealing 
with  the  race  as  Seen  from  the  various  controls.  The  Bri.'-tol 
TO-seater  came  down  at  Northolt,  the  news  of  which  did  not 
come  as  a  surprise  to  those  who  heard  the  engine  at  the  start- 
on  the  Friday,  and  who  had  heard  of  the  troubles  that  had 
been  experienced  at  Netheravon.  As  is  generally  the  case 
with  forced  landings,  this  one  wras  not  due  to  the  engine 
itself,  but  to  other  parts  of  the  installation.  Perry  on  the 
D.H.oA  also  alighted  at  Northolt  (with  ignition  trouble,  we 
believe).  Haig  landed  at  Aylesbury  and  Broome  at  Ilalidon. 
The  cause  of  their  trouble  we  have  not  yet  been  able  to 
ascertain,  The  two  Blackburn  Kangaroos  got  to  Newcastle 
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round  into  the  wind  and  alighted,  taxying  rapidly  up  behind 
Barnard  and  coming  to  a  standstill  by  his  wing  tip. 

Barnard  was  chaired  by  admirers  and  carried  in  triumph 
up  to  the  railings  of  the  enclosures  amid  ringing  cheers. 
His  flying  had  been  consistently  good  over  the  entire  route, 
and  if  one  grants  that  the  original  mistake  should  be  over¬ 
looked,  he  thoroughly  deserved  his  win.  Even  as  it  was, 
Raynham  might  have  won  the  race  but  for  the  fact  that  his 
compass  got  into  a  spin  and  he  had  to  make  somewhat  of  a 
detour  in  order  to  get  it  steadied  again.  He  was  only  two 
minutes  and  a  few  odd  seconds  behind  Barnard,  so  that  he 
lost  the  race  by  the  smallest  margin.  The  handicappers  are 
to  be  congratulated  upon  having  secured  such  a  close  finish 
after  a  race  of  over  800  miles. 

While  Barnard  was  being  congratulated  upon  his  victory 
Cobham  came  in  third,  and  then  followed  at  intervals  Piercey, 
Butler,  Hamilton,  Cockerell  (whose  descent  la  lift  caused 
great  admiration),  Longton,  Holmes,  Muir  and  Tennant. 
That  the  handicapping  was  good  will  be  realised  from  the 
fact  that  the  first  five  men  finished  within  45  minutes.  Con¬ 
sidering  that  the  race  was  over  a  distance  of  810  miles  and 
through  very  varied  weather  conditions,  this  is  distinctly 
good.  The  slower  machines  had  the  worst  of  it,  naturally, 
as  they  would  be  affected  to  a  greater  extent  by  the  strong 
wind. 

Payn  had  to  return  to  Manchester  with  magneto  trouble, 
after  having  gamely  fought  his  way  through  high  winds. 
To  those  who  know  the  Avro  Baby  and  its  Green  engine 
this  was  particularly  disappointing,  as  but  for  this  fact  the 


and  made  a  start  for  Glasgow,  but  as  it  was  getting  dark 
they  decided  to  return  to  Newcastle.  A  fresh  start  was 
made  next  morning,  but  the  time  that  had  been  lost  was  too 
great  to  enable  them  to  make  it  good,  and  they  returned 
from  Manchester  to  Waddon,  arriving  just  after  dark. 

Carr  on  the  Avro  Lucifer  lost  his  way,  owing  to  the  compass 
card  dropping  into  the  bowl  of  the  compass,  and  descended 
to  find  out  where  he  was.  A  tyre  had  been  punctured 
previously,  and  as  the  field  in  which  he  had  alighted  was  too 
small  to  get  out  of  with  mechanic  and  full  load  on  board, 
he  had  to  fly  the  machine  off  solo  and  pick  up  his  passenger 
and  certain  spare  parts  in  another  field  some  three  miles 
away.  All  this  naturally  took  considerable  time,  and  Carr 
decided  to  abandon  the  race.  On  alighting  at  Manchester 
he  was  loudly  cheered  by  the  spectators,  who  were  under 
the  impression  that  he  had  flown  the  proper  course.  He 
then  made  for  Waddon,  where  he  arrived  during  the.  afternoon. 
The  Bristol  Lucifer,  he  stated,  had  run  splendidly  throughout, 
and  he  had  nothing  but  praise  for  this  wonderful  little  three- 
cylinder  air-cooled  engine. 

Turner  returned  to  Manchester  on  his  S-E.5A,  his  particular 
trouble  being  dirt  in  the  carburettor,  and  Payn,  as  has 
already  been  stated,  had  to  return  to  Manchester  owing  to 
magneto  trouble. 

Altogether  the  race  must  be  judged  a  success,  although 
many  machines  which  had  been  expected  to  finish  the  course 
with  flying  colours  were  prevented  by  minor  troubles  from 
doing  so.  Curiously  enough,  the  machines  which  did  best 
in  the  race  were  of  fairly  old  type.  The  winning  D.H.4A 
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i.-.  a.  Wat  tittle  type,  but  its  -Rolls-Royce  Ragle  engine  lias  a. 
reputation  for  reliability.  The  de  llavilland  machines,  of 
Which  a  great  number  were  entered,  did  well  almost  without 
exception,  and  Ray u ham’s  Martiilsyde  R.6  was  within  two 
minutes  ol  the  winner.  The  Vickers  Vulcan,  a  commercial 
machine  of  recent  type,  completed  the  course  without  diffi¬ 
culty.  although  it  was  hampered  by  the  high  wind,  and  both 
the  Boulton  and  Paul  P.p’s  finished  the  course,  in  spite  of 
the  fact  that  they  have  engines  of  90  h.p,  only.  Even  the 
old  Sopwith  Gnu  entered  by  Col.  McCleau,  and  flown  by 
Longton,  stuck  it  to  the  bitter  end.  once  it  did  get  going. 

One  lesson  which,  it:  appears,  can  he  drawn  from  the  race 


is  that,  il  it  is  possible  for  pilots  to  find  their  way  around 
Britain  without  the  assistance  of  directional  wireless,  it 
should  be  possible  to  run  aeroplane  services  to  towns  in  the 
north  and  Midlands,  at  any  rate  during  many  months  of  the 
year,  if  the  necessary  ground  organisation  were  established. 

At  the  close  of  the  day  the  King's  Cup  was  presented  to 
Barnard  by  Lieut. -(.,0!  Moore- Brabazon,  and  it  was  announced 
that.  His  Majesty  had  intimated  that  he  intended  t.o  present 
another  Cup  next  year,  the  event  to  be  an  annual  one  hence¬ 
forth.  I  his  announcement  will  be  received  with  satisfaction 
by  all  interested  in  aviation,  and  the  thanks  of  all  arc  due 
His  Majesty  for  his  generous  offer 


FROM  THE 

Croydon-Birmingham 

Some  6,000  people  assembled  at  Castle  Bromwich  Aerodrome, 
Birmingham — the  first  control  on  the  outward  journey — to 
witness  the  arrivals.  During  the  early  part  of  the  morning 
the  weather  was  poor  and  visibility  was  bad,  but  by  about 
io  o'clock  the  sun  came  out.  and  conditions  were  much 
brighter.  The  first  to  arrive  was  the  limit  man,  Maj.  Payn, 
on  the  A vro  Baby,  who  crossed  the  line  at  10  43.50,  and 
reported  a  troublesome  journey  due  to  magneto  trouble  and 
thick  weather  conditions  over  Coventry.  Some  twenty  four 
minutes  later  Maj.  Carr  landed,  followed  in  four  minutes  by 
Flight  Lieut.  Longton.  After  this  a  bunch  of  competitors 
arrived  within  a  few  minutes  as  follows:  Spenser  Grey 


CONTROLS 

available;  whilst  twins  met.  with  engine  trouble  from  the 
start  and  descended  at  X ortho! t,  but  was  not  able  to  put 
tilings  rigid  in  time  to  make  it  worth  while  continuing 
Perry  also  landed  at  Rortholt 
All  who  had  arrived  at  Birmingham  got  away  according  to 
schedule,  except  Payn,  who  lost  some  87  minutes  owing  to 
magneto  trouble,  and  Piercev.  who  was  delayed  9  minutes. 
After  leaving  Birmingham  Turner  experienced  dirt  in 
cai burettor  trouble,  anti  had  to  land  in  a  small  field  near 
Httoxeter,  where  he  unavoidably  made  a  somewhat  “  rough  ” 
landing.  Just  before  he  did,  however,  the  engine  picked  up, 
and  believing  the  all  clear  ”  had  sounded,  decided  to  make 
a  fresh  start.  He  had  not  gone  far  when  he  noticed  (hat 


(il.zy),  Raynham  {11.27),  Tennant  (n.28),  and  Holmes 
(11  29}. 

At  1 1 . f  t  Cockerell  arrived,  with  Cobham  two  minutes 
behind.  Hamilton,  with  Lady  Anne  Savile,  arrived  next  at 
i  i.-jo,  and  both  reported  an  enjoyable  trip,  having  flown  at 
about  500  ft.  and  made  115  m,p,li.  Piercey  and  Butler  were 
the  next  two  to  arrive,  at  11.46  and  11.48  respectively. 
1  hen  Muir  and  Barnard  followed  at  11.50,  the  former  only 
17  seconds  ahead  of  the  latter.  Turner  came  in  some  live 
minutes  later,  and  the  last  to  arrive  was  Courtney,  at  12.1 1. 

dhe  best  time  for  this  section  was  made  by  Courtney, 
whose  speed  was  127 ’2  m.p.h.  Barnard  was  next  with  a 
speed  of  120  m.p.h.  Cobham  and  Raynham  were  both  just 
on  the  100  m.p.h.  mark.  Of  the  non-arrivals  Broome  was 
forced  to  descend  at  Daventry,  owing  we  believe  to  plug 
trouble,  Haig  landed  at  Aylesbury,  having  experienced 
some  minor  engine  trouble,  to  remedy  which  no  spares  were 


s,und,ry  facing  wires  looked  a  bit  "wonky,”  and  wisely 
decided  to  return  to  Birmingham,  and  on  arriving  found  that 
the  rough  landing  had  father  upset  things  a  bit,  so  there  was 
nothing  for  it  but  to  retire. 


mrmmgham-Nevveastlei 

At  Newcastle  nearly  30,000  people  gathered  on  Town 
Moor  to  see  the  competitors  arrive.  Weather  conditions 
wuvre  none  too  good  when  the  first  man,  Raynham,  arrived 
at  2  47.52.  About  a  minute  later  Cobham  arrived.  The 
Third  man  in  was  Barnard,  who  arrived  at  2.52.17.  At  four 
minutes  past  three,  Hamilton  and  Lady  Savile  arrived,  with 
another  D.H.q,  Piercey’s,  about  three  minutes  behind.  The 
sera  ch  man,  Courtney,  was  the  next  to  arrive,  one  minute 
later.  Cockerell  Longton,  Butler,  Holmes,  Tennant.  Spenser 
Grey  and  Muir  then  arrived  in  the  order  given  at  intervals 
0  a  Jyw  m' Elites.  Ihe  last  two  to  arrive  wrere  Kenworthv 
ana  Payn.  Several  of  the  competitors  experienced  troubles 
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during  this  .second  stasis  Courtney  ran  out  of  petrol  just 
uutsido  Newcastle,  but  managed  to  glide  into  the  aerodrome. 
Raynham  had  compass  trouble,  and  lost  time  in  straying  off 
the  route  a  little.  I  .nngtnn  had  to  land  at  Bake  well  to  change 
a  plug,  whilst  Muir  was  forced  10  land  at  Chester hckl  with 
valve  trouble.  Tennant  ran  out  of  patrol  live  miles  from 
Newcastle,  whilst  Butler  and  Spenser  Grey  lost  their  bearings 
and  had  to  laud — the  former  at  Middlesbrough,  and  the 
latter  at  J arrow  to  inquire  their  way.  Carr  also  had  com¬ 
pass  trouble,  and  landed  al  Halifax  in  a  rough  field,  and 
retired  from  the  race,  as  previously  reported, 

Before  the  last  two  machines  arrived  at  Newcastle  four  of 
the  competitors  were  started  on  the  final  stage  of  the  day’s 
journey  to  Glasgow.  These  were,  in  the  order  of  starting, 
Kaynham,  Cobhatn  Barnard  and  Hamilton  After  this  the 
others  all  got  away  on  time.  At  7.45  p.m.  Spenser  ( Toy  and 
Ken  worthy  returned  to  Newcastle  on  the  Kangaroos,  as  they 
decided  they  would  not  he  able  to  get  to  Glasgow  before  dark. 
They  continued  their  journey  next  day,  however,  and.  left 
Glasgow  for  Manchester  in  the  afternoon.  From  Manchester 
they  flew  direct  to  Croydon,  arriving  late  in  the  evening, 

Newcastle  Glasgow 

Phis  last,  section  was,  perhaps,  the  most  exciting  of  the 
day,  as  the  leading  machines  kept  very  close  together.  Here 
also  large  crowds  gathered  at  Renfrew  Aerodrome  and  waited 
for  the  arrivals,  whilst  some  K.A.F.  pilots  kept  them  amused 
with  exhibition  flights.  It  was  not  until  5  19  p.m.  that  the 
first  man  landed  Tins  was  Barnard  on  the  D.R.4A,  who 
was  received  with  a  great  outburst  of  cheering,  and  on  alighting 
lie  was  welcomed  by  Ford-Provost  Paxton,  Lord  Weir,  and 
Sit  Hugh  Trenchard. 

Two  minutes  later  Kaynham  arrived  on  his  "  Martinsyde  ” 
having  lost  the  leading  position  when  only  20  miles  from 
Glasgow.  The  third  man  in  was  Cobham,  three  minutes 
behind  Kaynham.  Courtney  came  in  fourth  at  5.43,  and  then 
three  D.H.’s  arrived  in  the  following  order  :  Piercey  (I).H.q) 
5.47.  Hamilton  (D.H.yc)  5.51,  and  Butler  (D.H.37)  6.5. 

Two  minutes  after  Butler  came  Cockerell  on  the  Vulcan,  and 


then  there  was  a  wait  of  nearly  half  an  hour  before  the  ninth 
man  arrived,  this  being  Loilgton.  Eleven  minutes  later,  and 
urith  eleven  minutes  between  them,  the  two  B.P.’s  came  in, 
Holmes  leading,  and  Muir  hustling  in  one  minute  behind 
them.  Nearly  an  hour  elapsed  before  the  brave  little  Avro 
Baby  and  its  plucky  pilot,  Payu,  came  in  last  and  least 

Glasgow  Manchester 

On  Saturday  morning,  out  of  the  2 1  machines  that  started 
from  Croydon,  13  had  reached  Glasgow,  and  were  ready  to 
make,  the  homeward  journey.  Raynham,  the  first  starter, 
was  sent  oft  at  9  a  m.  m  glorious  weather,  and  the  others 
started  according  to  then  times,  Hamilton  being  delayed  by 
engine  trouble. 

At  Manchester  an  exciting  race  lor  first  in  Look  place 
between  Raynham  and  Cobham,  the  former  leading  at  first, 
only  to  be  beaten  at  the  last  moment  by  a  second  or  two. 
Barnard  came  in  third,  7  minutes  later,  and  l.ongton  fourth 
at  11.  iS.  The  others  followed  at  intervals  of  a  few  minutes 
in  this  order  :  Longltm,  Piercey,  Butler,  Hamilton,  Courtney, 
Cockerell,  Holmes,  Tennant,  Muir  and  Payn-  the  latter 
arriving  at  i  .m.  It  was  greatly  regretted  by  all  that  Payn 
was  forced  to  retire  at  this  stage,  owing  to  magneto  trouble. 
Courtney  was  also  obliged  to  retire,  as  a  centre-section  fitting 
broke  shortly  after  leaving  Glasgow.  After  their  one  and  a 
half  hour's  stop  the  remaining  ix  competitors  all  got  well 
away  to  time. 

M  anches  ter-B  ristol 

Raynham  once  again  obtained  the  lead  at  the  end  of  the 
second  stage,  with  Barnard  only  a  little  over  a  minute  behind. 
Cobham  was  next,  four  minutes  later,  and  Piercey  followed 
in  about  half  an  hour.  The  fifth  man,  Butler,  and  sixth, 
Hamilton,  arrived  6  and  17  minutes  after  respectively,  with 
Lougton  two  minutes  behind  the  latter.  In  about  12  minutes 
Cockerell  arrived,  and  after  a  wait  of  27  minutes  No.  9, 
Holmes,  came  in — his  reflection.  Tennant,  following  1 5  minutes 
later.  Muir  brought  up  the  rear  six  minute-s  after.  All 
eleven  competitors  arrived  between  1.21  p.m.  and  3.15  p.m., 
and  ail  got  away  to  time  on  the  final  stage  to  Croydon. 


S  0  S  E 


GLIDING,  SOARING  AND  AIR-SAILING 


lx  connection  with  our  Designing  Competition,  particulars 
of  which  were  announced  in  oar  issue  of  August  31,  the 
question  has  been  raised  what  procedure  should  be  adopted 
by  intending  competitors  who  wish  to  make  certain  enquiries 
regarding  details  of  the  competition.  They  should  write  ns 
in  their  own  name,  as  later  on  the  designs  will  be  submitted 
under  a  nom  de  plume,  and  the  judges  will  thus  not  be  aware 
of  the  identity  of  competitors.  The  fact  that  certain,  names 
of  possible  entrants  thus  come  to  our  notice  can  therefore  in 
no  way  influence  the  judging  of  designs  submitted. 

*  *  * 

OtvtJtG  to  the  very  considerable  amount  of  space  occupied 
by  our  report  of  the  race  for  the  King's  Cup,  it  has  not  been 
possible  to  include  in  this  week's  issue  particulars  of  all  the 


German  gliders  which  took  part  in  the  Rhbu  competition  in 
Germany.  A  great  deal  of  descriptive  matter,  as  well  as  a 
table  of  data  and  several  photographs  have  therefore  had  to 
be  held  over  until  next  week,  when  we  can  promise  our  readers 
a  lot  of  interesting  and  valuable  information  relating  to  the 
German  machines.  In  the  meantime,  we  publish  this  week 
a  photograph  of  the  Hannover  glider  on  which  Herr  Hentzen 
made  a  flight  of  over  three  hours.  The  scale  drawings  of 
this  machine  were  published  in  our  issue  of  August  31,  and 
from  the  accojnpauyiug  photograph,  taken  from  underneath 
the  machine,  the  alterations  are  fairly  clear.  Thus  it  appears 
that  at  the  tip  the  trailing  edge  has  been  swept  back,  being 
now  parallel  with  the  leading  edge.  The  span  has,  we  believe, 
been  slightly  reduced,  but.  otherwise  the  machine  remains 
practically  as  it  was  in  last  year's  competition. 


The  Hannover 
Glider  »*  Vam- 
pyr,”  on  which 
Herr  Hentzen  re¬ 
mained  aloft  for 
over  three  hours. 
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U  HEN  compared  with  the  experiences  and  the  distances 
achieved  recently  by  competitors  in  the  Gordon-Bennett 
Balloon  Race,  the  following  extract  from  The  Times  of 
August  j ,  1822  -one  hundred  years  ago —is  an  interesting  and 
striking  contrast  : —  * 

Cheltenham  1  uesday,  July  30. — This  afternoon  at  half¬ 
past  three  o  clock,  Mr.  Green,  the  aeronaut,  with  a  gentleman 
numed  Griffith,  made  an  ascent  with  a  large  and  very  beautiful 


uln  ^  hT  a  yanl  at  thc  back  of  tlie  London  Hotel  in  this 
IrnV  fn  e  m  nujr?  uumGrou-  assemblage  of  nobility,  gentry, 

aSwormero  *****  this  pile  on 

an\  1  ormer  occasion.  I  he  weather  was  very  favourable,  and 

d?Iiffhtful0ti0Ck  thG  !>al.loon  was  and  displayed  a  most 
bl„Ag  Jh  transPfreilt  "iobe<  quartered  in  alternate  colours  of 

in  FnphnHd  Ya  1  Tu"  S)ZC  beyond  an>'tl,illK  ever  before  seen 
Ln gland.  At  half-past  3  o'clock  the  gentlemen  entered 


Th^^r^i^?Xv1h^f»R0^>LAHE  ^hre.ephoto^raphs  of  the  Boulton  and  Paul  “  Bolton  ”  (Series  number  P  15) 
quire  unierent.  ihe  power  plant,  it  will  be  seen,  consists  of  two  Napier  "  Lion  ”  engines. 
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the  car  (which  was  of  most  costly  and  elegant  structure) 
apparently  in  high  spirits;  they  both  displayed  the  utmost 
coolness  and  intrepidity.  .  .  .  The  balloon  ascended  in 

the  most  majestic  manner  amid  the  plaudits  of  thousands. 
Bets  amounting  to  many  thousands  of  pounds  were  depending 
upon  the  ascent  The  course  of  the  balloon  was  due  east ;  it 
passed  over  NorthJeach  and  Lord  Sherborne’s  park,  and  we 
hear  the  aerial  voyagers  descended  near  that  place,  after 
being  half  an  hour  in  the  trackless  space." 

Following  this  up,  on  the  next  day,  August  2,  1S22,  the 
narrative  was  continued,  and  concluded  as  follows  ; — 

"  We  inserted  yesterday  a  letter  from  Cheltenham,  giving 
an  account  of  Mr.  Green's  ascent,  and  mentioning  that  some 
miscreant  had  contrived  to  cut  one  of  the  ropes  which  attached 
the  car  to  the  balloon.  The  consequence  of  this  rope  being 
cut  was,  that  an  arch  was  formed  in  the  network,  which  from 

0  0 


the  unequal  pressure  continued  to  give  way  several  times 
during  the  flight.  Wehavetoadd  the  following  particulars  : — 
"  Within  little  more  than  a  mile  and  a  half  of  Salperton, 
they  determined  to  descend,  the  car  being  at  that  time  only 
upheld  by  one  side  of  the  balloon  ;  their  grappling  irons  came 
in  contact  with  a  wall,  into  which  it  was  fastened  by  some 
country  people  near  the  spot,  but  it  was  speedily  torn  away, 
and  they  were  dragged  for  a  distance  of  four  fields,  knocked 
from  hedge  to  hedge,  till  at  length  the  balloon  carrying  them 
over  a  large  grove  up  into  the  air,  the  car  got  entangled  in  a 
tree,  and  the  inhuman  means  taken  for  their  destruction 
proved,  under  the  goodness  and  mercy  of  Heaven,  the  cause  of 
their  preservation  ;  the  ropes,  which  had  been  partly  cut, 
gave  way  ;  freed  from  all  control  the  balloon  ascended,  and 
they  were  flung  in  Nutgrove- field,  from  a  tremendous  height 
to  the  ground,  Mr.  Green  insensible  and  nearly  lifeless,  and 
with  his  companion,  lay  for  some  time  apparently  senseless.” 

a  a 


LONDON  TERMINAL  AERODROME 


Monday  evening,  September  11. 
Arrangements  for  the  opening  of  the  new  British  air  lines 
to  Berlin  and  Cologne  are  going  steadily  forward.  It  is 
expected  that  next  week  will  see  the  start  of  the  Cologne 
service,  while  the  first  section  of  the  London-Brussels  route 
should  be  opened  by  October  1 . 

Owing  to  the  shorter  period  of  daylight  some  of  the  late 
and  early  services  wall  be  altered  in  time  during  the  week 
On  Wednesday  the  Daimler  Airway  will  cancel  their  2.30  p.m. 
service  to  Paris  and  the  return  service  leaving  Paris  at 
3,30  p.m.,  while  the  rr.30  a.m.  from  Paris  will  be  changed 
to  9.43  a.m.  The  early  morning  newspaper  service,  which 
has  been  leaving  Croydon  at  5.30  a.m.,  will  in  future  depart 
as  soon  after  dawn  as  is  practicable. 

The  popularity  of  "  air-taxis  ”  is  growing  rapidly,  and  the 
De  Havilland  Hire  service  have  now  quite  a  fleet,  of  both 
three  and  four-seater  **  taxiplanes  "  which  arc  always  fully 
occupied, 

Mr.  Loader,  of  the  Lep  Aerial  Travel  Bureau,  informs  me 
that  a  Mr.  William  Ziegler,  who  had  hired  an  "  air-taxi  "  to 
fly  him  to  Vienna,  was  so  pleased  with  the  trip  that  he 
extended  his  air  tour  to  Trieste,  Venice,  Rome,  Milan  and 
Lyons,  the  "air  taxi,"  which  was  piloted  by  Mr.  Barnard,  of 
De  Havil lands’,  landing  him  at  Le  Havre,  where  he  caught  a 
liner  for  America. 

Mr.  Young,  one  of  the  Iv.L.M.  mechanics,  accompanied 
Lieut. -Col.  Tennant  in  his  P.q.  in  the  rcund-Britain  air  race, 
and  his  particular  job  was  to  see  that  there  was  plenty  of 
petrol  in  the  tank  while  the.  machine  was  in  flight.  It  appears 
ihat  the  tanks  of  this  machine  did  not  hold  sufficient  petrol 
to  complete  some  of  the  stages,  and*Mr.  Young  carried  in 
his  seat  several  two-gallon  tins  of  petrol,  which  he  poured 
into  the  tank  while  in  flight.  He  tells  me  that  this  was  a 
ticklish  business,  especially  over  the  Lake  district,  where  it 
was  extraordinarily  bumpy. 

Mr.  Bradley  had  an  amusing  adventure  with  a  herd  of 
bullocks,  when  he  was  compelled  to  alight  at  an  old  German 
aerodrome,  about  30  miles  out  from  Brussels,  owing  to  bad 
weather.  When  he  had  "  taxied  "  up  to  one  corner  of  the 
aerodrome  the  bullocks  made  a  rush  for  his  machine  and, 
evidently  inspired  by  curiosity,  commenced  to  nose  round 
the  machine.  Before  Mr.  Bradley  could  drive  them  away, 
one  of  them  had  stuck  his  horns  through  the  wing,  and 
another  had  performed  a  similar  action  on  the  tail.  They 
wrere  driven  off  before  any  further  damage  was  done,  but 
when  the  w  eather  cleared,  and  Mr.  Bradley  started  to  "  take 
off,’  they  again  caused  trouble  by  following  the  machine 
Tound  the  aerodrome  as  he  tried  to  get  into  position  head- 
to-wind. 

The  facilities  that  were  embodied  in  the  design  of  the 
D.H.34  s  for  carrying  spare,  engines  were  brought  into  use 
during  the  week  by  the  Daimler  Airway  One  of  their 
machines,  when  it  arrived  at  Paris,  was  found  to  have 
developed  engine-trouble,  and  it  was  decided  to  install  a 
new  engine.  As  there  was  no  spate  engine  in  Paris  a  wireless 
message  was  sent  to  Croydon,  and  a  new  engine  was  loaded 

<*>  <$> 


Aero  Golfing  Society 

The  first  Autumn  Meeting  of  the  Aero  Golfing  Society 
will  be  held,  by  the  kind  permission  of  the  St.  George’s  Hill 
Golf  Club,  on  the  latter’s  Units  at  Weybridge  on  Wednesday, 
September  20,  In  the  morning  there  will  be  the  Medal 
Round  for  the  Aero  Golfing  Society  Autumn  Challenge 
Cup  (presented  by  Cellon,  Ltd.).  Runner-up,  prize  from 
the  Society.  The  afternoon  will  be  devoted  to  Bogey 
Foursomes  :  ist  prizes  presented  by  Mr.  C.  R.  Fairey,  2nd 


into  one  of  the  34 ’s.  The  peculiar  shape  of  the  door  allows 
this  to  be  done  with  ease.  In  fact,  it  was  for  this  particular 
purpose  that  the  door  was  made  that  shape,  while  on  the 
opposite  side  of  the  cabin  is  a  removable  port  which  allows 
the  propeller  boss  to  project  out  of  the  machine,  thus  allowing 
the  entire  engine  to  rest  across  the  cabin. 

The  engine  was  flown  over  to  Paris  in  2  hours  10  minutes, 
and  was  installed,  ready  for  the  machine  to  return,  by  the 
following  day. 

The  K.L.M.  are  now  running  a  single  service  in  each 
direction  daily  between  London  and  Amsterdam,  and  are 
making  increasing  use  of  the  Rolls-Fokkcrs. 

A  Joy-Riding  “  S.O.S.”  from  Rotterdam 

I  am  informed  that  the  aviation  meeting  at  Rotterdam  is 
attracting  a  large  crowd  of  people  who  are  desirous  of  making 
aerial  "  joy-rides,”  and  that  the  K.L.M.  machines  took  over 
1. 000  of  these  up  in  the  course  of  a  day  01  two.  In  fact,  they 
were  unable  to  cope  with  the  demands  of  joy-riders,  and  sent 
telegrams  to  the  British  firms  at  Croydon  asking  if  they  would 
send  over  machines  to  give  a  hand  with  this  rush.  Owing  to 
the  demands  of  the  regular  services,  however,  it  was  found 
impossible  for  any  of  the  companies  to  spare  a  machine.  So 
it  is  possible  that  the  German  commercial  machines  at  this 
meeting  wall  be  doing  good  business  in  this  direction. 

The  Sports’  Club  have  acquired  a  new  site  for  their  football 
ground,  and  had  it  all  laid  out  for  the  opening  match  of 
the  season  on  the  2nd  inst.  The  ground  is  alongside,  the 
wireless  hut,  and,  in  spite  of  a  slight  ridge  iu  the  centre, 
running  from  goal-post  to  goal-post,  is  the  best  in  the 
neighbourhood . 

The  Football  club  is  now  going  strong,  leaving  won  theii 
first  two  matches.  There  seems  to  be  fur  more  enthusiasm 
for  football  than  for  cricket  on  the  aerodrome,  and  the  club 
seems  assured  of  a  successful  season,  with  plenty  of  players 
to  choose  from. 

Mr.  Cogni,  the  geueral  manager  of  Handley  Page  Transport, 
has  returned  from  a  motoring  holiday,  and  tells  me  that  he 
had  the  greatest  difficulty  in  getting  away  from  "shop.” 
Not  only  was  he  pursued  by  letters  and  telegrams,  but  his 
companion  would  insist  on  talking  "shop.”  Next  year 
Mr.  Cogni  intends  to  travel  to  some  unknown  destination  on 
the  continent,  and  to  go  alone. 

Handley  Page  Transport  continue  to  carry  good  loads  of 
both  passengers  and  freight  on  all  their  services,  and  are 
getting  ready  for  the  rush  of  traffic  when  they  become  the 
only  British  service  on  the  London-Paris  route. 

With  the  prevailing  wind  from  the  north  the  aerodrome 
has  again  been  shrouded  in  mist  most  mornings  during  the 
week.  On  one  particular  day  machines  were  arriving,  and 
circling  round  overhead,  entirely  hidden  from  those  on  the 
ground  by  the  mist.  The  aerodrome  officials  were  anxious 
as  to  the  ability  of  the  pilots  to  see  where  they  were  ;  but 
the  machines  alighted  quite  as  usual,  the  pilots  declaring 
that,  though  they  themselves  were  invisible  from  the  earth, 
they  could  see  down  through  the  mist  quite  distinctly. 

3>  <& 

prizes  from  the  Society.  Members  may  select  their  partners 
for  the  Bogey  Foursomes,  and  it  is  understood  they  play 
together  in  the  Medal  Round  in  the  morning.  Couples 
fixing  up  should  notify  the  Secretary  beforehand.  Members 
requiring  partners  should  also  notify  the  Secretary.  The 
first  couples  will  tee  oft  at  10  o’clock. 

The  Committee  has  decided  that  this  being  the  first  meeting 
of  the  Society  an  Informal  Dinner  shall  be  held  at  the  Royal 
Aero  Club  on  the  evening  of  the  meeting.  Price  5s.  each. 
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AIK  FORCE 


London  Gazette,  September  5.  ujss 
General  Duties  Brunch 

TbeiolifiW  i  g  are  mauled  short  service  rotumnx.  as;  Pilot  Officers  on  pro-ba 
tioti,  with  effect  from,  and  seny.  of,  Auk  21  J.  O  Barnes,  C.  A.  Cole, 
C.  E.  N.  Guest,  (V.  CV.  Hopkins,  A.  Malone,  D.  CV.  PinncII,  A,  M  Rowe, 
F.  R.  D.  Swain.  Flying  Officer  K.  L.  McK.  Harbour,  D.F  is  placed  on 
half- pay.  Scale  11,  from  August  \o  to  September  8.  inclusive.  Flying  O (licet 
L  G-.  Harrison  is  transferred  to  Reserve,  Class  C  September  4.  Flying 
Officer  J.  I7..  Aiuott  relinquishes  his  short  service  comma,  on  account  of 
ill-health  and  is  permitted  to  retain  the  rank  of  Lieut  ,  September  0.  Flying 
Officer  A  SV.  Scott  (Suls-Lieul.,  K.N.)  relinquishes  his  temp,  comma,  nn 
retirement  from  B  N. ;  August  8.  The  short  service  comma,  of  Flight. 
Lieut.  R  M.  Bankes-Jones  is  terminated  on  appt.  ns  Chaplain  ;  September  7. 

Medicn l  Service- 

D.  J.  Jones,  M  n.,  is  granted  temp,  eommn  as  Flight  I.irut.,  with  effect 
(com,  and  seny.  of,  August  21.  Flight  Lieut.  J.  C.  Smyth  is  transferred  to 
Reserve.  Class  D  ?,  August  ?6. 


Chaplains’  Branch 

1'he  Rev.  R.  \t.  iiauRe;  Jones  is  granted  short  service  comma,  with 
relative  rank  ol  Squadron  l  eader,  lor  purpose*  ol  precedence,  administration 
and  discipline  September  7.  The  Rev,  H.  Marshall,  M  A.  resign;  his 
perm,  column.  September  7. 

London  Gazette,  September  8,  nj;j 

Wing  Commander  G.  I.aiug,  O.B.F.,  is  appointed  Deputy  Director  of 
Equipment,  Class  2,  Air  Ministry  (August  t). 

General  Duties  Branch 

Wing  Commander  T.  O.  Lyons,  O.B.F.,  is  placed  on  half-pay,  scale  \, 
(September  01.  Flight  Lieutenant  P.  C.  X.  Omioaomsy  Is  placed  mi  balf-pav 
scale  H,  for  six  months  from  August  11. 

Store. s  Branch 

Fiylnf  Officer  S.  H.  Atfie.rlyis  dismissed  the  service  by  sentence  of  General 
Court  Martial  (August  ig). 

a  a 
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NOTICES  TO  AIRMEN 


Holland  :  Height  of  Flight 

1  Thu  Netherlands  Government  have  amended  as 
follows  the  regulations  a-,  to  the  height  of  (light  over  inhabited 
areas  in  Holland  : — The  minimum  height  of  flight  over  closely 
inhabited  areas  Is  400  metres  (1.312  ft.),  but  aircraft  must 
always  fly  at  such  a  height  over  towns  or  public  gatherings 
as  will  permit:  of  their  landing  outside  such  areas  in  ease  of 
engine  failure.  No  trick  flying  niay  be  carried  out  above 
closely  inhabited  areas  or  public  gatherings." 

2.  Precious  Notices  Tara  1  uf  Notice  In  Airmen  No.  13H 
of  1020  is  hereby  cancelled. 

(NO  06  Of  1 1)22.) 

France  :  Marseille  Aerodrome 

The  toll  rwtng  is  now  available:  -  Marseille  (Mari",  mine) 
Civil  Custom*  Aerodrome. 

Position. — Lat  43  '  26'  N..  Long.  5  13'  E.  Situated  on 


the  S.K.  side  of  the  "  Ktangde  Pierre, "  2  kms,  NT.  of  Manguaue 
and  21  kms.  N\V,  of  Marseille. 

Dimensions for  landing. — 500  x  400  metres  (to  be  increased 
later). 

Markings.-  A  circle  with  the  name  “  Marseille  is  marked 
on  the  ground. 

Accommodation,  Etc.  -Hangars  and  supplies,  but  no  repaii 
facilities,  are  available. 

Telephone  \  telephone  lias  been  installed — No.  Marignaue 
20. 

Note.—  This  aerodrome  is  designed  as  a.  combined  aerodrome, 
seaplane  base,  and  airship  station.  Seaplanes  can.  alight 
on  the  adjoining  lake.  One  seaplane  shed  is  at  present 
available,  and  a  slipway  is  under  construction. 

Further  particulars  regarding  the  seaplane  and  airship 
facilities  will  be  notified  as  thc-y  become  available. 

(No  98  of  1922.) 
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Married 

Flight-]. ieut  JjOuis  Heahv  Fakknham-Wai.sh,  D.FC-, 
K.A.F..  third  son  of  the  late  Louis  Henry  PakenhanvWalsh, 
"  Old  Vicarage,"  Ncston,  Cheshire,  was  married  on  .August  9 
at  St  Andrews  Church,  Uxbridge,  to  Dorothy  Eva,  eldest 
daughter  of  Mr.  and  Mrs.  VY.  R.  Greves,  “  Lauminy,” 
Bourrn  End,  Bucks 

To  be  Married 

A  marriage  has  bpen  arranged,  and  will  shortly  take 
place  between  Maj.  Herbert  G.  Brackley,  PSO  ,  D.S.C., 
R.AI  (Lieut. -Commander,  attached  I.J.N.),  eldest  son 
or  Mr.  an  i  Mrs,  Brackley ,  of  I Urnngay,  and  Frida  H.  Mono, 

0  0 

ROYAL  AERONAUTICAL  SOCIETY 

‘  R.ffi  "  Memorial  Research  Fund, — The 
following  donations  to  the  “  it. 38  ”  Memorial 
Research  Fund  have  been  received  since  the 
publication  of  the  last  list  : — Officers.  R.A.F., 
Peshawar,  fj  5s.  id.,  Capt.  K.  G.  Walker 
£2  5.S.,  and  the  Officers  on  the  Staff  of  the 
British  Aviation  Mission,  Japan,  /20,  bringing 
the  total  amount  received  to  ^1,240  125.  ro</. 

Library. — The  following  book  has  been 
received  and  placed  on  the  Library'  shelves  : 
”  A  Dictionary  of  Applied  Physics,"  Vol.  rr,  Electricity. 

W.  LOCKWOOD  MARS  If .  Secretary . 

E  B  E  E 
A  Spad  58  for  Coupe  Peutsch 

Among  the  French  entries  for  the  Coupe  Deutsch  is  one 
w  hie]i  in  the  official  announcement  of  the  entries  is  styled 
Bleriot-Casale.  Some  speculation  lias  been  caused  as  to 
the  design  of  this  machine,  and  our  readers  will  therefore 
probably  be  interested  to  learn  that  the  racer  is  a  Spad 
Herbemont,  similar  in  all  respects  to  the  “  Monoplace  de 
Chasse,  Spad  41,"  with  the  exception  that  the  engine 
is  one  of  the  new  12 -cylinder  “  broad  arrow  ’’  type  450  h.p. 
Lorrainc-Dietrichs  The  racing  machine  is,  we  believe, 


elder  daughter  ol  Mr.  Robert  Mono,  J.P.,  of  Combe  Bank 
Seven  oaks,  and  of  50,  Wimpole  Street,  W.,  the  elder  brother 
of  Sir  Alfred  Mond.  Maj.  Brackley  joined  the  R.N.A.S.  in 
June,  tqt j,  at  the  age  of  10,  and  a  month  later  took  hi-, 
pilot's  certificate.  The  following  year  he  was  in  command, 
at  Dunkirk,  of  a  Handley  Page  bombing  squadron  which 
alone  dropped  340  tons  of  bombs  on  enemy  objectives. 
His  conspicuously  good  work  as  pilot  won  him  both  the  D.S.C. 
and  the  D.S.O.  in  19x7.  On  one  occasion  Maj.  Brar.kloy 
returned  from  a  bombing  flight  with  forty  holes  in  his 
machine.  Maj.  Brackley  was  oue  of  the  heroes  of  the 
Handley  Page  Transatlantic  flight  in  rgig, 

E  E 

known  as  the  Spad  58.  Owing  to  the  absence  of  armament, 
etc.,  the  total  weight  has  been  considerably  reduced,  so  that 
with  an  increase  of  50  per  cent,  in  horse-power  the  new 
machine  should  be  very  fast. 

In  its  general  lines  ’the  machine  is  a  typical  Spad-Herbe 
mont,  having  the  characteristic  single  interplane  struts,  back¬ 
swept  top  plane,  and  monocoque  Tulip  wood  fuselage.  The 
whole  of  the  wings,  however,  with  the  exception  of  the  fabric 
covering,  is  built  of  metal.  Duralumin  being  used  for  the 
spars,  ribs,  inter-plane  struts,  etc.,  and  steel  for  such  fittings 
as  wiring  plates,  etc.  The  undercarriage  also  is  all  metal, 
with  all  joints  pin-jointed  so  as  to  avoid  heavy  bending 
stresses  under  deformation. 

Tile  main  characteristics  of  the  Spad  38  are  .  Length, 
2i  ft.  3  ins.  Span,  28  ft.  1  in.  Chord,  5  ft.  4  ins.  Height, 
9  ft.  2  ins.  Wing  area,  27S  sq.  ft.  Weight  loaded,  2,330  lb-,. 
Wing  loading,  9.1  lbs.  sq.  ft.  Power  loading.  3.7  lbs. /h.p. 

Cairo- Baghdad  Air  Mail 

The  Postmaster-General  announces  that  the  air  mail 
for  Baghdad  which  left  London  on  August  24  reached  Baghdad 
on  September  2.  The  air  mail  for  London  which  left  Baghdad 
on  September  2  reached  Cairo  the  next  day  .  and  should 
arrive  in  London  about  Monday  next. 

The  next  air  mail  for  Baghdad  will  leave  Loudon  on 
Thursday,  September  21. 
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SOCIETY  OF  MODEL  AERONAUTICAL  ENGINEERS 
(London  Aero-Models  Association.) 

At  the  Meeting  held  on  Thursday,  the  7th  iust  ,  at  Head¬ 
quarters,  important  business  was  carried  out. 

In  future  meetings  will  bf  held  on  Fridays  at  7.30  p.m. 
instead  of  Thursday  as  heretofore. 

An  important,  discussion  was  hold,  with  reference  to  fuselage 
models.  It  was  decided,  in  order  to  define  fuselage  models 
as  distinct  from  freak  models,  to  settle  upon  a  formula  giving 
a  definite  minimum  ratio  of  between  maximum  cross  section 
of  fuselage  and  its  length.  All  machines  having  a  smaller 
ratio  than  this  will,  in  future,  not  be  considered  fuselage 
models,  either  for  the  purpose  of  competition  or  record 
breaking. 

The  formula  eventually  decided  on  is  as  follows  : — 

Length  of  body  in  inches  t 

- 2 - -  -  Minimum  Area  of  maxi- 

5 

mum  crass  section  in  square  inches.  Mr,  Felix  Kelly's 
Challenge  Cup  for  best  duration  in  a  single  flight  by 
compressed -air-driven  model  aeroplane  will  be  competed 
for  on  Wimbledon  Common,  Saturday  next,  the  16th  inst., 
at  5  p.m.  punctual  Members  who  are.  not  competing  are 
specially  requested  to  give  a  demonstration  with  their  ordinary 
models  for  the  edification  of  the  general  public. 

Au  Extraordinary  General  Meeting  will  be  held  at  Head¬ 
quarters,  20,  Great  Windmill  Street,  Piccadilly  Circus,  W.  i, 
on  the  first  Friday  in  October,  at  7.30  p.m  ,  for  the  purpose 
of  electing  officers  for  the  ensuing  twelve  months,  and  other 
business.  Hon.  Secretary  :  A.  E.  Jones,  48,  Narcissus  Road, 
West  Hampstead,  N.W.  6. 

m  m  m  m 

SIDE-WINDS 

Ik  connection  with  the  King's  Cup  Race,  over  a  distance 
of  810  miles  around  Britain,  it  is  of  interest  to  note  that 
the  winner,  Capt.  Barnard,  ascribes  much  of  his  success  to 
the  perfect  functioning  of  his  compass.  This  is  designed  on 
a  principle  patented  by  Dr.  Bennett,  and  is  made  by  Hughes, 
S.  Smith  and  Sons  (M.A.),  Ltd.,  of  Cricklewood,  being  the 
sole  concessionaires  for  Great  Britain.  In  a  race  such  as  the 
Circuit  of  Britain  a  good  compass  is  a  most  valuable  com¬ 
panion,  and  the  consistently  good  flying  of  Barnard  seems  to 
indicate  that  he  must  have  flown  a  most  excellent  course. 
With  regard  to  the  other  machines  in  this  race,  we  were  not 
able  to  make  a  definite  list  of  those  which  earned  Smith’s 
instruments,  but  from  rapid  glances  into  a  great  number  of 
cockpits  we  certainly  received  the  impression  that  a  very 
large  percentage  of  instrument  boards  showed  the  well-known 
black  dials. 

Capt.  Barnard's  Rolls-Royce  “Eagle”  engine,  which 
pulled  him  through  to  victory,  ran,  we  learn,  without  a  hitch 
throughout  the  8ro  miles’  race.  That  was  to  be  expected, 
of  course,  but  the  fact  that  the  engine  was  running  on  "  Shell  ” 
Aviation  Spirit  may  have  had  something  to  do  with  it. 
Another  aerial  triumph  added  to  the  long  list  of  ”  Shell  ” 
achievements.  The  “  Eagle  ”  was,  we  learn,  running  full 
throttle  most  of  the  time,  and  at  a  full  throttle  of  1,930  r.p.m. 
at  that,  which  is  130  r.p.m.  above  the  normal  speed  for  which 
it  was  designed.  Yet  at  the  end  of  the  race  there  was  no  sign 
of  engine  trouble,  and  the  “  Eagle  ”  seemed  fit  to  do  the  whole 
trip  a  second  time. 

The  D.H.4A,  winner  of  the  King's  Cup,  was,  we  learn, 
doped  with  “  Cellon,"  as  was  also  Ravnham’s  Martinsyde 
F.6.  The  yellow  and  black  colour  scheme  of  the  latter  is 
very  distinctive,  and  was  chosen  by  Raynham  after  examining 
the  large  range  of  colours  which  are  available  with  the  Cello n 
doping  schemes.  Incidentally  it  is  of  interest  to  learn  that 
Cellon  (Richmond),  Ltd.,  always  well  to  the  fore  in  anything 
new,  have  produced  a  special  dope  for  gliders.  Anyone 
interested  should  apply  to  Cellon  (Richmond),  Ltd.,  22,  Cork 
Street,  London,  W.r,  for  particulars  and  prices. 

The  record  of  the  Daimler  Airways'  D.H.34  keeps  going 
up.  This  machine  has  now  completed  a  distance  of  over 
80,000  miles  during  a  period  of  four  months,  which  speaks 
volumes  not  only  for  the  machine,  but  also  for  its  Napier 
Lion  engine. 

The  Schneider  Cup  Race  at  Venice,  which  was  won  by 
Capt  Biard  on  a  Napier-engined  Supermarine  flying  boat, 
wa.s  flown  in  almost  unbearably  hot  weather,  so  much  so  that 
all  the  pilots  were  in  fear  of  getting  sunstroke.  The  problem 
of  adequate  cooling  of  the  engine  was  therefore  a  difficult 


me,  blit  v/e  learn  that  the  Scrck  radiator  with  which  the 
Napier  “  Lion  ”  was  fitted  functioned  excellently,  and  that 
never  during  the  race,  in  spite  of  the  strenuous  conditions, 
did  the  engine  show  signs  of  overheating.  Serck  Radiators 
have  already  made  their  name  a  household  word  in  the 
motoring  world,  and  the  performance  of  the  radiator  fitted 
on  the  “  Lion  ”  seems  to  indicate  that  on  aircraft  also  Serck 
is,  literally,  well  ahead. 

m  *  m  * 

PUBLICATIONS  RECEIVED 

The  Professional  Photographer.  September,  1922,  Kodak, 
Ltd.,  Kingsway,  London,  W.C.  2. 

Technical  Note  No.  106,  Notes  on  Aerodynamic  Forces — III. 
The  Aerodynamic  Forces  on  Airships.  By  Max  M.  Munk. 
National  Advisory  Committee  for  Aeronautics,  Navy  Building, 
Washington,  D.C.,  U.S.A. 

Report  No.  126.  Aeronautic  Instruments,  Section  II. 
Altitude  Instruments.  National  Advisory  Committee  for 
Aeronautics,  Nav}?  Building,  Washington,  D.C.,  U.S.A 

Report  No.  132.  Aeronautic  Instruments,  Seclion  VII l 
Recent  Developments  and  Outstanding  Problems.  National 
Advisory  Committee  for  Aeronautics,  Navy  Building, 
Washington,  D.C.,  U.S.A. 

m  m  m  m 

AERONAUTICAL  PATENT  SPECIFICATIONS 

Abbreviations  :  cyl.  -=  cylinder  ;  I. C.  —  internal  combustion;  m.  *•  motors 
Tbe  numbers  in  brackets  are  those  under  which  the  Specifications  wtl! 
be  printed  and  abridged,  etc, 

APPLIED  FOR  IN  1921 

Published  September  14,  1922 
4,651.  Ji.  R.  Caltuuop.  Aerial  craft.  (184,499.) 

10,087.  Zeppeuxiverk  Lindau  CJes.  and  C.  Dornier.  Aeroplane?. 
(161,948.) 

13.448.  Maybach  Moiorinbau  Ges.  Carbureltois.  (163,304.) 

13,897  E.  A.  Goi.i,e.  IX.  engines,  with  rotating  cylinders.  Ii»4>579.) 
16,129.  G.  Hkib.  Driving-gear  for  horizontal  propeller  for  aeroplanes. 

(484,630.) 

20,024 •  R  \V.  Davis.  Aeronautical  screw  propellers  (484,678.) 

24,358.  O.  Pie rj hg.  Flying-uiachiuesof  the  Happutg-wiug  type.  (184,6907 

24.449.  J.  V.  Rise.  Jun.  I. C.  engines  for  aeroplanes,  etc.  (184,694.) 
23,584.  VV.  R.  Bowkkr.  Aeronautical  appliance  for  transporting  and 

firing  explosives.  (184,706.) 

If  you  require  anything  pertaining  to  aviation,  study 
“  Flight’s  "  Buyers*  Guide  and  Trade  Directory, 
which  appears  in  our  advertisement  pages  each 
week  (see  pages  ili  and  xx). 


NOTICE  TO  ADVERTISERS 
Ail  Advertisement  Copy  and  Blocks  must  be 
delivered  at  the  Offices  of  “Flight,**  36,  Great 
Queen  Street,  Kingsway,  W.C.  2,  not  later  than 
12  o’clock  on  Saturday  in  each  week  for  the  following 
week’s  issue. 
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The  Aircraft  Engineer  and  Airships 

36,  GREAT  QUEEN  STREET,  KINGSWAY.  W.C.  *. 

Telegraphic  address  :  Truditur,  Westcent,  London. 
Telephone :  Gerrard  1828. 

SUBSCRIPTION  RATES 

“  Flight  ”  will  be  forwarded,  post  free,  at  the  following  rates  t — 

United  Kingdom  Abroad* 

s.  d.  s.  d. 

3  Months.  Post  Free...  77  3  Months,  Post  Free...  8  3 

6  „  ,,  •••IS  26,,  <>  »..l6  6 

12  ,,  11  .,.30  4  »»  »»  •••33  ® 

These  rates  are  subject  to  any  alteration  found  necessary 
under  abnormal  conditions  and  to  increases  in  postage  rates. 
•  European  subscriptions  must  be  remitted  in  British  currency 

Cheques  and  Post  Office  Orders  should  be  made  payable  to  the 
Proprietors  of"  Flight,”  36,  Great  Queen  Street,  Kingsway, 
W.C.  2,  and  crossed  London  County  and  Westminster  Bank, 
otherwise  no  responsibility  will  be  accepted. 

Should  any  difficulty  be  experienced  in  procuring  ”  Flight 
from  local  newsvendors,  intending  readers  can  obtain  each  issue 
direct  from  the  Publishing  Office,  by  forwarding  remittance  as 
above. 
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{Continued  front  p.  xx.) 


INSTRUMENTS  (Speed),  Walchee,  Ac- 

Brown  Bros.,  Ltd.,  Great  Eastern  Street,  London, 
E.C.  a. 

Goldsmiths  &  Silversmiths  Co.,  112,  Regent  Street, 
W.  1,  Gerrard  9091  (3  lines). 

Smith,  S.,  &  Sons  (M.A.),  Ltd.,  Cricklewood 
Works,  N.W.  2.  Willesden  2335  (7  lines). 


INSULATING  MATERIALS 

MacLennan,  John,  &  Co.,  ns,  Newgate  St.,  E.C.i. 

City  3115  ;  "  Vanduara,”  Cent.  London. 


LUBRICATING  OILS- 

Wakefield,  C.  C.,  &  Co.,  Ltd.,  Cheapside,  E.C.  2. 
Central  1156  (3  lines);  “Cherry,”  Cent.  London. 


MACHINING— 

Monk  Engineering  Co.,  Ltd.,  Coventry. 

Coventry  807  ;  “Assistance,”  Coventry. 


MAGNETOS 

British  Thomsou-Houston  Co.,  Ltd.,  Lower  Ford 
Street,  Coventry. 

Telephone  278:  “  Asteroidal,"  Coventry. 


METALS  (Anti-Fricdoo) — 

Hoyt  Metal  Co.,  Ltd.,  Deodar  Road,  Putney, 
S.W.  15.  Putney  1323. 


METAL  PARTS  AND  FITTINGS— 

Brown  Bros.,  Ltd.,  Great  Eastern  Street,  London, 
E.C.  e. 

Monk  Engineering  Co.,  High  Street,  Coventry. 

Coventry  807  ;  “  Assistance,"  Coventry. 

Rubery,  Owen  &  Co.,  Darlaston. 

Darlaston  87;  “  Roofs,”  Darlaston. 


MODELS- 

Jones,  A.  E.,  Ltd.,  25,  Eversholt  Road,  Camden 
Town,  N.W.  1. 

D.A.P.,  Replingham  Road,  Southfields,  S.W.  18. 


PARACHUTES- 

E.  R.  Calthrop’s  Aerial  Patents,  Ltd.,  423a, 
Edgware  Road,  London,  W.  2.  Paddington  6332. 

Spencer,  C.  G.,  &  Sons,  Ltd.,  39a,  Highbury 
Grove,  N.  5.  Dalston  1893. 


PETROL- 

-  Anglo-American  Oil  Co.,  Ltd.  (Pratt's),  Queen 
Anne’s  Gate,  S.W.  1. 


PROPELLERS- 

Blackburn  Aeroplane  and  Motor  Co.,  Ltd., 
Olympia,  Leeds.  Roundhay  601  (3  lines) ; 

“Propellers,”  Leeds. 

Falcon  Airscrew  Co.,  113,  Cottenham  Road, 
Holloway,  N.  19.  Hornsey  gio  &  2472. 

Lang  Propeller,  Ltd.,  Weybridge,  Surrey, 

520-521,  Weybridge ;  “  Aerosticks,”  Weybridge. 


PUTTEES 

Fox  Bros.  &  Co.,  Ltd.  (Dept.  R),  Wellington, 
Somerset. 


RADIATORS  AND  RADIATOR  REPAIRS— 

Serck  Radiators,  Ltd.,  Warwick  Road,  Greet, 
Birmingham. 

Victoria  531  (3  lines)  ;  “  Nerleak,"  Birmingham. 


SHEET  METAL  WORK  STAMPINGS  AND 
PRESSINGS— 

Rubery,  Owen  A  Co.,  Darlaston. 

Darlaston  87  ;  “  Roofs,”  Darlaston. 


SPARKING  PLUGS- 

Robinhood  Engineering  Works,  Ltd.,  ThdfPutney 
Vale,  S.W.  15.  Putney  2x32,  *133- 

“  Kaalgee,”  Phone,  London. 


SPRAYING  PLANT - 

Aerograph  Co.,  Ltd.,  43,  Holborn  Viaduct, 
E.C.  1* 

Holborn  2041 ;  11  Aerography,"  London. 

STABILIZERS— 

Auto  Controls,  Ltd.,  19,  Regent  Street,  Piccadilly 
Circus,  London,  S.W.  1.  Regent  3649. 


TAPES  AND  WEBBING— 

MacLennan,  John,&Co.,  115,  Newgate  St,E.C.  1. 

City  3115;  “  Vanduara, ,T  Cent.  London. 


TIMBER— 

Owen,  Joseph,  &  Son,  Boro’  High  Street,  S.E. 

Hop  38x1 ;  11  Bucheron,"  London. 


TUBES,  ALUMINIUM— 

British  Aluminium  Co.,  Ltd.,  The,  109,  Queen 
Victoria  St.,  London. 

City  2676  ;  “  Cryolite,”  Cent  London 


TYRES  AND  WHEELS 

Palmer  Tyre,  Ltd.,  Shaftesbury  Avenue,  W.C.  «. 
Gerrard  1214  ;  “  Tyricord,”  Westcent,  London. 


WELDINGS,  REPAIRS— 

Barimar,  Ltd.,  10,  Poland  Street,  London,  W.  1. 
Gerrard  8173  ;  “  Bariquamar,”  Reg.  London. 


WIND  SHIELDS— 

Auster,  Ltd,,  133,  Long  Acre,  W.C.  a. 


WIRES  AND  CABLES  CAeropWa)- 

Bullivants,  Ltd.,  72,  Mark  Lane,  E.C.  3. 

Works  :  Millwall,  E.  14. 
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The  Baby  Avro  machines  entered 

for  the  KING’S 

CUP  ROUND  BRITAIN 

RACE  were 

compelled  to  retire  owing 

to  MAGNETO 

TROUBLE  only. 

"GREEN™- 

Functioned  as  CERTAIN  and  SURE  as  it  always  has. 

Squadron-Leader  PAYN  flew  over  570  miles 
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EDITORIAL  COMMENT. 

CTOBER  T,  1922,  will  go  down  in 
history  as  the  first  date  on  which  an 
air  force  has  ever  been  in  supreme 
command  over  other  forces  in  their 
duties  of  policing  a  province  or 
district.  To  Air  Vice-Marshal  Sir 
John  S almond  falls  the  honour  of 
being  the  first  Air  Force  officer  to  be 
placed  above  the  officers  in  command  of  units  of 
the  other  fighting  arms.  When  it  was  first  announced, 
nearly  a  year  ago,  that  the  Government's 
R.A.F.  policy  in  Mesopotamia  was  to  be  based 

Irak  upon  maintenance  of  peace  by  the 

R.A.F.,  instead  of  by  Army  units,  we 
received  the  announcement  with  satisfaction,  because 
we  believed  that  in  this  way  the  work  of  policing  a 
country  of  such  a  nature  could  be  more  efficiently 
and  expeditiously  done  by  the  new  arm.  Since  then 
we  have  had  no  occasion  to  change  our  views,  and  we 
therefore  again  express  our  satisfaction  with  the 
decision  to  hand  over  Irak  to  the  R.A.F. ,  in  the 
firm  conviction  that  this  service  will  worthily  carry 
out  the  task  imposed  upon  it,  a  task  which  will  be  by 
no  means  an  easy  one,  and  which  will  demand  from 
every  one — from  Sir  John  Salmond  downwards— 
the  best  of  which  he  is  capable.  Let  the  R.A.F,, 
Irak,  remember  that  the  eyes  of  the  country — the 
eyes  of  the  world,  for  that  matter — will  be  focussed 
upon  Irak  during  the  coming  months,  and  that  by 
the  results  obtained  the  question  will  be  largely 
decided  of  whether  or  not  in  the  future  such  duties 
shall  devolve  in  increasing  degree,  upon  the  R.A.F. 
We  have  no  hesitation  in  saying  that  in  Air  Vice- 
Marshal  Sir  John  Salmond  (who  will  probably  take 
over  as  Air  Marshal)  the  R.A.F.,  Irak,  has  probably 
the  best  chief  it.  would  be  possible  to  find,  and  if  all 
officers  and  men  under  him  give  of  their  best  and 
remain  loyal  to  their  chief,  we  have,  not  the  slightest 
doubt  that  all  wall  be  well. 

At  the  same  time,  we  think  it  our  duty  to  offer  a 
word  of  warning.  There  have  been  very  strong 
criticisms  of  the  way  in  wdiich  the  R.A.F.  in  India 
have  been  wasted,  and,  from  some  uninformed 
quarters,  such  shortcomings  as  have  been  manifest 
have  been  used  in  proof  of  the  unsuitability  of  an 
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air  force  for  work  of  this  nature.  Nothing  could  be 
farther  from  the  truth,  but  lack:  of  spares  and  other 
essentials,  caused  by  a  desire  for  "  economy,’*  has 
so  hindered  the  work  and  iinpared  the  efficiency  that 
the  R.A.F.  has  not  had  a  fair  chance  of  showing 
what  it  can  do.  Although  the  R  A  F.,  Irak,  will  be 
in  a  much  more  favourable  position,  inasmuch  as  it 
will  be  in  direct  contact  with  the  Air  Ministry  and 
the  Government,  and  not  rely  upon  the  Indian  or 
other  Government,  the  tendency  to  "economise”  is 
present  at  home  no  less  than  in  India,  and  from  the 
list  of  equipment  published  elsewhere  in  this  issue  it 
will  be  seen  that  the  majority  of  machines  going  out 
with  the  squadrons  are  of  fairly  old  type.  It  is 
true  that  so  long  as  these  machines  are  maintained 
in  first -class  condition,  by  good  supplies  of  spares 
and  by  adequate  ground  staffs,  they  are  as  good, 
probabl}'',  as  those  of  any  other  country  at  the 
present  time,  but  it  should  be  kept  in  mind  that  pro¬ 
gress  is  rapid,  and  that,  in  all  fairness  to  the  gallant 
officers  and  men  of  the  R.A.F.,  we  should  not- — 
must  not — continue  to  expect  the  R.A.F.  to  do  its 
work  on  old  war  stock.  There  are  now  in  existence 
British  designs  far  in  advance  of  anything  which  is 
being  sent  out  to  Irak,  and  gradually  these  must 
replace  the  older  types  with  which  the  start  is  being 
made. 

«*■  <o>  <#' 

In  the  midst  of  the  enthusiasm  for 
Glider  gliding  which  has  been  aroused  during 

Aviette?  *ast  ^ew  months,  there  is  already 

signs  of  a  division  of  opinion  as  to 
whether  gliding  is,  after  all,  likely  to  carry  us  much 
further,  or  whether  we  should  not  do  better  by  de¬ 
voting  our  energies  to  the  evolution  of  a  type  of 
power-driven  aeroplane  which  will  fly  with  engines 
of  a  few  horse  power  only.  The  two  schools  are 
both  emphatic  in  their  views,  but  we  think  that,  as 
usual  in  such  cases,  the  truth  lies  somewhere  between 
the  two  extremes.  We  have  always  held  that  gliding 
can  provide  excellent  sport,  but  have  never  shared 
the  optimistic  view  that  its  practice  will  lead  to  the 
development  of  types  of  aircraft  which  will  be  com¬ 
mercially  useful  and  will  be  able  to  make  long  trips, 
to  a  fixed  time  table  and  over  given  routes,  by  the 
aid  of  the  energy  in  the  wind  only,  without  other 
motive  power. 

The  opposite  view,  that  gliding  cannot  possibly 
teach  us  anything,  is,  to  our  way  of  thinking,  equally 
incorrect.  Gliding  can  undoubtedly  teach  us  a  good 
deal  about  best  wing  forms,  best  fuselage  shapes, 
effective  controls,  and  so  on.  In  other  words,  it 
provides  an  opportunity  of  carrying  out,  for  a  very 
small  capital  outlay,  full-scale,  experiments  which 
would,'  if  conducted  with  power-driven  machines, 
cost  considerable  sums  of  money.  The  machine  of 
ultra-low  power  is  certainly  a  possibility.  In  fact, 
it  is  possible  to  predict  with  fair  accuracy,  without 
introducing  uncertain  features,  that  a  small,  lightly- 
loaded,  single-seater  machine  can  be  built  which  will 
fly  le\el — that  is  to  say,  will  just  be  able  to  remain 
in  the  air  without  descending — for  a  power  expendi¬ 
ture  of  about  4  or  5  horse  power.  Such  a  low- 
powered  machine  would,  however,  have  no  reserve 
power  for  climbing,  and  might  easily,  we  think,  be 
more  dangerous  than  a  pure  glider  in  which  the 
pilot  would  know  that  no  other  power  was  available 
than  that  obtainable  from  the  wind. 

It  has  been  suggested  that  progress  might  be  made 


by  fitting  a  very  low  power  engine  in  a  glider,  and 
merely  using  the  power  when  the  wind  dropped  or 
when  the  machine  got  out  of  an  ascending  current. 
We  very  much  doubt  if  such  a  procedure  would  be 
satisfactory.  As  soon  as  an  engine  is  fitted  the 
elements  of  an  ordinary  aeroplane  are  introduced, 
such  as  noise,  vibration,  propeller  draught,  etc.,  and 
it  appears  to  us  doubtful  whether  pilots  would  be 
able  to  change  over  from  gliding  to  propelled  flight, 
and  vice  versa,  sufficiently  quickly  and  at  the  correct 
instant  to  make  such  a  compromise  successful.  The 
very  presence  of  an  airscrew  would  detract  con¬ 
siderably  from  the  gliding  angle  of  the  machine,  and 
then  there  is  the  difficulty  of  starting  the  engine, 
should  it,  as  would  frequently  happen,  stop  altogether 
while  running  throttled  down.  To  re-start  would 
mean  a  steep  dive,  with  consequent  loss  of  altitude. 

To  us  it  seems  that  the  best  policy  will  be  to  learn 
as  much  as  we  can  from  pure  gliding,  and  then, 
with  the  knowledge  thus  accumulated,  attack  the 
problem  of  low-power  flight  afterwards.  In  that 
way  much  more  is  likely  to  be  learned  than  if  we 
start  off  straight  away  with  “  Aviettes.”  That  it 
will  ultimately  be  possible  to  fly  at  a  speed  of  50 
or  60  m.p.h.  with  a  power  expenditure  of  about  10  h.p. 
we  are  quite  prepared  to  believe,  but  before  the 
really  satisfactory  machine  can  be  evolved  which  will 
do  this  we  think  a  thorough  study  of  gliding  and 
soaring  should  be  made. 

«0*  <0*  *> 

The  R.Ae.c.  Next  Sunday,  September  24,  the  Royal 
<rComing  of  AeroClub  attains  its  majority.  On  that 
A»e  ”  date,  in  1901,  a  party  consisting  of  Mr. 
Hedges  Butler,  Miss  Vera  Butler  (now  Mrs.  Iltid 
Nicholl)  and  the  late  Hon.  C.  S.  Rolls  made  an  ascent 
in  the  balloon  "  City  of  York  ”  from  the  Crystal  Palace. 
At  an  altitude  of  5,000  ft.  above  London,  Mr.  Hedges 
Butler  suggested  the  formation  of  a  club  to  control 
the  science  and  sport  of  flying,  and  the  idea  was 
adopted  unanimously  by  the.  little  party.  By  the 
time  a  landing  was  made  at  Sidcup  the  Aero  Club 
was  in  being.  The  Club  rapidly  developed,  arid  did 
a  tremendous  amount  of  good  in  the  services  of  avia¬ 
tion  during  the  early  years  when  those  who  believed 
in  the  possibilities  of  flying  were  ranked  as  cranks, 
to  say  the  least.  I11  spite  of  all  handicaps,  however, 
the  Club  flourished,  and  in  1912  the  Club  achieved 
the  honour  of  becoming  known  as  the  Royal  Aero 
Club,  Mr.  Hedges  Butler  receiving  from  the  Home 
Office  a  letter  announcing  that  His  Majesty  had  been 
pleased  to  grant  permission  to  members  of  the  Club 
"  to  fly  on  their  aeroplanes,  airships  and  balloons  a 
burgee  bearing  a  representation  of  His  Majesty  and 
surmounted  by  a  Royal  Crown.” 

It  is  of  interest  to  recall  that  the  inaugural  ascent 
of  the  Club  was  made  in  November  1901,  when  the 
“  City  of  York  ”  ascended  from  Stamford  Bridge, 
piloted  by  Mr.  Stanley  Spencer.  At  an  altitude  of  a 
few  hundred  feet  above  London  Miss  Butler  unfurled 
a  white  banner  some  12  yards  long,  bearing  the 
words  "  Aero  Club.”  The  burgee  of  the  Royal  Aero 
Club  is  now,  of  course,  a  familiar  sight  to  all  interested 
in  aviation,  hut  in  those  days  few — even  among  the 
enthusiasts — would  have  dreamed  of  the  extent  to 
which  flying  in  all  its  branches  was  destined  to  develop 
during  the  next  21  years. 

On  its  formation  in  1909  Flight  was  chosen  as  the 
Official  Organ  of  the  Aero  Club,  and  has  remained  so 
ever  since. 
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THE  BOULTON  AND 

It  has  been  maintained  that  the  aeroplane,  at  present,  cannot 
hope,  to  make  much  of  a  success  in  connection  with  regular 
air  services  within  the  British  Isles,  inasmuch  as  existing 
means  of  communication  could  only  be  but  slightly  improved 
upon  Be  this  as  it  may,  we  are  convinced  that  the  aeroplane 
can  be  made  to  serve  a  very  useful  purpose  here  at  home  in 
another  direction,  i.e.,  as  a  “  private  ”  means  of  communica¬ 
tion,  either  for  business  or  pleasure.  In  fact,  we  are  at  a 


PAUL  P.9.  BIPLANE 

or  less  hiding  its  light  under  the  proverbial  bushel,  is  the 
Boulton  and  Paul  P.9  which  forms  the  subject  of  the  accom¬ 
panying  illustrations  and  notes. 

It  will  be  remembered  that  there  were  two  of  these  machines 
flying  in  the  recent  King’s  Cup  Race  round  Britain,  in  winch 
their  performance,  though  not  of  a  spectacular  nature,  was 
none  the  less  worthy  of  notice.  Piloted  by  C.  T  Holmes 
and  J.  C.  Tennant  respectively,  these  machines  left  Croydon 


1  HE  BOULTON  AND  PAUL  P.9.  BIPLANE  :  Three-quarter  front  view. 


loss  to  understand  why  this  side  of  aviation  has  not  developed 
more  than  it  has— if  it  can  be  said  to  have  developed  at  all. 
Aerial  taxi  work,  it  is  true,  is  becoming  more  popular,  but 
the  number  of  owner-pilots  in  tills  country  is  well  under  the 
half  dozen,  111  spite  of  the  fact  that  "  private  "  flying  should 
he  just  the  sort  of  thing  that  would  appeal  to  the  British 
sportsman.  It  is  not  that  there  are  any  great  difficulties  in 
the  _ way  to  prevent  the  aeroplane  being  put  to  such  a  use — 


within  five  minutes  of  each  other,  and  kept  a  very  steady 
course,  within  a  few  minutes  of  each  other,  throughout  the 
race,  Holmes  averaging  69  m.p.h.  and  Tennant  68  m.p.h. 
for  the  outward  journey,  the  averages  for  the  homeward 
trips  being  85  m.p.h.  and  88  m.p.h.  respectively.  The 
machine  shown  in  the  accompanying  illustrations  is  the  one 
flown  by  Holmes,  and  is  used  bv  Air.  F.  T.  Courtney  when  he 
•wants  to  "  flip  "  anywhere  in  a  hurry. 


the  BOULTON  AND  PAUL  P.9.  BIPLANE  :  Side  View. 


either  for  the  owner-pilot  or  the  owner  with  pi  lot- chauffeur, 
whilst  it  has  been  demonstrated  on  several  occasions  that  the 
actual  flying  can  be  accomplished  with  as  much  safety  as 
with  motoring,  and  with  but  little,  if  any,  extra  cost.  Neither 
is  there  any  dearth  of  suitable  machines,  for  during  the  last 
few  years  our  constructors  have  produced  several  machines 
ctpable  of  giving  very  satisfactory  results  id  this  particular 
class  of  work.  One  of  these  machines,  which  has  been  more 


The  P.9,  which  has  been  designed  by  Air.  J  D.  North,  is  a 
two-seater  tractor  biplane  of  moderate  dimensions,  and  is  a 
plain,  straightforward  job  both  in  design  and  construction. 
The  outstanding  features  of  this  machine  may  be  said  to 
comprise  low  initial  cost,  low  cost  of  running  and  maintenance 
and  facility  in  handling  both  in  the  air  and  on  the  ground. 
It  has  a  very  good  speed  range  and  climb,  and  is  nice  and 
easy  on  the  controls — which,  together  with  its  general 
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THE  BOULTON  AND  PAUL  P.9.  BIPLANE  :  Three-quarter  rear  view. 


stability,  enables  it  to  be  flown  for  long  periods  without 
undue  fatigue. 

The  main  planes  are  of  orthodox  Construction,  and  are 
equal  span  (27  ft.  6  ins.)  top  and  bottom.  They  are  made 
up  of  live  sections,  two  in  the  lower  and  three  in  the  upper. 
The  lower  sections  arc  attached  direct  to  the  lower  longerons 
of  the  fuselage,  whilst  the  two  outer  sections  of  the  top 
plane  are  attached  to  a  5  ft.  0  in.  centre  section.  A  single 
pair  of  streamline  (wood)  struts  separate,  top  and  bottom 
planes  each  side,  and  the  centre  section  is  carried  above 
tin  fuselage  by  two  .\ 's  of  steel  tube,  the  vertical  members 
having  streamline  fairings.  External  wing  bracing  is  by 
streamline  wire,  and  the  front  and  rear  points  of  intersection 
of  landing  and  lift  wires  arc  connected  by  a  steel  tube  in 


order  to  reduce  vibration  Both  planes  arc  set  at  a  dihedral 
angle  of  ’|°,  and  the  angle  of  incidence  is  2'-.  Ailerons  are 
fitted  to  both  top  and  bottom  planes,  the  control  cables  from 
the  fuselage  being  carried  inside  the  lower  wing  behind  the 
front  spar. 

The  tail  planes  consist  of  a-  streamline-section  horizontal 
stabilising  plane,  divided  elevators,  a  vertical  fin  and  balanced 
rudder.  The  horizontal  plane  can  be  adjusted  as  regards 
incidence  by  means  of  a  lug  having  three  holes  arranged 
vertically,  which  receives  a  bracket  on  the  rear  spar  of  the 
tail  plane,  a  bolt  passing  through  one  or  other  of  the  series 
of  holes  on  the  lug  and  bracket.  This  adjustment  is  indicated 
in  one  of  our  sketches. 

The  fuselage  is  of  the  conventional  rectangular-section 


THE  BOULTON  AND  PAUL  P.9.  BIPLANE  :  I.  The  engine  rev. -indicator  is  mounted  in  a  streamline 
casing  outside  the  fuselage,  where  it  is  clearly  visible  from  both  cockpits.  2.  The  simple  adjustment 
for  tailplane  incidence.  3.  The  neat  luggage  boot  behind  the  rear  cockpit.  Inset  is  the  simple  and 
effective  fastener  securing  the  cover  in  position.  4.  The  tail  skid,  which  is  connected  up  to  the  rudder  bar 

to  facilitate  steering  when  taxying. 
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girder,  wire-braced  type,  and  the  top  longetons  are  not 
horizontal,  but  slope  upwards  towards  the  rear  some  iou, 
so  that  the  tail  plane  is  slightly  above  the  line  of  thrust  The 
comfort  of  the  pilot  and  passenger  has  been  specially  con¬ 
sidered,  and  each  cockpit  is  roomy  and  fitted  with  special  ca.no 
seats  of  ample  proportions  The  pilot's  cockpit  is  at  the 
rear,  but  dual  control  is  provided  for  the  front  control 
"  stick  ”  being  easily  removed  when  necessary — so  that  the 
machine  can  be  flown  from  either  cockpit.  Instruments 
and  engine*  controls  arc  provided  in  both  cockpits,  and  the 
engine  revolution  indicator  is  mounted  outside  the  fuselage. 


THE  BOULTON  AND  TALL  P.9.  BIPLANE  :  The 
90  b,p.  air-cooled  R.A.F.  engine  fitted  to  this  machine. 

forward  of  the  front,  cockpit  on  the  port  side,  where  it  may 
easily  be  read  from  either  cockpit.  Just  behind  the  rear 
cockpit  a  fair-sized  “  boot  “  is  formed  under  the  turtle  deck 
of  the  fuselage.  Jot  carrying  .suit -cases,  etc  The  cover  for 
tlii  is  formed  by  a  sheet-metal  cowling  with  ventilators 
which  is  held  firmly  in  place  by  two  wire  cables  passing  over 
it,  in  a  groove  at  each  end,  from  one  top  longeron  to  rlir 
other.  It  is  very  easy  to  remove,  as  the  cables  art  held 


taut  by  two  wire  strainers,  which  arc  quickly  loosened  by 
means  of  a  tommy-pin,  as  shown  in  one  of  our  sketches, 
Fabric  is  employed  for  the  covering  of  the  fuselage  except 
for  the  engine  section  and  cockpit  decks,  where  three-ply 
wood  is  used,  and  in  the  nose,  which  is  of  metal.  The  fuselage 
may  easily  be  laid  bare  by  means  of  a  patent  lacing  device, 
.similar  to  that  employed  in  furniture  upholstery. 

The  engine,  a  90  h.p.  air-cooled  Type  ia  R.A.F.,  is  mounted 
direct  on  to  the  top  longerons,  and  is  partially  enclosed  by  a 
metal  cowling-ram  air  scoop.  It  drives,  through  the  usual 
gearing  with  this  type  of  engine,  a  four-biaded  tractor  screw 
<)  ft.  3  ins.  diamctoi  The  exhaust  from  the  engine  is 
discharged  behind  the  rear  cockpit,  thus  giving  a  silencing 
effect  and  a  freedom  from  fumes. 

An  orthodox  V-type  landing  chassis  is  fitted  in  which  the 
tubular  axle  is  sprung,  by  elastic  cord,  from  the  apex  of  the 
V — the  cord  being  protected  at  the  bottom  by  a  metal  strip. 
The  front  and  rear  tie-rods  of  the  chassis  struts  are  encased 
in  a  streamline  metal  fairing,  and  the  axle  lies  in  a  groove 
formed  in  the  top  of  this  fairing.  A  stout  tail  skid  is  fitted, 
and  in  order  to  facilitate  steering  when  on  the  ground,  it 
is  connected  up  to  the  rudder  bar. 

The  principal  characteristics  of  the  P.y  are  as  follows  : 

27  ft.  6  ins. 


Span 
O.a.  length 
On.  height 
Chord  .  . 


2  4 
to 


8 

o 

6 


C  <tip  *  .  . .  , ,  , , 

Angle  of  incidence 
Dihedral  angle 
Area,  of  main  planes 
Area  of  ailerons  , , 

Area  of  tail  plane  .  , 

Area  of  elevators 

Area  of  fin  . .  . .  , . 

Area  of  rudder 

Weight  of  machine  empty 

Weight  of  machine  (full  load) 

Weight  per  h.p. 

Weight  per  sq.  ft. 

Speed  (full  load,  t,ooo  ft.) 

Climb  (full  load),  in  8£  mins,  . . 
Ceiling  .. 

Range  (full  throttle) 


3  »  6  » 


2i° 

285  sq.  ft. 
38  .. 


24  *< 

t*t  1  n 

2*  * 


Hi 


1,24-1  lbs. 


'.77°  » 
T7‘ 7  » 

104  m.p.h. 
5,000  ft. 
14,000  ft. 

3  brs. 


0  0 


0  0 


THE  LONDON-CONTINENTAL  SERVICES 

FLIGHTS  BETWEEN  SEPTEMBER  3  AND  SEPTEMBER  Ih,  INCLUSIVE 


• 

J3 

23 

Bf 

£ 

s 

oc 

a 
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« 

No.  of 
flights 
carrying 

n 

li 

- - - - - - - 

Average  flying 
time 

Type  and  (in  brackets) 

RoutcJ  *• 

<E 

O 

d 

£ 

rt 

a. 

0 

6 

S5 

Mails 

Goods 

cu 

’S  B 

0  0 

d  u 

X 

Fastest  rime  made  by 

Number  of  each  type  flying 

Crovdon-Paris . 

103 

295 

38 

72 

IOX 

h.  m 

■2  24 

D.H.  34  G-EBBU  (ih.  47m.) 

B.  (5),  D.H.  34  (6).  G.  (ro). 

Paris-Croydon  ... 

rro 

33J 

22 

64 

97 

3  1° 

D.H.  34  G-EBBU  (rh.  5Sm.) 

H  P\V,SH(3),  Sp.  (5),  Vi.  (1). 

B.  (5).  D.H.  34  (6)-  G.  (io), 

Croydon-Brussels 

12 

62 

—  - , 

IX 

2  20 

D.H.  34  G-EBBW  (ih.  50m  ) 

I1.P.W.3B  (3),  H.P.  400  (1), 
Sp-  (5)r  Vi.  (t). 

D.H.  1 8  (1),  D.H.  34  (4). 

Bru  ss  els-Croy  don 

12 

Cl 

— 

12 

2  .44 

D.H.  34  G-EBBW  (zh.  3m.) 

D.H.  18  (r),  D.H.  34(4). 

Cr  oy  don-Rot  terda  m  - 

12 

3 

1  r 

1  r 

12 

2  35 

Fokker  H-NABM  (2h.  om.) 

F.  (b). 

Amsterdam. 

Amsterdam^Rotterdam- 

11 

2  3 

9 

9 

IO 

2  57 

Fokker  H-NABV  (2h.  9m.) 

F.  (6). 

Croydon. 

Totals  for  2  weeks.  ... 

260 

777 

80 

156 

243 

♦  Not  including  *'  private  ”  flights.  f  Including  certain  journeys  when  stops  were  made  e n  route. 

t  Including  certain  diverted  journeys.  §  Rotterdam. 

Av,  =  Avro.  B  -  Breguet.  Br.  =  Bristol.  Bt.  =  B.A.T.  D.H. 4  =  De  Havilland  4,  D.H. 9  (ere.;. 

F.  --  Fokker.  Fa.  =  Farraan  F.50.  G.  =  Goliath  Farrnan.  H.P.  ^  Handley  Page.  Af.  -  Martinsyde.  Sp.  —  Spad. 
Vi.  -  Vickers  Vijny.  Yu.  —  Vickers  Vulcan.  W.  =  Westland. 

The  following  is  a  list  of  firms  running  services  between  London  and  Paris,  Brussels,  etc.,  etc.: — Co.  des  Grandes 
Expresses  Adriennes  ;  Daimler  Hire,  Ltd.  ;  Handley  Page  Transport,  Ltd.  ;  Iastone  Air  Line  ;  Koninklijkie  Luchtvaart 
Maatscbappij  ;  Messageries  Adriennes  ;  Syndicat  National  pour  1‘fitude  des  Transports  A6riens  ;  Co.  Transa6rienne. 

Incidental  Flying. — A  bi-daily  service  between  Lympne-Ostend  has  been  maintained  by  the  De  Havilland  Cu.  A  busy 
time  was  spent  at  Croydon  by  the  Aircraft  Disposal  pilots  testing  various  machines. 
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GLIDING,  SOARING 

Those  wishing  to  gel  m  touch  with  others  interested  in  matters 
relating  to  gliding  and  the  construction  0/  gliders  are  invited 
(0  write  to  the  Editor  of  Flight,  who  will  be  pleased  to  publish 
such  communications  on  this  page,  in  order  to  bring  together 
those  who  would  like  to  co-operate,  either  in  forming  gliding 
clubs  or  in  private  collaboration. 

GlidbR  or  Aviette  is  a  question  which  appears  to  be  well 
to  the  fore  at  the  present  moment.  In  Germany  there  is, 
at  the  moment,  a  preponderance  of  the  “pure  gliding" 
school,  while  in  France — due  probably  in  some  measure  to 
the  relatively  poor  results  obtained  at  Combegrasse — there 
are  many  who  maintain  that  we  are  on  the  wrong  track  in 
spending  time  and  money  on  gliding  experiments,  and  that 
greater  progress  would  be  made  by  studying  the  problem  of 
mechanical  ly-propel  led  flight  with  machines  fitted  with 
engines  of  very  low  power.  M.  Floruit,  the  famous  French 
pioneer,  has  no  great  belief  in  the  future  of  the  glider,  but 
thinks  that  (lie  "  motor-cycle  of  the  air"  offers  possibilities. 
Me  has  backed  up  lies  opinions  by  offering  a  prize  of  15,000 
francs  to  the  French  pilot  who,  flying  from  the  French  coast, 
across  the  Channel,  turning  above  British  soil  and  returning  to 
alight  on  French  soil,  has  made  the  double  crossing  of  the 
Channel  with  the  smallest  fuel  consumption.  To  win  the 
prize  it  is  necessary  that  the  petrol  consumed  must  not 
exceed  5  litres  (o-06  gall  ).  It  will  be  remembered  that 
M-  Bldriot  was  the  first  to  fly  across  the  Channel  (in  1909), 
and  that  1 1  is  flight,  made  on  the  small  Hleriot  monoplane 
with  a  fan-type  Anzani  engine  of  28  h.p.,  was  in  those  days 
quite  as  difficult  a  feat  as  is  the  one  which  he  now  demands 
from  competitors  for  his  prize. 

*  *  * 

( JttADtTAt  i  v  the  durations  established  with  gliders  in  France 
are  being  an  reaped.  Batbot,  who,  after  the  closing  of  the 
meeting  at  <  'ombegrasse,  made  an  unofficial  flight  of  9  minutes' 
duration  h;r  now  increased  this  to  20  mins.  31  secs.  Starting 
from  the  Superbagnerew  in  the  1 ’ynhioes,  he  headed  into  a 
fairly  .? long  wind,  and  succeeded  in  remaining  aloft  for  the 
period  staled.  It  is  not  known  where  he  landed,  but  his 
s  tarting-p*  unt  wa  about  0,000  ft  above  sea  i eve l .  I  f  tire  flight 
i-  homologated  it  will  constitute  a  record  for  France. 


AND  AIR-SAILING 

As  we  have  received  from  a  number  of  readers  requests  ip 
publish  particulars  of  some  of  the  successful  wing  section.-: 
used  on  German  gliders,  we  give  below  the  dimensions  and 
aerodynamic  characteristics  of  the  section  known  as  Gottingen 
No.  441.  The  dimensions  of  this  section,  expressed  in 
percentage  of  the  chord  at  stations  placed  at  the  stated 


distance 

from  the  leading  edge, 

similarly 

expressed,  are  a 

follows 

Dimensions  of  Gottingen  No.  441 

Section 

Station 

Camber  (per  cent.). 

Stat  ion 

Camber  (per  cent, 

(per 

^ - A 

(per 

t 

A - , 

cent.). 

Upper. 

Lower. 

cent  ),  Upper. 

Lower) . 

0 

3-iy 

3*  ty 

40 

16*97 

2*48 

1*25 

6-12 

1  *ob 

50 

1.V43 

3-30 

2-5 

743 

o-33 

60 

1.3 ’3d 

3*72 

9*68 

O'H 

7° 

10-90 

3-72 

7‘5 

1 1  •  60 

0*00 

So 

7-80 

3  •  24 

TO 

I3-03 

0  -  XI 

90 

4  ■  26 

1 -88 

1.5 

15*16 

o-35 

93 

2*32 

1-06 

20 

rd -49 

o*8o 

TOO 

0*27 

0*00 

30 

l7’  55 

1  -6o 

The  aerodynamic  characteristics  were  found  by  experiments 
in  one  of  the  Gottingen  wind  tunnels  to  be  as  follows  : — 


Angle  of 
incidence. 

Lj 

(absolute). 

L/D. 

Angle  of  L,- 

incidence.  (absolute). 

L/D. 

—  8 

0-073 

i*7 

6 

0*56 

x  1 .0 

--6 

O-  120 

4*0 

8, 

o*6  2 

10*0 

—  4 

0  •  200 

14  *5 

10 

o*68 

9*4 

—  2 

0*2/5 

13-2 

12 

o-73 

8*5 

0 

34 

14*6 

14 

o*  78 

7*7 

0*42 

■3-3 

16 

0*80 

6*8 

4 

0*48 

1  !•  2 

18 

— 

5*8 

*  *  * 

Recently  we  announced  that,  it  was  rumoured  that  the 
d  •  Havillatid  Aircraft  Co.  were  building  a  glider,  but  that 
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Capt.  F.  Warren  Merri  am,  who  taught  we  forget  how 
many  thousand  K.N.A  S.  and  R.A.P.  pupils  to  fly  during 
Lhe  War,  is,  we  learn,  quietly  building  a  glider  down  on  the 
Isle  of  Wight.  It  is,  we  believe,  our  old  friend  Merriam’s 
intention  to  enter  the  glider  for  the  Daily  Mail  competition 
this  autumn,  and  his  many  years’  experience  on  the  old 
"  box  kites  "  should  stand  him  in  good  stead  :  after  all, 
flying  a  box  kite  (50  Gnome)  with  a  passenger  behind  you 
was  not  unlike  flying  a  glider.  If  3  011  wanted  to  get  upstairs 
you  had  to  make  use  of  every  little  gust  to  help  you,  other¬ 
wise  the  climb  was  not  spectacular.  We  are  extremely  glad 
to  hear  of  one  of  the  “  old  boys  ’’  taking  up  this  new-  sport, 
and  should  like  to  hear  from  others  interested. 


we  could  not  vouch  for  the  accuracy  of  this  statement.  We 
now  learn  that,  for  once,  rumour  is  true,  and  that  the  machine 
is,  in  fact,  being  built.  The  glider  is  to  be  flown  by  Capt. 
Herne,  the  Daimler  pilot,  and  if  it  comes  up  to  expectations 
he  intends,  after  a  few  practice  flights,  to  make  an  attempt 
to  fly  across  the  Channel  on  the  machine.  Capt.  Herne 
has  observed  that  even  power-driven  aeroplanes  feel  the 
up-currents  over  the  cliffs  along  the  Kentish  coast,  and  he 
thinks  that  a  light  glider,  by  making  use  of  these,  could 
climb  sufficiently  high  to  enable  it  to  glide  right  across  the 
Channel.  As  the  gliding  angle  of  a  good  "  sail-plane  "  might 
be  in  the  neighbourhood  of  r  in  16  or  1  in  18,  the  feat  is  not, 
perhaps,  so  impossible  as  might  appear  at  first  sight. 
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Herr  Klemperer,  the  famous  pilot  of  the  Aachen  mono¬ 
plane  glider,  who  won  the  Rhon  competition  last  year,  lias 
had.  a  nasty  accident  on  his  machine  recently.  He  had  his 
machine  secured  to  a  kite  balloon,  and  when  at  a  considerable 
height  cut  it  adrift  with  a  view  to  gliding  down  It  appears, 
however,  that  something  went  wrong  with  the  machine,  as  it 
is  stated  to  have  got  into  a  spin  which  the  pilot  could  not 
stop.  It  seems  probable  that  the  controls  of  the  glider 
must  have  got  jammed  in  some  way,  and  that  this  was  the 


cause,  otherwise  there  is  no  reason  why  the  machine  should 
not  be  capable  of  being  pulled  out  of  the  spin.  Fortunately, 
Herr  Klemperer  was  not  seriously  injured.  The  statement 
which  has  appeared  in  the  Press  to  the  effect  that  the  machine 
fell  4,000  ft.  in  15  seconds  is,  of  course,  inaccurate.  Even 
diving  vertically  at  terminal  velocity  the  machine  could  not 
have  attained  such  a  rate  of  descent,  which  would  be  equiva¬ 
lent  to  a  speed  of  180  m.p.h.  Nevertheless,  Herr  Klemperer 
was  fortunate  in  getting  oft  so  lightly. 


GERMAN  GLIDERS 

THE  RHON  COMPETITION,  1922 
Particulars  of  the  Machines  Entered 


In  last  week's  issue  of  Flight  we  published  a  photograph  of 
the  Hannover  "  Vampyr  ”  on  which  Herr  Hentzen  remaiued 
in  the  air  for  3  hours  to  minutes,  thus  winning  the  Great 
Rhon  Sailing  Prize  (Grosser  Rhon-Segel-Preis)  of  50,000  marks. 


machines,  while  brief  reference  is  made  to  the  main  features 
of  some  of  the  more  interesting  gliders  of  those  which  took 
part  in  the  competition.  It  should  be  understood  that  net 
all  the  53  machines  entered  turned  up,  while  out  ol  the 


The  Hannover  “  Greif  ”  (Condor)  is  a  refined  edition  of  the  famous  “  Vampyr,”  but  has  not  yet  been  sufficiently 
tuned  up  to  do  very  extended  flights,  although  a  number  of  very  creditable  flights  have  been  made  on  it.  The 
monoplane  wing  has  a  pronounced  taper,  and  the  fuselage  is  carefully  streamlined.  The  right-hand  photograph, 
which  show’s  the  “  Greif  ”  in  flight,  gives  a  good  idea  of  the  Rhon  hills. 


O.ving  to  the  space  occupied  by  the  report  of  the  King’s 
Cup  Race  around  Britain,  it  was  not  possible  to  publish 
particulars  of  the  53  machines  entered  for  the  German 
competition  and  illustrations  of  some  of  the  more  interesting 
of  these.  We  promised,  however,  that  this  information 
should  be  published  in  the  present  issue,  and  consequently 
on  p.  548  will  be  found  a  table  giving  data  relating  to  all  these 


number  that  did  take  part  not  more  than  a  comparatively 
few  achieved  notable  success,  although  many  put  up  very 
credital  >le  performances. 

Referring  to  the  accompanying  table,  it  will  be  seen  that 
the  Imonoplane  type  was  in  tin  majority  by  far,  38  machines 
being  of  thus  type,  while  only  1 5  were  biplanes,  ora  percentage 
of  monoplanes  of  more  than  70  per  cent.  This  fact  may 


The  Darmstadt  monoplane,  piloted  by  Bottsch,  flying  over  the  Dresden  biplane.  In  the  right-hand  photograph 
the  Dresden  biplane  is  shown  just  after  getting  away.  Note  the  two  men  holding  the  starting  rope. 
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be  accounted  for  partly  by  the  fact  that  the  Germans  have 
for  a  number  of  year's  specialised  on  the  development  of 
thick-section  cantilever  monoplane  wings,  and  partly  by  the 
resemblance  of  the  monoplane  to  a  bird.  It  may  be  assumed 


type,  and  all  that  can  be  definitely  asserted  at  the  moment 
is  that,  up  to  the  present,  the  monoplane  type  appears  to 
have  achieved  most  successes  in  the  matter  of  carrying  off 
prizes. 


DARMSTADT  No.4 


SPAN  top  2a-  7  aoT-ron  22 
l  [NCTH  18-0 
AREA  i  50  Sq  Ft 


DARMSTADT  No. 5 


DARMSTADT  No. 6 


SPAN  A\  —  A 
LENGTH  10-0 
AREA  !72  5<,Fc 


SPAJN  39  -  &" 
LENG7  n  i  0  -  O" 
AREA  '  T 2  5q  Ft 


THE  THREE  DARMSTADT  MACHINES  :  General  arrangement  drawings. 


that  among  those  who  entered  machines  not  a  few  were 
amateurs  in  design,  and  to  tlie.se  it  is  natural  to  suppose  that 
the  monoplane  would  appeal  strongly,  with  its  possibilities 
of  clean  outlines,  un marred  by  the  unsightly  struts  and 
bracing  of  the  biplane.  It  should  be  pointed  out,  however, 
that  as  yet  there  are  not  sufficient  data  available  to  enable 
one  to  state  definitely  that  the  monoplane  glider  is  neces¬ 
sarily  the  better  form.  In  spite  of  its  cleaner  lines  the 


TWO  DARMSTADT  FUSELAGES  5  Top,  the  body  of 
the  Type*4  monoplane  ;  bottom,  the  nacelle  of  the 

biplane. 


The  Hannover  “  Vantpyr," — A  scale  drawing  of  the  Han¬ 
nover  monoplane  on  which  first  Martens  and  later  Hentzen 
made  such  remarkable  flights  was  published  in  our  issue  of 
August  31,  1922.  This  drawing  represented  the  machine 
in  the  form  in  which  it  was  used  in  1921.  It  was  pointed 
out  that  alterations  had  been  made,  and  from  the  photograph 
published  on  p.  334  in  our  last  issue  (this  photograph  was 
taken  almost  directly  from  below  the  machine)  it  was  apparent 
that  the  chief  alteration  was  the  addition  of  triangular  pieces 
to  the  trailing  edge  of  the  wing  tips  In  its  earlier  form  the 
machine  had  tapered  wings,  but  the  alteration  made  turned 
this  taper  into  swept-back  tips  and  also  slightly  increased  the 
area.  One  result  of  the  change  would  appear  to  be  a  slight 
shifting  to  the  rear  of  the  centre  of  pressure,  and  it  may  be 
assumed  that  in  its  original  form  the  machine  was  slightly 
tail-heavy.  It  seems  reasonable  to  suppose  that  a  glider 
should  have  its  centre  of  gravity  fairly  far  forward  and  its 
tail  set  at  a  negative  angle,  and  this  was  probably  done  in 
the  "  Vampyr,"  The  constructional  features  were  dealt 
with  in  our  description  of  the  machine  on  August  31,  and 
it  will  therefore  suffice  to  recall  that  the  fuselage  is  three-ply 
covered,  with  flat  sides.  The  wing  has  but  a  single  spar, 
and  the'necessary  torsional  stiffness  is  obtained  by  covering 


THE  HART-MESSERSCHMIDT  FUSELAGE  MONO¬ 
PLANE  :  This  is  an  experimental  type,  the  standard 
machine  having  open  tail  girders  and  no  cockpit. 


cantilever  monoplane  must  necessarily  work  out  somewhat 

heavier  than  the  braced  biplane,  and  it-  is  at  least  open  to  the  entire  leading  edge  with  thin  three-ply  wood,  which, 
discussion  whether  the  extra  weight  can  be  counterbalanced  with  the  spar,  forms  a  D-section  tube  of  light  weight,  as  well 
by  the  lower  resistance  and  consequent  finer  gliding  angle  as  having  the  advantage  of  retaining  the  correct  shape  of 
of  the  monoplane.  Time  alone  can  show  which  is  the  better  the  front  part  of  the  wing  section.  Footballs  are  used  as 
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RHON  COMPETITION,  1922 
Table  of  particulars  of  all  the  machines  entered 
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wheels,  two  being  mounted  under  the  deepest  portion  of 
the  fuselage,  one  under  the  nose  and  one  under  each  wing  tip. 
,j‘e  Haimdver  “  Greij." — In  addition  to  the  “  Vampyr  “ 
two  other  monoplanes  were  entered  by  the  students  of  the 
HlSh  School.  One  of  these,  known  as  the  “  Mucki  ” 
j  alky  )  seems  to  have  lived  up  to  its  name,  as  we  have 
been  unable  to  discover  that  it  made  any  noteworthy  flights. 
Hie  other  is  a  very  pretty  tittle  machine  called  the  “  Greif  " 
(Condor)  of  which  photographs  arc  published  herewith. 
I  his  machine  IS  a  refinement  of  the  “  Vampyr,"  having  a 
carefully  streamlined  fuselage  and  tapered  cantilever  wings, 
.he  machine  is  said  to  be  less  pleasant  to  fly  than  the 
V  ampyr,  possibly  because  it  has  not  yet  been  so  thoroughly 
flown-m  (  eingeflogen,”  the  Germans  call  it)  as  the  older 
mode1-  Several  very  good  flights  were,  however,  made  with 
uie  Greif,  and  when  perfected  as  regards  trim,  etc.,  by 
extensive  trials  and  alterations  should  prove  a  very  fine 
little  machine.  It  i.s  somewhat  smaller  in  span  and  area 
chan  the  V  ampyr,  ’  and  probably  the  wing  loading  is  slightly 
greater,  but,  on  the  other  hand,  the  drag  of  the  complete 
machine  is  probably  considerably  lower,  owing  to  the  better 
streamlining.  The  "  Greif  ”  appears  to  have  but  a  single 
loot  ball  wheel”  under  the  centre  line  of  .the  fuselage,  and 
when  on  the  ground  one  wing  tip  is  always  touching.  Possibly 
this  tact  may  be  in  part  responsible  for  the  relatively  small 
use  that  was  made  of  this  machine,  as  there  would  appear  to 
I,c  considerable  risk  of  damage  to  the  wing  tips  in  landing. 

/  he  Darmstadt  Machines. — Of  the  various  "  groups  ”  that 
competed  at  Rhon  the  Hannover  students  did  best  of  all, 
owing  tor  the  remarkable  flights  made  by  Martens  and 
lent zen  on  the  ”  Vampyr.”  So  much  was  this  the  case 
that  nearly  all  the  first  prizes  were  won  by  representatives 
ol  the  Hannover  High  School.  Other  institutions,  however, 
also  collected  respectable  prizes,  notably  the  Darmstadt 
group  (Akademischer  Fliegergruppe,  Hochschule,  Darm¬ 
stadt),  whose  students  had  entered  three  machines  for  the 
competition.  By  the  courtesy  of  Flugsport  we  are  able  to 
pu  flush,  in  addition  to  our  own  photograplis,  general  arrange¬ 
ment  drawings  of  the  three  Darmstadt  machines,  two  of 
which  are  monoplanes  and  one  a  biplane. 

Of  the  three  Darmstadt  machines  the  one  which  appears 
to  have  done  best  is  No.  4  (“  Edith  "),  which  was  piloted  by 
ottsch.  This  machine,  which  is  shown  both  in  photographs 
and  scale  drawings,  is  a  parasol  monoplane,  in  general 
arrangement  not  unlike-  the  Hannover  ■'  Vampyr  ”  ;  that  is 
to  say,  it  has  a  ply-wood  covered  fuselage  writh  a  monoplane 
wing  placed  above.  The  wing  construction  is,  however, 
somewhat  different  from  that  of  the  Hannover  machine, 
9n  account  of  the  employment  of  turo  wing  spars, 
the  Edith  Ls  not  a  true  cantilever  machine,  as  two  struts 
on  each  side  slope  outwards  for  a  considerable  distance  from 
tlie  lower  longerons  of  the  body.  The  monoplane  wing  is 
straight  and  non-tapered  both  in  chord  and  thickness,  and 
is  built  up  of  two  halves  joined  on  the  centre  line  of  the 
fuselage.  As  in  the  Hannover,  the  entire  leading  edge  is 
covered  with  three-ply  wood  to  give  extra  stiffness  and  to 
retain  the  shape.  The  fuselage  is  rectangular  section  with  a 
triangular  portion  added  behind  the  pilot's  seat  The  under¬ 
carriage  is  in  the  form  of  two  skids  (flexible)  of  ash.  The 
weight  of  the  machine  empty  is  stated  to  be  200  lbs.,  so  that 
assuming  a.  weight  of  160  lbs.  for  the  pilot,  the  total  loaded 

weight  is  360  lbs.  and  the  wing  loading  — —  =2-1  Ibs./sq,  ft., 

which  is  fairly  high  for  a  glider.  Nevertheless,  Bottsch  on 
this  machine  was  awarded  third  prize  in  the  competition  for 
slowest  rate  of  descent.  The  Darmstadt  monoplane  No.  6 
(  Gcheimrat  ")  was  piloted  by  Hackmack,  and  received 
second  prize  in  the  slow  rate  of  descent  competition.  Generally 
the  “Gcheimrat  ”  is  not  greatly  different  from 
Edith,  but  its  monoplane  wing  is  divided  into  three 
separate  portions,  a  large  centre  section  and  two  tapered 
end  pieces.  The  wing  is  so  mounted  that  the  angle  of 
incidence  can  be  adjusted  during  flight.  The  weight  of  the 
machine  is  the  same  as  that  of  the  "  Edith  "  (200  lbs.),  as 
is  also  the  wing  loading.  The  wing  is  carried  on  two  vertical 
extensions  of  the  sides  of  the  fuselage,  and  no  external  bracing 
struts  are  employed. 

The  third  Darmstadt  machine  is  a  small  biplane  with  a 
short  enclosed  nacelle  and  open  tail  booms.  To  a  certain 
extent  the  machine  is  reminiscent  of  the  early  Caudron 
biplanes,  except  that  the  skids  on  which  it  laftds  are  not 
continuations  of  the  lower  tail  booms,  but  are  a  separate 
structure.  The  biplane  wings  show  the  usual  ware  bracing, 
but  lateral  control  is  by  wing  warping.  One  of  our  photo¬ 
graphs  shows  the  construction  of  the  nacelle.  As  in  the 
monoplane,  three-ply  wood  is  extensively  used, 

Iti  our  introductory  remarks  it  was  pointed  out  that  the 
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On  the  left  Baron  Freybcrg  is  seen  flying  the  llart-Messerschmidt  monoplane.  Note  the  central  skid  and  open 
tail  boom  girder.  On  the  right  Dr.  Sultan  is  shown  testing  his  light  biplane  glider  as  a  kite  before  launching  it 

as  a  glider. 


c  inti  lever  monoplane  is  necessarily  somewhat  heavier  than 
a  biplane  structure.  The  wing  area  of  the  Darmstadt  biplane 
is  150  s<).  ft.,  and  the  weight  empty  is  no  lbs.,  so  that  with 
pilot  on  board  the  wing  loading  of  the  biplane  is  approxi¬ 
mately  i  •  8  lbs.  q.  It.,  jn  spite  of  the  fact  that  the  area  is 
some  >.:  s<).  It.  smaller  than  that  of  the  monoplanes  On  the 
other  hand,  the  monoplanes  probably  have  a  considerably 
higher  maximum  litt  coefficient 

*Jh'  D;v  ulru  M  n  hmn.  -  Flngtechtilsche  Verein,  Dresden, 
were  represented  by  two  machines,  one  a  monoplane  designed 
this  year,  which  docs  not  appear  to  have  accomplished  very 

E  E 


ms 1, 

much,  and  the  other  last  year's  machine,  a  biplane  known 
as  the  F.V.D.  rgai.  This  machine  is  shown  in  the  accom¬ 
panying  photographs,  aDd  its  main  dimensions  are  given  in 
the  table  of  characteristics.  It  is  a  biplane  of  fairly  orthodox 
design,  and,  like  the  Darmstadt  machines,  lands  on  skids. 
Piloted  by  Seiferth  and  Spies,  the  Dresden  biplane  won  lust 
prize  for  total  duration  In  the  air,  with  J.Syi  secs.  This 
aggregate  was,  of  course,  obtained  as  a  result  of  a  great 
number  of  flights.  This  machine  also  won  second  prize  in 
the  distance  competition,  with  a  distance  of  2*7  km  (1*7 
miles),  and  sundry  other  prizes. 

E  E 


It  is  difficult  to  form  any  very  clear  opinion  of  the  true 
tacts  of  a  case  which  has  been  given  considerable  prominence 
in  the  Press  during  the  week.  Wo  refer  to  the  position  of 
Peter  Hooker,  Ltd.,  of  Walthamstow.  As  is  well  known, 
this  firm  is  in  voluntary  liquidation,  and  a  receiver  has  been 
appointed,  and  it  appears  that  the  question  now  arises 
whether  the  Treasury  is  justified  in  waiving  one  of  its  rules — 
not  to  place  orders  with  a  firm  in  liquidation.  From  the 
facts  that  have  appeared,  it  seems  that  there  is  hope  that  the 
Treasury  -.anction  might  be  obtained,  but  that  the  Air  Ministry 
has  refused  to  place  an  order  with  the  Walthamstow  firm, 
the  allegation  being  that  the  Air  Ministry  has  expressed 
willingness  to  place  the  order  for  the  new  engine  (which  the 
linn  is  stated  to  have  developed),  with  another  firm.  The 
matter  really  appears  to  «e  quite  simple.  If  the  firm  in 
question  has  produced  an  engine  which  marks  a  step  forward 
(we  have  no  knowledge  whatever  of  the  facts),  and  the  firm 
is  willing  to  wait  until  next  year  for  payment,  it  is  clearly 
the  duty,  of  the  Air  Ministry  to  place  the  order  with  Peter 
Hooker's  and  not  with  another  firm.  On  the  other  hand, 
if  the  reason  is  simply  the  Treasury  regulation,  and  the  idea 
i-,  to  get  around  it  by  having  the  order  placed  with  another 
firm,  then  it.  certainly  appears  unjust  to  make  the  develop¬ 
ment  of  a  new  engine  contingent  upon  the  handing  over  of 
all  drawings  by  the  originators,  simply  because  of  some 
red  tape  rule.  Surely  with  a  little  goodwill  on  all  sides  it 
should  be  possible  to  arrive  at  some  arrangement  more  fair 
to  all  concerned,  if  the  merits  of  the  new  engine  entitle  it 
to  consideration. 

If  Sir  John  Snlmond  has  been  quoted  correctly,  it  would 
appear  that  there  has  been  very  good  justification  for  the 
criticisms  levelled  against  India's  neglect  of  her  Air  Service. 


Sir  John  is  reported  to  have  stated  that  out  of  six  squadrons, 
totalling  70  aeroplanes,  not  more  than  10  machines  were  fit 
to  take  the  air,  awing  to  the  embargo  placed  by  the  Indian 
Government  upon  urgently'  needed  spares  from  home.  How¬ 
ever,  it  may  be  taken  as  read  that  Sir  John  Salmond,  in  the 
report  which  he  has  prepared,  has  expressed  his  views  in 
no  uncertain  terms,  and  that,  in  view  of  the  publicity  recently 
given  to  the  state  of  affairs,  improvements  will  not  be  long 
delayed.  It  should,  of  course,  be  clearly'-  realised  that  the 
Air  Ministry  is  not  to  blame  in  the  matter,  as  the  personnel 
and  materiel,  once  having  been  supplied,  pass  from  the  control 
of  the  Air  Ministry.  The  blame  lies  with  the  Indian  Govern¬ 
ment  and  with  the  Commander- in-Chief.  and  the  whole  affair 
provides  a  striking  example  of  the  folly  of  misguided 
“  economy." 

Every  now  and  then  the  question  of  Diesel  or  semi-Diesel 
types  of  aero  engines  crops  up,  and  occasionally  the  statement 
is  made  that  at  last  the  engine  is  within  sight.  Usually  the 
truth  is  that  some  sort  of  results  have  been  obtained  with 
single-cylinder  units,  but  from  that  to  the  complete  engine, 
mounted  on  an  aircraft  and  not-on  a  very'  substantial  test 
bed,  is  rather  a  far  cry.  The  one  is  byr  wrav  of  being  a  labora¬ 
tory  experiment,  white  the  other  is  a  hard  reality.  1 1  appears, 
however,  that  at  last  rumour  is  really  beginning  to  approach 
to  being  face.  The  new  engine  which  is  being  developed  by 
Beardmores  is  stated  to  be  nearly  completed,  ami  from 
preliminary  experiments  it  appears  that  there  is  promise 
of  the  new  engine  carrying  us  a  long  step  towards  the  practical 
high-compression  engine  w'hich,  when  it  arrives,  will  do 
perhaps  more  than  any  other  single  item  in  changing  the 
expression  "  Civil  aviation  "  into  "  Commercial  aviation." 
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LONDON  TERMINAL  AERODROME 


Monday  evening,  September  iS. 
After  the  excitement  of  the  Round-Britain  Race,  the 
aerodrome  has  appeared  particularly  quiet  this  week,  even 
though  there  is  still  a  steady  stream  of  passengers  in  and 
out.  The  arrangements  for  the  opening  of  the  new  British 
services  have  advanced  a  few  steps  forward,  but,  generally 
speaking,  there  is  an  air  of  expectancy  prevailing,  and  existing 
services  appear  to  be  run  in  a  half-hearted  sort  of  way. 

On  Friday  afternoon  One  of  the  Daimler  machines  left  on  a 
trial  trip  over  the  London* Berlin  route  to  make  arrangements 
for  the  running  of  the  regular  service.  This  machine  was 
G-EBBS,  which  has  now  nearly  90,000  miles  of  airway  hying 
to  its  credit,  and  carried  a.s  passengers  Col.  Searle  and 
Maj.  Woods  Hum  treys,  while  Capt.  Hinchelifte,  who  is  to  be 
aerodrome  manager  for  the  Daimler  Airway  at  Amsterdam, 
acted  as  pilot.  In  addition,  a  representative  of  the  insurance 
company  travelled  in  the  machine,  evidently  to  appraise 
the  risks  along  the  new  route. 

There  is  a  considerable  amount  of  negotiation  going  on 
between  the  Air  Ministry  and  the  German  Government.  The 
latter  are  attempting  to  use  the  fact  that  we  wish  to  run 
British  air  services  to  Germany  as  a  lever  to  e liable  them  to 
obtain  the  removal  of  some  of  the  Allied  restrictions  on  German 
commercial  flying.  It  is  probable  that  the  visit  of  Col.  Searle, 
who  is  to  meet  representatives  of  the  Deutsch  Luft  Reederei, 
the  biggest  of  the  German  commercial  air  firms,  will  do  much 
to  bring  these  differences  to  a  satisfactory  conclusion,  and 
probably  some  working  agreement  will  be  made  between  the 
two  companies. 

Plans  for  a  Motor-Cycle  of  the  Air 

I  understand  that  when  M.  Fokker,  the  famous  Dutch 
designer,  heard  that  Capt.  Flincheliffc  was  to  be  stationed 
at  Amsterdam,  he  immediately  enlisted  his  aid  in  connection 
with  his  gliding  experiments,  and  these  are  now  to  be  elabo¬ 
rated,  and  flights  made  along  the  Dutch  coast.  M.  Fokker’s 
ultimate  idea  is  to  evolve  a  small  semi-glider,  with  a  2  h  p. 
engine,  that  will,  he  hopes,  make  flying  a  popular  sport. 

A  dramatic  incident  occurred  on  the  aerodrome  on  Thursday 
just  before  the  Instone  air-liner  left  for  Paris  at  11.30  a.m. 
One 'of  the  passengers,  who  had  arrived  in  his  own  car  to 
travel  by  this  machine,  was  detained  by  the  C.I.D.  man  in 
the  immigration  office,  and  was  later  arrested  by  Scotland 
Yard  detectives.  It  appears  that  a  warrant  had  been  out 
for  his  arrest  since  June  22,  and  he  had  already  been  across 
to  the  continent  twice  by  boat  and  train  without  being 
detected. 

So  close  is  the  watch  now  kept  at  the  air-station,  however, 
that  he  was  immediately  recognised  as  one  of  the  long  list 
of  people  whom  the  C.I.D.  officers  have  orders  to  detain. 
He  was  quite  resigned  to  his  fate,  and  sent  his  own  car  to 
Scotland  Yard  to  fetch  the  detectives  with  the  warrant  to 
arrest  him.  This  is  the  first  time  that  anyone  has  been 
arrested  here  while  attempting  to  leave  the  country  by  air. 

Capt.  E.  D.  C.  Herne,  of  the  Daimler  Airway,  made  an 
extremely  rapid  motor-car  journey  from  Paris  to  London 
during  the  week.  He  had  a  day's  leave  from  flying,  and 
spent  it  fetching  a  motor-car  chassis  from  Paris.  He  left 
London  on  the  night  train,  and,  arriving  in  Paris  about 
6.30  a.m.,  took  delivery  of  a  Hispano  chassis,  and  set  oft 
for  London,  driving  this  chassis,  at  8  a.m.  In  spite  of  the 
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fact  that  lie  had  to  have  this  chassis  hoisted  aboard  a  cargo- 
boat,  and  then  run  round  and  catch  the,  passenger  steamer 
himself  in  order  to  get  across  the  Channel — with  a  similar 
performance  on  this  side  when  it  was  unloaded — he  reached 
the  air-station,  covered  in  mud,  by  about  six  o’clock  the 
same  evening.  He  tells  me  that  along  the  French  roadsMie 
was  touching  85  m.p.h.  at  times  ! 

Capt.  Leverton,  of  the  K.L.M.,  has  been  over  to  Rotterdam 
during  the  week  to  visit  the  aviation  meeting  there,  and 
presumably  to  talk  over  the  coming  opposition  in  the  shape 
of  the  competition  from  the  new  Daimler  line  through  Holland 
to  Berlin. 

He  tells  me  that  the  aviation  meeting  has  been  a  great 
success,  and  that  the  arrangements  of  the  hotel  and  offices 
at  the  Rotterdam  aerodrome  are  ideal-  The  buildings  are  so 
arranged  that  it  is  possible  to  sit  in  the  hotel  and  watch  all 
that  is  going  on.  The  authorities  there  have  taken  every 
step  to  make  the  meeting  popular,  even  to  providing  a  fair 
in  the  grounds  adjoining.  The  only  British  machine  there 
appeared  to  be  the. Vickers  "  Vulcan,”  flown  by  Messrs. 
Cockerill  and  Broome,  which  was  busy  taking  up  joy-riders. 

Traffic  on  the  London-Brussels  Route 

Traffic  on  the  Instone  Air  Line’s  Brussels  service  is,  in 
spite  of  the  usual  inexplicable  fluctuations,  on  the  whole 
good.  On  Saturday  there  were  no  fewer  than  14  passengers 
from  London  to  Brussels,  whiQi  is  to  some  extent  surprising, 
as  the  bulk  of  this  traffic  is  from  Brussels  to  London 

The  jietrol  competition  on  the  aerodrome  is  still  keen,  and 
the  latest  move  is  the  erection  by  the  Anglo-American  Oil 
Company  of  an  office  next  door  to  the  Shell  Mex  establishment. 

Handley  Page  Transport  are  altering  the  times  of  their 
services  as  from  today.  The  morning  and  afternoon  services 
will  be  cancelled,  and  they  will  revert  to  their  old  original 
services,  leaving  both  London  and  Paris  at  12  noon. 

The  weather  has  continued  to  be  composed  of  the  strangest 
mixtures,  and  lias  hampered  the  services  on  several  occasions. 
Quite  a  feature  cf  the  week  has  been  the  strong  winds  which 
have  been  blowing  either  dead  against  or  right  behind  the 
machines  on  the  Paris  route.  One  day  there  would  be  a 
strong  northerly  wind,  and  the  D.H.^q’s  would  be  flying  to 
Paris  in  well  under  the  two  hours,  and  taking  nearly  three 
to  return,  while  the  next  day  the  position  would  be  reversed, 
and  rapid  return  journeys  would  be  the  rule.  Morning  mist 
and  fogs  over  the  hills,  and  in  northern  France,  have 
made  the  early-morning  newspaper  services  somewhat 
irregular. 

M.  Didier  was  back  from  his  week-end  in  Paris  early  on 
Monday,  He  informs  me  that  the  Paris-M arseillcs  service 
of  the  C.M.A.  is  running  regularly,  and  is  such  a  success  that 
there  is  talk  of  making  it  a  regular  daily  service  next  year. 
The  C.M.A.  also  intend  to  open  a  daily  service  between  Paris 
and  Cologne  in  the  spring. 

The  strong  winds  over  the  week-end  interfered  to  some 
extent  with  joy-riding,  and  the  Surrey  Flying  Services  did 
not  take  their  usual  hundreds  of  passengers  up  for  short 
flights,  although,  in  spite  of  the  wind,  there  were  a  goodly 
number  of  hardy  spirits  who  ventured  into  the  air.  There' 
are,  in  fact,  quite  a  lot  of  regular  patrons  who  arrive  at  the 
aerodrome  week  after  week  and  go  up  in  the  Surrey  Flying 
Services’  Avros. 
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A  NEW  FLYING  SCHOOL 


Visions  of  the  happy,  though  strenuous,  early  days  of  flying 
arose  when  we  received  the  announcement  that  a  new  flying 
school  is  about  to  be  started  Known  as  Fraser's  Flying 
School,  this  new  venture  is  now  ready  to  start  operations  at 
the  Kingsbury  aviation  ground  under  the  supervision  of 
Mr.  A.  Fraser,  who  has  been  connected  with  aviation  since 
the  early  days  and  has  done  a  considerable  amount  of  flying 
himself.  He  will  be  assisted  by  an  efficient  staff,  one  of 
whom,  we  understand,  is  Mr.  Phillips,  who  has  done  quite  a 
lot  of  flying  recently  in  various  parts  of  the  country,  on  his 
own  Avro. 

It  is  proposed  to  use  dual-control  Avros  for  the  initial 
training,  after  which  advanced  training  will  be  carried  out 
on  the  80  h.p.  Le  Rhone  Sopwitli  "  Pup.”  In  the  near  future 
other  machines  are  to  be  added,  such  as  the  D.H.,  etc.,  the 
idea  being  to  give  pupils  tuition  on  various  types  of  machines, 
and  not  merely  to  pass  them  out  just  fit  to  fly  on  one  particular 
type  or  make  of  machine. 


Mr-  Fraser  also  intends  fo  add  to  the  school  stud  an  entirely 
new  type  of  monoplane,  the  designs  of  which  are  now  finished, 
and  arrangements  are  being  made  for  the  first  machine 
to  be  constructed. 

The  first  twenty  pupils  to  enrol  in  the  Fraser  Flying  School 
will  be  entitled  to  a  reduced  fee  of  ,£75  for  the  course,  but  the 
regular  fee  is  to  be  ^ loo. 

It  is  not,  as  yet,  quite  decided  whether  the  School  will 
remain  permanently  at  Kingsbury,  but  in  all  probability 
Brooklands  may  be  the  future  home,  in  which  case  this 
pioneer  flying  ground  will  assume  somewhat  an  aspect 
reminiscent  of  the  very  early  days  of  flying. 

Judging  by  the  enquiries  we  receive  from  time  to  time 
it  would  seem  that  there  are  still  many  who  wish  to  learn 
flying,  so  that  this  new  school  should  find  ready  support. 
Anyway,  we  wish  Mr.  Fraser  every  success  in  his  new  venture, 
and  hope  to  report  progress  in  this  journal  from  time  to- 
time. 
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London  Gazette,  September  12. 
General  Duties  branch 

Pilot  Offrs.  to  be  Flying  Olfrs,  June  21  :  — C.  J,  Collingwood,  B.  VV.  T. 
Hare. 

The  follg.  are  transferred  to  the  Reserve  . — 

Class  ,4. — Flying  Offr.  L.  W.  Allen,  M.C.;  Sept.  r.  Flight  Lieut.  H.  V. 
Worrall,  D.S.C.  ;  Sept.  r’.  Flying  Offrs.  F.  J.  H.  Ayscough,  M.  W.  Baseden, 
G.  H.  Bittles,  G.  L.  Blake,  R.  A.  C.  Brie,  I.  G.  G.  Edgar,  VV.  H  Howell,  H.  C. 
Peirce,  G.  W.  C.  Ravenhill,  B.  R  Rulfe,  W.  J.  Sivewright ;  Sept.  12. 

Class  B. — Flight  Lieut.  C.  G.  Hetherington,  M.B.E.  ;  Sept.  12.  Flying 
Offrs.  A-  E.  W.  Finch,  A.  ].  Martin,  A.  F.  Warner,  H.  A.  L.  Way  ;  Sept'  12. 

Class  C.— Flying  Offrs.  S.  C.  Rose,  II.  J  de  Waal,  R.  W.  Warner,  J.  S.  G. 
Wrathall ;  Sept.  12. 

Flying  Offr.  H,  M.  T  Lehmann,  M.C.,  resigns  his  short  service  commn., 
anil  is  permitted  to  retain  rank  of  Capt.  ;  Sept.  re. 

Flight  Lieut.  C.  H.  B.  Teuner-ParSOn  relinquishes  his  short  service  coznnm. 
on  account  of  ill-health,  and  is  permitted  to  retain  rank  of  Capt. ;  Sept.  13. 

Stores  Brandt 

J.  A.  Coleman  is  granted  a  short  service  comiun.  as  a  Flying  Offr,,  for 
accountant  duties,  with  effect  from,  and  with  seny.  of.  Sept.  1. 

Capt.  F.  Binns,  M.B.E.,  R.  A.P.C  ,  is  granted  a  temp,  comma,  for  accountant 
duties  as  a  Flight  Lieut.,  with  effect  from  Sept.  4,  and  with  seny.  of  April  r, 
1918,  on  seconding  for  three  years’  duty  with  R.A.F. 

Flight.  Lieut.  F.  Binns,  M.B.K.,  to  be  Acting  Squadron  Leader;  Sept,  4. 
The  follg.  are  transferred  to  the  Reserve,  CL  B;  Sept.  12:  — 

Blight  Lieut. — E.  S.  Baker. 

dying  Offrs. — J.  S.  Card,  H.  F.  J.  Taylor. 


Medical  Service 

J.  F.  Cartuthers,  M.D.,  is  granted  a  temp,  commn.  as  a  Squadron  Leader, 
with  effect  from,  and  with  seny,  of,  July  31  (substituted  for  the  notification 
in  Gazette  of  Aug.  22). 

Chaplains'  Branch 

The-  Rev.  P.  T.  Hutchison  is  granted  a  short  service  commn.  as  a  Chaplain, 
with  the  relative  rank  of  Squadron  Leader,  for  the  purpose  ot  precedence 
discipline,  and  administration  ;  Sept.  2. 

The  Rev.  J,  R.  Walkey,  M.A  ,  is  granted  the  relative  rank  of  Wing 
Commander  for  the  purposes  of  precedence,  discipline,  and  administration; 
Sept.  14. 

Memorandum 

The  permission  granted  to  Sec.  Lieut.  C.  Oakley  to  retain  his  rank  is  with¬ 
drawn  on  his  joining  the  Army. 

London  Gazette,  September  15. 

General  Duties  Branch. 

The  following  are  transferred  to  the.  Reserve  (September  16)  :• 

Class  A. — Flying  Officers.  —  J.  L.  N.  Bennett-Baggs,  W,  E.  Luimon,  W.  A 
Rochelle. 

Class  B. — Flight  Lieat. — J.  M.  Burke. 

Class  C. — Flying  Officers. — H.  C  Atkin,  H.  Auliff,  H.  Vi'.  Prockter. 

Stores  Branch. 

Wing  Comdr.T.  O.  Lyons,  O.B.  E.,  is  placed  ou  half-pay,  Scale  A  (Sept  ember  9) 
(substituted  for  the  notification  in  Gazette  of  September  8). 


ROYAL  AIR  FORCE  INTELLIGENCE 


Appointments. — The.  following  appointments  in  the  Royal  Air  Force  are 
notified : — 

Wing  Commander. — J.  N.  Fletcher,  A.F.C.,  from  Air  Ministry  (D.  of  E.) 
to  No.  1  Flying  Training  School  (Inland  Area).  (Supernumerary.)  19.22. 

Squadron  Leaders. — J.  A.  G.  de  Courcy,  M.C.,  from  R.A.F.  Base,  Gosport 
(Coastal  Area)  to  R.A.F.  Depot  (Inland  Area).  (Supernumerary.)  i.to.22. 
A,  W.  F.  C.Jenny,  M.C.,  D.F.C.,  from  Headquarters,  R.A.F.  India  (India) 
to  command  No.  28  Squadron.  1.8.22.  E.  Rivers-Smith,  M.B.E. .  from 
R.A  F.  Depot  (Inland  Area)  to  No.  1  Group  Headquarters  (Inland  Area). 
12.9.22. 

Flight  Lieuts. — G.  C.  Bailey,  D.S.O.,  from  School  of  Photography  (Inland 
Area)  to  R  A.F.  Depot  (Inland  Area).  (Supernumerary.)  1.10.22.  T.  C. 
Thomson,  from  Central  Flying  School  (Inland  Area)  to  R.A.F'.  Depot  (Inland 
Area).  (Supernumerary.)  1.10.22.  W.  L.  Fenwick,  from  No.  24  Squadron 
(Inland  Area)  to  No.  1  Flying  Training  School  (Inland  Area)  for  duty  as 
Adjutant  5.9  22.  A.  )..  Fiddament,  from  No.  20  Squadron  (India)  to 
Headquarters,  R.A.F.  India  (India).  24.7-22.  F.  St.  J.  Woolard,  A.F.C., 
from  No.  4  Flying  Training  School  (Middle  East)  to  No.  2t6  Squadron 
(Middle  East).  4.8.22.  A.  L.  Lingard,  from  the  Packing  Depot  to  No.  1 
Flying  Training  School  (Inland  Area).  11.9.22.  H.  H.  Balfour,  M.C.,  from 
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Headquarters  (Inland  Area)  to  Central  Flying  School  (Inland  Area). 
(Supernumerary.)  7.9.22.  D.  J.  Jones,  M.B.,  from  Research  Laboratory 
and  Medical  Officers’  School  of  Instruction  (Coastal  Area)  to  No.  1  School 
of  Technical  Training  (Boys)  (Halton).  7.9.22.  J.  K.  R.  Landells,  M.B., 
from  Research  Laboratory  and  Medical  Officers'  School  of  Instruction 
(Coastal  Area)  to  R.A.F.  Depot  (Inland  Area).  (Supernumerary.)  4.9.22. 
J.  A.  Musgrave,  from  Research  Laboratory  and  Medical  Officers’  School  of 
Instruction  (Coastal  Area)  to  No.  1  School  of  Technical  Training  (Boys) 
(Halton).  4.9.22.  R.  A.  Young,  from  Headquarters,  No.  12  Wing  (Ireland) 
to  R.A.F.  Depot  (Inland  Area)  (Supernumerary.)  9.9.22.  (Artg.  Wing 
Comdr.)  L.  J.  Ligbtfoot,  O.B.E.,  Irom  R.A.F.  Depot  (Inland  Area)  to 
Headquarters,  R.A.F  (Iraq).  (Supernumerary.)  1.9.22,  (Actg.  Sq.  Ldr.) 
F.  Binns,  M.B.E.,  from  Army  I R. A.P.C.)  to  R.A.F.  Depot  (Inland  Area). 
(Supernumerary.)  4.9.22  O.  St  Leger  Campion,  from  R.A.F.  Depot 
(Inland  Area)  to  R.A.F.  Central  Hospital  (Coastal  Area).  18.9.22.  C.  P. 
Barber,  from  Instrument  Design  Establishment  (Inland  Area)  to  R.A.F. 
Depot  (Inland  Area).  (Supernumerary-)  S.9.22.  VV.  J.  King,  D.C.M., 
from  No.  1  Stores  Depot  to  Headquarters.  R.A.F.  (India).  0.4.22.  Substi¬ 
tuted  for  the  notification  concerning  this  Officer  which  appeared  in  R.A.F. 
Intelligence  Bulletin  dated  26.4.22. 
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R.A.F.  TAKING  OVER  IRAK 


In  accordance  with  the  policy  announced  approximately  a 
year  ago,  the  Royal  Air  Force  will  take  over  on  October  1 
the  responsibility  for  the  maintenance  of  peace  in  Mesopo¬ 
tamia,  or.  u,s  it  is  now  called,  Irak  The  announcement  of 
tins  policy  followed  the  return  of  Mr.  Winston  Churchill  and 
Air  Marshal  Sir  Hugh  Trenchard  from  a  visit  to  the  East; 
and  Air  Vice-Marshal  Sir  John  Salmond,  on  his  return  from 
his  tour  of  inspection  in  India,  will  be  in  command  of  the 
R.A.F.  Jrak. 

Officers  and  nten  to  the  number  of  approximately  1,100 
left  Southampton  on  board  the  Brannar  Castle  on  September 
14,  bound  for  Mesopotamia,  and  it  is  of  interest  to  note 
that  this  was  the  first  occasion  on  which  the  R.A.F.  has 
chattered  a  ship  exclusively  for  its  own  drafts.  The  officer 
commanding  the  troops  was  Group-Capt.  the  Hon.  J.  D. 
Boyle,  with  Wing-Commander  W.  H.  Primrose  in  command 
of  the  armoured-car  section.  The  officers  and  men  were 
drawn  from  Manston  (458)  and  Uxbridge  (542)  training 
centres,  and  in  addition  to  the  officers  and  other  ranks  the 
ship’s  complement  included  two  matrons,  R.A  F.  Nursing 
Service,  four  sisters  and  four  Staff  nurses.  Flight-Lieut. 
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28th  Squadron  Dinner 

The  3rd  Annual  Reunion  Dinner  will  be  held  under  the 
auspices  of  the  28th  Squadron  Old  Boys’  Association  on 
Saturday,  October  7,  at  Vnderton’s  Hotel,  Fleet  Street,  E.C.  2. 
Assemble  at  5.30  p.m.  ;  dinner  at  6  p.m.  prompt. 

Tickets  are  now  available  at  85.  6 d.,  and  can  be  obtained 
from  the  Hon.  Secretary,  Mr.  C-.  T.  Hodges,  102,  Camden 
Street,  N.W.  1. 

Marriage  Allowance  and  Allotments  of  Pay 

The  Royal  Air  Force  is  introducing  a  new  method  for 
the  payment  of  marriage  allowances  and  allotments  of  pay. 
From  October  5  the  present  system  of  issuing  books  of 


A.  H.  Wanrt,  who,  it  will  be  remembered,  was  in  command 
of  “  R.38,”  is  making  the  journey  as  ship’s  adjutant. 

The  total  personnel  of  the  R.A.F.  in  Irak  will  number 
about  3,000.  and  four  armoured-car  companies,  a  signal 
section,  an  armoured-train  section  and  a  water  transport 
section  will  be  included  in  the  establ  ishment.  Eight  squadrons 
of  the  R.A.F.  will  be  stationed  in  Irak,  some  at  Hinadi,  some 
at  Mosul  and  some  at  Shivah.  The  squadrons,  their  equip¬ 
ment  and  their  stations  will  be  as  follows  : — 

At  Hinadi.  No.  1  (Sopwith  “Snipes” — 200  h.p.  B.R.)  ; 
No.  6  (Bristol  fighters — 275  h.p.  Rolls-Royce) ;  Nos.  8  and  20 
(D.H.  gA’s — 375  h.p.  Rolls-Royce)  ;  Nos.  45  and  70  (Vickers 
troop-carriers — two  375  h.p.  Rolls-Royce).  At  Mosul.  No.  55 
(D.H.  gA — 375  h.p.  Rolls-Royce)  ;  and  at  Shivah,  No.  84 
(D.H.  9A)  Each  Squadron  consists  of  1 2  machines  and  reserves. 

Of  the  machines  none  call  for  comment  except,  perhaps,  the 
Vickers  troop-carriers.  These  are  practically  developments 
of  the  famous  Vickers  Vimy  commercial  machine,  and  two 
types  are  in  existence,  the  Vernon  fitted  with  Rolls-Royce 
engines  and  the  Victoria  with  Napier  "  .Lions.”  It  is  not, 
however,  permissible  to  publish  details. 
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allowance  forms  will  be  discontinued,  and  postal  drafts  will 
be  issued  instead  direct  from  the  Air  Ministry  to  the  payee, 
who  will  obtain  payment  fortnightly  in  advance  at  the  post 
office  named  on  the  draft. 

Identity  certificates  (ring  papers)  will  no  longer  be  used 
when  the  new  method  comes  into  operation,  but  payees  will 
require  to  notify  the  Air  Ministry  of  all  changes  in  address. 

The  R.A.F.  Club  Cricket  Week 

The  following  changes  are  to  be  noted  :  Hou.  F.  S.  G. 
Calthorpe  is  unable  to  play  for  the  North,  and  Miles  How’ell 
is  unable  to  play  for  the  Rest  of  England.  Rhodes  (Yorks) 
will  play  for  the  North  and  the  Rest  in  place  of  these  two. 
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SOCIETY  OF  MODEL  AERONAUTICAL  ENGINEERS 
(London  Aero-Models  Association.) 

At  the  last  meeting  \fr.  \\  K.  Keans  presented  the  Society 
with  a  Cup  to  be  known  as  the  "  Model  Glider  Record  Cup,” 
and  a  hearty  vote  of  thanks  was  passed  to  Mr.  Evans  for 
his  kindness.  It  was  decided  that  members  should  congregate 
on  Parliament  Hill  on  Sunday  next,  the  24th,  at  11  o’clock 
for  1 1 .30,  when  an  effort  will  be  made  to  improve  the  present 
record  for  model  gliders. 

On  Saturday  last  members  attended  at  Wimbledon  Common 
to  compete  for  the  "  Kelly  ”  Challenge  Cup.  Unfortunately, 
the  weather  was  so  boisterous  that  the  event  had  to  be 
postponed  till  Saturday  next,  the  23rd  inst.,  at  4.30  p.m. 

Meetings  of  the  Society  will  be  held  on  Friday  evenings  at 
7.30  at  Headquarters,  20,  Great  Windmill  Street,  Piccadilly 
Circus,  W.  r,  instead  of  on  Thursdays  as  heretofore.  Anyone 
interested  in  model  aeronautics  will  be  welcomed.  Hon. 
Secretary,  A.  E.  Jones,  48,  Narcissus  Road,  West  Hampstead, 
N.W.  6.  y 


International  Air-Law  Proposals 

In  Buenos  Aires  delegates  to  the  International  Law 
Association  have  last  month  been  thrashing  out  matters 
relating  to  crime  under  international  laws.  The  possibility 
of  illegalities  occurring  via  the  air  was  naturally  one  of  the 
subjects  of  which  cognisance  was  taken,  and  at  the  discussion 
upon  this  section  it  was  agreed  that  the  radius  of  operation  of 
military  aircraft  ought,  to  be  restricted,  and  it  was  decided  to 
appoint  a  committee  to  formulate  regulations. 

The  following  regulations,  recommended  by  the  Aviation 
Law  Committee  as  providing  a  uniform  international  code  of 
law,  civil  and  criminal,  for  persons  carried  on  aircraft — a 
question  not  dealt  with  in  the  International  Convention  for 
the  Regulation  of  Aerial  Navigation,  1919 — and  amended  in 
certain  respects  during  the  discussion,  were  agreed  to:— 

(a)  Civil  Jurisdiction  (Art,  r). — The  airship  which  is  above 
the  open  sea  or  such  territory  as  is  not  under  the  sovereignty 
of  any  State  is  subject  to  the  lawrs  and  to  the  jurisdiction 
of  the  country  of  which  it  has  the  nationality.  (Art.  2). — 
Passenger  aircraft  over  foreign  territory-  remain  subject  to 
the  exclusive  jurisdiction  of  the  State  of  origin.  Private 
aircraft  over  foreign  territory  are  subject  to  the  laws  and 
jurisdiction  of  such  territory  only  in  case  of  violation  of  its 
public  safety  laws  and  military  and  fiscal  laws,  and  violation 
of  its  laws  governing  air  navigation  and  acts  committed 
on  aircraft  affecting  such,  territory.  In  all  other  respects 
private  aircraft  are  amenable  to  the  laws  and  jurisdiction  of 
their  own  flag. 

(b)  Criminal  Jurisdiction  (Art.  3). — If  during  a.  flight  of  an 
aircraft  over  any  State  or  States  or  their  territorial  waters 
wdthout  landing,  any  person  on  board  such  aircraft  commit 
any  crime,  the  person  charged  shall  be  arrested,  in  the  air 
if  necessary.  The  accused  shall  be  tried  and  punished  in 
accordance  with  Article  2.  The  State  in  which  the  aircraft 
alights  is  obliged  to  detain  the  accused  if  necessary  and 
deliver  him  to  the  State  of  jurisdiction.  (Art.  4). — Acts 
committed  on  board  a  private  aircraft  not  in  flight  in  a  foreign 
State  shall  be  subject  to  the  jurisdiction  of  such  State,  and 
any  person  or  persons  charged  with  the  commission  of  such 
acts  shall  be  tried  and,  if  found  guilty,  punished  according 
to  the  laws  of  such  State. 
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PERSONALS 

Married 

At  All  Saints*,  Warlingham,  Edmund  George  Pole,  late 
R.A.F.,  only  son  of  Mr.  and  Mrs.  George  Pole,  of  "  Westfield,” 
Caterham,  Surrey,  to  Kathleen,  only  daughter  of  Mr.  and 
Mrs.  Alfred  Meredith,  of  Caerwys,  Warlingham,  Surrey. 

To  be  Married 

The  marriage  arranged  between  Flynng  Officer  Richard 
•Grice,  D.F.C.,  and  Miss  Sheila  Langdon  will  take  place  at 
Port  Said  on  Thursday,  Oct.  5. 

Birth 

Mrs,  L’Estrange  Malone,  wife  of  Mr.  L’Estrange  Malone, 
gave  birth  to  a  daughter  last  week  at  36,  Buckingham 
Gate,  S,W.  1. 

Item 

Major  Nobile  Carlo  M.  Graziant,  Air  Attach^  to  the 
Italian  Embassy,  has  arrived  in  London  from  Geneva,  where 
he  has  been  engaged  in  the  Air  Conference. 


IMPORTS  AND  EXPORTS,  1921-1922 
Aeroplanes,  airships,  balloons  and  parts  thereof  (not  shown 
separately -before  1910).  For  1910  and  1911  figures  see 

«?LIGHT”  for  January  25#  19**1  for  1912  and  1913,  see 
Flight  for  January  17,  19x4;  for  1914,  Bee  "Flight" 
for  January  15,  1913  j  for  1915,  see  "  Flight”  for  January  13 
19161  for  1916,  see  ‘Flight"  for  January  11,  1917  5  for 
1917,  see Flight"  for  January  24,  19181  for  1918,  see 
Flight  for  January  16,  1919;  for  1919,  see  "Flight" 
for  January  22,  1920 ;  for  1920,  see  "  Flight  "  for  January  13. 
1921  l  and  for  1921,  see  “  Flight  ”  for  January  19,  1922. 


Jan.  ... 
Feb. 
Mar.  ... 
April... 
May  ... 
June  ... 
July  ... 
August 


Imports  Exports  Re-Exportation 


1921. 

1922. 

1921. 

1922. 

1921. 

1922. 

£ 

jC 

£ 

£ 

£ 

£ 

4.459 

1,152 

87,128 

76,552 

2,285 

23 

2,379 

567 

59,829 

69,129 

19 

1,100 

14 

1,471 

118,199 

138,983 

166,607 

1,565 

100 

1,370 

3,846 

139,995 

450 

5,880 

3,350 

2,416 

59,624 

167,999 

1,818 

4, 2S4 

5,181 

816 

79,713 

129,137 

— 

14,530 

540 

1,039 

530,628 

24,405 

860 

343 

198 

111,595 

88,910 

— 

685 

17,636 

11,505 

1,185,699 

862,734 

6,997 

26,572 

PUBLICATIONS  RECEIVED 

H.  G.  Hawker,  Airman  :  His  Life  and  Work.  By  Murid 
Hawker.  Hutchinson  and  Co.,  Ltd.  iSs. 


AERONAUTICAL  PATENT  SPECIFICATIONS 

Abbreviations  :  cyl.  =  cylinder  ;  I.C.  -=  Internal  combustion  ;  m.  «=  motor. 
The  numbers  in  brackets  are  those  under  which  the  Specifications  will 
be  printed  and  abridged,  etc. 

APPLIED  FOR  IN  1921 

Published  September  ai,  1922 

5.896.  Raoul,  Marquis  or  Pateras  Pescara  Steering-devices  for  licli- 
copters.  (159,223.) 

r3>®47.  StR  A.  T.  Dawson  and  Sir  G.  T.  Buckiiam.  SightiuR-uiJoaratus  tor 
anti-aircraft  ordnance.  (184,855.)  1 

14.193-  A.  E.  Brewerton.  Direction  and  distance  recorder.  (iSt  8H  <  \ 
14,811.  Daimlkr-Motoren  Ges.  Radiators.  (164,692.) 

APPLIED  FOR  IN  1922 

Published  September  21,  1922 
6,946.  L.  E.  Bresson.  Rotary  explosion  motor. 

If  you  require  anything  pertaining  to  aviation,  study 
“Flights"  Buyers’  Guide  and  Trade  Directory, 
which  appears  in  our  advertisement  pages  each 
week  (see  pages  ill  and  xiv). 

NOTICE  TO  ADVERTISERS 
All  Advertisement  Copy  and  Blocks  must  be 
delivered  at  the  Offices  of  “Flight,”  36,  Great 
Queen  Street,  Kingsway,  W.C.  2,  not  later  than 
12  o’clock  on  Saturday  in  each  week  tor  the  following 
week’s  issue. 


FLIGHT 

The  Aircraft  Engineer  and  Airships 

36,  GREAT  QUEEN  STREET,  KINGSWAY,  W.C.  2. 

Telegraphic  address  :  Truditur,  Westcent,  London. 
Telephone :  Gerrard  1828. 


SUBSCRIPTION  RATES 


”  Flight  "  will  be  forwarded,  post  free,  at  the  following  rales  1 — 
United  Kingdom  Abroad* 

$ .  d .  s,  d. 

3  Months,  Post  Free...  77  3  Months,  Post  Free...  8  3 

6  "  „  —*5  26,,  ...26  6 

12  "  •»  “-30  4  12  *,  . 33  o 

These  rates  axe  subject  to  any  alteration  found  necessary 
under  abnormal  conditions  and  to  increases  in  postage  rates. 

•  European  subscriptions  must  be  remitted  in  British  currency 


Cheques  and  Post  Office  Orders  should  be  made  payable  to  the 
Proprietors  of  “  Flight,”  36,  Great  Queen  Street,  Kingsway, 
W  G.  2,  and  crossed  London  County  and  Westminster  Bank, 
otherwise  no  responsibility  will  be  accepted. 

Should  any  difficulty  be  experienced  in  procuring  ”  Flight  " 
from  local  newsvendors,  intending  readers  can  obtain  each  issue 
direct  from  the  Publishing  Office,  by  forwarding  remittance  as 
above. 
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FLIGHT  BUYERS’  GUIDE  AND  TRADE  DIRECTORY -continued. 


INSTRUMENTS  (Speed),  Wotche*,  &c.— 

Brown  Bros.,  Ltd.,  Great  Eastern  Street,  London, 
E.C.a. 

Goldsmiths  &  Silversmiths  Co.,  nr,  Regent  Street, 
W.  r.  Gerrard  9091  (3  lines). 

Smith,  S,,  &  Sons  (M.A  ),  Ltd.,  Cricklcwood 
Works,  N.W.  2.  Willesdcn  2335  (7  lines). 

INSULATING  MATERIALS— 

MacLeonan,  John,  th  Co.,  ns,  Newgate  St.,  E.C.i. 

City  31x5  ;  "  Vandoara,"  Cent.  London. 


tflBRI 


1CATING  OILS — 

Wakefield,  C.  C.,  &  Co,.  Ltd.,  Cheapside,  E.C.  t. 
Central  1156(3  lines);  "Cherry,”  Cent.  London. 

MACHINING— 

Honk  Engineering  Co.,  Ltd.,  Coventry. 

Coventry  807  ;  ,£  Assistance,"  Coventry.  I 


MAGNETOS- 

British  Thomson- Houston  Co.,  Ltd.,  Lower  Ford 
Street,  Coventry. 

Telephone  978  ;  "  Asteroidal,"  Coventry. 

METALS  (Anti-Friction)— 

Hoyt  Metal  Co.,  Ltd.,  Deodar  Rond,  Putney, 
S-W.  is-  Putney  1323.  [ 


METAL  PARTS  AND  FITTINGS— 

Brown  Bros,,  Ltd.,  Great  Eastern  Street,  London, 
E.C.  a. 

Monk  Engineering  Co.,  High  Street,  Coventry. 

Coventry  807;  "  Assistance,”  Coventry. 

Rubery,  Owen  &  Co.,  Darlaston. 

DarUston  87  ;  “  Roofs,”  Darlaston, 


MODELS 

Jones. 

Ton 

D.A.P..  RepUngham  Road,  Southfield*.  S.W.  xS 


Jones.  A,  F..  Ltd.,  *5,  Eversholt  Road,  Camden 
Town,  N.W.  2. 


(Continued  ]rsvt  p.  *iv.) 

PARACHUTES- 

E.  R.  Calthron’s  Aerial  Patents,  Ltd.,  423a, 
Edgware  Road,  London,  W.  2.  Paddington  6339. 

Spencer.  C.  G.,  &  Sons,  Ltd,,  59a,  Highbury 
Grove,  N.  5,  Dalston  1893. 

PETROL- 

Anglo-American  Oil  Co.,  Ltd,  (Pratt’s),  Queen 
Anne’s  Gate,  S.W.  1, 


PROPELLERS- 

Blackburn  Aeroplane  and  Motor  Co.,  Ltd., 
Olympia,  Leeds.  Roundhay  601  <S  lines); 

,£  Propellers,"  Leeds. 

Falcon  Airscrew  Ce.,  113,  Cottenbam  Road, 
Holloway,  N.  19.  Hornsey  910  &  2472. 

Lang  Propeller,  Ltd.,  Weybridge,  Surrey. 

520-  521 ,  W eybridge ;  '  ‘  Aerosticks, "  W eybridge. 


PUTTEES- 

P'ox  Bros.  &  Co.,  Ltd.  (Dept.  R),  Wellington, 
Somerset. 


RADIATORS  AND  RADIATOR  REPAIRS— 

Serck  Radiators,  Ltd.,  Warwick  Road,  Greet, 
Birmingham. 

Victoria  531  (3  lines)  ;  “  Nerleak,"  Birmingham. 


SHEET  METAL  WORK  STAMPINGS  AND 
PRESSINGS— 

Rubery,  Owen  A  Co.,  Darlaston. 

DarUston  87;  “  Roofs,”  Darlaston. 


SPARKING  PLUGS - 

Rohinhood  Engineering  Works,  Ltd.,  The,  Putney 
Vale.  S.W.  15.  Putney  2x32,  2133. 

“Kaalgee,"  Phone,  London. 


SPRAYING  PLANT 

Aerograph  Co.,  Ltd.,  43,  Holborn  Viaduct, 
E.C.  1. 

Holborn  Jo4t ;  “  Aerograph)*, "  London. 


STABILIZERS— 

iUto  Control* 
Circus,  London 


Auto  Controls,  Ltd.,  10,  Regent  Street,  Piccadilly 
,  S.W.  1.  Regent  3649. 


TAPES  AND  WEBBING— 

MacLennan,  John,&Co.,  115,  Newgate  St.,  E.C.  r. 
City  3115;  *'  Vamluara,  Cent.  London. 


TIMBER— 

Owen,  Joseph,  St  Son,  Boro’  High  Street,  S.E. 

Hop  3811 ;  “Bueheron,1'  London. 


TUBES.  ALUMINIUM— 

British  Aluminium  Co.,  Ltd.,  The,  rog,  Queen 
Victoria  St.,  London. 

City  2676;  "Cryolite,”  Cent.  London, 

TYRES  AND  WHEELS- 

Pahnet  Tyre,  Ltd.,  Shaftesbury  Avenue,  W.C.  *. 
Getrard  12:4;  *' Tyricord,”  Weitcent,  London. 


WELDINGS,  REPAIRS— 

Barimar,  Ltd.,  10,  Poland  Street,  London,  W.  r. 
Gerrard  8173;  “  Bariquamar,”  Reg.  London. 


WIND  SHIELDS— 

Auster,  Ltd.,  133,  Long  Acre,  W.C.  *. 


WIRES  AND  CABLES  (Aeroplan**)- 

Bullivants,  Ltd.,  72,  Mark  Lane,  E.C.  3. 

Works  ;  Millwall,  K.  14. 


To  the  Publishers  SUBSCRIPTION  FORM. 

'  ’  yellow  Cover  * 

GENTLEMEN,  3«*  Quoon  Street,  KinGsway,  W.C.  2. 

Please  send  the  “Auto”  *  United  Kingdemj Abroad  past  free,  for  one  year,  for  which  I  enclose  Remittance  for  ....... 

the  subscription  to  commence  with  the  issue  of. 

Address 

*  Strike  out  which  not  required. 
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SUBSCRIPTION 

United  Kingdom. 

s. 

d. 

Abroad. 

r. 

d. 

Remittances  to  ie  made  payable  to 
the  Proprietors  of  the  Aoto,  36,  Gt. 

RATES....... . 

3  Months,  Post  Free  3 
^  n  i»  7 

6 

0 

3  Months,  Post  Free 
0  »»  11 

4 

8 

4 

8 

Queen  St.,  Kingsway ,  W.C.  a,  and  crossed 
London  County  IVestmmster  and  Parr's 
Bank  L  tint  ted,  otherwise  no  responsibility 

12  *•  »  14 

0 

12  11  »* 
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I  ••*•  •#»♦**  •  • 


)*#•••*«»*  a  •  a  ■  a  ••  »•«««  1 


1  t.4*.  1 


•  *  o  4  ••••*••  a  •  *  a  •••*••••«  « 


RING  UP  CHISWICK  2000  (10  Una) 

For  everything  Electrical  in  connection  with  Aircraft. 

C  A.  VANDERVELL  St  Co..  Ltd,, 

Acton  -  -  London,  W.  3. 


ALUMINIUM  PISTONS 

-  AND  - 

STRUT-PACKING  PIECES 

To  A.I.D.  Requirements. 

The  LONDON  DIE  CASTING  FOUNDRY,  Ltd. 

Tremlett  Grove,  Junction  Road,  Holloway,  N.  19. 

Phoue— Hoknsev  1680.  Tube  Station — HigkcAtb. 


LANG  PROPELLER  LTD., 


WEYBRIDGE,  SURREY. 

Telegrams ; 

"  Aerosticks,  Weybridge.” 


Telephone : 
520-581  Weybridge. 


Designers  and  Manufacturers 
of  Aeroplane  and  Seaplane  Propellers. 


Manufacturers  to  H.M.  Royal  Air  Force.  Admiralty,  Royal  Navy  Board 
ol  Sweden  and  the  principal  Aircraft  Constructors,  Atlantic  Flight,  &c.,  &c. 


RIGGING 

- .  —..*,«•*  ,*  -» i ...  .. 

By  F.  W.  Halliwell,  AJlLUtJE. 

(FLIGHT  LIBRARY.  Vo  1. 1.) 


The  Erection  and  Trueing- 
up  of  Aeroplanes.  - 

READY  NOW. 

ORDER  AT  ONCE  I  „  „ 

Post  Free 


Flight  Office:  36,  Great  Queen  Street  Kingsvray,  W.C, 2. 


When  communicating  with  advertisers,  mention  of  u Flight "  will  ensure  special  attention . 
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X. 


The  400  h.p.  “Bristol”  Jupiter  engine 
is  mounted  on  a  special  four-point 
swinging  mounting.  By  simply  raising 
a  lever,  the  complete  engine  and 
cowling  can  be  swung  open  and 
immediate  access  obtained  to 
magnetos,  carburettors  and  the  whole 
of  the  back  of  the  engine.  The 
complete  unit  can  be  removed  with 
ease  if  required. 


The  New 


TEN-SEATER 

COMMERCIAL  BIPLANE 

fitted  with 

400  h.p.  “BRISTOL”  JUPITER 

Radial  Air-cooled  Engine  represents  the 
latest  and  best  in  commercial  aircraft. 
The  use  of  the  light,  efficient  and  reliable 
“  Bristol”  Jupiter  engine  allows  of  700  lbs. 
of  mail,  baggage  or  cargo  being  carried,  in 
addition  to  a  full  complement  of 
passengers  and  fuel. 
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Telegrams ; 

Aviation,  Brhlol.’ 


THE  BRISTOL  AEROPLANE  CO.,  LTD., 

FlLTON  -  BRISTOL. 


* 


let 'phone  : 

3906  Brhlol. 
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EDITORIAL,  COMMENT. 

F  certain  practical  difficulties  can  be 
overcome,  the  suggestion  of  instituting 
annual  inter-city  championship  air 
races,  which  has  been  made  by 
Lieut -Col,  Spenser  Grey,  appears  to 
be  an  eminently  sound  one,  and  one 
which  would  undoubtedly  do  a  very 
great  deal  towards  spreading  an  in¬ 
terest  in  and  understanding  of  aviation.  As  Col.  Grey 
remarks,  it  is  no  manner  of  use  to  clamour  for  a  large 
air  service  and  at  the  same  time  insist 
on  rigid  economy,  and  by  encouraging 
towns  and  cities  all  over  the  country 
to  subscribe  towards  the  building  of 
one  or  more  aeroplanes  for  such  a 
race,  a  material  addition  could  be  made  to  onr  aerial 
strength.  Keen  as  was  the  interest  displayed  at 
all  the  controls  during  the  race  for  the  King's  Cup, 
it  would  be  a  hundred-fold  greater  if  all  the  cities  at 
which  there  were  controls  were  represented  by  their 
own  machines  in  the  race.  It  is  scarcely  to  be  doubted 
that,  if  handled  properly,  the  suggestion  should  meet 
with  general  approval,  and  we  imagine  that  the 
number  of  towns  which  would  decide  to  enter 
machines  would  be  very  considerable. 

The  suggestion  that  the  machines  thus  brought 
into  being  should  be  earmarked  for  the  new  Auxiliary 
(or  Territorial)  Air  Force,  recruiting  for  which  is  to 
begin  next  spring,  is  also  excellent,  providing  a  way 
can  be  found  to  make  the  machines  both  suitable 
for  the  race  and  useful  to  a  Territorial  Air  Force. 

That  there  are  difficulties  to  be  overcome  is  hardly 
to  be  denied,  and  a  great  deal  of  goodwill  on  all  sides 
will  be  necessary  to  make  the  scheme  workable. 
For  instance,  in  the  very  nature  of  things  the  pro¬ 
posed  race  w  ill  have  to  be  a  handicap  one,  as  not  only 
will  the  Territorial  Air  Force  require  several  types  of 
machines,  but  also  the  subscriptions  of  individual 
towns  will  vary  in  amount  from  a  few  hundred  pounds 
to  several  thousands.  Figuratively  speaking,  it  V  uld 
be  possible  for  a  very  small  town  or  large  village 
to  enter  an  Avro  Baby,  while  London  might 
provide  a  large  liigh-power  twin-engined  bomber, 
and  Southampton  a  large  amphibian  flying  boat. 
Thus  the  race  is  limited  from  the  very  beginning  to 
being  a  handicap  one.  That  is  not,  perhaps,  any 
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great  drawback,  although  it  should  be  remembered 
that,  as  tire  handicapping  is  based  on  performance 
in  still  air,  if  the  day  of  ihe  race  should  turn  out 
very  windy,  the  -slower  machines  are  handicapped 
by  the  wind  to  a  much  greater  extent  than  the 
handicap  in  still  air  allows  for.  Thus  the  entrants 
of  a  slow  machine  might  conceivably  be  dissatisfied, 
and  a  good  deal  of  ill-feeling  might  be  created  which 
we  should  try  to  avoid  at  all  costs.  At  any  rate,  wc 
do  not  envy  the  hatidicappers  their  fob. 

Then  again,  it  is  suggested  that  machines  should 
be  built  to  one  or  other  of  the  Air  Ministry  specifica¬ 
tions.  Who  is  going  to  decide  which  ?  Suppose, 
tor  the  sake  of  argument ,  that  for  a  given  sum  of 
money  one  can  obtain  either  an  amphibian  flying 
boat,  a  large  single-engined  long-distance  bomber,  or 
a  two-seater  fighter.  Who  vail  decide  which  type  a 
certain  town  with  that  amount  of  money  subscribed 
shall  buy  ?  It  is  at  any  rate  possible  that  the 
subscribers  of  the  purchase  juice  would  prefer  the 
two-seater  fighter,  as  it  would  be  faster  and  possibly 
stand  a  better  chance  in  the  race,  although  the 
R.A.F.  (Territorial)  might  prefer  the  bomber. 

Another  point  which  comes  to  mind  is,  suppose 
the-  RAF.  has  had  one  of  these  machines  for  a  year 
or  so,  and  the  machine  is  required  for  the  inter-city 
or  some  other  race,  and  that  it  is  crashed  by  a  service 
pilot  a  few  days  before  the  race.  Wifi  the  subscribers 
be  sporting  enough  to  say  :  “  Well,  it  is  hard  luck  but 
it  cannot  be  helped.'  We  think  most  of  them 
would,  but  it  is  rather  asking  a  lot,  although  quite 
possibly  the  value  to  the  country  of  that  particular- 
machine  during  the  jreriod  it  was  with  the  R.A.F. 
may  have  been  far  greater  than  its  sporting  or 
propagandist  value  in  the  race. 

We  have  no  desire  whatever  do  throw  cold  water 
on  the  project,  which  is,  we  think,  one  of  the  most 
promising  ever  put  forward  in  this  country,  and  one 
which,  if  found  practicable^  will  in  all  likelihood  do 
more  towards  educating  the  general  public  to  an 
intelligent  interest  in  aviation  than  has  any  other 
sporting  event  ever  held  here.  But  at  the  same 
time,  it  is  no  use  closing  our  eyes  to  the  fact  that 
not  inconsiderable  difficulties  will  have  to  be  over¬ 
come,  and  the  framing  of  the  rules  will  require  the 
utmost  care  and  consideration  if  friction  is  to  be 
avoided.  We  believe  that,  given  this  goodwill  on 
all  sides,  it  should  be  possible  to  find  ways  and  means, 
and  we  therefore,  heartily  welcome  the  scheme  and 
trust  that  it  will  duly  emerge  in  concrete  form. 

**>«*►*• 

According  to  schedule,  the  new  air 

^Britis^  routes  should  begin  operation  on 
Air  Routes  October  1.  Under  the  new  arrange¬ 
ment  Handley  Page  Transport  is  to 
operate  the  London  Paris  service,  the  Instone  Air 
Line  takes  over  the  London-Brussels-Cologne  route, 
and  the  Daimler  Airways  inaugurate  the  London- 
Amsterdam-Ham burg -Berlin  route.  Theoretically 
tins  re-arrangement  of  the  subsidised  air  lines  is  all 
to  the  good,  inasmuch  as  it  does  away  with  the 
competition  between  British  firms  operating  over  the 
same  routes.  As  General  Brancker  said  at  the  last 
Vu  Conference,  we  have  quite  enough  competition 
from  France,  without  increasing  it  by  putting  several 
British  firms  in  competition  against  one  another. 

Now,  however,  it  appears  that  the  London-Berlin 
service,  at  any  rate,  may  prove  a  "  non-starter.” 
The  restrictions  imposed  by  the  Allies  on  German 
construction  of  aircraft  in  order  that  it  might  be 


classed  as  rf  civilian,”  limited  the  useful  load  the 
power  of  the  engines,  and  the  anlount  of  fuel  that 
might  he  carried  to  a  certain  figure.  This  figure 
was  such  as  practically  to  prevent  commercial 
aviation  in  Germany,  the  idea  being  to  make  quite 
sure  that  the  Germans  did  not  produce  commercial 
machines  which  could  be  converted  into  military 
aircraft.  One  result  of  the  restrictions  has  been  to 
lead  our  late  enemies  to  make  arrangements  in 
various  neutral  countries  for  the  construction  of 
machines  of  a  power  and  capacity  which  would  have 
been  classed  as  “  military  ”  machines  if  built  in 
Germany.  So  far  as  we  can  see,  and  have  always  so 
insisted,  there  is  no  way  of  preventing  this. 

Now,  at  the  eleventh  hour,  it  is  dawning  upon  ran 
people  that  we  (the  Allies)  may  have  been  cutting 
off  our  nose  to  spite  our  face  by  these  restrictions 
upon  “  commercial  ”  German  aircraft,  for  naturally 
the  Germans  are  unlikely  to  make  any  one-sided 
arrangement  whereby  British  (or  Fremh,  for  that 
matter)  aircraft  of  high  power  and  speed  and  large 
carrying  capacity  is  allowed  to  fly  on  German  routes 
on  which  German  lines  are  only  permitted  to  run 
“  restricted  ”  machines.  When  the  announcement 
was  first  made  that  a  new  arrangement  was  to  be 
made,  it  was  naturally  taken  for  granted  that  this 
side  of  the  question  had  been,  given  consideration, 
and  it  is  therefore  somewhat  surprising  to  learn  now. 
a  week  before  the  scheduled  time  of  starting  the 
services,  that  difficulties  arising  out  of  regulations 
which  have  been  in  force  for  months  are  likely  to 
prevent  the  inauguration  of  the  new  services.  The 
matter  appears  simple  enough  :  Lit  her  we  cut  off 
Germany  from  air  communication  with  the  rest  of 
the  world,  and  in  so  doing  we  cut  ourselves  off  from 
air  communication  with  (and  presumably  across) 
Germany,  or  else  Germany  is  placed  on  an  equal 
footing  with  us,  at  any  rate  over  such  lines  as  are 
to  be  operated  conjointly  by  British  and  German  firms, 
and  we  in  return  have  the  right  to  run  our  lines  to 
Germany.  The  present  arrangement  is  an  unsuccess¬ 
ful  attempt  to  eat  0111  cake  and  keep  it  too. 

We  trust  that  means  may  be  found  to  surmount  the 
present  difficulties,  and  that  the  inauguration  of  a 
line  which  could  hardly  fail  in  time  to  prove  one  of 
the  most  important  of  those  radiating  from  London 
will  not  be  unduly  delayed.  That  the  line  to  Berlin 
would  soon  become  a  success  there  can  be  little 
doubt.  Two  simple  facts  ensure  this :  the  single 
fare  has  been  fixed  at  {5  10s.,  which  is  no  more  than 
the  first-class  railway  fare,  while  the  time  taken 
between  London  and  Berlin  is  about  seven  hours  by 
air  as  against  twenty-four  hours  by  train. 

•c*  ♦  ♦ 

The  The  site  for  the  gliding  competition  for 
F01ciid°iiwn^  the  Daily  Mail  prize  has  now  been 
Competition  chosen,  and  particulars  will  be  found  on 
another  page  of  this  issue.  The  site 
appears  to  be  very  well  suited  for  the  purpose,  and 
it  has'the  great  advantage  of  being  within  easy  reach 
of  London.  Seven  entries  have  been  officially 
received  at  the  moment  of  writing,  and  it  is  expected 
that  very  many  more  will  be  in  the  hands  of  the  Royal 
Aero  Club  before  the  closing  date,  October  7.  among 
those  expected  being  several  French  entries,  it  now 
seems  fairly  certain  that  no  German  competitors  will 
be  coming  over  for  our  gliding  week.  The  interest 
in  gliding  which  is  now  so  manifest  among  the  general 
public  is  a  very  good  sign,  and  we  firmly  believe  that 
gliding  as  a  sport  will  quickly  become  popular. 
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MAP-MAKING  AND  AERIAL  PHOTOGRAPHY 

Canada’s  Use  of  the  New  Method 


A 1. 1  uot'GH  ir,  is  realised  that  rapid  and  excellent  work  can 
be  done  by  taking  vertical  photographs  and,  piecing  the 
separate  exposures  together,  thus  obtain  a  photographic 
map  of  any  town  or  district,  the  speed  and  accuracy  which 
this  new  method,  opened  up  by  the  advent  of  aircraft,  can 
give  is,  perhaps,  less  generally  appreciated.  In  this  connec¬ 
tion  it  would  be  difficult  to  find  a  better  example  than  the 
accompanying  hydrographic  chart  and  aerial  photographic 
mosaic  of  the  same  area,  the  St  Lawrence  River  and  canals 
in  the  vicinity  of  Cornwall  Island,  showing  the  town  of 
Cornwall,  Ontario.  From  the  General  Progress  Report  of 
the  Air  Board  of  Canada,  covering  a  period  of  six  months 
(from  October  1,  1921,  to  March  31,  1922),  we  quote  the 
fpllowing  notes  : — 

"  Attached  to  this  report  are  two  illustrations  showing 
comparisons  between  mosaics  and  maps  made  from  actual 


cellent,  and  so  closely  did  the  prints  from  the  original  negatives 
match  that  no  rectification  of  the  individual  negatives  was 
found  necessary.  This  shows  that  under  good  Hying*  condi¬ 
tions  and  with  careful  and  skilled  piloting  remarkably  accurate 
results  can  be  obtained. 

“  Owing  to  constant  changes  in  light  and  shade  on  the 
water  surfaces,  due  to  ripples  caused  by  the  varying  winds, 
passing  watercraft  and  other  natural  conditions,  it  was  found 
impossible  to  obtain  even  matching  in  texture  of  the  pictures 
forming  the  mosaic  over  such  areas.  To  obviate  the  patchy 
appearance  due  to  this,  the  water  areas  were  brushed  over 
so  as  to  give  a  uniform  texture.  With  this  exception  the 
mosaic  was  made  direct  from  prints  off  Ibe  original  negatives 
without  retouching  or  rectification  of  any  kind. 

"  The  possibilities  of  time  and  labour  saving  in  map-making 
can  readily  be  seen  from  the  comparison.  Aerial  surveying 
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A  comparison  between  an  aerial  mosaic  and  a  hydrographic  chart  of  the  St,  Lawrence  River  and  Canals  in  the 
vicinity  of  Cornwall  Island,  showing  the  town  of  Cornwall,  Ontario.  The  mosaic  and  chart  are  to  the  same 
scale,  and  cover  an  area  of  over  10  square  miles.  The  comparison  will  indicate  the  accuracy  with  which  topo* 
graphical  detail  is  revealed  In  aerial  photographs  and  the  possibilities  of  their  use  in  the  revision  of  existing  maps. 
The  taking  of  the  photographs  in  this  instance  (140  exposures  in  all)  required  but  a  single  flight  of  2|  hours. 


ground  surveys.  The  maps  used  in  this  case  are  charts 
made  by  the  Corps  of  Engineers  of  the  1  nited  States  Army 
ani  issued  by  the  United  States  Lake  Survey  Office.  Probably 
no  more  accurate  mapping  and  finer  reproduction  could  be 
chosen  for  comparison  purposes.  The  mosaics  were  made 
during  last  summer  by  the  Air  Board  for  the  Canadian 
Section  of  the  International  Joint  Commission  for  use  in 
connection  with  their  report  on  the  St.  Lawrence  Waterway 
project.  The  detail  in  both  suffers  somewhat  from  repro¬ 
duction  and  the  reduction  of  scale.  This  is  specially’  so  of 
the  mosaic,  as  it  has  had  to  be  re-photographed  several  times 
with  consequent  loss  of  sharpness  in  detail. 

“  The  pictures  wrere  taken  from  a  D.H.4  aeroplane,  at  an 
altitude  of  8,000  ft.,  wfith  a  K.i  film  camera  made  by  the 
Kastman  Kodak  Company’,  flown  from  Ottawa  Air  Station 
by'  Fhght-Lieut.  H.  L.  Holland.  The  flying  conditions  were  ex- 

13  0 

Senior  Officers’  School 

Armv  Order  308,  just  published,  states  that  the  following 
are  among  the  officers  who  have  attended  the  9th  Course  at 
the  Senior  Officers  School,  Woking,  from  May  26  .to  August  18, 
1922  : — 

R.A.F. — Squad  -Leader  H,  J.  F.  Hunter,  M.C.,  and  Squad  - 
Leader  A.  J.  Butler,  M.C.,  A.F.C. 


byr  photographic  methods  is  being  rapidly’  developed,  and 
scientists  in  many  countries  are  working  on  the  development 
of  maps,  accurate  to  scale  and  elevation,  from  oblique  and 
vertical  aerial  photographs.  Mosaics  such  as  are  shown  here 
do  not  pretend  to  absolute  accuracy,  and  cannot  at  present 
take  the  place  of  maps  made  from  ground,  surveys.  They*are 
rather  supplementary  to  them,  giving  an  actual  reproduction 
of  the  terrain  as  it  exists,  and  showing  it  in  much 
greater  detail  than  the  most  carefully’  made  map  can 
do. 

"  Provided  a  series  of  points,  recognisable  from  the  air, 
W’ere  fixed  on  the  ground  along  a  stretch  of  country’  of  which 
a  map  was  required,  the  w  hole  of  the  detail  of  the  map  could 
be  transferred  from  vertical  aerial  photographs  taken  and  the 
laborious  process  of  traversing  the  whole  could  he  dispensed 
with.” 

0  0 

Pilot’s  Rescuer  Rewarded 

T he  Board  of  Trade,  on  behalf  of  the  Air  Council,  have 
awarded  a  gold  watch  to  William  Thomas  Hawkins,  Rescue 
Boatman  of  Forth  Bridge,  and  £5  each  to  his  assistants, 
Richard  Marshall  and  John  Allan  Ritchie,  in  recognition  of 
their  services  in  rescuing  a  flying  officer  who  fell  into  the 
Firth  of  Forth  in  his  Sop  with  Camel,  on  May  29  last. 
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THE  BELLANCA  CF  FIVE-SEATER  COMMERCIAL 

“  SESQUIPLAN” 


On  the  occasion  of  the  flying  meeting  held  at  Monmonth, 
111,,  U.S.A.,  last  June,  some  considerable  stir  was  caused  in 
aviation  circles  by  the  appearance  of  a  new  American-built 
machine,  which  carried  off  the  first  prizes  in  the  four  com¬ 
petitions  in  which  it  took  part.  This  machine  was  the  Bellanea 
<F  five-seater  cabin-type  "  Sesquiplan."  or  "  one-and-a- 
half-plane,"  It  has  been  designed  by  G.  M.  Bellanea — who 
u as  responsible  for  the  .successful  small,  low-powered  biplanes 


Before  passing  on  to  a  brief  description  of  this  machine,  it 
may  be  of  interest  to  refer  to  the  events  won  by  this  machiru 
at  the  Monmouth  meeting — previously  mentioned.  In  a 
speed  contest,  it  covered  the  13-mile  triangular  course  in 
9  mins.  15  secs.,  as  against  11  mins.  30  secs,  put  up  by  the 
second  machine,  fitted  with  a  150  h.p  engine.  In  the  gliding 
contest  it  took  4  mins.  43  secs,  to  descend  (engine  off)  from 
2,000,  covering  a  distance  of  4!  miles,  equivalent  to  a  gliding 


THE  BELLANCA  CF  5-SEATER  44  SESQUIPLAN  ”  :  Front  view. 


bearing  his  name  of  1918  -with  the  financial  assistance  of 
Victor  H.  Roos  and  others  of  Omaha,  Nebr 

The  Bellanea  CF  embodies  several  noteworthy  features, 
>uch  as,  apart  from  general  design,  low  landing  speed  and 
quick  take-off,  high  speed  with  high  pay  load,  simplicity 
of  design,  low  head  resistance — although  not  of  the  cantilever 
ur  nif'-rnaUy -bracer!  type,  external  bracing  wires  are  con- 
-  pi-  tious  for  their  absence  —and  economy.  The  primary 
object  before  the  designer  was  to  produce  a  machine  with  an 
increased  carrying  capacity  per  h.p  of  useful  load,  which  at 
the  same  time  had  a  low  cost  of  manufacture  and  low  cost  of 
maintenance, 

Actual  flights  have  demonstrated  that  the  above  charac- 


angle  of  1  in  12.  Such  a  performance  indicates  a  valuable 
feature  in  the  event  of  an  engine  failure  when  on  a  cross¬ 
country  flight,  enabling  the  pilot  to  look  around  for  a  suitable 
landing  ground.  Another  event  was  the  climbing  contest,  in 
which  this  machine,  reached  an  altitude  of  7,000  ft.  in  1 1  mins. 

As  will  be  seen  from  the  accompanying  illustrations,  the 
Bellanea  CF  is  a  monoplane  with  comparatively  amah  auxiliary 
planes,  set  at  a  fairly  pronounced  dihedral  angle,  underneath 
the  main  planes,  and  serving  as  braces  for  the  latter.  The 
fuselage,  which  is  of  good  streamline  form,  is  of  the  composite 
type,  and  is  of  box-veneer  construction  with  internal  'en¬ 
forcing  of  PortOrford  cedar,  forming  a  stiff  frame  of  triangles 
and  box-girder  construction  with  cables  and  wires.  The 


teristics  have  been  successfully  fulfilled,  and  a  remarkably 
efficient  machine  produced.  With  a  90  h.p.  Anzani  engine 
and  pilot  and  four  passengers,  the  Bellanea  CF  accomplished 
a  speed  of  109-8  m.p.h,,  over  the  measured  course  (six  half- 
mile  flights,  three  each  direction)  at  the  Fort  Crook  Array 
Field.  The  landing  speed  is  claimed  to  be  as  low  as  30  m.p.h. 

In  the  trial  flights  the  machine  handled  remarkably  well, 
and  showed  a  remarkable  degree  of  inherent  stability — 
flying  several  complete  circles  with  only  the  rudder  control 
in  action.  It  also  carried  out  all  the  usual  “  stunts  "  (loops, 
spins,  etc.)  in  a  satisfactory  manner. 


forward  portion,  just  behind  the  engine,  is  formed  into  a 
roomy  cabin  at  the  top  of  which  are  the  main  plane  attach¬ 
ments.  The  position  of  the  cabin  is  such  that  the  weight  of 
the  passengers  coincides,  at  all  times,  with  the  centre  of 
gravity  of  the  machine.  Thus  the  machine  is  always  well- 
balanced,  whether  with  full  or  light  load.  The  cabin  is  of 
veneer  construction,  and  accommodates  four  passengers, 
with  comfort,  the  rear  passengers  facing  forward,  whilst  those 
in  front  can  face  either  forward  or  backward.  Should 
occasion  arise,  six  passengers  can  easily  be  taken  in  the  cabin 
On  each  side  of  the  cabin  are  three  windows,  and  in  front  a 
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THE  BELLANCA  CF  5-SEATER  “  SESQUIPLAN  ”  :  Three-quarter  front  view. 


1  arge  window  gives  a  good  view  ahead,  looking  over  the  engine. 
Air  intakes  provide  tor  the  ventilation  ot  the  cabin,  and  if 
necessary  the  front  window  can  be  opened  as  rvidely  as  desired . 
As  the  engine  compartment  is  completely  separated  from  the 
cabin,  it  is  possible  to  smoke  in  the  latter,  whilst  the  noise 
from  the  engine  is  reduced  to  a  minimum. 

At  the  rear  of  the  cabin  is  the  pilot's  cockpit,  aft  of  which 
the  fuselage  tapers  sharply  to  a  vertical  knife-edge,  The 
pilot's  view  forward  is,  we  should  say,  somewhat  restricted 
by  the  top  of  the  cabin,  but  by  looking  over  the  sides  he  has 
a  fairly  clear  view  forward  under  the  main  planes. 

The  main  characteristic  of  the  wing  construction  is  extreme 
simplicity.  The  spars  arc  of  Port  Orford  cedar  I-beam  cross- 
section,  and  the  ribs  are  a  combination  of  bass  wood,  ash  and 
fabric.  The  average  strength  of  these  ribs,  which  weigh 
about  9  ozs.  each,  is  stated  to  be  700  lbs. 

The  wing  spars  extend  beyond  the  wing  roots,  and  pass 
through  the  top  of  the  cabin  to  the  attachment  within,  so 
that  port  and  starboard  spars  abutt,  forming  thereby  what  is 
practically  a  continuous  beam.  Thus,  the  main  stresses  of 
the  wings  are  not  transfered  to  the  fuselage.  Extending  from 
the  lower  longerons  of  the  fuselage  up  to  a.  point  on  the  main 
•wings  about  midway  out  from  the  roots  are  the  auxiliary 
planes,  the  spars  of  which  are  splayed  out  near  the  extremities, 
so  as  to  attach  to  the  front  and  rear  spars  of  the  main  wings  ; 
they  are  left  uncovered  at  this  portion,  and  practically 
speaking  take  the  form  of  struts.  These  auxiliary  wings 
thus  take  the  landing  and  flying  stresses,  thereby  eliminating 
the  usual  bracings,  streamline  struts  and  wires,  and  so  con¬ 
siderably  decreasing  the  weight  and  head  resistance  whilst 
at  the  same  time  adding  to  the  lilt.  They  have  the  further 
advantage  of  improving  the  lateral  stability  of  the  machine, 
by  virtue  of  their  pronounced  dihedral  angle. 

The  load  factor  for  the  lifting  stresses  is  14,  the  lift  being 
taken  by  £  in.  cables  attached  to  the  spars  of  the  main  wings 
at  the  cantilever  points,  and  passing  through  the  auxiliary 
wings  and  through  the  fuselage.  The  load  factor  at  the 
cantilever  point  of  the  rear  main  spar  is  9 — this  being  the 
weakest  point  in  the  machine — and  for  the  front  spar  io-J-. 
The  safety  factor  for  the  reverse  air  load  is  5  ),  which  is  claimed 
to  be  more  than  sufficient.  While  on  the  subject  of  safety 
factors,  it  may  be  mentioned  that,  the  fuselage  is  capable  of 
withstanding  a  load  of  70  lbs.  per  sq.  ft.  applied  at  the  tail, 
the  f.s.  of  the  various  members  having  been  figured  at  2. 
The  stabiliser  and  elevators  are  made  to  withstand  a  load  of 


50  lbs.  per  sq.  ft.,  and  the  rudder  a  load  of  35  lbs.  per  sq.  it- 
The  f.s.  of  the  landing  gear  is  S. 

The  main  wings  are  of  fairly  thick  section,  and  have  at» 
L/D  of  20,  the  centre  of  pressure  displacement  being  10  per 
cent,  of  the  chord  ;  the  drift  at  low  angle  is  very  small, 
making  the  wing  well  adapted  for  high  speed.  The  cross- 
section  of  the  lower  wing — the  thickness  of  which  is  16  per 
cent,  of  the  chord — is  such  that  its  L/D  is  16  •  4  ;  the  combined 
L/D  of  the  complete  supporting  unit  (main  wings,  auxiliary- 
planes,  and  resistance  of  short  wires  and  struts)  is  iS,  which 
compares  very  favourably  with  the  internally  braced  wing, 
in  that  it  gives  lighter  construction,  higher  L/D,  and  smaller 
drift  at  low  lift  coefficient. 

The  tail  group  is  composed  of  a  non-lifting  fixed  stabiliser, 
with  divided  elevators  and  rudder.  The  attachment  of  the 
stabiliser  is  such  that  it  can  easily  be  detached  by  removing 
four  cotter  pins.  Control  cables  pass  within  the  fuselage. 

A  90  h.p.  jo-cylindered  air-cooled  Anzani  engine  is  fitted 
within  a  neat  streamlined  nose  piece,  only  the  cylinder  heads 
being  exposed  to  the  open.  The  tractor  screw,  designed  by 
Prof.  Bellanca,  is  8  ft.  diameter  by  8  ft.  pitch,  and  is  fitted  with 
an  aluminium  spinner  having  air  vents  which  cool  the  covered 
part  of  the  engine.  Two  magnetos  are  fitted,  and  a  double 
oil  pump  assures  ample  lubrication  under  all  conditions. 

The  landing  gear  is  of  the  conventional  V-type,  consisting  of 
stout  ash  streamline  struts — glued  together  with  birch  veneer 
— and  rubber  sprung  axle  enclosed  by  a  fairing  having  a 
lifting  cross-section. 


The  principal  characteristics  of  the  Bellanca  CF  are  : — 


Span  (main) 

Span  (auxiliary) .  , 

Chord  (main) 

Chord  (auxiliary) 

Overall  length. 

Total  wing  area. . 

Weight  empty  . . 

Weight  loaded 

Weight /sq.  ft . 

Weight/h.p. 

Useful  pay-load  . . 

Speed  range  (full  load)  . . 
Climb  in  10  mins,  (full  load) 
Range  (full  speed) 

Miles  per  gall,  of  fuel  . .  . 


40  ft. 

22  ft. 

6  ft.  6  ins. 

2  ft.  6  ins. 

23  ft.  10  ins. 
290  sq.  ft 
950  lbs. 

1,990  lbs. 

6 ’85  lbs. 

22- 1  lbs. 

680  lbs. 

40-108  m.p.b^ 
3,000  ft. 

440  miles. 

16  miles. 


H  0  H  0 


A  League  of  Nations  Air  Force  ? 

In  the  course  of  a  speech  at  Ripley,  Derbyshire,  on  the 
19th  inst.,  General  Seeley,  referring  to  the  Near  East  trouble 
and  the  necessity  for  the  League  of  Nations  to  be  equipped 
with  an  efficient  police  force,  suggested  that  this  force  should 
be  a  naval  force  and  an  air  force.  “  With  these  two  powers 
you  can  cut  the  communications  of  any  hostile  array.  Had 
the  League  of  Nations  had  both  the  authority  and  the  power, 
this  latest  war  could  never  have  occurred.  The  Greeks  were 
warned  not  to  advance.  International  sea  power  would  have 
cut  their  communications  and  rendered  their  advance 
impossible.  Had  Mustapha  Kernel  attempted  to  advance, 


international  air  power  tvould  have  cut  Jus  communications 
and  broken  up  his  concentrations. M 

Experiments  with  Helicopters 

It  is  reported  that  M.  Damblanc  intends  to  carry  out 
some  interesting  experiments  with  helicopters  in  November, 
with  the  object  of  making  observations  on  their  fall  through 
the  air  when  dropped  from  a  balloon  at  an  altitude  of  about 
4,000  ft.  The  helicopters  will  not,  of  course,  carry  pilots,  but 
wall  be  fitted  with  instruments  which  will  record  the  various 
phases  of  the  descent,  which,  according  to  M.  Damblanc,  will 
not  be  more  than  30  ft,  per  second. 
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THE  ROYAL  AERO  CLUB  OF  THE  U.K. 

OFFICIAL  NOTICES  TO  MEMBERS 


COM M I TTK  K  M EETING. 

A  Meeting  of  the  Committee  was  held  on  Wednesday, 
SptcMuber  20,  wluoi  there  were  present  ;  Lieut. -Col.  F.  K. 
Met  lean,  A.F.C.,  in  the-  CJiair  ;  Group- Cap t.  F.  W  Bowhill. 
C.Ai.G..  D.S.O.,  R.A.F. ;  Maj.-Gen.  Sir  W.  S.  Brancker, 
K.C.H.;  Air.  Ernest  C.  Hurknall,  Brig.  Gen.  Sir  Ca pel  Holden, 
K.C.B.,  F.R.S. ;  Lieut, -Col.  AL  O'Gorman,  C.B, ;  Mr.  F. 
Handley  Page,  and  the  Secretary. 

Election  of  Members.  The  following  new  Members  were 
elected  : — 

Maj.  IT.  G.  Brackley. 

C  harles  Roderick  Carr. 

Henry  Douglas  Clark. 

Arthur  John  Hawes  Elvers  on. 

Richard  Claude  Hancock. 

Evi-jard  John  Boothhy  How. 

Living  Officer  Thomas  Albert  Gibbs  Hudson,  R.A.F. 
Flight-Lieut.  W.  H.  Longton,  R.A.F. 

Charley  Edmond  William  Ricou. 

Lieut.  Joseph  Russell  Sleuhouse,  R.N.R. 

The  King's  Cup  Race. — The  Reports  of  the  Racing  Com¬ 
mittee,  the  Stewards  of  the  Meeting  and  the  Judge  were 
received. 

On  the  motion  of  the  Chairman,  a  unanimous  vote  of 
thanks  was  passed  to  the  following  for  the  valuable  assistance 
rendered  in  the  organisation  of  the  race  : — 

Royal  Air  f'orce,  for  supplying  mechanics  at.  each  control. 
The  Air  Ministry,  Controller  of  Communications  and  Press 
Section. 

The  H andicappers,  Lieut. -Col.  W.  A  Bristow  and  Capt. 
K.  J.  Goodman  Crouch. 

Aerodrome  Officials. 

Maj.  Gilbert  Dennison,  Birmingham  Control 
Mr.  A.  E.  George,  Newcastle  Control. 

Mr.  J.  Allison,  Jun.,  Glasgow  Control. 

Mr.  John  Lord,  Manchester  Control. 

Mr.  H.  J.  Thomas.  Bristol  Control. 

The  thanks  of  the.  Club  were  also  accorded  to  Maj.-Gen. 
Fir  W  S.  Brancker,  K.C,B„  the  Racing  Committee,  and  the 
Club  officials  who  organised  and  carried  out  the  details  of 
the  race. 

Jacques  Schneider  Cup,  1922, — It  was  decided  to  hold 
a  banquet  towards  the  end  of  October  to  commemorate  the 
British  victory  of  the  Supermarine  Napier  Flying  Boat  in  the 
Jacques  Schneider  Cup.  T922.  and  to  present  a  silver  salver 
to  the  pilot,  Capt.  H.  C.  Biard. 

E.A.l.  Conference,  Rome. — The  Committee  considered 


tlio  various  questions  down  for  discussion  at  the  F.A.L 
0 inference  to  be  held  in  Rome  on  October  §-12,  1012. 
Lieut. -Col.  M.  O’Gorman,  <  .  B. ,  was  appointed  delegate  to 
attend  on  behall  of  the  Royal  Aero  Club. 

Air  Conference,  1923.— Lieut.  Col.  M.  O’Gorman,  C.  !>,,  was 
nominated  to  represent  the  Club  on  the  Committee  of  '.he 
Air  Conference  to  be  held  in  February,  10 2?,  organised  bv 
the  Air  Council. 

Gliding  Committee.  The  reports  of  the  Gliding  Com¬ 
mittee  dated  August  28  and  September  if.  were  received  and 
confirmed. 

Detroit  Aviation  Race. — The  application  to  include  a 
portion  of  Canadian  territory  in  the  Detroit  Aeroplane  Rare 
in  October  was  granted  subject  to  the  approval  of  the  Aero 
Club  of  Canada. 

Dcutsch  Cup. — The  entry  of  the  Gloucestershire  Aircraft 
Company  of  Cheltenham  was  confirmed. 

The  Secretary  reported  the  arrangements  made  between 
the  Royal  Aero  Club,  the  Aero  Club  de  France,  and  the 
Compagnie  Gdndrale  de  Navigation  Aerienne  regarding  the 
free  entry  of  the  British  machine  into  France  for  the  race, 
which  were  approved  and  confirmed. 

Maj.-Gen.  Sir  W.  S.  Brancker,  K.C.B.,  Lieut. -Col.  F  K. 
McClean,  A.F.C.,  and  Mr.  H.  E.  Perrin  were  appointed  to 
represent  the  Club  at  the  Race  for  the  Deutsch  Cup  to  be  held 
at  Etampcs  on  September  30,  1922. 

Aviators’  Certificates. — -The  following  Aviators'  Certi¬ 
ficates  were  granted  : — 

7930.  The  Hon.  Elsie  Mackay.  August  14,  192 2. 

7931  Henry  Vigne.  October  12,  191S. 

Aeronauts’  Certificates.— The  following  Aeronaut’s 
Certificate  was  granted  : — 

280.  Cyril  AY,  Price.  October  30.  19x8. 


GLIDING  COMMITTEE. 

A  Meeting  of  the  Gliding  Committee  was  held  on  Thursday, 
September  r.j ,  1922,  when  there  were  present  r  Lieut. -Col.  A1  O. 
Darby,  in  the  Chair,  Lieut. -Col.  W.  A.  Bristow,  Maj.  O.  T. 
Gnosspclius,  Mr.  W.  O.  Manning,  Capt.  \V.  H.  Sayers.  In 
attendance  :  Mr.  B.  Reynolds,  Mr.  F.  Entwistle  (Meteoro¬ 
logical  Department,  Air  Ministry)  and  the  Secretary. 

The  Committee  considered  the  reports  on  the  site  for  the 
Gliding  Contest,  and  it  was  decided  to  select  Itford  Hill,  on 
the  South  Downs,  near  Lewes. 

The  Secretary'  was  instructed  to  approach  the  owners  and 
make  the  necessary'  arrangements. 


GLIDING  COMPETITION 


[Under  the  Competition  Rules  of  the  Royal  Aero  Club  and  fa  Regul^iofts  of  the  Fdddration  Adronautique  Internationale) 

For  the  Prize  of  £1,000  offered  by  the  Proprietors  of  the  “  Daily  Mail.”  October  16-21,  1922. 


The  Gliding  Committee  has  selected  Itforcl  Ilill,  Newhaven, 
for  the  Gliding  Competition  for  the  £1,000  Prize  offered  by 
the  proprietors  of  the  Daily  Mail. 

Shed  accommodation  will  be  provided  free,  and  will  be 
available  from  October  r2. 

Machines  by  rail  should  he  sent  to  Glynde-  Railway  Station. 

Machines  from  abroad  should  be  sent  to  Newhaven. 

Transport  from  both  these  stations  to  the  sheds  can  be 
arranged  through  the  Secretary,  Royal  Aero  Club,  3,  Clifford 
Si  reef,  London,  AV.  t. 

The  prize  of  £  1  000  offered  by'  the  proprietors  of  the  Daily 
Mail  will  be  awarded  to  the  competitor  who  remains  the 
longest  time  in  the  air,  providing  such  flight  occupies  not  less 
than  30  minutes,  under  the  following  conditions  : — 

Supplementary  Regulations 

All  flights  must  be  commenced  between  sunrise  and  sunset. 

Organisation. — The  Competition  will  be  conducted  by  the 
Royal  Aero  Club. 

Competitors. — The  Competition  is  open  to  persons  of  any 
nationality  holding  a  licence  issued  by'  any  Aero  Club  affi¬ 
liated  to  the  F6d6ration  Aeronaut  iqu  <2  Internationale. 

Note. — licences  for  British  competitors  will  be  issued  by 
the  Royal  Aero  Club.) 

The  Competition  is  open  to  any’  heavier-than-air  machine 
not  provided  with  any  motive,  power  except  that  produced 
by  the  personal  exertions  of  the  occupants  during  flight  and 
which  is  not  supported  either  wholly  or  in  part  by'  any'  gas 
which  is  lighter  than  air. 

Timing. — The  timing  of  flights  will  be  taken  from  the 
moment  at  which  free  flight  commences  until  first  contact 


with  the  earth.  The  machine  must  have  no  connection  with 
the  earth  during  flight. 

Alighting. — The  alighting  must  take  place  within  an  area 
which  will  consist  of  a  circle  of  a  radius  of  approximately  Sou 
yards  measured  from  the  official  point  of  departure. 

Entries  -  Entries  must  be  made  to  the  Royal  Aero  Club. 
3,  Clifford  Street,  London,  W.  l,  not  later  tnan  3  p.tn  on 
Saturday,  October  7,  T922.  There  is  no  entry  fee. 

The  Royal  Aero  Club,  in  the  interests  of  safety,  reserves  to 
itself  the  right  to  refuse  any'  entry'  and/or  to  prohibit  the 
flight  in  the  Competition  of  any  competitor  if  it  considers  the 
flight  would  be  dangerous. 

Entries. 

Capt .  Frederick  Warren  Merriam,  White-ley  Bank  House, 
Wroxall,  Isle  of  Wight  (Monoplane) . 

Maj.  Maurice  Edgar  Arthur  Wright,  Mv  Frank  Courtney. 
Air.  AV.  H,  Sayers,  c/o  The  Uyoptane,  175,  Piccadilly  W.  r 
(Monoplane). 

Air.  Arthur  Henry'  Knott,  1 19,  Pen  Ire  Trehatnc  Road, 
Land  ore,  near  Swansea  {Monoplane). 

George  England  (1922),  Ltd.,  Hersham  Road,  AValton-on- 
Thames,  Surrey  (Monoplane). 

Mr,  John  Hogg  Robertson,  t,  Albemarle  Street,  AV,  x 
(Monoplane). 

Air.  James  AL  Hargreaves,  39,  Lynmouth  Road.  Reading 
(Biplane). 

John  J.  O'Freddy,  56,  St.  Alartin’s  Lane,  Loudon,  W.  1 
(Biplane), 

Offices:  THE  ROYAL  AERO  CLUB, 

3(  CLIFFORD  STREET,  LONDON,  W.  1. 

H.  E.  PERRIN,  Secretary. 
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GLIDING,  SOARING 

Those  wishing  to  get  in  touch  with  others  interested  in  matters 
relating  to  gliding  and  the  construction  of  gliders  are  invited 
to  write  to  the  Editor  of  Flight,  who  will  be  pleased  to  publish 
such  communications  on  this  page,  in  order  to  hying  together 
those  who  would  like  to  co-operate,  either  in  forming  gliding 
clubs  oy  m  private  collaboration . 

It  i.  now  reported  that  M.  Barbot  will  fit  a  small  engine 
in  lii;  Deweitine  monoplane  and  attempt  a  flight  across  the 
Channel,  presumably  in  order  to  attempt  to  win  the  Bleriot 
prize.  Tiie  time  for  the  attempt  is  not  definitely  settled, 
but  it  is  thought  that  the  machine  may  be  ready  during 
October. 

*  *  * 

lx  a  letter  to  the  Editor  of  our  American  contemporary, 
Aviation.  Dr.  Georg  Made-lung,  one  of  the  designers  of  the 
Hannover  glider  “  Yampyr,”  on  which  Herr  Hentzen 
remained  aloft  for  3  hrs.  10  mins.,  gives  some  very  interesting 
information  about  the  design  of  that  machine.  From 
Dr.  Model uug's  letter  we  quote  the  following,  which  has  its 
application,  as  regards  the  first  part  of  it,  to  power-driven 
machines  no  less  than  to  gliders : — 

"  Tire  surprisingly  high  quality  of  the  aerodynamical 
properties  of  this  glider  was  not  obtained  by  a  particularly 
suitable  form  of  the  body.  1  had  developed  the.  form  of  the 
body  principally  from  the  constructional  standpoint.  It 
has.  for  instance,  not  only  a  rectangular  section,  but  also  a 
rather  pronounced  corner  on  its  under  side,  comparable  to 
the  step  of  a  float.  We  had  a  competitive  rest  between  this 
ndd-shaped  body  and  a  real  ‘streamline’  body,  with 
round  section  very  appealing  to  the  eye.  The  tests  were 
made  with  a  large  model,  1 /to  size, 'in  which  all  drag 
producing  parts  were  taken  into  consideration — tail  surfaces, 
tail  skid,  pilot’s  head.  The  foot  balls  only  were  neglected. 
The  air  speed  of  the  wind  tunnel  was  about  three  times  the 
actual  gliding  speed.  The  scale  effect  can,  therefore,  almost 
be  neglected,  and  1  believe  that  the  results  of  this  test  arc 
reliable,  not  to  speak  of  the  usual  thoroughness  of  Dr.  Prandtl's 
institute. 

“  The  results  were  remarkable.  The  odd-shaped  body  teas 
slightly  superior  to  the  streamlined  body.  At  large  angles  of 
incidence  the  model  with  this  body  had  a  higher  lift  and  a  better 
lift  [drift  ratio  than  the  model  with  the  streamlined  body.  It  was 
e  cn  better  than  the  bare  wing. 

"  This  does  not  mean,  of  course,  that  a  body  of  primitive 
form  has  less  resistance  than  a  well  streamlined  body.  It 
shows  only  that  1  had  found  a  particularly  suitable  arrange¬ 
ment  for  the  body  where  it  had  no  detrimental  influence  on 
the  wing. 

“  The  particular  merit  of  this  glider  is  neither  its  good 
L I O,  which  is  equal  to  16,  nor  its  high  maximum  lift,  which 
is  C»  105  per  cent,,  or  in  American  units  :  K;  =  0.0042. 
f  This  is  equal  to  a  lift  coefficient  uf  0.82  in  English  '  absolute  ’ 
units. — Ei\,  Flight. J  To  obtain  a  low  rate  of  descent  it 
is  necessary  to  have  both  of  these  factors  at  the  same  time, 
at  the  same  angle  of  incidence.  The  characteristic  factor 
which  determines  the  rate  of  descent  is  : — 

C3 

In  (German)  absolute  units - or 
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sq.  ft.  Miles  D 

“  I  developed  for  my  glider  a  section,  which  has  not  only 
a  very  high  maximum  lift,  but  also  a  section  drag  for  high 
lift:  lower  than  any  other  section  so  far  tested,  and  obtained 
thereby  a  value 

CL 

- -  3°5  or 
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L 

( — )a  X  Kj,  =  0.78 
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"  The  Rhoen  mountains  are  very  different  from  the  average 
flying' field.  The  glider  must  be  handled,  started  and  landed 
on  20  per  cent,  slopes,  in  fields  covered  with  stones,  fences 
and  bushes,  and  sometimes  in  treacherous  winds.  It  was, 
therefore,  necessary  to  design  the  glider  not  only  for  a  high 
magnitude  of  forces,  but  also  for  forces  of  very  different 
kinds.  Such  cases  had  to  be  considered  as  hitting  the  ground 
or  a  fence  pole  with  the  wing  tip,  the  nose,  the  elevator,  or 
even  the  case  of  completely  turning  over.  This  precaution 
proved  to  be  necessary,  for  in  one  of  the  first  flights  a  start 
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failed  The  plane  touched  Hie  ground  first  with  one  wing  tip, 
then  with  the  nose  of  the  body.  The  damages  were  local 
only,  and  could  be  repaired  within  a  couple  of  days.” 

*  *  * 

the  Gottingen  experiments  on  models  of  the  Hannover 
fuselage  indicate  that  we  really  know  far  less  aboulLhe  subject 
of  lift  and  resistance  than  we  think  we  do,  and  that  the 
practice  which  has  been  followed  hitherto  of  estimating  the 
resistances  of  the  various  components,  and  adding  them 
together  to  get  the  resistance  of  the  complete  machine,  may 
lead  to  serious  error.  It  appears  to  be  time  we  got  to  think 
of  an  aeroplane  as  a  whole,  and  not  as  a  conglomeration  of 
separate  parts.  We  believe  that  in  the  case  of  the  de  Havilland 
monoplane  a  somewhat  similar  result  was  obtained,  i.e., 
the  efficiency  and  lift  of  the  wing  was  increased  by  tlie  presence 
of  the  fuselage, 

♦  *  * 

Glenn  Curtiss,  the  famous  American  aircraft  designer  and 
constructor,  who  was  one  of  the  first  to  fly,  has"  designed, 
built  and  flown  a  small  seaplane  glider.  The  machine  was. 
it  appears,  towed  behind  a  fast  motor-boat  until  it  gof  up 
sufficient  speed  to  rise.  It  is  stated  to  have  alighted  safely. 
It  may  be  remembered  that  in  the  very  early  days  of  flying 
M.  Voisin  made  similar  tests  on  the  Seine  with  aeroplanes 
towed  along  by  motor-boats.  Owing  to  the  imperfect 
knowledge  of  design  in  those  days,  M.  Voisin's  towed  aero¬ 
planes  came  to  grief  on  more  than  one  occasion. 

*  *  * 

In  the  Royal  Aero  Club  Notes  in  this  issue  will  be  found 
announcements  relating  to  the  site  chosen  for  the  forthcoming 
gliding  competition  for  the  Daily  Mail  prize,  and  to  the 
entries  so  far  received.  The  latter  number  seven,  but  as 
entries  are  received  up  to  Saturday,  October  7,  it  is  hoped 
that  this  number  will  be  very  greatly  increased  before  Un¬ 
closing  of  the  entries  list.  Incidentally  we  would  remind  our 
readers  that  there  is  no  entry  fee,  and  consequently  no  forfeit 
in  case  of  non-starting.  We  therefore  recommend  all  who 
are  hoping  to  get  machines  ready  in  time  to  enter  them  at 
any  rate,  so  that,  if  finished  at  the  last  moment,  they  niay 
not  be  debarred  from  taking  part  in  the  competition.  By 
this  we  do  not  mean  that  people  who  have  no  possible  chance 
of  getting  a  machine  ready  in  time  should  enter  That  would 
be  unfair  to  the  Royal  Aero  Club,  as  it  would  give  1  the  organisers 
a  lot  of  unnecessary  work.  But  if  there  is  a  possibility,  even 
if  it  appears  at  the  moment  somewhat  remote,  our  advice  is, 
Do  not  delay . 

*  *  * 

With  regard  to  the  machines  themselves,  but  little  informa¬ 
tion  is  available  at  the  moment,  as  entrants  arc  naturally 
not  over  anxious  to  give  away  too  many  details  of  their 
machines  before  the  competition.  A  few  particulars  may 
however,  be  of  interest.  The  glider  entered  by  Mc-rriam  i- 
of  his  own  design  and  construction.  It  is,  we  believe,  a 
cantilever  monoplane,  not  unlike  the  famous  Hannover 
"  Vampyr  ”  in  general  arrangement.  Mr.  Merriam  is  build¬ 
ing  it  in  one  of  the  large  sheds  belonging  to  Mr,  S.  E.  Saunders, 
of  Cowes,  Isle  of  Wight,  who  has,  with  his  usual  generosity 
where  sport  is  concerned,  placed  it  at  Merriam's  disposal, 
Mr.  Newman,  works  manager  of  the  Saunders  aircraft  depart¬ 
ment,  is  interested  with  Merriam  in  the  construction,  and 
between  the  two  of  them  they  should  turn  out  a  very  useful 
machine.  We  learn  that  the  Merriam-Newman  monoplane 
has  a  span  of  36  ft.,  and  that,  it  will  weight  about  200  lbs. 
empty.  In  the  competition  the  machine  will  be  piloted  by 
Merriam. 

*  *  * 

The  machine  entered  by  Maj.  Wright,  Mr.  Courtney  and 
Capt.  Sayers  is  also  a  monoplane,  designed,  we  believe,  by 
Capt.  Sayers,  and  to  be  piloted  by  Mr.  Courtney.  The  mono¬ 
plane  is  being  built  by  the  Central  Aircraft  Co.,  of  Kilburn. 
and  will  have  a  wing  span  of  42  l't.  and  a  weight  empty  of 
200  lbs.,  bringing  the  loaded  weight  up  to  about  350  lbs.,  or 
approximately  the  same  as  that  of  the  Merriam-Newman 
glider. 

*  *  ,* 

Mr.  Gordon  England  has  now  started  work  on  his  machine 
in  real  earnest,  and  hopes  to  have  it  ready  by  the  end  of  this 
month.  His  machine  is  a  cantilever  monoplane  with  enclosed 
fuselage ,  and  it  is  stated  that  he  hopes  to  be  able  to  build  it 
for  a  weight  of  less  than  too  lbs.  As  Mr.  England  is  one  of 
our  pioneer  pilots  (also  of  gliders),  the  performance  of  his 
machine  will  naturally  be  watched  with  great  interest,  and 
we  hope  shortly  to  be  able  to  announce  that  other  "  old- 
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timers"  are  building  gliders.  Tim  machine  is  quite  >ma,U, 
being  of  but  28  ft.  span,  and  is  being  constructed  at  the 
works  of  George  England  (1022),  Ltd.,  of  Walton-on- Thames. 
In  the  competition  the  machine  will  be  piloted  bv  Mr.  Gordon 
England. 

♦ 

Mb.  A.  If.  Knott,  of  Landore  near  Swansea,  is  building  a 
very  small  monoplane  of  but  20  ft.  span  and  a  weight  empty 
not  exceeding  80  lbs,  His  machine  is  to  be  fitted  with  a 
propeller  driven  by  the  pilot’s  feet.  In  spite  of  the  presence 
of  the  propeller,  it  appears  doubtful  if  a  monoplane  surface  of 
only  20  ft.  span  can  provide  sufficient  area  to  make  the 


helicopter  is  stated  to  be  designed  for  two  men,  one  of  whom 
sits  in  front  and  operates  a  tractor  air  screw,  while  the  second, 
seated  farther  aft,  drives  a  direct-lift  screw,  described  as  a 
"  vertical  cone  propeller.'4  Wo  are  looking  forward  to  a  week 
on  the  South  Downs. 

*  *  ¥ 

The  other  day  we  had  the  privilege,  of  inspecting  at  the 
De  Havillaud  Aircraft  Go.  works  at  Stag  Lanes,  Edgwave,  two 
gliders  which  are  now  being  constructed  The  two  machines 
are  identical,  t bin-section  braced  parasol  monoplanes.  We  arc 
not  at  liberty,  at  the  moment,  to  disclose  details  ol  the  con¬ 
struction,  but  hope  to  publish  an  illustrated  description  of  the 


Contour  Sketch-Map  of  Scene  for  Gliding  Competition. 


machine  a  good  g’hter,  whatever  its  properties  may  be  as  a 
f oot-propelle d  aeroplane. 

▼  *  + 

Mr.  J.  H.  Robertson*  of  t,  Albemarle  Street,  has  entered 
a  patent  wing  monoplane,  which  is  stated  to  have  been  built 
and  successfully  flown  in  1010.  Since  then  the  machine  is 
said  to  have  been  re-designed  and  to  have  been  tested  recently 
with  good  results. 

*  #  « 

Two  more  entries  have  been  received  by  the  Royal  Aero 
Club,  both  biplanes.  One  is  by  Mr.  J.  M.  Hargreaves  and 
the  other  by  Mr.  J.  J.  O'Fieddy.  Of  these  two  machines  no 
further  particulars  are  available’  at  the  moment. 

*  *  * 

That  the  gliding  competition  is  not  going  to  be  entirety 
without  unorthodox  designs  appears  probable.  Thus  wo 
understand  that  a  foot-driven  helicopter  is  being  entered  by 
the  British  Helicopter  Company,  of  Blackheath.  At  the 
moment  of  writing  the  machine  has  not  been  entered,  but  it 
jS  expected  that  it  will  be  within  the  next  few'  days.  The 


machines  in  a  forthcoming  issue  of  Flight.  The  workman¬ 
ship  is  extremely  good,  as  was  to  be  expected  from  a  firm  of 
this  standing,  and  the  design  is  about,  as  simple  as  it  was 
possible  to  get  it.  The  difficulty  has,  we  believe,  been  to  get 
used  to  the  small  sizes  required  in  a  lighly-Ioaded  glider  after 
being  used  to  the  relatively  heavy  members  called  for  in  large 
power-driven  machines,  but  in  spite  of  this  fact  the  machines 
promise  to  work  out  quite  light. 

*  *  * 

With  regard  to  the  site  chosen  for  the  gliding  competition, 
this,  as  announced  in  the  Royal  Aero  Club  Notes  on  p.  559,  is 
ltford  Hill,  near  Lewes,  Sussex.  The  site  appears  (we  are 
speaking  from  examination  of  a  map  only,  and  not  from 
personal  inspection  of  the  actual  site)  to  be  very  suitable, 
and  it  certainly  has  the  further  not  inconsiderable  advantage 
of  being  within  easy  reach  of  London.  In  the  accompanying 
contour  sketch-map  of  the  district  the  main  features  of  the 
scene  of  the  competition  may  be  seen.  ltford  Hill  itself  Is 
about  500  ft.  above  sea  level,  and  the  organisers  of  the 
competition  have  succeeded  in  obtaining  permission  to  use 
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the  whole  range  of  hills  far  three  miles  eastward  as  far  as  1’irle 
Beacon,  which  reaches  an  altitude  of  over  700  ft.  above  sea 
level.  Briefly  these  two  points — Itford  Hill  and  1'irle 
Beacon — mark  tire  western  and  eastern  limits  of  the  ground 
available.  To  the  north  the  range  drops  fairly  rapidly  at 
first,  then  more  slowly,  reaching  the  meadows  around  Glynde 
Reach  in  a  dista  nce  of  about  two  miles.  To  the  south  also  the 
slope  is  at  first  fairly  steep,  gradually  flattening  out,  and 
ridges  running  roughly  north  and  south  divide  the  slopes  into 
smaller  separate  gradients.  To  the  west  the  slope  from  Itford 
Hill  is  fairly  steep,  terminating  at  the  foot  of  the  hill  in  the 
Ouse  valley,  Between  the  foot  of  the  hill  and  river  runs  the 
Kewliaven  and 'Sea  ford  line  of  the  L.B.  and  S.C.  railway,  but 
the  gradient  here  is  so  steep  that  machines  should  have  no 
difficulty  in  clearing  the  railway  and  alighting  beyond  it  in 
the  meadows  around  the  River  Ouse.  In  strong  westerly  and 
south-westerly  winds  this  side  of  the  hill  should  produce 
suitable  conditions  for  flights  of  considerable  duration,  while 
the  southern  slopes  would  probably  be  chosen  for  flights  in 
w  hich  it  was  desired  to  cover  greater  distances, 

*  *  * 

As  regards  accessibility,  the  site  is,  as  already  mentioned, 
particularly  favourably  placed.  A  frequent  train  service 
from  Loudon  to  the  village  of  Glynde  is  available,  and  from 
Glynde  to  Itford  Hill  is  only  a  distance  of  about  miles. 
By  road  from  Lewes  the  distance  is  about  4.J  miles.  Tents 
will  be  provided  for  housing  the  machines,  and  competitors 
may  succeed  in  getting  accommodation  in  the  inns  at  Glynde 
or  West  Firle.  If  not,  the  nearest  hotels  appear  to  be  those 

H  H 

INTER-CITY 

Colonel  Spenser 

The  suggestion  made  by  Lieut. -Col.  Spenser  Grey,  as  a  result  of 
his  observation  of  the  tremendous  enthusiasm  at  the  various 
controls  during  the  race  for  the  King's  Cup,  that  an  inter¬ 
city  championship  race  around  Britain  should  be  instituted 
for  next  year  is  one  which  has  a  great  deal  to  recommend  it. 
As  we  stated  in  our  Editorial  Comment  on  September  14, 
1922,  the  King's  Cup  Race  aroused  widespread  interest  in 
and  enthusiasm  for  aviation  races,  and  an  annual  race  between 
machines  representing  various  cities  could  scarcely  fail  to 
increase  greatly  the  enthusiasm  of  the  population  of  the  cities 
represented  in  the  race.  From  interest  in  a  particular  air 
race  to  interest  in  aviation  in  general  is  but  a  short  step,  and 
if  certain  difficulties,  which  do  undoubtedly  exist,  can  be  over¬ 
come,  we  think  that  the  scheme  is  an  admirable  one  and  one 
which  should  meet  w  ith  general  support.  Brief! y  Col.  Spenser 
Grey's  suggestion  is  as  follows  : — 

(«)  Each  city  or  town  desiring  to  enter  for  the  race  would 
open  a  subscription  list  for  the  building  of  an  aeroplane  to 
represent  it. 

(6)  The  machines  when  built  would  be  entered  in  the  race 
by  the  town  or  city  for  which  they  were  built. 

(c)  All  machines  entered  would  be  built  to  one  or  other  of 
the  Air  Ministry’s  specifications  for  aeroplanes,  and  after  the 
race  would  be  placed  at;  the  disposal  of  the  Royal  Air  Force, 
earmarked  for  the  use  of  the  new'  Auxiliary  (or  Territorial) 
Air  Force,  recruiting  for  which  is  to  begin  in  April  next  year. 

(d)  A  challenge  cup  to  be  presented  to  the  entrants  of  the 
champion  machine  would  be  held  year  by  year  by  the  Aero 
Club,  formed  by  the  subscribers  to  the  building  of  the  winning 
machine. 

(e)  These  machines  would  also  be  eligible  to  compete  in  the 
King's  Cup  Race,  the  Aerial  Derby,  and  any  other  air  races 
in  which  the  proprietary  city  might  wish  them  to  compete. 

The  advantages  claimed  by  Col.  Spenser  Grey  for  a  race  of 
this  nature  are,  briefly,  as  follows  : — 

1.  It  is  useless  for  those  who  believe  in  air  power  to  call 
for  a  big  Air  Force  while  the  prevailing  cry  is  for  economy. 
By  tlius  stirring  up  local  patriotism  and  interest  in  flying  a 
material  addition  may  be  made  to  our  aerial  strength  by  the 
people  who  are  already  believers  in  air  power,  and  many 
others  may  be  educated  in  that  belief. 

0  0 

London’s  Air  Peril 

Speaking  last  Thursday  night  at  the  monthly  dinner  of 
the  Royal  Naval  Volunteer  Reserve  (Auxiliary  Patrol), 
Admiral  Mark  Kerr,  referring  to  the  possibility  of  an  attack 
upon  this  country  from  the  air,  said  that  the  one  thing  that 
would  kill  us  at  the  commencement  of  a  great  war  would  be 
a  great  raid  on  London — the  heart  of  the  Empire.  He  spoke 
of  the  possibility  of  500  ’planes  coming  unexpectedly  over 
I.ondon,  each  dropping  ioo-kilo.  bombs  “I  feel,"  he  said, 

“  we  are  at  the  mercy  of  a  near  country.  Don't  let  us  take 


at  Lewes.  It  seems  probable  that  some  enterprising  linn  at 
Lewes  will  run  some  sort  of  motor  conveyance  between  Lewes 
and  some  point:  at  the  foot  of  Itford  Hill.  Altogether,  the 
scene  for  the  competition  appears  to  be  laid  in  very  pleasant 
surroundings  and  if  this  year's  experience  proves  the  district 
suitable,  it  is  to  be  hoped  that  arrangements  may  be  made 
for  retaining  the  rights  to  use  it  for  future  gliding  meetings. 

•  *  ♦  * 

We  very  much  regret  to  have  to  record  this  week  that  the 
American  pilot  Allen,  who  took  part  in  the  French  gliding 
competition  at  Combegrasse  and  later  had  his  machine  sent 
to  Germany,  has  met  with  a  serious  accident  while  flying  in 
the  Rhou  Hills.  It  appears  that  Allen  took  his  machine  out 
in  a  very  gusty  wind,  and  that  on  landing  he  crashed  rather 
badly.  He  was  taken  to  a  hospital  at  Gersfeld,  and  is 
reported  to  be  progressing  favourably. 

*  *  * 

We  hi^ve  been  asked  to  publish  the  fact  that,  in  response 
to  numerous  enquiries,  the  Engineering  Works,  Mill  Hill, 
Appleby,  Westmorland,  are  about  to  add  an  aviation  branch 
to  their  works.  This  branch  will  be  devoted  solely  to  aero¬ 
nautical  work,  and  the  services  of  a  well-known  pilot  and 
designer  have  been  obtained.  The  design  and  construction 
of  gliders  or  light-powered  machines  will  be  undertaken,  as 
will  also  construction  to  customers’  own  designs.  The  firm 
is  prepared  to  give  free  tuition  to  anyone  purchasing  a  machine 
from  them,  and  if  the  necessary  number  of  pupils  can  be 
obtained  it  is  intended  to  start  a  school  for  training  pupils  in 
gliding  and  soaring  flight. 

H  H 

AIR  RACE 

Grey’s  Suggestion 

2.  The  building  of  the  machines  will  lead  to  improvements 
in  design  and  construction,  for,  having  fulfilled  the  Air  Ministry 
requirements,  designers  will  be  encouraged  t.o  further  efforts 
towards  efficiency  in  order  to  win  the  race 

3.  Employment  vrill  be  given  to  the  design,  experimental 
and  constructional  staffs  of  a  number  of  aircraft  factories  at  a 
time  w  hen  there  is  grave  danger  of  those  staffs  being  dispersed 
owing  to  lack  of  employment. 

It  appears  that  the  first  city  likely  to  start  the  ball  rolling 
by  taking  practical  steps  to  put  into  practice  Col.  Grey’s 
scheme  may  be  Leeds,  the  home  of  the  Blackburn  Aeroplane 
and  Motor  Co. ,  Ltd  At  a  dinner  given  in  honour  of  Lieut. -Col . 
Spenser  Grey  and  Mr.  R.  W.  Kenworthy,  pilots  of  the  two 
Blackburn  "  Kangaroos  "  which  took  part  m  the  race  for  the 
King’s  Cup,  Mr.  Stuart  A.  Hirst  announced  that  he  would 
undertake  to  guarantee  a  substantial  prize  to  the  pilot  who,  in 
next  year's  race,  puts  up  the  best  performance  on  a  Yorkshire- 
built  machine,  and  expressed  the  hope  that  there  would  be 
an  entry  of  a  machine  in  the  name  of  Leeds,  coupled  with  a 
challenge  to  any  other  town  or  city.  He  could  not,  he  said, 
conceive  of  any  large  centre  declining  such  a  challenge. 

Sir  Edwin  Airey  undertook  to  guarantee  a  prize  for  the 
pilot  making  the  best  time  between  the  starting  point  an  1 
the  city  of  Leeds,  and  Mr.  David  Little,  President  of  the  Leeds 
Chamber  of  Commerce,  promised  to  bring  the  scheme  to  the 
early  notice  of  that  body  with  a  view'  to  launching  it 
successfully. 

There  is  little  doubt  that  many  other  towns  will  follow 
suit,  and  if  a  set  of  rules  can  be  drafted  which  will  ensure  that 
all  machines  will  stand  an  equal  chance  in  such  a  race,  there 
is  every  possibility  that  next  year  will  see  the  most  important 
air  race  ever  held  in  this  country.  We  cordially  invite  sugges¬ 
tions  from  our  readers,  and  shall  be  glad  to  open  our  column-, 
to  a  discussion  of  the  best  lines  upon  wrhich  to  work  in  order 
that  the  race  may  combine  the  greatest  interest  and  the 
fullest  participation  with  the  greatest  utility  in  connection 
with  the  new  Auxiliary  (or  Territorial)  Air  Force  w'hich  is  to 
come  into  being  during  the  spring  and  summer  of  next  year. 
We  understand  that  the  Air  Ministry  takes  a  favourable 
attitude  towards  the  scheme,  especially  if,  as  suggested,  the 
machines  entered  are  built  to  Air  Ministry  specifications. 

0  El 

anything  for  granted,  We  have  been  the  advanced  people  in 
the  world  as  far  as  truth’,  justice  and  honour  are  concerned. 
In  the  past  we  have  played  the  game.  At  the  present  time 
we  are  getting  a  little  shaky," 

A  Scandinavian  Altitude  Record 

A  new  altitude  record  for  Scandinavia  w'as  put  up  on 
Friday  last,  when  Lieut.  Gottcnburg,  of  the  Norwegian 
Army  Air  Service,  accompanied  by  a  passenger,  reached  an 
altitude  of  23,293  ft.  Both  were  provided  with  oxygen 
apparatus.  The  former  record  was  16,732  ft. 
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THE  COUPE  DEUTSCH  RACE  AT  ETAMPES 


Saturday’s  Great  International  Event 


The  greatest  international  speed  race  of  the  year,  the  race 
for  the  Coupe  Deutsch,  will  be  flown  over  the  usual  course 
between  Etampes  (Yillesauvage)  and  La  Marmognc  on  Satur¬ 
day,  September  30.  The  distance  between  the  turning  points 
is  50  kms.  (31  miles),  so  that  altogether  three  out-and-home 
trips,  totalling  300  kms.  (18O  miles)  will  have  to  be  made. 

At  the  moment  of  wonting  it  is  not  definitely  known  which 
of  the  French  machines  entered  will  fly  in  the  race,  as  the 
eliminating  trials  take  place  on  September  27,  but  five 
machines  will  take  part,  three  from  France,  one  from  Italy, 
and  one  from  Great  Britain. 

The  British  representative  is  the  Gloucestershire  Aircraft 
Co.'s  Mars  I,  450  h.p.  Napier  “  Lion  ”  engine.  This  machine, 
which  will,  of  course,  be  piloted  by  Mr.  J.  H.  James,  isthe  same 
as  that  flown  by  James  in  the  Aerial  Derby,  which  he  won  at 
an  average  speed  of  178  m.p.h.  For  the  Coupe  Deutsch, 
however,  the  machine  has  been  fitted  with  smaller  wings,  and 
as  James  was  not  flying  “  all-out  ”  in  the.  Derby,  his  speed  in 
the  Coupe  Deutsch  race,  may  confidently  be  expected  to  be 
considerably  greater.  How  much  greater  we  have  no  means 
of  knowing,  since  not  only  pure  speed  but  keeping  a  good 
course  and  wasting  no  time  at  the  turning  points  count  for  a 
great  deal  in  the  Coupe  Deutsch.  The  French  pilots  have,  of 
course,  been  flying  frequently  over  the  course,  and  have  been 
getting  used  to  it  under  different  weather  conditions.  Also 
they  have  been  pract  ising  quick  turns  around  pylons,  and  wm 
remember  that  Sadi  Lccointe  has  once  (in  the  Gordon-Bennett 
race  of  1920)  been  timed  to  round  the  pylon  at  Yillesauvage  in 
three  seconds.  However,  “  Jimmy  ”  is  something  of  an 
artist  himself,  and  we  have  no  doubt  he  will  get  the  *’  Bamel  " 
around  in  the  quickest  time  possible.  On  pure  speed  he  may 
have  a  hard  fight  against  such  projectiles  as  that  on  which 
Lecointe  will  be  mounted,  but  we  are  certainly  not  without 
hope  that  on  average  speeds  over  the  course  James  will  be 
able  to  put  up  a  good  fight.  He  is  under  a  handicap  in  being 
our  onlv  representative  (as  against  three  from  France),  but 
he  and  his  machine  are  undoubtedly  the  best  combination 
which  could  be  Jound  in  Britain  today,  and  w'e  wdsh  him 
every  success  in  the  great  race. 

t  he  Italian  representative  is  Brack-Papa,  who  will  be  flying 
a  Fiat  biplane  with  700  h.p.  Fiat,  type  A.V.  1 2-cylinder,  engine. 
His  machine  has  a  length  of  25  ft.  9  ins.  and  a  wing  span  of 
34  ft.  10  ins.  The  wing  area  is  237  sq.  ft.,  and  the  weight 
rmpty  of  the  machine  is  3,080  lbs.  On  this  machine  Brack- 
Papa  was  recently  credited  with  a  speed  of  209  m.p.h.,  but 
if  is  now  learned  that  the  Italian  Aero  Club  have  not  homolo¬ 
gated  the  flight  as  a  record.  The  reason  is  not  known. 

No  less  than  six  French  machines  have  been  entered  for  the 
1  oupe  Deutsch,  and  as  each  country  may  only  be  represented 
by  three  machines,  eliminating  trials  will  have  to  be  held. 
These,  as  already  stated,  will  take  place  on  September  27, 
but  as  Flight  goes  to  press  before  then  it  will  not  be  possible 
(o  state  Ibis  week  which  of  the  six  machines  will  fly  in  the 
actual  race.  The  six  French  machines  entered  are  three 
Nicuport-Delage  machines,  one  Madon  “  Simplex,"  one 
Nungesser  monoplane,  and  one  Bleriot-Casale  biplane. 

Of  the  three  Nieuport-Delage  machines  entered  one  is  a 
biplane,  to  be  flown  by  Lasne  or  Berthelin.  This  machine  is 
probably  generally  similar  to  the  biplane  on  which  some  of 
Lecoiate's  records  have  been  established  in  the  past.  The 
machine  is  not  so  fast  as  the  monoplanes,  and  is  probably 
intended  more  as  a  Stand-by  than  as  a  serious  competitor. 
The  machineT  which  has  a  Hispano-Suiza  engine  of  320  h.p., 
is  20  ft.  4  ins.  length  over  all,  with  a  span  of  19  ft.  9  ins,  and 
a  wing  area  of  132  sq.  ft.  and  weighing  1,530  lbs.  empty. 

The  second  Nseuport-Delage  is  a  "  Sesquiplan  "  (onc-and-a- 
half  plane),  and  will  be  piloted  by  Lasne  or  Lecointe.  It 
has  a  length  over  all  of  23  ft.  and  a  wing  span  of  26ft.  10  ins. 
The  wing  area  is  only  130  sq.  ft.,  and  the  weight  empty  1,720 
lbs.  The  engine  is  a  320  h.p.  Iiispano-Suiza. 

The  real  racer  from  the  Nieuport  stable  is,  however,  the 
small  "  Sesquiplan,”  which  will  be  flown  by  Lecointe.  This 
machine,  although  similar  in  general  to  the  older  type,  has 

<♦>  <A> 

Gloucestershire  Machines  for  Greece 

After  ccmpeting  in  the  race  for  the  Coupe  Deutsch, 
Mr.  J.  H.  James  will  proceed  to  Salonica  to  test  a  large 
batch  of  machines  sold  to  the  Greek  Atmy  by  the' Gloucester- 
shire  Aircraft  Company,  the  constructors  of  the  Mars  I. 
These  machines  are  of  the  Mars  VI  type,  which  are 
practically  Nieuport  Nighthaw'ks  fitted  with  the  new 
Siddeley  “Jaguar”  engines.  Visitors  to  Croydon  on  the 
occasion  of  the  Aerial  Derby  will  have  seen  one  of  these 


been  further  reduced  in  size  (although  this  would  scarcely 
seem  possible),  and  has  an  overall  length  of  but  20  ft.  and 
a  span  of  26  ft.  3  ins.  The  wing  area  is  11S  sq.  ft.,  and  the 
weight  empty  is  1,660  lbs.  The  engine  of  this  machine  also 
is  a  320  h.p.  Hispano-Suiza,  In  a  recent  test  flight  over  the 
measured  x  km.  course,  Sadi  Lecointe  established  the  following 
times  on  this  machine: — First  kilometre  in  xo£  secs.  (215 
m.p.h.),  second  kilometre  in  102  secs.  (210  m.p.h.),  third 
kilometre  in  ioj-  secs.  (215  m.p.h.),  and  fourth  kilometre  in 
to?  secs.  (206-5  m.p.h.),  or  an  average  of  21T  -6  tn.p.h.  To  be 
considered  for  world's  records  flights  have  to  be  made  over 
a  measured  course  of  t  kru  ,  two  flights  in  each  direction,  and 
it  was  in  doing  this  that  the  speeds  indicated  above  were 
obtained.  It  goes  without  saying  that  in  the  Coupe  Deutsch, 
with  the  time  which  must  necessarily  be  wasted  at  the  turning 
points,  the  machine  will  not  do  the  same  speed,  but  with 
skilful  handling  the  Nieuport-Delage  racer  should  be  capable 
of  close  upon  200  m.p.h.  if  the  day  prove  reasonably  calm, 
and  Sadi  is  in  his  usual  form.  It  will  be  seen  that  the  Mars  I 
w-ill  have,  its  work  cut  out.  to  hold  its  own,  and  the  race  may 
well  prove  a  very  close  one  between  the  Nieuport,  the  Mars  I 
and  the  Fiat.  Incidentally,  it  is  rumoured  that  Lecointe 
intends  to  retire  shortly,  and  that  the  Coupe  Deutsch  may 
probably  be  the  last  great  race  in  which  he  wall  fly,  Frankly, 
we  are  rather  pleased  to  hear  this.  Lecointe  is  not  only  one 
of  the  finest  pilots  in  the  world,  but  he  is  also  a  thoroughly 
good  sportsman  and  a  most  charming  personality,  and  it 
cannot  be  denied  that  these  races,  with  speeds  constantly 
creeping  up,  are  getting  dangc-rous,  Sadi  has  had  many  bad 
tosses,  and  it  would  be  a  thousand  pities  should  he  tempt  fate 
too  far  by  continuing.  We  therefore  wish  him  good  luck  in 
the  race,  and  hope  that  whCn  it  is  over — whether  he  w  ins  it  or 
not — he  will  retire  and  settle  down  at  some  less  risky  occupa¬ 
tion  that  we  may  have  him  among  us  for  many  many  years 
to  come. 

Reference  has  already  been  made  in  Flight  to  the  B16riot- 
Casale  machine  which  is  a  biplane  of  the  typical  Spad- 
Herbemont  type,  and  has  a  Lorraine  engine  of  450  h.p.  The 
length  of  this  machine  is  21  ft.  4  ins.  and  the  span  28  ft.  2  ins. 
The  wing  area  is  273  sq.  ft.  and  the  Aveight  empty  2,730  lbs. 
In  spite  of  its  high  power,  it  is  not  expected  that  this  machine, 
which  is  an  adapted  military  machine  and  not  designed  as  a 
racer  in  the  first  instance,  will  be  one  of  the  three  French 
machines  chosen  after  the  elimination  trials.  The  machine  is 
not,  however,  a  slow  one  by  any  means,  and  its  designer, 
M.  Andre  Flcrbemont,  expects  that  it  will  be  capable  of 
covering  the  Coupe  Deutsch  course  at  an  average  speed  of 
about  295  kms.  (183  miles)  per  hour.  The  machine  will  be 
flown  in  the  eliminating  trials,  and  in  the  great  race  itself  if 
it  passes  the  former,  by  Jean  Casale. 

Some  curiosity  has  been  aroused  as  to  the  "  parentage  "  of 
the  machine  which  is  to  be  flown  by  Nungesser.  It  is,  we 
learn,  a  cantilever  me  noplane  w  ith  700  h.p.  Fiat  engine,  and 
although  classed  ameng  the  French  machines,  it  is  stated  to 
be  constructed  by  Fiats.  It  is  therefore  presumed  that  the 
machine  has  been,  if  not  designed,  at  any  rate  built  by  the 
French  branch  of  the  Fiat  company.  The  main  particulars  of 
the  machine  are  as  follows :  Length  overall,  19  ft.  9  ins. ;  span. 
43  ft.  6  ins.  ;  area,  239  sq.  ft.  ;  weight  empty,  3.080  lbs. 

The  machine  to  be  flown  by  Madon  is  of  the  tailless 
“  Simplex  "  type  Madon -Cannier.  The  main  characteristics 
are:  Length  overall,  23  ft.;  span,  26  ft.  3  ins.;  area,  175 
sq.  ft.  ;  weight  empty,  1,540  lbs. ;  engine,  320  h  p.  Hispano- 
Suiza.  Madon  has  been  trying-out  a  small  biplane  with 
rotary  engine  at  Etampes  for  some  months  past,  and  is  stated 
to  have  obtained  very  good  results.  Evidently  the  new 
machine  is  an  attempt  to  apply  the  experience  thus  gained 
to  a  fast  racing  machine.  The  machine,  which  was  designed 
by  Madon,  Avbo  will  pilot  it,  and  Carmier,  chief  engineer  of 
Schwarts  and  L6on  See,  the  constructors,  is,  it  will  be  seen 
from  above  figures,  quite  a  small  affair,  and  its  behaviour 
will  be  watched  w-ith  more  than  ordinary  interest  on  account 
of  its  unorthodox  design. 

<$>  <S> 

machines  perform,  and  cannot  have  failed  to  notice  its 
extraordinary  climb,  than  which  probably  nothing  better 
exists  today.  We  congratulate  the  Greeks  on  their  choice. 

Paris-Bukarest  in  14  Hours 

An  aeroplane  piloted  by  Maj.  Vuillemin,  of  the  French 
Army  Air  Service,  and  carrying  .a  passenger,  left  Paris  at 
5  a.m.  last  Saturday  and  arrived  in  Bukarest  at  7  p.m.  the 
same  evening. 
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THE  LONDON-CONTINENTAL  SERVICES 

FLIGHTS  BETWEEN  SEPTEMBER  17  AND  SEPTEMBER  23,  INCLUSIVE 
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D  II.  9  (t),  D.H.  iS  (t)f  D.H.  34 

(4)- 

Croydon- Rotterdam  - 

6 

8 

r> 

<5 

5 

2  53 

Fokker  H-NABV  (ih.  52m.) 

F.  (5). 

Amsterdam. 

Amsterdaro-Rotterdam- 

7 

10 

1  4 

5 

2  54 

Fokker  H-NABI(2h.  6m.) 

P  H.  34  (1),  F.  (6). 

Croydon. 

Totals  for  week 

100 

347 

1  34 

64 

1  90 

*  Not  including  "  private  ”  flights.  f  Including  certain  journeys  when  stops  were  made  en  route. 

J  Including  certain  diverted  journeys.  §  Rotterdam. 

Av.  =  Avro.  B  =  Breguet.  Br.  =  Bristol.  Bt.  =  B.A.T.  D.H.4  =  De  Havilland  4.  D.H.g  (etc.;. 

F.  =  Fokker.  Fa.  =  Farman  F.50.  G.  =  Goliath  Farman.  H.P.  =  Handley  Page.  M.  =  Martinsyde.  Sp.  =  Spad. 
Vi.  —  Vickers  Vimy.  Vu.  =  Vickers  Vulcan.  W.  —  Westland. 

The  following  is  a  list  of  firms  running  services  between  London  and  Paris,  Brussels,  etc,  etc.: — Co.  des  Grandes 
Expresses  Adriennes  ;  Daimler  Hire,  Ltd.  ;  Handley  Page  Transport,  Ltd.  ;  Instone  Air  Line  ;  Koninklijkie  Lucbtvaart 
Maatschappij  ;  Messageries  Adriennes. 

Incidental  Flying. — The  De  Havilland  Co.  ran  a  daily  service  between  Lympne  and  Ostend  with  a  D.  H.  J6  making  one 
tripeach  way.  The  Aircraft  Disposal  pilots  (Perry,  Piercey  and  Stocken)  were  busy  testing  Bristol  Fighters,  D.H  ga  and 
Martinsyde  F.  4  machines  at  Croydon. 

H  0  0  0 

LONDON  TERMINAL  AERODROME 


Monday  evening,  September  25. 
What  will  probably  prove  to  be  the  most  important  event  in 
the  history  of  civil  aviation  is  now  resulting  from  the  flight 
of  the  Daimler  Airways  D.H. 34  to  Berlin.  This  machine 
arrived  back  at  the  aerodrome  late  on  Saturday  evening 
carrying  as  passengers  Col.  Searle,  Maj.  Woods  Humphreys, 
and  a  Maj.  Wronsky,  who  is  representing  the  Deutsche  Luft 
Reederei,  the  big  German  air  transport  organisation.  Maj. 
Wronsky  has  come  to  London  to  make  the  final  arrangements 
for  the  running  of  the  London-Berlin  air  service,  and  I  under¬ 
stand  that  while  the  Daimler  representatives  were  in  Berlin 
and  Amsterdam  negotiations  were  commenced,  and  are 
already  in  an  advanced  stage,  for  the  formation  of  an  organis¬ 
ation  to  run  the  air  transport  Unas  of  Northern  Europe. 

This  organisation,  Consisting  of  the.  Daimler  Airway,  the 
Royal  Dutch  Air  Service,  the  Deutsche  Luft  Reederei.  and 
the  Dariske  Luftfar  tsclskab,  are  to  make  a  working  agreement 
for  the  running  of  air-lines  through  their  various  countries. 
The  only  big  question  that  remains  to  be  settled  is  that  of  the 
size  and  horse-power  of  the  German  "  air  expresses,'1  which 
arc  limited  under  the  terms  imposed  on  Germany  by  the 
Allies.  This  question  has  already  been  discussed  By  the 
Governments  concerned,  and  it  is  probable  that  an  agreement 
on  the  linos  of  limiting  the  number  of  higher-powered  "  air 
expresses  ”  that  the  Germans  are  to  build  will  be  arrived  at. 

The  Daimler  people  are  enthusiastic  over  the  prospects  of 
the  new  route  to  Berlin.  The  country  is  practically  flat  the 
whole  way,  the  only  high  obstacles  being  wireless  masts,  which, 
both  in  Holland  and  Germany,  rise  at  some  stations  to  a 
height  of  1,000  ft.  These,  however,  can  easily  be  avoided  by 
arranging  the  route  so  that  they  are  given  a  wide  berth.  The 
return  journey  from  Hamburg  to  London  on  Saturday  was 
accomplished  in  a  flying  time  of  barely  five  hours. 

Bad  Weather  on  the  Continental  Routes 

The  weather  during  the  week  has  been  all  against  flying, 
and,  in  consequence,  the  services  have  been  rather  '*  ragged." 
The  early-morning  newspaper  services  have  been  considerably 
delayed,  and  on  one  occasion  had  to  be  cancelled  owing  to 
the  morning  mists.  Several  machines  flew  through  the  gale, 
which  seriously  delayed  the  cross -Channel  boat  sendees  during 
the  week  On  Sunday  the  entire  services  were  held  up  with 


the  exception  of  one  ”  Goliath,"  which  managed  to  get 
through.  On  this  day  Mr.  Alan  J.  Cobhani,  in  spite  u£  the 
weather,  made  a  splendid  flight  to  Paris  and  back  to  get 
pictures  of  the  Carpentier-Siki  fight  for  one  of  the  London 
picture  papers.  He  left  Paris  too  late  to  arrive  at  Croydon 
before  dark,  and  crossed  the  Channel  in  the  dusk  in  very  bad 
flying  weather,  the  clouds  at  times  being  within  a  few  feet  of 
the  water.  He  picked  up  the  lights  at  Lympne  aerodrome, 
and  completed  his  flight  to  Croydon  in  the  dark,  arriving 
there  at  about  a  quarter- past  eight. 

In  connection  with  the  weather,  arrangements  have  been 
made  for  meetings  between  the  chief  pilots  of  the  three 
British  companies  to  decide  if  conditions  are  tit  for  fly  mg. 
If  their  decision  is  against  flying,  the  C.  A.T.O.  issues  a  notice 
to  the  British  firms  stating  the  findings  of  the  meeting,  and 
saying  that  no  British  machine  will  leave  until  further  notice. 

One  of  the  K.L.M.  monoplanes,  en  route  from  Croydon  to 
Rotterdam,  was  compelled  to  descend  at  Lympne  with  engine 
trouble  during  the  week,  and.  it  was  found  that  one.  of  the 
big-ends  had  gone.  This  is  the  first  time  this  season  that  the 
K.L.M.  have  had  a  forced  landing  in  England  for  engine 
trouble.  No  new  engine  was  available  on  this  side,  and  a 
new  one  was  flown  over  in  another  machine,  together  with 
mechanic?,  from  Holland, 

Economies  are  being  made  in  the  working  of  the  aerodrome 
by  the  Air  Ministry,  and  the  staff  of  the  C,  A.T.O.  has  been 
considerably  reduced.  I  understand  that  this  is  the  first 
move  towards  cutting  these  expenses  considerably. 

The  wind-indicator  which  was  beside,  the  control-tiwer 
has  been  moved  to  a  position  near  the  Daimler  engine-shops, 
and  a  new  fire  hydrant  is  being  installed  in  the  sanw  position. 
A  number  of  sheds,  petrol-pumps,  and  cither  inflammable 
erections  have  been  built  in  this  section  of  the  aerodrome 
lately,  and  a  fire  hydrant  had  become  an  urgent  necessity. 

More  Machines  for  “  Air  Taxi  ”  Work 

Thu.  machine  entered  by  the  Duke  of  Sutherland  for  the 
Kings  Cup  race,  a  D.H.g,  has  been  sold  to  the  Surrey  Flying 
Services,  who  intend  to  use  it  for  air-taxi  work.  This  com¬ 
pany  have  been  busily  re-erecting  one  of  the  Royal  Aero 
Club  AVros  which  was  crashed  a  short  time  ago,  and  have 
also  re-conditioned  their  own  Renault- Avro,  which  came  to 
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grief  in  a  corn-field  when  starting  for  Ostend.  This  machine 
is,  1  understand,  to  be  sold  to  a  private  owner,  who  intends 
to  use  it  for  taking  liis  friends  for  air  jaunts. 

During  the  high  winds  in  the  early  part  of  the  week  pilots 
flying  over  the  dunes  of  Northern  France  observed  sand¬ 
storms  of  quite  respectable  size  being  whirled  along  by  the 
wind  beneath  them.  The  storms  extended  to  a  height  of 
about  800  ft.,  and  pilots  who  have  done  much  hying  in  arid 
■countries  described  them  as  being  smaller  editions  of  the 
violent  sandstorms  experienced  in  those  lands.  This  sand  in 
northern  France,  being  whirled  about  by  the  wind,  has  caused 
machines  to  force-land  at  times,  owing  to  it  being  sucked 
into  the  air-intake  of  the  engines. 

The  Instone  Air  Line  close  their  Paris  service  today. 
Maj.  Greer  has  been  in  Cologne  making  all  arrangements  for 
the  opening  of  the  Cologne  service  I  am  told  that  the 
levelling  operations  at  the  Brussels  aerodrome,  combined 
with  the  heavy  rains,  have  made  the  aerodrome  so  soft  that 
machines  sink  up  to  their  axles  in  the  mud.  One  machine 
was  over  an  hour-and-a-half  getting  away  from  the  aero¬ 
drome,  sinking  into  the  mire  time  after  time. 

The  Messageries  Adriennes,  or,  as  they  now  call  them¬ 
selves,  the  ‘  C.M.A."  Air  Lines,  have  the  largest  commercial 
fleet  in  existence.  This  consists  ot  10  Goliaths,  11  5-scater 


Spads,  and  13  Breguets.  Their  goods'  traffic  to  and  from  all 
parts  of  Europe  and  London  continues  to  increase,  and  they 
will  be  running  special  goods  machines  next  spring.  In  the 
meantime  they  are  equipping  their  Goliaths  with  electric 
heating  for  the  winter.  One  of  these  machines,  which  has 
already  been  to  Croydon,  has  separate  heating  for  each 
passenger,  who  controls  foot  and  back  warming  arrangement- 
by  a  switch  at  his  side. 

’The  Goliath  pilots  are  putting  up  a  very  fine  show  in  the 
bad  weather.  One  day  this  week  the  Grands  Express  Goliaths 
were  the  only  machines  to  get  through  in  both  directions 
between  London  and  Paris. 

There  is  a  rumour  on  the  aerodrome  that  Handley  Page 
Transport  are  building  six  more  machines  to  cope  with  the 
passenger  traffic  on  the  London-Paris  route  when  they  are 
the  only  British  firm  operating  next  year.  These  machines 
will,  1  understand,  be  fitted  with  seating  accommodation  for 
16  passengers. 

1  am  able  to  announce,  from  information  just  to  hand,  the 
extremely  low  “  air  fares  “  which  w  ill  be  charged  on  the  new 
London- Berlin  route  they  will  be  as  follows  : — London  to 
Berlin  (single),  £5  10s.  (which  works  out  at  about  2 d.  a  mile)  ; 
London  to  Amsterdam,  £4  ;  Amsterdam  to  Berlin,  tz  ; 
Hamburg  to  Berlin,  £1. 


0000 

“THE  SMITHS  OF  CRICKLEWOOD” 

A  Brief  Visit  to  the  Works  of  S.  Smith  and  Sons  (M.A.),  Ltd. 


CijaNcini.  to  be  in  Cricklewood  direction  the  other  day,  we 
took  the  opportunity  of  paying  a  hurried  visit  to  the  works  of 
S.  Smith  and  Sons  (M.A.),  Ltd.,  where  the  famous  Smith 
Aviation  Instruments  aTe  made.  As  a  result  of  this  visit 
two  outstanding  impressions  gave  us  a  pleasant  surprise,  one 
being  the  extensive  area  occupied  by  these  works,  together 
w  ith  the  great  activity  going  on  therein,  and  the  completeness 
or  self-contained  character  of  the  work  carried  out.  Prac¬ 
tically  speaking,  every  instrument  turned  out  from  the  works 
is  manufactured  from  the  raw  material,  on  the  premises,  and 


THE  SMITH  “BOILING  POINT”  ALTIMETER: 
The  boiling  point  at  any  height  is  indicated  by  red 
figures  against  the  respective  altitude  figure. 


not  built  up  from  ready-made  parts.  This  point  was  parti¬ 
cularly  emphasised  as  regards  the  very  large  range  of  Smith's 
clocks,  in  which  the  movement  is  entirely  of  their  own  manu¬ 
facture,  anti  not  imported  from  Switzerland- 

Of  course,  in  common  with  others  in  the  aviation  industry, 
S.  Smith  and  Sons  are  feeling  the  prevailing  slackness  of  trade 
to  a  certain  extent,  but  are  determined  to  keep  their  aviation 
section  going,  in  order  to  retain  the  valuable  plant  and  skilled 
workers  that  have  given  such  valuable  service  in  the  past. 
It  is  obvious  that  occasional  orders  for  a  new  indicator  here 


and  an  altimeter  there  are  of  little  use  as  a  means  of  keeping 
a  production  plant  going  to  the  best  advantage — to  say 
nothing  of  maintaining  the  necessary  and  expensive  testing 
and  experimental  section.  However,  tor  all  that,  we  managed 
to  see,  on  the  occasion  of  our  visit,  a  fair  amount  of  aviation 
stuff  going  through,  but  naturally,  after  supplying  the  British 
as  well  as  Allied  Governments  with  instruments  during  the 
war,  the  works  do  not  now  seem  to  be  quite-  so  lively. 

As  regards  the  testing  and  experimental  sections  of  the 
Cricklewood  works,  these  we  noticed  were  exceptionally  well 
equipped,  and  some  very  interesting  experimental  instru¬ 
ments  were  undergoing  trials,  about  which  we  hope  to  have 
something  to  say  on  a  future  occasion. 

In  the  testing  section  we  saw  engine  revolution  indicators 
being  adjusted'  and  calibrated  by  an  extremely  ingenious 
"  tuning  fork  ”  device — similar,  we  believe,  to  that  evolved 
by  the  K.A.E.— and  then  there  were  rows  and  rows  of  clocks, 
-with  their  neat  log  cards  attached,  undergoing  their  reliability 
trials,  which  last,  we  understand,  for  several  days. 

In  another  part  of  the  works  we  saw  painting,  lacquering, 
and  plating  in  progress — another  item  that  is  done  "  on  the 
premises."  Of  course,  besides  the  various  aviation  instru¬ 
ments,  the  well-known  motor  accessories  are  also  produced  at 
the  Cricklewood  w  orks,  and  form  a  large  and  active  section  ot 
the  work  carried  on  there. 

We  must  also  mention  the  excellent  arrangements  made  for 
the  care  and  comfort  of  the  employes,  who  have  a  large  and, 
well  appointed  canteen — which,  when  the  tables,  chairs,  etc., 
are  moved  away,  forms  an  ideal  and  well  patronised  dancing 
hall — and  an  efficiently  equipped  first-aid  hospital. 

In  conclusion  we  take  the  opportunity  of  giving  ^ome  brief 
particulars  of  oue  of  the  recent  aviation  instruments  produced 
at  Cricklewood  known  as  the  Smith  Boiling  Point  Altimeter, 
which  is  shown  in  the  accompanying  illustration. 

The  Smith  Boiling  Point  Altimeter  is  similar  in  every  other 
respect  to  the  standard  instrument,  embodying  certain  im¬ 
provements  which  give  it  almost  entire  freedom  from  lag  when 
the  machine  is  ascending,  and  in  addition  it  has  the  special 
advantage  of  a  subsidiary  set  of  figures  incorporated  on  the 
dial  in  red,  which  show  the  boiling  point  of  water  at  various 
altitudes.  The  value  of  this  scale,  of  course,  is  particularly 
great  when  flying  under  extremely  cold  conditions,  and  in 
addition  it  leaves  the  ordinary  radiator  thermometer  dial 
quite  free  of  boiling  point  figures  which,  due  to  the  small 
space  available,  only  tend  to  crowd  and  confuse  the  appearance 
of  the  dial. 

With  the  Smith  Radiator  Thermometer  the  dial  is  left  quite 
plain,  and  merely  shows  the  actual  temperature  and  degrees 
Centigrade,  and  is  used  in  conjunction  with  the  boiling  point 
altimeter,  which  shows  at  a  glance  the  temperature  of  the 
water  under  all  conditions. 

Readers  might  be  reminded  that  in  any  case  even  with  the 
older  type  of  service  radiator  thermometers  it  was  necessary 
to  refer  to  the  altimeter  before  correcting  in  order  to  ascertain 
the  height  at  which  the  machine  was  flying,  while  with  the 
Smith  instrument  the  same  operation  is  gone  through,  but  the 
matter  is  more  simple  on  account  of  the  larger  dial. 
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Apropos  the  exploring  expedition  under  the  leadership  o! 
Capt.  Frank  Hurley  which  is  being  launched  to  take  bearings 
in  New  Guinea  from  the  air,  a  correspondent  who  has  recently 
returned  from  our  Papuan  possession,  writing  to  The 
Times  upon  the  undertaking,  gives  the  following  somewhat 
humorous  reminiscences  of  his  own  experiences  in  the  same 
line  from  tctva  finna.  l  ie  says  : — 

"  Exploring  New  Guinea  from  the  air  sounds  a  venturesome 
project  It  could  not  be  much  more  exhausting  Ilian  exploring 
New  Guinea  on  land,  and  has  certain  distinct  advantages 
into  the  bargain.  Dense  jungle  country,  precipitous  ravines 
and  '  razor  backed  '  mountains  all  combine  to  make  explora¬ 
tion  difficult  and  dangerous,  and  comparatively  little  is  known 
about  the  interior  of  the  island. 

“  Memory  takes  me  back  to  the  early  days  of  the  Australian 
occupation  of  German  New  Guinea.  The.  District  Officer  at 
Abliugi,  on  the  south  coast  of  New  Britain  (to  the  north  of 
the  mainland),  had  received  orders  to  report  on  the  possibility 
of  a  road  right  across  the  island  to  Talassea 

“  It  was  hot  work,  that  patrol  inland — with  a  squad  of 
black  ‘  buys  '  crashing  on  ahead,  carving  a  way  for  us  through 
the  tough  tropical  creepers  that  hung  like  a  curtain  across  our 
path  and  hid  the  sky  above.  We  fell  down  precipices  con¬ 
cealed  hy  the  treacherous  undergrowth  ;  we  were  hauled  up 
the  sheer  face  of  the  mountain  side  by  our  native  police 
orderlies.  And  one  night,  as  we  sat  under  the  mosquito 
netting  outside  the  District  Officer’s  tent,  eating  a  supper 
of  bully  beef  and  paw-paw,  there  came  a  runner  from 
headquarters  with  a  polite  suggestion  that  we  should 


requisition  horses  if  we  thought  our  work  would  be 
expedited- 

"’Horses!’  said  the  District  Officer,  with  a  f  smile, 
'  What  we  really  need  if  we  want  to  see  this  country  is  a 
blooming  aeroplane.’  ” 

a*  •  m 

"  Apparently,’’  continues  the  story,  "  they  are  trying  the 
‘  blooming  aeroplane  ' — or  at  least  a.  seaplane — in  the  British 
territory,  and  yet  l  do  not  know  that  I  envy  the  airmen  their 
30b.  It  Is  a  sporting  proposition.  They  will  find  excellent 
harbours  for  landing-places  along  the  coast,  hut  with  a  very 
few  exceptions  the  rivers  inland  are  poor  affair s,  overhung 
by  thick  trees  and  full  of  reeds  and  snags,  with  occasional 
crocodiles.  Of  course,  the  Fly  is  one  of  the  exceptions  ;  one 
could  take  a  fair-sized  boat  hundreds  of  miles  up  its  course. 

"  If  it  is  successful  the  expedition  should  obtain  some  most 
interesting  results  ;  the  islands  abound  in  unsuspected 
harbours  and  inlets  that  are  hidden  from  the  sea  and  inacces¬ 
sible  from  the  land.  It  has  a  good  leader,  frank  Hurley 
is  an  adventurous  spirit  who  has  '  made  good  ‘  in  many  parts 
of  the  world.  He  went  to  the  Antarctic  with  Sir  Douglas 
Maivson’s  party;  he  fought,  with  the  A.l.F.  on  Gallipoli, 
and  afterwards  became  official  photographer  with  the  Austra¬ 
lian  Army;  he  met  Ross  Smith  at  Darwin,  and  flew  south 
across  the  continent  with  him,  getting  some  wonderful 
photographs  of  Australia.  Mr.  L.  Hordern  (who  i  ;>  member 
of  a  great  ’  universal  provider’  firm  in  Sydney)  has  made 
seaplaning  a  useful  hobby,  and  has  already  carried  out 
extensive  experiments  in  surveying  on  the  Australian  coast. 
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London  GauUe,  September  ip,  1912 
General  Duties  Branch 

Group  Cjpt  A.  E.  Barton,  C.B.,  C.M.G.,  D.S.O.,  A  F.C.,  to  be  actg.  Air 
Camruodore  ;  Aug.  31. 

The  following  are  granted  short  service  commas,  in  rank  stated,  with  effect 
from,  anti  with  jeny.  of,  date  indicated  r — 

Pilot  Offrs.  0,1  Probation.  —  R.  C.  Brooke  Hunt,  H.  C.  E.  C.  P.  Dairy  tuple, 
J.  Francis,  J.  H.  G.  Franklin,  V.  J.  Hatton,  H.  M.  Kenyon,  W,  H.  E.  Labatt, 
L.  E.  Maynard,  N  P.  C.  MeUof,  11.  V'.  Michell,  B.  N,  Murgatrovd,  R.  V.  M. 
Gilbert,  A.  J.  Peace;.,  W.  H.  Phillips,  C,  J.  Ponley,  \V.  J.  L.  Rod  well,  B.  H, 
Shaw,  D.  C.  D.  Stephen,  A.  F.  Stewart,  O.  13.  Swain,  A.  W.  Taylor.  A.  C, 
Trcndell,  W  1  .  Wnmore,  S.  K.  Walters.  W.  P.  Wiltshire,  T.  T-  Woods, 
L.  It,  W.  B.  W  de  ;  Sept.  2. 

Wing  Couutr  G  P.  Grenfell,  D.S.O.,  is  testd.  to  full  pav  from  half- pay . 
Sept.  1  j. 

rite  following  are  tram-id.  to  Reserve,  Class  C  Flight  Lieut.  A.  R.  T. 
PipoBf  D.S.C. :  Sept  6.  Flying  Offr.  M.  GoodaLl :  Sept.  iz. 

Flying  Offr  W.  I  .  Hope  resigns  his  short  service  eornmn,,  and  is  permitted 
to  retain  rank  of  Lieut.  j  Sept,  n, 

Flying  Offr  Id  S.  Chapman  is  placed  011  retired  list  on  acct.  oi  ill -health 
■contracted  in  Service  ;  Sept.  20. 

Stores  Drench 

Flying  Offr.  if  IX  Fletcher  i-  tiansld.  to  Stores  Braucb  from  General 
Duties  Branch  ;  July  1 3. 


The  following  Flying  Oflrs  are  tnuisfd.  lo  Stores  Branch  tor"  Accountant 
duties  from  General  Duties  Branch. — J.  M,  Adams  ;  Sept,  <?•  P.  E.  D,  Addis; 
May  2i. 

Medical  Service 

Flight  Lieut.  J.  Paxton  relinquishes  his  temp,  comma,  on  ceasing  to  be 
employed ;  Aug.  31. 

Memoranda 

The  follg.  Cadets  are  granted  Iron,  commas.  as  2nd  Lieuu.,  with  effect 
from  the  dates  of  tbeir  demobilisation. — G.  A.  Astou,  322153  A.  Edwards, 
317541  F.  Kemp,  321544  W.  E.  Pa  tile,  S.  W.  Powell,  14^043  E.  S.  Redfeatu, 
319540  J.  J.  Smith,  624679  H  C.  Thom. 

Hon.  2nd  Lieut.  I\  Blake  is  deprived  of  bis  commti.  on  sentence  by 
Field  General  Court-Martial  to  penal  servitude, 

London  GtistUe,  September  32,  1922 
General  Duties  Branch 

Capt.  A,  J,  Carlielie,  R.  A.S.C.,  is  granted  a  temp,  comma,  as  a  Hying  Offr. 
(Hon.  Fit.  Lieut.)  on  seed#;,  for  four  years’  duty  with  tile  R.A.F.  ;  April  5 
(substituted  lot  Gazette,  July  4).  Win.gComdr.  D.  L.  Allen,  A.F.C.,  1-  plac'  d 
on  half  pay,  Scale  A,  from  Sept,  18  to  20,  inclusive.  Flying  Offr.  H.  J.  t). 
Campbell  is  dismissed  the  Service  by  sentence  of  Gen.  Court-Martial ;  J  unc  33 

Chaplains'  Branch 

The  Rev.  H.  Marshall,  .M  A  ,  is  placed  on  the  retired  list  ;  Sept  7  (s'.h- 
stituted  for  Gazette,  Sept.  5). 


ROYAL  AIR  FORCE  INTELLIGENCE 


Appoint  merits.  -The  following  appointments  m  the  R.A.F.  are  notified. — 
Jh  Coin-.nadore :  E.  A.  D  Mastrnuan,  C.M.G.,  C.B.E.,  A.F.C.,  from 
Half  pay  List  to  Central  Flying  School  (Inland  Area).  (Supernumerary.) 
.-.to.  2  2, 

H  Vug  Coir  wander t  D.  L.  Allen,  A.F.C.,  irom  R.A.F.  Dep6t  (Inland  Area) 
to  H  iif  pay  I.i-t  18,9.43, 

Wir ig  C  on  ■  itr.de r ;  A.  V.  J.  Richardson,  O.B.K.,  M.B.,  D.P.H.,  from. 
R.A.F.  Depot  .Inland  Area)  to  Air  Ministry  (D.M.S.)  18.9.23 

11  inf;  Commander ;  J.  McIntyre,  M.C.j  M.B.,  M  A.,  from  Air  Ministry 
(D.M.S.)  to  Headquarters,  No.  1  School  oi  Technical  Training  (Boys)  (Hal ton) 
(Supernumt  t-iry.l  18.9.32. 

Squadron  Linders:  J.  T.  Whittaker,  M.C.,  from  R.A.F.  Depot  (Inland 
Arm)  to  Hca.'i.} :i.-> tci  - .  No.  12  Wing.  Ireland.  For  ••  Air  "  Staff  duties. 
18.9.4.,.  G.  't,  A.  Williams,  from  No.  5b  Squadron  (Middle  East)  to  Aircrall 

l><-p6t.  Egypt  •.  Middle  East).  (Supernumerary.)  8.9.22.  .  A  T.  Harris, 

A  E.C.,  from  N'o.  33  Squadron  (India)  to  Headquarters,  R.A.F.,  Iraq. 
Supernumerary.)  28.7.22. 

Plight  Lieutenants  i  C.  R.  Richardson,  from  No.  70  Squadron  (Iraq)  to 
R.A.K.  DepAt  i  Inland  Area).  (Supernumerary.)  6.8.22.  B.  Ankers, 
D  C  M.,  from  No.  4  Flying  Training  School  (Middle  East)  to  R.A.F,  Dep6t 
( lull  ml  Area).  1. Supernumerary.)  23  8.22.  W.  Burkinshaw,  from  Palestine 
Wing  Headquarters  (Middle  East)  to’  R.A.F  Depot  (Inland  Area).  {Super¬ 
numerary.)  25822,  P.  C.  Livingstone,  D.P.H.,  from  No.  20  Squadron 
I  India)  to  R..VV,  Dvptii  (Inland  Area).  (Supernumerary.)  12.8.22.  C.  A. 
Harrison  from  R  A  F.  Depot  (Inland  Area)  to  C.  and  M.  Party,  Biggin  Hill 
(Inland  Area),  s  o  22.  O.  Armerfrom  Nc>.  5  Flying  Training  School  (Inland 
Area)  to  No.  4  squadron  (No.  12  Wing.  Ireland).  15.9.32.  A.  H.  Warm, 


<•>  <5> 


from  R.A.F.  Depot  (Inland  Area)  to  School  of  Naval  Co-operation  and  Aerial 
Navigation  (Coastal  Area).  (Supernumerary.)  7.9.22.  (Substituted  for 
the  notification  which  appeared  iff  R.A.F.  Intelligence  dated  29.8.22.)  G.  C. 
Pirie,  M.C.,  D.F.C.,  from  No.  4  Squadron  (Inland  Area)  to  Headquarters 
(Inland  Area)  for  ’*  Air  "  Staff  duties,  r.g.22,  P.  G.  N.  Ommanney,  from 
K.A  F  Depdt  (Inland  Area)  to  Haif-pay  List,  u.8.22.  J.  W.  Harper,  M.D., 
from  Headquarters,  R.A.F.  (Middle  East),  to  No.  14  Squadron  (Middle  Eastb 

11.3.22.  J.  P.  Coleman,  A. F.C.,  from  No.  56  Squadron  (Middle  East)  to 

Aircraft  Depfjt,  Egypt  (Middle  East).  (Supernumerary.)  8.9.22.  A.  J. 
Long,  from  Electrical  and  Wireless  School  (Inland  Area)  to  M.T  Repair 
Depot  (Inland  Area)  (Supernumerary  )  25.9.22.  F.  Petch,  M.B.E.,  from 

R.A.F.  Depdt  (Inland  Area)  to  Inland  Area  Aircraft  Dep6t.  T. 10.22.  L.  E. 
Taylor,  from  Instrument  Design  Establishment  (Inland  Area)  to 

Seaplane  Training  School  (Coastal  Area),  t.to.22.  A.  W.  Mylne  from 
Electrical  and  Wireless  School  (Inland  Area)  to  R.A.F,  Cadet  College  (Flying 
Wing)  (Cranwell).  20.9.2.  J.  K  R.  Landells,  M.8.,  from  R.A.F.  Depdt 
(Inlaud  Area)  to  No.  2  Squadron  (No.  r2  Wing,  Ireland).  19.9.22, 
T.  McClurkin,  M.B.,  to  Research  Laboratory  aud  Medical  Officers'  School  of 
Instruction  (Coastal  Area).  11.9.22.  G.  S.  Ware,  M.B.,  to  Research  Labora¬ 
tory  and  Medical  Officers'  School  of  Instruction  (Coastal  Area).  11  9.22. 
H.  H.  M.  Fraser,  from  School  of  Photography  (Inland  Area)  to  No.  2  Flying 
Training  School  (Inland  Area).  1.10.22-  D.  W.  Clappen,  from  School  of 
Photography  (Inland  Area)  to  Armament  and  Gunnery  School  (Inland  Area). 

1. 10. 2 2.  J.  F.  Gallagher  from  No.  1  Schoo'  of  Technical  Training  (Boys) 
Halton)  to  R.A.F.  Dep6t  (Inland  Area).  23.9.22.  David  J.  Jones,  M.B., 
from  No.  1  School  of  Technical  Training  (Boys)  (Halton)  to  R.A.F.  Depfft 
(Inland  Area).  23.9.22. 

<$>  <$> 


Married 

Major  F.  J.  Roberts,  late  R.A.F.,  only  son  of  Mrs.  Roberts, 
and  of  the  late  }-  F.  Roberts,  of  Buenos  Aires,  was  married  on 
August  8.  at  Mombasa  Cathedral,  to  Margery,  younger 
daughter  of  Mrs.  Dowell-Ellts,  and  of  the  late  J.  Dowell- 
Ellis,  of  Johannesburg. 

To  be  Married 

The  engagement  is  announced  between  Rovdon  E.  Ashford 
Dash.  D  F  >  .  only  son  of  R.  Ashford  Dash,  of  Bcrrylauds, 
Surbiton  Hill,  late  of  Oxshoft,  Surrey,  and  Christine 
(Ciirissa),  third  daughter  of  F.  G.  Tykrbll,  of  Westholme, 
Hastings,  Sussex. 

The  marriage  arranged  between  Mr.  Idris  Meredytii 
DavteS  (late  Captain,  Welch  Regt.,  and  R.A.F.).  elder  son  of 
Mr.  Timothy  Davies,  J.P.,  and  Mrs.  Davies,  of '  Alltyievin, 
Carmarthenshire,  and  23,  Collingham  Gardens,  S.W.,  and 
Gwendoline,  daughter  of  Mr.  a'nd  Mrs.  Maurice  B.  O’Connor, 
of  Ballygunge,  Calcutta,  and  Ballygunge,  St.  George's  Hill. 
\  Gey  bridge,  will  take  place  at  St.  Margaret's,  Westminster,  on 
Monday,  October  9,  at  2.15  p.m. 


The  engagement  is  announced  between  George  Arthur 
Donne  Hancock  (late  Captain,  R.A.F,),  eldest  son  of  Mr.  and 
Mrs.  George  Donne  Hancock,  Westcroft,  Exmouth,  and 
nephew  of  Mrs.  R.  Donne  Hancock,  Blake's  House,  Htlse, 
Taunton,  and  JosSpha  Lh're  Maria  Len.af.rts,  of  Brussels. 

The  marriage  arranged  between  Flight-Lieut.  P  B.  Hunter, 
R.A.F.,  younger  son  of  Mr.  and  Mrs,  Percy  Hunter,  of  fedding- 
ton,  and  Evelyn  Mary, second  daughter  of  the  late  Mr.  E.  E. 
Stood  ley  C.B.,  and  Mrs.  Stood  ley,  of  Teddington,  will  take 
place  at  Alexandria  early  in  November. 

The  engagement:  is  announced  of  Flight-Lieut.,  Edward 
Radclyffe  Pretyman,  A.F.C.,  R.A.F.,  yodngei  son  of  the 
late  Maj. -Gen.  Sir  G.  Tindal  Pretyman,  K.C.M.G.,  C.B.,  and 
Lady  Pretyman,  10a,  Devon  port  Street,  W.  2,  and  Mabel 
Henrietta  Louisa  (Go-Go)  Ross  Hume,  daughter  of  Robert 
and  Lady  Mabel  Sievier,  Fitzroy  House.  Newmarket,  and 
68,  Regency  Square,  Brighton. 

Item 

Lieut, -Aviateur  Chevalier  Willy  Cop  pens.  Assistant  to  the 
Belgian  Military  Attache  for  Air  Service  Duties,  returned  to 
London  on  September  74  from  Brussels. 
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ROYAL  AERONAUTICAL  SOCIETY 

New  Chairumr . — On  the  termination  of  the 
term  of  office  as  (  hair man  of  Lieut.  Col. 
Morvyn  O’Gorman,  C.H.,  Professor  Leonanl 
Bairstow,  C.B.E.,  F.R.S.,  becomes  Chairman 
of  Council  on  October  x  for  the  year  1922-1923, 
Election  of  Members. — The  following 

members  were  elected  at.  a  Council  Meeting 
held  on  Wednesday,  September  13 : — 
Associate  Fellow,  Miss  H.  M.  Lyon;  Student, 
H.  A.  Shcrwin  Got  hard. 

Presentation  of  Awards. — The  Society's  Silver  Medal  will  be 
presented  to  Mr.  H.  R.  Ricardo,  and  the  Pilcher  Memorial 
Prize,  for  Students  to  Mr  S.  H.  Evans,  at  the  commencement 
of  the  first  meeting,  to  be  held  at  the  Royal  United  Service 
Institution,  Whitehall,  on  Thursday,  October  5,  at  5.30  p.m. 

Library.-  The  following  books  have  been  received  and 
placed  in  the  Library  for  the  use  of  members  of  all  grades  : — 
Fuel  for  Motor  Transport  ”  (Second  Memorandum),  by  the 
Fuel  Research  Board.  "  A  Short  Course  in  Elementary 
Meteorology,”  by  W.  H.  Pick.  "  Proceedings  of  the  Second 
Air  Conference,  held  on  7th  and  8tli  of  February,  1922/' 
Air  Ministry.  ”  All  the  World’s  Aircraft.”  edited  by  C.  G. 
Grey.  ”  Aeronautic  Papers,”  by  J.  H.  Parkin.  “  A  Dic¬ 
tionary  of  Applied  Physics,”  Voi.  I  (Mechanics,  Engineering, 
Heat)  and  Vol.  II  (Electricity),  edited  by  Sir  Richard  Glaze- 
brook.  Reports  of  the  First  International  Air  Congress, 
Paris,  1921.  ”  Report  on  Ex-German  Aerodromes  and 

Material  in  Back  and  Occupied  Areas,”  by  the  Inter- Allied 
Aeronautical  Commission  of  Control.  ”  Aviation  in  Peace 
and  War,”  bv  Sir  F.  IT.  Sykes.  “  Application  dc  la  Resistance 
ties  materiaux  au  calcul  des  avions,”  by  M.  Boileve.  ”  The 
War  in  the  Air.”  by  Sir  Walter  Raleigh.  ”  14,000  Miles 
through  the  Air,”  by  Sir  Ross  Smith.  ”  Steel  Thermal 
Treatment,"  by  J.  Urquharl .  ”  H  G.  Hawker,  Airman,” 

by  M  Hawker.  ”  Theory  of  Wave  Transmission,”  by  George 
C  onstantincsco. 


Forthcoming  A  rrangcmenls. 

October  5,  5.30  p.m. — Royal  United  Service  Institution. 
Presentation  of  Awards.  ”  The  Work  of  S.  P.  Langley,” 
by  Prof.  L.  Bairstow. 

October  it. —  Scottish  Branch.  \nnual  Meeting.  ”  A  Pro¬ 
posed  Solution  of  Aerial  Transport  Problems, ”  by  Sholto 
Sheppard.  ”  The  New  Beardmore  Engine,”  by  A.  A. 
Sydney. 

October  12,  b.45  p.m. — Society’s  Library.  Students’  Sec¬ 
tion.  Annual  Meeting  and  Ejection  of  Officers.  7.30 
p.m. —  Inaugural  Address  by  Dr.  A.  J.  Sutton  Pippard. 
Chairman,  Lt.-Col.  W.  Lockwood  Marsh.  (Tnis  meeting 
is  open  to  all  members  of  the  Society.) 

W.  LOCKWOOD  MARSH,  Secretary. 


m  m  m  m 

SOCIETY  OF  MODEL  AERONAUTICAL  ENGINEERS 
(London  Aero-Models  Association.) 

Luxe  Competition  for  Mr.  Kelly's  Cup  for  Compressed  Air 
Model  Competition  has  again  been  postponed  until  Saturday 
next,  the  30th  inst.,  at  4  p.m.,  Wimbledon  Common,  as  the 
state  of  weather  was  too  unsatisfactory  to  hold  same  last 
week 

On  Sunday  the  24th  inst.,  members  congregated  on 
Parliament  Hill,  Hampstead,  for  the  purpose  of  competing 
for  Mr.  W.  E.  Evans’  Record  Cup  for  Model  Gliders.  A 
dozen  members  attended  with  their  model  gliders,  and  some 
excellent  results  were  obtained.  The  lirst  competitor,  .Mr. 
C.  A.  Rippon,  put  up  some  excellent  glides,  his  best  being 
one  of  30  secs.  The  next  was  one  of  4 1 |  secs.,  by  Mr.  H.  L. 
Davis,  which  proved  to  be  the  record,  Mr.  C.  Burchell 
running  very  close  with  a  glide  of  37^  secs. 

Some  of  the  model  gliders  were  of  unique  construction. 
Mi  F.  de  P.  Green  had  a  triplane,  which  was  greatly  admired, 
and  also  a  small  monoplane,  which  glided  for  23  secs.  Judg¬ 
ing  by  the  enthusiasm  shown  by  the  competitors  and  the 
public,  model  gliding  has  a  great  future  as  a  new  sport,  apart 
from  its  scientific  value. 

A  Competition  for  Mr.  D.  A.  Pilcher’s  Challenge  Cup  for 
Enclosed  Fuselage  Models  Duration  will  be  held  on  Hackney 
Marshes  at  12  noon,  Sunday,  October  29,  1922,  under  the 
following  rules  : — 

1.  The  Competition  is  open  to  Club  members  only, 

2.  The  holder  of  the  Cup  cannot  be  challenged  for  one 
month. 

3.  The  models  to  be  constructed  within  the  limits  of  the 
following  formula;  — 

Length  of  body  in  inches 

- - - - —  min.  area  of  maximum  cro-s 

5 

section  in  square  inches. 


4.  The  Competition  is  open  to  both  power-driven  au^ 
elastic- driven  models. 

5.  Wing  loading  not  under  5  ozs.  per  square  foot 

6.  Maximum  span  limit,  0  ft. 

7.  The  length  of  the  model  shall  not  be  greater  than  the 
span  nor  less  than  two-thirds  of  the  span. 

8.  The  minimum  duration  flight  shall  b:j  13  secs, 

9.  All  flights  shall  be  made  under  official  observation. 

10.  The  flight  shall  be  a  duration  flight,  the  time  being 
taken  by  a  stop  watch.  The  model  shall  leave  the  ground 
under  its  own  power,  without  any  assistance  from  the  com¬ 
petitor  whatever.  The  tims  measured  by  the  observer  shall 
be  the  period  from  which  the  model  is  clear  of  the  ground  to- 
the  time  it  alights,  the  period  while  the  machine  is  taxying. 
being  excluded. 

Meetings  are  held  at  Headquarters,  20,  Great  Windmill 
Street,  Piccadilly  Circus,  W.  1,  every  Friday  evening  at 
7.30  p.m.  Hon.  Sec.,  A.  E.  Jones,  48,  Narcissus  Road,  West 
Hampstead,  N.W.  6. 


SIDE-WINDS 

A  Japanese  Military  Aviation  Commission,  headed  by 
Col.  Koiso,  is  at  present  on  a  visit  to  this  country.  On  Sep¬ 
tember  14,  a  visit  was  paid  to  the  Aircraft  Disposal  Co,  at 
Waddoa,  the  delegation  being  shown  the  very  extensive 
A.D.C.  establishment  by  Col.  Darby  and  Major  Grant. 

On  September  15,  the  Commission  visited  the  de  Havilland 
Aircraft  Works  at  Stag  Lane,  Edgware,  where  the  modernised 
D.H.q  and  the  new  D.H.38  were  inspected.  Members  of  the 
Commission  also  madea  flight  in  one  of  the  D.H  34  commercial 
machines. 

On  September  20,  the  Japanese  Commission  paid  a  visit, 
to  the  Napier  Works  at  Acton,  where  they  saw  the  famous 
Napier  “  Lion  ”  and  Napier  “  Cub  ”  being  manufactured. 
It  is  a  compliment  to  British  designers  of  aircraft  and  engines 
that  representatives  of  the  Japan  ese  Imperial  Military  Staff 
should  visit  various  British  works  b More  placing  orders  for 
military  aircraft  and  engines. 

m  m  m  m 

AERONAUTICAL  PATENT  SPECIFICATIONS 

4 bbreviaUans ;  eyl.  *»  cytiDtcr  j  I. C.  =  internal  combustion  ;  m.  ■■  motor. 
The  numbers  in  brackets  are  those  under  which  the  Specifications  wifi 
be  printed  and  abridged,  etc. 

Applied  for  in  1921 . 

Published  September-  2.'..  vjis 

7,1  js.  Luftschiffbav  Zeppkli  n  Ge-.  Rigid  Irune  for  airships.  (159,844.) 
8,333  A.  1'i.F-T inrr.  Governing  of  surfaces  moving  within  a  lura -rigid 
medium.  (175.253-) 

■8,7  .3.  S.  M.  DuscAv.  Screw  propeller;.  (183.146.) 

9,0".  Ai’tstfsnx  Automatic  Rch.vry  Engine.  Co.  Rotary  I , C.  engines. 
(185,149.) 

11,200  and  11,202.  A.  G.  Bell.  Hydroplanes,  hydro -aeroplanes,  etc. 
(163,033  and  163.035.) 

13,617.  Sir  J  B.  Henderson.  Automatic  control  of  the  -tearing  of  air¬ 
craft,  etc,  (185,162.) 

14,158.  a.  Taylor.  Direction-finding  apparatus.  (183,169.1 
14,424.  J.  G.  Yongese.  Aeroplane*.  (185,175.) 

16,323.  D.  F.  Brown.  Aerial  machines.  (183,248.) 

20,027.  E.  A.  Stewart,  Rotary  engine.  1185,297.) 


NOTICE  TO  ADVERTISERS 
AU  Advertisement  Copy  and  Blocks  must  be 
delivered  at  tbc  Offices  of  “Flight,”  36,  Great 
Queen  Street,  Kln^sway,  W.C.  2,  not  later  than 
12  o’clock  on  Saturday  in  each  week  for  the  following 
week’s  issue. 

FLIGHT 

The  Aircraft  Engineer  and  Airships 
36,  GREAT  QUEEN  STREET,  KINGSWAY.  W.C.  2. 

Telegraphic  address  :  Truditur,  Westcent,  London. 

Telephone  :  Gerrard  1828. 

SUBSCRIPTION  RATES 

"  Flight  ”  will  be  forwarded,  post  free,  at  the  following  rates  t — 
United  Kingdom  Abroad* 

s.  d.  s.  d. 

3  Months.  Post  Free...  7  7  3  Months,  Post  Free...  8  3 

6  1,  ,,  •••IS  26,,  „  6 

g  j,  ,,  ">3®  4  «»  »«  •••33  ® 

These  rates  are  subject  to  any  alteration  found  necessary 
under  abnormal  conditions  and  to  increases  in  postage  rates. 

•  Etrop:* <1  snbicrif>tiins  mat  be  renitlei  in  British  currency 

Cheques  and  Post  Office  Orders  should  be  made  payable  to  the 
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EBHTORHAL,  COMMENT. 

LSEWHERE  in  this  issue  of  Flight  we 
publish  a  resume  of  a  lecture  given  by 
General  Sir  Sefton  Brancker,  Director 
of  Civil  Aviation,  before  the  Overseas 
League.  Sir  Sefton  was  speaking  to 
an  audience  not  intimately  connected 
with,  nor,  presumably,  in  very  close 
touch  with  aviation,  and  in  Iris  lecture 
he,  therefore,  covered  a  good  deal  of  ground  which 
has  already  been  thoroughly  traversed  by  himself  and 
General  °thers  on  various  occasions.  The 
Sir  Sefton  D.C.A.,  however,  made  one  or  two 
Brancker  on  remarks  which  appear  to  call  for 
Air  comment.  Thus,  his  announcement 
ransport  p  prn|1(J*ed  to  establish  five  or 

six  civilian  living  schools  for  the  training  of  officers 
of  the  R.A.F.  Reserve  will  be  received  with  consider¬ 
able  satisfaction.  General  Brancker’s  actual  words 
were  somewhat  vague,  but  if  we  interpret  them 
correctly,  his  idea  is  that  these  civilian  schools  will 
train  a  certain  number  of  reserve  officers,  the  cost 
of  such  training  to  be  borne,  by  the  R.A.F.,  and  that 
while  the  Government  assistance  thus  afforded  will 
keep  the  schools  going,  it  will  also  enable  them  (the 
schools)  to  train  civilians,  possibly  at  a  lower  rate, 
and  thus  provide  an  extra  reserve  of  pilots  against 
emergencies.  This  is  all  to  the  good,  and  indicates 
a  return  to  the  old  day's  before  the  War,  when  our 
civilian  flying  schools  did  such  valuable  service  in 
training  the  men  who,  during  the  period  of  greatest 
stress,  became  the  very  backbone  of  our  R.F.C.  and 
E.N.A.S.  Just  as  from  those  early  pilots,  trained 
at  our  civilian  flying  schools,  was  formed  the  nucleus 
of  our  flying  personnel,  which  grew  during  the  War 
to  such  gigantic  proportions,  so  the  Government 
assistance  to  civilian  flying  schools  now  promised 
will  enable  us  to  found  a  reserve  from  which,  in  case 
of  future  need,  may  be  drawn  the  pilots,  instructors 
and  mechanics  who  are  to  teach  the  ncwr  generation. 

Another  statement  made  by  General  Brancker  is, 
we  think,  entitled  to  special  notice,  dealing  as  it  does 
with  a  fact  which  although  realised  in  a  more  or  less 
vague  way.  is  on  ewhat  likely  to  be  lost  sight  of. 
He  pointed  out  that  in  the  past  great  Empires  re¬ 
mained  great  only  so  long  as  they  gave  due  con¬ 
sideration  to  the  question  of  good  communications. 
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When  these  were  allowed  to  decline  the  Empires 
appeared  to  decline  until  them.  From  this  undisputed 
fact  General  Branckcr  drew  the  conclusion  that  it 
was  reasonable  to  suppose,  that  the  next  few  years 
might  see  the  British  Empire  kept  together  by  air 
transport.  The  personal  contact  between  those  in 
high  places  will  do  much  more  towards  goud  will  and 
understanding  than  reams  of  written  documents,  and 
it  is  in  strengthening  this  personal  element  that 
aviation  lias  so  much  to  offer,  much  more,  probably, 
than  is  generally  realised. 

Speaking  as  "a  member  of  the  International  Conven¬ 
tion  on  Air  Navigation,  Sir  Sefton  Brancker  said: 
"  There  is  more  mutual  trust  and  real  co-operation 
bet  ween  nations  on  that  Convention  than  on  any 
other.  There  is  a  spirit  about  aviation  which  tends 
to  co-operation  instead  of  eternal  bickering  and 
fighting  over  small  points,  and  1  am  not  at  all  sure 
that  the  International  Convention  will  not  be  one  of 
the  biggest  weapons  for  peace  of  the  League  of 
Nations.  This  statement  was  received  with  cheers, 
and  to  these  we  would  all  add  our  voice. 

•$* 

Not  untirely  unconnected  with  Sir 
A  League  Sefton  Brancker’s  statement  on  the 
^ir  Force  importance  of  the  International  Air 

Convention  and  on  its  importance  to 
the  League  of  Nations  is  Lord  Robert  Cecil’s  sugges¬ 
tion  that  an  Air  Force  of  the  League  of  Nations 
should  be  formed  to  make  the  guarantees  effective. 
Both  statements  are  indications  of  the  growing 
realisation  of  the  vast  possibilities,  as  yet  barely 
touched  upon,  of  the  Air  Arm.  A  strong  League 
Air  Force  would  be  one  of  the  very  best  means  of 
assuring  that  no  member  of  the  League  would 
foolishly  attempt  aggression  against  any  other 
member  of  the  League.  The  very  presence  of  such 
an  Air  Force  would  act  as  a  deterrent,  while,  if  in 
spile  of  its  existence,  any  nation  should  take 
aggressive  steps,  the  air,  sea  and  land  forces  of  the 
nation  so  attacked  would  naturally  join  forces  with 
the  League  Air  Force,  and  thus  might  avoid  the 
necessity  for  any  other  measures  being  taken  by  the 
League.  Added  to  this  effectiveness  of  a  League 
Air  Force,  it  should  not  be  forgotten  that  even  a 
very  large  Air  Force  could  be  maintained  at  relatively 
trifling  cost,  at  any  rate,  compared  with  the  expenses 
involved  in  many  nations  maintaining  at  strength 
their  respective  fighting  services.  Thus,  expenditure 
on  armaments  could  be  reduced  all  around,  and  at 
the  same  time  the  maintenance,  of  units  serving  with 
the  League  Air  Force  would  ensure  a  standing  and 
ever  ready  force,  prepared  to  strike  at  any  moment 
when  such  action  should  prove  necessary.  From 
every  point  of  view  lord  Robert’s  suggestion  appears 
to  us  to  be  worthy  of  the  most  serious  consideration, 
and  we  sincerely  hope  that  the  necessary  action  to 
that  end  may  be  initiated  without  delay. 

As  first  announced  in  Flight  several 
° and months  ago,  it  was  decided  to  transfer 
Farnborough a  lnrge  portion  of  the  establishment  of 

the  Directorate  of  Research  to  the 
Royal  Aircraft  Establishment  at  Farnborough.  This 
transfer  has  now  been  effected,  and  an  official  state¬ 
ment  on  the  subject  suggests  that  it  is  expected  that 
very  considerable  economies  will  result,  as  well  as  a 
closer  co-operation  between  the  Directorate  of 


Research  and  the  practical  experimental  work  carried 
out  at  the  R.A.E. 

\\  lien  we  first  heard  of  this  intention  we  pointed 
out  that  it  might  be  that  the  move  was  actuated 
by  a  genuine  desire  for  economy,  but  that  on  the 
other  hand  it  might  mean  the  first  step  towards  a 
return  to  the  old  evil  days  when  the  Royal  Aircraft 
Factory  (as  it  was  then  called)  performed  functions 
in  the  way  of  design  and  construction  for  which  it 
was  never  intended,  and  which  coukl  not  be  tolerated. 
Whilst  we  trust  that  no  such  plans  are  even  remotely 
entertained  now,  the  concentration  of  research  and 
experiment  at  Farnborough  appears  to  carry  with  it 
the  danger  that  the  f<  Factory  ”  may  again  have, 
plans  for  more  designing  and  constructional  work 
than  will  be  good  for  the  country  or  the  industry, 
wliich  should  not  be  allowed.  May  we  call  attention 
to  a  statement  made  by  the  Director  of  Research  at 
the  last  Air  Conference,  in  which  he  pointed  out  that 
his  department  was  about  one-fifth  research  and 
four-fifths  engineering  ?  Professor  Bairstow  very 
rightly  pointed  out  that  if  that  were  the  case  it 
would  appear  to  be  time  for  changing  the  name  of 
the  department.  As  we  have  said,  we  do  not  know 
that  there  is  necessarily  anything  more  than  meets 
the  eye  in  the  transference  to  Farnborough,  but  the 
move  is  one  which  will  bear  careful  watching. 

♦  ♦  ♦ 

As  recorded  elsewhere  in  this  issue,  the 
Coime  race  f°r  the  Coupe  Deutsch  this  year, 

Deutsch  was  a  most  unsatisfactory  affair.  To 

all  intents  and  purposes,  there  was  no 
race,  as  only  one  competitor,  Lasne,  finished  the 
course.  Casale  retired  with  radiator  trouble.  Le- 
cointe  crashed.  Brack-Papa  did  not  properly  cross 
the  starting  line  on  the  first  attempt  and  abandoned 
the  race  in  the  second  :  while  James  was  rendered 
hors  de  combat  by  his  map  strings.  As  the  only 
British  representative  the  failure  of  James  was 
naturally  a  keen  disappointment  to  all  interested  in 
British  aviation,  not  to  mention  the  Gloucestershire 
Aircraft  Co.  and  Napiers.  After  taking  every  pre¬ 
caution,  and  spending  a  great  deal  of  money  on  getting 
the  Mars  1  and  its  engine  into  the  best  trim  possible, 
to  see  all  chances  of  success  shattered  by  such  an 
absurd  happening  must  have  been  a  great  blow  to 
all,  and  we  sincerely  sympathise  with  the  firms  most 
concerned-  At  the  same  time,  the  mishap  was  one 
that  should  not  have  been  possible,  as,  even  if  the 
pilot  considered  this  a  satisfactory  method  of  carrying 
the  maps,  those  responsible  for  the  machine  might 
well  have  insisted  on  some  less  haphazard  way  of 
securing  the  maps. 

It  is  not  only  from  the  British  point  of  view,  how¬ 
ever,  that  the  race  was  disappointing.  As  tilings 
happened,  the  race  has  taught  us  nothing,  and  we 
know  no  more  than  the  French  as  to  which  is  really 
the  fastest  machine  in  the  world  today.  The  speeds 
put  up  by  Lasne  and  (unofficially)  by  Brack-Papa 
are  certainly  slightly  in  excess  of  those  attained  last 
year,  but  not  one  of  the  really  fast  machines  had  an 
opportunity  of  showing  what  it  could  do.  Sadi 
certainly  did  establish  a  new  record  over  the  100  km. 
Course,  but  his  ignition  trouble  prevented  him  from 
completing  the  whole  course.  It  is  to  be  hoped  that 
next  year’s  race  may  prove  more  successful,  and 
we  shall  look  forward  to  Britain  being  represented, 
not  by  one  machine,  but  by  the  full  three  to  which 
each  country  is  entitled. 
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THE  BOULTON  AND  PAUL  “BOLTON"  (P.  15) 

Two  450  H.P.  Napier  “Lion”  Engines 


In  our  issue  of  September  1  4,  fuzz,  we  published  photographs 
of  the  new  Boulton  and  Paul  “Bolton"  all-metal  biplane 
(in  skeleton),  with  two  Napier  “  Lion  ”  engines.  On  Friday  of 
last  week  we  paid  a  visit  to  the  Boulton  and  Paul  works 
at  Norwich,  where  we  had  the  privilege  of  examining  the 
machine  and  of  seeing  it  down  by  Mr.  Courtney.  As  the 
“  Bolton  ’’  is  built  for  the  Air  Ministry,  but  few  particulars 
may  be  published,  but  the  accompanying  photographs, 
showing  the  machine  alter  being  covered  will  give  a  very 
good  idea  of  the  general  lines.  Concerning  the  really 
interesting  features  of  the  new  biplane,  i.e.  the  all  metal 
construction,  nothing  may  be  said,  and  the  following  notes 
therefore  deal  vvilh  tire  general  design  rather  than  with 
constructional  details. 

Although  the  “  Bolton  "  bears  a  certain  family  resemblance 
to  the  famous  “  Bo  urges,’’  it  differs  from  the  earlier  machine 
not  only  in  size,  but  also  in  several  other  important  respects. 
The  power  plant  consists  of  two  Napier  “  Lion  "  engines, 


vibration  of  the  lower  plane,  a  fact  for  which  no  doubt  the 
special  design  of  engine  mounting  is  responsible  While 
on  the  subject  of  the  engines,  reference  may  be  made  to  the 
unusual  starting  arrangement,  which  is  one  of  the  neatest 
we  have  seen  so  far  Instead  of  mechanics  having  to  climb 
about  on  the  machine  in  order  to  reach  and  turn  the  starting 
handle,  arrangements  arc  made  in  t he  “  Bolton  ’’  for  starting 
the  engines  from  the  ground,  long  shafts  running  from  the 
engines,  inside  the  nacelles,  down  to  the  tail  end  of  the 
nacelles,  where  a  starting  handle  can  be  inserted  and  the 
engines  turned  over  by  a  mechanic  standing  behind  the 
trailing  edge  of  the  lower  plane.  Not  only  is  this  position 
very  comfortable  and  allows  of  maximum  effort  being  applied, 
but  should  the  mechanic  slip  his  toot  will  not  go  through  a 
plane  or  damage  some  important  part,  as  is  apt  to  occur 
in  machines  where,  the  mechanic  has  to  stand  on  a  wing  or 
other  part.  p  •  t 

The  petrol  system  consists  of  main  tanks  mounted  in  the 


Three  views  from  above  of  the  Boulton  and  Paul  “Bolton”  all-metal  machine,  with  two  Napier 

**  Lion  ”  engines. 


mounted  fairly  high  in  nacelles  carried  on  the  lower  plane. 
A>  the  question  of  efficient  cooling  is  one  about  which  eom- 
p.r natively  little  is  known,  it  is  of  interest  to  note  that  in 
the  '  Bolton  “  the  Napier  engines  are  left  uncovered  to  an 
unusual  extent,  with  the  consequence  that  radiators  of 
relatively  small  size-  can  be  employee*,  A  further  advantage 
of  this  arrangement  is  mat  the  exhaust  silencers,  which  are 
of  the  patented  Boulton  and  Paul  type,  with  aluminium 
manifolds  terminating  in  steel  pipits  having  Saw-cuts  ia 
them,  are  very  efficiently  cooled-  In  spite  of  their  simplicity 
and  lightness,  these  silencers  are  certainly  very  effective, 
as  wr  had  an  opportunity  of  ascertaining,  and  it  appears 
probable  that  the  combination  of  exposed  engines  and  small 
radiators  offers  no  more  resistance  than  enclosed  engines 
with  large  radiators  and  complicated  exhaust  pipe  arrange¬ 
ments. 

Another  feature  noted  in  connection  with  the  engines  was 
the  absence  of  vibration.  When  both  engines  were  running 
all-out  on  the  ground  it  was  not  possible  to  detect  any 


fuselage,  with  pumps  (driven  by  windmills)  constantly  de¬ 
livering  to  a  feeder  tank,  also  mounted  in  the  fuselage,  but 
at  sufficient  height  to  give  gravity  feed  to  the  carburettors. 
Thus  there  is  no  petrol  in  the  engine  -nacelles,  while  unsightly 
gravity  tanks,  externally  mounted,  are  avoided- 

The  wings  are  of  usual  form  as  regards  their  external 
appearance,  but  are,  like  the  rest  of  the  machine,  built  entirely 
of  steel,  with  exception  of  the  covering,  which  is  the  usual 
doped  fabric.  It  would  of  course,  be  possible  to  make  the 
covering  of  metal  also,  but  it  is  thought  that  the  extra  weight 
which  this  would  entail  would  outweigh  any  advantage 
arising  out  of  metal  covering.  The  ailerons  arc  of  the  type 
m  which  the  hinges  arc  placed  some  distance  back  from  the 
leading  edge,  the  balance  being  formed  by  the  forward  third 
of  the  aileron  and  not  by'  a  horn  balance  projecting  forward 
outside  the  wing  tip. 

Several  interesting  features  arc  incorporated  in  the  tail. 
Thus  in  addition  to  the  usual  trimming  tail  plane,  a  trimming 
tin  has  been  employed,  which  w-orks  in  a  manner  similar 
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The  Boulton  and  Paul  “  Bolton,”  two  450  li.p.  Napier  “  Lion  ”  engines. 


to  the  trimming  tail  plane,  its  sideways  displacement  having, 
of  course,  for  its  object  to  equalise  any  turning  moment  set 
up  by  one  engine  developing  less  power  than  the  other.  As 
soon  as  the  pilot  discovers  that  one  engine  is  dropping  its 
revolutions,  he  turns  a  wheel  in  the  cockpit  and  the  fin  moves 
over  until  the  machine  has  no  tendency  to  turn.  The  rudder 
is  hinged  to  and  moves  over  with  the  trailing  edge  of  the  fin. 

The  undercarriage  is  of  a  special  oleo  type,  and  from 
observation  of  the  machine  taxying  and  landing  it  would 
appear  that  the  shock-absorbing  qualities  are  extraordinarily 
good,  no  tendency  to  bouncing  being  noticeable.  In  addition 
to  the  two  main  wheels  a  third  and  smaller  wheel  is  placed 
centrally  and  some  distance  ahead  of  the  main  undercarriage. 
This  wheel  prevents  the  machine  from  nosing  over  in  a  bad 
landing,  and  is  partly  enclosed  in  a  streamline  casing.  It 
is  sprung  by  rubber  shock-absorbers.  . 

Although  the  “  Bolton "  has  not.  yet  been  thoroughly 
tested  out,  the  few  flights  which  have  been  made  indicate 
that,  when  certain  alterations  which  are  always  found 
necessary  with  new  types,  and  which  have,  of  course,  nothing 


whatever  to  do  with  the  uictal  construction,  have  been 
carried  out,  the  new  Boulton  and  Paul  P.15  will  be  a  very 
fine  machine  indeed.  It  appears  to  take  off  very  quickly,  and 
although  on  the  occasion  of  our  visit  Courtney  w'as  not 
attempting  to  make  rapid  climbs,  the  machine  appeared 
to  get  away  very  well,  requiring  but  a  very  short  run.  Its 
landings  also  were  very  good. 

We  regret  that  no  reference  to  constructional  details  is 
permitted,  otherwise  an  illustrated  article  on  the  ”  Bolton  ” 
would,  we  feel  certain,  be  of  more  than  passing  interest, 
the  metal  work  being  an  extremely  pretty  piece  of  Engineering 
and  representing  very  great  progress  and  advance  ovei 
anything  hitherto  done  in  this  or  any  other  country.  Time 
alone  can  show  how  metal  will  stand  up  to  vibration,  damp¬ 
ness,  etc.,  but,  as  far  as  can  be  seen  at  present,  there  is  no 
reason  to  suppose  that  it  will  give  any  unexpected  trouble. 
We  congratulate  Boulton  and  Paul,  and  Mr.  J.  D.  North, 
their  chief  engineer,  on  a  very  fine  piece  of  woik,  and  express 
the  hope  that  they  will  continue  then  pioneer  work  on  all- 
metal  construction, 


0  0  0  0 

THE  LONDON-CONTINENTAL  SERVICES 

FLIGHTS  BETWEEN  SEPTEMBER  24  AND  SEPTEMBER  30,  INCLUSIVE 


* 

ffl 

>4-> 

X J 

00 

c n 

w- 

0> 

00 

a 

1 

cn 

No.  of 
flights 
carrying 

at 

>■*- 

g  « 

2  +-1 

Average  flying 
time 

Type  and  (in  brackets) 
Number  of  each  type  flying 

RouteJ 

N-l 

0 

6 

£ 

rt 

CX 

O 

4 

0 

Z 

Mails 

Goods 

.2,  a 

v,  0 

0  § 

6  0 
£ 

Fastest  time  made  by 

Croydon-Paris  ... 

41 
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15 

30 

38 

h.  m. 

-  54 

D.H.  34  (i-FBBS  (ih.  50m.) 

B.  (4).  D.H.  9  (x).  D.H.  34  (4) 

Paris-Croydon  ... 

44 

14  y 

10 

3i 

40 

2  58 

D.H.  34  G-EBBQ  (ah.  am.) 

G.  (10).  H.P.W.8B  (3),  Sp.  (2) 
Vi.  (1).  Vk.  (r). 

B.  (8),  D.H  9  (1).  D.H.  34  (4) 
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6 

29 
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6 

6 
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7 

8 

6 

5 

7 

2  45 

Fokker  H-NABN  (ih.  53m.) 

F.  (6). 

Croydon. 

Total  for  week 

113 

327 

37 

72 
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*  Not  including  "  private  ”  flights.  f  Including  certain  journeys  when  stops  were  made  en  route. 

J  Including  certain  diverted  journeys. 
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FOR 


THE  COUPE  DEUTSCH  DE 

France  Remains  the  Holder  of  the  Cup 


LA 


MEURTHE 


Once  more  the  race  for  the  Cup  presented  by  the  Deutsch 
de  la  Meurthe  family  lias  been  flown,  and  once  more  it  has 
been  carried  off  by  a  Nieuport  pilot.  Without  wishing  to 
detract  in  any  way  from  the  merit  of  the  Nieuport  machines, 
it  must  be  admitted  that  but  for  the  mishaps  which  befell 
other  competitors  Lasne  on  the  (relatively)  old  Nieuport 
would  not  have  won  the  race.  The  machine,  a  biplane  with 
320  h.p.  Hispano-Suiza  engine,  is  a  very  pretty  little  ’bus, 
and  quite  fast  compared  with  ordinary  standards,  but  in 
comparison  with  such  machines  as  the  "  Sesquiplan  "  flown 
by  Lecointc  and  the  Mars  I  flown  by  James,  the  Nieuport 
biplane  is  but  a  medium-speed  machine.  This  year’s  race 
was  unsatisfactory  in  the  extreme,  inasmuch  as  it  failed,  for 
reasons  to  be  recounted  presently,  to  decide  which  is  at 
present  the  fastest  machine  in  the  world.  The  controversy 
on  this  point  will  therefore  continue  probably  until  next 
year’s  Coupe  Deutsch,  as  speed  records  established  in  different 


aw-ay  in  good  style,  but  it  was  rumoured  that  he  had  failed 
to  cross  the  starting  line  properly,  having  apparently  crossed 
behind  the  time-keepers  instead  of  in  front  of  them.  How¬ 
ever,  he  proceeded  on  his  way,  ignorant  of  any  mistake,  and 
shortly  afterwards  was  followed  by  Lasne  on  the  very  pretty 
little  Nieuport-Delage  biplane,  Hispano-Suiza  engine.  Lasne 
handled  his  machine  well,  and  followed  Brack-Papa  in  the 
direction,  of  La  Marmogne.  The  Italian  pilot  returned,  swung 
around  the  pylon  in  a  somewhat  wide  circle  and  commenced 
his  second  lap,  followed  shortly  afterwards  by  Lasne,  who 
took  his  corners  iti  good  style.  On  returning  a  second  time 
Brack-Papa  again  took  his  corners  wide,  while  Lasne  kept 
fairly  close  to  the  pylon.  At  the  finish  both  pilots  made 
good  landings,  and  when  the  times  had  been  worked  out  the 
following  announcement  was  made : — Brack-Papa  was  out 
of  the  running  as  he  had  not  crossed  the  proper  finishing  line, 
but  he  would  be  given  another  start  if  he  so  desired.  This 


THE  COLTPE  DEUTSCH  :  The  Nieuport-Delage  biplane  on  which  Lasne  (inset)  won  this  year’s  race. 


countries,  even  when  homologated  by  the  F.A.T.,  never  seem 
to  carry  the  same  conviction  as  does  a  speed  race  under 
equal  conditions. 

However,^  to  return  to  the  race  itself.  This  year’s  race 
for  the  Coupe  Deutsch  was  favoured  with  glorious  weather. 
There  was  but.  little  wind  on  the  morning  of  September  30, 
and  the  visibility  was  excellent.  According  to  the  rules 
competitors  were  at.  liberty  to  start  at  any  time  after  9  a.m., 
and  as  the  weather  was  favourable  several  of  them  did  so 
during  the  morning.  The  first  to  get  away  was  Jean  Casale 
on  the  BI6riot-Casale,  400  h.p.  Lorraine  engine.  Crossing 
the  starting  line  at  10  hrs.  ro  mins.  48  secs.,  Casale  dis¬ 
appeared  in  the  direction  of  La  Marmogne.  His  machine 
did  not  appear  to  be  very  fast,  compared  with  some  of  the 
other  “projectiles,”  and  when  he  returned  and  rounded  the 
pylon  alter  li is  first  lap  his  time  for  the  62  miles  was  found 
to  be  24  mins.  2t£  secs,,  or  a  speed  of  153  m.p.b.  Shortly 
after  starting  on  his  second  lap  Casale  was  seen  to  be  returning, 
and  when  he  landed  it  was  found  that  his  radiator  had  sprung 
a  leak.  The  engine  was  extremely  hot,  and  there  was  an 
unpleasant  smell  of  burning  paint.  Fortunately,  the  machine 
did  not  catch  fire  in  the  air.  In  the  meantime  No.  2,  the 
Italian  Fiat  700  h.p.  biplane  piloted  by  Brack-Papa,  had  got 


he  decided  to  do  during  the  afternoon.  In  the  meantime  his 
lap  times  were  announced  to  be  as  follows,  although  they 
did  not  count  officially :  First  lap  (62  miles)  in  20  mins.  43-  secs, 
(179- 5  m.p.h.)  ;  first  two  laps  (124  miles)  in  4  1  mins.  354  secs. 
(179  m.p.h.)  ;  three  laps  (186  miles)  in  62  mins.  27I  secs. 
(179  m.p.h.). 

The  tunes  made  by  Lasne  were  as  follows  :  too  lcm;. 
(62  miles)  in  20  mins.  41-J-  secs.  (179 ’8  m.p.h.)  ;  200  kms. 
(124  miles)  in  41  mins.  27J  secs.  (179-5  m.p.h.)  ;  300  kms. 
(1S6  miles)  in  62  mins.  11T  secs.  (179-6  m.p.h).  Had 
Brack  Papa's  times  counted  it  would  have  been  a  very  close 
race  between  him  and  Lasne. 

After  the  luncheon  hour,  when  the  thousands  of  French 
visitors  had  finished  their  "  pique-nique  sur  1'herbc,’’  James 
got  the  Gloucestershire  Aircraft  Co.’s  Mars  I  ready,  and 
about  2.30  he  took  off.  After  cruising  about  for  a  few  minutes 
he  crossed  the  starting  line  at  a  terrific  speed  and  disappeared 
in  the  general  direction  of  La  Marmogne.  From  the  .speed 
at  which  James  crossed  the  line  we  began  to  have  hopes  that 
Vie  might  lift  the  Cup,  but  as  the  minutes  passed  without  his 
return  anxiety  began  to  be  felt.  Presently  he  hove  in  sight, 
apparently  a  good  deal  off  his  course,  and  as  he  approached 
the  aerodrome  it  became  apparent  that  he  was  about  to  land. 

D  2 
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THE  COUPE  DEUTSCH  :  1,  The  British  representative,  Mr.  J.  H.  James.  2,  The  Gloucestershire  Aircraft 
Co.’s  Mars  I,  450  h.p.  Napier  “  Lion  ”  engine.  3,  James  landing  after  his  struggle  with  maps. 


This  puzzled  us  somewhat,  as  the  "  Lion  ”  appeared  to  be 
roaring  at  the  top  of  its  voice.  After  making  a  perfect 
landing  James  told  us  what  had  happened.  It  appeared 
that  he  had  had  his  maps  of  the  course  stuck  on  pieces  of 


thin  three-ply  wood,  and  that  the  draught,  getting  inside  the 
cockpit,  had  blown  them  about  a  good  deal.  While  trying 
to  keep  his  course  and  have  a  look  at  the  maps  the  wind 
caught  them  and  blew  them  outside,  where,  in  a  slipstream 


THE  COUPE  DEUTSCH  :  The  Italian  representative.  1,  Mechanics  struggling  with  the  high- compression 
Fiat  engine.  2,  Brack-Papa  landing  after  the  race.  3,  Signor  Brack-Papa,  the  famous  Italian  pilot  of  the  Fiat. 

4,  The  700  h.p.  Fiat  biplane. 
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THE  COUPE  DEUTSCH  :  1,  The  Nieuport-Delage  in  the  air.  2,  The  “  Sesquiplan  ”  flown  by  Lecointe.  A 
very  pretty  little  machine,  similar  to  last  year’s,  but  with  a  different  wing  section.  3,  Lecointe  landing.  A  few 
seconds  after  this  photograph  was  taken  the  machine  turned  over,  fortunately  without  injuring  the  pilot.  4,  M.  Sadi 
Lecointe,  the  famous  Nieuport  pilot,  who  had  a  marvellous  escape  when  his  machine  turned  over  on  landing. 


of  somewhere  around  220  m.p.h.,  they  naturally  flapped 
about  furiously.  The  pull  on  the  strings  around  James’s 
neck  became  so  hard  that  he  had  to  break  them,  losing  his 
maps.  He  then  began  to  look  around  for  La  Marmogne, 
but  during  his  struggles  with  the  maps  he  had  got  con¬ 
siderably  off  his  course,  and  when,  after  “  cruising  ”  about 
for  several  minutes  (at  about  210  m.p.h  ),  he  failed  to  locate 
the  turning-point  at  Gidy,  he  decided  there  was  nothing  for 
it  but  to  return  to  Viilesauvage.  The  mishap  was  naturally 
a  very  great  disappointment  to  the  British  visitors,  as  there 
could  be  no  doubt  that  James  would  have  stood  a  very  good 
chance  of  winning  the  race.  As  to  the  happy-go-lucky  spirit 
which  trusts  to  tying  maps  on  with  string  in  a  machine  doing 
over  200  m.p.h.,  perhaps  the  less  said  the  better 

Sadi  Lecointe,  whose  chances  soared  high  with  James's 
mishap,  got  his  machine,  the  beautiful  little  Nieuport-Delage 
"  Sesquiplan.”  out  about  a  quarter  to  four,  and  after  a  good 
get  away  crossed  the  starting  line  at  about  3.50  p.m.,  going 
at  a  great  pace,  but  certainly  not  giving  the  impression  of 
being  faster  than  the  *'  Bamel.”  Less  than  20  minutes  after 
his  start  Lecointe  crossed  the  line  again,  rounding  the  pylon 


in  a  sort  of  Tmmelmann  turn  ”  which  was  nothing  short  of 
marvellous,  coasidering  the  speed  of  the  machine  he  wa3 
flying.  We  have  referred  several  times  to  the  absolute  mastery 
of  Lecointe  in  rounding  a  pylon,  and  on  Saturday  he  did  so 
in  his  best  style.  We  doubt  if  there  is  another  pilot  in  the 
world  who  could  get  the  ”  Sesquiplan  ”  around  as  quickly. 
After  proceeding  a  short  distance  on  his  second  outward 
journey  Sadi  was  seen  to  be  returning,  and  at  once  it  was 
obvious  that  he  was  in  trouble  and  was  making  for  the 
aerodrome.  Just  before  getting  down  it  was  noticed  that 
Lecointe  had  stopped  his  engine,  and  as  the  machine  touched 
it  began  to  bounce  about.  Sadi,  however,  appeared  to 
succeed  in  steadying  it,  but  while  it  was  still  running  along 
the  ground  at  great  speed  it  struck  a  rut,  sw<  ~ved  and  turned 
over.  A  groan  went  up  from  the  thousands  of  spectators, 
and  there  were  cries  of  "  Sadi !  Ah,  Sadi  !  ”  In  spite  of  the 
soldiers  with  fixed  bayonets  which  are  thought  necessary  to 
keep  back  a  French  crowd,  the  multitude  broke  from  the 
enclosures  and  streamed  at  full  speed  towards  the  overturned 
machine,  inside  which  it  was  expected  Sadi  would  be  lying 
seriously  hurt.  When  the  best  runners  in  the  crowd  got  to 
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THE  COUPE  DEUTSCH  :  The  Spad  representative.  1,  M.  Andre  Herbemont,  the  famous  Spad  designer,  and 
M.  Jean  Casale,  pilot  of  the  Spad.  2,  the  Bleriot-Casaie  biplane.  3,  Casale  alighting  with  engine  trouble. 


575 


October  5,  1922 


the  machine  an<i  lifted  the  tail  Sadi  snaked  himself  out  of 
the  diminutive  cockpit,  stood  up  and  waved  his  hands, 
safe  and  sound  and  absolutely  without  a  scratch.  The  wind¬ 
screen  was  flattened  down  over  the  cockpit  coaming,  but 
Sadi,  realising  what  was  happening,  ducked  in  time  to  get 
his  head  inside  and  was  saved.  The  relief  of  the  French 
visitors  was  shared  by  the  British  contingent,  for  Lecointe 
is  a  thorough  sportsman,  and  everyone  would  have  been 
sorry  to  sec  him  injured.  It  is  a  very  curious  coincidence 
that  just  as  the  accident  happened  one  visitor  to  the  aero¬ 
drome  was  reading  the  remarks  in  last  week’s  issue  of  Flight 


started,  whereas  James  had  crossed  the  line  and  could  not 
be  allowed  to  do  so  a  second  time.  With  this  decision  we 
are  not  inclined  to  quarrel.  Rules  are  rules,  and  it  is  difficult 
to  know  where  to  draw  the  line  once  the  rules  are  relaxed. 
With  Lecointe  out  of  the  running  James  would,  of  course, 
have  been  a  certain  winner,  bis  machine  being  far  and  away 
faster  than  Lasne's.  Hjs  failure  was  naturally  a  keen  dis¬ 
appointment  to  the  Gloucestershire  Aircraft  Co.,  who  have 
spent  a  great  deal  of  money  on  the  Mars  f,  and  to  Napiers, 
who  had  taken  a  lot  of  trouble  over  the  engine,  which  was. 
as  a  matter  of  fact,  running  perfectly.  We  hope  that  while 


A  DEUTSCH  CUP  “  TAIL-PIECE  ”  :  What  all  the  pilots  had  to  endure  at  Etampes.  M.  Casale  as 

the  smiling  victim. 


referring  to  the  retirement  of  Lecointe  and  the  expression 
of  the  hope  that  he  will  retire  before  coming  to  grief. 

Brack-Papa,  who  had  failed  to  cross  the  starting  line  in 
the  morning,  was  allowed  to  have  another  try,  and  got 
away  about  4.35.  After  covering  the  first  lap,  however,  he 
retired  from  the  race,  evidently  realising  that  he  would  not 
be  able  to  beat  Lasne’s  pei'formance.  Gen.  Sir  Sefton 
Brancker,  Col.  Frank  McClean  and  Commander  Perrin,  the 
Royal  Aero  Club  representatives  at  the  race,  asked  permission 
for  James  to  have  another  attempt,  but  the  request  was 
refused,  the  reason  given  being,  we  believe,  that  Brack-Papa 
was  allowed  a  second  attempt  because  in  the  first  he  never 
crossed  the  starting  line,  and  consequently  officially  never 

H  H 

CORRESPONDENCE 

LIEUT.-COL.  SPENSER  GREY’S  INTER-CITY 
CHAMPIONSHIP 

[2061]  I  am  very'  gratified  to  see  the  interest  taken  by 
your  journal  in  xny  suggestion  for  an  Inter-City  Championship. 

I  must  have  expressed  myself  badly  as  regards  the  use 
to  which  the  machines  were  to  be  put  after  the  race  is  over. 

My  idea  is  that  the  aeroplanes  or  seaplanes  should  be  offered 
to  the  Air  Ministry  for  the  period  of  manoeuvres,  for  tests, 
or  at  such  other  times  as  they  may  require  them. 

The  machines  should  preferably  always  be  flown  by  the 
proprietary  town's  pilot,  who  would  naturally  only  be 
employed  if  a  member  of  the  Territorial  Air  Force. 

As  regards  the  race  itself,  though  the  R.Ae.C.  will,  of  course, 
decide  the  conditions,  1  suggest  that  each  class  should  have  a 
separate  event,  in  which  case  all  machines  would  start  scratch. 
A  prize  would  be  given  for  each  event,  and  the  I.C.C.  cup 
would  be  presented  for  the  best  individual  performance, 
in  the  opinion  of  the  judges. 

The  decision  as  to  What  type  of  machine  any  particular 
city  or  town  should  buy  would  be  governed  by  the  amount  of 
money  raised  and  the  advice  of  the  Air  Ministry. 

I  sincerely  trust  that  your  readers  will  do  all  in  their  power 
to  further  this  project,  and  I  shall  be  very  glad  to  receive 
suggestions  or  criticisms  from  any  of  them. 

Spenser  Grey. 


the  machine  is  in  France  an  opportunity  will  be  found  for 
testing  it  over  a  measured  course,  as  this  should  help  to  set 
at  rest  any  suspicions  that  may  linger  in  the  minds  of  French 
aviation  enthusiasts  as  to  the  capabilities  of  the  British 
machine.  Lecointe’s  time  over  the  100-km.  course  was 
18  mins.  26  secs.,  or  an  average  speed  of  202  m.p.h.,  which 
constitutes  a  world's  record  for  100  kms.  The  previous  record 
over  this  distance  was  held  by  Brack-Papa  with  a  speed 
of  186  m.p.h.  Lasne,  during  the  race,  also  established  two 
new  records,  that  for  200  kms.  in  41  mins.  27A  secs,  and  for 
300  kms.  in  62  mins,  nj  secs.  The  previous  figures,  obtained 
by  the  Nieuport  pilot  Kirsch  in  last  year's  Coupe  Deutsch 
were  42  mins.  39-t  secs,  and  64  mins,  39I,  secs,  respectively 

H  H 

Death  of  German  Air  Chief 

Gen.  Ernst  von  IIoppner.  the  former  Chief  of  the 
German  Air  Service,  died  last  week  at  Berlin  at  the  age  of  63. 
Originally  a  cavalry  leader,  and  Chief  of  the  Stall  to  Gem 
von  Below,  he  took  over  the  complete  control  of  the  German 
Air  Service  in  November,  1916,  at  the  time  our  own  Air 
Service  had  gained  the  upper  hand.  As  a  result  the  German 
Air  Service  made  a  remarkable  recovery  in  1917,  not  only  as 
regards  the  construction,  etc.,  of  machines,  but  in  the  strategy 
and  tactics  of  aerial  fighting.  He  was  responsible,  also,  for 
the  organisation  of  the  Gotha  raids.  His  book,  "  Germany's 
War  in  the  Air,'  written  last  March,  contains  much  interesting 
information  on  the  part  played  by  aircraft— both  Allied  and 
German — in  the  Great  War. 

R.A.F.  Club  Dances 

The  Committee  have  arranged  for  a  series  of  dances  to 
be  held  through  the  forthcoming  winter  on  the  second 
Wednesdays  of  each  month. 

The  first  Dance  will  take  place  on  Wednesday,  October  ir, 
from  9.30  p.m.  to  2.30  a.m.,  and  subsequent  dances,  subject 
to  sufficient. support  being  available,  will  be  held  on  November 
8,  December  13,  January  10,  1923,  February  14  and  March  r4. 

The  charge  for  dance  tickets  is  12s.  6 d.  for  each  member 
or  guest,  a  price  which  includes  a  buffet  supper  with  "  cup  " 
ices,  and  coffee  or  hot  soup  on  leaving  If  preferred]  a 
ticket  to  include  dinner  and  the  dance  will  be  available’  at 
17s.  6 d.  per  head. 
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GLIDING,  SOARING  AND  AIR-SAILING 


Those  wishing  to  get  in  touch  with  others  interested  in  matters 
relating  to  gliding  and  the  construction  of  gliders  are  invited 
to  write  to  the  Editor  of  Flight,  who  will  be  pleased  fa  publish 
such  communications  on  this  page,  in  order  to  bring  together 
those  who  would  like  to  co-operate,  either  in  forming  gliding 
clubs  or  in  private,  collaboration. 

Several  more  entries  have  now  been  received  for  the 
Daily  Mail  gliding  competition  at  Itford  Hit],  Sussex,  and 
a  considerable  number  of  machines,  although  not  definitely 
entered  at  the  moment  of  writing,  wall  undoubtedly  be 
entered  before  the  closing  date,  Saturday,  October  7.  Com¬ 
mander  Perrin,  who  has  just  returned  from  France,  learned 
that  at  least:  four  French  gliders  will  be  entered.  One  of 
these  is  the  Farman  flown  by  Bossoutrot  in  the  French 
competition  at  Combegrasse,  and  another  is  the  Dcwoitine 
monoplane  on  which  Barbot  (whom  the  Daily  Mail  will 
insist  on  calling  Barpat)  flew  for  20 1  minutes.  This  machine 
is  a  cantilever  monoplane  with  thick  wing  section,  and  is 
stated  to  be  very  scientifically  designed.  At  present  it  is 

not  known  what  the  other  two  machines  will  be. 

*  *  * 

Mr.  H.  E.  Waite,  of  Morecambe,  Lancashire,  has  entered 
a  monoplane  with  some  form  ot  flapping  wings,  having  a 
span  of  54  ft  Mr.  Waite  is  the  constructor  of  the  machine, 
and  will  pilot  it  himself  in  the  competition. 

*  *  * 

Mr  <  Frobisher,  of  Sheffield,  has  entered  a  monoplane 
of  30  ft.  span,  the  wings  of  which,  it  is  stated,  will  be  worked 
by  pedals.  This  machine  has  been  built,  by  the  Sheffield 
Sc  hool  of  Aeronautics  and  Engineering.  The  weight  is  given 


as  about  100  lbs.  The  machine  will  be  piloted  by  Mr. 
Frobisher. 

*  *  * 

A  biplane  of  26  ft.  span,  and  weighing  approximately 
no  lbs.,  has  been  entered  by  Mr.  A.  I-\  .Maxfield,  of  Birming¬ 
ham,  who  will  pilot  the  machine  himself. 

*  *  * 

It  seems  that  flapping  wing  machines  will  be  much  in 
evidence  at  the  competition.  Another  ornithopter  mono¬ 
plane,  whose  wings  will  be  operated  by  loot -power,  has  been 
entered  by  Mr  H.  S.  Dixon,  of  Ealing  Common.  The  machine 
is  stated  to  weigh  but  .50  lbs,,  although  the  span  is  30  ft. 
We  hope  Mr,  Dixon  will  win  in  the  foot-power  versus 
foot-pounds  match. 

*  *  * 

Mijnheer  Fokkkr  has  intimated  his  intention  of  entering 
his  two  biplane  gliders  for  the  competition.  It  was  on  one 
of  these,  it  will  be  remembered,  that  Fokker  made  a  flight 
of  13  minutes'  duration  (hors  de  concours)  in  the  Rhon.  The 
machines  are  characterised  by  great  simplicity,  and  it  is 
stated  that  they  took  only  10  days  to  build. 

*  *  * 

The  de  Havilland  glider,  a  full  description  of  which  appears 
in  this  issue,  has  not  yet  been  entered,  but  it  is  practically 
certain  to  be  among  the  starters  on  October  16.  In  addition 
to  the  entries  mentioned  above,  there  is  reason  to  believe 
that  at  least  another  half-dozen  will  be  entered  by  Saturday, 
so  that,  given  reasonably  favourable  weather,  the  competition 
should  provide  a  great  deal  of  sport,  even  if  no  sensational 
flights  should  be  made. 


WHICH  IS  THE  “BEST”  WING  SECTION  FOR  A  GLIDER? 

Some  Fundamental  Considerations  in  Choice  of  an  Aerofoil 


From  the  number  of  enquiries  which  we  have  received,  it 
appear  that  among  those  who  are  interested  in  gliders  and 
gliding  there  are  many  who  find  considerable  difficulty  in 
visualising  what,  exactly,  are  the  characteristics  one  must 
aim  at  to  get  the  best  results.  In  taking  all  factors  into 
consideration  one  is,  as  a  matter  of  fact,  faced  with  almost  as 
many  conflicting  problems  as  in  the  design  of  power-driven 
machines,  but  by  leaving  out  some  of  the  factors  it  is,  at  any 
rate,  possible  to  fix  one’s  ideas  and  to  sort  out  some  of  the 
more  important  features  which  must  be  incorporated  in  a 
design  if  good  results  are  to  be  obtained. 

From  enquiries  received  it  would  appear  that  there  are 
two  pitfafls  into  which,  the  unwary  are  apt  to  fall.  One  is 
to  assume  that  it  a  certain  wing  section  has  a  very  high  value 
ot  the  L  D  ratio  it  must  necessarily  make  a  good  glider, 
because  the  gliding  angle  is  very  small.  The  other  view  is 
that  one  must  have  a  bigh-hft  wing  so  as  to  get  a  low  gliding 
speed.  The  actual  facts  are,  of  Course,  that  what  one  should 
aim  at  is  to  get  a  wing  section  which  will  combine  both  at 
the  same  angle  of  incidence.  This  should  be  clear  if  one 
remembers  that  a  high  L/D,  or  .small  gliding  angle,  may  give 
.a  very  flat  glide,  but  that  if  the  lift  coefficient  corresponding 
to  this  gliding  angle  is  small  the  gliding  speed  will  be  high, 
and  consequently  the  rate  of  descent  may  also  be  high. 
Now  in  order  to  make  use  of  winds  of  relatively  small  velocity 
and  of  small  upward  trend,  the  rate  of  descent  should  be  as 
small  as  possible,  and  this  is  attained  by  making  the  gliding 
angle  and  the  gliding  speed  small,  at  the  same  angle  of  inci¬ 
dence.  Therefore,  the  wing  section  which  combines  the 
highest  L  L-  with  the  highest  lift  coefficient  will  give  the 
lowest  rate  of  descent. 

ft  may  not  be  without  interest  to  examine,  briefly,  the 
considerations  which  lead  to  this  conclusion,  and  to  establish 
the  very  simple  ratios  which  give  the  best  results.  In  doing 
this  we  shall  attempt  to  be  as  clear  as  possible  without  going 
into  “  mathematics  "  other  than  the  most  simple.  The  only 
thing  which  we  take  for  granted  is  a  slight  knowledge  of  the 
fundamental  principles  of  trigonometry  and  algebra. 

The  gliding  angle  €  is,  of  course,  given  by  thef  well-known 

t  rigonometric  ratio  tan  e  —  j ,  where  D  is  the  drag  and  L 

the  lift  of  the  wing.  Expressed  in  terms  of  the  drag  and 
lift  coefficients,  Ad  and  kt  respectively,  the  gliding  angle 

is  tan  e  =  — D .  The  rate  of  descent  which  we  will  call 
kc 

Yu  (i.c. ,  vertical  velocity),  is  given  by  Yv  —  V  sin  e,  where 
V  is  the  air  speed  of  the  machine.  For  small  angles,  such  as 
would  come  within  the  range  of  gliding  angles  of  a  glider,  the 
sine  and  the  tangent  of  the  angle  are  sufficiently  nearly  equal 


to  allow  of  substituting  tan  t  for  sin  e,  and  we  can,  therefore, 
write  Yv  —  V  tan  e  instead  of  writing  Vv  =  V  sin  e.  In 
order  to  find  the  gliding  speed  V  we  make  use  of  the  well- 
known  fundamental  formula  W  =  hi.  p  A  Vs,  where  W  is 
the  weight  of  the  machine  in  lbs.,  kL  is  the  lift  coefficient  of 
the  wing  section  used  (in  “  absolute  “  units)  p  is  the  density 
of  the  air,  A  is  the  wing  area  in  square  feet  and  V  the  velocity, 
either  in  m.p.h.  or  in  ft. /see.  When  V  is  in  ru.p.h.  the  value 
of  p  in  the  equation  is  0-0051.  When  V  is  in  ft. /sec.  the 
value  of  p  is  0-00237, 

Now  it  will  be  seen  that  this  fundamental  formula  can  be 


V, 


W 


,  from  which  V  can  be  found 


written  V 

Al  X  p  x.  A 

at  any  loading  and  lift  coefficient.  We  have  already  estab¬ 
lished  the  formula  V»  =  V  tan  e,  and  have  seen  that 

tan  e  =  .  If  we  substitute  these  two  values  we  get 

=  /~W~  v  Je. 

v  p  x  A  fti.3/2 


Vv  =  J 


W 


X  ,  or  Vv 
hi.  X.  p  X  A  kx. 


The  quantity  under  the  square-root  sign  is  the  wing  loading. 
Consequently  the  rate  of  descent  is  smallest  (tor  that  wing 

Ai,8 

loading)  when  the  ratio  —  is  a  maximum.  This  ratio  can, 

kds 


of  course,  be  written  as 


(kv 

\kD 


X  kt,  or  as  (L/D)a  x  ku- 


In  order,  therefore,  to  determine  which  wing  section  gives 
the  lowest  rate  of  descent  for  a  given  wing  loading  we  must 
find  the  one  which  gives  the  highest  value  of  the  ratio 
(L/D)*  X  H. 

An  examination  of  the  characteristics  of  a  very  great 
number  of  gliders  reveals  the  fact  that  the  great  majority- 
have  a  wing  loading  of  approximately  2  lbs./sq.  ft.  If, 
therefore,  this  figure  is  assumed  as  a  fair  average,  we  can 
compile  tables  of  gliding  angles,  gliding  speeds,  rates  of 
descent,  etc.,  for  a  number  of  different  wing  sections.  This 
wing  loading  has  been  assumed  in  the  following  tables,  in 
winch  the  first  column  gives  the  angle  of  incidence ;  the 
second  gives  the  L/D  ratio  at  that  angle  of  incidence,  and 
the  third  the  corresponding  lift  coefficient  in  “absolute” 
units.  In  the  fourth  column  are  tabulated  the  squares  of 
the  L/D  ratios,  and  in  the  filth  the  square  of  the  L/D  ratio 
multiplied  by  the  lift  coefficient.  The  sixth  column  contains 
the  velocity  corresponding  to  the  different  lift  coefficients 


W 


(obtained  from  the  equation  V  =  *  /- 

'  ki.  X  p  X  A 
the  last  column  contains  the  value  of  the  rate  of  descent 


),  Finally, 
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corresponding  to  the  various  gliding  angles  and  gliding  speeds, 
for  the  assumed  wing  loading  of  2  lbs./sq.  ft. 

Owing  to  its  popularity  for  power-driven  aircraft  and  its 
good  efficiency  the  section  known  as  RAF  15  might  be 
expected  to  he  suitable  tor  a  glider.  It  is  observed,  however, 
that  the  lift  coefficients  corresponding  to  the  high  values  of 
L/I)  are  small,  and  possibly  the  rate  of  descent  will  therefore 
be  fairly  high.  The  first  section  whose  data  are  tabulated 
is  the  RAF  (5,  and  it  will  be  seen  that  the  highest  value  of 
(L/l ))-  X  kh  is  75-7  and  that  this  value  occurs  at  an  angle 
and  lift  coefficient  which  correspond  to  a  speed  of  36-4  m.p  h. 
when  the  wing  loading  is  2  lbs./sq.  ft,  The  rate  of  descent 
is  3*32  ft, /sec.  For  this  wing  loading  the  RAF  15  section 
gives  a  lauding  speed  of  27-6  m.p.h. 

It  was  mentioned  at  the  beginning  of  these  notes  that  the 
lowest  rate  of  descent  would  not  necessarily  be  obtained  at 
the  angle  giving  the  flattest  glide,  and  it  will  be  seen  that  for 
RAF  15  this  statement  is  borne  out.  The  maximum  L/D 
of  this  .section  occurs  at  40,  but  the  corresponding  gliding 
speed  is  41*6  m.p.h.,  which  gives  a  rate  of  descent  of 
3-58  ft. /sec. 

For  the  section  Gottingen  No.  441  the  lowest  rate  of  descent 
is  3-38  ft. /sec.,  but  this  corresponds  to  a  speed  of  30-6  m.p  h., 
and  the  landing  speed  is  lower,  being  22  •  1  m.p.h.  Particulars 
of  Gottingen  No.  441  section  were  published  in  our  issue  of 
September  21.  It  has,  we  believe,  been  extensively  used  611 
German  gliders,  and  it  will  therefore  be  of  interest  to  examine 
several  British  sections  so  as  to  discover  whether  or  not 
an  even  better  section  can  be  found. 

The  section  known  as  airscrew  No.  3,  the  data  for  which 
were  published  in  Reports  and  Memoranda  No.  322,  shows 
extraordinarily  high  values  of  (L/D)2  x  hi,  the  best  being 
1x8  as  compared  with  the  75*7  of  RAF  15  and  74-4  of  the 
Gottingen  441,  The  lowest  rate  of  descent  is  2-68  ft./sec., 
and  the  rate  does  not  change,  greatly  over  a  range  of  from 
2°  to  8°  incidence.  This  section  is  somewhat  thin,  and  would 
require  a  braced  wing  structure.  As  a  braced  monoplane, 
however,  airscrew  No.  3  should  be  very  suitable. 

Airscrew  No.  4  gives  a  very  slightly  higher  rate  of  descent, 
and  its  L/D  (or  gliding  angle)  is  not  quite  so  good.  It  is, 
however,  a  much  thicker  section  (maximum  thickness  0-127 
of  the  chord),  and  could  be  used  on  a  cantilever  monoplane. 
Tt  gives  a  landing  speed  of  but  21  ■  5  m.p.h. 

Airscrew  No.  5  gives  a  slightly  higher  rate  of  descent,  and 
its  best  gliding  angle  is  1  in  14-7.  It  is,  however,  a  very 
thick  section,  and  might  be  used  in  the  centre  of  a  large- 
span  wing,  end  sections  of  a  thinner  section  being  attached 
to  it. 

The  foregoing  remarks  should  help  to  give  those  who  have 
not  previously  given  the  subject  much  thought  a  general  idea 
of  the  things  to  be  aimed  at  in  choosing  a  section  for  a  glider. 
It  will  readily  be  understood  that  other  considerations  than 
aerodynamic  ones  have  to  be  considered.  Thus  a  thin  wing 
will  be  heavier  per  unit  of  area  than  a  thick  wing  for  the 
same  strength,  and  this  has  to  be  taken  into  account  in 
deciding  the  respective  merits. 

As  to  the  actual  piloting  of  a  glider,  a  few  general  remarks 


may  not  be  without  interest,  if  our  glider  is  fitted  with' 
airscrew  No.  4  section,  and  we  wish  to  remain  ip  the  air  as 
long  as  possible,  we  would  obviously  fly  the  machine  at  the 
speed  corresponding  to  the  lowest  rate  of  descent,  i.e.,  at 
32  m.p.h.  Even  in  a  gusty  wind  the  pilot  would  try  to  keep 
the  machine  at  this  speed  ;  that  is  to  say,  in  a  gust  he  would 
elevate  and  in  a  lull  he  would  push  the  stick  forward.  Gliding 
is  largely  a  matter  of  flying  at  a  constant  speed,  and  in  this 
connection  it  is  of  interest  to  note  that  Smith  and  Sons  have 
already  introduced  an  air-speed  indicator  which  reads  from 
10  m.p.h.  upwards,  and  is  therefore  specially  suitable  for 
gliders. 

If  a  pilot  wished  to  cover  the  longest  possible  distance,  he 
would  fly  at  the  angle  giving  the  flattest  glide,  i.e.,  at  maximum 
L/D.  This  applies  to  flying  in  still  air.  In  a  wind  the  pilot 
would  attempt  to  gain  height  while  gliding  into  the  wind, 
and  when  he  feltbimse!  f  getting  outside  the  region  of  ascending 
air  currents  he  would  turn  down  wind  and  glide  for  as  long 
a  distance  as  possible. 
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THE  NEW  DE  HAV1LLAND  GLIDER 


Parasol  Monoplane 

The  first  of  the  two  monoplane  gliders  which  are  being 
constructed  at  the  Stag  Lane  works  of  the  de  Havilland 
Aircraft  Co.  will  be  finished  this  week,  and  it  is  hoped  that 
some  preliminary  test  flights  may  he  made  during  the  next 
week  or  so.  On  Monday  we  paid  a  visit  to  the  D.H.  works, 
and  the  glider  was  then  erected  and  the  bracing  wires  of 
the  wings  were  being  rigged  and  finishing  touches  given  to 
various  minor  parts.  At  present  the  machine  ts  fitted  with 
a  vee  under-carriage,  but  probably  later  on,  when  the  pilot 
has  got  used  to  the  machine,  a  modified  form,  fitted  inside 
the  fuselage,  will  replace  the  present  tubular  vees  so  as  to 
save  resistance. 

From  the  accompanying  scale  drawings  it  will  be  seen  that 
the  de  Havilland  glider  is  characterised  by  a  parasol  mono¬ 
plane  wing  of  very  high  aspect  ratio  (11  to  1),  and  that  in 
spite  of  the  fact  that  the  wing  has  external  wire  bracing 
the  appearance  is  very  clean.  The  wing  section  used  is 
R.A.F.  15,  but  a  slight  departure  from  the  standard  section 
has  been  made  by  stepping  down  slightly  the  ordinates  of 
the  top  surface.  This  has  been  done  in  order  to  reduce  spar 
weight,  as  it  was  found  that  with  the  spar  section  employed 
(1-section)  the  standard  section  would  give  rather  too  heavy 
spars.  Both  front  and  rear  spars  are  of  spruce,  and  the  ribs 


with  Wire  Bracing 

are  built  up  of  spruce  flanges,  approximately  |  in.  square, 
the  form  of  which  is  preserved  by  webs  or  distance  pieces 
tacked  to  one  side  of  the  spruce  flanges,  as  shown  in  one’ of 
our  sketches. 

The  internal  bracing  is  in  the  form  of  small-gauge  piano 
wire,  and  the  use  of  wire  strainers  has  been  avoided  by  using 
U-bolts  passing  horizontally  through  the  spars,  The  system 
of  bracing  is,  however,  different  from  that  employed  m  the 
old  B16riots,  inasmuch  as  alternate  bays  have  the  drag  wires 
anchored  to  ordinary  wiring  plates  Thus  the  trueing-up 
is  not  quite  the  work  of  art  it  used  to  be  in  the  Blenots  of 
old. 

The  monoplane  wing  is  very  simply  mounted  on  the  fuselage 
by  two  eye  bolts  engaging  with  corresponding  forked  end 
bolts  at  the  apices  of  two  formers  or  bulkheads  rising  up 
from  the  top  longerons  of  the  fuselage  proper,  The  wing 
thus  rests  on  the  fuselage  at  two  points  only,  and  these  on 
the  centre  line.  The  bracing  is  therefore  relied  upon  to 
maintain  the  wing  in  its  proper  transverse  position  relatively 
to  the  fuselage. 

As  far  as  the  stresses  in  the  wing  are  concerned,  the  spars 
may  be  regarded  as  continuous  beams,  as  the  two  end 
sections  are  not  pin-jointed  to  the  large-span  centre  section. 
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Incidentally  it  may  be  mentioned  that  these  joints  in  the  spars 
occur  at  the  point  of  contrattoxure  (i.c.,  where  the  bending 
moment  is  aero),  so  that  no  great  strength  is  required  in 
the  joint. 

The  wing  bracing  is  in  the  form  of  solid  piano  wire,  all 
lift  wires  being  duplicated,  while  the  top  wires  are  all  single. 
The  spars  are  braced  at  two  points  between  the  centre 
attachment  and  the  tips,  so  that  in  spite  of  the  large  span 
the  lengths  of  beam  between  supports  are  not  great.  The 
lift  wires  are  attached  to  the  uDder-carriage  fitting  on  the 
lower  longeron  of  the  fuselage,  and  on  the  same  fitting  is  a 


opposite  aileron  in  travelling  down.  Experience  with  power- 
driven  machines  has  proved  this  type  of  aileron  control  to 
be  very  efficient,  and  as  ample  control  is  a  great  advantage 
in  a  glider  it  has  been  used  in  preference  to  the  ordinary 

type.  .  ,  . 

The  fuselage,  as  regards  its  main  portion,  consists  of  four 
thin  spruce  longerons,  joined  by  struts  and  covered  with 
thin  (l  min.)  three-ply  wood.  The  struts  run  diagonally 
over  the  greater  portion  of  the  fuselage,  but  here  and  there, 
where  local  considerations  demand  it,  the  diagonal  struts 
are  reinforced  by  light  bulkheads.  It  might  be  pointed 


SOME  CONSTRUCTIONAL  DETAILS  OF  THE  DE  HAMLLAXD  GLIDER  :  1.  Front  portion  of  the  fuselage 

and  the  Vee  undercarriage.  2.  The  bulkheads  or  formers  to  the  apices  of  which  the  wing  is  attached.  3.  Details 
of  the  top  of  the  rear  bulkhead,  showing  attachment  of  the  wire  which  forms  the  ridge  of  the  triangular  top  of  the 
fuselage.  4  shows  construction  of  superstructure  over  pilot’s  cockpit,  and  5  some  of  the  smaller  details.  In 
6  is  shown  one  complete  elevator  flap,  with  trailing  edge  cut  through  to  showr  laminated  construction.  The 
leather  elevator  hinges  are  indicated  in  7,  and  in  8  is  seen  the  U-bolts  and  compression  struts  of  the  internal  wing 
bracing.  9  show's  the  bulkhead  on  which  the  front  edge  of  the  tail  plane  is  mounted. 


lug,  projecting  downwards  and  slightly  to  the  rear,  which 
is  to  serve  as  an  attachment  for  the  starting  rope. 

The  covering  of  the  wing  is  white  cambric,  doped  with 
the  new  Cellon  glider  dope. 

The  anti-lift  wires  are  attached  to  a  fin  or  pylbn  mounted 
above  the  wing,  Lateral  control  is  by  ailerons,  and  in 
connection  with  these  it  may  be  mentioned  that  the  “  differen¬ 
tial  "  type,  patented  by  the  de  Havilland  Company,  is  used. 
With  this  arrangement  the  aileron  which  moves  up  travels 
through  a  greater  angle  than  that  moved  through  by  the 


out  that  these  struts  are  merely  hutted  on  the  longerons 
and  not  attached  to  them  except  via  the.  ply-wood  covering, 
the  struts  being  intended  to  serve  as  stiffening  pieces  for 
the  ply-wood  rather  than  as  bracing  members,  the  ply-wood 
performing  the  function  of  bracing. 

The  fuselage  proper  is  very  shallow,  and  in  order  to  bring 
it  up  to  the  wing  an  auxiliary  structure,  consisting  of  light 
formers,  has  been  built  on  to  its  top.  It  might  be  objected 
that  a  lighter  structure  would  have  resulted  from  making 
tbe  fuselage  structure  itself  the  required  depth,  but  although 
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in  theory  this  would  appear  to  bo  so,  it  was  found  in  practice 
that  to  effect  the  necessary  reduction  in  weight  the  longerons 
and  ply-wood  would  have  to  be  of  such  small  dimensions 
that  they  would  become-  impracticable.  Consequently  a. 
shallow  box  wan  chosen  for  the  stress-resisting  part,  and  the 
iest  was  built  on  in  the  lightest  form  possible  The  ridge 
along  the  top  of  the  fuselage  is  formed  by  a  wile  running  from 
the  rear  wing  bulkhead  to  the  tail  plane,  and  fabric  covering 
is  put  over  Ihe  triangular  section  top  thus  J 01  rifled. 

The  tail  plane,  elevators.  Jin  and  rudder  are  of  very  light 
construction  indeed,  and  are  covered,  like  the  wings,  with 
cambric.  The  elevator  hinges  are  in  the.  form  of  leather 
straps,  similar  to  those  used  on  draught  screens,  clothes- 
horses,  etc.,  and  provide  quite  the  most  light  and  efficient 
form  of  hinge  possible.  The  angle  through  which  the  elevators 
can  he  moved  is  very  groat  90°  each  way),  and  the  gap 
left  between  tail  plane  and  elevator  spars  is  always  kept 


in  the  aft  portion,  the  required  depth  of  fuselage  is  provided 
by  a  light  super-structure.  The  absence  of  “  gadgets  "  in 
the  cockpit  makes  one  wish  a  .similar  simplicity  were  at  tain¬ 
able  in  power-driven  aircraft,  where  the  pilot  usually  is  0 
surrounded  hy  Instruments  that  one.  often  wonders  how  he 
ever  gets  any  time  for  piloting.  The  only  instrument  fitted 
at  present  is  an  air-speed  indicator.  This  is  one  of  the  new 
instruments  just,  put  on  the  market  by  Smith  and  Sons,  and 
is  designed  to  give  readings  from  ro  m  p  b.  upwards.  Also 
the  “  lag  "  has  been  reduced  to  a  minimum,  so  that  the 
instnimeut  should  be  a  valuable  asset  on  a  glider  which 
has  to  be  llown  at  practically  a  constant  speed. 

As  already  mentioned,  the  de  Havilland  glider  is  at  present 
provided  with  a  Voe  under-carriage,  but  later  a  modified 
type,  partly  housed  in  the  bottom  of  the  fuselage,  may  be 
fitted.  The  present  one  lias  Y'et-x  of  steel  tube,  with  small 
scooter  wheels  carried  on  an  axle  slung  uu  rubber  cords 


THE  DE  HAVILLAND  GLIDER  :  Photograph  taken  from  below  of  a  scale  model  of  the  machine. 


closed,  The  tail  plane  is  mounted  on  a  small  transverse 
bulkhead  reaching  some  j  in-,  above  Hid  Hat  top  of  the  fuselage 
proper,  and  is  secured  to  it  by  two  eye  bolts.  The  rear 
.qxir  of  the  tail  plane  is  bolted  to  the  fin  post.  Incidentally 
it  may  be  pointed  out  that  the  curved  leading  edge  of  the 
tail  plane  is  formed  by  several  laminations  of  spruce,  which 
form  of  construction  is  very  strong  and  has  the  advantage 
that  cur  veil  members  can  be  formed  without  steaming. 

The  controls  are  of  usual  type,  both  the  foot  bar  and  the 
"  joy  stick  ”  being  made  from  steel  tube.  The  control 
cables  pass  to  the  tail  on  the  outside  of  the  fuselage,  while 
those  to  the  ailerons  urn  up  along  the  bulkhead  behind  the 
pilot,  around  pulleys,  through  the  front  portion  of  the  wing 
and  to  the  control  cranks  inside  the  w  ing.  The  pilot's  cockpit 
is  just  in  front  of  the  leading  edge  of  the  wing,  and  here,  as 


from  the  bottom  of  the  Vers.  A  tail  skid  built  up  of  several 
laminations  of  wood  is  mounted  on  the  downward  extension 
of  the  tin  post,,  and  is  anchored  at  its  free  end  to  a  leather 
strap  screwed  to  the  lower  longerons. 

At  the  time  of  our  visit  to  the  de  Havilland  works  the 
glider  had  not  yet  been  weighed,  but  it  was  expected  that 
the  weight  empty  would  be  in  the  neighboui  hood  of  250  lbs., 
in  w  hich  case  the  loaded  weight  will  be  approximately  q 00  lbs., 
or  a  wing  loading  of  under  1  Ibs./sq.  ft. 

The  machine  is  finished  in  black  and  white,  the  wings  and 
tail  being  left  the  original  colour  of  the  fabric,  while  the 
fuselage  and  under-carriage  arc  black  At  tin-  moment  the 
glider  has  not  been  entered  for  the  Daily  Mail  competition, 
but  we  hope  it  wall  lac  entered  before  the  Closing  date, 
October  7. 
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AIR  TRANSPORT* 


In  his  opening  remarks  Gen.  Brancker  briefly  referred  to 
the.  past  histcry  of  ait  transput  1  in  England,  and  how.  after 
the  slump  in  1920-21,  when  the*  Government  c.ame  to  the 
rescue  with  subsidies,  the  Loudon-Continental  air  traffic 
developed  to  its  present  position  in  which  a  new  system  has 
been  organised  whereby  the  three  operating  companies  each 
run  a  separate  service  to  Paris,  to  Cologne  and  to  Berlin. 
The  superiority  of  the  British  pilot,  was,  he  said,  the  only 
thing  of  importance  that  stands  out  during  that  period. 
He  next  touched  upon  the  advance  made  in  the  design  of 
machines,  from  the  converted  l>  H.o  of  19x9,  carrying  pilot 
and  600  lb.  load  with  400  li.p.,  to  the  machines  now  in  use, 
carrying  eight  or  nine  passengers  with  400  h.p. 

Referring  to  the  utility  of  ail  transport,  he  stated  that 
there  are  two  distinct  usages  of  air  transport :  first,  it  provides 
a  military  reserve,  and  secondly,  it  is  a  means  Of  quickening 
communications.  "  There  have  been  rash  statements,”  lie 
said,  “  about  the  military  value  of  air  transport.  To  judge 

*  Abstract  from  A  lecture  delivered  by  Maj  -Gen  Sir  William  BrattCken 
K.C.n.,  Director  of  Givi]  Aviation,  before  the  Over  Seas  League,  October  2' 
I'j.'c  Admiral  Mark  Kerr  taking  the  Chair, 


from  some  of  the  statements  made  during  the  last  year,  you 
would  think  that  if  the  Government  gave  me  unlimited 
means  I  should  next  year  produce  a  huge  reserve  for  the 
Royal  Air  Force  That  is  wrong. 

"  From  a  military  point  of  view  there  are  three  classes  of 
British  air  transport  to  be  considered.  First  are  the  air 
lines  running  within  the  British  Isles,  and  these  do  not  exist, 
at  present.  The  second  is  the  cross -Channel  and  lines  operat¬ 
ing  on  the  Continent  or  Europe;  that  we  arc  just  starting 
in  the  three  services  I  have  already  mentioned.  The  third 
class  is  a  form  of  imperial  lines  connecting  up  the  Empire, 
which  is  most  important. 

"  The  first  category  is  much  the  best  from  a  military 
point  of  view.  All  your  engines,  spares,  pilots  and  all  that 
is  necessary  for  an  air  service,  if  they  arc  running  within  the 
British  Isles,  an  available  at  five  minutes'  notice  and  ready 
from  a  military  point  of  view.  Against  that  they  are  the 
most  difficult  to  run  from  an  economic,  point  of  view  ;  for 
this  country  is  small,  has  a  bad  climate  for  flying  ami  is  well 
supplied  with  railways.” 
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The-  second  category,  lie  said,  was  also  good  from  a  military 
point  of  view,  as  m  an  emergency  we  could  get  the  pilots  and 
machines  back  from  any  part  of  Europe  in  24  hours'  notice. 
Imperial  communications  would  not  help  us  at  all,  as  the 
material  is  not  immediately  available,  but  they  provide 
reserves  wherever  they  arc. 

Gen.  Brancker  pointed  out  that  ground  organisation  was 
the  most  important  factor,  requiring  a  lot  oi  money  to  provide, 
but  once  this  is  done  the  aeroplane  will  achieve  much.  When 
we  get  the  big  lines  across  Europe  and  the  world,  then  by 
degrees  we  will  build  up  a  national  reserve.  Air  transport, 
before  it  can  forge  ahead,  however,  must  pay  its  own  way, 
which  today  it  cannot,  and  so  long  as  it  has  to  be  assisted 
it.  cannot  extend  as  it  ought  to, 

The  various  items  which  air  transport  will  provide — pilots 
and  mechanics,  aerodromes  with  ground  staff,  design  offices 
and  factories — will  be  available  in  time  of  war,  in  addition 
to  the  machines,  as  night  bombers  or  troop  carriers 

"  Next  year,”  he  proceeded,  "  wc  shall  start  a  certain 
number  ol  civilian  flying  schools  for  the  training  of  reserve 
officers  The  Royal  Air  Force  will  pay  for  these,  and  1  hope 
we  shall  keep  five  or  six  schools  going.  They,  in  turn,  will 
l>e  able  to  train  others  at  comparatively  reasonable  rates. 
This  will  give  us  a  body  of  pilots  growing  up,  which  is  some¬ 
thing  we  have  not  got  today.” 

Referring  to  the  quickening  of  communications,  he  pointed 
out  that  on  the  London-Paris  service  we  are  only  saving  a 
few  hours,  but  it  is  in  long  distances  that  a  great  saving  of 
time  will  be  effected. 

Referring  to  linking  up  England  and  India  by  air,  he  said 
he  did  not  think  anyone  has  realised  the  importance  of  a 
daily  post  to  India  occupying  five  or  six  days,  which  is  possible 
with  30  aeroplanes,  a  certain  number  of  aerodromes  en  route, 
and  tin  uioial  assistance  at  the  start.  We  have  a.  certain 
number  of  these  long-distance  routes  at  present — Cairo- 
Baghdad  Toulonse-Casablanea  (saving  many  days),  and 
Konigsberg  Moscow  (in  two  days  and  one  night  against  Die 
present  7  to  14  days). 

Airships,  he  staled,  we  must  always  consider  in  our  trans¬ 
port.  They  are  more  expensive  to  build,  fly  more  slowly, 
and  arc  susceptible  to  bad  weather,  but  they  have  the  advan¬ 
tage  that  they  can  fly  by  night.  Airships  will  probably  take 
mails  to  India  in  72  hours,  against  six  days  by  aeroplane. 
When  aeroplanes  fly  by  night  we  will  get  an  increased  speed. 
The  aeroplane  and  the  airship,  however,  are  not  rivals.  The 
aeroplane  is  a  close  range  machine  of,  say,  500  miles,  but  an 
airship  will  do  two  or  three  thousand  miles.  Therefore,  in 
the  future,  through — mails  to  India,  and  Australia,  and  from 
India  to  Egypt,  may  go  by  airship,  and  to  all  the  oilier  places 
around  the  mails  will  be  carried  by  aeroplanes,  and  airships 
and  aeroplanes  will  thus  work  together. 

”  Safety  is  abolutely  necessary,  and  can  be  obtained.  Until 
the  public  really  believe  in  the  safety  of  aviation,  you  won’t 
get  a  sufficient  body  of  traffic  to  make  it  an  economical  means 
of  transport.  Air  transport,  however,  is  sale  today  if  pro¬ 
perly  looked  after.  You  have  to  be  careful  with  your  pilots, 
look  after  the  maintenance  of  the  aeroplane,  have  well 
organised  routes,  careful  weather  reporting  with  proper  w  ire¬ 
less  equipment  and  good  management.  Given  all  these  things, 

I  firmly  believe  air  transport  is  as  safe  as  any  other  form  of 
transport.” 

lie  next  dealt  with  reliability — i.e.,  running  to  time  One 
of  the  difficulties  in  the  past  has  been  casual  management. 
Until  we  get  air  transport  running  to  time  the  public  won't 
believe  in  it.  We  are  slowly  bringing  this  about  on  the  British 
Air  Services. 

During  August  we  had  95  per  cent,  of  efficiency — that  is,  we 
got  through  within  four  hours  between  London  and  Paris  and 
London  and  Brussels,  371  flights,  all  but  ten  being  completed 
in  the  four  hours.  Of  involuntary  stoppages  during  July  and 
August  about  one-third  were  due  to  bad  weather,  w'hich  can 
be  got  over  by  increased  safety  and  improved  wireless  report¬ 
ing,  Seventeen  were  due  to  shortage  of  petrol,  which  is  also  a 
matter  that  can  be  overcome.  About  one-tenth  were  due  to 
faults  in  the  oil  system,  another  difficulty  which  is  not  insur¬ 
mountable  ;  and  about  one-quarter  were  due  to  engine 
trouble — little  things  which  meant  coming  down  and  putting 
them  right.  In  all  these  there  was  only  one  case  where  an 
aeroplane  was  forced  to  come  down,  only  one  which  gave  any 
danger,  and  in  that  one  no  one  was  hurt. 

On  the  question  of  design,  Gen.  Brancker  said  we  arc 
getting  aircraft  more  and  more  stable,  and  soon  we  shall  have 
machines  which  will  look  after  themselves,  leaving  the  pilot 
free  to  look  after  his  engine  and  steer.  As  regards  comfort, 
he  maintained  that  air  transport  is  more  comfortable  and 
convenient  than  any  other  kind  Air-sickness  he  did  not 
think  was  so  unpleasant  as  sea-sickness,  and  it  is  more  scarce. 
Experiments  are  being  made  to  improve  the  cabins  and 


introduce  silencers,  which  will  get  rid  of  1  the  noise  of  the 
engines. 

Safety,  reliability  and  comfort  all  have  to  be  obtained 
before  the  public  will  travel  by  air  as  they  now  travel  by 
train,  bat  unfortunately  all  three  factors  militate  against 
economy.  That  is  why  we  must  get  the  Government  to  help. 
Once  these  three  factors  are  established,  people  will  take  up 
air  transport  with  a  rush,  and,  with  a  large  number  of  people 
travelling,  prices  can  be  dropped  -and  then  the  subsidy  can 
be  dropped. 

The  maintenance  of  the  machine,  he  pointed  out,  was  one 
of  the  great  costs  of  aircraft.  The  engine  wears  out  quicker 
than  the  aeroplane,  and  that  is  one  of  the  economical  lines 
in  which  we  have  to  make  progress — to  improve  our  engines. 
He  thought  the  next  few  years  would  sec  considerable  progress 
made  in  this  respect. 

A  great  factor  to  assist  the  using  of  the  short  routes  to 
Paris,  Brussels  and  Cologne,  etc.,  will  be  when  wc  take  to 
night  flying,  when  wc  shall  beat  the  trains  and  at  once  get 
bigger  traffic  by  air  Night  flying  is  not  so  difficult  as  is 
made  out. 

The  general  policy  is  to  extend  these  cross-Channel  routes 
without  spending'  more  money  i  Paris  to  Lyons,  etc.,  Berlin 
to  Russia,  and  eventually  to  Constantinople,  but  only  when 
the  traffic  justifies  it.  A  few  months  ago  an  Advisory  Board 
on  Civil  Aviation  was  created,  and  they  have  started  to 
investigate  the  possibilities  of  these  Imperial  routes,  and  have 
submitted  a  report  on  the  London  to  India  route,  and  have 
prepared  a  route  from  India  to  Australia.  They  have  pro¬ 
vided  for  the  spending  of  ^100,000  on  the  Indian  route  and 
a  certain  amount  of  money  on  research  work  to  develop 
machines  for  hot.  damp  climate  probably  metal  machines. 

From  Baghdad  to  India  it  is  perfectly  plain,  and  from 
Baghdad  we  have  three  alternative  routes.  One  via  Con¬ 
stantinople,  which  we  cannot  use  at  present;  another  via 
Angora,  which  is  difficult ;  and  the  third  to  Alcxandretta, 
which  is  probably  the  one  that  eventually  will  come,  and 
he  hoped  to  see  a  British  line  to  Alexandria  and  to  India, 
and  an  international  line  along  the  south  of  Asia  Minor,  across 
the  Islands  to  Brindisi  and  thence  to  London.  We  could 
start  on  that  tomorrow,  except  for  financial  considerations, 
and  those  cannot  be  overcome  without  the  public,  and  the 
public  won’t  use  it  until  it  is  reliable  ;  and  so  it  is  a  rather 
vicious  circle. 

The  International  Convention  of  air  navigation  had  its 
first  meeting  last  July.  France,  Belgium,  Japan,  ourselves, 
Greece,  Persia,  China  and  some  other  small  nations  are 
represented . 

We  have  also  to  get  Germany  and  the  other  enemy  states 
in  as  well  ;  for  at  present  Germany,  Austria-Hungary  and 
Bulgaria  stretch  across  Europe  and  prevent  11s  getting  to 
the  East,  and  unless  we  have  an  agreement  allo.ving  us  to 
pass,  their,  according  to  International  law.  it  is  possible  for 
these  old  enemy  countries  to  preveut  us  flying  over  their 
country  to  the  East.  The  next  meeting  is  to  be  in  October, 
and  afterwards  we  will  meet  in  the  various  capitals  of  the 
countries  concerned.  ”  It  is  extraordinary  to  know,”  lie 
continued,  "  that  today  there  is  more  mutual  trust  and 
co-operation  between  the  various  nations  on  that  Convention 
than  any  I  have  ever  heard  ol'  elsewhere,  and  I  think  aviation 
is  going  to  be  a  great  factor  in  helping  to  keep  the  peace. 

I  am  not  sure  that  this  International  Convention  will  not 
be  one  of  the  biggest  weapons  of  the  League  of  Nations  to 
keep  things  going  properly.” 

One  of  the  steps  towards  economy  is  the  metal  propeller, 
which  is  just  beginning  to  replace  the  wooden  one.  From 
this,  no  doubt,  we  shall  go  on  to  complete  metal  construct  ion. 
Designers  arc  beginning  to  discover  that  they  are  getting 
not  only  better  wearing  machines  with  metal,  but  that  by 
its  use  they  save  in  weight.  They  arc  20  per  cent,  lighter 
on  some  of  these  metal  machines,  which  saving  in  weight  can 
be  added  to  tire  carrying  load.  We  have  also  to  get  the 
variable- pitch  propeller  and  the  variable  camber.  When 
that  is  accomplished  we  will  get  oft  the  ground  and  land 
with  a  bigger  load  and  less  horse-power. 

Also  in  two  or  three  years  we  shall  be  rising  engines  that, 
take  heavy  oil  instead  of  petrol.  Heavy  oil  costs  about 
one-fifth  the  price  of  petrol,  which  will  mean  a  great  saving. 

There  are  two  dangers  to  be  faced  in  the  future — one  the 
difficulty  of  flying  over  mountains,  and  the  other  the  danger 
of  collision  on  crowded  routes, 

Concluding,  lie  said  :  "  .Air  transport  will  pay  in  time. 
Even  if  it  did  not  pay  it  is  a  necessity.  If  tomorrow  you 
occupied  new  territory  and  wished  to  lay  down  a  railway, 
or  put  in  a  cable  or  telegraph  line,  and  some  one  proved  to 
you  that  the  railway  would  not  pay  for  ten  years,  it  would 
not  stop  you  from  doing  the  work.  You  will  find  the  same 
applies  to  aviation,  particularly  iu  regard  to  the  British 
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Empire.  Wo  shall  find  we  must  have  air  transport  between 
ourselves  and  the  British  Dominions.  Whether  ii  pays  or 
not.  we  must  have  it.  Tn  the  future,  the  British  Empire 
cannot  remain  as  it  is  unless  you  quicken  up  communications 
by  means  of  air  transport," 

The  influence  of  a  viation  on  war  is  remarkable.  We  ha  ve¬ 
to  realise  that  we  have  relied  on  out  27  miles  of  water  all 
our  lives.  Wc  have  been  able,  owing  to  this,  to  avoid  keeping 
up  great  armaments.  Because  of  it  we  have  never  been 
invaded,  and  it  saved  us  again  in  this  last  war.  We  have 
now  come  to  the  point  when  ii  protects  us  no  longer.  The 
Channel  is  practically  eliminated  from  a  war  point  of  view. 
Twenty  years  hence  and  we  will  be  in  the  same  position  as 
othcr  Continental  countries  are  today, 

“  Tlierr  is  another  unfortunate  point  about  aviation  as 
regards  war.  Strategists  have  told  us  that  the  offensive  has 
power  over  the  de  fensive  on  the  ground.  That  is  obvious, 


for  if  you  are  going  to  defend  over  one  hundred  miles  of 
front,  you  have  to  cover  it  all.  But  the  attacker  can  concen¬ 
trate  on  a  portion  of  the  line  only,  say  ten  miles,  and  with 
the  full  weight  of  his  troops  break  through.  The  defence  is 
always  beaten  for  that  reason.  In  the  air  you  have  another 
unfortunate  factor  not  only  have  you  width  but  you  have 
height  also.  If  the  advantage  of  the  offensive  over  the 
defensive  is  in  a  ratio  erf  two  to  one.  then  to  bring  in  the  air 
you  have  a.  third  dimension,  which  will  probably  put  up  the 
ratio  to  six  to  one.  That  is  another  ugh-  fact  of  war.  Only 
by  being  able  to  take  the  offensive  can  we  be  safe,  and  we  can 
only  do  float  if  we  are  strong  in  the  air,  and  this  again  can 
only  be  so  if  we  build  up  a  great  air  transport  industry.  The 
R.A.F.  must  become  the  most  important  service.  No  nation 
will  be  able  to  afford  a  standing  air  force  sufficient  to  meet 
all  demands,  so  our  air  transport:  1  mist  provide  the  necessary 
reserve. 


H  H  H  a 

LONDON  TERMINAL  AERODROME 


Monday  Evening.  October  2,  K.122. 
Today  saw  the  inauguration  of  the  new  air  service  to  Cologne 
by  the  Instone  Air  Line,  although  the  venerable  Vickers - 
Vimy,  "  City  of  London,"  actually  left  here  for  Cologne 
yesterday  in  order  to  be  in  Cologne  to  start  the  service  from 
that  end,  Owing  to  thick  fog  at  Brussels,  however,  she  was 
unable  to  get  through  to  Cologne  the  same  day.  This  was 
extremely  bad  luck,  as  the  machine  carried  a  party  of  jour¬ 
nalists  who  were  "  writing  up  "  the  trip.  Today's  London - 
Cologne  machine,  delayed  by  bad  visibility,  did  not  start 
till  1.44  p.m  ,  and  did  not  manage  to  get  beyond  Brussels, 
which  was  reached  at  4.3  p.m 

Handley  Page  had  lull  loads  in  both  directions  between 
London  and  Paris  yesterday,  but.  owing  to  the  bad  weather, 
neither  machine  was  run.  The  W.8  due  out  of  Paris  for 
London  started,  but  had  to  return,  and  the  machine  from 
London  was  cancelled.  Two  of  the  passengers,  however, 
were  Intent  on  getting  to  Pans  t hat  day.  and  engaged  one 
of  the  Surrey  Flying  Service's  "  air-taxis  "  to  fly  them  to 
I.ytnpne  to  catch  flu  cross  Channel  boat  at  Folkestone 
Today  Handley  Page  Transport  have  15  passengers  for 
Paris,  and  some  of  these  were  transferred  to  one  of  the  French 
lines,  as,  under  flu-  new  subsidy  scheme,  it  does  not  pay  to 
run  an  extra  machine  for  a  couple  of  passengers  at  £6  6s. 

The  Daimler  Airway  are  continuing  to  run  the  early- 
muniing  newspaper  machine  to  Paris  tor  at  least  another 
fortnight,  and,  by  arrangement  with  Handley  Page,  this 
machine  is  used  by  the  Handley  Page  Transport  as  a  "  spa  re  " 
lor  the  journey  from  Paris  to  London  This  arrangement 
should  "be  mutually  advantageous,  as  there  are  uoav  more 
passengers  from  Paris  than  from  London,  and,  with  the 
Daimler  booking  office  in  Paris  still  in  existence,  there  should 
he  little  difficulty  in  obtaining  good  loads  for  this  machine. 

The  London- Berlin  “  Airway  ” 

The  service  which  the  Daimler  Airway  have  undertaken 
between  London  and  Berlin  is  to  be  opened  in  stages.  The 
first  stage  is  to  open  on  Monday  next,  when  a.  Daimler  machine 
will  leave  London  for  Rotterdam  at  y  a  m.  By  arrangement 
with  the  K.L.M.  the  time  of  the  latter  company's  machine 
will  be  altered  to  1x  30  a  m.,  while  the  machine  from 
Amsterdam  will  leave  in  the  morning  instead  of  in  the  after¬ 
noon  as  at  present — the  Daimler  machine  returning  in  the 
afternoon.  As  the  fare  has  been  cut  to  £4,  it  is  hoped  that 
there  will  be  an  increasing  number  of  passengers  using  this 
line.  The  next  stage  of  the  London-Berlin  route,  from 
Rotterdam  to  Hamburg,  will,  it  is  expected,  be  opened  about 
the  end  of  the  month, 

The  only  machine  to  cross  the  Channel  on  Sunday,  when 
the  weather  conditions  were  bad,  was  a  "  Goliath  "  on  the 
C.M.A.  Air  Fines,  which  left.  Croydon  in  the  afternoon  and 
landed  at  Berck.  As  the  passengers  were  all  m  route  for 
Le  Touquet,  this  was  quite  a  satisfactory  performance. 

Increase  in  “  Live  Stock  ”  Traffic  by  Air 

The  C.M.A.  Air  Lines  carried  a  consignment  of  live  frogs 
from  Pains  to  London  during  the  week.  The  frogs  had  come 
by  air  from  Budapest,  and  were  consigned  to  Manchester, 
where  they  were  to  be  used  for  experimental  purposes,  having 
been  inoculated  before  they  left  Budapest.  this  line  also 
carried  50  crates  of  chickens  from  London  to  Paris  during 
the  week.  In  fact,  the  traffic  in  “  live  stock  "  is  increasing 
steadily  on  all  lines. 

The  Instone  Air  Line  have  been  having  another  run  of 
bad  luck  recently.  On  Thursday  last  Air.  Barnard  was 
bringing  Iho  "  Vimy  "  back  from  Paris  to  London,  loaded 
with  spares,  when  he  was  forced  to  alight  in  a  field  a  short 
distance  from  Lc  Bourget.  ft  appears  that  the  machine  had 


been  too  heavily  loaded,  and,  after  some  of  the  load  had  been 
removed,  it  was  flown  back  to  T.e  Bourget  and  started  tor 
London  again  the  following  day.  It  was,  however,  forced  to 
descend  again  at  Lympne,  and  did  not  reach  Croydon  until 
Saturday,  when  it  was"  got  ready  for  the  initial  flight  to 
Cologne  on  Sunday. 

Earlier  in  the  week  Mr  Bradley  was  flying  a  D.H.34  from 
Paris  to  London,  with  a  spare  Rolls  engine  in  the  cabin,  and 
was  forced  to  land  at  Berck.  When  attempting  to  leave 
again,  he  hit  a  telegraph  pole,  and,  although  lie  himself  escaped 
with  a  few  scratches,  there  was  little  left  of  the  machine. 

An  improved  type  of  Vickers  "  Viking  "  arrived  at  the 
aerodrome  from  Brooklands  during  the  week,  piloted  by 
Capt.  Broome.  This  machine  was  en  route  for  Madrid  to  the 
order  of  the  Spanish  Government,  and  is,  1  understand,  the 
first  of  a  batch  of  similar  machines  for  that  country  Inci¬ 
dental!  v,  I  hear  that  the  machines  of  this  type  sold  to  the 
Dutch  for  service  in  the  Dutch  East  Indies  have  proved  so 
useful  that  another  order  for  the  improved  type  has  been 
received. 

News  that  a  big  Vickers  troop- transport  has  been  flying  at 
Famborough  is  interesting  because  a  sister  machine  is  the 
Vickers  24-seater  "  air  express."  with  two  Napier  engines. 
This  big  commercial- type  Vickers  machine  is  expected  at 
the  air-station  shortly.  On  test,  the  troop-transport  machine 
is  said  to  hax'e  lifted  a  dead  weight  in  ballast  of  53.000  lbs., 
but  I  hear  that  she  is  somewliat  on  the  slow  side. 

A  number  of  air-racing  enthusiasts  travelled  to  Paris  by 
air  on  Friday  and  Saturday  to  see  the  race  for  the  Deutsch 
Cup,  and  were  to  have  returned  by  air  on  Sunday  had  the 
weather  been  kind.  One  of  the  Daimler  machines,  flying  from 
London  to  Paris,  carried  an  invalid  who  was  unable  to  move, 
a  lounge  being  constructed  for  her  in.  the  cabin  The  motor¬ 
car  in  which  she  arrived  at  the  air-station  was  run  out  to 
the  machine  and  the  patient  lifted  in  I  understand  that  the 
Daimler  Company  had  placed  one  of  their  cars  at  her  disposal 
in  Paris  in  order  to  take  her  from  Le  Bourget  to  Nancy,  where 
she  is  to  undergo  some  cure. 

Night-Flying  between  London  and  Paris 

Ma.t.-Gen.  Sir  W.  S.  Brancker  has  arranged  for  an 
experimental  night  air  service  to  be  run  for  a  month  between 
London  and  Paris,  It  is  intended  to  start  this  service — 
probably,  it  is  said,  with  an  R.A.F.  machine — when  the 
hours  of  darkness  make  it  possible  for  the  aeroplane  to  leave 
Croydon  at  about  5  p.m.,  and  arrive  in  Paris  in  time  for 
dinner.  The  return  trip  will  be  made  the  following  night, 
so  that  there  will  be  alternative  trips  from  and  to  London. 
The  object  of  this  experimental  service  is  to  ascertain  the 
reliability  of  night-flying,  and  also  to  enable  the  insurance 
companies  to  get  some  idea  of  the  risks  involved,  it  being 
hoped  that  better  rates  will  be  quoted  for  night-flying  machines 
after  the  experiment  than  is  now  the  case. 

The  fine  weather  on  Friday  started  a  little  boom  in  joy 
rides,  and  the  Surrey  Flying  Services  were  almost  as  busy 
that  day  as  they  are  on  a  fine  Saturday.  This  company 
are  pushing  ahead  with  their  programme  of  new  Avros  and 
D.H.r/s  for  the  extension  of  their  activities  in  the  spring. 

Maj.  Wronsky,  the  representative  of  the  German  Air 
Transport  company,  and  Mr.  Plcssman,  of  the  K.L.M. ,  who 
have  been  in  London  making  arrangements  for  the  running  of 
the  London-Berlin  airway,  in  conjunction  with  the  Daimler 
Company,  flew  to  Amsterdam  on  the  K.L.M,  morning  machine 
on  Friday  having  completed  the  preliminary  arrangements 
for  the  service.  It  is  now  expected  that  there  will  be  no 
great  obstacles  in  the  way  of  the  running  of  British  "  air 
expresses  “  through  Germany. 
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ROYAL  ATR  Ft)RCE 

London  Gazette,  Held  ember  29,  1922 
General  Unties  Branch 

Group  Capt,  (aclg.  Air  Commodore)  A.  F.  Burton,  C.B.,  C.M.G.,  D.S.O., 
A.F.C.,  to  be  Air  (.nnimorloic  ,  Oft.  1  Observer  Offr.  j.  E.  MucLennan 
(Licot.,  C .1tnpron1.1t is)  is  granted  permanent  comtnn.,  retaining  present  sub¬ 
stantive  rank  and  seny. ;  Nov.  17,  (sincere-classified). 

i'he  foils-  Cadets,  having  passed  thrniigh  R.A.F.  (Cadet)  Coll,,  are  granted 
perm,  commits,  as  Pilot  Offrs.  with  effect  frond,  and  with  seny.  of,  Aug.  16! — 

I. .  K.  Baines,  D.  Mad  udycn  N.  Vinteent,  VV.  L.  Dawson,  J.  E.  S.  Caithness, 
V.  1'..  Bennett,  l,  H  A.  Stevens,  C.  B.  K.  Polly,  S.G. Connolly,  G.  H.  Huxbam, 
O.  1  .  Cr.  Bett,  M.  C,  Hay  ter,  F..  B.  Coventry,  C.  B.  B.  Maturin,  C.  S.  Riecard, 

V, .  A.  Hcaly,  Ii.  A.  Hodgson,  (  H.  Ratcliffe,  1-J.  15.  Forster,  A.  King  Lewis, 

J.  S.  Charlton,  .A.  G.  S.  Johnson,  R.  R.  S.  Waller. 

Flight  Lieut.  II.  Is.  P.  Wiggles  worth,  D.S.C.,  is  granted  perm,  commit., 
retaining  his  present  substantive  rank  and  Sony. :  Oct.  24,  1919.  (Gazette, 
Ort.  24,  1919,  appointing  him  to  short  service  commit.,  is  cancelled.)  F.  R 
Chord  is  granted  a  short  service  comma,  as  Flying  Offr.,  with  effect  from,  and 
seny.  of,  Sept,  fi,  The  follg.  are  granted  short  service  cominns.  as  Pilot  Gffrs. 
on  probation,  with  eifect  from,  and  with  seny.  of,  Sept.  9  :  K.  C.  Roark, 

W.  H.  Ryder.  The  follg.  Pilot  Ottrs.  on  probation  are  confirmed  in  rank: — 
C.  F.  1).  Grace,  K.  Murler,  R.  1..  Palmer,  J.  S.  Phillips,  II  J.  Wykes  ,  June  29. 
L.  A.  L.  Finnin  ;  July  2. 

WiugCdr.  D-  L.  Allen,  A.F.C.  ,  is  placed  on  half-pay,  Scale  A,  from  Sept  18 
In  19  inclusive.  (Substituted  for  irasette  Sept.  22.)  Flight  Lieut.  W,  J.  de 
Salts,  D.S.C.,  is  placed  on  half-pay,  Scale  B:  Sept  28.  Flying  Offr.  W. 
Catchpole,  A.  ILC,  ,is  placed  on  half- pay,  Scale  B,  from  Nov.  ifi,  1921,  to  Dec.  2, 
19:1,  inclusive.  (Substituted  for  Gazette,  Dec,  20,  1921.) 

The  follg.  Flying  Offr,.  are  transit!  to  the  Reserve,  with  effect  from  the 
dates  indicated; — Class  A:  J.  15.  Stockbridge  ;  Sept.  r6.  E.  Jackson; 
Sept.  30.  Class  B  :  G.  L.  G,  Watson,  M  M.  ;  Sept.  (9. 

Observer  Offr.  L.  Ritsun  is  placed  on  retired  list  on  account  of  ill-health 
contracted  on  active  service,  and  is  grauted  rank  of  Capt. ;  Sept.  27. 

Medical  Branch 

The  follg.  are  granted  short  service  commns.,  n  the  ranks  stated,  with 
clfec.t  from,  and  with  seny.  of.  Sept.  11  : — 

Flight  Lieut.-  I.  McClurkin,  M.IL 
Flying  Offr. — E.  D.  Gray,  M.A.,  MB. 

G.’S.  Ware,  M.B. ,  is  granted  a  temp,  commn,  as  a  Flight  Lieut.,  with  effect 
from,  and  seny.  of,  Sept.  1 1. 

Temp  Lieut.  A.  Rhodes,  L.D.S.,  Gen.  List,  is  granted  temp,  comma,  as 
Flying  Obr.  while  attached  to  R.A.F.  from  Army  for  Deutal  duties;  Sept  14. 
He  will  continue  to  receive  emoluments  from  Army  funds. 

N  arsing  Sendee 

Sister  M.  W  elch  to  be  Matron  ;  Sept.  ty. 

Sister  K.  C.  Watt  to  be  ,-ictg.  Matron  :  Sept,  13. 

m  $  *6  M 

August  Continental  Air  Traffic 

From  the  \ir  Ministry  we  learn  that  traffic  on  the 
Continental  airways  reached  a  record  figure  during  the  month 
of  August,  Not  only  did  the.  numbers  of  machines  flying 
to  and  from  Croydon  surpass  any  previous  monthly  figure, 
but  the  numbers  of  passengers  travelling  by  air  and  the. 
weight  of  goods  transported  also  exceeded  the  highest  totals 
hitherto  recorded. 

As  compared  with  July,  when  the.  passengers  on  all  routes 
were,  1,591,  the  August  travellers  increased  by  more  than 
1,000,  the  exact  number  using  air  services  being  2,682,  of 
which  82  per  cent,  were  carried  by  the  British  companies, 
while  the  French  and  Dutch  companies  received  about  18 
per  cent.  A  year  ago  the  British  companies’  proportion  was 
just  over  45  per  cent.,  so  that  there  is  not  merely  an  increase 
in  numbers,  but  also  clear  indications  of  the  preference  of 
air  travellers  for  British-operated  services.  The  number 
carried  by  British  lines  was  2,203.  The  weight  of  air-borne 
goods  also  rose  to  77 •  8  tons,  an  increase  of  several  tons  on 
the  July  figures,  which  were  a  record.  A  special  feature  of 
this  traffic  was  that  there  was  a  daily  average  of  slightly  more 
than  1  ton  of  newspapers  from  London  to  the  Continent 
during  the  month.  Nearly  the  whole  of  the  outgoing  news¬ 
papers  were  carried  by  British  aircraft.  Incoming  newspaper 
traffic  was  small  in  proportion,  but  the  total  newspaper 
traffic,  weighing  37-4  tons,  formed  the  largest  class  of  goods 
transported  by  air.  Other  goods  traffic  amounted  to  40  •  4 
tons,  of  which  British  and  French  machines  each  took 
17  tons.  Dutch  aircraft  carried  in  all  6-4  tons. 

The  number  of  machines  flying  on  the  Paris,  Brussels  and 
Rotterdam  services  increased  to  912  from  71 J  in  July,  a 
figure  which  was  itself  a  record.  The  daily  average  of 
machines  was  therefore  over  30.  British  companies  operated 
598  of  the  total,  while  French  firms'  machines  numbered 
•210  and  the  Dutch  company  accounted  for  the  remainder 
of  104.  The  number  of  departures  from  the  London  Terminal 
Aerodrome,  Croydon,  was  457,  and  the  arrivals  455. 

The  efficiency  of  British-operated  machines  was  again  very 
high,  over  95  per  cent,  of  the  flights  by  British  aeroplanes 
on  the  London-Paris  route  being  completed  within  the 
stipulated  period  of  four  hours,  while  practically  90  per  cent, 
of  the  flights  were  made  in  less  than  three  hours.  The 
percentage  of  useful  passenger  accommodation  and  general 
cargo  space  utilised  during  the  month  on  British  aircraft 
was  48  per  cent.,  which  is  a  slight  increase  on  the  proportion 
during  July. 

The  approximate  distance  flown  by  aircraft  during  the 
period  was  185,000  miles,  of  which  115,000  miles  were  covered 
by  British  machines. 

There  were  no  casualties  or  injuries  to  passengers  or  crews 
during  the  month. 


SOCIETY  OF  MODEL  AERONAUTICAL  ENGINEERS 
(London  Aero-Models  Association.) 

On  Friday,  October  6,  an  Extraordinary  General  Meeting  will 
be  held  at  Headquarters.  20,  Great  'Windmill  Street,  Picca¬ 
dilly  Circus,  W,  1,  at  7  30  p.m. 

On  Saturday  last,  September  30,  the  Competition  for  Mr. 
Felix  Kelly's  Cup  was  held  on  Wimbledon  Common,  and 
Mr.  D.  A.  Pavely  won  same  with  a  splendid  flight  of  70  secs, 
.Mr.  Rippon  was  secoud. 

Mr.  Pavely.  Type  O-P'-i-i.  First  flight,  59  secs.  ;  second 
flight,  70  secs,  ;  third  flight,  68(5  secs. 

Mr.  Rippon.  Type  Q-x-P'-i.  First  flight,  r8|  secs.  ; 
second  flight,  29  secs,  ;  third  flight,  32f  secs. 

On  Sunday,  October  22,  a  Special  Flying  Demonstration 
will  be  given  by  the  members  at  Bunkers  Hill  (Hamsptead 
Heath  Extension),  at  xx  a.m.,  and  it  is  hoped  members  will 
make  a  special  effort  to  be  present  with  their  models. 

On  October  29.  competition  for  Mr.  Pilcher’s  Challenge 
Cup.  Full  particulars  in  Flight,  September  28. 

At  the  meeting  held  on  Friday  last  at  Headquarters  an 
interesting  discussion  took  place  on  Model  Gliding,  Dr. 
Hankin  being  present.  He  emphasised  the  great  need  of 
practising  gliding  in  descending  currents,  thus  obtaining  true 
soaring.  The  machines  should  have  the  centre  of  gravity 
behind  the  centre  of  pressure.  He  also  very  kindly  offered 
prizes  of  £x,  15 and  10s.  for  a  Glider  Competition,  to  be 
contested  under  the  following  conditions  : — 

1.  Glides  to  be  made  up-wind,  the  wanning  glide  to  be  at 
least  200  yards  in  length. 

2.  The.  models  must  pass  between  or  over  two  posts  placed 
30  yards  apart  and  200  yards  from  starting  point. 

3.  The  ground  chosen  to  be  either  level  or  slightly  uphill. 

4.  To  ensure  good  comparative  results  all  models  to  have 

1 1  sq.  ft.  of  horizontal  surface  (planes  and  tail). 

5.  To  be  held  Nov.  26,  on  Wimbledon  Common  at  12  noon, 

6.  All  models  must  be  hand  launched. 

Mr.  Levy  very  kindly  offered  a  Consolation  Prize  of  5s.  in 
the  event  of  Dr.  Hankin's  prize  not  being  won 

A.  E.  Jones,  Hon.  Sec.,  48,  Narcissus  Road,  West.  Hamp¬ 
stead,  N. W.  6. 

le  m  *  is 

SIDE-WIND 

The  Rolls-Royce  car  has  long  been  considered  a  kind  of 
super- vehicle  and  a  model  for  comparison  ;  indeed  the  term 
"  Rolls-Royce  ”  has  almost  become  a  synonym  of  super- 
excellence  in  any  department  of  luxury  manufacture.  The 
fact  that  the  Rolls-Royce  Company  have  decided  to  produce 
a  smaller  model  has  come  as  a  piece  of  particularly  interesting 
new’s,  and  the  elite  of  motordom  will  be  all  agog  to  see  the 
new  and  lower-powered  vehicle.  It  is,  of  course,  a  "  six,” 
and  follows  the  general  lines  of  conventional  design,  but 
incorporates  the  wonderful  workmanship  and  pleasing  outline, 
together  with  beautiful  balance  and  smooth  running  and 
acceleration,  which  have  made  the  Rolls-Royce  the  criterion 
of  car  luxury.  The  new  car  has  cylinders  3-in.  bore  bv 
4-l-in.  stroke,  and  shows  an  R.A.C  rating  of  21-6  h.p.  The 
output  will  be  limited  in  qnantity.  The  chassis  price  has 
been  fixed  at  £1,100,  and  the  open  touring  car  will  cost 
£1.590.  There  u-xll  also  be  a  landaulet  at  £1,745,  a  limousine 
at  the  same  price,  a  ca  briolet  (owner  drive)  at  £1,880  and  a 
chauffeur-driven  cabriolet  at  £1 ,900.  The  equipment  includes 
lamps,  speedometer,  clock,  spare  tyre,  wind  horn  and  mascot. 
They  will  bo  seen  at  the  show-rooms  of  Rolls-Royce,  Ltd.,  at 
14-15,  Conduit  Street,  London.  W.  x. 

FLIGHT 

The  Aircraft  Engineer  and  Airships 

36,  GREAT  QUEEN  STREET,  KINGSWAY,  W.C.  2. 

Telegraphic  address  :  Truditur,  Westcent,  London. 

Telephone :  Gerrard  1828. 

SUBSCRIPTION  RATES 

"  Flight  ”  will  be  forwarded,  post  free,  at  the  following  rates  1— 
United  Kingdom  Abroad* 

s.  d.  s,  d, 

3  Months,  Post  Free...  77  3  Months,  Post  Free...  8  3 

6  ,,  ,,  ...15  26  ,,  ,,  ...16  ^ 

12  I,  »  m'3®  4  ^  *1  11  ...33  ® 

These  rates  are  subject  to  any  alteration  found  necessary 
under  abnormal  conditions  and  to  increases  in  postage  rates. 

*  European  subscriptions  must  be  remitted  »'n  British  currency 

Cheques  and  Post  Office  Orders  should  be  made  payable  to  ihe 
Proprietors  of  “  Flight,”  36,  Great  Queen  Street,  Kiugsway. 
W.C.  2,  and  crossed  London  County  and  Westminster  Bank, 
otherwise  no  responsibility  will  be  accepted. 
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FLIGHT  BUYERS’  GUIDE  AND  TRADE  DIRECTORY-continued. 

(Continued  from  p.  xvi.) 

PARACHUTES- 


INSTRUMENTS  (Speed),  Watches,  &c.— 

Brown  Bros.,  Ltd..  Ureal  Eastern  Street,  London, 
EC.  2. 

Goldsmilhs  &  Silversmiths  Co.,  112,  Regent  Street, 
W.  t.  Gerratd  9091  (3  lines). 

Smith,  S-,  &  Sons  (M.A  ).  Etd.,  Cricklewood 
‘  Works,  N.W.*.  W  illesden  2335  (7  lines). 

INSULATING  materials- 

MacLennan,  John,  &Co.  t is,  Newgate  St., E.C.t. 

City  3115;  “  Vandunra,"  Cent,  London. 

LUBRICATING  oils- 

Wakefield,  C.  C.,  &  Co.,  Ltd.,  Cheapside,  E.C  a. 
Central  1156  (3  lines);  “  Cherry,” Cent,  London. 


macmining- 

Mnnk  Engineering  Co.,  Ltd.,  Coventry. 

Coventry  807 ;  “  Assistance,”  Coventry. 


magnetos- 

British  Thomson-Hauston  Co.,  Ltd.,  Lower  Ford 
Street,  Coventry. 

Telephone  278 ;  "  Asteroidal,  '  Coventry. 

METALS  (Anti-Friction)— 

Hoyt  Metal  Co,,  Ltd.,  Deodar  Road,  Putney, 
S.W.  i$.  Putney  1323. 


METAL  PARTS  AND  FITTINGS— 

Brown  Bros.,  Ltd.,  Great  Eastern  Street,  London, 
E.C.  2. 

Monk  Engineering  Co.,  High  Street.  Coventry. 

Coventry  807  ;  "  Assistance,"  Coventry. 

Rubery,  Owen  &  Co.,  Darlaston. 

Darlaston  87  ;  "  Roofs,”  Darlaston. 


E.  R.  Caltbrop’s  Aerial  Patents,  Ltd.,  423a, 
Ed g ware  Road,  London,  W.  2.  Paddington  6332. 

Spencer,  C.  G.,  &  Sons,  Ltd.,  59a,  Highbury 
Grove,  N.  5.  Dalston  J893. 


PETROL- 


MODELS- 

Jotior,  A 
Town, 

U.A.P.,  Replingham  Road,  Southficlds,  S.W.  jE. 


| oner.  A-  E.,  Ltd.,  25,  E.ershoU  Road,  Camden 
Town,  N.W,  1. 


Anglo-American  Oil  Co.,  Ltd.  (Pratt's),  Queen 
Anne’s  Cate,  S.W.  t„ 


PROPELLERS- 

Blackburn  Aeroplane  and  Motor  Co.,  Ltd., 
Olympia,  Leeds.  Round  hay  601  (5  lines); 

"Propellers,”  Leeds. 

Falcon  Airscrew  Co.,  113,  Cottenham  Road, 
Holloway,  N,  19.  Hornsey  910  &  2472. 

Lang  Propeller,  Ltd.,  Weybridge,  Surrey. 

520-521,  Weybridge;  “  Aerosticks,”  Weybridge. 


PUTTEES- 

Fox  Bros.  &  Co.,  Ltd.  (Dept.  R),  Wellington, 
Somerset. 


RADIATORS  AND  RADIATOR  REPAIRS— 

Serck  Radiator*,  Ltd.,  Warwick  Road,  Greet, 
Birmingham. 

Victoria  531  (3  lines) ;  "  Nerleak,"  Birmingham. 


SHEET  METAL  WORK  STAMPINGS  AND 
PRESSINGS— 

Rnbety,  Owen  &  Co.,  Davlaston. 

Darlaston  87 ;  "  Roofs,"  Darlaston. 


SPARKING  PLUGS - 

Robinhood  Engineering  Works,  Ltd.,  The,  Putney 
Vale,  S.W.  15.  Putney  2132,  2133. 

"  Kaalgee,"  Phone,  London. 


SPRAYING  PLANT- 

Aerograph  Co.,  Ltd.,  43,  Holbom  Viaduct, 
HoJbom  2041;  Aerograph y,"  London. 


STABILIZERS— 

Auto  Controls.  Ltd.,  19,  Regent  Street.  Piccadilly 
Circus,  London,  S.W.  t.  Regent  3649. 


TAPES  AND  WEBBING— 

MacLennan,  John,  &  Co.,  *15,  Newgate  St..  E.C.t. 

City  3115  ;  "  Vanduara,”  Cent.  London. 


TIMBER— 

Owen,  Joseph,  &  Soil,  Boro'  High  Street,  S.E. 

Hop  3811  ;  “  Bucheron,"  London. 


TUBES.  ALUMINIUM— 

British  Aluminium  Co.,  Ltd.,  The,  109,  Queen 
Victoria  St.,  London. 

City  2676  ;  “  Cryolite,”  Cent.  London. 


TYRES  AND  WHEELS- 

Palmer  Tyre,  I.td.,  Shaftesbury  Avenue,  W.C,  2. 
Gerrnrd  1214  ;  “Tyricord,”  Westcent,  London. 


WELDINGS.  REPAIRS— 

Barimar,  Ltd.,  to,  Poland  Street,  London,  W.  1. 
GerraTd  8173;  "  Bariquamar,"  Reg,  London, 


WIND  SHIELDS— 

Auster,  Ltd.,  133,  Long  Acre,  W.C.  2. 


WIRES  AND  CABLES  (Aeroplane*)- 

Bullivants,  Ltd.,  72,  Mark  Lane,  E.C.  3. 

Works;  Mil l wall, EL  14. 
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EDITORIAL  COMMENT. 

ANOTHER  step  in  the  right  direction 
will  have  been  made  when,  towards 
the  end  of  this  month,  the  new  air 
service  between  London  and  Man¬ 
chester  is  opened  by  the  Daimler 
Airway.  The  arrangements  in  con¬ 
nection  with  the  new  service,  it  is 
stated,  were  completed  on  October  5 
by  Maj.-Gen.  Sir  Scfton  Brancker,  Director  of  Civil 
Aviation,  and,  as  already  mentioned,  it.  is  hoped  to 
start  activities  in  a  couple  of  weeks’ 
Inl*™»1  time.  While  England  has  generally 
Services  been  looked  upon  as  rather  unfavour¬ 
ably  situated,  both  in  regard  to  climatic 
conditions  and  in  being  already  extremely  well 
provided  for  in  the  matter  of  fast  and  frequent  train 
services,  there  are  those  who  hold  that  with  proper 
ground  organisation  there  should  be  no  great  difficulty 
in  running  an  air  service  with  good  regularity  between 
London  and  towns  in  the  north. 

The  new  line  to  Manchester  starts  at  the  very  worst 
time  of  the  year  from  a  meteorological  point  of  view, 
and  thus  if  the  service  prove  a  success  all  the  more 
credit  will  be  due  to  those  whose  foresight  and  courage 
in  opening  the  route  have  made  its  inauguration  an 
accomplished  fact.  We  understand  that  it  is  the 
intention  to  use  on  the  new  route  machines  of  the 
D.H.34  type,  with  450  h.p.  Napier  engines,  and  which 
carry  10  passengers.  These  machines  are  very  fast, 
and  as  speed  will  certainly  be  an  important  factor 
over  a  route  already  so  well  served  as  is  the  London- 
Manchcster,  the  choice  is  probably  a  wise  one. 

In  our  view  the  chief  merit  of  the  new  route  lies 
in  the  fact  that  it  links  up  parts  of  the  country  other 
than  London  with  the  Continent  by  air.  1 1.  is  probable 
that  the  business  man  in  Manchester  who  wishes  to 
do  business  in  London  will  still  continue,  for  some 
time  at  any  rate,  to  travel  by  train,  and  will  send 
his  mails  and  goods  by  train.  The  saving  in  time, 
when  counting  -in  the  time  occupied  in  getting  to 
and  from  the  aerodromes,  is  not  such  as  to  offer 
any  great  inducement  to  use  the  air ;  but  if  a  man 
in  Manchester  is  doing  business  with  Taris,  Brussels, 
Rotterdam,  Amsterdam,  Cologne,  etc.,  and  is  able 
to  reduce  the  time  taken  to  reach  any  of  these  cities 
by  two-thirds  or  so,  then,  provided  the  charges  made 
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are  not  greatly  in  excess  of  those  made  by  the  railways, 
he  wall  certainly  see  the  advantage  of  patronising  the 
air  services. 

With  the  new  line  established — and  assuming  that 
as  good  regularity  can  be  maintained  on  the  London- 
Manchester  section  as  on  the  London-Paris — it  will 
be  possible  for  a  Manchester  business  man  to  leave 
his  office  about  a  quarter-past  seven  in  the  morning, 
be  at  the  aerodrome  in  time  to  catch  the  morning 
machine  from  Manchester,  which  is  to  leave  at  eight, 
arrive  ill  London  in  time  to  catch  the  machine  for 
Paris,  Brussels  and  Cologne,  or  Rotterdam  and 
Amsterdam,  and  be  in  either  of  these  cities  that 
afternoon.  In  the  opposite  direction  the  machine 
will  leave  Croydon  in  the  afternoon,  after  the  machines 
from  the  Continent  have  arrived,  and  similar  advan¬ 
tages  will  be  gained. 

bor  goods  and  mails  perhaps  even  greater  benefit 
will  be  found  to  attend  the  use  of  the  air  services, 
especially  for  the  more  distant  places,  and  thus  the 
establishment  of  the  new  line  will  not  only  be  of 
benefit  to  Manchester,  but  also  to  the  existing  lines, 
by  including,  as  it  were,  that  city  in  their  programme. 
When  and  if  the  extension  to  Hamburg  and  Berlin 
comes  into  operation  the  benefits  will  be  still  greater, 
and  by  then  we  may  hope  to  see  other  inland  British 
services  come  into  being.  In  the  meantime,  the 
London -Manchester  is  a  line  which  will  provide  a 
good  deal  of  practical  experience  of  inland  flying, 
and  should  thus  be  looked  upon  as  a  valuable  full- 
scale  experiment  from  the  aviation  side,  while 
offering  great  advantages  if  conditions  prove  suitable 
for  its  continuance  or  even  extension. 


~w~  "Tr- 

The  shop  we  bave  constantly  maintained 
Beginning  W0llId  be  the  case,  and  stated  repeatedly 
to  Pinch  in  these  columns  during  the  last  couple 
of  years  or  so,  the  restrictions  placed 
upon  German  aviation  by  the  Inter-Allied  Com¬ 
mission,  and  more  recently  by  the  Committee  of 
Guarantees,  have  not  had  the  effect  for  which  they 
were  designed.  When  Germany  found  herself  unable 
tcf  design  and  construct  aircraft,  except  certain 
restricted  types,  she  began  to  look  around  among 
the  countries  surrounding  her  for  ways  and  means  of 
getting  around  the  restrictions.  In  Russia,  and  in 
other  countries,  Germany  found  no  difficulty  in 
making  tentative  arrangements  for  the  establishment 
of  aircraft  factories,  nominally  to  be  of  the  nationality 
of  the  country  in  which  the  works  were  to  be  estab¬ 
lished,  but  in  reality  to  be  backed  by  German  capital, 
run  by  German  heads  and  to  construct  types  designed 
by  German  designers.  Feelers  were  $ent  out  to 
several  countries,  and  in  one  or  two  instances  we 
believe  that  actually  new  firms  have  been  established 
in  neighbouring  countries. 

A  few  months  ago  the  German  Government  issued 
the  announcement  that  in  the  future,  when  their 
present  restrictions  have  elapsed,  no  aircraft  which 
did  not  conform  to  the  same  restrictions  as  those 
imposed  upon  German  machines  would  be  allowed  to 
fly  across  or  land  in  Germany.  This  was  a  very 
clever  move,  as  it  placed  other  countries  on  the  same 
footing  as  Germany  with  regard  to  flying.  Incident¬ 
ally  it  results  in  handicapping  the  Allies,  notably 
England  and  France,  as  much  as  Germany  was 
handicapped,  and  now  that  both  France  and  England 
wish  to  run  services  into  or  across  Germany,  the  shoe 
is  beginning  to  pinch,  and  pinch  badly.  Apparently 
h ranee,  seeing  how  the  restrictions  have  failed  and 
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finding  herself  unable  to  extend  her  services  east 
across  Germany,  has  decided  to  propose,  at  the 
forthcoming  meeting  of  the  International  Commission 
for  Air  Navigation,  the  suspension  of  Article.  5  of 
the  Convention,  so  that  nations  may  be  at  liberty 
to  negotiate  separately  with  Germany  on  the  matter 
of  establishing  airways.  Opposition  to  this  proposal 
is  not  likely  to  be  put  forward  by  Britain,  and  it  is 
therefore  to  be  hoped  that  an  arrangement  may  be 
arrived  at  which  will  place  Germany  on  a  more 
reasonable  footing  with  other  countries  as  regards 
air  navigation.  As  we  have  already  pointed  out  on 
several  occasions,  the  present  restrictions  have  merely 
proved  to  be  a  very  bad  case  of  cutting  off  one’s  nose 
to  spite  one's  face. 

♦  ♦ 

r  ondon-cnn  The  Possibilities  of  the  “  air-taxi  "  are 
stantinopie"  raPlcby  .  becoming  recognised.  The 
de  Havilland  Hire  Service  has  been 
doing  a  great  deal  of  work  during  the  last  year  or  so, 
and  what  is  really  the  salient  feature  is  that  these 
services  are  paying — without  a  subsidy.  Flights  are 
undertaken  at  a  moment's  notice  to  anywhere,  and 
as  a  particularly  illuminating  example — whatever  the 
final  result — may  be  mentioned  that  of  hiring  an 
air-taxi  ”  from  London  to  Constantinople  by  the 
Government  for  an  official  who  had  to  be  in  Constan¬ 
tinople  in  the  shortest  possible  time.  The  machine, 
the  D.H.37,  Rolls-Royce  engine,  belonging  to  Mr! 
A.  S.  Butler,  was  piloted  by  Mr.  Cobham,  who  has 
already  done  a  very  great  deal  of  taxi  work  both  in 
Europe  and  Northern  Africa.  With  a  speed  of  round 
about  130  m.p.h.,  and  the  question  of  cost  being  of 
secondary  importance,  the  aeroplane  has  no  rival 
over  such  long  distances,  and  was  chosen  just  as  a 
matter  of  course. 


On  Monday  of  next  week,  October  16, 
Gliding  the  gliding  competition  for  the  Daily 
Competition  Mail  Prize  of  £1,000  will  commence  at 
It  ford  Hill,  Sussex.  We  regard  the 
event  as  one  of  considerable  importance,  inasmuch 
as  the  sport  of  gliding  has  caught,  to  a  surprising 
extent,  the  public  imagination,  and  literally  every¬ 
body  is  at  present  talking  gliding.  From  interest  in 
gliding  to  interest  in  aviation  in  general  is  but  a  short 
step,  and  therefore  the  fostering  of  the  sport  of 
gliding  and  soaring  will  necessarily  result  in — quite 
apart  from  the  establishment  of  a  very  fine  sport — 
a  general  and  widespread  interest  in  flying  generally. 

Concerning  the  competition  itself  we  publish 
particulars  elsewhere,  and  we  shall  not,  therefore,  go 
into  details  here,  except  to  point  out  that  it  might 
have  been  advisable  to  have  devoted  one  of  the  /50 
subsidiary  prizes  to  some  performance  other  than 
duration.  For  instance,  one  prize  might,  we  think, 
have  been  profitably  offered  for  distance  covered! 
The  main  competition  is  already  devoted  to  duration 
by  demanding  that  the  machine  return  to  within  a 
circle  of  800  yards  of  the  starting-point,  and  we  think 
that  variety  might  have  been  lent  to  the  proceedings 
by  devoting  one  of  the  minor  prizes  to  some  other 
object.  However,  that  is  but  a  small  matter,  and 
we  congratulate  the  Daily  Mail  and  the  Royal  Aero 
Club  on  having,  in  such  a  short  time,  secured  such  a 
considerable  and  representative  number  of  entries 
for  the  competition.  If  the  competition  is  repeated 
next  year  there  will  be  time  enough  to  devise  different 
rules,  and  to  subdivide  the  prizes  as  is  done  in 
Germany. 
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THE  ALBATROS  COMMERCIAL  MONOPLANE,  TYPE  L.57 

275  H.P.  Rolls-Royce  “Falcon”  Engine 


In  our  issue  of  December  g,  1920,  we  published  scale  drawings 
and  a  brief  description  of  a  new  monoplane  which  had  then 
just  been  designed  by  the  engineers  of  the  German  Albatros 
Company  of  Berlin.  The  machine  was  a  cantilever  monoplane, 
known  as  the  L.57,  designed  to  carry  six  passengers  At  the 
time  it  was  intended  to  mai  ket  the  new  machine  with  three 
different  power  plants — 160  h.p.  Merc6dds,  185  h.p.  B.M.W., 
or  200  h.p.  Benz.  Owing  to  the  restrictions  placed  by  the 
Allies  on  German  aircraft  construction,  the  machine  was 
not  built  for  some  considerable  time,  and  it  was  not,  in 
fact,  until  quite  recently — towards  the  end  of  September 
of  this  year — that  the  first  machine  was  finished.  We  have 


is  more  nearly  symmetrical  in  side  view,  and  the  centre  of 
thrust  considerably  higher. 

Constructionally,  the  Albatros  L.57  follows  more  or  less 
on  the  lines  of  pre-War  machines  made  by  this  firm.  That 
is  to  say,  the  fuselage  is  covered  with  three-ply,  as  were  those 
of  the  earlier  machines,  one  of  which  was  demonstrated  in  this 
country  by  Herr  Thelen,  the  famous  Albatros  pilot,  shortly 
before  the  outbreak  of  war.  In  the  new  machine,  however, 
this  form  of  covering  has  been  extended  to  include  the 
monoplane  wing,  the  greater  portion  of  which  is  covered 
with  three-ply.  Only  the  portion  from  the  rear  spar  to  the 
trailing  edge  is  covered  with  fabric.  The  wing  is  attached 


T  HE  ALBATROS  L.57  ;  Note  how  fuselage  deck  fairing  is  carried  into  the  curve  of  the  wing. 


been  fortunate  enough  to  secure  what  we  believe  to  be  the 
lirst  photographs  to  be  published  of  this  new  German 
commercial  aeroplane,  which,  with  the  accompanying  descrip¬ 
tion,  should  be  of  interest  to  British  readers. 

An  examination  of  the  accompanying  photographs  shows 
that  various  minor  alterations  have  been  made  to  the 
Albatros  since  the  general  arrangement  drawings  were  first 
published  in  Flight  in  1920.  In  the  main,  however,  the 
L-S7  remains  as  originally  designed,  with  the  important 
exception  that  a.  Rolls-Royce  “  Falcon  ”  engine  has  been 


to  the  top  rails  of  the  fuselage  by  six  large  bolts,  and  can 
therefore  be  quickly  dismantled  for  transport. 

A  cabin  with  seating  accommodation  for  six  passengers 
is  provided  immediately  underneath  the  wing,  and  two 
doors  in  each  side  give  access  to  the  passenger  compartment. 
Above  the  cabin,  in  the  central  portion  of  the  wing  (which 
at  this  point  is  about  2  ft.  deep),' is  a  luggage  compartment, 
while  a  short  distance  out  from  the  fuselage,  also  inside  the 
wing,  are  the  petrol  tanks  from  which_the  fuel  is  supplied 
to  the  engine  by  gravity  feed. 


THE  ALBATROS,  TYPE  L.57  MONOPLANE,  ROLLS-ROYCE  “FALCON”  ENGINE:  Three-quarter 

front  view. 


fitted  in  place  of  one  of  the  three  German  types  originally 
contemplated. 

As  regards  the  changes  in  the  machine  itself,  these  are 
mainly  :  Fin  and  rudder  of  different  shape,  and  the  centre 
of  thrust  raised  considerably,  sweeping  the  lower  longerons 
upwards  more,  and  a  smaller  downward  curve  of  the  top 
of  the  engine  cowling.  As  originally  designed,  the  lower 
rails  of  the  fuselage  were  nearly  straight,  the  upper  rails 
sweeping  down  at  both  ends  and  giving  the  machine  a 
'*  hunch-backed  "  appearance.  As  actually  built,  the  fuselage 


The  pilot’s  cockpit  is  placed  high  in  the  fuselage,  immediately 
in  front  of  the  leading  edge  of  the  wing,  and  partly  above  the 
engine.  The  pilot's  seat  is  on  the  port  side,  while  on  the 
starboard  is  a  seat  for  a  spare  pilot,  navigator  or  engineer. 

The  main  characteristics  of  the  Albatros  L.57  are  as  follows  : 
Length  o.a.,  34  ft  Span,  46  ft  6  ins.  Area,  375  sq.  ft, 
Weight,  empty,  2,600  lbs.  Useful  load,  1,940  lbs.  Total, 
loaded  weight.  4,540  lbs.  Wing  loading,  12.  r  lbs./sq.  ft. 
Power  loading.  16.5  lbsNh.p.  Duration,  3J-4  hts.  Climb 
to  6,500  ft.  in  25  mins.  Speed,  96  m.p.h. 
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GLIDING  COMPETITION. 

The  Gliding  Competition  which  is  being  organised  by  the 
Loyal  Aero  Club,  for  the  prize  of  £  1 ,000  offered  by  the 
Proprietors  of  the  Daily  Mail,  will  take  place  at  It  ford  Hill, 
near  Lewes,  from  October  16-21,  1922. 

Members  wishing  to  witness  the.  Competition  may  obtain 
permits  on  application  to  the  Club. 

Subsidiary  Prizes 

£50  (presented  by  I.ieut.-CoL  Alec  Ogilvie,  C.B.E.)  to  be 
awarded  to  the  British  Competitor  who  remains  the 
longest  time  in  the.  ait  in  one  flight  in  accordance,  with 
the  Regulations  on  the  first  day  of  the  Competition, 
the  flight  to  be  of  at  least  one  minute's  duration. 

£ 50  (presented  by  the  Royal  Aero  Club)  to  be  awarded  to 
the  British  Competitor  in  a  British  Glider  who  remains 
(he  longest  time  in  the  air  in  one  flight,  111  accordance 
with  the  Regulations  on  any  day  from  October  16-21, 
TQ22,  the  flight  tube  of  at  least  five  minutes’  duration. 
This  prize  is  only  open  to  British  Competitors  who  do 
not  win  either  of  the  priz.es  presented  by  the  Proprietors 
of  the  Daily  Mail  and  Col.  Ogilvie. 


List  of  Competitors. 

Identifi- 


cation  Entrant. 

Pilot. 

Machine. 

N’c. 

I 

E.  T.  Prosser 

E.  T.  Prosser 

Hi. 

2 

Handasyde  Aircraft.  Co. 

F.  P  Raynham  .. 

M. 

and  F  P.  Raynham. 

3 

G.  W.  Cain 

G.  W.  Cain 

M, 

4 

De  Havilland  Aircraft 

Capt.  II.  S.  Broad 

Br.  M. 

Co. 

5 

Charles  Christopher  .  . 

Charles  Christopher 

M.  Ora. 

6 

H.  E.  Waite 

H.  E,  Waite 

M. 

7 

J  M.  Hargreaves 

J.  M.  Hargreaves.  . 

Bi, 

8 

British  Helicopter  Co.  .  . 

.  F.  J.  W.  Pur  ton  \ 
P.  A.  Purton  ( 

M.  J-fel. 

9 

J.  J.  O’Freddy 

J.  J.  O’Freddy 

S.  Bi. 

10 

C.  Frobisher  .  .. 

C-  Fiobisher 

M. 

if 

A.  P.  Maxfield 

A.  P.  Maxfield  . . 

Bi. 

12 

H.  S.  Dixon  . . 

II.  S.  Dixon 

M.  Orn. 

13 

George  England  (1922), 

E  C.  Gordon  Eng¬ 

M. 

Ltd. 

land. 

M 

A,  H.  Knott 

A.  H.  Knott 

M. 

*5 

J .  J  eyes 

JVH.  Robertson 

J.  Jeyes 

Klein 
purer  M . 

16 

J.  H.  Robertson  , . 

M. 

Sq  -Lr.  Maurice  E.  A.  J 

\Vright,A.F.C., R.A.F.  ( 

Maurice  E.  A.  Wi  ight  \  M. 

F.  T.  Courtney  . .  f 

Capt.  W.  H.  Sayers  .  ,J 

F.  T.  Courtney  . . 

/ 

18 

Capt.  F.  W,  Me/riam, 

F.  W.  Merriam  . . 

M. 

A.F.C. 


19  A.  H.  G.  Fokker 

20  Lt.-Col  C.  O.  Smeaton, 

C.B. 

21  W.  L  Jennings 

22  L.  Peyret 

23  S.  H.  G.  Brown 

24  Inventions  Devclopinen 

Co. 

25  H.  R.  Singh  . . 

26  Dewoitine  Cn. 

27  Capt.  R.  H  Stoeken.. 

28  A.  Jackson 

29  N.  R.  Gordon . . 

30  P.  W.  Kingwell  and  Son 

31  Sq  -hr.  A  Gray.  R  A  F. 


32 

33 

34 

35 
Hi. 

plane. 


> 


A.  IT.  G.  Fokker 

,  # 

\2  Bi. 

W.  C.  R.  Hinchlitfn 

J  1  M. 

C.O.  Smeaton 

*  .• 

M. 

W.  L.  Jennings 

Br.  M. 

Maneyrnlie 

.  . 

M. 

S.  II.  G.  Brown 

*  » 

M. 

;  R.  M.  Balstoo 

•  • 

M. 

H.  R.  Singh 

.. 

M. 

G.  Barbot 

«  • 

M. 

R  H  Stoeken 

M. 

A.  Jackson 

,  , 

M. 

N.  K  Gordon 

M.  Orn 

1  > .  Collier  . . 

q 

Bi. 

,  V  A.  Gray 

•* 

M. 

C.  Winchester 

\ 

Bi. 

E.  Brynildsen 

E.  D  C  Herne 

/ 

M. 

J.  G.  Lee  . . 

*  „ 

Bi. 

T.  P.  Hetherington 

M. 

R.A.F. 

C.  Winchester 
K.  Brynildsen 
E.  D.  C.  Heme 
J,  G.  Lee 

T.  P.  Hetherington 
-  Biplane.  M.  =  Monoplane.  Hr.  M.  =  Braced  Mono- 
M.  Om,  Monoplane  Ornithopter.  Sail.  B.  =  Sail 


Biplane.  M.  llel.  —  Monoplane  Helicopter 


Officials 

Judge.-  -Lieut.  Cob  J.  T,  C  Moore-  Brabaz, on,  M.C.,  M.P. 
Stewards. — Lieut. -Col.  M.  O.  Darby,'  Lieut. -Col.  Alec 
Ogilvie,  C.B.E,  ;  Maj.  O.  T,  Gnosspetius. 

Clerk  of  the  Course.-  -II.  T.  Wright. 

Timekeepers, — Lieut. -Col.  W  A.  Bristow;  Capt.  R.  J. 
Goodman  Crunch  ;  W.  O.  Manning. 

Marshals. — ('apt.  L.  T.  G.  Mansell  ;  A.  J.  A.  Wallace.  Barr  ; 
A  R.  Dresser  ;  Lieut.-Col.  C.  S.  Risk,  I), SO.  ;  Flight- Lieut. 
R.  Halley. 

Press  Steward.  —Geoffrey  Dorman. 

Secretary. — Harold  E.  Perrin 
Assistant  Secretary, — B  Stevenson. 


CLUB  DINNER 

The  Comniittee  has  decided  to  hold  a  Dinner  at  t  he  Savoy 
Hotel,  London,  on  Thursday,  October  26.  1922,  to  celebrate 
the  British  victory  of  the  Super  marine -Napier  flying-boat, 
piloted  by  Capt.  H.  C.  Biard,  in  the  Jacques  Schneider 
International  Seaplane  Race  at  Naples,  and  the  holding  of 
the  Circuit  of  Britain  Air  Race  for  the  Cup  presented  by 
His  Majesty  the  King. 

The.  price  of  tickets  (exclusive  of  wines,  etc.)  is  £\  is.  each. 
Members  may  also  obtain  tickets  for  their  Fiends  (including 
ladies)  to  the.  extent  of  the  accommodation  available 

In  order  to  assist  in  ike.  arrangements,  early  application  for 
tickets  is  requested. 


London-Manchester  Air  Service 

THE  first  Biitish  air  service  which  will  connect  Manchester 
and  London  by  air  is  to  be  opened  by  the  Daimler  Airway 
towards  the  end  of  the  month. 

Maj.-Genl.  Sir  W.  S.  Brancker,  Director  of  Civil  Aviation, 
completed  arrangements  recently  whereby  the  Daimler 
Airway  will  run  one  of  their  Napier-engined  ten-seater 
expresses  between  London  and  Manchester  daily  in  order  to 
connect  with  the  air  services  from  London  to  the  Continent. 

The  Daimler  air  expresses  will  leave  the  Manchester 
Aerodrome  each  week-day  at  S  a.m.  and,  flying  to  the  London 
Air  Station  in  under  two  hours,  will  be  in  time  to  connect 
with  the  air  services  to  Paris,  Brussels,  Cologne,  Rotterdam, 
Amsterdam,  and — before  the  end  of  the  year — with  Hamburg 
and  Berlin. 

From  London  to  Manchester  the  air  express  will  leave  in 
the  afternoon  after  the  aeroplanes  from  the  Continent  have 
ar  rived  at  the  London  Air  Station. 

This  new  internal  ainvay  will  bring  Manchester  within  five 
hour’s  of  Paris  and  seven  hours  of  Cologne,  while  in  the  Spring 
of  1923  it  will  he  possible  to  fly  from  Manchester  to  Berlin 
and  Copenhagen  in  the  course  ot  a  day. 

It  is  understood  that,  the  air  fare  will  be  only  slightly  above 
the  first-class  railway  fare. 


James  tries  the  French  Speed  Course. 

Ox  October  3  arid  4  Mr.  J.  H.  James  attempted  to  wrest, 
from  Sadi  Lecointe  the.  honour  of  being  the  holder  of  the 
•world’s  speed  record  At  Elampes  on  October  3  James  made 
three  attempts  with  his  R apiei -engined  Gloucester -Jure  Air 
craft  Co.  Mars  1,  and  on  the  next  day  a  fourth  attempt. 
During  the  first  attempt  the  following  times  were  obtained 
over  the  measured  course  of  t  km.  :  First  flight  in  115  secs., 
second  in  to£  secs.,  third  in  nil  sec-;.,  and  fourth  in  rui  secs. 
This  corresponds  to  an  average  speed  of  324.349  km.  (201m 
miles).  In  the  second  attempt  the  times  were:  irjj,  io(, 
iif  and  iof  respectively.  The  regularity  was  remarkable. 
Average  speed,  330.275  km.  (204.8  miles)  per  hour. 

In  the  third  attempt  the  times  were:  11,  10-7,  10^  and 
10-4.  corresponding  to  an  average  speed  of  331 .3  km.  (21  x. 6 
miles)  per  hour. 

On  October  4  a  fourth  attempt  was  made,  the  times  obtained 
being:  iof ,  9*.,  ni  and  10-*  sees,  respectively.  This  gives 
an  average  speed  of  3 1 V  *  432.  km.  (211 '7  miles)  per  hour. 
Sadi's  record  stands  at  jU-6  nr.p.li.,  so  that  to  all  intents 
and  purposes  the  two  machines  arc  of  the  same  speed.  Both 
James  and  Lecointe  will  piobably  try  again.  To  establish  a 
new  record  it  is  necessary  to  beat  the  existing  speed  by  at 
least  4  km.  per  hour. 


October  12,  1922 


GLIDING,  SOARING 

Monday  of  next  week  (October  16)  will  see  the  opening  of 
the  gliding  competition  for  the  Daily  Mail  Prize  of  £1,000, 
and  for  two  subsidiary  prizes  of  £50  each.  One  of  these  has 
been  offered  by  Col  Alec  Ogilvie,  and  will  be  awarded  to  the 
pilot  who  remains  aloft  for  the  longest  period  on  Monday, 
the  duration  to  be  at  least  one  minute.  The  other  £50 
prize  has  been  offered  by  the  Royal  Aero  Club,  and  will  "be 
awarded  to  the  pilot  who,  on  any  day  of  the  competition, 


AND  AIR-SAILING 

even  more  interesting  is  the  fact  that  at  least  three  countries 
will  be  represented,  i.e  ,  Britain,  France,  and  Holland.  It 
had  been  hoped  that  Germany  would  also  participate,  but 
the  German  pilots,  notably  Martens  and  Hentzen,  have 
refused,  partly  by  way  of  a  protest  against  the  restrictions 
placed  by  the  Allies  011  German  aviation,  and  partly  because 
the  expense,  in  German  money,  of  bringing  a  glider  to  tl% 
country  would  be  enormous.  Also  the  date  of  the  competiti 


TEACHING  GLIDER  PILOTS  TO  FLY  :  At  one  of  the  glider  flying  schools  in  the  Rhon  hills  pupils  are  taught 
to  11}  by  being  first  mounted  on  an  old  glider  placed  on  a  pivot  formed  by  two  intersecting  semicircles  which 
allow  the  machine  to  tilt  in  any  direction.  The  instructor  catches  hold  of  some  part  of  the  machine  and  wobbles 
it  about.  Lhe  pupil  then  has  to  make  the  correct  movements  with  his  controls.  In  the  right-hand  photograph 
a  pupil  is  seen  making  his  first  free  flight  on  the  same  gtider.  The  tow  rope  is  just  dropping  free.  The  machine 

has  the  appearance  of  having  been  designed  by  Mr.  Heath  Robinson. 


remains  up  for  the  greatest  duration  (minimum  five  minutes). 
This  prize  will  only  be  awarded  to  British  pilots,  and  only  to 
those  who  have  not  won  the  main  prize  of  £1,000. 

#  ♦  * 

Contrary  to  expectations,  the  entries  list  for  the  gliding 
Competition  is  a  very  large  one,  no  less  than  35  machines 
having  been  entered  at  the  moment  of  going  to  press,  with 
a  possibility  of  two  or  three  more  coming  along.  'This  is 
highly  gratifying,  especially  as  the  time  left  for  constructing 
gliders  has  been  very  short,  since  the  announcement  was 
first  made  of  the  intention  of  the  Daily  Mail  to  offer  its 
handsome  prize  of  £1,000.  What  will  make  the  competition 


rather  clashes  with  another  competition  in  Germany  for  the 
Industrie  Preis.  However,  it  is  to  be  hoped  that  if  another 
competition  is  held  here  next  year  the  Germans  will  be 
well  represented. 

*  *  * 

Under  the  Royal  Aero  Club  notes  on  page  588  will  be  found 
a  complete  list  of  the  entries  received  up  to  Saturday  last 
As  already  mentioned,  there  is  a  possibility  of  a  few  more 
being  entered,  but  at  the  moment  the  list  of  35  machines 
may  be.  regarded  as  complete.  It  will  be  seen  that,  among 
what  may  be  termed  the  orthodox  types,  the  monoplane  is  in 
considerable  majoi-ity.  The  reason  for  this  is.  of  course. 


BRINGING  HER  BACK  :  Our  photograph  shows  one  way  of  bringing  back  a  glider  to  the  top  of  the  hill  after 
a  flight.  The  wings  are  stacked  on  a  German  hay  cart,  the  fuselage  being  trailed  behind.  The  machine  shown 
is  the  Aachen  "Tail-first  ”  monoplane  on  which  Herr  Klemperer  crashed  after  getting  into  a  spin  when  his 

glider  was  dropped  from  a  kite  balloon. 
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THE  DARMSTADT  MONOPLANE  GLIDER 
"EDITH.”  In  the  illustration  the  machine  is  just 
getting  away.  Note  the  tow  rope  dropping  from  its 
quick- release  in  the  nose  of  the  fuselage. 

that  this  type  is  usually  more  efficient  than  the  biplane, 
and  as  the  rate  of  descent  (for  any  given  wing  loading) 
varies  as  the  square  of  the  L/D,  it  is  important  to  keep  this 
ratio  as  high  as  possible.  This  appears  to  be  most  easily 
done  with  a  monoplane  of  high  aspect  ratio  and  a  minimum 
of  bracing. 

*  *  * 

A  very  considerable  number  of  unorthodox  machines  has 
been  entered,  including  wing-flapping  "  ornithopters,” 
direct-lift  "  helicopters,”  man-propelled  aeroplanes,  etc. 
One  is,  of  course,  prone  to  smile  at  these,  attempts,  but  at 
any  rate  their  inclusion  in  the  competition  should  assist 
materially  in  lending  variety  to  the  proceedings,  and  per¬ 
sonally  we  are  looking  forward  to  a  most  enjoyable  week  at 
Itford  Hill. 

*  *  * 

Of  French  machines  entered  one  is  the  Dewoitine  on 

which  Barbot  has  been  making  excellent  flights  in  France, 

both  during  and  after  the  French  gliding  competition  at 
Combegrasse.  This  machine  is  stated  to  be  very  efficient, 
and  to  have  been  designed  according  to  the  latest  ideas  in 
aerodynamics.  Its  performance  will  be  watched  with 
interest.  It  may  be  remembered  that  M.  Dewoitine  designed 
an  interesting  commercial  monoplane  for  the  French  firm 
Aero-Transports  Ernoul  of  Toulouse.  The  machine  did  not 
materialise,  but  this  was,  we  believe,  due  to  the  abandoning 
of  a  project  for  a  flying  service  and  not  to  any  defects  in  the 
design.  1  he  glider  entered  for  the  competition  is  a  cantilever 
monoplane,  with  thick  wing-section  (in  appearance  like  the 
Schoukovsky  aerofoil,  or  Gottingen  No.  441).  The  machine 
has  a  wing  span  of  37  ft.,  and  a  wing  area  of  124  sq.  ft.  The 
length  over  all  is  about  16  ft.,  and  the  weight  empty  is  about 
t8o  lbs.  The  wing  loading  in  flying  trim  is,  therefore,  over 
2  lbs.  (2 1  approximately),  which  is  somewhat  heavy  loading 


The  Darmstadt  monoplane,  of  which  scale  drawings 
were  published  in  our  issue  of  September  21,  1921. 
Herr  Bottsch  just  managed  to  land  the  machine  before 
striking  the  trees,  but  damaged  the  fuselage  In  doing  so. 


for  a  glider.  However,  the  gliding  angle  is  stated  to  be 
excellent,  and  the  lift  coefficient  corresponding  to  the  high 
values  of  L/D  may  be  assumed  to  be  fairly  high,  so  that  the 
rate  of  descent  should  not  be  excessively  high.  The  machine 
will  probably  perform  best  in  fairly  high  winds. 

•  sje  sjc  $ 

The  Peyret  monoplane,  to  be  flown  by  Maneyrol,  also 
took  part  in  the  recent  French  competition  at  Fuy  de  Combe  ¬ 
grasse.  Little  information  is  available  concerning  this 
machine,  except  that  it  is  a  monoplane  of  but  22  ft.  span, 
with  a  wing  area  of  156  sq.  ft.  and  weighing  otlly  just  over 
100  lbs.  empty. 

*  *  * 

Holland  will  be  represented  by  three  machines,  all 
entered  by  Mijnheor  Fokker  Two  of  them  will  be  biplanes, 
similar,  probably,  to  the  machine  on  which  Fokker  flew  for 
13  minutes  with  a  passenger  in  the  Rhon.  What  the  mono¬ 
plane  will  be  like  is  not  known  at  present,  but  as  Fokker  is 
an  apostle  of  the  cantilever  monoplane  it  is  fairly  safe  to 
assume  that  the  tlurd  of  his  machines  will  be  of  this  type. 

*  *  * 

Of  the  British  machines  it  has  only  been  possible  to  obtain 
particulars  of  a.  very  ‘few  in  time  for  this  week’s  issue  of 
Flight.  Next  week,  however,  vve  hope  to  be  able  to  place 
before  our  readers  detailed  descriptions  of  a  number  of  the 
machines  actually  taking  part  in  the  competition  (as  distinct 
from  those  merely  entered),  and  we  hope  to  supplement  this 
information  by  illustrations. 


Herr  Bottsch  in  the  cockpit  of  the  Darmstadt  machine. 
Note  the  quick-release  in  the  nose  of  the  fuselage. 
This  machine  has  made  flights  of  long  duration,  one 
being  of  1&  hours. 

The  machine  entered  by  Capt.  Sayers,  Mr.  Courtney,  and 
Maj:  Wright  has  been  constructed  at  the  works  of  the  Central 
Aircraft  Co.,  Kilburn  Wre  have  had  the  privilege  of  seeing 
this  machine,  and  were  much  impressed  both  by  the  design 
and  the  workmanship.  In  outward  appearance  the  machine 
is  very  like  the  famous  Hannover  "  Vampyr,'’  but  the 
construction  is  quite  different,  as  is  also  the  wing  section 
used.  The  undercarriage  consists  of  two  simple  skids, 
attached  to  the  lower  rails  of  the  fuselage. 

*  *  * 

The  machine  entered  by  Capt.  F.  Warren  Merriam  is  also 
a  monoplane,  similar  in  a  general  way  to  the  "  Vampyr,” 
but  differing  from  that  famous  machine  in  many  respects. 
It  has  been  built  at  the  Saunders  sheds  at  Cowes,  very 
kindly  placed  at  the  disposal  of  Merriam  and  Newman  by 
by  Mr.  S.  E.  Saunders,  who  has  repeatedly  proved  himself 
willing  to  assist  in  any  way  where  the  sport  of  flying  is 
concerned.  The  monoplane  is  said  to  be  a  very  pretty 
machine,  and  we  are  looking  forward  to  its  performance  in 
the  competition,  piloted  by  our  old  friend  Merriam. 

*  *  * 

As  one  of  the  earliest  designers,  and  staunchest  advocates 
of  the  monoplane,  Mr.  G.  H.  Handasyde  holds  a  unique 
position  in  this  country,  and  the  construction  and  per¬ 
formance  of  the  monoplane  glider  which  he  has  designed 
for  the  competition,  and  which  is  to  be  flown  by  Mr.  Raynham, 
should  therefore  be  of  more  than  ordinary  interest.^  Mr 
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DARMSTADT  MONOPLANE 

1©£1 


AREA  OF  MAIN  PLANE  170  5  Sq  Fi 

area  of  tail  plane  >  7  5q  Ft 
AREA  OF  ELEVATOR  1 1  •  A  Sq  Ft 
AREA  OF  FIN  2  7  5q  Ft 

AREA  OF  RUDDER  3  5  Sq  Ft 


DRESDEN  BIPLANE 

1921  /  22 


AREA  OF  MAIN  PLANE. 

OOP)  ■  U3  Sq  Ft 

AREA  OF  MAIN  PLANE 

ISoTTOf)  fc>8  5  Sq  Ft. 

AREA  OF  TAIL  PLANE  IS  5  5q  Ft 

AREA  OF  ELEVATOR  II  Sq  Ft 

AREA  OF  FIN  4  5  Sq  rt 

AREA  OF  RUDDER  4  Sq  Fl 


MUNICH  MONOPLANE 

1921  ' 


AREA  OF  MAIN  PLANE  ISO  Sq  Ft 
AREA  OF  TAIL  PLANE  19  Sq  Ft 


AACHEN  MONOPLANE 

1921 


£  6  7  8  9 

F£E  r 


AREA 

OF 

main  plane 

»52 

5  5q  Pc 

AREA 

OF 

tail  Plane 

l  7 

25 

Sq  Ft 

AREA 

OF 

ELEVATOR 

a 

75 

Sq  Ft 

AREA 

OF 

FIN 

4  5  Sq 

Ft 

AREA 

OF 

RUDDER 

3 

Ft 

General  Arrangement  Drawings,  to  a  uniform  scale,  of  four  German  Gliders,  the  Darmstadt  Monoplane,  the 
Dresden  Biplane,  and  the  Munich  and  Aachen  Monoplanes.  These  machines  took  part  in  last  year’s  Rhon 

competition. 
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Tlie  Espenlaub  monoplane,  constructed  by  a  carpenter 
out  of  all  sorts  of  odds  and  ends.  In  spite  of  its  very 
rough  construction  the  machine  flies  very  well. 


1  l.uidasyui'  probably  knows  as  much  about  the  monoplane 
type  of  act  o  plane  as  any  man  living,  and  he  may  therefore 
confidently  be  expected  to  have  turned  out  a  machine 
worthy  of  him  When  the  whole  aeronautical  world  aban¬ 
doned  the  monoplane  for  the  biplane,  Mr,  Handasvdc  retained 
his  faith  in  the  former,  and  for  several  years  continued  to  turn 
out  some  of  the  prettiest  machines  ever  produced.  We  shall 
be  disappointed  if  the  glider  does  not  come  up  to  the  pro  War 
Mattinsyde  monoplanes  in  graceful  appearance  and  aero¬ 
dynamic  efficiency. 

4<  *  * 

Mr  Kf.x  Stqcken  will  pilot  a  machine  produced  by  the 
Aircraft  Disposal  Co.,  but  at  present  no  particulars  of  the 
machine  are  available,  beyond  the  fact  that  the  machine 
will  be  a  monoplane  of  ,{5  ft  span. 

*  *  * 

Clarence  W  inchester,  the  ”  Poet-Aviator,’  and  Mr. 
Bryniklson,  both  of  whom  were  connected  with  the  Kuffy- 
11a u mart n  school  of  flying  at  Hendon  in  the  early  days  of 
the  Wat,  have  entered  a  biplane,  to  be  piloted  by  Mr,  Win¬ 
chester. 


Rh6n  Competition,  nevertheless  has  some  very  excellent 
flights  to  its  credit.  One  of  these,  for  instance,  was  of 
j£  hrs.’  duration.  The  "  Edith,”  as  the  machine  is  named, 
is  now  regarded  as  the  only  serious  competitor  for  the 
Industrie  Preis  which  the  Hannover  ”  Vampyr  ”  has  to 
reckon  with.  Piloted  by  Bottsch  “Edith”  has  proved 
very  nearly  equal  to  the  famous  Hannover  machine. 

Sp  *  !jc 

The  Espenlaub  monoplane,  built  by  a  carpenter  out  of 
odds  aud  ends  of  materials,  proved  itself  quite  a  good  glider, 
in  spite  of  its  very  rough  construction  and  somewhat 
irregular  outline.  As  a  matter  of  fact,  the  Espenlaub  was 
of  quite  good  workmanship,  but  of  inferior  finish.  It  is 
characterised  by  a  very  high  aspect  ratio  (17  to  1),  which 
may  probably  account  for  its  efficiency. 

*  *  * 

We  now  learn  that  the  machine  on  which  Herr  Klemperer 
crashed,  after  coming  down  from  a  height  of  2,000  ft.  in 
a  spin  (having  been  dropped  from  a  kite  balloon),  was  of 
the  ‘  tail -first  ”  or  “Canard”  type.  This  may  explain 
why  Herr  Klemperer  was  unable  to  get  out  of  the  spin. 
One  of  the  photographs  shows  the  Aachen  "  Canard  ”  being 
hauled  up  to  the  top  of  a  hill  after  a.  flight.  It  will  be  noticed 
that  the  wings  can  be  dismantled  into  quite  small  portions. 
This  is  a  feature  of  great  practical  importance,  and  we 
rather  fancy  that  some  of  the  competitors  at  Itford  Hill 
will  have  quite  a  lot  of  tup  getting  their  gliders  back  to  the 
top  of  the  hill  with  the  wings  in  place,  especially  in  a  Strong 
wind. 

*  *  * 

By  way  of  contrast,  we  have  thought  that  scale  drawings  of 
some  of  last  year's  German  gliders  may  not  be  without 
interest.  On  page  591  will  be  found  general  arrangement 
drawings  of  four  of  the  1921  gliders  used  in  the  Rhon 
Competition.  The  Darmstadt  monoplane  was,  generally 
speaking,  similar  to  this  year's  model,  but  had  a  rather  more 
carefully  streamlined  fuselage  than  “  Edith.” 


Two  de  Ha vi) land  gliders  will  be  entered,  one  to  be  piloted 
by  Cap!  Herne  and  the  other  by  Capt.  Broad  The  de 
ifavilland  glider  was  described  and  illustrated  in  last  week's 
issue  of  Flight.  On  Friday  and  Saturday  of  last  week 
several  test  flights  were  made  with  the  first  of  these  gliders, 
which  was  piloted  variously  by  Capt.  Broad,  Mr.  Cobham, 
•and  Capt  de  Havilland.  In  spite  of  the  very  slight  slope 
of  the  Stag  Lane  aerodrome  the  machine  got  well  into  the 
air  and  landed  at  a  speed  of  about  18  no.p.li.  At  present 
the  glider  is  fitted  with  an  ordinary  Vee  undercarriage  with 
wheels,  but  a  different  type  may  be  fitted  for  the  competition, 

*  *  * 

Scattered  among  the  Gliding  Notes  of  this  week’s  issue 
will  be  found  photographs  of  several  German  gliders. 

One  of  our  photographs  shows  the  start  of  the  Darmstadt 
monoplane,  scale  drawings  of  which  were  published  in  our 
issue  of  September  2T,  1922.  This  machine,  although 

being  somewhat  overshadowed  by  the  Hannover  at  the 

<$>  <3> 


The  Dresden  biplane  was  used  again  this  year,  and  gave 
fairly  good  results,  although  it  did  not  come  up  to  the 
performances  of  the  Hannover  and  Darmstadt  monoplanes. 

*  *  * 

The  Aachen  glider  flown  by  Klemperer  won  the  Competi¬ 
tion  in  192E  but  does  not  appear  to  have  been  entered 
this  year,  having  presumably  been  supplanted  by  the 
“  Canard  ”  on  which  Klemperer  crashed.  It  is  mainly 
remarkable  on  account  of  the  careful  streamlining  of  the 
Skid  undercarriage  and  the  large  dihedral  angle  of  its  wings. 

*  *  * 

Of  a  much  less  elaborate,  but  very  light,  type  is  the  Munich 
glider,  which  was  flown  by  Koller  in  last  year's  Competition, 
Here  the  pilot  is  seated  below  the  wing,  and  is  “  faired  ”  by 
a  tail  piece  behind  the  seat.  The  monoplane  wing  is  divided 
in  the  centre,  and  is  so  mounted  that  its  two  halves  can  be 
tilted  independently  for  lateral  control,  each  wing-half 
acting  as  an  aileron . 

<«>  <S> 


FOKKER’S  FIRST  FLIGHT  IN  ENGLAND 


Gliding  Demonstration  over  South  Downs 


In  connection  with  the  opening  of  the  Peacehaven  Hotel,  the 
South  Coast  Land  and  Resort  Company  had  arranged,  on 
October  10,  for  demonstration  flights  to  be  made  from  one  of 
the  hills  in  the  South  Downs  on  the  Peacehaven  Estate,  near 
Ncwhavcn,  by  Mijnheer  Anthony  Fokker,  the  famous  Dutch 
pilot-designer.  A  number  of  visitors  had  availed  themselves 
of  the  opportunity  of  witnessing  a  gliding  flight,  and  many  of 
them  were  privileged  to  see  a  series  of  kinematograph  films 
which  Fokker  has  taken  in  Germany  and  elsewhere  of  glideTs 
and  gliding  flights.  Wherever  he  goes  Fokker  always  carries 
with  him  a  very  neat  little  kine-camera,  and  in  this  way  he  has 
collected  a.  most  interesting  series  of  moving  pictures,  some 
of  which  were  shown  at  the  Peacehaven  Hotel.  Perhaps  by 
way  of  showing  that  gliding  is  not  always  plain  sailing,  Fokker 
showed  a  glider  crash  which  took  place  in  Germany.  The 
picture  showing  Hentzen,  the  famous  German  record-holder, 
flying  the  Hannover,”  Vampyr,”  was  viewed  with  particular 
interest. 

After  the  “  pictures,”  visitors  were  entertained  to  luncheon 
at  the  Peacehaven  Hotel,’  and  later  in  the  afternoon  they 
proceeded  out  to  the  hill  on  which  Mijnheer  Fokker  had 
erected  his  tent-hangar.  The  weather  was  not  very'  favour¬ 
able  for  gliding,  what  little  wind  there  was  coming  from  the 


Lifting  the  Fokker  Glider  over  the  heads  of  the  crowd 
before  the  start  of  the  flight. 
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Fokker  steadying  the  tail  of  his  glider  as  it  is  being  lifted  out  of  the  hangar.  On  the  right  the  famous  Dutch 

pilot- designer  is  seen  in  the  seat  of  his  glider. 


opposite  direction  to  what,  had  been  expected.  i>.,  from  north¬ 
east  instead  of  from  sooth-west.  There  was  nothing  for  it 
hut  to  haul  the  machine  across  to  the  hill  opposite.  This  was 
accomplished  by  towing  the  machine  behind  a  motor-car, 
the  glider  sliding  alone  easily  on  its  steel-shod  skids,  and 
Fokker  sitting  111  Ins  seat. 

By  the  time  the  glider  had  been  transported  across  to  the 
top  of  the  bill  opposite  the  wind  had  dropped  entirely,  and 
t'ukkcr  expected  some  difficulty  in  getting  the  machine  otf 
without  a  head  wind  to  help  him.  A  start  was  made  about 
lour  o'clock,  twelve  men  hauling  lustily  on  the  towing  rope. 
The  speed,  however,  proved  insufficent,  and  the  glider  refused 
to  come  “un  iuck.”  Jt  ivas  then  brought  back  to  the  top 
of  the  hill,  and  a  motoi  car  was  substituted  fur  the  man-power. 


After  getting  up  to  a  speed  of  about  20  m.p.h.  the  machine 
rose,  the  towing  rope  was  cast,  off,  and  the  glide  commenced. 

The  machine  flew  quite  slowly,  and  did  not  appear  to  drop 
very  rapidly,  in  spite  of  the  fact  that  there  was  no  wind  to 
help  it.  A  perfect  lauding  was  made  some  500  yards  from 
the  starting  point,  the  machine  having  remained  aloft  for 
approximately  45  seconds.  The  absence  of  noise  made  the 
flight  seem  quite  remarkable,  the  only  sound  being  a  slight 
swishing  as  the  machine  passed  overhead. 

Among  the  spectators  we  noticed  Maj.-Genl.  Sir  Sefton 
Brancker,  Director  of  Civil  Aviation,  and  Commander  Pen-in. 
Secretary  of  the  Royal  Aero  Club.  The  Fokker  glider  is 
going  to  the  competition  at  .It  ford  Hill  by  the  end  of  the  week, 
and  will  probably  be  flying  again  on  Monday. 


FOKKER’S  FIRST  FLIGHT  IN  ENGLAND  :  The  upper  photograph  shows  the  first  start,  which  was  unsuc¬ 
cessful.  For  the  next  start  the  machine  was  towed  by  a  motor-car,  and  the  machine  got  into  the  air  as  shown 

in  Die  lower  picture. 
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LONDON  TERMINAL  AERODROME 


Monday  evening,  October  y,  1922. 
Till-  first  machine  oil  the  regular  Daimler  service;  lo  Holland 
left  a  J'uv  minutes  after  y  a  m.  today  with  tliree  passengers 
ami  a  load  of  newspapers  l’ur  Rotterdam,  for  the  present 
the  Daimler  Airway  will  run  one  machine  to  Holland  in  the 
morning,  and  this  is  scheduled  to  return  to  i.ondon  in  the 
afternoon. 

The  K.L.M.  machine  has  been  altered  from  to  a.m,  to 
11  to  a  m.,  while  their  machine  from  Holland  will  start 
in  the  morning,  instead  of  at  2  p.m  as  hitherto. 

Negotiations  and  arrangements  with  the  German  Govern¬ 
ment  have  now  reached  a  point  where  the  extension  of  the 
service  to  Ilamhurg,  at  the  end  of  the  month,  becomes  almost 
a  certainty,  and  it  is  expected  that  the  service  to  Beilin 
should  be  in  running  order  before  the  end  of  the  year.  On 
Thursday  last,  it  was  arranged  that  the  Daimler  Airway 
should  run  the  first  internal  air  service  in  Britain,  and,  by 
the  end  of  the  month,  they  hope  to  have  a  regular  daily 
service  between  London  and  Manchester. 

The  Object  of  this  service  is  to  connect  Manchester  direct 
with  the  services  radiating  from  the  London  air  station  to  the 
continent,  and  the  present  intention  is  to  run  an  early 
morning  service  from  Manchester  to  Croydon  in  time  to 
catch  machines  leaving  ior  Holland,  Cologne  and  Paris, 
while  the  return  service  to  Manchester  will  leave  London 
after  the  machines  from  the  continent  have  arrived  at 
Croydon.  There  wall  of  course  be  some  modification  of  tin's 
plan  during  the  winter  months,  but  it  is  expected  that  this 
scheme  will  work  well  during  the  flying  season,  and  will 
bring  Paris  within  five  hours  of  Manchester. 

A  New  Daimler  “  Air  Express  ” 

Gwiist;  to  the  extension  of  their  services,  the  Daimler 
Airway  have  taken  another  D.H. 34  over  from  the  Air 
Ministry,  which  leaves  the  .Ministry  with  one  in  hand  and 
increases  the  Daimler  fleet  to  four,  all  D.H.p-’s  with  Rapid 

l.ion  engines. 

The  instone  Air  Line  are  having  a.  rush  of  passengers 
between  London  and  Cologne.  So  great  is  the  demand  for 
seats  that  on  many  occasions  they  have  been  compelled  to 
put  011  an  extra  machine  as  far  as  Brussels  to  cope  with  the 

0  0 


hookings.  After  a  bad  start,  owing  to  the  log.  at  t  hi  beginning 
u!  the  week,  the  service  has  settled  down  and  is  now  running 
smoothly  In  fact,  several  remarkably  rapid  journeys  o 
just  over  3  Ins.,  as  against  the  scheduled  4$  firs.’  have’ been 
made  between  London  and  Cologne. 

Officials  of  the  Air  Ministry  have  been  flying  to  and  from 
Paris  during  the  week  iu  De  Ifavillaml  “  air-taxis."  The 
other  morning  General  Testing  left  Paris  at  7  a  rn.,  and  was 
at  Croydon  soon  alter  q  a.m..  while  General  Bra  miser  and 
Colonel  Plainly  have  been  across  during  the  week  Runiotu 
ha-,  ii  that  they  are  fixing  up  the  details  of  the  experimental 
night  service  which  is  to  be  tun  during  the  winter. 

Sound- Ranging  Experiments  to  Begin 

Thk  additional  story  which  has  been  built,  on  the  control 
tower  is  now  being  fitted  with  the  sound-ranging  device  for 
which  it  was  designed,  and  it  is  hoped  to  begin  experiments 
with  this  during  the  week.  The  instrument  has  two  square 
megaphone  arrangements  which  can  be  revolved  in  all  diror- 
tions  and  elevated  from  the  inside  of  the  tower  so  that  their 
mouths  can  point  in  any  direction  towards  a  machine  in  flight 

C..M.A.  Air  Lines  are  to  have  Breguet  “  Leviathans  “ 
on  theii  services,  Mr.  Grostils,  their  London  manager,  tell-, 
me  that  a  number  ot  these  machines  are  already  on  order 
but  he  does  not  think  they  will  be  in  service  before  the  spring 
ol  1 0 z 4 .  1  here  has,  it  appears,  been  a  considerable  amount 
of  trouble  with  the  grouping  of  the  four  engines  round  a 
single  propeller,  and  in  the  service  type  of  machine  two  sets 
of  two  engines  will  be  installed. 

There  was  some  excitement  on  the  aerodrome  in  the 
early  part  ol  the  week  when,  throughout  the  whole  of  one 
day,  the  aerodrome,  was  shrouded  in’ mist  so  that  at.  times 
it.  was  impossible  to  see  across  it.  The  cone-light  was 
working,  and  bombs  and  rockets  fired  as  incoming  machines 
were  expected  ;  and,  although  their  engines  could  be  heard 
droning  overhead,  they  Could  not  be  seen.  All  landed 
safely ,  however,  and  the  pilots,  when  they  had  descended 
being  asked  if  t  hey  could  see  the  cone  light  and  "  fireworks  ’’ 
caused  great  surprise  by  stating  that  they  could  set  the 
aerodrome  when  to  miles  away,  although  on  the  ground  the 
visibility  was  less  than  r.ooo  yards.  So  that  the  firework 
display  had  been  in  vain 
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THE  LONDON-CONTINENTAL  SERVICES 

FLIGHTS  BETWEEN  OCTOBER  I  AND  OCTOBER  7,  INCLUSIVE 


Paris-Croydon . 

Croydon-Brussels- 

Cologne 

Cologne  Brussels- 

Croydon 

Croydon— Rotterda  m 
Rotterdara-Croydon 


Total  for  week 


9§ 

9 1 
6 
6 


go 


37 

■I  6 

3 

3 

3-1 


6 

6 

34 


1 > 

6 


68 


5 

9 

6 
fi 


92 


1  53 

d  17 

2  44 
2  48 


D.L1.  34  G-EBB1  (2I1.  6m.) 

D.H.  34  G-EBBIJ  (2h.  20m.) 

D.H.  34  G-EBBV  (4I1.  11m.) 
D.il.  34  G-EBBY  (3b.  20m.) 
Fukkcr  H-NABS  (ah.  pn.) 
Fokker  H-NABN(2h.  4m.) 


B.  (4),  D.H  9  (1),  D.H.  tf»  (1), 
D*ll-34  (3),G.(io>,  1I.PAY.8B 
(3)  v 

B.  (5),  D.H,  y  (i),  D.IL  34  (3). 
G.  (u),  1I.P.W.8B  (3).  1 

D.H.  ,  (1),  D.H.  34  (3),  Vi.  (i) 

D.il.  4  (1),  D.il.  34  (3).  Vi.  (,). 

F.  (4). 

F-  (5). 


t  Including  certain  journeys  when  stops  were  made  en  rout t 
§  Four  Croydon-Brussels  only.  ||  Four  Brussels -Croydon  only. 

Br.  =  Bristol.  Bt.  =  B.A.T.  D.H.4  =  De  Holland  4,  D.H.9  (etc.;. 


*  Not  including  "  private  “  flights. 
t  Including  certain  diverted  journeys. 

Vi“  VtayT  SS4  ‘-seal 

.tl7sgbts  “n  D  H  'ys  “d  ***** 


October  12,  1922 


NOTICES  TO  AIRMEN 


France  :  Abbeville  Aerial  Lighthouse 

The  aerial  lighthouse  at  Abbeville  now  exhibits  a  white 
group  Hashing  light,  the  characteristic  of  which  is  the  letter  F 
of  the  Morse  code,  repeated  every  10  seconds,  thus  > — 
Flash  0.5  sec.,  eclipse  0.5  sec.  Flash  0.5  sec.,  eclipse  0.5 
sec.  Flash  3.0  secs.,  eclipse  0.5  sec — Flash  0.5  sec,,  eclipse 
4.0  secs. 

Previous  Notice  affected .—  -Para.  2  of  Notice  to  Airmen  No.  58 
of  iQ22  is  amended  accordingly. 

(No.  09  of  1922.) 

-.Switzerland  :  Aerodromes 

1.  The  following  information  relating  to  Swiss  aero¬ 
dromes  has  been  received  ;  — 

(i)  Dubevdorf  (Zurich). — Joint  Civil  Customs  and  Military 
aerodrome. 

Position, — Lat.  470  24'  N..  long.  8U  38'  E.  Situated  approxi¬ 
mately  1  km.  E.N.E.  of  the  village  of  Dubcndorf  and  S  kins. 
E.N.E.  of  Zurich. 

Dimensions  for  landing. — 1,300  metres  N.W.  to  S.E.  ;  600 
metres  N.E.  to  SAV.  Certain  portions  of  the  rough  ground 
shown  on  the  plan  published  with  Notice  to  Airmen  No.  3 
of  TQ2i  have  been  levelled. 

Landings  in  an  N.E.-S.W.  direction  should  be  made  in  the 
N.W.  portion  of  the  aerodrome  or  in  the  extreme  southern 
portion. 

Altitude  above  sea  level. — 1,450  ft. 

Obstructions . — Two  W/T  masts  and  aerial,  15  metres  (50  ft.) 
in  height  in  N.  comer. 

Signals  and  Markings 

Ground  Markings. — Concrete  letters  DUB,  8  metres  high, 
are  marked  on  the  ground  in  the  W.  corner  of  the  aerodrome, 
immediately  S.  of  the  Customs  Office.  The  letters  are  read 
from  the  West. 

A  white  rectangle,  200  by  roo  metres,  is  marked  on  the 
ground  in  the  N.W.  portion  of  the  aerodrome. 

Signals A  signal  mast  is  situated  in  the  centre  of  the  row 
of  hangars  ranged  along  the  S.W.  side  of  the  aerodrome. 
The  particular  attention  of  pilots  is  drawn  to  the  following  signals 
which  are  flown  from  this  mast  : — A  red  and  white  streamer, 
indicating  that  machines  should  land  or  take  off  towards  the 
S.E.  in  the  immediate  vicinity  ot  the  white  rectangle  A 
black -an d-ivhile  wind,  sleeve,  indicating  that  machines  should 
land  or  take  off  up  wing.  A  red-and-white  ball.,  indicating  that 
school  flights  are  in  progress.  In  order  to  avoid  disturbance 
of  school  flights,  machines  must  land  or  take  off  in  a  N.W.-S.K. 
direction,  parallel,  and  as  close  as  possible,  to  the  row  of 
hangars  along  the  S.W.  side  of  the  aerodrome. 

Sight  Markings.-  1  lie  following  night  landing  arrange¬ 
ments  are.  put  into  operation  only  by  special  request : — 

A  revolving  lighthouse  is  situated  on  the  large  hangar 
immediately  N.  of  the  Customs  Office.  The  lighthouse 
exhibits  a  gt  ecu  or  red  light,  revolving  with  a  white  horizontal 
beam.  The  green  light  indicates  that  landings  may  take  place, 
and  the  red  l  ight  that  landings  are  forbidden. 

All  Obstructions  immediately  surrounding  the  aerodrome, 
ix. ,  hangars,  W/T  masts,  etc.,  are  marked  by  red  obstruction 
lights. 

A  landing  L  of  petrol  flares  is  set  out.  Machines  should 
land  along  the  long  arm  towards  the  short  arm ;  the  latter 
indicates  the  extremity  of  the.  landing  area. 

Accommodation,  etc-  Hangars  are  available  for  aircraft  of 
all  .sizes.  Repairs'  mav  be  executed  in  the  workshops  of  the 
Military  Air  Service.  Petrol  and  oil  (all  kinds)  are  available. 

Telephone  Nos. — Dubcndorf  56  and  Zurich-Selnau  47. 

Customs  Regulations. — Previous  notification  of  projected 
arrival  should  be  given  by  telephone  in  order  that  Customs 
examination  may  be  arranged. 

Landing  Hours. — The  aerodrome  is  closed  at  dusk.  Aircraft 
requiring  to  land  later  must  give  previous  intimation. 

(Note. — The  R.F.  of  1/12,500  given  at  the  foot  of  the  plan 
published  with  N.  to  A.  No.  3  of  1921  is  incorrect,  the  plan 
actually  being  reproduced  to  the  scale  of  1/15,500 .) 

(ii)  Sternenfeld  (Basle). — Civil  landing  ground  owned  by 
“  Soci6t6  Aviatik,  beider  Basel.” 

Position. — Lat.  470  33'  N.,  long.  7°.  38'  E.  Situated  3  kms. 
E.  of  centre  of  Basle,  in  the  bend  of  the  Rhine,  on  the  south 
side. 

Dimensions  for  landing. — 425  metres  E.-W.,  and  210  metres 

N.-S. 

Altitude  above  sea  level. — 260  metres  (853  ft.). 

Surface. — Flat  and  grass  covered.  Care  should  be  exer¬ 
cised  Work  is  not  yet  finished,  and  some  parts  of  the  surface 
are  still  dangerous.  The  ground  is  liable  to  be  flooded  during 
winter. 


Obstructions , — H  an  gar  in  S.W.  corner.  Factory  with 
chimneys,  20  metres  (65  ft.)  high  and  high-tension  electric 
tallies,  200  metre-  S.  of  ground. 

Accommodation. — One  wooden  hangar  22  metres  long  by 
17  metres  wide.  Door  height  4.5  metres,  and  width  if> 
metres. 

Supplies,  etc.  -  Petrol  and  oil  may  be  obtained  and  repairs 
may  be  arranged  in  Basle. 

Personnel,  etc. — The  aerodrome  is  not  permanently  occupied, 

(iii)  Porrcntruy. — This  aerodrome  no  longer  exists. 

2.  Previous  Notices. — The  text  of  Notice  to  Airmen  No,  3 
of  192 x  is  cancelled  and  replaced  by  para,  t  (i).  A  revised 
plan  is  not  being  issued  at  present.  Part  of  para.  2  (Porron- 
truy)  of  Notice  to  Airmen  No.  17  of  1920  is  cancelled  by 
para.  1  (iii). 

3.  Authority. — “  Office  Aerien  Federal  ”  of  Switzerland. 
(No.  100  of  1922.) 

Wireless  Telegraphy  Stations  in  Operation  in  connection 
with  Civil  Air  Routes 

lx  is  hereby  notified:-- 

1.  With  effect  from  October  1,  1922,  the  British  Meteoro¬ 
logical  synoptic  message  issued  at  0200  G.M.T.  will  be 
transmitted  on  4.100  metres  CAV.  instead  of  on  1.400  metres 
C.W. 

2.  The  table  in  para.  1  of  N.  to  A.  No.  45  of  1922  and 
para.  1  of  N.  to  A.  No.  65  of  1922  arc  amended  accordingly. 

(No.  105  of  1922,) 

Aerodromes  for  Civil  Use  :  Consolidated  List 

It  is  notified  by  the  Air  Ministry  that  :  — 
x.  Aerodromes,  Seaplane  Stations  and  landing  grounds, 
open  to  civil  aviation  in  the  United  Kingdom,  and  Service 
and  Civil  stations,  available  to  civil  aircraft  in  case  of  emer¬ 
gency  only,  arc  shown  in  the  lists  (A  to  E)  which  have  been 
corrected  to  October  r,  1922. 

2.  The  lists  are  classified  as  follows,  each  aerodrome  or 
finding-ground  being  given  in  alphabetical  order 

List  A  — Government-owned  Aerodromes  available  for  civil 

flying,  at  which  accommodation  exists. 

(a)  Civil  Aerodromes .  (b)  Service  Stations. 

List  B.* — Aerodromes  available  for  civil  machines  in  emergency 

only. 

(a)  Permanent  Service  Stations.  ( b )  Stations  temporarily 
retained  for  Service  purposes,  (c)  Civil  Stations. 

*  N.B. — The  Aerodromes  in  Section  (a)  Permanent  Service 
Stations  and  Section  (h)  Stations  temporarily  retained  for  Service 
purposes,  except  aerodromes  which  are  within  a  prohibited 
area  (< e.g ,,  Gosport),  may  be  used,  until  further  notice,  in 
addition  to  cases  of  real  emergency  : — 

(i)  For  refuelling  in  the  course  of  journeys  where  no 

civil  facilities  exist 

(ii)  For  landing  of  passengers  proceeding  to  a  destination 

near  the  aerodrome  concerned. 

No  guarantee  can  be  given  that  any  R.A.F.  transport  will 
be  available,  or  that  the  machine  can  be  housed  in  such  cases. 

Where  possible,  notice  of  intention  to  use  any  such  aero¬ 
drome  should  be  given  in  advance  to  the  Officer  Commanding. 

List  C. — Licensed  Civil  Aerodromes 
Civil  Aerodromes  licensed  for  all  types. 

List  D. — Unlicensed  Private  Aerodromes. 
Aerodromes  available  for  civil  machines  only  by  special  per¬ 
mission  of  the  owners,  or  in  emergency. 

List  E. — Emergency  Landing  Grounds 
Unless  otherwise  indicated,  no  accommodation  for  aircraft 
exists  at  these-  stations. 

3.  Customs  Stations. — The  only  aerodromes  at  which 
Customs  facilities  exist  at  present  are  Croydon  and  Lvmpne. 

4.  It  should  be  clearlv  understood  that  these  lists  are  purely 
provisional,  and  are  subject  to  alteration  from  time  to  lime. 
Such  amendments  are  published  periodically  as  ”  Notices  to 
Airmen.” 

5.  In  those  cases  in  which  it  is  stated  that  accommodation 
does  not  exist,  no  facilities  other  than  the  actual  landing 
grounds  are  available. 

6.  No  guarantee  can  be  given  at  the  present  time  that 
personnel  to  handle  aircraft  is  available  either  at  the  Service 
Stations  or  at  the  Civil  licensed  aerodromes. 

7.  Notices  to  Airmen  Nos.  35,  45,  52,  and  60  of  the  year 
1922  are  cancelled. 

(No.  107  of  1922.) 
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Who  asked  for  the  kite-balloons? 

An  d  who  discovered  them  ? 

What  the  re-transfer  "  scoop  ”  meant  to  the  aerodrome 
“  all  at  ''-purchaser  ? 

Commander  F.  W.  M.  Boothy  is  as  usual  practical  and 
to  the  point  in  a  communication  regarding  the  helpful 
advantages  of  the  airship  in  the  passing — we  hope — Near 
East  complications.  Commander  BoothEjy’s  idea  is  that : — 

“  Constantinople  could  be  reached  by  airship  from  England 
in  twenty-four  hours.  One  or  two  of  our  existing  airships 
now  decaying  in  the  hands  of  the.  Air  Ministry  could  cany 
fuel  for  a  flight  there  and  back  with  a  moderate  load.  It 
would  be  feasible  to  construct  airships  to  cany  six  aeroplanes 
in  flying  order  to  the  Near  East  and  have  them  on  service 
there  in  thirty-six  hours.  If  we  are  packing  and  dispatching 
aeroplanes  by  sea  it  is  doubtful  if  they  can  be  flying  where 
required  in  less  then  three  weeks  from  the  order  for  their 
dispatch  being  given.  Speed  of  concentration  is  everything 
in  Avar,  emphasised  specially  in  air  war.  Only  airships  permit 
of  the  most  rapid  concentration  where  distances  of  over  one 
thousand  miles  have  to  be  covered.  Sea  transport  will 
always  be  required  for  heavy  guns,  stores,  etc,,  lout  men, 
aeroplanes,  light  guns  are  best  transported  by  airship.” 

To  be  hoped  these  aircraft  were  not  also  mixed  up  in  the 
"  all  at  "  price  ! 

Perhaps  less  expensive  and  equally  effective  for  the 
purpose,  irrespective  of  its  accomplishment,  was  the  natural 
incident  on  Sunday  of  the  flight  from  Croydon  to  Con¬ 
stantinople  of  Maj.-Gen.  Sir  Warren  Hastings  Anderson, 
on  a  D.H.  37  aeroplane,  under  the  unerring  guidance  of 
Mr.  Alan  J.  Cobham.  The  “  incident,”  where  noticed  at 
all,  was  received  by  way  of  an  ordinary  passing  event, 
which  is  all  to  the  good  of  the  cause.  Presently,  by  air  will  be 
”  the  only  wa.y  ”  for  most  folk. 

M.  Fokkek — as  the  decision  stands  at  present — is  to  be 
barred  from  exhibiting  at  the  Paris  Aero  Salon  in  December 
next.  This  is  but  an  echo  of  the  absurd  action  which 
resulted  from  Fokker’s  exhibiting  at  last  year’s  Paris  Salon. 
It  is  to  be  hoped,  in  the  cause  of  aeronautical  progress,  there 
is  sufficient  independent  thought  with  the  Members  of  the 
Chambre  des  Industries  Aevonautiques  to  see  that  their 
Executive  Committee  reconsider  such  a  narrow-minded 
veto. 

Besides  many  ordinary  matters  of  importance  coming 
forward  at  the  next  International  Commission  for  Air 
Navigation  on  October  20,  at  Old  Palace  Yard,  Westminster, 
is  one  which  should  receive  strong  support,  viz.,  the  revision 
of  one  of  the  existing  articles  which  at  present  handicaps 
the  extension  of  cross-continental  routes.  At  present. 
Article  5,  as  it  stands,  prevents  any  of  the  contracting  States 
from  allowing  aircraft  of  non-contracting  States — including 
ex-enemy  States — flying  over  their  territories.  The  French 
delegation  will  propose  an  amendment  whereby  any  individual 
State  will  be  empowered  to  make  direct  agreement  with  any 
non-contracting  State  with  which  it  desires  to  establish 
flying.  A  clause  of  this  character,  as  originally  passed,  is 
likely  to  have  the  contrary  effect  to  that  no  doubt  intended, 
to  force  in  any  State  holding  aloof.  It  is  only  prejudice  that 
would  support  such  isolation,  and  there  is  nothing  like 
practical  experience  of  the  advantages  occurring  from  co¬ 
operation  to  bring  such  obstina.cy  to  heel. 

A  propos  of  that  unfortunate  contretemps  of  James’s  with 
liis  maps  in  the  Coupe  Deutsch,  the  French  papers  have, 
generally  speaking,  refused  to  accept  James’s  explanation. 
Not  a  few  of  them  have  given  other  “  explanations  ”  of  what 
happened,  all  of  them  wide  of  the  mark  and  quite  untrue. 
It  is  therefore  all  the  more  refreshing  to  find,  among  the 
French  Press,  one  gentleman  and  one  journal,  at  any  rate. 


who  have  not  lost  the  courtesy  and  chivalry  with  Avhicli  avc 
have  always  credited  our  French  Allies.  In  the  October  3 
issue  of  L’ Aero-Sports,  M.  Roger  Fabric,  the  distinguished 
Redactcur  en  Chef  of  that  journal,  publishes  an  article  which 
he  heads  "  La  .Mauvaise  Parole.”  In  this  he  takes  exception 
to  statements  made  in  other  French  papers,  notably  La  Journal, 

With  regard  to  the  statement,  attributed  by  M,  Labric  to 
“  Comrade  Rafl'alovitch,”  of  Le  Journal,  that  James's  thermo¬ 
meter  registered  no  degrees  after  he  landed,  M.  Labric  has 
interviewed  M.  Lamblin,  who  informed  him  that  the  thermo¬ 
meter  never  exceeded  70  degrees.  He  also  quotes  from  Lc 
Journal  the  following  :  '*  Besides,  a  slight  fracture  appeared 
on  the  top  plane  of  his  machine,  and  it  is  probable  that  not 
wishing  it  to  come,  off  in  the  air,  James  wisely  preferred  to 
land  rather  than  risk  a  catastrophe.”  M.  Labric's  comments 
upon  this  statement  are  forcible  and  to  the  point.  ”  How 
the  devil,”  he  says,  "could  James  discover,  from  his  seat,  a 
fracture  which  did  not  exist  and  never  did  exist  except  in 
the  imaginative  mind  of  Raffalovitch  ?  ” 

“The  foreigners,”  M.  Labric  concludes,  "  take  the  trouble, 
to  come  and  race  here,  at  great  expense,  and  it  is  thus  that 
they  are  received  and  sympathised  Avith  in  their  misfortune, 
ft  is  not  only  a  lack  of  courtesy  and  of  truth,  but  it  is  also 
unsportsmanlike  in  the  highest  degree.” 

Would  that  there  were  a  few  more  sportsmen  like  M. 
Labric. 

Our  distinguished  French  confrere  then  suggests  that 
James  be  persuaded  not  to  leave  1' ranee  until  he  lias  had  an 
opportunity'  of  flying  his  machine,  over  the  measured  kilo¬ 
metre  course,  his  times  to  be  taken  by  the  same  chrono- 
metreurs  as  those  who  timed  Sadi  Lccointe.  This  lias  noAv  been 
done,  and  the  average  speed  attained  by  James  on  the 
Mars  I  was  one  kilometre  in  10.55  seconds,  corresponding  to 
a  speed  of  341*4  kilometres  (an  -7  miles)  per  hour.  Sadi's 
record  was  of  212*6  m.p.h.  Thus  the  machines  are  near 
enough  of  the  same  speed. 

Can  anyone  give  us  the  address  of  Liverpool  ?  We  want 
to  get  at  the  valuable  contributor  to  one  of  that  city’s 
"  newspapers  ”  of  the  following  little  perpetration  : — 

”  LONDON-NEW  YORK  IN  A  DAY  ! 

American  Air  Company’s  Project. 

Possible  in  Two  Years. 

The  establishment  of  a  Trans- Atlantic  air  service  Avithin 
the  next  twro  years  is  a.  possibility. 

"  According  to  information  which  has  reached  London  it 
is  learned  that  a  scheme  is  already  being  prepared  by  an 
American  corporation  called  "  General  Air  Service  "  which 
has  powerful  financial  interests  behind  it. 

”  The  co-operation  that  will  be  required  on  this  side  of 
the  Atlantic  is  sure  to  be  forthcoming,  it  is  stated,  so  that 
travellers  may  look  forward  to  journeying  from  London  to 
New  York  and  back  in  about  two  days. 

"  Plans  are  in  hand  for  the  organisation  of  a  company  to 
build  the  airships,  the  General  Air  Service  being  an  operating 
company  only.  The  air  lines  will  be  huge  ships  with  a 
passenger  capacity  of  ioo,  and  will  be  capable  of  a  maximum 
speed  of  100  miles  an  hour. 

"  The  airships  will  be  fitted  with  luxurious  quarters  attached 
to  the  frame  of  the  ship  and  so  arranged  that  noise,  fumes  and 
discomforts  of  any  kind  are  well  nigh  impossible.  Lounges 
and  smoking-rooms  will  ensure  comfort  during  the  day,  and 
luxurious  sleeping  quarters  will  make  night  travel  of  the 
pleasantest  nature.  The  sanitary  arrangements  will  leave 
nothing  to  be  desired,  and  an  adequate  dining  service  will  be 
provided.” 

As  motive  power  is  not  mentioned  probably  the  forth¬ 
coming  glider  experiments  are  to  form  the  basis  of  the  whole 
scheme.  Isn’t  it  wonderful  ?  as  poor  Charlie  Bertram,  the 
conjurer,  used  to  say. 
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THE  WORK  OF  S.  P.  LANGLEY 


Professor  L.  Bairstow,  Chairman  of  the  Royal  Aero¬ 
nautical  Society,  chose  the  above  subject  for  bis  first  lecture 
of  the  season  (given  on  October  5  at  the  Royal  United  Service 
Institute),  in  order  to  draw  attention  to  a  first  rate  example 
of  systematic  enquiiy,  the  type  of  enquiry  properly  called 
scientific.  "Progress  was  made,”  Professor  Bairstow  said, 
"  step  by  step  in  the  face  of  formidable  difficulties,  and  no 
attempts  were  made  to  solve  the  problems  of  mechanical 
flight  by  bursts  of  brilliance  of  the  type  known  as  the 
invention  of  genius.  To  my  mind  this,  the  scientific  method, 
is  most  suitable  for  the  great  bulk  of  human  endeavour,  and 
we  should  accept  the  phenomenal  leaps  of  some,  individuals 
as  the  exception  rather  than  the  rule.  The  influence  of 
Langley  lies  in  the  force  of  example  and  the  spirit,  of  his 
work  rather  than  in  the  permanence  of  his  data.  It  is 
probably  not  wide  of  the  mark  to  say  that  the  experimental 
results  of  Langley  are  now  rarely  appealed  to,  since  they 
have  been  succeeded  by  others  of  greater  accuracy  and  more 
immediate  applicability,  and  yet  who  can  doubt  that  the 
whole  course  of  aviation  was  largely  determined  by  the 
efforts  of  this  one  man.  Without  him  I  think  it  almost 
certain  that  dying  would  not  have  been  ready  for  the  Great 
War,  with  consequences  which  we  can  imagine,” 

The  lecturer  then  referred  to  the  "  Langley  Memoir  011 
Mechanical  Flight,”  published  in  1911,  in  which  the  first 
part  was  written  by  Langley  himself  (and  covered  the  period 
1887-1896),  the  second  part  by  Charles  M.  Manley,  Langley’s 
chief  assistant  (covering  the  period  1897-1903}.  *'  The  end 

of  this  period,"  Professor  Bairstow  said,  ”  is  significant, 
coinciding  almost  precisely  with  the  earliest  successes  of 
the  Wright  brothers.  The  record  after  that  date  has  been 
marred  by  the  Hammondsport  trials  on  the  modified  Langley 
aeroplane.  I  want  you  to  leave  those  trials  out  of  your 
account,  for  they  have  nothing  to  do  with  Langley  and  his 
methods.” 

Regarding  a  quotation  from  Langley  ('  1  have  brought 
to  a  close  the  portion  of  the  work  which  seemed  to  be  specially 
mine — the  demonstration  of  the  practicability  of  mechanical 
flight — and  for  the  next  stage,  which  is  the  commercial  and 
practical  development  of  the  idea,  it  is  probable  that  the 
world  may  look  to  others.  The  world,  indeed,  will  be  supine 
if  it  do  not  realise  that  a  new  possibility  has  come  to  it, 
and  that  the  great  universal  highway  overhead  is  now  soon 
1<j  be  opened  ’),  the  lecturer  said  :  — 

"In  that  short  passage  is  much  of  interest;  it  points 
out  the  unknown  amount  of  work  involved  in  a  particular 
piece  of  research,  and  that  the  reward  is  often  in  internal 
satisfaction  and  not  commercial  return.  To  the  scientist  the 
financial  returns  arc,  1  think,  rightly,  less  appreciated  than 
the  successful  campaign  against  difficulties,  though  he  must, 
since  he  belongs  to  the  animal  kingdom,  pay  such  attention 
to  the  former  as  will  keep  body  and  mind  fit  for  the  task. 

”  1  think  Langley  might  well  be  satisfied  with  the  help 
that  he  has  given  to  others,  though  he  might  wish  to  reiterate 
his  concluding  paragraph  to  a  world  which  has  allowed 
20  years  to  lapse  without  realising  the  value  of  the  opening 
of  the  great  universal  highway.  Possibly,  however,  he  might 
exhibit  some  of  the  patience  shown  in  his  experimental 
work  and  see  sufficiently  steady,  if  slow,  progress  towards 
the  goal  he  foresaw. 11 

”  It  appears,”  the  lecturer  said,  ”  that  the  pursuit  of 
knowledge  requires  some  courage,  and  Langley  impresses  one 
as  having  been  able  to  recognise  home  truths  with  detachment 
and  humour.  In  one  passage  he  says  :  '  It  has  taken  me, 
indeed,  but  a  few  years  to  pass  through  the  period  when  the 
observer  hears  that  his  alleged  observation  was  a  mistake  ; 
and  the  period  when  he  is  told  that  if  it  were  true  it  would 
be  useless ;  and  the  period  when  he  is  told  that  it  is 
undoubtedly  true,  but  that  it  has  always  been  known.'  It 
sounds  like  modern  history  instead  of  25  years  ago,  and 
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U  wonder  how  many  cold  shivers  are  passing  down  our  backs 
at  the  thought  that  we  may  be  saying  such  things  ourselves. 
Of  course  it  is  not  likely,  but  then - 

"Throughout  his  writings,”  the  lecturer  continued, 
”  Langley  made  a  clear  distinction  between  two  subjects 
which  he  called  ‘  aerodynamics 1  and  '  aerodromics,’  a 
distinction  which  still  exists,  but  is  differently  described. 
His  divisions  correspond  very  closely  with  the  modern 
expressions  '  performance  ’  and  ‘  control  and  stability,' 
both  of  which  are  now  regarded  as  branches  of  aerodynamics. 
The  scientific  advisers  of  the  Air  Ministry  are  more  and  more 
turning  to  the  study  of  '  aerodromics/  on  which  progress 
towards  safety  is  seen  to  depend  very  largely.  Its  problems 
are  very  difficult  at  the  present  time,  and  in  the  absence  of 
scientific  executive  direction  progress  will  continue  to  be  slow. 

“  There  is  little  present  evidence  of  the  spirit  of  Langley, 
which  takes  up  a  task  so  great  that  '  to  cover  it  no  lifetime 
would  have  sufficed.'  Team  work  may  be  continuous,  but 
the  work  of  an  individual  is  necessarily  limited  by  the  length 
of  his  active  years  of  life.  If,  however,  the  team  is  to  be 
steady  it  must  be  well  guided,  and  we  have  yet  much  to 
learn  in  the  methods  of  doing  this.  Mould  Langley,  who 
saw  so  clearly  the  broad  future  of  aviation,  or  a  non -scientific 
man  have  been  the  better  director  of  research  ?  ” 

The  lecturer  described  the  experiments  conducted  by 
Langley  from  the  year  18S6,  his  disappointments  and  successes. 
He  aimed  at  demonstrating  the  possibility  of  mechanical 
flight,  and  to  him  there  was  no  noteworthy  distinction 
between  demonstration  on  a  model  and  on  a  man-carrying 
aeroplane,  In  May  and  November,  1896,  flights  were  made 
with  model  aeroplanes  fitted  with  a  steam  engine  that 
produced  1  h.p.  to  T-i  h.p.  and  weighed  a  little  over  5  lbs. 
No  pilot  was  carried.  The  machines  were  launched  from  a 
track  over  water.  In  the.  first  flight  the  distance  traversed 
was  a  little  over  3,000  ft.,  at  a  rate  of  from  20  to  25  m.p.h. 

The  lecturer  then  showed  slides  illustrating  the  Langley 
man-carrying  machine,  and  gave  some  particulars  of  weights, 
areas,  etc.,  as  well  as  making  reference  to  the  unsuccessful 
attempts  at  free  flight  with  the  full-size  machine. 

"  The  end  of  Langley’s  work,”  said  the  lecturer,  ”  did 
not  come  from  lack  of  spirit,  for  he  considered  it 
desirable  to  continue  the  experiments,  but  the  adverse 
opinions  expressed  in  Congress  and  elsewhere  led  to  the 
suspension  of  operations.  Later  on,  in  1904,  ‘  it  was  found 
that  while  a  number  of  men  of  means  were  willing  to  assist 
in  the  development  of  the  aeroplane,  provided  arrangements 
were  made  for  later  commercialisation,  none  were  ready  to 
render  the  assistance  from  a  desire  to  assist  in  the  prosecution 
of  scientific  work.'  " 

In  conclusion  Professor  Bairstow  said  : — 

”  Is  not  this  sketch  rather  an  indication  that  Boards — 
including  Air  Ministerics — cannot  utilise  the  enthusiasm  of 
scientists  under  their  control  ?  What  is  wrong  ?  Is  it  the 
Air  Ministry  or  the  scientist,  or  both  ?  Can  an  administrator 
who  has  no  scientific  knowledge  direct  the  work  of  scientists  ? 
Has  B  itain  ever  allowed  a  fair  trial  to  the  executive  control 
of  scientific  work  by  a  man  of  science  ?  How  often  have 
men  of  science  been  placed  on  advisory  bodies  and  their 
advice  ignored  ?  I  am  not  going  to  answer  my  own  ques¬ 
tions  ;  m  one  aspect  the  ground  is  political,  and  concerns 
our  system  of  government,  but  in  another  it  is  a  proper 
subject  for  the  concern  of  a  scientific  and  technical  body 
like  the  Royal  Aeronautical  Society. 

”  I  have  made  my  lecture  rather  long  without  covering 
the  many  interesting  points  in  Langley’s  work  in  more  than 
a  sketchy  manner.  His  speculations  on  soaring  are  worth 
the  attention  of  any  serious  investigator  who  is  trying  to 
account  for  the  phenomenal  success  of  gliders.  I  may  not 
stay  to  deal  with  the  subject  now,  for  the  digression,  to  be 
worth  while,  would  be  long.” 
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ROYAL  AERONAUTICAL  SOCIETY  NOTICES 


Forthcoming  Arrangements. — October  19, 
5.30  p.m.,  Royal  United  Service  Institution, 
Mr.  J.  D.  North.  ”  The  Metal  Construction  of 
Aeroplanes.” 

Owing  to  the  continuance  of  rebuilding 
operations  of  the  Royal  Society  of  Arts, 
Major  A.  R.  Low’s  lecture,  “  A  Review  of 
Airscrew  and  Helicopter  Theory,  with  Aero¬ 
plane  Analogies,”  will  take  place  at  the  Royal 
United  Service  Institution,  Whitehall,  SAV.  1, 
at  5.30  p.m.,  on  Thursday,  November  2. 

Members  are  reminded  that  they  do  not  require  tickets  for 
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lectures,  and  that  the  only  announcement  of  them  is  contained 
in  the  official  notices  to  the  press,  and  in  the  preliminary  notices 
in  the  Aeronautical  Journal. 

The  October  number  of  the  Aeronautical  Journal  contains 
the  following:  Wilbur  Wright  Lecture;  “  Some  Aspects  of 
Aeronautical  Research,”  by  Lieut.-Col.  A.  Ogilvie;  ”  Heli¬ 
copters,”  by  John  Case  ;  “  Stability  Calculations  in  the 

Process  of  Design,”  by  T.  D.  North  ;  ”  Gas  Armour,”  by 
F.  L.  M.  Boothby. 

W.  LOCKWOOD  MARSH, 

Secretary 


October  12,  1 922 
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[War  Office.] 

London  Gazette,  October  3,  192s. 

General  List 

Sir  J.  M.  Salmond,  K.C.B.,  C.M.G.,  C.V.O.,  D.S.O.  (Air  Vice-Marshal, 
R.A.F.),  to  be  tefhp.  Maj.-Gen.  whilst  comdg.  the  Forces  in  Iraq  ;  Oct.  I. 

[Air  Ministry  ] 

London  Gazette,  October  3,  1922. 

General  Duties  Branch 

The  following  arc  granted  short  service  commissions  as  Flying  Officers, 
with  effect  from,  and  seniority  of,  dates  indicated  : — C.  R.  Carr  ;  Sept.  19. 
1.  Glyn-Roberts  ;  Sept.  22.  W.  H.  Stiles;  Sept.  25.  D.  C.  Balfour  is 
granted  a  short  service  commission  as  Flight  Lieut,  for  three  years  on  active 
list,  with  effect  from,  and  seniority  of,  Oct.  1.  G.  A.  Kysh  is  granted  short 
service  commission  as  Flying  Officer  for  three  years  on  active  list,  with 
seniority  of  April  1,  1918  ;  Oct.  r. 

The  following  are  restored  to  full  pay  from  half -pay  : — Air  Commodore 
E.  A.  D.  Masterman,  C.M.G.,  C.B.E.,  A.F.C. ;  Oct.  2  Wing  Comdr.  G.  P. 
Grenfell,  D.S.O.  ;  Sept.  14. 

Fit.  Lt.  F.  J.  Hooper  is  placed  on  the  Retired  List ;  Oct.  3.  Fig.  Off.  W.  B. 


Higgins  resigns  his  short  service  commission  ;  Sept.  13.  Fig.  Off.  R.  S. 
Maitland-Edwards  relinquishes  his  short  service  commission  on  account  of 
ill-health,  and  is  permitted  to  retain  rank  o‘  Lieut. ;  Oct.  4.  Pilot  Off.  F-.  F. 
Kohler  relinquishes  his  short  service  commission  on  account  of  ill-health 
contracted  in  the  Service  ;  Sept.  7. 

Stores  Branch 

Fig.  Off.  L,  G.  Stevenson  is  placed  on  Retired  List  on  account  of  ill-health 
contracted  on  active  service  j  Oct.  4. 

Medical  Branch 

Capt  J.  .T.  Boyle,  Army  Dental  Corps,  is  granted  temporary  commission  as 
Flight  Lieut,  on  atacbment  for  four  years'  duty  with  R.A.F. ;  Oct.  I.  He 
will  continue  to  receive  emoluments  from  Army  funds. 

Nursing  Service 

Miss  M.  McGlynn  is  confirmed  in  her  appointment  as  Staff  Nurse  1  March  1. 

Memoranda 

Lieut.  H.  Balls  relinquishes  his  temporary  commission  on  ceasing  to  be 
employed,  and  is  permitted  to  retain  his  rank  ;  Sept.  19. 


ROYAL  AIR  FORCE  INTELLIGENCE 


Appointments. — The  following  appointments  in  the  Royal  Air  Force  are 
notified :  — 

Group  Captains:  Hon.  J.  D.  Boyle,  C.B.E.,  D.S.O.,  from  No.  7  Group 
Headquarters  (Inland  Area)  to  Headquarters,  R.A.F.,  Iraq  (Supernumerary). 
14.9.23. 

Wing  Comnuinders :  \V.  H.  Primrose,  D.F.C.,  from  School  of  Technical 
Training  (Men)  (Armoured  Car  Details)  (Inland  Area)  to  Headquarters, 
R.A.F,,  Iraq  (Supernumerary.)  14.9.33.  G.  P.  Grenfell,  D.S.O.,  from  Half¬ 
pay  List  to  Air  Miuistry  (C  of  C,).  14.9.22.  D.  L.  Allen,  A.F.C.,  from 

Half-pay  List  to  R.A.F.  Depdt  (Inland  Area).  (Supernumerary.)  20.9.22. 
W.  Tyrrell,  D.S.O.,  M.C.,  M.B.,  from  Research  Laboratory  and  Medical 
Officers*  School  of  Instruction  (Coastal  Area)  to  Basrah  Hospital,  Iraq,  for 
duty  as  O.C.  14.9.22,  B.  A.  I’lavne,  D.S.O.,  M,B  ,  B.A.,  from  Headquarters 
Inland  Area  to  command  Baghdad  Combined  Hospital  (Iraq).  14.9.22. 

C.  T.  Maclean.  D.S.O. ,  M.C.,  from  Headquarters,  Inland  Area,  to  Head 
quarters,  R.A.F.,  India.  19.9.22. 

Squadron  Leaders:  A.  Leviclt,  O.B.E.,  to  Headquarters,  Inland  Area,  to 
Headquarters,  R.A.F.,  Iraq.  14.9,22.  W.  V.  Strugnell,  M.C.,  from  R.A.F'. 
DepOt  (Inland  Area)  to  Aircraft  Depdt  (Iraq).  14.9.22.  W.  G.  Sitwell, 

D. S.C.,  from  Electrical  and  Wireless  School  (Inland  Area)  to  Headquarters, 
R.A.F.,  Iraq.  14.9.22.  F.  G,  D.  Hards,  D.S.C.,  D.F.C.,  Irom  R.A.F.  Depdt 
(Inland  Area)  to  Headquarters,  R.A.F.,  Iraq  (Supernumerary!.  14.9  22. 
F.  H.  W.  Guard,  C.M.G.,  D.S.O.,  from  School  of  Technical  Training  (Men) 
(Armoured  Car  Details)  (Inland  Area)  to  Headquarters,  R.A.F  ,  Iraq  (Super¬ 
numerary).  14.9.32,  A.  J.  Butler.  M.C.,  A.F.C.,  from  R.A.F.  Depdt  (Inland 
Area)  to  Headquarters,  R.A.F.,  Iraq.  14.9,22.  J.  A  Stone,  from  Head¬ 
quarters,  Inland  Area,  to  Headquarters,  R.A.F.,  Iraq  (Supernumerary) 

14.9.22.  R.  P.  Willock,  frorrr  School  of  Technical  Training  (Men)  (Armoured 
Car  Details)  (Inland  Area)  to  Headquarters  Iraq  (Supernumerary).  14,9.22. 
It.  L,  G.  Marix,  D.S.O.,  from  R.A.F.  DepAt  (Inland  Area)  to  Electrical  and 
Wireless  School  (Inland  Area)  (Supernumerary).  25.9.22  W.  W.  Shorten, 
F.  R.C.S.  (£.),  from  Headquarters,  Inland  Area,  to  Baghdad  Combined  Hospital 
(Iraq).  14.9.22.  H.  A.  Hewat,  M.B.,  from  R.A.F  Hospital,  Gran  well, 
to  R.A.F.  Depot  (Inland  Area)  (Supernumerary).  23.9.22.  R.  A.  G.  Elliitt, 
M.B.,  B.A.,  from  Headquarters  (Coastal  Area)  to  Headquarters,  R.A.F., 
Middle  East  (Supernumerary).  16.9.22.  J.  Kemper,  M.B.E. ,  from  Aircraft 
Depot,  Egypt  (Middle  East)  to  No.  4  Flying  Training  School  (Middle 
East).  16.7.22.  A.  U  Higgins,  from  Research  Laboratory  and  Medical 
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Officers’  School  of  Instruction  (Coastal  Area)  to  School  of  Technical  Training 
(Men)  (Inland  Area).  27.9.22.  R.  Leekie,  D.S.O.,  D.S.C.,  D.F.C.,  from 
No.  1  School  of  Technical  Training  (Boys)  (Halton)  to  R.A.F.  Depot  (Inland 
Area)  (Supernumerary).  25.9.22. 

Flight  Lieutenants :  j .  M.  Robb,  D.F.C.,  from  No.  24  Squadron  (Inland 
Area)  to  No.  6  Squadron  (Iraq).  14.9.22.  R.  S.  Aitken,  M.C.,  A.F.C,, 
from  Electrical  and  Wireless  School  (Inland  Area)  to  Headquarters,  R.A.F., 
Iraq.  14.9.22.  H.  M.  K.  Brown,  from  School  of  Technical  Training  (Men) 
(Armoured  Car  Details)  (Inland  Area)  to  Headquarters,  R.A.F'.,  Iraq. 
(Supernumerary).  14.9.22.  E.  P.  Roberts,  M.C,,  D.C.M. ,  from  Headquarters 
(Coastal  Area)  to  No.  6  Squadron  (Iraq).  14.9.22.  F.  L.  C,  Butcher,  from 
Electrical  and  Wireless  School  (Inland  Area)  to  Headquarters,  R.A.F.,  Iraq. 
(Supernumerary.)  14.9.22.  N  H,  Jenkins,  D.F.C.,  D.S.M..  from  No.  24 
Squadron  (Inland  Area)  to  No.  84  Squadron  (Iraq).  14.9.22.  C.  E.  Wardle, 
from  School  of  Technical  Training  (Men)  (Armoured  Car  Details)  (Inland 
Area)  to  Headquarters,  R.A.F. ,  Iraq.  (Supernumerary.)  14.9.22.  G,  F.  P. 
Warren,  from  School  of  Technical  Training  (Men)  (Armoured  Car  Details) 
(Inland  Area)  to  Headquarters,  R.A  F.,  Iraq.  (Supernumerary.)  14.9.22. 
FI.  O.  Fellowes,  from  Headquarters,  Inland  Area,  to  Headquarters,  R.A.F,, 
Iraq.  14.9.22.  II  V.  Drew,  A.F.C.,  from  No.  10  Group,  Headquarters 
(Coastal  Area)  to  Headquarters,  R.A.F.,  Iraq.  (Supernumerary.)  14,0.22. 
W.  H.  EUisou,  from  No.  x  School  of  Technical  Training  (Boys)  (Halton) 
to  Aircraft  Depot  (Iraq).  (Supernumerary.)  14.9  22.  A.  K  Sutton- 
Jones,  from  R  A  F.  Base,  Gosport  (Coastal  Area)  to  Headquarters,  R.A.F,, 
Iraq.  (Supernumerary.)  14.9.22.  A.  H.  Comfort,  from  R.A.F.  Depdt, 
(Inland  Area)  to  Stores  DepOt  (Iraq).  14.9.22.  (Act.  Sq.  Ldr.)  F  Binns, 
M.B.E.,  from  R.A.F.  Depot  (Inland  Area)  to  Headquatters,  R.A.F.,  Iraq. 
(Supernumerary.)  14.9,22.  W.  J.  de  Salis,  D.S.C,,  from  Marine  and 
Armament  Experimental  Establishment  (Coastal  Area)  to  Half  pay  List. 

28.9.22.  W.  K.  Mercer,  from  R.A.F'.  DepOt  (Inland  Area)  to  R.A.F1.  Base, 
Leuchars  (Coastal  Area).  1.1022.  A.  R.  Thomas,  from  Instrument  Design 
Establishment  (Inland  Area)  to  No.  5  Flying  Training  School  (Inland  Area). 

2.10.22.  P.  J.  Flood,  from  Schoo'  of  Technical  Training  (Men)  (Inland 
Area)  to  Headquarters,  R.A.F.,  Iraq.  (Supernumerary.)  14.9.22.  H.  B, 
Troup,  from  No.  1  School  of  Technical  Training  (Boys)  (Halton  Hospital) 
(Halton)  to  Headquarters,  R.A.F.,  Iraq.  (Supernumerary.)  14.9.23. 
D.  Le  Bas,  from  R.A.F.  DepOt  (Inland  Area)  to  Headquarters,  R.A.F. ,  Iraq. 
(Supernumerary,)  14.9.2s. 
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HONOURS 


Awards  to  the  R.A.F.  in  Iraq 


The  King  has  given  orders  for  the  following  promotions 
in  and  appointments  to  the  Most  Excellent  Order  of  the 
British  Empire,  in  recognition  of  distinguished  services  in 
Iraq  during  1Q21.  To  be  dated  February  x,  1932  : — 

C. B.E.  (Military  Division ). — Wing  Commander  W.  F. 
MacNeece,  D.S.O.f  D.F.C.,  R.A.F. 

O.B.E.  ( Military  Division). — Flight  Lieut.  F.  Petch,  M.B.E., 
R.A.F.  ;  Flight  Lieut.  C.  H.  Tancred,  M.B.E.,  R.A.F 
M.B.E.  ( Military  Division). — Flying  Officer  J.  M.  Wyer, 

D.S.M.,  R.A.F.  ;  Flight  Lieut.  A.  P.  Ledger,  R.A.F.  ;  Flight 
Lieut.  E.  C.  W.  Fitzherbert,  D  S.C.,  R.A.F.  ;  Flying  Officer 
J.  W.  Hustwaite,  R.A.F. 

The  King  has  approved  of  the  following  rewards  for  distin¬ 
guished  services  rendered  during  active  service  operations  in 
Iraq  during  1920-21  :• — 

Bar  to  D.F.C. — Flight  Lieut.  C.  B,  S.  Spackman.  D.F.C.  ; 
Flight  Officer  E.  Brewerton,  D.F.C. 

D. F.C. — Sqdn.  Ldr.  W.  Sowrey,  A.F.C.  ;  Flight  Lieut.  M. 
Thomas,  A.F.C.  ;  Flight  Lieut.  PI.  S.  P.  Walmsley,  M.C.  ; 
Flying  Officer  F.  K.  Damant. 

Distinguished  Flying  Medal. — 244308  A.C.  1  T.  G.  Banks, 
47558  Flight  Sgt.  J.  Birch,  39018  A.C.  1  R.  Hayne,  89300 
A.C.  1  P.  A.  Hughes  336589  L.A.C.  S.  L.  Palmer. ' 

Meritorious  Service  Medal. — 401649  Sgt.  S.  W.  Blight, 
17396  Sgt.  A.  V.  Brooker,  19797  Sgt  A,  Figg,  329321  L.A.C. 
(actg.  Cpl.)  F.  Garrod,  313813  Flight  Sgt.  W.  P.  Luscombe, 
148401  Sgt.-Maj  C.  F.  Mountifield,  314819  Flight  Sgt.  H.  A.  C. 
Oland,  8293  Cpl.  G.  E.  Taverner. 

The  following  officers  and  airmen  of  the  Royal  Air  Force 


have  been  mentioned  in  dispatches  for  distinguished  service 
rendered  during  active  operations  in  Iraq  during  1920-21  : — 
Flying  Officer  C.  W.  Booth,  M.B.E.  ;  Sqdn  Ldr.  R.  Colli- 
shaw,  D.S.O.,  O.B.E.,  D.S.C.,  D.F.C. ;  Flying  Officer  F.  J. 
Fogarty  ;  Sqdn.  Ldr.  V.  Gaskell-Blackburn,  D.S.C, ,  A.F.C.  ; 
Flying  Officer  G.  A.  Gowler  ;  Flight  Lieut.  O.  G.  Gregson  ; 
Flight  Lieut.  C.  W.  Mackey  ;  Sqdn.  Ldr.  R.  S.  Maxwell,  M.C., 

D. F.C.  ;  Wing  Commander  V.  O.  Rees,  O.B.E.  ;  Sqdn.  Ldr. 

E.  A.  B.  Rice,  M.C. 

149455  Cpl.  C.  E.  Andrew's,  308977  L.A.C.  (actg.  Cpl.)  j. 
R.  Briggs,  864  Flight  Sgt.  C.  F.  R.  Bunting,  331411  L.A.C 

F.  Carter,  340506  Cpl.  W.  T.  Ebcrwein,  6071  Cpl.  (actg.  Sgt.) 
A.  C.  Elmy,  157606  A.C.  1  W.  H.  Harrison,  204601  Cpl.  W. 

R.  Henderson,  780  Sgt.  G.  W.  Hepple,  252623  L.A.C.  N. 
Hetherington,  156440  A.C.  1  B.  J.  Jennings,  157884  Cpl.  I. 
Mackintosh,  89812  A.C.  1  R.  j.  Meads,  1349  Cpl.  (actg.  Sgt.) 

S.  C.  Murton,  332458  A.C.  1  G.  O.  Pitcher,  301859  Sgt.  H. 
Thompson. 

The  King  has  been  graciously  pleased  to  approve  of  ithe 
following  rewards  for  distinguished  services  during  active 
service  operations  in  Somaliland  in  March,  1922  : — 

D.F.C. — Sqdn,  Ldr.  A.  S.  C.  Maclaren,  O.B.E. ,  M.C.,  A.F.C. 
Distinguished  Flying  Medal. — 81,000  Leading  Aircraftsman 
J.  A.  Bridgman. 

Mentions  in  Dispalches. — Flying  Officer  G.  S.  Smith. 

The  following  officer  of  the  Royal  Air  Force  has  been 
mentioned  in  dispatches  for  distinguished  services  during 
active  service  operations  in  the  Hinterland  of  Aden  in  February, 
1922  : — - 

Flying  Officer  W,  N,  Plendcrleith. 
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SOCIETY  OF  MODEL  AERONAUTICAL  ENGINEERS 

(London  Aero- Models  Association) 


At  an  Extraordinary  Meeting  oi  the  Society,  held  at  Head¬ 
quarters  on  Friday'  last,  Dr.  Thurston  in  the  Chair,  the 
Hon.  Secretary,  Mr'  A.  E.  Jones,  gave  a  synopsis  of  the  work 
accomplished  during  the  first  year  of  the  Society's  existence. 
He  said  he  thought  that  after  hearing  the  auditors'  report 
it  would  be  agreed  that  it  is  very  creditable  from  a  financial 
point  of  view  that  this  infant  Society  is  so  strong  and  vigorous, 
and  also  very  creditable  that  the  Society  should  emerge  with 
a  balance  in  hand  of  over  £15.  It  must  not  be  overlooked 
that  the  assets  are  greatly  increased  by  the  following 

1,  The  “  Sir  John  Shelley  "  Cup  ;  2,  the  "  Lady  Shelley  ” 
Cup  ;  3,  the  Kite  and  Model  Aeroplane  Association  Cup  ; 
4  the  ”  Model  Engineer"  Cup;  5,  the  "Weston”  Cup; 
6,  the  "Flight”  Cup;  7.  the  "Felix  Kelly”  Cup;  8,  the 
"  W.  E,  Evans”  Cup;  9,  the  "  D.  H.  Pilcher”  Cup;  xo, 
the  ”  Farrow  ”  Shield  ;  the  minimum  value  amounting  to 
over  £120 — in  addition  to  apparatus,  value  over  £20. 

There  was,  he  continued,  a  likelihood  of  further  cups  being 
presented,  but  he  thought  they  were  most  fortunate  in  having 
these  valuable  assets,  and  thanks  are  due  to  the  gentlemen 
who  have  been  instrumental  in  procuring  same  for  them, 
and  also  to  the  donors  for  their  great  kindness  and  generosity. 
.  pie  said  he  would  also  like  to  make  special  mention  of  the 
fact  that  since  October,  1921,  cups  and  cash  prizes  to  the 
total  value  of  £14  ns.  have  been  won  outright,  thanks  to 
the  generosity  of  the  following  gentlemen  :  Mr.  Best,  Messrs. 
W.  G,  Evans  and  Sons,  Mr.  L.  A.  Gray,  Mr  C.  J  Laue,  Mr.  J. 
Loucb,  Mr.  F.  de  P.  Green,  Mr.  D.  A.  Pavely,  Mr.  A.  Wilson 
and  others.  There  is  also  a  prize  of  £],  3s.  offered  for  au 
ornithopter  competition,  thanks  again  to  Mr.  D.  A  Pavely. 

The  Society  has  also  received  valuable  support  from  the 
Model  Engineer  and  Flight,  not  only  in  the  way  of  cups,  but 
in  valuable  space  kindly  given  in  their  columns  week  after 
week,  which  if  the  Society  had  to  pay  for  would  amount  to 
a  very  considerable  item  of  expenditure.  He  hoped  their 
kindness  would  be  rewarded  with  a  larger  clientele  anxious  to 
benefit  by  the  good  work  of  the  members  and  especially  the 
Research  Committee  of  the  Society. 

He  added  they  must  not  forget  what  the  Model  Engineer 
did  for  them  in  another  direction  ;  they  allotted  space  for 
Society  exhibits  at  their  exhibition  at  a  very  nominal  fee, 
and  further  encouraged  the  members  by  presenting  one 
silver  and  five  bronze  medals  in  addition  to  numerous 

certificates,  „ 

There  is  another  very  important  and  valuable  privilege 
wliieli  the  Society  enjoys— that  of  having  Headquarters 
provided  free  of  charge;'  and  thanks  are  due  to  Mr.  Rees 
for  this  great  benefit,  which  if  put  at  a  nominal  charge  of 
1  os.  bd.  per  meeting  would  mean  an  expenditure  of  over 
£zb  per  annum. 

They  were  also  greatly  indebted  to  Mr.  and  Mrs.  Graves  for 
the  splendid  way  they  have  looked  after  the  requirements  of 
the  Society.  He  thought  they  would  agree  with  him  that 
this  alone  was  wonderful  value  for  their  money,  but  greater 
benefits  had  accrued  in  another  direction.  They  had 
obtained  official  permission  to  fly  on  the  L.C-.C.  open  spaces. 
They  have  had  lectures-  from  Dr.  Hankin,  Mr.  Reynolds  (of 
Messrs.  Handley  Page),  Mr.  W.  E.  Evans,  and  Mr.  b .  J .  Caram. 
They  have  also  had  the  opportunity  of  taking  part  in  or  listen¬ 
ing  to  debates  as  follows : — "  The  Construction  of  Model  Aero¬ 
plane  Wings,”  Mr.  Burchell  ;  "  Fusilage  Models,”  Mr.  W.  E. 
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Evans  "  Model  Propeller  Making,”  Mr.  W.  E  Evans; 
"  The  Burk  Propeller,”  Mr.  F.  de  P.  Green  ;  "  Geared 

Motors,”  Mr.  F.  J.  Camm  ;  "  Compressed  Air  Motors,” 

Mr.  Rippon  ;  "Construction  of  Containers,"  Mr.  J.  E. 
Touch  ;  "  Ornithopters,”  Mr.  D.  A.  Pavely. 

The  following  competitions  have  been  arranged  : — 

1st,  Parliament  Hill  Fields  ,  2nd,  Wormwood  Serubbs  , 
3rd,  Wormwood  Serubbs ;  4th,  Wimbledon  Common  ;  5th, 
Hackney  Marshes  ;  6th,  Wimbledon  Common  ;  7U1,  Handley 
Page  Grounds  ;  8th,  Wimbledon  Common, 

The  Competition  Secretary  will  be  pleased  to  give  parti¬ 
culars  of  these  Competitions  if  required. 

Special  flying  demonstrations  have  been  given  at  Hamp¬ 
stead,  Blackheath.  Wan  Mead  Flats,  and  Wimbledon  Common. 
Special  meetings  were  held  for  record  breaking  at  Wanstead 
Flats,  Wimbledon  Common,  and  Hampstead  Heath. 

They  have  had  the  following  records  put  up,  or,  in  other 
words,  British  records  broken  :  (1)  Mr  D.  A.  Pavely,  com¬ 

pressed  air  driven  model  at  Wimbledon  Common,  63 1  secs., 
timed  by  Mr  F.  de  P.  Green  and  Mr.  C  A  Rippon.  (2)  Mr. 
L.  A.  Gray,  enclosed  rubber  driven  model,  hand  .launched,  at 
Wanstead  Flats,  37  secs.  (3)  Mr  L.  A.  Gray,  enclosed  rubber 
driven  model  R.O.G..  26  sees.  (4)  Mr.  C.  Hersom,  twin  pusher 
R.O.G.,  at  Wanstead  Flats,  247  secs.  (5)  Mr.  C  Hersom, 
single  tractor  waterplane,  at  Wanstead  Flats,  43  secs.  (6) 
Mr.  H.  J.  Davis,  gliding  record,  413  secs. 

These  records  were  timed  by  Mr.  Houlberg  and  Mr.  Rippon, 
and  accepted  by  the  Committee. 

On  behalf  of  the  Society  the  Technical  Secretary  has 
written  interesting  articles  in  the  Press,  for  which  they  (the 
Society)  are  greatly  indebted  to  him. 

A  film  was  taken  of  the  Competition  held  at  Wormwood 
Serubbs,  a  copy  of  which  the  Secretary  said  was  in  his  pos¬ 
session.  They  were  most  fortunate,  in  having  Messrs.  Path6 
Frercs  as  official  cinematographers  to  the  Society. 

Three  most  excellent  concerts  were  given,  for  which  the 
thanks  of  the  Society  are  due  to  Mr.  J.  Louch. 

Mr.  Houlberg  has  designed  an  excellent  certificate,  a  copy 
of  which  will  be  given  to  any  member  putting  up  a  meritorious 
performance. 

The  prize  winners  are  as  follows  ; — Messrs.  L.  A.  Gray, 
W.  E.  Evans,  L.  Lansdown,  C.  A-  Rippon,  A.  Whelpton, 
D.  A.  Pavely,  M.  Levy,  C.  J.  Burchell,  F.  de  P.  Green,  G.  A. 
Brown,  L.  G.  H.  Hatfull,  H.  H.  Bedford  and  C.  Hersom. 

The  membership  of  the  Society  has  increased  from  10  to  80 
during  the  past  twelve  months.  Amongst  the  members 
enrolled  are  two  Doctors  of  Science  ;  this,  he  thought,  augurs 
well  for  the  future  of  the  Society.  Many  members  have  been 
enrolled  who  will  be  particularly  useful  in  research  work,  and 
he  had  no  doubt  that  it  will  be  seen  that  they  are  elected  to 
the  Research  Committee,  who  will  be  only  too  pleased  to 
welcome  them  in  the  strenuous  work  that  lies  before  that  body. 

Suggestions  from  several  quarters  have  been  made  that 
there  should  be  two  official  observers  on  each  ground  instead 
of  one,  as  at  present.  Another  suggestion  is  that  a  Corres¬ 
pondence  Circle  be  formed  for  the  benefit  of  country  members. 

The  Committee  are  desirous  of  making  up  a  programme  for 
the  winter  session,  and  this,  it  is  hoped,  will  be  ready  in  the 
course  of  a  week  or  so. 

A.  E.  Jones.  Hon.  Sec.,  48,  Narcissus  Road,  West  Hamp¬ 
stead,  N.W.  6. 
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PERSONALS 


Married 

Major  Herbert  George  Brackley,  D.S.O.,  D.F.C.,  was 
married  on  September  27,  at  All  Saints’  Church,  Margaret 
Street,  W..  to  Miss  Frida  Mond,  elder  daughter  of  Mr.  Robert 
Mond,  J.P.,  of  Combe  Bank,  Sevenoaks,  and  50,  Wimpole 
Street,  and  niece  of  Sir  Alfred  Mond.  Miss  Mond  was  given 
away  by  her  father,  and  Major  Eric  Ince  was  best  man. 

Philip  Victor  Chabot  Low,  late  Lieut.,  Black  Watch  and 
R.A.F.,  third  son  of  Mr.  and  Mrs.  Alexander  G.  Low,  of  9, 
Holland  Park,  W.  ir,  was  married  on  September  30,  at 
Durban,  South  Africa,  to  Alison,  fourth  daughter  of  the  late 
Charles  Logan  and  Mrs.  Logan,  of  21,  Lothian  Street, 
Hawick. 

To  be  Married 

The  engagement  is  announced  between  John  Archibald 
Redvers  Buli.er,  late  K.R.R.C.  and  R.A.F.,  son  of  the  late 


Rev.  E.  H.  Buller  and  of  Mrs.  Seymour,  of  Roche  de  Lion, 
Gorey,  Jersey,  and  Marjorie,  daughter  of  the  late  Henry 
Ward-Price  and  of  Mrs.  Ward-Price,  of  14,  Hanover 
Square,  W. 

The  engagement  is  announced  between  Roydon  Dash, 
D.F.C.,  only  son  of  R.  Ashford  Dash,  of  6,  Berrylands, 
Surbiton  Hill,  and  Christine  (Chrissa),  third  daughter  of 
F.  G,  Tyrrell,  of  Westholme,  Laton  Road.  Hastings,  Sussex. 

The  engagement  is  announced  between  Flight-Lieut. 
Thomas  Henderson,  R.A.F.,  eldest  son  of  Mrs.  H.  Henderson, 
of  Tynemouth,  Northumberland,  and  Edith  Leslie,  daughter 
of  Mrs.  Alexander  Deuchak,  lately  of  The  Minories, 
Newcastle. 

The  marriage  of  Wing-Commander  W.  G.  Welsh,  R.A.P., 
and  Ruth  Edridge  Dalzell  will  take  place  next  Monday 
at  St.  George's,  Hanover  Square. 
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RUBBER  AS  APPLIED  TO  AIRCRAFT 

Mr.  J.  W.  Dyer,  M  Sc.,  A.I.C.,  delivered  an  interesting 
lecture,  under  the.  above  title,  on  October  2  before  the 
Engineers'  Club,  and  we  give  below  a  rdsmnd  of  his  remarks 
on  this  important  subject. 

The  author  summarised  the  uses  of  rubber  under  the 
following  headings  :  — 

(1)  To  form  the  gas-holding  layer  and  the  outer  protective 
layer  for  the  envelopes  of  kite  balloons,  non-rigid  and  semi¬ 
rigid  airships  ;  (2)  in  the  gas-bags  of  rigid  airships  to  form 
the  adhesive  by  which  gold-beaters’  skin  is  stuck  to  the 
cotton  fabric,  which  is  the  base;  (3)  in  shock-absorber  cord 
for  heavier-than-air  craft ;  (4)  in  petrol  hose  ;  (5)  for  tyres 
on  the  wheels  of  aeroplanes  ;  (6)  in  many  electrical  insulating 
materials  generally. 

“  In  a  general  way,"  said  Mr.  Dyer,  "  it  can,  I  suppose, 
be  said  that  any  material  used  for  any  constructional  purpose 
whatsoever  is  open  to  supersession  by  a  better  and  cheaper. 
The  aeroplane  designer,  so  1  am  given  to  understand,  scorns 
delights  and  lives  laborious  days  to  come  by  some  other 
methods  of  absorbing  the  shock  of  landing  than  the  use  of 
rubber  cord  and  some  other  material  for  his  fuel-supply  pipes 
than  rubbered  hose. 

"  Although  there  are  complaints  of  failure  and  attempts  to 
replace  it  by  alternative  gear,  it  is  difficult  to  get  satisfactory 
explanations  of  the  causes  of  failure. 

"  It  is  the  exception  rather  than  the  rule  to  have  failed 
materials  returned  from  service  for  examination  accompanied 
by  a  full  account  of  the  circumstances  that  led  to  failure." 

Dealing  with  the  lighter-than-air  side,  the  author  stated 
that  the  main  use  of  rubber  is  as  a  constituent  of  the  proofed 
fabrics  of  which  the  envelopes  are  made,  and  in  this  field, 
if  and  when  any  of  these  craft  arc  required,  rubber  is  without 
a  present  rival. 

Every  improvement  in  the  endurance  of  the  proofing  calls 
for  renewed  attention  to  the  textile  component.  For  this, 
as  for  the  rubber,  light  is  the  dangerous  agent.  A  good  deal 
of  work  arising  out  of  the  problems  of  aircraft  fabrics  Iras 
been  published  on  this  point.  The  precise  mode  of  action 
may  not  be  clear,  but  it  can  be  accepted  that  light,  air  and 
the  cellulose  of  the  textile  form  an  unstable  trio,  and  the 
practical  result  is  the  tendering  of  the  textile. 

It  seems  possible  that  through  tests  the  following  points 
might  be  investigated  ; — - 

(1)  The  minimum  weight  of  gas-holding  layer  for  good 
robustness. 

(2)  The  effect  with  the  thinner  gas-holding  layers  of  a  little 
and  a  good  deal,  say  10  percent.,  of  mineral  addition  such 
as  litharge,  as  compared  with  pure  rubber  sulphur. 

(3)  Whether  degree  of  cure  is  of  any  importance. 

If  rigid  airship  construction  is  actively  resumed,  there  is 
no  doubt  that  attempts  to  find  an  actual  substitute  for  gold¬ 
beater's  skin  will  be  made,  Whether  a  rubber-proofed  fabric 
could  be  made  to  meet  both  weight  and  permeability  require¬ 
ments  is  at  present  somewhat  doubtful. 

It  may  be  asked  whether  rubber  can  be  used  as  proofing 
material  for  the  fabric  outer  cover  of  rigid  airships.  Present 
practice  rules  out  entirely  the  possibility  of  using  rubber, 
because  the  proofiug  material,  a  cellulose  nitrate  or  acetate 
dope  with  various  additions,  is  applied  in  situ,  and  is  relied 
upon  to  produce  nearly  all  the  tautness,  which  it  does  by  its 
contraction  on  drying. 

Jn  the  early  days  we  tried  rubber-proofed  outer  covers, 
not  in  actual  service,  but  only  experimentally ;  the  work 
was  abandoned  when  the  prime  importance  of  tautness  was 
recognised,  and  the  apparent  impossibility  of  getting  it  in 
any  other  way  than  by  a  contracting  dope. 

m  m  m  m 

Air  Parcel  Post  Fees 

The  Postmaster-General  announces  that  it  has  become 
necessary  to  increase  the  fees  payable  on  parcels  weighing 
over  5  lbs,  posted  for  transmission  by  the  semi-official  parcel 
service  to  Paris  which  is  carried  on  in  conjunction  with 
Messrs.  Handley  Page’s  aeroplane  service,  The  new  scale  of 
fees  took  effect  on  Thursday,  October  5,  and  is  as  follows  : — 
For  parcels  weighing  up  to  2  lbs.  1  s.,gd.;  2  to  5  lbs.,  3s.; 
5  to  8  lbs.,  4s.  0 d,  ;  8  to  tx  lbs.,  <3s. 

A  Fire  at  Martlesham 

A  fire  broke  out  at  Martlesham  experimental  aerodrome 
early  on  Thursday  morning  of  last  week,  and  one  of  the 
smaller  buildings,  which  contained  two  German  aeroplanes 
and  one  amphibian,  was  destroyed.  The  Woodbridge  Fire 
Brigade  and  men  of  the  camp  made  a  splendid  effort  to  save 
the  adjoining  buildings,  but  of  the  actual  building  which 
caught  fire  nothing  but  tangled  girders  remained.  The 
cause  of  the  fire  is  at  present  unknown. 


PUBLICATIONS  RECEIVED 

The  Buff  Book  Trade  and  Professional  Directory  far  London, 
October,  1922.  The  Business  Telephone  Directories,  Ltd., 
25,  Lawrence  Lane,  Cheaps  id  e,  E.C.  Price  25.  6  d.  ;  by  post, 
3s.  6d. 

The  Royal  Air  Force  Cadet  College  Magazine,  Vol.  II,  No.  2. 
Autumn,  1922.  Gale  and  Polden,  Ltd.,  Wellington  Works, 
Aldershot.  Price  3s.  bd. 

Aluminium  Repairing.  By  William  H.  H.  Platt.  Lock- 
wood’s  Technical  Manuals.  London  :  Crosby  Lockwood  and 
Sons.  Price  3s.  net. 

Aeronautical  Research  Committee.  Reports  and  Memoranda. 
— No.  786  ( A e .  43),  An  Aerodynamic  Theory  of  the  Airscrew. 
By  H,  Glauert.  January,  1922.  Price  9 d.  net,  post  free  10 d. 
No.  788  (Ae.  45).  Theoretical  Streamlines  round  a  Joukowsky 
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1924. 

Mar.  1  .... 

French  Aero  Engine  Competition 

Mar.  15  .... 

Entries  close  for  Dutch  Height  Indicator  Com- 
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EDITORIAL  COMMENT. 

HE  Detroit  Aviation  Meeting,  just 
concluded,  provides  a  splendid  example 
of  how  Government  departments  can 
assist  the  cause  of  aviation,  not  only 
by  placing  orders — that  is  done  as  a 
matter  of  course  by  any  Government 
realising  that  an  aircraft  industry 
must  be  kept  alive — but  by  placing 
orders  for  machines  which  are  not  strictly  service 
machines,  although  incorporating  features  which  are 
as  desirable  in  service  craft  as  in  sporting 
A  i  machines.  In  the  race  for  the  Pulitzer 
Example  Trophy  no  less  than  21  machines  were 
entered  by  the  American  Government, 
16  of  which  were  entered  by  the  U.S.  Army  Air  Service 
and  five  by  the  Navy  Air  Service.  Evidently  the 
American  authorities  realise  that  the  machine  which 
makes  a  really  fast  racer  has  most  of  the  character¬ 
istics  required  in  a  single-seater  fighter,. or  Pursuit  " 
machine,  as  our  cousins  call  them.  The  one  important 
performance  item  which,  probably,  these  racing 
machines  do  not  possess  is  that  of  climb.  There  does 
not,  however,  appear  to  be  any  reason  why,  with 
wings  of  larger  area,  and,  of  course,  equipped  with  the 
required  armament,  such  machines  should  not  make 
very  excellent  "  Chasers,"  and  by  sanctioning  orders 
for  machines  of  the  racing  type  the  American  Treasury 
gives  a  stimulus  to  the  sporting  side  which  must  be 
of  the  very  greatest  value  in  arousing  enthusiasm  for 
and  interest  in  flying  all  over  the  States.  The  result 
is  that,  the  next  time  the  taxpayer  is  asked  to  loosen  his 
purse-strings  for  the  provision  of  aircraft,  he  is  likely 
to  do  so  much  more  willingly  than  if  the  same  money 
had  been  spent  on  pure  service  types  about  which  he 
would  probably  have  heard  little,  and  consequently 
cared  rather  less. 

There  is  in  the  American  Army  and  Navy  Air 
Service  entries  an  example  which  it  is  devoutly  to  be 
hoped  our  own  Air  Ministry  and  Treasury  may 
follow.  Take  a  machine  like  the  Gloucestershire 
Aircraft  Company’s  Mars  I  with  Napier  “  Lion  ” 
engine,  which  we  mention  by  reason  of  its  being 
the  only  really  fast  racing  machine  which  this 
country  possesses  today.  We  are  quite  certain  that, 
if  this  machine  were  fitted  with  slightly  larger  wings 
and  equipped  with  machine  guns  and  ammunition,  it 
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would  make  a  single-seater  fighter  of  the  greatest 
value.  Other  firms  would  undoubtedly  be  very 
willing  to  turn  their  attention  to  the  production  of 
racing  machines  if  the  Air  Ministry  were  to  give 
financial  assistance. 

Apart  from  the  value  as  aerial  propaganda,  the 
mere  flying  of  such  machines  by  service  pilots  would 
provide  a  form  of  training  which  could  not  fail  to  be 
of  the  greatest  benefit  to  the  service.  From  the 
structural  and  aerodynamic  point  of  view,  practice  in 
producing  such  machines  would  mean  progress  in  our 
designing  offices  and  aircraft  works.  Nothing 
tries  out  a  design  so  thoroughly  as  having  to  attain 
speeds  of  over  200  m.p.h.  Refinements  which  have 
never  been  considered  worthy  of  attention  before 
prove  sheer  necessities.  Wide  speed  range  is  essential 
if  a  reasonably  safe  landing  speed  is  to  be  retained, 
and  altogether  the  strong  and  weak  points  in  a  design 
are  nowhere  brought  out  more  clearly  than  in  a  racer. 

History  has  shown  that  the  racer  of  today  is  the 
service  craft  of  tomorrow.  The  Sopwiih  Schneider 
machine  was,  in  its  day,  considered  somewhat  of  a 
racing  freak.  Yet  what  happened  ?  When  war 
broke  out  this  very  type  did  a  tremendous  amount 
of  extremely  useful  work  in  the  R.N.A.S.  The  Bristol 
"  Scout,"  designed  by  Capt.  Barnwell,  was  the 
fastest  machine  of  its  day.  During  the  early  part  of 
the  war  it  was  used  as  a  single-seater  fighter.  And 
so  one  could  continue  giving  examples  of  racing 
machines  having  proved  their  worth  in  the  services. 
We  strongly  urge  the  Air  Ministry  and  die  Treasury 
to  consider  the  matter,  and  at  once.  There  is  no 
lime  to  lose.  If  orders  are  placed  with  firms  for 
racing  machines,  bearing  in  mind  the  possibility  of 
conversion  into  service  craft,  and  such  machines  be 
entered  in  all  important  air  races,  not  only  will  the. 
sport  receive  a  much  needed  stimulus,  but  the  in¬ 
dustry  will  benefit,  and  so  will,  ultimately  most  of  all, 
the  Royal  Air  Force.  Our  thanks  to  America  for  her 
excellent  and  practical  example.  It  notv  rests  with 
us  to  profit  by  it. 

♦ 

Bravo  There  can  be  no  doubt  whatever  that 
Raynham  !  the  British  gliding  competition  for  the 
Daily  Mail  £ 1,000  prize  and  several 
smaller  subsidiary  prizes  has  already,  after  but  two 
days,  proved  a  great  success.  Probably  not  even  the 
greatest  believers  in  the  possibilities  of  gliding  as  a 
sport  had  ventured  to  hope  for  such  splendid  per¬ 
formances  as  have  been  attained  during  the  first 
two  days  of  the  competition.  Even  among  enthusiasts 
it  is  doubtful  whether  many  seriously  believed  that 
the  stipulated  minimum  time  of  30  minutes  would 
be  attained,  while  we  have  spoken  to  very  many  who 
were  firmly  convinced  that  the  competition  would  be 
a  "  wash-out."  We  had  become  so  accustomed  to 
remembering  that  the  Germans  had  had  several  years 
of  practice  in  the  sport,  and  the  relatively  meagre 
results  obtained  by  the  French  at  Clermont-Ferrand 
seemed  to  bear  out  the  general  belief  that  a  very 
great  deal  of  practice  both  in  the  design  and  con¬ 
struction  and  flying  of  gliders  was  necessary  before 
results  of  any  importance  could  be  attained. 

Monday  and  Tuesday  of  this  week  proved  such 
pessimism  wrong.  With  the  exception  of  the  De- 
woitine  and  Aachen  monoplanes  and  Fokker  biplanes, 
all  the  entries  were  first  attempts  in  designing  gliders, 
and  were  flown  by  pilots  who  had  had"  no  previous 
experience  on  this  type  of  aircraft.  Yet  look  at  the 
results  already  obtained.  In  his  fourth  or  fifth  flight 
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Raynham  remained  aloft  for  ill  minutes,  and  in  his 
sixth  or  seventh  he  increased  his  time  to  close  on  two 
hours.  Gordon  England,  who  has  not  flown  any  sort 
of  aeroplane  for  four  years,  has  also  put  up  very- 
creditable  performances,  whilst  several  other  promis¬ 
ing  machines  are  "  in  sight  "  to  carry  on  during  the 
remaining  four  days  of  the  competition  and  to  raise 
the  duration  "  record  "  for  Britain.  It  is  not  now 
unduly  optimistic  to  express  the  hope  that  the  German 
record  of  three  hours  10  minutes,  established  by 
Herr  Hentzen  on  the  Hannover  "  Vampyr,”  may  be 
equalled  or  even  excelled  before  the  close  of  the 
meeting.  Raynham  himself  could  probably,  had  it 
not  been  for  his  somewhat  awkward  controls,  have 
remained  up  considerably  longer  on  Tuesday,  and 
when  he  has  had  certain  minor  adjustments  made  lie 
will  probably  succeed  in  raising  his  previous  time, 
provided  always  that  present  weather  conditions 
continue. 

Gordon  England’s  little  monoplane,  the  smallest  of 
the  bunch,  is  designed  for  flying  in  high  winds,  and 
we  firmly  expect  him  to  challenge  Raynham's  wonder¬ 
ful  performance  lefore  the  end.  He  may  even  have 
done  so  by  th  tin  e  these  lines  appear  in  print. 
Other  machine;  are  being  tuned  up,  some  of  which 
are  designed  fot  ;ela  ively  faint  winds,  others  tor  high 
winds,  so  that  whatever  the  elements  may  produce 
during  the  nexc  few  days,  the  glorious  sport  should 
continue.  The  Sayers  machine  is  very  similar  in 
general  lines  to  the  "  Vampyr,"  and  when  Courtney 
has  had  a  bit  of  experience  it  should  prove  a  serious 
competitor  to  the  Handasyde.  The  two  de  Havillands 
have  not  yet  had  an  opportunity,  owing  to  minor 
damages,  of  showing  what  they  can  do,  except  in  a 
straightforward  glide.  Even  so,  they  both  exhibited 
great  capacity  for  remaining  aloft  while  the  least  bit 
of  up-current  remained  to  support  them,  and  when 
they  have  been  put  right  again  they  should  also 
provide  really  good  sport. 

As  to  the  lessons  already  learned,  it  is  too  early 
to  speak  as  yet  ;  so  many  different  types  have  not 
had  an  opportunity  of  being  thoroughly  tested  out. 
Next  week  it  should  be  possible  to  form  certain 
definite  conclusions.  Already  it  appears  that  no 
one  machine  can  be  the  “  best  "  for  all  conditions. 
One  type  is  at  its  best  in  strong  winds.  Another  does 
better  in  medium  winds,  but  it  does  not  appear  that 
there  is  a  very  great  deal  to  choose  between  them. 
We  rather  think  that  improvements  will  be  along 
structural  lines,  and  more  connected  with  the  practical 
side  of  handling  the  machines  on  the  ground.  For 
instance,  the  type  of  undercarriage  to  fit,  facility  in 
dismantling  the  wings  for  transport,  and  features  of 
this  kind.  Otherwise  it  appears,  as  far  as  it  is 
possible  to  see  at  present,  that  any  reasonably  clean 
design  of  not  too  great  weight  should  be  capable  of 
good  performance.  As  we  have  constantly  main¬ 
tained,  most  of  the  success  depends  upon  the  pilot. 

The  public  interest  in  the  competition  is  tremen¬ 
dous,  and  we  sincerely  trust  it  will  be  found  possible  to 
retain  the  range  of  hills  from  It  ford  to  Firle  permanent¬ 
ly,  so  as  to  establish  there  a  gliding  club  where, 
during  week-ends,  pilots  may  enjoy  this  exhilarating 
sport.  The  place  is  within  easy  reach  of  London, 
both  by  road  and  rail,  and  those  who  are  not  in  a 
position  to  take  up  the  sport  actively  will  at  any  rate 
be  able  to  afford  a  week-end  ticket  to  Lewes,  and  thus 
combine  the  enjoyment  of  pure  air  on  top  of  the  hills 
with  watching  what  is  undoubtedly  one  of  the 
prettiest  sports  in  the  world. 
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THE  1922  PULITZER  TROPHY  RACE 


Tins  year's  Pulitzer  Race,  which  was  flown  on  October  14. 
was  won  by  Lieut.  R  L.  Maugham,  flying  one  of  the  Army- 
Curtiss  Racers,  who  covered  the  160  miles  triangular  course 
at  a  speed  of  206  m  p.h,  Lieut.  Maitland,  in  a  similar 
machine,  was  second. 

We  give  below  some  brief  particulars  and  illustrations  -for 
which  \ve  are  indebted  to  our  American  contemporary, 
Aviiiion — of  some  of  the  competing  machines.  The  out¬ 
standing  feature  of  this  year’s  race  is  the  comparatively  large 
number  of  new  machines,  specially  built  for  this  race,  and 
entered  by  the  U.S.  Army  and  Navy  Services.  It  is  reported 
that  there  were  21  entries,  made  up  as  follows  : — U.S.  Army  : 
Two  Curtiss  biplanes,  two  Loening  monoplanes,  two  Thnraas- 
Morse  TM  22  monoplanes,  three  Verville-Spcrry  monoplanes. 


last  year’s  Pulitzer  race,  but  with  certain  modifications,  and 
improvements.  These  two  machines  differ  only  in  that  one 
year's  model  is  fitted  with  l.amblin  radiators,  mounted  on  the 
landing  chassis,  whilst  the  other  is  equipped  with  the  wing 
type  radiator.  The  fuselage,  of  Curtiss-ply  construction,  is 
carefully  streamlined  and  of  the  minimum  cross-sectional  area. 
1  he  wings  are  of  multi-spar  construction,  with  Curtiss-ply 
covering.  I  he  petrol  tank  is  mounted  between  the  top  plane 
and  the  fuselage,  and  is  streamlined.  A  Curti  -  C.D.  12, 
12-eyliuder  engine  is  fitted,  which  develops  400  h.p  at  2,000 
r  p  in.  A  simplified  oiling  system,  reducing  the  number  of 
tanks  and  parts  to  a  minimum,  is  employed,  in  addition  to 
an  improved  type  of  oil  cooler,  which  maintains  a  constant 
oil  temperature,  low  enough  to  permit  the  engine  to  deliver 


THE  PULITZER  TROPHY  RACE  : — One  of  the  two  Army-Curtiss  Racers  entered  by  the  U.S.  Army  Air  Service. 
These  machines  have  wing  radiators,  and  are  fitted  with  375  h.p.  Curtiss  D  12  engines.  One  of  these 
machines,  piloted  by  Lieut.  R.  L.  Maugham,  won  the  trophy  at  a  speed  of  206  m.p.h. 


one  V’crville-Packard  biplane  (type  of  1920  Pulitzer  winner), 
and  six  Thomas-Morse  MB  3  pursuit  biplanes.  U.S.  Navy  : 
An  improved  Curtiss  biplane,  a  Curtiss  “  Wild*cat  ”  triplane, 
a  Thomas-Morse  MB  7  monoplane,  one  ‘’Bee-Line"  ( Booth - 
Thurston)  monoplane,  and  the  Navy  “  Mystery  ”  plane. 

The  Curtiss  Machines. — The  Curtiss  fleet  consisted  of  a  Navy 
racer,  biplane,  and  a  racing  triplane,  entered  by  the  U.S. 
Navy,  and  two  Army  racers,  entered  by  the  U.S.  Army. 
.An  outstanding  feature  with  three  of  these  machines  may  be 
said  to  consist  of  the  employment  of  wing-radiators — radiators 
built  into  and  following  the  contour  of  the  wing  itself — instead 
of  the  usual  type  of  water-cooling  radiators.  We  refer  to  this 
again  later  The  Navy  racer  is  similar  to  the  type  which  won 


its  maximum  horse-power  at  full  throttle.  Aluminium  and 
duralumin  have  been  made  use  of  to  the  fullest  possible  extent, 
including  in  many  instances  piping,  tanks,  fittings,  etc.  The 
principal  characteristics  of  the  Navy  Racer  are  as  follows  : — 
Span  (overall),  22  ft.  8  ins.  ;  length,  21  ft.  ;  height,  8  ft. 
xi  ins.  ;  chord,  4  ft.  ;  gap,  4  ft.  ;  stagger,  1  ft.  3  ins.  ;  wing 
section,  Sloan  ;  angle  of  incidence,  o°  ;  dihedral  (lower).  2°  ; 
total  wing  area,  168  sq.  ft.  ;  area  of  ailerons,  18  sq.  ft.  ; 
elevators,  9-2  sq.  ft.  ;  tail  plane,  12-6  sq.  ft.  ;  fin,  4.8  sq.  ft.  ; 
rudder,  4*8  sq.  ft.  ;  weight  empty,  1,735  lbs.  ;  weight  laden, 
2,165  lbs.;  loading/sq.  ft.,  i2‘5  lbs.;  loading/h.p.,  5^24  ; 
speed  range,  70-190  m.p.h.  It  is  estimated  that  with  the 
wing-radiators  an  increase  in  speed  of  10  m.p.h.  is  obtained. 


THE  PULITZER  TROPHY  RACE  :  The  Navy-Curtiss  Racer  entered  by  the  U.S.  Navy.  This  machine- 
has  radiators  embodied  in  the  wings  (the  previous  Navy-Curtiss  Racer  hav.ng  Lamblin  radiators),  4u0  b.p. 

Curtiss  CD  12  engine. 
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The  Army  Racers  are  the  latest  development  of  Curtiss 
practice.  The  fuselage  is  of  Curtiss-ply,  a  strong  light  2  ply 
veneer  of  laminated  spruce,  &  in.  thick,  anti  like  ihe  Navy 
Racer,  well  streamlined.  The  weight  of  the  fuselage  complete 
is  only  127  lbs.  The  projected  area  of  the  fuselage  is  25  per 
cent,  less  than  that  of  the  Navy  Racer,  which  won  last  year’s 
race.  The  wings  arc  multi-spar,  Curtiss-ply  covered,  with 
wing-radiators.  These  latter  consist  of  corrugated  sheet 
brass  radiator  surfaces  which  replace  the  wing  covering,  top 
and  bottom,  maintaining  the  true  shape  of  the  wdng  section. 
The  flow  of  air  around  the  wings  thus  cools  the  engine  water 
without  any  extra  head  resistance.  It  may  be  of  interest  to 
note  this  type  of  radiator  was  developed  by  the  Curtiss  Co. 
during  the  last  two  years,  and  has  been  given  a  thorough 
“try-out,''  on  one  occasion  a  cross-country  flight  of  about 
1.500  miles  at  an  average  speed  of  100  m.p.h.  being  made  by 
a  Curtiss  “  Oriole  ”  fitted  with  this  radiator. 

The  Army  Racer  has  single  I-inter-plane  struts,  and  the 
fixed  tail  surfaces  are  of  the  Curtiss-ply  cantilever  construc¬ 
tion.  without  any  external  bracing.  The  control  surfaces — 
ailerons,  elevators  and  rudder — are  of  steel  and  duralumin, 
with  fabric  covering,  and  are  all  operated  by  means  of  internal 
cables  and  tubes.  The  wing  section  employed  is  the  Curtiss 
No.  27.  A  Curtiss  D.  12,  375  h.p.  12-cylinder  V  engine 
is  fitted.  By  the  employment  of  the  single-strut  type  of 
landing  chassis  the  resistance  of  this  unit  has  been  reduced 
two-thirds,  whilst  regaining  the  strength  and  rigidity  of  the 
conventional  V-chassis.  The  wheels  are  provided  w  ith  cupped 
discs  of  aluminium  which  cover  the  spokes  and  hub,  and  a 
fabric  covering  is  applied  over  the  wheel  and  tyre  in  such  a 
manner  that  a  smeoth  oval  section  is  presented  to  the  air 
stream.  The  axle  is  enclosed  in  a  lifting  section  fairing, 
7  sq.  ft.  area.  Characteristics  :  Span,  19  ft.  ;  length,  18  ft. 
11  ins.  ;  height,  7  ft.  10  ins.  ;  chord,  3  ft.  10  ins.  ;  gap.  3  ft. 
io|  ins.  ;  stagger,  7J  ins.  ;  angle  of  incidence,  o°  ;  no 
dihedral  ;  total  wing  area,  131  sq.  ft.  ;  area  of  ailerons,  9*25 
sq.  ft.  ;  tail  plane.  11*2  sq.  ft.  ;  elevators,  9-2  sq.  ft.  ;  fin, 
4-9  sq.  ft.  ;  rudder,  4-9  sq.  ft.  ;  weight  empty,  1,454  lbs.  ; 
weight  laden,  1,950  lbs.  ;  loading/sq.  ft.,  14m  ;  loading/h.p., 
5*2  lbs.  ;  speed  range,  70-200  m.p.h. 

The  Navy  Triplane  is  a  development  of  the  1920  “Wild-cat” 
monoplane,  which  “  grew  ”  its  extra  wings,  first  a  pair  at  the 
1920  Gordon -Ben nett  race  in  Fran«*.  and  then  another  pair 
at  Omaha  race  in  1921,  as  a  result  of  the  difficulty  experienced 
in  landing  at  speed  on  the  aerodromes  at  the  places  mentioned 
above.  This  year’s  machine,  however,  has  been  practically 
rebuilt,  but  unfortunately  an  illustration  and  full  particulars 
of  this  machine  are  not  available  at  the  moment.  It  is  fitted 
with  a  Curtiss  430  h.p.  C.  12  geared  type  engine,  and  has  the 
multi-spar  wing  construction  and  Curtiss-ply  monocoque 
fuselage,  as  in  the  other  models.  A  Curtiss  flat  plate  radiator, 
mounted  on  the  fuselage,  is  fitted.  Characteristics  :  Span 
(all  planes),  20  ft.  ;  length,  19  ft.  3  ins.  ;  height,  8  ft.  6  ins.  ; 
chord  (top),  3  ft.  6  ins.,  (others)  3  ft.  ;  gap,  2  ft.  8  ins.  (top) 
and  2  ft.  7  ins.  ;  stagger,  1  ft.  ;  angle  of  incidence,  o°  ; 
dihedral,  2J0  (lower)  ;  total  area,  179 ’5  sq.  ft.  ;  weight  empty, 
1,936  lbs.;  weight  laden,  2.406  lbs.;  loading/sq.  ft..  13-4 
lbs.  ;  loading/h.p..  5‘5  16s.  1  speed  range,  70-196  m.p.h. 

The  “  Bee-Line  ”  Racer. — The  Navy  also  entered  a  mono¬ 
plane,  known  as  the  “  Bee-Line”  Racer,  or  Navy  B.R.  2, 
designed  and  built  by  Messrs.  Booth  and  Thurston,  of  the 


Aerial  Engineering  Corp,,  Hammondsport,  N.Y.,  who  were 
formerly  with  the  Curtiss  Co.  in  1921  and  worked  on  the 
Curtiss  Racer  of  that  year.  The  B.R.  2  is  a  cantilever  mono¬ 
plane  possessing  many  original  features,  and  having  the  wings 
mounted  low  on  the  fuselage,  as  in  the  Junkers.  A  retract¬ 
able  landing  gear  is  fitted,  the  entire  chassis  being  withdrawn 


THE  PULITZER  TROPHY  RACE  :  The  Navy  BR-2 
(“  Bee-Line  ”)  monoplane,  380  h.p.  Wright. 


into  the  filselage  once  the  machine  is  in  the  air.  This  machine, 
we  believe,  also  utilises  the  wings  as  a  radiator  for  cooling  the 
engine  water,  the  wings  being  covered  by  a  thin  sheet  of 
Copper,  under  which  the  water  circulates.  The  wings  have  a 
pronounced  taper  from  root  to  tip  both  in  plan  form  and  in 
thickness.  The  fuselage  is  of  deep  rectangular  section.  The 
engine  is  a  400  h.p.  high  compression  Wright  model  TI.  3. 
Characteristics  :  Span  28  ft.  1  in.  ;  length,  21  ft.  ij  ins  ; 
height,  6  ft.  4^  ins.  ;  chord,  6  ft.  to  2  ft.  ;  dihedral  angle,  3ju  ; 
wing  section,  Gottingen,  387  ;  total  wing  area,  104  sq  ft.  ; 
weight  (fully  laden),  2.020  lbs  ;  loading/sq.  ft.,  19^4  lbs.  ; 
loading/h.p.,  5  lbs.  ;  speed  range,  70-190  m.p.h. 

The  Loening  Racers. — The  two  Loening  Racers,  entered  by 
the  Army,  are  of  a  similar  type,  possessing  several  outstanding 
features.  They  are  cantilever  monoplanes,  with  the  wings 
low  down  on  the  fuselage.  The  heavy  continuous  wing  spars 
of  the  main  wing  structure  carry  the  landing  chassis,  whilst 
the  engine  is  also  mounted  directly  on  them.  This  engine, 
the  new  600-630  h.p.  12-cylinder  Packard,  specially  developed 
for  the  Army  Air  Service,  is  relatively  so  large  in  comparison 
with  the  machine  that  the  engine  itself  extends  over  a  third 
the  distance  of  the  fuselage  back  to  the  rear  spar  of  the  wings. 
The  petrol  tank,  with  a  capacity  for  1 J  hrs.,  is  mounted  imme¬ 
diately  behind  the  engine,  and  behind  the  tank,  at  the  rear  of 
the  wings,  is  the  pilot’s  cockpit,  from  which  an  excellent  range 
of  vision  is  obtained.  The  wings,  fuselage,  landing  chassis 
and  tail  weigh  only  500  lbs.,  or  one-third  the  weight  of  the 
power  plant,  including  engine,  radiator,  water,  etc.  As  the 


THE  PULITZER  TROPHY  RACE  :  The  Thomas-Morse  MB7  “  parasol  ”  monoplane,  entered  by  the 

U.S.  Army  Air  Service,  400  h.p.  H3  Wright. 
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gross  weight  of  the  machine  is  2,700  lbs.,  the  loading  per 
horse -power  is  as  low  as  4*3  lbs.,  whilst  the  loading  per  square 
foot  is  15 '.5,  so  that  the  claim  for  high  speed  together  with 
extreme  rnanceuvrability  is  not  unreasonable.  Further 
particulars,  as  regards  construction,  etc.,  are  not  yet  available, 
but  the  principal  characteristics  are  as  follows  ;  Span,  27  ft.  , 
length,  21  ft.  ;  height,  7  ft.  ;  total  wing  area,  174  sq.  ft.  ; 
weight  (laden),  2,700  lbs.  ;  loading/h.p.,  4-3  lbs.  ;  loading/ 
sq.  ft.,  15-3  lbs.  ;  speed  range,  72-190  m.p.h. 

The  Thomas- Morse  Machines In  addition  to  six  M.B.  3 
biplanes,  which  are  more  or  less  conventional  pursuit-type 
machines,  and  one  M.B.  7,  a  parasol  monoplane  similar  to 
that  entered  in  last  year's  race,  the  Army  had  two  new 
Thomas-Morse  racers  in  this  year’s  race  of  a  very  interesting 
type.  Unfortunately,  detailed  particulars  of  these  two 
machines,  which  were  of  the  same  type,  are  lacking,  but  it 
will  be  seen  from  one  of  the  accompanying  illustrations  that 


weight  (laden),  2,750  lbs.  ;  loading/h.p.,.  4 -5  lbs.,  loading, 
sq.  ft.,  16  lbs. 

Apart  from  the  general  design,  the.  M.B.  7  is  of  orthodox 
wood  construction,  with  fabric  covered  wings  and  fuselage. 
The  principal  characteristics  are  :  Span,  24  ft.  ;  length,  18  ft. 
6  ins.  ;  height,  7  ft.  3  ins.  ;  chord  (mean),  5  ft.  ;  angle  of 
incidence,  r°  ;  dihedral,  50  ;  wing  section,  mod.  I  S, A.,  27  ; 
total  wing  area,  r  t2  sq.  ft.  ;  engine,  Wright  fl.  3,  400  h.p.  ; 
weight  (laden),  2,000  lbs.  ;  loading/h.p.,  5  Ibc  ;  loading./ 
sq.  ft.,  17-8  lbs.  ;  speed  range,  Go-y-iSo  in.p.h. 

Die  Vcrville- Sperry  Racers.  The  Vcrville- Sperry  machine, 
two  of  which  were  entered  by  the  Army,  is  also  an  “  under 
slung”  cantilever  monoplane,  designed  by  Alfred  V.  Vcrville, 
of  McCook  Field,  the  builders  being  the  Sperry  Aircraft  Co., 
of  Farmingdalc,  L.I.  Amongst  the  most  interesting  features 
are  a  retractable  wide -track  landing  gear,  with  the  wheels  so 
arranged  that  they  extend  out  under  the  wings,  and  fold  up 


THE  PULITZER  TROPHY  RACE  :  Three  of  the  monoplanes  entered  by  the  LT.S.  Army  Air  Service.  1.  The 
Loening  cantilever,  600  h.p.  Packard.  2.  The  Thomas-Morse  TM  22  all-metal  44  parasol,”  600  h.p.  Packard. 

3.  The  Verville-Sperry  cantilever,  380  h.p.  H3  Wright  (racing  model). 


the  general  lines  resemble  those  of  the  M.B.  7  in  that  it  is  a 
parasol Unonoplane  of  the  “semi-cantilever”  type,  with  an 
arch  or  hump  in  the  centre  of  the  wings,  The  T.M.  22,  as 
this  new  type  is  styled,  differs  considerably  otherwise,  how¬ 
ever,  for  it  is  constructed  entirely  of  metal.  The  wings,  tail 
surfaces  ’'and  fuselage  are  covered  with  corrugated  sheet 
duralumin,  except  for  the  fore  part  of  the  fuselage,  where  the 
metal  is  quite  smooth.  This  metal  is  also  employed  in  the 
construction  of  the  fuselage,  wing  and  tail  plane  structures, 
but  steel  tubing  isf  used  for  the  engine  mounting.  The  engine 
is  the  new  600  h.p.  “  2025  ”  Packard  previously  referred  to. 
The  wings  arc  mounted  above  the  fuselage  by  four  struts 
each  side  of  the  fuselage,  the  first  two  front  ones  of  each  set 
forming  an  inverted  V.  The  distance  from  the  attachment 
of  these  struts  on  the  wings  to  the  wing  tip  equals  about  one- 
third  the  total  span.  Characteristics  :  Span,  29  ft.  ;  length 
19  ft.  9  ins.;  chord,  6  ft.;  total  wing  area,  17 2  sq.  ft.  ; 


under  the  latter  when  the  machine  is  in  flight.  What  i 
claimed  to  be  an  absolutely  unique  feature  is  a  shock-absorbing 
wheel,  the  axle  or  hub  of  which  is  embedded  in  rubber. 
The  fuselage  and  tail  surfaces  are  constructed  completely  of 
steel  tubing,  and  the  tail  plane  is  adjustable.  Another 
feature  is  the  shock-absorbing  engine  mounting,  the.  engine 
bolts  being  embedded  in  rubber  spools,  so  that  much  of  the 
vibration  when  the  engine  is  running  on  full  throttle  is  elimi¬ 
nated.  The  wings  are  double  cambered,  and  of  wood  con¬ 
struction,  with  box  spars,  and  fabric  covered  ;  the  leading 
edge  is  reinforced  with  veneer.  The  forward  half  of  the 
fuselage  is  covered  with  aluminium,  and  the  rest  with  fabric, 
A  Wright  racing  model  H.  3,  3S0  h.p.  engine  is  fitted.  Charac  - 
teristics  :  Span,  32  ft.  4  ins.  ;  length,  22  ft. ;  chord,  5  ft.  ; 
total  wing  area,  150  sq.  ft.  ;  weight  (laden),  2,225  lbs.  ; 
loading/h.p.,  5^9  lbs.  ;  loading/sq.  ft.,  15  lbs.  ;  speed  range, 
67-190  m.p.h. 
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GLIDING,  SOARING 

Those  wishing  lo  get  in  touch  uhih  others  interested  in  matters 
relating  to  gliding  and  the  construction  of  gliders  are  invited 
to  write  to  the  Editor  of  FLIGHT,  who  unit  be  pleased  to  publish 
such  communications  on  this  page,  in  order  to  bring  together 
those  who  would  like  to  co-operate ,  either  in  forming  gliding 
clubs  or  in  private  collaboration. 

Hen»Y  Farman  is  practising  gliding  outside  Boulogne  on 
one  ot  1) is  "  Monstiques."  Already  he  has  made  a  consider¬ 
able  number  of  flights,  lasting  on  ail  average  4  mins.  each. 

In  the  meantime,  the  glider  should  soon  arrive  at  Itford 
Hill  if  it  is  to  take  part  in  the  British  competition. 

*  *  *  * 

Several  well-known  aircraft  constructors  arc  following 
with  interest  the  happenings  cm  the  South  Downs.  II r.  C.  R. 
Fairey  is  staying  there  en  jamille.  Ca.pt.  Geoffrey  de 
Havilland  arrived  on  Sunday  last  by  air,  and  landed  in  a 
field  below  the  hill.  Mr.  F,  Handley  Page,  in  spite  of  a 
damaged  undercarriage,  was  also  an  interested  .spectator. 
On  enquiry,  \ve  learned  that  “  H.  IV  had  been  playing 
golf,  and  that  in  making  a  drive  he  kept  his  foot  flat  on 
the  ground,  with  the  result  that  there  was  a  crack  as  if  he  had 
broken  his  club,  and  his  knee  joint  w  as  found  to  be  wrenched. 
Ffe  had  to  go  to  bed  for  a  fortnight,  and  Sunday  last  was 
his  first  day  out.  With  the  aid  of  crutches  Mr.  Handley 
Page  was  able  to  get  about,  but  not  without  difficulty,  and 
climbing  up  and  down  the  slopes  around  Itford  is  not  exactly 
suitable  exercise  for  a  man  with  a  broken  leg.  Still,  wild 
horses  could  not  have  kept  "  IF.  P. "  away  from  the  gliders. 

All  will  wish  him  a  speedy  recovery. 

*  *  * 

While  everyone  sympathised  most  sincerely  with  M. 
If&Tbot.  whose  machine  crashed  on  Sunday  while  taking  off, 
it  was  impossible  that  the  happening  should  not  be  made  the 
subject  of  a  joke,  as  would,  of  course,  a  mishap  to  anyone 
else.  Some  wag  suggested  that  in  the  future  tire  Dewoitinc 
should  Fie  know  n  as  the  “  Do-it-m." 


AND  AIR-SAILING 

Raynuam  s  controls  have  come  in  for  a  good  deal  of 
criticism,  owing  to  the  fact  that  he  operates  his  ailerons 
by  tin.  simple  procedure  ol  pulling  on  the  aileron  cable  with 
his  left  hand,  while  operating  the  elevator  wit h  his  right 
and  the  rudder  with  his  feet.  It  is  suggested  that  if  this 
tendency  towards  simplicity  is  allowed  to  grow  wre  shall 
see  pilots  flying  barefoot,  with  the  rudder  cables  wound 
around  their  big  toes,  the  elevator  strings  in  their  mouth 
and  the  aileron  cables  attached  to  their  cars. 

*  *  * 

Raynuam  has  done  well,  hasn't  he  ?  Most  people  would 
--ay  so.  But  still  he  has  failed  to  do  what  he  promised  our 
representative  on  Sunday  last.  His  scheme,  and  a  perfectly 
good  and  unanswerable  one  it  was,  was  to  get  off  at  sunrise 
and  remain  up  until  sunset  Other  competitors  would  then 
lie  unable  to  beat  him  because  '‘every  dav  in  ever)'  wav 
is  getting  shorter  and  shorter.” 

*  *  * 

Although  the  gliding  competition  has  provided  great 
sport  and  fine  performances,  it  has  sadly  disappointed  many. 

I  rotn  the  entries  list  one  was  justified  in  finding  on,  or  at 
the  foot  of,  It.ford  Hill  a  number  of  strenuous  gentlemen 
pedalling  away  for  dear  life  and  lifting  themselves  into  the 
air.  Up  till  Tuesday  night  the  only  pedals  we  noticed 
were  those  on  our  "  push-bikes/'  and  they  showed  no 
inclination  whatever  to  leave  mother  earth.  But  we  still 
have  hopes.  It  has  been  suggested  that  these  direct-lift 
machines  should  be  made  to  start  from  the  foot  of  the  hill 
and  alight  on  the  top.  And  quite  right,  too. 

*  *  * 

J  ust  as  we  are  going  to  press  wre  learn  that  Mr.  Jeyes  has 
crashed  on  his  Aachen  glider.  Starting  on  Oct.  18,  from 
Beddingham  Hill  in  a  strong  gusty  wind  he  fought  gamely  for 
ij  minutes  but,  on  attempting  to  land,  a,  gust  caught  the 
machine  and  it  crashed  on  a  wing  tip.  turning  over  and 
pinning  Mr  Jeyes  underneath.  Fortunately  he  escaped 
serious  injury,  but  the  machine  is  a  complete  <*  write-off.” 


THE  BRITISH  GLIDING  COMPETITION 


The  Minimum  Duration  Exceeded  on 


First  Day  of  Meeting 


Lewes,  Saturday,  October  14. 

In  the  tent  hangars  erected  on  the  northern  slope  of  Itford 
Hill  Competitors  are  busy  putting  finishing  touches  to  their 
machines.  The  first  of  them  to  arrive  on  the  scene  of  the 
gliding  competition  tor  the  Daily  Mail  prize  of  f\ ,000  and 
several  subsidiary  prizes  was  Mr.  Gordon  England,  who  made 
one  or  two  short  "hops  ”  yesterday  to  test  the  trim  of  his 
small  monoplane,  This  machine  is  housed  in  the  upper  tent, 


Fokker  starts  off  on  his  37  minutes’  flight. 


as  is  also  Raynham’ s  monoplane  and  Jeyes’  Aachen  (Klem¬ 
perer)  machine,  the  monoplane  which  won  the  gliding  com¬ 
petition  in  Germany  last  year.  In  the  next  tent  M.  Barbot's 
F>  envoi  tine  monoplane  is  standing  all  ready  for  the  fray. 
During  the  early  morning  hours  the  other  tents  remained 
empty,  but  several  competitors  were  expected  to  arrive  during 
the  day,  notably  Merriam’s  and  Sayers’  monoplanes. 

Gordon  England  had.  found  in  his  preliminary  flights  that 
his  rudder  was  on  the  small  side,  and  he  and  his  brother, 
George  England,  were  busy  during  the  day  making  a.  slightly 
larger  rudder.  About  half-past  three  in  the  afternoon  Mr. 
Jeyes  had  his  Aachen  lifted  outside  the  hangar  to  try  a  short 
hep  across  the  ridge  which  runs  north  from  ftford  Hill.  A 
detachment  of  the  R.A.F.  (from  Uxbridge)  under  the  com¬ 
mand  of  Flying  Officer  Gowler,  have  been  “  lent  "  by  the 
Royal  Air  Force  to  assist  in  starting  and  generally  handling 
the  machines,  and  in  Jeyes*  attempt  were  hauling  lustily  on 
the  ropes  When  the  word  "  Go  ”  was  given,  the.  mechanics 
hanging  on  to  the  wing  tip  ropes  did  not  let  go  in  time,  one 
of  them  getting  tangled  up  in  the  long  rubber  cords  used  for 
starting.  As  the  Aachen  monoplane  was  not  designed  to 
carry  passengers  on  its  wing  tips,  it  came  down  somewhat 
abruptly,  and  the  landing  shock  broke  one  of  the  seat  sup¬ 
ports,  and  also  caused  an  elevator  pulley  to  come  adrift. 
However,  no  great  damage  was  done,  and  Mr.  Jeyes  and  his 
assistants  were  soon  at  work  patching  up  the  brokcu  parts. 

Shortly  afterwards,  Raynham,  Camm,  and  half  a  dozen  of 
willing  helpers  carried  the  Handasyde  monoplane  to  the  top 
ot  Itford  Hill,  where  Raynham  tried  three  starts  along  the 
straight,  not  attempting  to  go  "  over  the  top."  His  machine 
got  off  remarkably  well,  leaving  the  ground  at  a  speed  of 
certainly  not  more  than  xo  m.p.h.,  and  floated  along  a  few 
leet  above  the  ground,  coming  down  gently  and  stopping  in 
a  Couple  of  yards.  "While  he  was  gliding  along,  Raynham 
worked  his  elevator  vigorously  to  test  the  control,  and  even 
at  that  low  speed  the  machine  appeared  to  answer  extremely 
well.  1  lie  rudder  control,  however,  was  notquite  so  good,  and 
Raynham  decided  to  follow  England’s  example  and  fit  a 
slightly  larger  rudder. 

Towards  evening  the  Sayers'  glider  arrived  on  a  lorry  placed 
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Raynham’s  Glider  pegged  down  on  the  summit  of  Itford  Hill. 


at  his  disposal  by  Mr.  Faircy,  and  the  work  of  unloading  it 
was  commenced  without  delay.  A  few  minutes  afterwards 
Merriam  and  Newman  came  puffing  up  the  slope  of  the  hill 
in  a  little  10  h.p.  car  on  which  their  monoplane  glider  had 
been  carried,  without  other  assistance,  all  the  way  from 
Southampton.  It.  was  gathered  that  Merriam  and  Newman 
had  had  quite  an  interesting  time,  what  with  the  wind  trying 


Raynham  making  a  short  flight,  October  15,  to  test 

his  machine. 


Raynham  starting  off  on  his  11 1  minutes’  flight. 


Carrying  Raynham  s  Glider  up  to  the  top  of  Itford  Hill.  In  the  background  may  be  seen  the  five  tent  hangars 

used  for  housing  the  machines. 
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•In  blow  car,  glider,  and  all  into  the  ditch.  Considerable  rime 
had  also  been  wasted  at  toll  gates,  the  keeper  having  to  Con¬ 
sult.  numerous  books,  forms,  etc.,  before  he  could  find  out 
how  much  to  charge  for  a  glider.  Even  then  he  did  not  suc¬ 
ceed,  but  had  to  make  a  guess  according  to  the  good  old  rule 
of  three:  If  an  aeroplane  is  charged  so  much,  how  much 
should  one  charge  for  an  aeroplane  which  is  not  an  aeroplane 
but  a  glider.  '1  he  de  Havilland  machines  had  also  been 


Capt.  Broad  on  the  De  Havilland  Glider  No.  4  making 
a  flight  from  Beddingham  Hill. 

expected,  but  hy  the  time  the  tents  were  shrouded  m  darkness 
they  had  not  arrived. 

Sunday,  October  15 — Today  several  more  competitors 
arrived  The  two  I'okker  machines  (biplanes)  were  brought 
over  from  Deacehaven,  and  the  crew  got  busy  erecting  them, 
which  Operation  appeared  to  be  rapidly  performed.  Otic  of 
the  machines  in  the  two-seater  on  which  Kokker  remained 
aloft  for  13  minutes  with  a  passenger.  The  other  is  a  single¬ 
sealer  without  nacelle. 

The  two  de  Havilland  gliders,  Sibylla  (No.  4  and  Margon 
(N,.  33)  also  arrived,  and  are  being  erected  in  the  lower 

hangar.  During  the  morning  Raynham  and  Gordon  England 
had  their  machines  carried  to  the  top  of  It  ford  Hill,  but  as 


northern  slope.  The  machine  was  placed  in  position,  but 
partly  owing  to  the  crowd  gathering  around,  and  partly  to  the 
wind,  the  take-off  was  made  in  a  cross-wind  The  machine 


In  spite  of  its  “  unlucky  ”  number,  Gordon  England’s 
monoplane  gets  up  well,  and  is  remarkable  for  its 
extremely  steady  flight. 


caught  a  gust  under  its  starboard  wing  tip,  which  rose  high 
into  the  air.  The  machine  swerved  to  the  left,  touched  with, 
the  left  wing  tip,  did  a  ‘  cartwheel,"  and  went  over  on  its 
back,  M.  Barbot  being  underneath  with  his  head  in  the  gorsc 
bushes.  When  the  machine  -was  righted,  it  was  found  that 
M.  Barbot  had  escaped  with  a  scratched  face  and  wrist,  but 
the  machine  was  badly  damaged.  The  nose  had  caved  in, 
and  one.  wing  was  found  to  be  broken  beyond  hope  of  repai  1 
with  the  facilities  at  hand.  How  it  happened  that  no  spec¬ 
tator  was  hit  and  injured  is  a  mystery.  The  machine  swung 
right  into  a  dense  crowd,  but  by  scattering  in  all  directions. 


the  wind  appeared  to  be  veering  towards  the.  south-east,  they 
decided  not  to  make  an  attempt  from  tire  top  of  the  hill,  but 
to  carry  their  machines  some  distance  down  the  southern 
slope,  where  there  is  a  ridge  running  north-south,  and  across 
which,  consequently,  the  wind  was  blowing.  Both  made 
short  flights  into  the  valley,  but  found  that  as  soon  as  they 
were  clear  of  the  slope  they  got  into  the  down-current  front 
the  next  slope,  and  had  to  dive  into  the  valley.  Both 
machines,  however,  were  found  to  handle  well,  and  Raynham 
began  to  get  used  to  his  somewhat  unusual  aileron  controls. 

In  the  afternoon  M.  Barbot  had  his  Dewoitine  monoplane 
brought  up  to  the  top  of  Itford  Hill,  and  as  the  wind  was  by 
then  east-north-east,  lie  intended  to  make  start  from  the 


some  ducking  under  the  wings,  everyone  escaped .  Evcrybod  y 
will  sympathise  with  M.  Barbot  in  his  misfortune.  He  has 
done  a  lot  of  gliding  in  Franco,  and  his  machine  is  extremely 
interesting,  with,  its  bird-shape  wing  and  peculiar  flexible 
aileron  control.  M .  Barbot  was  naturally  keenly  disappointed, 
but,  like  the  good  sportsman  that  he  is,  he  blamed  no  one  but 
himself  for  the  accident.  He  knew  his  machine,  add  thought 
that  even  in  the  cross-wind  it  would  answer  the  controls 
readily  enough. 

Later  in  the  afternoon  Gordon  England  had  his  machine; 
taken  to  the  top  of  Beddingham  Hill,  and  made  a  pretty  flight 
of  1  min  34  secs,  duration,  which  is  the  longest  made  so  fax 
in  this  district.  Tomorrow,  the  first  day  of  the  competition. 
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this  figure  will  probably  be  exceeded  by  several  competitors. 
In  landing  he  slightly  damaged  the  nose,  of  his  machine,  but 
this  is  being  repaired. 

Monday,  October  16.  The  first  flight  this  morning  was 
made  by  Raynham,  who  got  away  from  Beddmgham  Hill 
about  10.30.  The.  wind  was  east-north-east,  and  Raynham 
flew  due  north  at  first,  having  gained  considerable  altitude, 
and  then  turned  into  the  wind  to  land.  He  remained  in  the 
air  for  just  under  two  minutes  (1  min.  58  se.es.),  which  was 
sufficient  to  win  for  him  the  /so  prize  offered  by  Col.  Alec 
Ogilvie  should  no  other  competitor  increase  the  time. 

By  about  midday  the  two  de  Huvilland  machines  had  been 
brought  to  the  top  of  Beddingham  Hill,  and  were  got  ready 


to  start.  The  manner  of  doing  this  is  to  tether  the  tail  skid 
of  the  machine  to  a  peg  by  means  of  a  steel  cable  provided 
with  a  quick-release  device.  A  number  of  men  walk  forward 
with  long  rubber  cords  or  ropes,  stretching  them  as  taut  as 
they  will  stand.  On  the  word  "  Go  ”  a  man  pulls  the  quick- 
release,  the  towing  party  at  the  same  time  running  forward 
as  fast  as  possible,  The  machines  are  thus  catapulted  into 
the  air  after  a  v:  ry  short  run.  Capt.  Hr  ad,  on  No.  4  (Sibylla) 
was  the  first  to  get  away.  He  rapidly  gained  altitude,  but 
the  machine  appeared  to  he  buffeted  about  a  good  deal,  and 
the  ailerons  Could  be  seen  flicking  as  the  swirls  struck  the 
machine.  However,  Bread  stuck  to  his  task,  and  managed 
to  keep  up  fairly  well  until  he  got  some  distance  away  from 


WILLING  HELPERS  :  A  detachment  of  the  R.A.F.  carrying  Gordon  England’s  and  Raynham ’s  gliders  to 

the  top  of  the  hill. 
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On  the  summit  of  Firle  Beacon  Hill  :  From  left  to  right  ; 
Col.  DarJjy ,  Col.  Ogilvie,  Capt.  Nicholl,  and  Mr.  Fairey. 


the  hill.  He  then  ran  into  calmer  air.  and  began  to  drop. 
When  at  a  very  low  altitude  over  the  bottom  of  the  valley  the 
machine  was  struck  by  a  gust  which  lifted  th<  right  wing. 
Swinging  round  to  the  left,  (apt.  Broad  righted  the  machine 
again"  but  there  was  no  time  to  get  her  round  into  the  wind, 
and  he  had  to  make  a  landing  in  a  cross-wind.  From  the 
top  ot  the  hill  he  appeared  to  make  quite  a  good  landing,  but 
afterwards  it  was  learned  that  he  had  damaged  a  wheel  of 
the  undercarriage.  The  duration  of  his  flight  was  2.  mins. 

18  sees.,  so  that  Ravnham’s  time  was  beaten. 

Capt  Herne  got  away  next,  some  20  minutes  late,  on 
\G,  33  (Margon)-  Shooting  into  theair  he  rose  rapidly,  and  his 
machine  appeared  a  good  deal  steadier  than  Broad  s.  Her ne 
held  bis  height  admirably  for  quite  a  long  distance,  but  finally 
got  out  of  the  ascending  current,  and  had  to  commence  a 
glide,  into  the  valley.  He  seemed  to  be  going  well  when, 
close  to  the  ground,  bis  left  wing  was  seen  t'j  rise .  He  then 
disappeared  from  view,  and  it  was  impossible  to  tell  what 
sort  of  landing  he  had  made.  Later  it  was  learned  that  he 
had  come  into  contact  with  a  hedge,  and  when  his  machine 
was  next  seen  on  the  hill  its  wings  were  torn  considerably, 
and  one  of  the  top  bracing  wires  broken.  However  the  damage 
appeared  to  be  to  the  fabric  covering  only,  and  should  be 
easily  repaired.  Herne’s  time  was  2  mins.  3.8  sets.  As  this 
was  'his  first  flight  on  the  machine,  his  performance  was  a 
highly  creditable  one. 

In  the  meantime  ]eyes,  who  had  repaired  the  damage 
sustained  on  Saturday,  had  the  Aachen  brought  up  to  the  top 
of  Beddingham  Hill,  and  about  1  p.tn.  he  was  “  shor  ”  over 
the  edge.  The  towing  rope  appeared  to  catch  in  something, 
and  the  machine  rocked  somewhat  violently  for  a  few  seconds. 
Thpn,  however,  the  ropes  came  adrift,  and  the  machine  got 
away  well,  Jeyes  keeping  his  altitude  for  a  considerable  time. 

The' fact  of  the  ropes  sticking  had  somewhat  spoilt  the  flight, 
as  he  lost  the  few  seconds  when  he  should  have  been  getting 
his  height.  However,  in  spite  of  this  he  did  very  well, 
remaining  up  for  about  three  minutes.  He  made  a  perfect 
landing  in  a  valley. 

The  Fokker  biplane  had  by  now  been  brought  up  to  the 
top  of  the  ridge,  and  as  Fokker  passed  on  his  way  towards 
Firle  Beacon  it  was  concluded  that  he  would  make  an  attempt 
from  there.  His  method  of  transporting  the  glider  is  to  place 
it  across  his  Cadillac,  and  lash  it  fore  and  aft,  letting  it  rest 
and  pivot  on  its  central  skid.  Raynham  and  Gordon  Kngland 
had  by  then  also  decided  to  bring  their  machines  to  Firle 
Beacon,  where  the  wind  appeared  strong  and  seemed  to  offer 
possibilities  of  extended  flights.  Shortly  after  2  p.m.  Fokker 
took  his  seat  in  the  machine,  with  Mr.  Bewsher  as  passenger. 
Then  followed  a  long  wait,  during  which  there  was  much 
photographing  and  whirring  of  cine-cameras.  Fokker  said 
he  was  waiting  for  the  wind  to  get  up.  Ultimately  he  got 
olf  well  about  2.30,  and  rose  rapidly.  Instead  of  flying  out. 
from  the  hill,  as  all  previous  pilots  with  the  exception  of 
Jeyes  had  done,  Fokker  hugged  the  edge  of  the  range,  letting 
his  machine  proceed  crab-fashion  towards  Bostal  Hill  to  the 
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south-east.  The  machine  rose  and  fell  as  it 
got  into  and  out  of  the  ascending  ail  currents. 
For  quite  a  long  period  the  b: piano  appeared 
to  be  standing  still  in  the  neighbourhood  or 
Bostal.  It  was  then  seen  to  turn  and  com¬ 
mence  its  return  journey,  still  at  a  greater 
altitude  than  the  starting  pomt.  It  was 
hoped  that  Fokker  would  be  able  to  alight  on 
the  hill  from  which  he  had  started,  but  he 
appeared  to  drift  too  far  to  the  north  away 
from  f he  ridge,  and  to  get  out  of  the  rising 
currents.  Coming  back  towards  Firle,  losing 
height  gradually,  lie  made  a  right-hand  turn 
into  the  valley  and  got  ready  to  land.  Just 
before  touching,  the  machine  was  seen  to 
approach  a  small  gap  in  a  hedge.  The  gap 
being  too  narrow  to  let  the  machine  pass, 
Fokker  "jumped”  it,  and  alighted  smoothly 
on  the  other  side,  having  been  in  the  air  seven 
minutes,  which  was  an  extremely  fine 
performance,  considering  that  he  carried  a 
passenger. 

Raynham  and  Gordon  England  had  not 
failed  to  learn  their  lesson  from  Fokker' s 
method,  and  as  soon  as  his  flight  was 
concluded,  they  ran  to  the  top  of  Firle 
Beacon  to  get  their  machines  ready. 
Raynham  got  away  just  before  three  and 
rapidly  gained  altitude,  '*  hugging  the  coast 
as  Fokker  had  done,  and  drifting  crabwisc 
towards  Bostal.  His  altitude  increased  from 
time  to  time,  while  now  and  then  the  machine 
would  drop  as  it.  got  out  of  the  air  currents.  As  in  the  case 


of  Fokker.  Raynham  seemed  to  remain  for  a  long  time  near 
Bostal,  but  finally  be  was  seen  to  let  his  machine  drift  to  the 
right,  close  to  the  hill,  make  a  left-hand  turn,  and  commence 
to  return.  Fie  was  still  well  above  his  starting-point,  and  we 
began  to  hope  that  he  might  gain  Firle  without  losing  height, 
and  thus  be  able  to  make  a  second  trip.  This  was  not  to  be, 
however,  and  the  machine  seemed  to  get  out  of  the  rising  air 
and  began  to  drop.  When  Raynham  saw  that  he  could  not 
regain  his  starting-point,  he  glided  down  wind,  passing  Firle 
Beacon  at  a  great  pace,  some  200  ft.  below  the  top,  and 
finally  he  disappeared  from  view.  He  had  by  then  been  up 
10  minutes,  and  it  was  stated  later  that  his  actual  time  in  the 
air  vras  it  mins.  23  secs.,  an  extremely  fine  performance. 
Raynham  told  us  later  that  he  had  a  great  deal  ot  fun  in 
landing.  Apparently,  as  he  turned  north  and  was  drifting 
sideways  across  the  fields,  he  felt  the  up-currents  front  the 
ridges  and  hedges,  and  in  this  manner  he  hopped  sideways 
over  several  hedges,  finally  turning  into  the  wind  and  landing 
smoothly.  Everyone  was  delighted  with  his  performance,  and. 
he  was  considered  a  certain  winner  of  the  Ogilvie  Prize. 

When  Raynham  had  landed,  Gordon  England  made  a 
start,  about  3.20  p.m.,  getting  into  the  air  very  well  indeed, 
and  gaining  height  as  Fokker  and  Raynham  had  done.  The 
steadiness  of  England’s  machine  was  remarkable,  by  far  the 
steadiest  flight  of  the  day.  "  Crabbing  ”  towards  Bostal, 
England  appeared  to  rise  and  drop  more  than  the  others  had 
done,  but  always  on  a  very  even  keel.  He  had  gone  a  long 
way  towards  Bostal  when  it  was  noticed  that,  in  spite  of  his 
keeping  even  closer  to  the  ridge  than  had  Fokker  and  Rayn- 
liam,  he  lost  altitude  rapidly.  The  explanation  soon  became 
obvious.  In  the  excitement  we  had  not  noticed  that  the 
wind  had  dropped  ;  but  England’s  machine,  not  being  of  an 
excitable  nature,  did  notice  it,  and  acted  accordingly,  Soon 
he  was  seen  to  turn  north,  and  make  a  landing  some  distance 
east  of  Firle  Beacon.  Flis  time  in  the  air  was  4  mins.  3-  secs. 
This  was  the  first  flight  of  the  day  to  represent  a  decrease  in 
duration,  but  it  was  obviously  caused  by  the  failing  wind. 

In  the  meantime  Merriam  had  had  his  machine  brought  up 
to  the  top  of  Itford  Hill,  from  which  he  had  intended  to  make 
a  flight.  All  the  time-keepers  and  officials  were,  however, 
at  the  eastern  end  of  the  ridge,  at  Firle  Beacon,  and  Merriam 
commenced  to  wheel  his  monoplane  Firlewards.  T  he  drop¬ 
ping  wind,  however,  caused  him  to  alter  his  decision,  especially 
as  it  was  getting  rather  late. 

Curiously  enough,  the  wind  increased  in  force  again  towards 
sunset,  and  Fokker,  who  had  brought  his  biplane  to  the  top 
of  Firle,  decided  to  have  another  attempt.  Although  the  sun 
was  getting  very  close  to  the  edge  of  the  western  hills,  he  took 
off  about  4.45,  this  time  alone  in  the  machine.  Without 
going  so  far  afield  as  on  the  previous  flight,  he  cruised  around, 
circled  and  turned,  constantly  rising  and  falling,  but  main¬ 
taining  a  fair  average  level  above  his  starting-point,  dhe 
sun  disappeared  behind  the  hills,  although  it  would  probably 
still  be  visible  over  flat  country,  and  still  Fokker  kept  on 
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Shouting  down  to  the  few  remaining  spectators,  he  enquired 
how  long  he-  had  been  up,  and  was  told  to  "  stick  it  ”  anotlier 
ft.  w  minutes,  as  he  would  then  have  exceeded  the  minimum 
of  30  minutes.  W  hen  he  finally  did  land  he  had  been  up  for 
37  mins.  ()  secs.  The  performance  was  an  extremely  line  one, 
and  as  Fokker  landed  within  the  prescribed  radius  of  800 
yards  from  Ins  starting-point,  lie  has  a  claim  on  the  Daily 
Mail  prize  of  £1,000.  However,  there  is  nearly  a  week  in 
which  others,  may  improve  upon  the  duration,  and  several 
machines  have  not  turned  up  yet.  Given  good  weather,  there 
does  not  appear  to  be  any  reason  why  tire  German  record 
should  not  be  beaten  in  Sussex. 

Tuesday ,  October  17. — The  early  part  of  the  morning  gave 
promise  of  another  fine  day,  and  there  was  a  strong  north¬ 
easterly  wind  blowing.  Up  to  about  10  a.m,  there  was 
nothing  doing  on  Itford  Hill,  and  by  this  time  the  force  of 
the  wind  had  increased  considerably.  Then  Mcrriam’s 
machine  was  brought  out  and  carried  up  the  hill.  On  reach¬ 
ing  the  top  we  started  on  the  long,  long  trail  for  Firle’s 
Beacon,  where  it  was  proposed  to  make  a  flight.  When 
about  halfway  there  we  observed  a  machine  shoot  up  over 
the  beacon  and  sail  gracefully  sideways  before  turning  back 
agaio.  This  proved  to  be  Raynliam  on  No.  2,  and  we  watched 
him  sailing  backwards  and  forwards  during  the  rest  of  our 
weary  way.  On  arriving  at  the  Beacon,  we  learned  that 
Raynham  had  been  up  for  1  hr.  35  mins,  already  ;  and  he 
was  certainly  still  going  strong.  He  would  soar  sideways 
alongside  the  hill  towards  the  right,  gaining  height  in  the 
meantime.  Then  he  would  turn  out  away  from  the  hill  and 
return,  with  the  wind  just  slightly  assisting  him,  then  turn 
out  again  and  repeat  the  process  ad  lib.,  with  variations, 
keeping  fairly  close  to  the  hill  all  the  time.  At  about  12.20 
Raynham  sailed  a  little  further  than  usual  to  the  right,  and 
just  lost  the  up-current  and  dropped  considerably.  He  made 
a  splendid  effort  to  get  up  again,  and  nearly  succeeded  at  the 
western  end  of  the  Beacon,  but  eventually  had  to  glide  down 
below,  making  a  neat  landing  on  a  small  hill  just  underneath. 
His  time  was  given  as  1  hr.  53  mins.  Prior  to  this  flight 
Raynham  had  made  one  or  two  short  trial  flights. 

Preparations  were  then  made  for  getting  Merriam's  machine 
ready,  which  was  eventually  brought  up  to  the  jumping-off 
point  At  12  45  the  starting  ropes  (elastic)  were  pulled  for¬ 
ward  by  several  willing  hands,  the  machine  being  held  back 
in  the  meantime,  and  then  Merriam  gave  the-  signal  to  "  Let 
her  go/’  The  machine  almost  immediately  rose  upwards  at 
wLiat  seemed  an  alarming  angle.  Then  the  left  wing  r<c e, 
and  the  machine  was  literally  blown  over  on  its  back,  and  then 
"  cart-wheeled  ”  on  to  its  nose,  crashing  into  the  ground  at 
the  same  time.  At  first  we  thought  matters  were  most  serious 
— that  Merriam  and  some  of  the  onlookers  had  received  serious 
injury.  Strange  to  say,  however,  Merriam  got  out  of  the 
badly  smashed  machine  with  nothing  more  than  a  bruised 
leg,  whilst,  somehow  or  other,  the  crowd  got  clear  of  the 
falling  machine  with  remarkable  rapidity,  and  no  one  was 
hurt.  It  was,  of  course,  most  fortunate  that  things  turned 
out  as  they  did  ;  but  still  we,  and  all  present,  were  extremely 
sorry  that  Merriam  should  be  put  out  of  the  running — for  the 
present,  at  any  rate — so  early.  However,  it  might  easily 
have  been  very  much  worse,  so  here’s  better  luck  next  time  ! 

Shortly  afterwards,  Raynham’s  machine  was  “  brought  to 
the  surface  ”  again,  and  a  little  later  it  was  carried  back  to 
Itford,  as  it  was  decided  not  to  make  further  flights  this  day, 
as  Raynham  wished  to  make  certain  alterations  to  the  controls. 
In  the  meantime  another  machine — or  so  we  thought — was 
observed  high  up  over  Beddingham  Hill,  almost  stationary, 
and  sundry  guesses  were  made  as  to  what  ’bus  it  was.  We 
learnt  later  it  was  a  kite  !  Imposter  ! 

After  a  wait  of  an  hour  or  so  (during  which  a  much-needed 
lunch,  wisely  brought  with  ns),  we  observed  a  machine  take 
off  from  Beddingham  Hill,  but  we  were  too  far  oif  to  distin¬ 


guish  the  breed.  It  appeared  to  glide  straight  down,  and 
soon  disappeared  from  view.  There  was  nothing  for  it  but 
to  tramp  back  again  (as  many  of  the  spectators  had  already 
done),  and  on  arriving  on  the  above-mentioned  hill,  we  found 
that  the  machine  observed  had  been  Gordon  England's  mono¬ 
plane.  lie  had  made  a  glide,  we  were  told,  of  about  two 
minutes.  After  this,  his  machine  was  carried  back  to  Itford, 
parts  of  Merriam's  ’bus  following.  By  this  time  it  was  past 
four  o’clock,  and  as  it  was  doubtful  if  anything  more  would 
happen,  we  went  down  to  the  hangars  to  see  if  there  were 
any  new  arrivals,  but  only  one  -G.  W.  Cain’s  monoplafte — 
arrived  just  as  it  was  getting  dark.  Adjustments  were  still 
being  made  to  various  other  entries,  some  of  which — well, 
’nuff  said  ! 

In  the  following  notes  we  give  a  brief  description  of  the 
gliders  which  had  arrived  at  Itford  Hill  by  Monday  evening. 
The  accompanying  scale  diagrams  on  page  607,  drawn  to  a 
uniform  scale,  should  help  to  form  an  idea  of  the  lines  and 
relative  size  of  the  various  machines. 

The  Machines 

Gordon  England's  Machine  is  a  very  small  cantilever  mono¬ 
plane,  with  the  type  of  wing  section  recommended  by  Mr. 
Weiss,  The  span  is  28  ft.,  and  the  wing  area  1 30  sq.  ft.  The 
weight  of  the  machine  empty  is  but  100  lbs.,  and  assuming 
that  the  pilot  weighs  160  lbs.,  the  total  weight  is  260  lbs., 
and  the  wing  loading  exactly  2  lbs./sq.  ft. 

Raynham’ s  Monoplane  is  also  of  the  cantilever  type,  the 
wing  section  used  being  the  Gottingen  No.  441.  The  aileron 
controls  are  unusual,  inasmuch  as  the  cable  is  not  connected 
up  to  the  control  stick,  but  is  operated  direct  by  the  pilot's 
left  hand.  The  machine  has  a  span  of  36  ft.  and  a  wing  area 
of  155  sq.  ft.  The  weight  empty  is  160  lbs.,  and  fully  loaded 
320  lbs.,  giving  a  wing  loading  of  206  lbs./sq.  ft.  The 
machine  gets  off  at  a  remarkably  low  speed,  and  flies  with  the 
tail  well  up. 

The  Aachen  Monoplane  was  illustrated  in  F light  last  week, 
and  it  suffices  to  state  that  it  is  similar  to  the  tvpe  on  which 
Herr  Klemperer  did  so  well  in  the  German  competitions  last 
year. 

The  S.C.IL.  ( Sayers )  Monoplane  is  described  in  detail  on 
anotlier  page  of  this  issue,  to  which  we  would  refer  readers. 

The  Merriam- Newman  Monoplane,  has  a  thin  wing  section 
(R.A.F.  15),  and  consequently  bracing  has  been  necessary, 
The  machine  has  an  ordinary  girder  type  fuselage  with  wire 
bracing,  and  altogether  the  construction  follows  conventional 
lines. 

The  De  H  avill  and  Gliders  have  already  been  fully  described 
and  illustrated  (see  Flight  of  October  5,  1922).  The  only 
alteration  is  to  the  undercarriage  (as  foreshadowed  in  011) 
article) ,  which  is  now  merely  an  axle  mounted  on  the  lower 
longerons  and  carrying  the  wheels.  The  angle  of  incidence 
has  been  increased  to  allow  of  landing  slowly. 

The  Fokker  Machines, — At  the  moment  of  writing,  only 
two  of  the  three  Fokker  machines  entered  have  put  in  an 
appearance.  These  are  both  biplanes,  but  one  is  a  two-seater 
with  an  enclosed  nacelle,  while  the  other  is  an  open  single- 
seater. 

The  Airdisco  Glider  has  a  crescent-shaped  monoplane  wing 
of  very  original  section.  Speaking  from  memory,  we  should 
say  the  section  is  very  similar  to  the  bird's  wing  section 
tested  several  years  ago  at  the  Eiffel  laboratory.  The  wings 
are  extremely  light,  and  appeared  to  sag  with  their  own 
weight.  We  should  say  a  few  bracing  wires  would  be 
advisable. 

At  the  moment  of  writing  these  notes  no  other  machines 
had  arrived  at  Itford  Hill,  but  next  week  we  hope  to  deal 
with  some  of  the  newcomers.  In  the  meantime,  a  detailed 
description  of  the  S.C.W,  monoplane,  designed  by  Capt. 
Sayers  and  built  by  the  Central  Aircraft  Co.,  of  Kilburn,  may 
be  of  interest. 
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THE  SAYERS,  COURTNEY  AND  WRIGHT  MONOPLANE 


Constructed  by  the  Central  Aircraft  Company 


Although  resembling  in  outward  appearance  the  famous 
Hannover  “  Vampyr,”  the  monoplane  designed  by  Capt. 
W.  H.  Sayers,  in  collaboration  with  Mr.  F.  Courtney  and 
Maj.  Wright,  and  built  by  the  Central  Aircraft  Company,  of 
Kilburn,  differs  from  the  German  machine  in  many  respects, 
notably  in  the  matter  of  detail  construction.  Aerodyna- 
xnically  also  the  “  S.C.W.”  shows  characteristics  wliich  arc  at 
variance  with  those  of  the  ”  Vampyr.”  For  one  thing,  the 
wing  section  employed  is  quite  different  from  the  Gottingen 
No.  441,  which  the  Hannover  machine  is  said  to  possess.  In 
the  “  S.C.W.”  monoplane  glider,  the  section  is  one  of  the 


airscrew  sections,  T.  62,  we  believe  ;  that  is  to  say,  in  so  far 
as  one  can  speak  of  any  particular  section  in  a  wing  which 
tapers  in  thickness  and  chord  from  root  to  tip.  What  Capt. 
Sayers  has  actually  done  is,  we  believe,  to  step  up  the  ordi¬ 
nates  of  the  original  section  over  the  central  portion  of  the 
wdng,  gradually  thinning  it  down  until  the  actual  section  is 
attained  some  distance  out  along  the  span,  and  thence  the 
ordinates  are  progressively  reduced  towards  the  tip. 

Another  respect  in  which  the  ”  S.C.W.”  monoplane  differs 
from  the  ”  Vampyr  ”  is  in  the  aspect  ratio,  the  chord  being 
considerably  greater  in  the  former  machine,  and  consequently 
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Sketch  of  the  S.C.W.  (Sayers)  Glider  in  flight. 


THE  “S.C.W.”  MONOPLANE  GLIDER.  Somj  constructional  details.  1 .  Metal  fittings  ^C^ing 
spar  to  top  longeron,  and  also  spar  root  fi.ting  2.  Construction  of  wing  tip.  3.  ioiot“ 

4.  Sketch  showing  spar  and  rib  construction.  5  and  6.  Details  of  rib.  7.  A  typical  fuselage  joint, 

showing  three-ply  “fish-plates.” 


the  aspect  ratio  smaller  How  this  change  will  affect  the 
characteristics  of  the  machine  remains  to  be  seen. 

As  already  mentioned,  the  construction  of  the  'S.C.W, 
monoplane  is  quite  different  from  that  of  the  \ampyr 
The  fuselage,  which  in  external  shape  greatly  resembles  the 
Hannover  monoplane,  is  built  up  entirely  without  wire 
bracing,  and,  except  for  the  wing  spar  fittings,  without  metal 
fillings  of  any  kind.  The  four  spruce  longerons  arc  %  in. 
square  in  the  'forward  portion,  tapering  to  about  fr-in.  square 
at  the  stern.  The  struts  arc  of  similar  dimensions,  and  of 
the  same  material,  and  rigidity  is  obtained  by  diagonal  spruce 
stmts  secured  to  the  longerons  and  vertical  struts  by  three- 
ply  wood  "fish  plates,"  screwed  to  longerons  and  struts. 

Where  local  considerations  demand  it.  the  transverse 
panel-,  in  the  fuselage  are  built  up  in  the  form  of  a  diamond 
enclosed  in  a  rectangle  and  having  its  corners  attached  to  the 
centre  of  the  sides  of  the  rectangle.  The  covering  is  fabric, 


except  -where  local  stresses  are  likely  to  occur,  such  as  near 
the  tail  and  over  the  bottom  of  the  front  portion,  where 
three-ply  covering  is  used. 

The  wing  is  built  up  in  two  halves,  joined  on  the  centre 
line  by  forked  fittings  (steel)  of  the  form  shown  in  one  of 
the  sketches.  The  spars  are  of  built-up  construction,  with 
*-m  three-plv  webs  and  double  flanges  of  spruce,  screwed, 
through  the  three-ply,  to  one  another.  Over  the  inner 
portion  the  spars  are  reinforced  by  packing  pieces  of  spruce, 
which  bring  the  J  section  up  to  a  rectangular  one. 

The  ribs  are  of  very  light  and  neat  construction,  which  is 
well  illustrated  in  one  of  our  sketches.  The  light  fla.nges  are 
of  4-in.  square  spruce,  and  the  webs  are  formed  by  a  Warren 
truss  consisting  of  double  strips.  J-inally,  over  the  outride 
of  flanges  and  the  ends  of  the  web  strips  are  tacked  nai  row 
Capping  strips  of  thin  three-ply  wood.  The  leading  edge 
of  the  wing  is  -  covered  with  a  sheet  of  thin  three-ply. 
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extending  from  the  leading  edge  strip  up  to  the  top  of  the 
front  spar.  The  three-ply  capping  strips,  to  which  reference 
has  been  made,  stop  at  the  edge  of  the  nose  covering  sheet, 
thus  forming  a  smooth  surface.  It  should  be  pointed  out 
that  the  rear  edge  of  the  tlmee-ply  sheet  is  screwed  and  tacked 


to  a  strip  secured  to  the  top  face  of  the  spar,  so  that  it  is 
supported  right  along  and  not  at  the  ribs  only. 

The  attachment  of  the  wings  to  the  fuselage  is  by  very 
substantial  fittings,  forked  over  the  upper  longerons  and 
having  lateral  grooves  in  them  for  the  spars.  By  undoing  a 
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few  bolts,  the  wing  can  be  dismantled,  either  in  one  piece,  or, 
by  undoing  the  tubular  bolts  of  the  spar  root  fittings,  in  two 
halves.  These  bolts  are  in  the  form  of  short  tubes  of  fairly 
large  diameter,  so  as  to  give  large  bearing  area,  and  are 
simply  secured  by  a  washer  and  split-pin. 

The  undercarriage  is  in  the  form  of  two  skids,  hinged  at 
their  front  ends  to  the  lower  longerons,  and  so  housed  in  the 
rear  fitting  as  to  be  free  to  slide  in  a  fore  and  aft  direction 
as  the  load  on  the  skids  causes  these  to  deflect. 
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Lateral  control  is  roughly  by  ailerons,  of  triangular  shape, 
and  the  controls  are  of  the  usual  type,  with  the  exception 
that  elbow  cranks  and  pull-aud-push  rods  take  the  place  of 
cables  running  over  pulleys. 

The  general  design  appears  to  be  very  good,  and  the  work¬ 
manship,  as  was  to  be  expected  from  the  Central  Aircraft 
Company,  is  excellent.  It  seems  probable  that,  if  the  machine 
performs  well  in  the  competition,  the  C.A.C,  may  standardise 
it  and  place  it  on  the  market  at  a  reasonable  figure. 

<$>  <$> 


LONDON  TERMINAL  AERODROME 


**  Monday  evening,  October  16. 

The  fine” weather  of  the  last  week  has  given  a  fillip  to  the 
traffic  on  the  airways,  and  the  number  of  passengers  travelling 
by  air  has  been  almost  up  to  summer  figures.  Today,  for 
example,  there  were  22  passengers  on  Handley  Page  machines 
from  Paris.  On  the  London  Cologne  route  the  Instone  Air 
Line  continue  to  carry  good  loads  of  passengers,  and,  owing 
to  the  prevailing  easterly  wind,  some  rapid  flights  have  been 
made,  from  Cologne  to  London.  On  one  occasion  Mr.  Holmes, 
piloting  one  of  the  Napier  34’s,  made  the  journey  from 
Cologne  to  London  in  a  flying  time  of  only  2  hrs.  55  mins. 
This,  by  the  way,  he  has  just  eclipsed  today,  doing  the 
Cologne-Loudon  flight  in  2  hrs.  39  mins. 

Rapid  journeys  from  the  Continent  have  been  the  rule 
during  the  week,  while  to  the  Continent  the  times  have  been 
unusually  long.  One  of  the  Grands  Express  Goliaths  created 
a  new  record  for  such  machines  by  flying  from  Paris  to  London 
in  1  hr.  55  mins,  on  Saturday,  while  a  Daimler  34  made  the 
same  journey  in  1  hr.  44  mins. 

Startling  accounts  have  appeared  in  the  daily  press  of  a 
mishap  to  one  of  the  Messageries  A6riennes’  Goliaths  near 
Poix  early  last  week.  According  to  a  passenger,  the  machine 
crashed  so  badly  that  it  “  bounced  ”  into  the  air  again. 
Incidentally,  this  passenger  stated  that  he  had  climbed  out 
on  to  the  top  of  the  Goliath  when  this  occurred — no  mean 
feat,  by  the  way,  considering  that  it  is  impossible  to  get  out 
of  the  Goliath  in  flight  without  first  of  all  throwing  the  pilot 
overboard  I  What  actually  happened  was  that  the.  machine 
was  forced  to  descend  owing  to  bad  weather,  and,  after  making 
a  rather  bumpy  landing  on  bad  ground,  the  wheels  sank  into 
the  soft  earth  of  a  filled-in  shell  hole,  causing  the  Goliath  to 
tip  up  on  to  its  nose — an  experience  alarming  enough  to  start 
the  imagination  of  an  excited  passenger. 

Increase  of  Traffic  on  Rotterdam  Route 

The  Rotterdam  service  run  by  the  Daimler  Airway  and 
the  K.L.M.  is  beginning  to  attract  good  loads.  This  is 
probably  due  to  the  cut  in  both  passenger  and  goods  rates. 
At  any  rate,  there  has  been  a  sudden  rush  of  goods,  which  is 
taking  the  K.L.M.  all  their  time  to  deal  with,  while  there,  is 
a  steady  increase  in  passengers — -several  full  loads  leaving 
during  the  week.  At  present  the  passenger  machine  leaves 
at  9  a.m.,  and  the  goods  machine  at  11.30  a.m.,  which  is,  of 
course,  the  wrong  way  round.  1  understand  that  this  is  to 
be  altered  when  the  Daimler  Airway  open  their  service  to 
Manchester  on  Monday  next.  Then  the  machine  from 
Manchester  will  go  right  through  to  Amsterdam,  leaving 
Croydon  somewhere  between  n  and  11.30  a.m.,  while  the 
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'*  R.  38  ”  Memorial 

The  design  for  a  memorial  to  be  erected  at  Hull  to  the 
victims  of  “  R.  38  ”  airship  disaster  has  been  approved  by 
the  Air  Ministry,  by  whom  the  cost  is  to  be  defrayed. 

Fine  American  Duration  Flight 

Lieutenants  Macready  and  Kelly  started  off  from 
San  Diego  on  Octuber  5  in  a  large  monoplane  to  attempt  a 
non-stop  flight  from  California  to  New  York.  Owing  to  fog 
and  unsuitable  weather  conditions  generally  this  project  was 
abandoned,  and  the  airmen  decided  to  make  an  attempt  to 
beat  the  duration  record  instead.  This  they  have  apparently 
succeeded  in  doing,  although  the  record  of  35  hrs.  18  mins, 
has  not  yet  been  homologated.  Later,  we  hope  to  be  able  to 
record  some  details. 

Bossoutrot  Remains  Up  for  34  Hrs.  17  Mins. 

On  October  14  Bossoutrot,  the  famous  Farman  pilot, 
accompanied  by  Drouhin  in  a  Farman  “  Goliath,”  left  le 
Bourget  aerodrome  in  an  attempt  to  establish  a  new  world’s 
record  for  duration.  After  remaining  in  the  air  for  34  hrs. 
17  mins.  7  secs.,  they  had  to  alight  owing  to  runniug  short  of 
fuel.  The  flight  is  claimed  by  France  as  a  world’s  record  on 
the  grounds  that  the  American  flight  has  not  been  homolo¬ 
gated.  Neither,  for  that  matter,  has  the  French,  ft  is  of 
interest  to  note  that  the  Renault  engines  with  which  the 
“  Goliath  ”  was  equipped  were  driving  Leitncr-Watts  alb 


K.L.M,  machine  with  goods  and  early  passengers  will  leave 
about  9  a.m.  The  Daimler  service  is  also  to  be  extended 
from  Rotterdam  to  Amsterdam  on  Monday  next. 

Handley  Page  Transport  have  been  carrying  full  loads 
again  practically  every  trip  this  week,  and  I  understand  that 
the  forward  bookings  are  exceptionally  good  for  this  period 
of  the  year.  This  week  the  Daimler  Airway  are  continuing 
to  carry  the  early-morning  newspaper  traffic  to  Paris,  by 
arrangement  with  Handley  Page,  but  after  this  week  their 
machines  will  be  required  on  the  Manchester-London- 
Amsterdam  route,  and,  as  the  price  paid  for  this  form  of 
traffic  is  too  small  to  allow  of  the  running  of  a  twin-engined 
”  Handley  ”  specially  to  take  it  to  Paris,  one  of  the 
French  companies  will  probably  take  over  this  newspaper 
load. 

M.  Jacques  de  Lesseps,  who  was  the  second  man  to  fly 
across  the  Channel,  made  his  second  aerial  journey  from  France 
to  England  during  the  week.  This  time  he  travelled  as  a 
passenger  in  one  of  the  C.M.A.  “  Goliaths.”  It  is  interesting 
to  note  that  there  was  a  lapse  of  13  years  between  his  pioneer 
flight  and  his  air  journey  of  last  week,  and  the  difference  in 
the  type  of  the  machines  and  in  the  “  every-dayness  "  of  the 
flight  in  1922  forms  a  striking  comment  on  the  rapid  progress 
made  by  aviation  during  that  period. 

A  Night- Lighting  Comedy 

An  amusing  incident  occurred  one  night  during  the  week, 
when  a  French  "  Spad  ”  which  had  been  equipped  for  sky¬ 
writing,  was  en  route  for  Croydon  from  Paris  to  be  delivered 
to  Maj.  Savage  at  Hendon.  The  machine  was  known  to  have 
passed  Lympne,  but  had  not  reached  Croydon  by  dusk,  and 
the  aerodrome  night-flying  lights  were  switched  on.  These 
were  kept  going  for  a  considerable  time,  until  it  was  dis¬ 
covered  that  the  pilot  of  the  machine  was  walking  round  the 
aerodrome,  an  interested  spectator  of  the  lighting  “  exhibi¬ 
tion.”  It  appeared  that  he  had  landed  his  machine  at 
Kenley,  and  come  on  to  Croydon  by  car,  and,  having  no  idea 
that  the  lights  were  for  his  benefit,  was  examining  the  cone- 
light  with  obvious  interest. 

Further  night-flying  tests  were  carried  out  on  Friday  night 
by  a  Bristol  Fighter,  which  flew  over  the  aerodrome  after 
dark  and  made  several  landings. 

An  unusual  enquiry,  which  is  significant  of  the  place  in 
transport  that  aviation  is  winning,  was  received  at  the  aero¬ 
drome  during  the  week.  A  big  firm  of  meat  merchants 
washed  to  know  if  it  would  be  possible  to  send  several  tons  of 
meat  a  day  to  France,  and  asked  for  a  quotation  for  regular 
daily  consignments  of  from  3  to  5  tons. 

metal  airscrews,  so  that  these  well-known  propellers  may  now 
be  assumed  to  have  amply  proved  their  worth  under  the  most 
severe  conditions. 

America  Sets  Up  a  New  World’s  Speed  Record 

On  October  16  Lieut.  Maugham,  winner  of  the.  Pulitzer 
Trophy,  set  up  a  new  world’s  speed  record — flying  over  a 
measured  kilometre  course.  On  his  Curtiss  machine  he  is 
stated  to  have  flown  at  an  average  speed  of  .148.5  m.p.h. 
Soviet  Air- Service  Conscripts 

A  new  Soviet  decree  has  been  published  that  all  able- 
bodied  men  shall  on  attaining  20  years  of  age  serve  in  the 
army  as  follows  : — -Infantry  and  Artillery,  1 J  years  ;  Cavalry, 

years  ;  or  Air  Service.  4^  years. 

Royal  Aero  Club  Celebrates 

The  banquet  at  the  Savoy  Hotel  on  October  26,  organised 
by  the  Royal  Aero  Club  to  celebrate  the  British  victory  of 
the  Super  mar  ine-Napier  flying  boat  in  the  Jacques  Schneider 
seaplane  race  and  the  holding  of  the  Circuit  of  Britain  air 
race  for  the  King’s  Cup  promises  to  be  an  outstanding  success, 
and  the  seating  accommodation  available  looks  like  being 
strained  to  the  utmost.  Lieut. -Col.  J.  T.  C.  Moore-Brabazon, 
the  Chairman  of  the  Club,  will  preside.  Applications  for 
tickets  should  be  forwarded  promptly  to  the  Secretary  of  the 
Club  at  Clifford  Street,  to  ensure  being  included  in  the  dinner 
plan. 
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BOZEC  AERO  ACCESSORIES 


Although  perhaps,  known  only  to  those  more  intimately 
connected  with  aircraft  construction  in  this  country,  the 
name  “  Le  Bozec”  has  a  considerable  reputation  in  France, 
for  during  the  War  practically  all  the  ail  a  aft  employed  by 
the  French  Government  and  some  of  the  British  machines 
as  well — were  equipped  with  sundry  fittings  bearing  this 
name.  These,  fittings,  in  the  nature  of  petrol  cocks,  petrol 
flow  indicators,  etc.,  during  that  time  gave  excellent  results, 
with  the  result  that  they  are  now  fitted  as  standard  by 
many  of  the  present-day  French  aircraft  manufacturers,  and 
arrangements  have  just  been  made  for  placing  Le  Bozec 
accessories  on  the  market  in  this  country,  and  they  can  now 
be  obtained  from  W.  Ryan  Hart  (McCrcath  Taylor  and  t'o.. 
34.  Victoria  Street,  S.W.  1). 

Before  describing  .some  of  these  accessories  it  should  be 
mentioned  that  the  primary  Le  Bozec  feature  is  a  patent 
valve  device,  which  is  embodied  in  most  of  the  various 
Le  Bozec  fittings.  This  valve  consists  of  a.  small  disc, 
suitably  housed  in  a  cage,  with  or  without  a  spring,  as  the 
case  may  be,  which  rests  on  an  annular  seating.  The  seating 
of  the  disc  is  bevelled,  in  order  to  form  a  sharp  circular  edge 
determined  by  the  intersection  of  two  inverted  cones  having 
the  same  longitudinal  axis.  This  annular  edge  having  a 


any  particular  cause,  the  pressure  in  the  corresponding  pipe 
will  decrease.  The  pressure  existing  in  the  centralising 
chamber,  due  to  the  head  of  liquid  in  the  other  tanks,  will 
force  the  valve  ol  the  first  tank  shut,  thereby'  isolating  this 
tank.  In  the  event  of  this  tank  still  containing  a  certain 
amount  of  petrol,  the  latter  will  come  into  circulation  as 
soon  as  the  level  of  petrol  in  the  other  tanks  drops  sufficiently 
as  to  allow  equality  of  head. 

It  is  claimed  for  the  “  L.B  ”  Centraliser  that  it  not  only 
greatly'  simplifies  the  whole  petrol  system,  but  eliminates 
the  necessity  for  safety'  cocks,  or  complicated  multi-way 
cocks  which  have,  to  be  manipulated  when  it  is  necessary 
to  isolate  one  or  more  of  the  petrol  tanks  in  the  event  of 
a  leakage,  etc.  Che  pilot  is  thus  relieved  of  one  of  the  many 
items  requiring  his  attention  and  necessary  action.  As 
previously  stated,  “  L.B.  ”  centralisers  are  supplied  in  a 
variety  of  types  to  meet  almost  every  scheme  of  petrol 
system,  and  we  show  in  the  accompanying  illustrations  one 
collecting  from  two  tanks.  The  two  outer  connections,  each 
containing  a  non-return  valve,  arc  from  the  tanks,  the  central 
one  being  the  delivery  to  pump. 

Another  Le  Bozec  fitting,  also  illustrated,  is  a  petrol  flow 
indicator,  whereby  the  pilot  is  warned  of  any  defect  in  the 


SOME  “  LE  BOZEC  ”  AERO  ACCESSORIES  :  1.  The  “  L.B.”  Petrol  Cock.  2.  The  same  in  section,  showing 
the  disc  valve.  3.  The  11  L.B.”  Petrol  Centraliser.  4.  The  “  L.B.”  Automatic  Anti-leak  vent  lor  gravity  tanks. 

5.  The  **  L.B.”  Petrol-flow  Indicator. 


surface  theoretically  nil  and  practically  extremely  small, 
the  pressure  per  unit  of  surface  on  the  seating  is  very'  great 
for  a  very'  slight  pressure  on  the  disc,  thus  giving  complete 
tightness.  For  the  same  reason  there  can  be  no  sticking 
of  the  disc  on  its  seating.  The  disc  is  very  thin  and  light, 
and  is  extremely  sensitive,  responding  to  very  small  pressure 
changes. 

The  principal  application  of  this  device  is  as  a  non-return 
valve,  in  which  capacity  it  is  employed  in  an  extensive 
range  of  Le  Bozec  fittings  designed  to  Wet  various  require¬ 
ments — according  to  different  petrol  or  engine  systems. 
One  such  application  is  in  the  "  L.B.  ”  Centraliser,  which,  as 
its  name  implies,  is  an  arrangement  to  centralise  the  supply 
of  petrol  off  two  or  more  tanks,  or  compartments  of  tanks, 
delivered  to  the  engine  or  engines,  and  which  will,  also 
automatically,  shut  off  any  tank  or  compartment  that  may 
become  damaged,  but  without  affecting  the  common  petrol 
feed.  As  there  is  considerable  variation  in  the  petrol  and 
engine  systems  employed  on  different  types  of  aircraft,  there 
are  various  types  of  “  L.B.  ”  Centralisers  to  suit  any  particular 
scheme.  The  general  principle  is  the  same,  however,  in 
each  case,  and  may  bo  described  as  follows  :  Each  tank  or 
compartment  is  in  communication  with  the  centralising 
chamber  through  an  independent  non-return  valve — of  the 
type  in  question — which  is  mounted  in  the  chamber  itself. 
Should  the  level  of  the  petrol  in  one  of  the  tanks  drop,  through 


flow  of  petrol.  In  this  device,  which  is  also  fitted  with  one 
of  the  disc  non-return  valves,  a  small  red  float  contained 
wit.lun  the  body  of  the  fitting,  and  directly'  in  the  path  of  the 
flow  of  petrol,  comes  into  full  view  of  a  glass  window 
immediately  any  defect  or  stoppage  in  the  flow  of  petrol 
occurs.  A  similar  model  to  the  one  illustrated  is  also  made 
in  which  an  electric  lamp  is  fitted  in  the  body,  just  behind 
the  glass,  whereby  the  action  of  the  float  is  rendered  visible 
at  night. 

”  L.B.  ”  petrol  cocks— which  are  made  in  a  variety  of 
types  to  suit  different  requirements,  and  have  given  very 
.satisfactory  results  on  the  various  French  machines  on 
which  they  are  fitted— employ  the  Le  Bozec  disc  valve  as 
a  means  of  controlling  the  flow  of  petrol  to  great  advantage, 
inasmuch  as  the  whole  fitting  is  not  only  greatly  simplified, 
but  the  risk  of  leakage  has  been  reduced  to  a  minimum,  and 
it  is  pi  ac  tic  ally  impossible  for  it  to  get  out  of  order.  The 
principal  element  controlling  the  flow  of  petrol  in  this  case 
is  not,  it  will  be  seen,  subjected  to  friction — resulting  in 
wear  and  leakage — as  is  the  case  in  the  ordinary  type  of 
cock. 

The  "  L.B.  ”  petrol  cock  works  equally  well  in  any 
position.  The  construction  of  this  cock  is  clearly  shown  in 
one  of  the  accompanying  sketches,  so  that  no  further 
description  should  be  necessary.  It  may  be  pointed  out, 
however,  that  the  disc  is  opened  or  shut,  against  the  action 
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of  a  light  spring,  by  the  cam  on  the  end  of  the  lever  impinging 
against  a  tube,  winch  is  in  contact  with  the  disc. 

Another  important  "  L.B.  ”  fitting  is  an  automatic  anti¬ 
leak  vent  for  service  (gravity)  petrol  tanks.  In  this  device — 
which  we  also  illustrate — the  “  L.B.  ”  disc  valve  is  incor¬ 
porated  in  the  vent  cap  in  such  a  manner  that  when  the  tank 
becomes  full  a  float,  in  the  base  of  the  vent  cap,  rises  and 
closes  the  valve.  Thus,  no  petrol  can  possibly  escape  through 
the  vent.  This  is  undoubtedly  a  great  advantage,  as  it 
has  frequently  happened  that  more  or  less  serious  fires  have 
been  caused  by  the  petrol  leaking  over  from  the  vent  in 
the  services  tank. 


In  conclusion,  mention  may  be  made  of  another  “L.B.” 
accessory,  which  is  applicable  to  both  aircraft  and  motor¬ 
cars.  This  is  the  “  L.B.”  Radiator  filler,  which  is  claimed 
to  prevent  troubles  arising  from  air  locks  in  the  cooling 
system.  Filling  a  radiator  from  the  top  is  liable  to  cause 
air  pockets,  which  seriously  affect  the  proper  working  of 
the  water  circulation  and  produce  air  locks.  With  the 
“  L.B.  "  radiator  filler  the  radiator  is  filled  from  the  bottom, 
by  way  of  a  connection,  to  which  a  hose  may  be  fitted, 
provided  with  the  “L.B.”  disc  non-return  valve.  This 
device  also  serves  as  a  drainage,  a  “  shifter  ”  being  fitted 
which  holds  the  disc  away  from  its  seating  for  this  purpose. 


THE  ROYAL 


AIK  FORCE 


London  Gazelle,  October  io,  1922 
General  Duties  Branch 

Flight  Lieut.  R.  .[.  Sauccau  (Lieut.,  E.  Surrey  R.)  is  granted  permanent 
comma.,  retaining  his  present  substantive  rank  and  seny,  ;  Aug.  31.  Flying 
Offr.  L.  C.  Wytme-Tyeon  is  granted  permanent  commit.,  retaining  his  present 
substantive  rank  audseuv.  ;  Sept.  12,  1919  (Gazette,  Sept.  12,  T919,  appointing 
him  to  short  service  commn.  is  cancelled). 

The  follg.  arc  granted  temp,  columns,  in' the  ranks  staled,  on  seconding 
for  four  years'  duty  with  the  R.A.F.  :  — 

Fll.  Lieut. — V.  A.  Albrecht,  O.B.E.,  M.C.,  Capt.,  Manchester  R,  ;  Sept.  25. 

Flying  Offr, — M.  H.  Fitzgerald,  Lieut..  E.  Yorks  R.  ;  Oct.  3. 

The  follg.  arc  trausfd.  to  the  Reserve  : — 

Class  B. — Flying  Offr.  If.  Hoad,  F.  \V.  Marlyn  ;  Oct.  10. 

Class  C. — Flying  Ojfr. — A.  S.  Budge  ;  Oct.  10. 

Observer  Offr.  M.  St.  J.  Ross  relinquishes  his  short  service  commn.  on 
acct.  of  ill-health,  aud  is  permitted  to  retain  rank  of  Lieut.  ;  Oct.  12. 


Medical  Branch 

C.  Y.  Roberts  is  granted  a  short  service  commn.  as  Fit.  Lieut.,  with  effect 
from  and  with  seny.  of  Sept,  21  ;  Lieut.  N.  F.  Smith,  Dental  Surgeon,  Gen. 
List,  Army,  is  granted  temp,  commn.  as  Flying  Offr.  on  attachment  for  four 
years'  duty  with  R.A.F. ,  Sept.  28  (he  will  continue  to  receive  emoluments 
from  Army  funds).  Flying  Offr.  (Hon.  Fit.  Lieut.)  B.  C.  YV.  Pasco  to  be 
Fit.  Lieut.,  Oct.  1.  Fit.  Lieut.  T.  H.  K.  MacLaughlin  relinquishes  his  temp, 
corn  mm  on  ceasing  to  be  empld. ;  Oct.  6. 

M  emonmda 

Hon.  Sec.  Lieut.  E.  A.  Bacou  relinquishes  his  hon.  commn.  on  joining  the 
Territorial  Army;  May  9,  1921. 

London  Gazette,  October  13,  1922 
General  Duties  Branch 

Obsrvr.  Offr.  J.  R.  Stafford -Langan,  D.F.C.,  is  Iransfd.  to  Reserve,  Cl.  B  ; 
Oct.  15.  Fit.  Lieut.  A.  VV.  Symington,  M.C.,  is  placed  on  h.p.,  Scale  A,  for 
six  months;  Oct.  1.  Obsrvr.  Offr,  R.  Nicholson  is  restored  to  full  pay  from 
h.p.  ;  Oct.  1,  Fit  Lieut.  F,  J  Hooper  is  placed  on  retd,  list ;  Oct.  4  (sub¬ 
stituted  lor  Gazette,  Oct.  3), 


ROYAL  AIR  FORCE  INTELLIGENCE 


Appointments.— The  following  appointments  in  the  Royal  Air  Force  *re 
notified :  — 

Flight  Lieutenants:  S.  E.  Llplnck,  from  R.A.F.  Hospital.  Crah well, 
to  Baghdad  Combined  Hospital  (Iran).  14.9,22.  A.  C.  Ransfotd,  from 
School  of  Technical  Training  (Men)  (Inland  Area)  to  Headquarters,  R.A.F.. 
Iraq.  (Supernumerary,)  14.9.22 .  J  B.  Woodrow,  from  R.A.F.  Depot 
(Inland  Area)  to  Headquarters,  R.A.F.,  Iraq.  (Supernumerary.)  14.9.22. 
J.  M.  A.  Costello,  M.C.,  M.B.,  from  R.A.F.  Depfit  (inland  Area)  to  Head¬ 
quarters,  R.A.F.,  Iraq.  (Supernumerary.)  14.9,22.  W,  D.  Miller,  M.B., 
from  R.A.F.  Depflt  (Inland  Area)  to  Headquarters.  R.A.F’.,  Iraq.  (Super¬ 
numerary.)  14.9.22  R.  Bong- Watson,  M  B.,  D.F.H.,  from  R.A.F.  Central 
Hospital  (Coastal  Area)  to  Headquarters,  R.A.F.,  Iraq.  (Supernumerary.) 

14.9.22.  R.  M.  Tievethau.  M.C.  The  notification  which  appeared  in  R.A.F. 
Intelligence,  No.  77,  dated  5.9.32,  wherein  this  Officer  was  posted  from  No. 
207  Squadron  to  School  of  Photography,  with  effect  from  25.9.22,  is  cancelled. 
J.  F  Gallagher,  trom  No.  1  School  of  Technical  Training  {Boys)  (Ilalton) 
to  No.  39  Squadron  (Inland  Area).  20,9.22.  Substituted  for  the  notifica¬ 
tion  concerning  this  Officer  which  appeared  in  R.A.F.  Intelligence,  No.  79, 

21.9.22.  D.  j,  Jones,  M  B.,  from  No.  1  School  of  Technical  Training  (Boys) 
(Halton)  to  No.  1  Flying  Training  School  (Inland  Area).  20.9.22.  Substituted 
for  the  notification  concerning  this  Officer  which  appeared  in  R.A.F.  Intelli¬ 
gence.  No,  79.  21.9.22.  W,  A.  C.  Morgan,  M.C..  from  R.A.F.  Depot  (Inland 
Area)  to  School  of  Photography  (Inland  Area)  (Supernumerary).  16.10.22, 


A,  N  Benge,  from  No.  5  Flying  Training  School  (Inland  Area)  to  No.  207 
Squadron  (Inland  Area)  for  duty  as  adjutant.  28.9.22.  R.  Whitaker, 
from  School  of  Technical  Training  (Men)  (Inland  Area)  to  School  of 
Photography  (Inland  Area)  (Supernumerary).  16.10.22.  D.  C  Balfour  to 
Headquarters,  R.A.F.,  Iraq,  x.ro.22.  A.  C.  Collier,  from  R.A.F.  Depot 
(Inland  Area)  to  No.  24  Squadron  (Inland  Area)  for  duty  as  Adjutant. 

1.10.22.  W.  E.  Flodgins,  M.B.,  from  R.A.F.  Depot  (Inland  Area  to  Research 
Laboratory  and  Medical  Officers'  School  of  Instruction  (Coastal  Area). 

30.9.22.  C.  Y.  Roberts,  to  Research  Laboratory  and  Medical  Officers'  School 
of  Instruction  (Coastal  Area).  21.9.2 2.  W.  H.  de  W.  Waller,  A.F.C.,  from 
No.  100  Squadron  (inland  Area)  to  Command  Headquarters,  Palestine. 

15.6.22.  For  duty  as  A.D.C.  General  Officer  Commanding.  Substituted 
for  the  notification  concerning  this  officer  which  appeared  in  R_A.F.  Intelli¬ 
gence  No.  71,  dated  7.7.22.  A.  H.  Stradling,  C.B.E.,  from  Air  Ministry  (D. 
of  P.)  to  School  of  Technical  Training  (Men)  (Inland  Area).  1.10.22.  L. 
Wanless-O’Gowan,  from  No.  10  Group  Headquarters  (Coastal  Area)  to  No. 
30  Squadron  (Inland  Area).  9.10.22.  J.  A.  tden,  D.S.C.,  from  No.  39 
Squadron  (Inland  Area)  to  No.  11  Wing  Headquarters  (Inland  Area). 

16. 10.22.  R.  A.  Young,  from  R.A.F.  Depot  (Inland  Area)  to  Air  Ministry 

(D.  of  P.).  1. 10.22.  D.  Drover  from  R.A.F.  Depot  (Inland  Area)  to  Inland 

Area  Aircraft  Depot  (Inland  Area),  i.ro.22.  (Hon.  Sqdn.  Leader)  H.  B. 
Smith,  M.B.,  from  No.'  207  Squadron  (Intand  Area)  to  No.  x  Flying  Training 
School  (Inland  Area).  23.9.22. 


SEES 

AUXILIARY  AIR  FORCE  ORGANISATION 


On  Monday,  October  16,  recruiting  for  the  two  newly- 
formed  London  anti-aircraft  defence  brigades  began,  and  it 
looks  as  if  there  is  likely  to  be  keen  competition  for  enrolment 
in  the  corps.  Those  wishing  to  join  the  artillery  of  the  County 
of  London  section  should  present  themselves  at  the  former 
headquarters  of  King  Edward's  Horse,  Duke  of  York's  Head 
quarters,  Chelsea,  while  for  the  artillery  to  be  formed  by  the 
City  Association  recruits  should  apply  at  Lytton  Grove, 
Putney.  For  the  battalions  of  Royal  Engineers,  recruits  may 
enlist  either  at  the  old  headquarters  of  the  London  Electrical 
Engineers.  Regency  Street,  Westminster,  or  at  the  head¬ 
quarters  of  the  47th  (2nd  London)  Divisional  Train,  at  the 
Duke  of  York’s  Headquarters,  Chelsea. 

The  following  officers  have  been  appointed  to  command 
units : — > 

No,  a  Aliti-Aircraft  Defence  Brigade,  commanded  by  Col. 
Douglas  Gill,  C.M.G.,  D.S.O. — Lieut. -Col.  W.  M.  Thompson, 
D.S.O.j  to  3rd  Artillery  Brigade  ;  Lieut. -Col.  W,  B.  Brittain 
to  4th.  Artillery  Brigade  ;  and  Lieut. -Col.  B.  S.  Millard,  T.D., 
to  2nd  Battalion,  Royal  Engineers. 

No.  3  Anti-Aircraft  Defence  Brigade,  commanded  by  Col. 
H.  S.  de  Brett,  C.B.,  C.M.G,,  D.S.O,— Lieut, -Col.  Buckle  to 
5th  Brigade,  R.A.  ;  and  Lieut. -Col.  W,  Edgeeumbe  (late 
London  District  Electrical  Engineers)  to  3rd  Battalion,  Royal 
Engineers. 

No  appointment  has  yet  been  made  to  the  6th  Brigade, 
R.A.  Col.  M.  W.  Emley,  O.B.E.,  T.D.,  will  command  Nos.  2 
and  3  Anti-Aircraft  Defence  Brigades  Signal  Companies. 


In  regard  to  the  general  plans  the  organisation  will  consist 
of  an  Auxiliary  Air  Force  aud  an  R.A.F.  Reserve,  besides  the 
London  Air  Defence  Division  mentioned  above.  Each  body 
is  entirely  distinct,  and  we  understand  that  the  Auxiliary 
Force  will  consist  of  five  squadrons  of  aeroplanes,  employing 
60  pilots.  These  pilots  will  not  be  found  from  among  cx- 
R.A.F.  officers,  but  will  be  newly  commissioned,  and  the 
personnel  will  be  raised  at  big  industrial  centres,  thus  preserv¬ 
ing  the  territorial  idea.  It  is  understood,  The  Times  states, 
that  these  squadrons  will  have  machines  and  aerodromes  of 
their  own.  a  consideration  which  will  materially  assist  in 
bringing  out  the  true  squadron  spirit  and  promoting  rivalry 
between  the.  squadrons  themselves  and  between  the  Auxiliary 
Force  as  a  whole  and  the-  Regular  R.A.F. 

The  new  Royal  Air  Force  Reserve  will  consist  of  a  large 
number  of  all  ranks  who  have  passed  through  the  Regular 
R.A.F.  and  come  up  annually  for  a  period  of  training  and 
refresher  courses.  This  they  will  serve  with  Regular  units, 
and  it  is  proposed  that  actual  flying  practice  and  work  in 
connection  with  the  assembling,  repair  and  overhaul  of 
machines  shall  be  done  in  the  aerodromes  belonging  to  aircraft 
manufacturers.  The  machines  used  in  this  case  will  be  the 
property  of  the  manufacturers  in  question,  whose  pilots  will 
supervise  all  practice.  Their  mechanics  will  be  enlisted  to 
take  part  in  the  exercises  while  they  are  in  progress.  Pilots 
and  mechanics  will,  for  the  time  being,  revert  to  whatever 
rank  they  held  in  the  R.A.F.,  and  will  be  paid  accordingly. 
Payment  will  also  be  made  by  the  Air  Ministry  for  the  use  of 
the  aeroplanes. 
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LEGAL  INTELLIGENCE 

Unlicensed  Pilot 

At  Croydon  County  Police  Court,  on  October  14,  Thomas 
Baden  Powell,  22,  of  the  Bridge  Hotel,  Tunbridge  Wells,  was 
summoned  by  the  Air  Ministry  for  flying  on  August  20  from 
Croydon  to  Pcnshurst  without  a  pilot's  licence,  and  also  for 
flying  in  an  unregistered  machine. 

’  Mr.  W.  Paling,  for  the  Treasury,  said  that  last  March  the 
defendant  applied  for  a  registration  certificate  for  his  machine, 
but  failed  to  enclose  the  fee  of  one  guinea,  and  no  registration 
took  place.  He  also  applied  for  a  private  pilot’s  licence,  and 
was  informed  that  a  condition  would  be  the  production  of  the 
Royal  Aero  Club’s  certificate  of  competency.  Some  months 
afterwards,  as  no  certificate  had  been  received,  the  Air  Ministry 
warned  him  that  it  would  be  an  offence  to  fly  without  a 
licence.  On  August  20  he  flew  from  Croydon  to  Penshurst, 
and  his  machine  crashed  on  arrival. 

The  defendant  said  he  had  not  undergone  any  pilot’s  test. 
He  had  flown  about  twelve  times  between  Penshurst  and 
Croydon,  and  had  not  been  stopped  by  anyone.  He  knew 
nothing  about  the  rules.  He  had  been  flying  for  about 
fourteen  months  at  Penshurst,  and  had  taken  up  a  passenger 
once  or  twice, 

The  Chairman  (Sir  Arthur  Spurgeon)  said  the  magistrates 
were  much  concerned  about  these  revelations  because  they 
seemed  to  indicate  that  the  regulations  would  require  a  good 
deal  of  overhauling. 

Mr.  Paling  said  he  would  convey  that  opinion  to  the  Air 
Ministry. 

The  defendant  was  liable,  the  Chairman  said,  to  penalties 
totalling  /400,  but  as  this  was  the  first  case  of  its  kind  he 
would  be  fined  £20  on  each  summons' — £40  in  all ;  but  any 
further  cases  of  the  kind  would  be  treated  drastically. 

m  m  m  m 

AIR  MINISTRY  NOTICES 
British  Aircraft  Personnel  :  Visas 

1.  Under  reciprocal  arrangements  made  with  the  Govern¬ 
ments  of  Holland,  Italy  and  Norway,  the  pilots  and  other 
operative  members  of  the  crews  of  British  aircraft  no  longer 
require  a  visa  when  flying  to  these  countries. 

Note, — A  visa  is  not  required  for  British  subjects  travelling 
to : — 

France. 

Belgium  ( unless  a  stay  of  more  than  three  months  is  intended). 
Switzerland  ( unless  taking  up  residence  or  employment  there). 
2.  Passports  are  essential  in  each  case. 

(No,  no  of  1922.) 

&  m  m  ® 

International  Commission  for  Air  Navigation 

Next  week,  on  October  24,  the  Members  of  the  Inter¬ 
national  Commission  for  Air  Navigation  who  are  attending 
the  Meeting  in  London  will  be  officially  entertained  at  dinner 
at  Lancaster  House  (London  Museum),  St.  James’s,  by  the 
First  Commissioner  of  Works  on  behalf  of  His  Majesty’s 
Government.  Capt.  the  Rt.  Hon.  F.  E.  Guest  will  preside. 

A  Real  Flying  Minister 

In  M.  Laurent  Eynac,  the  Under-Secretary  for  Aero¬ 
nautics,  France  has  a  very  live  Air  Minister.  His  latest  effort 
this  month  is  a  flight  of  1,875  miles  over  the  Protectorate  of 
Morocco,  which  he  accomplished  in  five  days.  He  flew  from 
Toulouse  to  Rabat  on  October  3,  from  Rabat  to  Casablanca 
on  October  4,  from  Rabat  to  Marrakesh  and  back  on  October 
5,  from  Casablanca  to  Fez  on  October  6,  and  returned  on  the 
following  day  to  Malaga,  where  he  took  train  for  Madrid  to 
visit  Senor  Ruiz  Fery,  President  of  the  Aero  Club  of  Spain. 

Fortunately,  England  now  also  has  an  equally  enthusiastic 
Chief  in  Gen.  Sir  Sefton  Brancker,  although  his  air  activities 
naturally  have  not  so  full  a  scope  as  our  French  friends. 
But  that  will  come. 

*  *  ®  a? 

PUBLICATIONS  RECEIVED 

Advisory  Committee  for  Aeronautics.  Reports  and  Memor¬ 
anda. — No.  541,  Stability  and  Resistance  Experiments  on  a 
Model  of  Vickers  Rigid  Airship,  R. 80,  By  J.  R.  Pannell, 
R.  Jones  and  G.  N.  Pell.  August,  1918.  Price  6 d.  net,  post 
free  7 d.  No.  790  (Ae.  47),  On  the  Determination  of  the  Stresses 
in  Braced  Frameworks  ;  Part  II,  The  Effect  of  Shear  upon  a 
Framework  of  Uniform  Rectangular  Cross-Section.  By  R.  V. 
Southwell.  February,  1922.  Price  6d,  net,  post  free  7 d. 
No.  791  (Ae.  48),  On  the  Determination  of  the  Stresses  in  Braced 
Frameworks  ;  Part  III,  The  Effect  of  Axial  Loading,  Torsion, 
Flexure  and  Shear  upon  a  Braced  Tube  of  any  Uniform  Cross 
Section.  By  R.  V.  Southwell.  April,  1922.  Price  6 d.  net, 
post  free  qd.  London  :  H.M.  Stationery  Office,  Kingsway. 
W.C.  2. 


SOCIETY  OF  MODEL  AERONAUTICAL  ENGINEERS 
(London  Aero  Models  Association), 

Sunday,  October  22,  at  10.30  a.m.,  a  Flying  Demonstration 
will  be  given  at  Bunkers  Hill,  Hampstead. 

Sunday,  October  29,  the  Competition  for  Mr.  D.  H.  Pilcher’s 
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debates,  etc.,  ready  for  publication  as  soon  as  final  dates 
arc  fixed. 

Headquarters,  20,  Great  Windmill  Street,  Piccadilly  Circus, 
W.  x. 

Hon.  Sec.,  A.  E.  Jones,  48,  Narcissus  Road,  West  Hamp¬ 
stead,  N.W.  6. 
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EDITORIAL  COMMEHT. 

HOSE  who  had  expected  Mr.  J.  D. 
North  to  give,  in  his  lecture  before  Ihe 
Royal  Aeronautical  Society,  an  his¬ 
torical  sketch  of  the  development  of 
metal  construction  of  aircraft,  were 
doomed  to  disappointment,  as  were 
also  those  who  had  expected  him  lo 
expound  a  process  of  design.  Mr. 
North  wisely  chose  to  refrain  from  dealing  with  his 
subject  from  either  of  these  points  of  view.  Instead 
he  confined  himself  to  general  remarks 
for^Metal  on  Pros  anr-i  dons  of  metal  construe - 
Construction  ti011*  and  indicated  certain  advantages 
which  may  be  obtained  by  its  use. 
First  and  foremost  among  these  he  placed  reduction 
in  structure  weight,  which  he  estimated  as  somewhere 
in  the  neighbourhood  of  from  the  present  average  of 
33  per  cent,  to  about  25  or  27  per  cent,  of  the  total. 
He  showed  that  this  reduction,  which  at  first  sight 
does  not  appear  particularly  startling,  results  in  an 
increase  in  the  revenue  load  of  from  34  per  cent,  to 
42  per  cent.,  or  an  increase  of  nearly  25  per  cent,  in 
the  niilit}'  of  the  aeroplane.  These,  figures  relate  to 
machines  having  a  power  loading  of  15  lbs./h.pM 
which  is  a  very  fair  average  for  the  modem  commer¬ 
cial  aeroplane.  In  the  case  of  high-performance 
military  machines,  the  gain  is  vastly  greater,  and 
Mr.  North  pointed  out  that,  in  many  cases,  the  reduc¬ 
tion  in  percentage  of  structure  weight  which  can  be 
gained  bv  the  employment  of  metal  construction, 
makes  possible  a  type  of  machine  which  would  other¬ 
wise  be  placed  out  of  court.  He  did  not  suggest  that 
the  whole,  of  this  gain  was  immediately  capable  of 
realisation,  but,  on  theoretical  and  practical  experi¬ 
mental  grounds,  he  considered  that  there  was  a 
reasonable  probability  of  arriving  at  a  structure  weight 
of  25  per  cent,  to  27  per  cent,  at  no  very  distant  date. 

As  Mr.  North  and  Boulton  and  Paul's,  of  Norwich, 
have  probably  had  greater  experience  of  metal  con¬ 
struction  than  any  other  British  firm  at  the  present 
time,  we  can  only  accept  their  views,  and  express  the 
hope  that  metal  construction  will  be  given  the 
encouragement  which  its  promises  appear  to  warrant. 
That  the  work  is  difficult  will  be  readily  granted,  and 
there  can  be  few  who  will  not  agree  with  Mr.  North 
when  he  states  that  "  Aeroplanes  are  not  designed  by 
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science  but  by  art,  in  spite  of  some  pretence  at  id 
humbug  to  the  contrary.”  Particularly  happy  is,  we 
think,  his  illustration  of  the  manner  in  which,  to  a 
very  great  extent,  the  aircraft  designer  works.  1  o 
arrive  analytically,’  he  says,  '  bv  measuring  the  fric¬ 
tional  coefficient  of  the  doth  and  the  resilience  of  the 
balls  and  cushions,  at  the  precise  way  to  play  a 
complicated  stroke  at  billiards  is  practically  hopeless, 
but  practice  and  a  knowledge  of  principles  deduced 
from  scientific  analysis  of  simple  cases  will  produce 
surprising  results.  So  it  is  that,  over  a  wide  range, 
light  metal  members  can  be  designed  with  every 
confidence  that  they  will  fulfil  their  designer  s  expecta¬ 
tions  and  tealise  the  advantages  in  weight  economy 
foreshadowed  by  the  properties  of  the  materials. 

*0*  ♦ 


There  was  a  strong  dramatic  element 
The  in  the  nnish  of  the  gliding  competition 

Competition  f™‘  lhc  Daily  Mail  O.ooo  prize  and 
several  subsidiary  prizes,  lhe  winning 
machine,  as  well  as  that  which  made  the  second  best 
showing  on  the  last  day  of  the  competition,  had  not 
been  out  of  its  tent  until  brought  out  for  its  record- 
breaking  flight.  As  it  was  wheeled  along  the  ridge 
towards  Firle  Beacon,  it  is  a  fair  guess  that  not  one 


out  of  every  thousand  who  saw  it  recognised  in  it  the 
prize-winner,  Yet  the  minute  the  Peytet  had  left 
the  ground  it  was  obvious  that  here  was  a  machine 
which  had  controllability  to  an  amazing  extent,  and 
M.  Maneyro!  very  soon  proved  himself  not  only  a 
good  pilot,  but  an  excellent  judge  of  wind  conditions. 
With  perfect  mastery  of  his  craft  he  swung  to  and 
fro,  and  appeared  to  have  not  the  slightest  difficulty— 
except  for  a  short  period  just  before  he  reached 
Raynham’s  duration — m  remaining  in  the  ascending 
air  currents. 

No  less  of  a  surprise  was  Sqdu.-Ldr.  Gray's  machine, 
which  was  composed  of  an  old  Bristol  Fighter  fuse¬ 
lage,  on  which  had  been  fitted  a  Fokker  D.  VII  wing. 
The  “  Brokker,”  as  it  was  nicknamed,  caused  great 
amusement  when  it  failed  to  get  off  in  the  first  start, 
but  the  amusement  changed  to  admiration  when  the 
machine  got  away  and  soared  upwards  under  perfect 
control.  Both  machines  handled  extremely  well,  and 
the  “  Brokker  ”  appeared  to  indicate  that  ample 
controllability  is  not  necessarily  incompatible  with 
"  orthodox  “  design. 

Until  the  appearance  of  the  Povret  and  “  Brokker,” 
there  had  been  no  serious  challenger  of  Raynham’s 
performance,  and  the  opinion  was  freely  expressed  on 
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Japanese  Decorations  lor  Air  Mission  Members 

From  Tokio  it  is  announced  that  in  recognition  of  their 
great  service  to  the  naval  flying  forces  of  Japan,  decorations 
ranging  from  the  Third  Class  Order  of  the  Rising  Sun  to  the 
Sixth  Class  Order  of  the  Sacred  Treasure  have  been  granted 
by  Imperial  decree  to  the  thirty  commissioned  and  non¬ 
commissioned  officers  composing  the  British  aviation  mission 
in  Japan  The  decorations  were  presented  at  a  full  dress 
parade  held  at  Kasumigaura  flying  station  by  Rear  Admiral 
Tajiri,  of  the  Imperial  Japanese  Navy. 

Captain  the  Master  of  Sempill,  commanding  officer  of  the 
mission,  was  given  the  Third  Class  Order  of  the  Rising  Sun, 
and  Commander  Meares  was  given  the  Third  Class  Order  of 
the  Sacred  Treasure. 

Other  decorations  are  Lieut. -Commanders  Fowler,  Atkin¬ 
son.  Eldridge,  Bracklev,  Smith,  and  Orde-I.ees,  Fourth  Class 
Order  of  the  Rising  Sun  Lieut. -Commander  Orde-Lees  has 
gained  widespread  recognition  in  Japan  on  account  of  his 
parachute  descents,  and  because  of  his  feat  in  climbing  Mount 
Fuji  last  mid-winter,  something  that  Japanese  have  never 
accomplished,  though  they  have  made  many  attempts 


Saturday  morning  that  the  prize  was  as  good  as  won 
The  win  by  another  com  peri  La  at  the  eleventh  hour 
was  but  another  instance  of  Raynham  s  proverbial 
luck  -or  ill-luck.  Time  al lei  time  Kaynham  has  been 
within  sight  of  winning  a  big  event,  and  time  after 
time  something  has  happened  at  the  last  moment  to 
snatch  victory  from  his  grasp.  We  are  extremely 
sorry  dial  Raynham’s  ill-luck  should  have  dogged 
him  again  this  time,  but  we  hope  and  believe  that  he 
will  not  let  himself  be  discouraged  from  trying  again. 
We  realise  that  this  may  sound  a.  good  deal  like  a 
council  of  perfection,  and  that  after  his  many  disap 
pointments  Raynham  might  well  be  excused  from 
further  attempts.  Should  this  be  the  case,  the  loss 
to  British  sporting  aviation  would  be  a  great  one,  as 
Raynham  is  extremely  popular  in  all  aviation  circles. 

To  Gordon  England  we  express  our  sympathy  in 
his  sad  misfortune.  His  machine  was  a  fine  piece  ot 
work,  and  he  had  been  flying  it  very  well  indeed  up  to 
the  moment  of  his  accident.  In  spite  of  its  small 
size,  the  machine  was  one  of  the  steadiest  of  all  the 
competing  machines,  and  but  for  this  stroke  of  bad 
luck  it  would  undoubtedly  have  done  well  on  the 
last  day,  when  the  wind  was  of  suitable  force  for  it. 

♦  ♦  ♦ 

Several  facts  appear  to  stand  out  clearly 
Lesson  as  a  result  of  lhr  competition.  One  of 
these  is  that  ample  controllability  is  of 
greater  importance  than  extreme  efficiency,  and 
another  is  that  light  loading  is  not  imperative.  We 
do  not  know  what  is  the  weight  of  Sqdn.-tdr.  Gray's 
“  Brokker,”  but  in  view  of  the  fact  that  both  its  whig 
and  its  fuselage  were  designed  for  very  much  greater 
loads  than  those  encountered  in  a  glider,  the  structure 
weight  must  have  been  very  considerable.  Yet  the 
machine  performed  extraordinarily  well. 

A  further  point  brought  out  was  that'  the  country 
around  It  ford  and  Firle  is  very  suitable  for  gliding, 
at  any  rate  with  northerly  and  easterly  winds.  How 
machines  will  fare  in  tire  winds  which  had  been 
expected,  i.c-.,  southerly  and  south-westerly  winds, 
vet  remains  to  be  seen,  lhe  southern,  slopes  are  not 
nearly  so  steep,  and  the  extent  to  which  they  give 
soarability  is  at  present  a  matter  for  speculation. 
Hnwever,'  if,  as  we  hope,  the  site  is  to  be  retained 
permanently,  this  problem  should  be  solved  belore 
long. 

In  the  meantime,  our  congratulations  to  all  con 
coined  in  the  infecting,  competitors  as  well  as 
organisers  1 
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Liciits.  Bollard.  Bryan,  l.otoii  and  Vaughan  Fowlei  and 
Snrgn. -Lieut.  Jones,  Fifth  Class  Order  of  the  Rising  Sun 
Sub-Lieu ts.  BrutneU.  Sheret-Hutfreld,  Lamtartiore  and  Volkert, 
Sixth  Class  Order  of  the  Rising  Sun  ,  Warrant  Officers  C  risp, 
Satchel),  Bond,  Williams,  Farwnkei,  Redmond  Adams. 
Man  ton.  Hunter,  Ellis  Ford  and  Sherras,  Sixth  Class  Order 
of  the  Sacred  Treasure. 

In  all  probability  the  British  instructors  will  remain  attached 
to  the  Japanese  Navy  until  mo .  nr  even  longer. 

Groves  Memorial  Prize  Essay  Awards 

The  awards  in  the  ig-V’  competition  for  the  R  M  droves 
Memorial  Essay  on  “  A  Forecast  of  Wrinl  Development,” 
open  to  members  of  the  R.A  F  ,  are  as  follow 

1.  Squadron  Leader  A.  A.  Walser,  M.C.,  D.F.C,,  Air 
Ministry. 

>.  Squadron  Leader  B.  L.  Smythies,  D.F.C  ,  R  AF., 
Staff  College,  Andover. 

3.  Wing  Commander  ].  T.  Babington,  D.S.O.,  Head¬ 
quarters,  No.  7  Group,  Andover. 

Special  prize  for  imaginative  rtsitnu-  on  Aviation  in  thc 
Next  World  War  Wing  Commander  J  T  Babington. 
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THE  PEYRET  TANDEM  MONOPLANE 

Details  of  the  Winning  Machine 


L'nuSlAL  as  is  tlie  aerodynamic  design  of  the  Peyret  tandem 
monoplane,  its  construction  appealed  to  all  experts  at  the 
lirst  glance,  and  even  before  the  machine  took  the  air  it  was 
conceded  that,  whatever  peculiar  view's  M  Peyret  might 
have  on  the  subject  of  disposition  of  wmg  surfaces  side 
areas,  etc.,  he  knew  how  to  build  a  glider.  The  three-ply 


Everybody  was  “  taken  in,"  and  before  the  start  most  of  us 
expected  to  see  the  machine  crash  on  the  lull-side.  No  sooner 
was  it  in  the  air,  however,  than  it  became  evident  that  here 
was  a  machine  which  had  something  that  most  of  the  others 
lacked,  i.e.,  controllability  to  an  amazing  extent.  That  it 
was  as  efficient,  regarded  purely  as  a  glider  in  still  air,  as 
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mahogany  fuselage  was  evidently  the  work  of  an  expert, 
and  the  wing  bracing  with  cine  set  of  "  N  "  struts  on  each 
side  gave  great  rigiditv  in  spite  of  evidently  slender  spars. 
Also,  the  differential  control  arrangement  certainly  looked 
extremely  unlike  what  one  would  expect  front  an  amateur 
enthusiast.  Vet  the  fact  remains  that  no  one,  ourselves 
included,  really  took  the  machine  seriously  until  it  had  left 
the  ground,  it  is  useless  to  pretend  that  it  was  otherwise. 
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The  Winner:  . . 
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Peyret  mono- 
plane  up  to  the 
top  of  F  i  r  I  e 
Beacon. 
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some  of  the  others  might  be  open  to  doubt,  but  that  the 
pitot  did  have  abundant  control  could  not  be  doubted  for 
one  moment.  The  short,  sharp  turns  bore  testimony  to 
that,  as  did  the  fact  that  even  the  most  vigilant  observation 
of  the  machine  failed  to  reveal  more  than  the  slightest  move¬ 
ment  of  the  ailerons,  indicating  that  at  no  time  were  the 
controls  used  to  anything  approaching  their  fullest  extent. 
The  rudder  could  be  seen  moving  slightly  from  side  to  side, 


THE  PEYRET  MONOPLANE  Some  constructional  details.  1,  View  into  the  cockpit,  showing  controls  and 
position  of  air  speed  indicator.  2,  The  differential  control  by  which  the  flaps  are  operated  as  combined  ailerons 
and  elevators.  3  and  4,  Details  of  the  wing  bracing  strut  attachments.  5,  One  side  of  the  undercarriage,  me 
wheel  has  been  omitted  tor  the  sake  of  clearness.  6,  Front  wing  roots  on  fuselage.  7 ,  Details  of  spar  attachment 
to  fuselage.  Note  metal-faced  ply-wood  wing  roots,  and  quick-release  bolts. 


October  26,  1922 


GLIDING,  SOARING 

Those  wishin;  to  get  in  touch  with  others  interested  in  matters 
relating  to  giiitng  and  the  construction  of  gliders  are  invited 
to  write  to  the  Editor  of  Flight,  who  will  be  pleased  to  publish 
such  communications  on  this  page,  in  order  to  bring  together 
those  who  would  like  to  co-operate,  either  in  forming  gliding 
clubs  or  in  private  collaboration. 

The  Designing  Competition  for  which  Flight  is  offering 
prizes  of  £z$  and  £10  closes  on  November  30,  1922.  Designs 
should  be  sent  in  marked  with  a  nom  de  plume,  and  an 
envelope  containing  the  competitor’s  name  and  address, 
marked  on  the  outside  with  the  nom  de  plume  chosen,  should 
be  sent  in  with  the  design.  Full  particulars  of  the  rules,  etc., 
were  published  in  our  issue  of  August  31,  1922.  Aerodynamic 
estimates  and  stress  calculations  must  accompany  the 
designs. 

*  %  * 

Arrangements  arc  now  in  progress  for  holding  a  gliding 
meeting  at  Biskra  in  Algeria,  l'he  meeting  is  to  be  held 
in  January  next,  and  the  chief  prize  will  be  one  of  10,000  francs, 
offered  by  M.  Dal  Piaz.  Biskra  has  been  chosen  partly 
because  a  range  of  hills  12  miles  long  and  rising  to  1,350  ft. 
is  situated  here,  and  partly  because  it  is  thought  that  it  may 
prove  possible  to  soar  in  the  rising  air  currents  from  the 
hot  desert 


AND  AIR-S AIIL1N G 

According  to  le  Temps,  M.  Gabriel  Voisin  is  offering  a 
prize  of  one  million  francs  for  the  glider  which  lirst  covers 
one  kilometre  on  a  circular  track  at  Issy-les-Moulineauv. 

*  *  * 

Both  the  winning  French  Peyret  monoplane  and  Raynham's 
llandasyde  are  on  view  at  Selfridge’s  during  this  week. 
This  affords  an  excellent  opportunity  for  those  who  did  not 
visit  Itford  to  sec  the  two  famous  machines  at  close  quarters. 

*  *  * 

Squadron-Leader  Gray’s  "  Brokker  ”  will  probably  be 
tried  again  at  Itford  this  week-end.  Its  performance  in 
the  competition  was  extraordinary,  and  it  seems  quite 
possible  that,  given  suitable  weather,  the  “  Brokker  ”  may 
beat  M.  Maneyrol's  “  Peyret.”  We  should  like  to  see  a 
British  pilot  on  a  British  machine  as  holder  of  the  world’s 
record. 

*  *  * 

As  a  piece  of  ”  cheek  ”  it  would  be  difficult  to  beat  the 
competitor  who  telegraphed  to  the  Royal  Aero  Club  officials 
that  he  had  ”  crashed  en  route  "  and  doubted  if  he  would 
be  able  to  take  part  in  the  competition. 


THE  BRITISH  GLIDING  COMPETITION 


Lewes,  Wednesday,  October  18. 

Weather  conditions  were  not  at  all  favourable  for  gliding 
on  the  third  day  of  the  British  Gliding  Competition,  for  the 
wind  had  not  only  considerably  increased  in  force,  but  was 
unpleasantly  gusty.  It  was  from  much  the  same  direction, 
and  down  by  the  hangars  below  Itford  Hillgustsof  20-30  m.p.h. 
were  not  infrequent,  whilst  up  on  top  of  the  hills  the  wind 


velocity  was  given  as  40  m.p.h.  and  upwards.  We  no  longer 
had  the  pleasant  blue  sky  and  fleecy  clouds  of  the  previous 
days,  but  low  grey  clouds  threatening  rain. 

Nevertheless,  Gordon  England  brought  his  machine  out 
early,  and  had  it  carried  up  to  Firle  Beacon.  Arriving  there, 
he  ”  Avent  over  the  top  ”  shortly  after  nine  o’clock,  and  was 
immediately  “rocketed  ”  upwards  in  a  by  no  means  pleasant 


SOARING  AT  FIRLE  BEACON  HILL  :  General  view,  showing  a  small  section  of  the  crowds  who  watched 
M.  Maneyrol’s  splendid  performance.  Note  the  altitude  above  starting  point. 
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1HE  PE\RET  MONOPLANE  :  Plan,  side  and  front  elevations,  to  scale. 
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liut  otherwise  only  :i  minimum  of  control  appeared  to  bn 
required.  Having  thus  frankly  admitted  mu  fiiiluro  to 
appreciate  at  first  sight  the  nu  lit  ,  of  tin  lVyret  monoplane-, 
vwr  may  proceed  to  give  a  detailed  description  ot  the  machine. 
The  1  VjTrt  rnnntrplaiu.*  glider  i  ,  r, f  a  type  winch  has  for 
many  year  been  considered  ralJnr  in*  Itn  tent  Wind  tunnel 
experiment-  on  tandem  surface  have  shown  tin  rear  plane 
lu  be  far  Ira  efficient  than  llt<  front  one,  unci  c  on->  qnvutly , 
when  •  it  ye  area  was  required  combined  with  small  .span, 
designer,  got  into  the-  habit  id  c  hocusing  the  biplane  or  trephine 
mi anP.eineiit.  Not  should  We  like  to  assert  that  they  were 
wrong  where  power -driven  mat  liitie.u  arc  concerned,  To 
employ  tile  large  fear  plane  means  carrying  aboui  a  ron 
sirlerablt-  amount  of  lather  -nperrinous  htructlin*  weight 
which  ran  ill  be  afforded.  In  »  glider,  however,  tin,  i  but 
a  small  price  to  pay  for  the  a  mazing  control! ability  which 
the  tandem  arrangement  gives,  arid  to  M  Peyre-t  is  doe  the 
credit  for  having  realised  this.  Not  only  so.  but  having 
faded  to  hud  a  Trench  coa-dr tutor  willing  to  build  the 
machine.  M  1'eyrrt  set  to  Work  and  built  it  himself  Hie 
whole  of  the  work  therefore  i>  his  own.  from  the  first 
conception  to  the  finished  machine. 

The  tandem  arrangement  of  the  lifting  surfaces  necessitates 
a  very  strong  fuselage  especially  is  this  sn  when  one  con¬ 
siders  the  torsional  stresses  to  which  the  fuselage  may  be 
sub] cried  owing  to  a  gn-t  striking  one  wing  before  the  other. 
Now  the  ply  wood  Covered  type  of  fuselage  is  exceptionally 
good  in  torsion,  hence  this  lorm  of  construction  wao  chosea. 
The  internal  framework  i<  very  light,  consisting  of  spruce 
longerons  and  struts,  with  here  and  there  «  multi  ply  former 
(reduced  in  a  mere  skeleton  by  sawing  away  most  of  the 
material  except  diagonals)  where  local  stresses  call  for  extra 
rigidity  Over  the-  light  frumvwork  is  placed  a  covering  of 
three-ply  mahogany.  appt oximately  ^  ia.  thick 

In  section  the  fuselage  varies  Considerably  from  point 
to  point  St  tire  cockpit  the  suction  l<  approximately 
rectangular,  while  forward  and  aft  of  this  point  the  sides  are 
of  the  "  turn  We- home  ’*  variety.  The  front  I  wut  lords  of 
the  body  h  nur mounted  bv  it  triangular  section,  which 
towards  the  vb-nt  merge-'  into  the  inward  ‘-loping  sides  of 
the  main  structure  Immediately  m  front  of  and  also  behind, 
the  cockpit  the  triangular  section  h.v-  it-,  sales  curved  inwards, 
so  ft*  to  improve  the  pilot' a  view  Along  the  rulge  of  the 
triangular  ’*  tnof  "  mu*  a  u early  straight  hnigitudiiial  member, 
which  is  extended  over  the  pilot’s  cockpit.  Thus  a  weakening 
*rt  the  structure  at  this  pdnt  is  avoided 

The  wing--  are  cbsrsictwroNl  by  a  pronounced  dihedral  and 
bar k  sweep.  The  former  has  doubtless  I jcmi  net esaitated  by 
the  large  -jJl*  atca  ot  the  (u-elagc.  and  the  latter  by  a  desire 
to  place  the  pilot  behind  the  trading  edge  and  Vet  get  the 
centre  of  gravity  suthrietilVy  far  forwaol  to  make  the  iront 
plane  imifo  heavily  loaded  than  the  rear,  thus  obtaining 
longitudinal  stability  bv  placing  the  Iront  wmg  at  a  Larger 
angir  of  ioridem  e  than  the  rrjcr 

t onsti'urtiiui.dlv  the  wings,  front  and  renr  ot  which  are 
of  equal  span  and  area,  consist  cd  light  ribs,  placed  somewhat 
1st  aparf.  tinned  on  lu  bit  tat  spars  nf  Duralumin  Short 
nri«e  rdw.  is  tending  from  lending  edge  lu  front  spar  arc 
placet!  half  way  Iwiwren  main  rilv  The  wing  section  usrd 
i-  (silly  tliin.  although  of  cnnsi'hi-ablr  i-anilurr.  rind  the  wings 
are  braced  hv  »*  simile  pair  of  **  N  “  struts  (Duralumin  tubes 
enclosed  in  wood  lairing*)  on  each  side.  Th<-<e  stmts.  work 
in  compression  as  welt  as  in  bMiow,  there  Wing  no  tup 
bra<  mg  All*'  liWen!  of  soars  to  lh*  fii*elage  is  by  short 
*  I  ’--haprd  holts  passing  through  tbr  ends  tf  the  tubular 
spar*  and  through  short  root*,  rrutdi*  til  au.nl,  bmlt  into  the 
lu-1  luge  just  lielriw  the  '*  Tlilge  J*jle 

1h<  it ndccca/Tiag'  mo(  -mew  hat  unusual  design,  although 
Wing  of  tbr  two-wheH  type  Tlo*  axle  pa-ww  artiws 

underneath  ill#  floor  of  tm*  fu«*A;»g*  r  but  another  member, 
alv>  a  tube  -hap*  d  somewhat  hk*  a  very  flat  inverted  ”  l"." 
pn**»  *  »hf <j|tg}i  rkif.  in  tlj»  side*  and  carries  tin  rubber  cord 
-line  nlmtlirr-i.  Rmliii*  toils  in  the  form  *‘>f  tubes  fVU 
from  the  AXl'  forward  to  point-  underneath  the  Hoot  ol  the 
body,  a  short  distance  behind  the  iiw  The  undercut rixgc 
is  divid'd  in  the  centre  w?  as  to  allow  of  removing  the  inverted 
"  l  ,’’  the  two  halves  fitting  into  a  central  steev**,  where  they 
are  held  by  bolt«. 

As  the  greatest  merit  of  tbr  Pc  vert,  monoplane  lie-  111  ft« 
very  «!!  tv  tier  controls,  tlica<  will  be  droit  with  at  some 
length,  and  in  order  fiit  iJicr  to  fiirih&itv  understanding  of 
their  working  we  would  refer  readers  ti*  the  accompanying 
diagram.  The  noeutUl  feature  ot  the  control!*  themselves, 
apart  from  the  system  of  working  the  four  wing  flaps  simul¬ 
taneously.  rs  the  use  nf  a  differential,  formed  by  throe  Ixs'd 
gear-  One  of  these  is  mounted  on  the  control  column,  and 
u  placed  tn  a  transverse  plane  Tim  wheel  engages  with 
two  others  of  the  same  size,  but  placed  in  a  longitudinal  plane. 
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I  be  actum  is  similar  to  that  of  the  differential  of  a  i notar-car. 
When  the  control  column  is  moved  in  a  fore-and-aft  dire  ction, 
tin  two  side  wheels  move  with  it,  without  any  movement 
relatively  to  uni  another.  When,  however,  the  control 
column  i  moved  from  side  to  side,  the  two  side  wheels  move 
m  opposite  directions.  To  the  two  side  wheel*  arc  attached 
short  shafts,  carrying  on  their  outer  ends  crank,  from  which 
mbits  run  to  the  wing  flaps  The  manner  nf  canned  mg'  up 
Die  control  ir.ink-  and  flap  king  po-i  will  best  lie  understood 
irom  a  reb  re-ni  >■  to  the  diagram.  From  tins  it  will  t»  seen 
that  when  the  "  stick  ”  ls  pushed  forward  tin?  flaps  of  the 
front  wmg  are  rat-eel,  tho  «i  of  tin-  tear  w  ing  lowered  When 
the  control  column  is  pulled  back,  the  reverse  is  the  cast. 


THE  PEYRET  MONOPLANE  t  Diagrammatic  repre¬ 
sentation  of  the  control  system,  by  which  the  wing 
flaps  are  used  as  combined  ailerons  and  elevators. 


When  the  Column  is  pushed  to  the  left  the  starboard  flaps 
of  both  front  and  rear  wings  arc  depressed,  those  on  the 
port  side  being  elevated  at  the  .ame  time.  Pushing  the 
"  stick  "  to  the  right  has,  of  course,  the  reverse  action,  while 
any  combination  of  lateral  and  longitudinal  movement  is 
possible 

the  -  mu  movement  could  of  coarse,  be  obtained  by  the 
u.v  of  crank  lever*  lad  arrangement  would  have  to  be 
much-  <or  Die  ends  of  one  lever  sliding  in  slots  in  the  other, 
nd  tin  use  of  bevel  gears  results  in  a  much  more  positive, 
and  mechanically  better,  action 

Direction al  control  i*  by  rudder  worked  from  a  toot  bar 
ill  the  ordinary  way.  We  are  not  quite  Certain  as  to  how- 
great  .  fleet  the  rodder  has,  placed  .is  it  is  so  close  behind  the 
rear  plane,  but  >v  app<  are  probable  that,  even  assuming  the 
rudder  tn  be  not  particularly  effective,  the  machine  can  be 
easily  turned  bt  Die  n-e  of  the  wing  flap*  In  other  words, 
the  machine  can  probably  be  turned  easily  with  the  flaps, 
even  will  the  rudder  central,  whereas  we  arc  somewhat 
doubtful  regarding  directional  control  with  the  wing  flaps 
linked  in  the  neutral  position  Nor  does  it  appear  to  matter 
very  mm  h.  ;t-.  tlie  machine  can  a ndoubtcrily  be  turned  in  a 
verv  short  radius  by  the  combined  use  of  rudder  and  flaps. 

Apart  lrom  it-  extraordinary  controllability,  the  Peyret 
monoplane  would  appear  to  possess  cerlain  other  advantages, 
rhas  tin  view  obtained  from  the  pilot's  cockpit  i=.  excep¬ 
tionally  good  owing  to  the  fact  that  the  front  wing  is  placed 
relative '<v  high  -'o  thal  Iht  pilot’-,  eyes  are  approximately  in 
line  with  the  wing  chord,  while  lit-  is  situated  behind  the 
trailing  i dye  and  therefore  ha-  an  unrestricted  view  dowti- 
v  ard*  Also,  ill  a  trail i,  the  machine  should  offer  a  maximum 
i  t  jirrit'  ' In '0  t"  tin  j  ilut  .,  there  i-.  ;«  good  deal  of  fuselage 
both  in  front  and  Is  himl  hun.  w  lulf  laterally  the  two  pairs 
of  wuigs  project  a  cim*!chT.it>le  dbtance,  rtaifurccd  by-  the 
*•  X  "  Sfrute. 

Altogether,  the  Pevrei  monoplane  is.  a  machine  of  more 
than  ordinary  mt»*rns>t,  and  there  can  be  little  donlrt  that  it 
will,  as  the  French  say,  ccoU  The  tandem  arrangement 
off  err  -o  many  advantages  that  it  is  not  to  bo  doubted  that 
machines  ot  similar  design  wall  appear,  probably  incorporating 
detail  irnttfovements,  bnt  following  the-  IVvrct  (and  inci¬ 
dentally  S.  P  Langley,  w  hose  l<  aerodromes  ”  were  of  the 
tatulem  type,  and  whose  ideas  have  been  vindicated  to  no 
small  extent  by  the  performance  ot  this  machine)  in  the 
disposition  of  tiicir  lifting  surfaces. 

The  weight  of  the.  1 'ey  ret  glider  is  given  by  M.  Pevret 
biro  self  as  r  -  kgs  Dl7-|  lbs  i  The  machine  looks  as  it 
»t  might  t>e  ivavicr  than  that,  but  the  wing*  are  certainly 
very  bgl't,  and  the  iusehigr  i-  prub.tbly  tighter  than  it  appears 
to  be.  1  he  niiden  arri  ige,  luiw-ever.  is  probably  fairly  heavy. 
Assuming  the  weight  to  be  130  lbs.,  and  tin  same  figure  for 
the  pilot,  the  total  weight  h  300  lbs.,  which,  with  an  area 
of  153  sq  ft,  gives  an  a;  .nip  loading  of  -  lbs.  sq.  ft.  Actually 
the  loading  of  the  iront  wing  is  greater  and  that  of  the  rear 
wing  smaller  than  this  figure 
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manner.  Then  the  struggle  commenced,  and  he  made  a 
plucky  light,  to  master  the  gusty  currents.  It  was  not  long 
before  he  began  to  drift  backwards  and  sideways,  and 
eventually  came  down — still  moving  backwards  ! — on  the 
edge  of  a  slope  some  quarter  of  a  mile  from  the  starting- 
point.  He  remained  at  the 
controls,  to  prevent  the 
wind  taking  charge  of  the 
machine,  until  help  arrived, 
when  the  glider  was  carried 
to  a  more  sheltered  spot  on 
the  other  side  of  the  ridge. 

Tt  was,  he  said,  the  first 
time  he  had  ever  landed 
backwards!  II is  airspeed 
indicator  showed  45  m.p.h. 
while  lie  was  up,  and 
40  m.p.h.  when  he  was 
landing.  His  flight  lasted 
about  x  in  in.  30  secs. 

Shortly  after  this  Jcyes 
brought  his  Aachen  glider 
out,  and  proceeded  to  a 
point  on  the  ridge  between 
Beddingham  and  Firlc 
Beacon.  He  took  off  at 
about  10.4b  a  m.,  and  got 
several  nasty  up-and-down 
bumps  immediately  he  left 
the  ground.  Then,  rising 
the  meanwhile,  he  got  blown 
gradually  back,  and  so  he 
put  the  nose  down  and 
slowly  proceeded  alongside 
the  hill  towards  Firlc,  loosing 
height  until  he  reached  a 
spur  on  the  side  of  the  hill, 
and  here  he  attempted  to 
land.  On  turning,  howevc-r, 
the  right  wing  tip  struck 
tho.  ground,  and  the  whole 
wing  broke  completely  off 
and  started  a  glide  on  Its 
o  w  n  I  a  n  d  i  11  g  several 
hundred  feet  away.  The 
rest  of  the  glider,  of  Course, 
came  down  with  a  bit  of  a 
bump,  upside  down.  As 
Jcyes  did  not  make  an 
immediate  appearance  some- 

anxiety  as  to  bis  safety  was  felt,  and  a  rush  was  made 
to  his  assistance.  Owing  to  the  steep  nature  of  the 
hill-side  some  minutes  elapsed  before  an  R  AF.  mechanic 
reached  the  machine  and  speedily  raised  the  fuselage — when 
Jeyes  stepped  out,  apparently  untouched.  The  mechanic, 
however,  fell  fiat  on  his  back  and  stayed  there  several  minutes, 
whether  from  exhaustion  alter  his  record  glide  down  the  hill 


THE  ST  ART  OF  A  FAMOUS  FLIGHT  :  M.  Maneyrol’s 
Peyret  monoplane  gets  away  on  October  21  for  its 

record  flight. 


or  from  sheer  relief,  we  know  not.  Shortly  after,  the  remains 
of  the  glider  were  brought  up  and  then  ‘carried  back,  with 
the  help  of  Boy  Scouts,  to  Itford.  Jeyes’  glide  was,  also, 
of  about  1  £  minutes'  duration. 

During  the  remainder  of  the  day  the  wind,  if  anything, 

increased  in  force,  and  there 
was  nothing  further  doing 
except  a  gliding  contest, 
down  the  slope  in  the  lower 
valley,  on  the  two  six- 
wheeler  trolleys  (used  for 
conveying  sundries  up  the 
hill  by  means  of  the  kite- 
balloon  winch).  The  R.Ae.C. 
team,  piloted  by  Secretary 
Perrin,  won  the  first  race 
easily,  but  the  second  race 
ended  in  a  dead  heat — and 
disaster  !  One  of  the  ’buses 
at  the  end  of  the  run  made 
a  sharp  left-hand  turn,  and, 
continuing  down  the  opposite 
slope  of  the  hill,  eventually 
crashed  into  a  gate  at  the 
bottom.  Some  of  the 
“  crew-  ”  managed  to  drop 
off  before  the  crash,  but 
some  —  including  our  old 
friend  Howard  Wright — 
“  dropped  ”  off  after  and 
received  sundry  damages  to 
noses,  legs,  etc.-  Well,  well  v 
we  had  to  do  something  to 
pass  the  time,  and  the  spirit 
of  the  early  days  of  dying 
had  returned  to  one  and 
all.  In  the  meantime  work 
on  the  various  glidei’S  in 
the  hangars  proceeded. 

Thursday,  October  T9. — 
The  wind  on  this,  the 
fourth,  day  of  the  Compe¬ 
tition  was  even  stronger 
than  ever,  and  during  the 
night  one  of  the  hangars  was 
blown  down,  with  unfortu¬ 
nate  results  for  Mr.  Prosser’s 
biplane,  glider.  There  was 
plenty  to  be  done  on  the 
various  machines,  however, 
and  we  were  glad  to  be  able  to  make  ourselves  useful  lending 
a  hand  at  doping,  filing,  riveting,  etc,,  when  required  The 
rudder  on  Raynham’s  ’bus  looked  smart  with  a  new  extension, 
and  by  the  end  of  the  day  the  movement  of  the  ailerons  had 
successfully  been  increased  and  a  new  air-speed  indicator 
fitted,  and  all  was  ready  for  the  next  flight.  The  S.C.W. 
glider  was  also  practically  completed,  and  the  Peyret  tandem 
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The  Winner  :  M.  Maney-  ^ 
rol,  in  the  cockpit  of  his 
machine,  photographed  at  ,v 
Selfridges,  where  the 
Peyret  monoplane  Is  on  'V' 
view  this  week.  Behind  ® 
the  machine  may  be  seen  55 
Lieut.-Commander  Lar-  ^ 
rouy,  manager  and  inter¬ 
preter  to  M.  Maneyrol. 
Inset,  M.  Louis  Peyret, 
who  designed  and  built  Si 
the  winning  machine.  ^ 
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monoplane  was  beginning  to  look  ready  for  business.  Herne’s 
1).H.  monoplane  had  been  converted  to  wing  warping  and 
was  now  ready  for  a  trial  flip,  so  late  in  the  afternoon  it  was 
taken  up  to  the  low  ridge  to  the  north  of  Itford  Hill.  It 
left  the  catapult  quite  gracefully,  hut  when  about  20-30  ft. 
from  the  ground  the  wings  were  seen  to  start  warping  some- 


NEAR  THE  FINISH  :  Our  photograph  show's  the 
Peyret  monoplane  and  Sqdn.-Ldr.  Gray  's  “  Brokker  *’ 
in  the  air  together.  Inset,  another  view  of  the  Peyret. 
As  the.  machines  approached  one  another  the  two 
pilots  would  wave  a  cheery  greeting  and  then  drift 
apart  once  more.  In  spite  of  the  darkness  the 
machines  did  not  appear  to  be  in  any  danger  of 

colliding. 


what  excessively  and  with  increasing  vigour,  until  both 
wings  suddenly  collapsed  under  the  strain  and  folded  up 
back  over  the  machine,  which  pancaked  hurriedly  and  not. 
too  gently  on  a  more  or  less  even  keel.  Herne  stepped  out 
immediately,  shaken  but  unhurt,  and  so  ended  the  only 
glide  of  the  day.  It  was  fortunate  that  the  wings  broke 
just  when  they  did,  as  a  little  farther  on  there  was  a  con¬ 
siderable  dip  in  the  ground,  which  would  have  increased 
Herne’s  fall  to  an  alarming  extent. 

During  the  day  Gordon  England,  Raynham  and  many 
other  enthusiastic  helpers  converted  one  of  the  six-wheeler 
trolleys — these  trolleys  had  a  rough  time  of  it  ! — into  a 
"sail-plane/'  by  means  of  a  mast,  bowsprit,  Jeyes’  broken 
wing  and  sundry  other  items.  A  successful  trip  was  accom¬ 
plished,  with  the  assistance,  of  a  few  Chinese  crackers,  and 
a  safe  anchorage  effected  in  a  barbed-wire  fence  This  time 
there  were  no  casualties  ! 


Friday,  October  20. — The  strong  wind  of  yesterday  died 
away  during  the  night,  and  this  morning  there  was  but  a 
gentle  breeze,  while  mist  hung  about  among  the  hills.  Never¬ 
theless  several  gliders  were  taken  from  their  tent  hangars 
at  Itford  to  the  top  of  Firle  Beacon.  As  it  was  quite  obvious 
that  the  wind  was  insufficient  for  soaring,  at  least  by  any  of 
the  gliders  which  had  been  tested  up  till  then,  no  flights 
were  attempted  until,  shortly  before  1  p.m.,  Stocken  had 
his  "  Airdisco  ”  monoplane  Phi-Phi  placed  011  the  brow 
of  the  hill  and  made  a  start.  This  machine,  designed  by 
Major  Grant  and  Mr.  Rankin,  and  built  by  the  Aircraft 
Disposal  Co.,  is  a  parasol  monoplane  with  crescent-shaped 
wings.  Originally  it  was  fitted  with  two  small  wheels,  but 
on  a  short  trial  flight  these  gave  trouble  and  were  replaced 
by  a  couple  of  aeroplane  tail-skids.  At  the  first  attempt 
today  the  skids  appeared  to  dig  into  the  ground  too  much, 
and  the  machine  could  not  be  got  off.  A  pair  of  small 
wheels  were  then  fitted  on  the  skids,  and  this  time  the  machine 
got  away  after  a  very  short  run,  hanging  in  the  air  for  quite  a 
long  time.  At  first  Stocken  turned  towards  the  left,  i.e., 
towards  Itford,  travelling  down  wind,  but  he  then  made  a 
right-hand  turn.  The  machine,  however,  took  so  long  in 
answering  the  rudder  that  by  the  time  the  turn  was  com¬ 
pleted  it  was  out  of  the  ascending  currents,  and  there  was 
nothing  for  it  but  to  make  a  glide  into  the  valley.  The 
machine  appeared  to  float  along,  apparently  indifferent  to 
forward  speed,  and  nearly  as  indifferent  to  her  rudder 
controls.  However,  she  certainly  gave  the  impression  that 
with  improved  controllability  she  would  soar  in  very  light 
airs.  Stockcn's  time  was  3  mins.  18  secs. 

As  soon  as  Stocken  had  landed  Mr.  Olley  made  a  start  on 
the  Fokker  biplane,  but,  like  Stocken,  he  lost  the  ascending 
current  and  had  to  glide  into  the  valley,  making  a  good  landing 
after  being  in  the  air  about  3  mins.  20  secs.  During  his 
flight  Mr  Fokker  caused  considerable  amusement  by  shouting 
repeatedly  to  Ollcy  "  Come  'ere,  come  ’ere."  While  waiting 
for  the  wind  to  get  up  many  of  the  competitors  and  officials 
amused  themselves  by  "  launching  ’’  one  another  on  cushions 
and  pieces  of  fabric,  the  record  "  flight  "  being  made  by 
Mr.  Manning,  who  was  treacherously  and  suddenly  left  alone 
on  a  piece  of  fabric  by  the  other  two  passengers. 

A  little  later  in  the  afternoon  the  Fokker  single-seater 
was  got  ready  for  a  start,  Fokker  having  very  sportingly 
given  permission  for  Merriam  to  make  a  flight  on  it.  As 
everything  was  ready  a  heavy  mist  rolled  up,  and  it  was  wisely 
decided  to  postpone  the  flight.  Then  followed  a  wait  of 
about  half-an-hour,  but  as  there  was  no  prospect  of  improve¬ 
ment  in  the  weather,  Raynfiam,  England  and  Fokker 
agreed  to  return  to  camp,  so  that  no  one  should  have  an 
unfair  advantage  over  the  other. 

Late  in  the  afternoon  Fokker  gave  three  demonstration 
flights  on  the  single-seater,  starting  from  Jtford  hill.  At 
the  end  of  the  first  two.  he  landed  on  the  western  slope, 
behind  the  hangars,  but  in  the  third  he  promised  to  make 
an  attempt  to  land  rigid  in  front  of  the  tents,  a  space  being 
cleared  for  him.  There  was  a  great  search  for  a  cinemato¬ 
grapher,  as  Fokker  would  like  a  film  of  this  landing,  but  no 
one  seemed  to  be  sufficiently  familiar  with  this  kind  of 
photography,  and  Fokker  had  to  do  without  his  "  pictures." 
He  started  again  from  Itford  hill,  and  swung  to  the  left  as 
in  the.  previous  two  flights,  but  just  before  getting  to  the 
barbed  wire  fence,  he  turned  to  the  right,  coming  in  a 
couple  of  feet  off  the  grpund.  As  he  floated  by  he^vhistled 
and  shouted  ''  I  cannot  do  it,  too  much  speed,  too  much 
speed.”  He  just  managed  to  touch  in  front  of  the  tents, 
but  had  to  carry  on  down  the  slight  slope.  Nevertheless, 
the  performance  was  a  very  pretty  one. 

The  Sayers  monoplane  was  ready  just  before  dusk,  and 
Courtney  made  a  short  flight.  Control  troubles  had  kept  the 
machine  from  doing  anything  much,  and  although  there  was 


A  late-comer  with  a  fine 
performance:  Three- 
quarter  front  view  of 
Sqdn.-Ldr.  Gray’s  mono¬ 
plane.  This  machine  was 
made  from  the  fuselage  of 
a  Bristol  Fighter  and  the 
top  plane  of  a  Fokker 
D.VII,  and  was  conse¬ 
quently  nicknamed  the 
"  Brokker.” 
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a  decided  improvement,  further  adjustments  were  still 
considered  necessary. 

Saturday,  October  21.  -A  brisk  wind  was  blowing  from  the 
uorth-east  on  the  last  morning  of  the  competition.  In  the 
early  morning  a  pedal-propelled  monoplane  was  being  tried  on 
Itford  hill,  being  started  from  a  comparatively  safe  height. 
A  couple  of  short  hops  of  a  few  feet,  about  one  foot  off  the 
ground,  was  the  nett  result,  and  the  inventor  decided  to 
iv  train  from  challenging  Raynham's  x  hour  53  minutes. 

In  the  meantime  Raynham  had  had  his  machine  brought 
to  the  top  of  Firle  Beacon,  and  made  an  early  start.  He 
did  not,  however,  succeed  in  remaining  aloft  for  any  great 
length  of  time,  landing  well  to  the  east  of  Firle.  Gordon 
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The  Merriam- 
Newman  mono-  '' 

plane  photo  ^ 

graphed  just  ^ 

before  the  start 
of  the  flight  which  ^ 

ended  in  a  crash. 

Si 

short  way  from  the  summit  of  Firle,  and  England  was  extri 
cated.  He  was  conscious,  and  expressed  the  opinion  that 
his  leg  was  broken.  In  spite  of  the  pain,  he  pluckily  smiled 
to  liis  friends,  and  expressed  regret  that  his  accident  should 
have  happened  just  when  he  was  doing  very  nicely,  and 
was  keen  to  know  how  long  he  had  remained  upt  The 
machine  was  but  little  damaged.  The  extreme  nose  was 
crushed  in,  and  much  of  the  rest  of  the  front  portion  was 
damaged  in  getting  England  out,  but  otherwise  the  machine 
had  withstood  the  shock  admirably,  and  the  construction 
must  certainly  have  been  uncommonly  sound  to  stand  up 
as  it  did.  No  ambulance  was  in  sight,  nor  had  it  arrived  one 
hour  after  the  crash.  In  the  meantime  poor  England  was 


I  HE  I  OkKER  MACHINES  :  On  the  left,  the  small  single-seater  biplane,  with  pilot's  seat  on  lower  wing.  |On 
the  right,  the  two-seater,  which  has  an  enclosed  nacelle,  is  seen  in  the  air,  piloted  by  Mr.  Olley.  Note  the  central 

skid  and  wing-tip  guards. 


England  was  next  to  start,  but  when  he  had  been  up  for  a 
few  minutes  he  got  blown  back  over  the  top  of  the  ridge, 
He  tried  to  get  back  by  making  a  sharp  turn,  but  while  the 
machine  was  well  banked  for  this  a  gust  struck  it,  tilting 
it  over  further  and  causing  it  to  stidke  the  ground,  nose 
first.  Assistance  was  rushed  to  the  spot,  which  was  but  a 


lying  on  the  ground  with  a  double  fracture  of  his  ankle, 
and  some  highly  uncomplimentary  things  were  said  about 
the  ambulance,  which  was  nowhere  to  be  found.  On  the 
previous  morning  it  had  been  seen  busily  engaged  carting 
flat-footed  policemen  up  to  the  top  of  Itford  Hill,  but  this 
morning  it  had  vanished  utterly  and  completely. 


^  SS  &  ^  ^  ^  Si 

Si 

* 

Fokker’s  method 
of  transport:  Si 

The  biplane  §§ 

glider  is  placed 
on  a  plank  rest- 
ing  on  the  sides 
of  the  car,  and  the 
machine  is  lightly 
braced  fore  and  Si 

aft  by  two  ropes.  ^ 
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The  Fokker  two-seater  passed  the  scene  of  the  crash 
shortly  after  10,  and  proceeded  to  a  point  some  little  distance 
east  of  Firlc,  to  a  place  which  Gordon  England  had  nick¬ 
named  "  Fokker  Point”  from  the  preference  which  Fokker 
had  shown  for  this  spot.  Here,  it  was  lifted  off  the  car  and 
got  ready  for  flight,  taking  off  about.  10.40,  piloted  by  Olley, 


with  a  passenger.  It  cannot  be  pretended  that  it  was 
pleasant  to  watch  this  flight.  The  machine  looked  as  if  il 
had  St.  Vitus'  Dance,  and  one  did  not  envy  the  passenger. 
However,  it  probably  looked  worse  than  it  felt,  otherwise  if. 
must  have  been  agony  to  the  occupants,  In  bringing  the 
machine  back  to  the  top  the  plank  on  the  car  broke  and  the 


MR.  JEVES’  AACIIEN  MONOPLANE  :  Inset,  the  machine  in  flight. 


who  was  accompanied  by  a  passenger  (Observation  Officer 
Rodgers  of  the  R.A.F.).  The  machine  was  violently  blown 
about,  and  Olley  had  all  his  work  cut  out  to  manage  it.  The 
gusts  struck  it  violently,  and  it  rocked  as  it  rose  and  fell  on 
the  air  currents,  the  warp  being  in  constant  and  violent  use. 
On  one  occasion  the  machine  got  blown,  while  at  a  low 
altitude,  towards  the  side  of  the  hill,  but  by  skilful  piloting 
Olley  managed  to  save  a  crash.  Fokker  kept  shouting  advice 
to  him,  telling  him  to  get  up  higher,  but  either  Olley  could 
not  hear  or  he  was  unable  to  get  up  very  high ;  at  any  rate, 
the  machine  never  reached  any  great  height  above  the 
staxting-point.  For  over  three-quarters  of  an  hour  Olley 
struggled  with  the  wind,  and  the  general  opinion  was  that 
he  might  carry  on  too  long,  getting  exhausted  and  out  of 
control.  The  end  came  with  dramatic  suddenness.  While 
apparently  flying  well  the  machine  must  have  got  into  a 
strong  down-current.  It  disappeared  from  view  in  a  flash, 
but  when  spectators  ran  to  the  edge  of  the  hill  they  saw 
the  machine  gliding  down  into  the  valley  under  good  control 
and  land  safely  by  a  clump  of  trees.  The  duration  was  about 
49  minutes,  which  constitutes  a  workbs  record  for  glider 


glider  toppled  over  backwards,  damaging  the  tail.  After¬ 
wards  a  small  Boy  Scout  was  seen  triumphantly  carrying  one 
of  tire  rudders  about  and  nearly  taking  the  air  in  the  strong 
wind. 

Raynham  had  by  now  got  his  machine  back  to  the  summit 
of  Firle,  but  as  no  other  competitor  appeared  likely  to  beat 
his  record,  he  decided  to  wait  until  the  wind  dropped  a  bit. 
A  brown  machine  could  be  seeu  approaching  from  It  ford 
along  the  ridge,  but  it  seemed  to  take  a  very  long  time  in 
getting  to  Firle.  As  it  came  closer  it  could  be  identified 
through  field-glasses  as  the  French  Peyret  monoplane.  A 
stop  was  made  at  every  little  hill,  and  apparently  Peyret 
and  Maneyrol  could  not  make  up  their  minds  to  start  from 
any  of  them.  Finally,  about  2  p.m.  they  reached  Firle, 
and  decided  to  make  a  start  from  there.  The  wind  was 
strong  and  extremely  gusty,  but  the  Frenchmen  had  made 
up  their  minds.  Most  of  us  thought  the  machine  would 
crash  as  soon  as  it  got  off,  but  about  2.30  it  rose  very  steadily 
and  immediately  soared  to  a  considerable  height.  Maneyrol 
at  once  proceeded  to  beat  backwards  and  forwards  along 
the  side  of  the  hill,  going  on^hisjirst  ”  tack  ”  as  far  west  as 


THE  "  AIRDISCO  ”  MONOPLANE  :  On  left,  machine  is  seen  taking  off  for  a  flight,  piloted  by  Rex  Stocken» 
On  the  right,  a  three-quarter  rear  view  of  the  machine.  Note  the  crescent-shaped  wing. 
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Firle  (he  had  started  from  "  Fokker  Point  "),  but  finding 
the  air  troublesome  here,  he  did  not  venture  so  far  west 
again.  “Tacking"  backwards  and  forwards  over  quite  a 
harrow  strip,  he  reached  much  greater  altitudes  than  had 
any  previous  competitor,  and  it  was  obvious  that  the  machine 
was  under  perfect  control  the  whole  time.  Not  only  so,  but 
never  did  the  pilot  appear  to  use  more  than  a  small  fraction 
of  the  control  available.  It  was  also  noticed  that  in  the 
gusts  he  did  what  no  other  competitor  had  done ;  he  climbed 
with  the  nose  well  up.  Other  pilots  had  floated  up  on  the 
currents,  but  with  the  noses  of  their  machines  well  down. 
Altogether  the  flight  of  the  Peyret  resembled  that  of  a  bird, 
and  after  the  first  few  minutes  one  never  felt  any  doubt  that 
the  machine  was  making  light  of  the  wind.  Every  now  and 
then  it  would  hover,  with  its  nose  to  the  wind.  Sometimes 
the  wind  would  drop,  and  the  machine  began  to  glide  forward, 
the  pilot  then  resuming  his  "  tacking.”  At  other  times  the 
wind  would  blow  it  backwards  slightly,  but  by  diving 
Maneyrol  got  it  away  from  the  hill,  apparently  without  an 
effort. 

When  Raynham  saw  how  well  the  Peyret  monoplane  was 
handled  he  made  a  start  from  Firle,  slightly  to  the  west  of 
the  Frenchman’s  “  beat,"  but,  good  sportsman  that  he  is, 
he  chose  to  go  west  towards  Itford,  so  as  not  to  interfere  with 
Maneyrol,  He  disappeared  behind  Bcddingham  hill,  going 
down  wind  but  keeping  his  height  well.  It  was  afterwards 
learned  that  he  had  reached  Itford,  turned  back,  but  "  lost 
his  wind  ”  and  had  to  land  near  the  foot  of  Beddingham  hill, 
having  been  in  the  air  some  eight  minutes. 

At  Firle  M,  Maneyrol  continued  his  ceaseless  beating  to 
and  fro.  When  he  was  witlun  ten  minutes  or  so  of  beating 
R ay n ham's  time  a  shower  fell,  and  in  the  disturbed  air 
Maneyrol  had  all  his  work  cut  out  to  remain  up,  having  to 
“  tack  "  much  more  frequently  than  hitherto.  For  a  "few 
minutes  it  looked  as  if  he  w as  going  to  be  forced  down  without 
having  beaten  Raynham,  but  when  the  shower  had  passed 
the  wind  got  up  again  and  the  Peyret  soared  to  a  greater 
height,  where  the  air  appeared  to  be  much  more  steady. 

The  Joke  of  the  Meeting 

While  the  shower  and  clouds  were  making  things  uncom¬ 
fortable  for  the  French  pilot,  Sqdn.-Ldr.  Gray's  machine 
was  brought  to  Firle  and  got  ready.  This  machine  had 
arrived  during  the  morning,  and  did  not  look  particularly 
impressive.  It  was  learned  that  the  machine  had  cost  the 
fabulous  sum  of  18s.  6d.  to  build,  of  which  5 s.  bought  the 
Bristol  fuselage,  another  5 ?.  the  Fokker  D.VII  top  plane 
wiug,  the  rest  being  spent  on  dope.  The  machine  was  fitted 


with  wheels,  which,  however,  were  left  behind  as  it  took  off. 
A.t  the  first  attempt  the  “  Brcikker  ”  came  down  after  a 

flight  ”  of  two  seconds.  A  second  attempt  was  more  suc¬ 
cessful,  and  to  the  amazement  of  every  one  the  “  Brokkcr  *  ’ 
soared  into  the  air  majestically,  turning  to  the  right  towards 
Bosta)  Hill,  climbing  well  and  appearing  to  be  under  perfect 
control.  Sqdn.-Ldr.  Gray  took  up  a  “  beat  "  to  the  east 
of  that  used  by  Maneyrol,  anti  the  two  machines  swung 
backwards  and  forwards,  sometimes  meeting  at  the  end  of 
their  beats,  when  the  pilots  would  wave  to  one  another,  and 
sometimes  swing  to  right  and  left  in  perfect  synchronisation. 
It  w-as  a  wonderful  sight,  and  the  "  Brokker  "  caused  great 
admiration  owing  to  its  extremely  steady  flight  and  perfect 
controllability.  There  was  a  great  difference  between  the 
two  machines.  The  Peyret  was  quick  on  the  controls  and 
rapid  in  its  manoeuvres.  The  "  Brokker  ”  was  slow  and 
stately,  looking  like  a  Blimp  that  had  growm  wings. 

Suddenly  a  great  cheer  went  up,  when  Maneyrol  had 
reached  Raynham ’s  time  of  1  hour  53  minutes.  The  French¬ 
man  waved  acknowledgment,  and  proceeded  in  an  attempt 
to  beat  the  German  duration  record.  The  two  machines  were 
by  now.  mere  silhouettes  in  the  sky,  and  as  the.  minutes 
w  ent  they  got  dimmer  and  dimmer.  Finally  it  was  decided 
to  make  arrangements  for  lighting  up  the  top  of  the  ridge 
with  motor-car  lamps,  and  a  space  was  cleared  for  the  two 
machines  to  land  on.  When  cheering  and  hooting  of  motor 
horns  announced  that  the  German  record  had  been  equalled 
Maneyrol  came  down  low  and  shouted  that  he  would  land 
in  a  few  minutes.  He  stayed  up  another  20  minutes  or  so, 
and  finally  both  he  and  Squadron-Leader  Gray  made  perfect 
landings,  on  the  summit  of  the  ridge,  about  100  yards  from 
their  starting  point. 

Maneyrol's  time  was  given  as  3  hours  21  minutes  7  seconds. 
But  for  the  darkness  there  was  no  reason  why  he  should  not 
have  stayed  tip  for  several  hours.  Gray  had  been  up  about 
1  J  hours,  a  very  wonderful  performance. 

During  the  afternoon  Stockcn  attempted  a  flight  on 
“  Phi-Phi,”  but  crashed,  without  inj  uring  himself  fortunately. 

In  the  evening  there  was  a  dinner  at  Seaford,  where  the 
prizes  were  presented. 

The  Daily  Mail  Prize  of  ^1,000  was  wron  by  Maneyrol. 
Royal  Aero  Club’s  £^o  Prize  won  by  Squadron-Leader  Gray 
Lieut. -Col.  Ogilvie’s  Prize  of  £50  won  by  Raynham.  The 
Seaford  Chamber  of  Commerce  £20  for  longest  aggregate 
time  in  the  air  won  by  Olley,  and  longest  straight  flight  by 
Raynham  was  rewarded  by  a  prize  of  £10.  Mrs.  C.  G.  Grey's 
Prize  of  £to  awarded  to  Gordon  England,  and  Col.  Bristow's 
Cup  to  Rex  Stocken. 


Married 

Capt.  Alastair  C.  Bolton,  M.C.,  late  R.S.F.  and  R.F.C  , 
only  son  of  Mr.  and  Mrs.  F.  C.  Bolton,  of  Aberfoyle,  Perth¬ 
shire,  was  married  on  September  11,  at  St,  Andrew's  Church, 
Livingstone,  N.  Rhodesia,  to  Dorothy  E.  Anstey  (Doshie), 
widow  of  Sqdn.  Ldr.  Chisholm  W  Anstey,  S.W.B.  and  R.A.F., 
and  eldest  daughter  of  the  late  Col.  H'  R.  W'estmacott,  the 
Welch  Regt.  and  Mrs.  Westmacott,  of  2,  Millfield,  Folkestone. 

Walter  Holcroft  Cam,  M.B.,  B.Ch.,  late  M.O.  i/c 
XI.  Wing,  R.A.F  ,  was  married  on  October  19  at  Paulerspury, 
to  Roth,  widow  of  Major  Gerald  Jamieson,  Indian  Army, 
daughter  of  the  late  Rev.  Frank  Cobbold. 

To  be  Married 

A  marriage  has  been  arranged,  and  will  take  place  on 
December  1.  between  Clement  Hugh  Gres  well,  only  son  of 
the  late  Leonard  Gres  well,  of  Alveston  Grange,  Gloucester¬ 
shire,  and  Mrs.  Caversham  Simonds,  of  Wellesbourne  Hall, 
Warwickshire,  and  Violet  Constance  Moore,  daughter  of 
the  late  Capt.  G.  H.  Moore,  R.N.,  and  the  late  Mrs.  Moore, 
formerly  of  Camden  Hill,  Cranbrook. 

Killed 

Flight  Lieut.  Robert  Charles  Lyon  Holme,  M.C.,  R.A.F. , 
late  of  the  1st  Somerset  L.I.,  who  died  on  October  4  at 
Kirkuk,  Mesopotamia,  as  the  result  of  an  aeroplane  accident. 


1  n  his  26th  year,  was  the  only  son  of  the  late  Robert  Francis 
I. yon  Holme,  and  grandson  of  the  late  Charles  Trask,  of 
N orton-sub-Hamdon,  Somerset. 

*»_  J 

Death 

Flying  Officer  Basil  Arthur  Foord,  R.A.F.,  MX..  D.F.C., 
who  died  on  October  18  at  the  Central  R.A.F.  Hospital, 
Finchley,  aged  25,  was  the  youngest  and  last  surviving  son 
of  the  late  J.  A.  Foord  of  Fort  Jameson,  Northern  Rhode  ,ia. 

item. 

Lieut. -Col.  Ronald  Waterhouse,  C.B.,  C.M.G.,  by 
permission  of  the  Duke  of  York,  is  relinquishing  his  present 
appointment  as  Private  Secretary'  and  Equerry  to  His  Royal 
Highness,  in  order  that  he  may  take  up  the  position  of 
Principal  Private  Secretary  to  the  Prime  Minister.  Lieut, - 
Col.  Waterhouse  acted  in  a  similar  capacity  when  Mr.  Bonar 
Law  was  Leader  of  the  House  of  Commons. 

Colonel  Waterhouse,  who  was  born  in  1878  and  educated 
at  Marlborough  and  Oxford,  was  in  the  6th  Dragoon  Guards 
and  the  R.A.F.  His  War  service  comprises  Mashonaland, 
1896-7^  the  South  African  War  (six  clasps),  and  the  European 
War  (C.M.G.  and  "  mentioned  ").  He  was  formerly  private 
secretary  to  the  Chief  of  the  Air  Staff  and  to  the  Controller- 
General  of  Civil  Aviation.  Last  year  he  received  the  C.B. 
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LONDON  TERMINAL  AERODROME 


Monday  evening,  October  23. 

The  fust  internal  "  airway'  in  Britain,  between  London  and 
Manchester,  was  inaugurated  today  by  the  Daimler  Airway, 
and,  judging  by  the  bookings  already  made,  it  promises  to  be 
a  success.  The  machine  left.  Manchester  at  10  a.m.  and 
arrived  at  Croydon  1  hour.  56  minutes  later  with  eight 
passengers,  two  of  whom  were  travelling  on  to  Amsterdam  by 
air  The  others  were  business  men  who  had  urgent  business 
in  London,  and  \vere  sampling  the  new  super-express  method 
.{  travel.  One  of  them  was  a  Manchester  member  of  Parlia¬ 
ment,  e-n  route  to  a  political  meeting  at  the  Hotel  Cecil,  and 
;t  would  appear  that  this  air  route  wilt  attract  real  business 
travellers  as  contrasted  with  the  pleasure  traffic  of  the 
London- Paris  line. 

The  machine  from  Amsterdam  left  at  0,50  a.m.  and  arrived 
at  Croydon  at  12.5  p.m.  This  machine  also  carried  eight 
passengers,  which  was  very  encouraging  on  a  first  trip.  The 
bustle  at  Croydon,  with  two  machines  arriving  within  a  few 
minutes  of  one  another,  and  two  more  starting  away  again 
within  three-quarters  of  an  hour  ol  the  two  arrivals,  will 
no  doubt  become  more  orderly  and  smooth-running  as  the 
officials  get  used  to  it.  As  it  was,  the  machines  got  away  in 
reasonably  good  time,  considering  it  wTas  the  first  day’s 
running. 

Important  Arrivals  at  the  Air-Station 

M.  Flandin  and  M.  Laurent  Eynac  arrived  at  the  air- 
station  this  afternoon  in  one  of  the  Grands  Express  Company’s 
■'Goliaths.”  They  are  here  to  attend  the  International 
Commission  on  Air  Navigation,  which  will  discuss  the  problem 
of  the  air  services  into  Germany. 

On  Friday  the  wind  had  dropped,  and  was  replaced  by  a 
thick  mist,  with  accompanying  low  clouds,  and,  in  conse¬ 
quence,  the  air  services  w  ere  held  up  almost  entirely.  The  only 
machine  to  get  through  was  one  of  the  K.L.M.  monoplanes, 
piloted  by  Mr.  Van  Der  Hoop,  who  left  Croydon  early  in  the 
afternoon  and— although  the  rest  of  the  pilots  shook  their 
heads  and  talked  of  suicide — arrived  safely  at  Rotterdam. 
A  Goliath  of  the  Grands  Express  w  as  the  only  other  machine 
to  start,  and  this,  after  flying  from  Paris  to  Lympnc, 
abandoned  the  journey  till  next  day. 

The  Instone  Air  Line  cancelled  their  service  to  Brussels 
and  Cologne  on  Thursday,  ow'ing  to  the  high  wind,  which, 
being  dead  against  them,  would  have  made  the  journey 
exceptionally  long,  and  would  have  been  risky  with  the 
present  limited  fuel  capacity.  I  understand,  in  this  regard, 
that  both  the  Instone  and  Daimler  34's  are  to  have  larger 
petrol-tanks  fitted. 

Bad-Weather  Flying  Across  Europe 

Mr.  Al  an  J.  CobHAM,  who  has  been  engaged  on  an  “  air- 
taxi  ”  flight  across  Europe  to  Constantinople,  arrived  back 
at  the  air-station  on  Sunday  at  11.40  a.m.  He  tells  me 
that  the  weather  throughout  his  flight  has  been  awful.  In 
fact,  it  is  quite  the  worst  flight  he  has  ever  made.  It  was 

H  H 


impossible  to  fly  direct  across  country,  and  be  had  to  follow 
the  windings  of  the  rivers,  often  living  at  a  height  of  only 
go  ft.  above  the  water  Although  the  direct  flight  to  Con¬ 
stantinople,  and  return,  is  about  3  200  miles  Mr.  Cobham 
had  flown  5,000.  miles  by  the  time  he  arrived  at  the  air-station, 
owing  to  tiic  detours  he  was  compel  led  to  make  to  avoid  the 
bad  weather.  His  actual  flying  time  from  Constantinople  to 
London  was  only  25  hours,  and  he  covered  the  2go-  miles 
stretch  from  Cologne  to  Lympnc  in  a  non-stop  flight  of 
two  hours. 

The  second  annual  aerodrome  dinner  and  smoking  concert 
is  to  take  place  on  November  6  at  the  Greyhound  Hotel, 
Croydon  Maj ,-Gen.  Sir  W.  S.  Brancker,  the  Director  of 
Civil  Aviation,  is  to  take  the  chair,  and  according  to  Mr. 
Coleman,  who  has  organised  the  affair,  the  tickets  are  selling 
well,  and  everything  points  to  a  successful  and  pleasant 
evening. 

During  the  week  the  Daimler  34,  G-EBBS — which,  by  the 
way,  has  now  flown  something  like  90,000  miles,  and  is  still 
considered  one  of  the  best  machines  in  commission — was 
flown  to  Manchester  with  Mr.  Llinchlifle  in  the  pilot’s  seat, 
and  Col.  Searle  and  Maj.  Woods-Humpreys  as  passengers. 
1  understand  that  they  took  the  opportunity  of  alighting 
at  the  Coventry  aerodrome,  which  adjoins  the  Daimler  works, 
and  thus  gave  the  Coventry  people  an  opportunity  of 
inspecting  the  latest  Daimler  enterprise.  The  machine 
remained  at  Manchester  to  inaugurate  the  Manchcster- 
London  service  this  morning. 

High  winds  have  interfered  with  the  regularity  of  the 
services  during  the  week.  Some  exceptionally  rapid  trips 
have  been  made  from  Cologne  and  Rotterdam,  but,  on  the 
other  hand,  the  journeys  to  these  places  have,  to  say  the  least, 
been  protracted.  Mr.  Holmes  piloted  one  of  the  Napier- 
engined  34’s  of  the  Instone  Air  Line  from  Cologne  to  London 
in  2  hours  39  minutes,  while  on  a  flight  from  Rotterdam  to 
London  on  a  Daimler  34  Mr.  Hinchliffe  was  only  1  hour 
37  minutes  from  aerodrome  to  aerodrome.  On  the  outward 
journey  to  Rotterdam  the  same  day,  the  machine  had  to 
descend  at  Flushing  for  a  further  supply  of  petrol  at  the  end 
of  3  hours  and  5  minutes'  flying. 

On  the  same  day,  with  a  wind  that  was  blowing  at  over 
50  miles-an-hour  above  the  Channel,  a  woman  invalid,  who 
was  too  ill  to  make  the  boat-and-train  journey,  was  flown 
from  Paris  to  London  by  the  Daimler  machine — which  was 
returning  after  having  taken  newspapers  to  Paris.  She 
expressed  great  satisfaction  with  her  journey,  and,  in  spite 
of  the  gale,  suffered  no  ill-effects. 

The  chairman  and  secretary  of  the  Manchester  Chamber  of 
Commerce  were  at  the  aerodrome  on  Friday,  inspecting  the. 
Daimler  organisation,  in  order  to  report  to  their  members  as 
to  the  arrangements  made  to  provide  Manchester  with  an 
efficient  air-service.  They  spoke  to  the  Manchester  aerodrome 
by  w  ireless,  and  were  much  impressed  by  the  thoroughness  of 
the  Daimler  methods  of  running  an  aeroplane  service. 
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THE  LONDON-CONTINENTAL  SERVICES 

FLIGHTS  BETWEEN  OCTOBER  S  AND  OCTOBER  21,  INCLUSIVE 
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*  Not  including 

“  private 

"  flights. 
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Fastest  time  made  by 


Type  and  (in  brackets) 
Number  of  each  type  flying 


H.P.W.8B G-EAPJ  (2h.  8m.) 

D.H.  34  G-EBBQ  (ih.  44m,) 

D.H.  34  G-EBBT  (4h.  13m.) 

D.H.  34  G-EBBT  (3fa.  29m.) 

D.H.  34  G-EBBS  (ah.  10m.) 
D.H.  3|  G-EBBS  (ih.  56m.) 


B.  (6),  D.H.  9  (0,  D.H.  34  (2), 
G.  (9),  H.P.W.8B  (4).  Sp.  (2). 

B.  (0).  D.H  9  (1).  D.H.  16  (I), 
D.H  34  (2),  G.(n),  H.P.W.8B 
(4).  SP-  (*)• 

D.H.  9  (1),  D.H.  34  (3),  D.H.  37 
<*)• 

D.H.  9  (x).  D.IL  34  (3) 

D.H.  34  (3), F.  (8). 

DH.  34  (3),  F-  (8). 


Incidental  Flying. — Messrs.  Hayns,  Perry  and  Pierccy  have  been  testing  various  machines  (including  Avro,  D.H.  9, 
Martinsyde  and  Sopwith  Snipe)  at  Croydon  for  the  Aircraft  Disposal  Co.,  and  each  flew  a  Martinsyde  over  to  Dublin  on  the  12th. 
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(i  Wi  nTtlie  political  upheaval  now  in  lull  blast,  the  air  will 
have  its  share  of  new  currents.  That  the  new  Government 
will  revive  the  fatal  error  of  combining  the  Secretaryships 
of  War  and  Air  is  unthinkable.  For  office  under  the  new 
rigimc,  with  Lord  Londonderry  ruled  out,  very  live  men  are 
to  be  found  in  Sir  William  Joynson  Hicks  and  Col.  Moore- 
Brabazon,  who  are  well  calculated  to  see  to  the  requirements 
in  their  respective  spheres  of  such  leaders  as  Air  Chief  Marshal 
Sir  II  M  Trenchard  and  General  Sir  Sc.fton  Brancker. 

Sir  William  is  pardonably  an  enthusiastic  air  development 
advocate  He  is  Imperialistic  in  his  views,  and  he  is  right. 
Speaking  only  the  other  day  at  Leeds,  he  asked  during  an 
address  upon  "An  Imperial  Air  Service  "  What,  how¬ 
ever,  of  the  future  ?  ’’  His  view  was  that  it  was  almost 
impossible  by  prophesying  to  keep  ahead  of  realisation. 
The  improvements,  the  developments,  the  inventions  which 
had  taken  place  in  the  last  ten  years,  particularly  even  in 
the  last  five  years,  would  be  exceeded  in  the  next  live.  It 
was  a  certainty  that  within  the  next  ten  years  200  miles 
an  hour  would  be  a  common  speed,  and  that  dying  the 
Atlantic  would  be  not  merely  a  heroic  performance,  but  an 
everyday  operation.  Just  as  the  last  century  was  the 
century  of  railways  and  the  beginning  of  the  present  century^ 
was  the  era  of  motor-cars,  so  the  middle  of  this  century 
would  see  -even  with  the  development  of  our  present  engine 
and  our  present  plane — the  era  of  aviation,  but  beyond  that 
he  saw  no  reason  to  suppose  that  new  types  and  new  inven¬ 
tions  might  not  be  produced  w'hieh  would  completely  put 
in  the  shade  even  the.  marvellous  productions  ol  the  present 
day. 

Last  week  a  paragraph  attributed  the  defrayment  of  the 
Cost  of  the  "  R.38  "  memorial  at  Hull  to  the  generosity  of  the 
\ir  Ministry.  All  a  mistake,  and  only  an  "  imagination  ” 
of  the  correspondent  who  supplied  the.  item.  The  entire 
rust  is  being  met  by  private  subscription,  but,  needless  to 
>ay,  the  scheme  has  the  approval  and  moral  support  of  the 
Ministry. 

Beaten  at  last  I  In  the  following  characteristic  little 
note  Mr  L  M,  Braund,  of  the  Robinhood  Engineering  Works, 


the  makers  of  those  wonderful  "  K.L.G."  sparking  plugs, 
strikes  a  new  note  : — 

"  The  ‘  Daily  Mail  ’  Gliding  Competition . 

"  We  regret  to  inform  you  that  for  the  first  time  in  the 
history  of  aviation,  a  notable  performance  has  been  achieved 
in  the  air  -without  the  use  of  ‘  K.L.G.'  sparking  plugs.” 

Several  years  agone  we  have  detailed  the  wonderful 
possibilities  of  Prague  as  an  important  central  point  for 
aviation.  General  Brancker  has  also  advanced  views  upon 
the  subject  from  the  report  of  his  recent  visit  to  that  city. 
That  Prague  will  form  an  important  link  in  our  Imperial 
air-chain  is  almost  beyond  question.  Outside  France  and 
ourselves,  Czecho-Slovakia  has  probably  the  most  ambitious 
notions  in  regard  to  commercial  aeronautics. 

That  Gibraltar  might  lend  itself  to  adaptation  as  a  great 
centre  of  aviation  has  been  in  the  wind  for  some  time. 
According  to  the  Spanish  review,  Alas,  via  a  correspondent 
of  the  Matin ,  the  idea  is  to  materialise  and  the  “  rock  ” 
transformed  into  a  vast  subterranean  flying  station,  opening 
up  visions  of  the  craft  coming  home  like  huge  pigeons  to 
their  "  nests  "  on  the  ledges.  In  the  centre  of  the  rock,  the 
Alas  writer  states,  will  be  built  a  great  square,  whence  tunnels 
will  lead  in  all  directions.  There  are  to  be  several  floors, 
connected  by  monster  lifts.  To  enable  aeroplanes  to  start 
and  return  a  large  tipping-up  platform  will  be  placed  at  the 
entrance  to  each  tunnel  The  scheme,  the  correspondent 
continues,  will  make  it  possible,  to  shelter  inside  the  rock 
the  most  important  aerial  fleet  in  the  world.  Thus  Gibraltar 
recovers  its  former  strategic  importance. 

Curious  how  dense  some  authorities  are  in  imagination 
when  any  new  era  arises,  thus  putting  back  their  chances  of 
being  in  the  front  of  a  new  movement,  for  the  sake  of  a  little 
speculative  enterprise.  From  Melbourne  it  is  now'  reported 
that  owing  to  the  Government’s  immediate  want  of  aeroplane 
supplies  the  Cabinet  has  decided  that  it  is  unable  to  place 
orders  with  the  recently -formed  Australian  Aeroplane  Manu¬ 
facturing  Co,  The  latter  therefore,  it  is  stated,  contemplates 
closing  down,  private  demands  not  justifying  the  maintenance 
of  the  plant. 


The  Farman  & 
“  Goliath  ”  upon 
which  Bossou-  ‘ 
trot  made  his  ^ 
record  flight,  as 
recorded  last 
week  in  "  Flight.”  ^ 
Note  the  pair  of 
Leitner  -  Watts  ^ 
3-bladed  metal  ^ 
air- screws  which 
helped  the  F rench  ^ 
machine  to  vie-  ^ 
tory.  Moreover, 
these  nine  -  foot 
propellers  are 
entirely  British,  ^ 
being  designed  ^ 
by  Mr,  Watts, 
and  manufac-  -'V; 
tured  for  the 
Metal  Air- Screw  ’ 
Co.,  Ltd.,  at  ^ 
Messrs.  Rubery 
Owen’s  well- 
known  works.  ^ 
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THE  CASE  FOR  METAL  CONSTRUCTION 


By  JOHN  D. 

Although  i  have  been  reqaevtcafl  by  the  Council  of  this 
Society  to  read  a  paper  on  the  metal  construction  of  aero¬ 
planes,  there  are  two  phases  of  the  subject  with  which  1  do 
not  feel  prepared  to  deal.  In  the  first  instance,  any  paper 
dealing  historically  with  this  matter  is  likely  fo  give  rise  to 
controversy  which  is  of  neither  scientific  nor  engineering 
interest,  and  l  propose  to  leave  this  aspect  severely  alone. 
Secondly.  I  do  not  pretend  to  expound  a  process  of  design. 
The  technique  of  this  now  branch  of  the  engineering  art  is 
still  too  fluid  ;  while  so  far  as  experimental  results  arc  con¬ 
cerned,  it  is  probable  that  more  have  been  published  than  have 
been  digested. 

The  aeroplane  engineer,  designer,  constructor  or  user,  not 
unnaturally,  is  inclined  to  pin  his  faith  to  the  system  of 
composite  construction,  which,  brought  to  a  state  of  high 
perfection,  he  has  found  to  serve  him  well  in  the  past.  All 
1  he  history  of  engineering  relates  the  gradual  displacement  of 
timber  by  lighter  and  more  durable  structures  of  steel,  but 
such  a  transition  in  aeroplanes  he  feels  is  difficult,  if  not 
impossible,  to  realise  with  advantage.  Of  the  three  separate 
metal  aeroplane  movements  in  Great  Britain,  Germany  and 
France,  that  in  this  country,  at  least,  received  its  principal 
impulse,  not  from  a  realisation  of  the  great  engineering 
advantages  attending  it,  but  from  the  pressure  of  a  world 
shortage  of  the  limited  supplies  of  that  class  of  timber  most 
suitable  for  light  structural  purposes. 

The  cessation  of  the  demand  for  the  mass  production  of 
aircraft,  coincident  with  the  termination  of  hostilities,  deprived 
the  movement  of  its  principal  motive  power,  but  not  before 
it  had  been  realised  in  some  quarters  that  metal,  and  parti¬ 
cularly  steel,  construction,  could  succeed  on  its  own  merits 
even  in  competition  with  a  normal  timber  supply. 

It  may  be  helpful  first  to  note  some  general  criticisms  of 
metal  construction. 

The  principal  argument  which  has  been  advanced  is  that 
metal  construction  has  not  demonstrated  its  advantages  over 
the  usual  composite  form  of  structure.  This  is  not,  strictly 
speaking,  a  sound  criticism,  being  in  the  nature  of  an 
argivnentwn  ad  ignorautiam ,  and  though  it  is  quite  true  that 
iu  most  cases  the  users  of  this  argument  have  not  had  the 
necessary  experience  of  metal  construction  to  enable  them  to 
appreciate  it.  such  an  argument  cannot  be  considered  as 
conclusive.  It  may  be  inferred  from  various  remarks  that  in 
the  Opinion  of  critics  metal  construction  is  expensive,  perhaps 
heavier  and,  in  temperate  climates  at  least,  not  likely  to  be 
more  durable  than  wood.  It  has  further  been  criticised  by 

4  Paper  read  before  the  Royal  Aeronautical  Society  oa  October  if), 
1922. 


NORTH  (Fellow) 

analogy  on  the  grounds  that  small  motor-boats  are  invariably, 
or  at  least  most  successfully,  constructed  of  timber,  and  in 
some  cases  it  has  been  further  put  forward  that  metal  con 
struction  must  be  associated  with  large  aircraft  just  as  it  is 
associated  with  large  ships,  The  weakness  of  this  argument 
is  immediately  apparent  when  we  consider  that  the  first 
object  of  a  boat  is  to  keep  out.  water,  and  the  adverse  expert 
cnee  of  constructors  of  steel  motor-boats  is  almost  entirely  due 
to  the  fact:  that,  it  is  difficult  to  make  them  watertight, 
These  conditions  are  not  analogous  to  those  obtaining  in 
aircraft,  and  it  hardly  seems  necessary  to  pursue  the  argument 
further.  With  regard  to  the  other  criticisms,  I  hope  to  indi 
cate,  in  these  notes  that,  the  following  advantages  may  be 
obtained  by  the  use  of  metal  construction  : — 

(r)  Retrenchment  of  weight. 

(2)  Improvement  in  the  reliability  of  materials. 

(3)  A  longer  life,  particularly  under  conditions  of  storage 

(q)  A  better  resistance  to  adverse  climatical  conditions. 

(5)  An  improvement  in  bulk  manufacturing  facilities, 

(6)  A  reduction  in  some  risks  and  effects  of  fire. 

It  is,  I  think,  not  always  sufficiently  realised  what,  a  very 
important  effect  comparatively  small  differences  in  the  struc¬ 
ture  weight  of  an  aeroplane  have  upon  its  general  charac¬ 
teristics  ;  particularly  is  this  the  case  when  the  aeroplane  is 
designed  for  a  high  performance  or  a  very  long  range  of 
flight.  There  has  been  some  little  tendency,  and  designers  of 
equipment  seem  to  be  special  offenders  in  this  respect,  to 
imagine  that  a  few  pounds  here  and  a  few  there  are  negligible 
in  regard  to'  the  gross  weight  of  the  aeroplane,  and  that 
special  efforts  to  economise  weight  are  therefore  not  necessary  ■ 
If  it  is  realised  that  the  margin  available  for  military  load 
per  unit  horse  power  is  only  the  remainder  after  deducting  the 
structure,  the  engine,  installation  and  fuel  weights,  it  will  be 
appreciated  that  a  saving  in  weight  in  an  individual  part  is 
reflected  in  an  economy  on  the  gross  weight,  greater  by  the 
ratio  of  the  gross  weight  to  the  military  or  revenue  load 
This  is  illustrated  in  Fig.  I,  which  shows  the  variation  oL 
revenue  load — the  revenue  load,  in  this  instance  includes  pilot, 
instruments,  equipment,  etc.,  so  that  the  influence  of  structure 
weight  on  revenue  load  is  enhanced,  particularly  in  the  case 
of  small  aeroplanes — or  military  load  with  different  per¬ 
centages  of  structure  weight  for  aeroplanes  having  various, 
classes  of  performance.  The  variations  in  performance  have 
been  indicated  by  the  power  loading  in  pounds  per  horse¬ 
power,  since  this  figure  conveys  in  a  simple  manner  the  typical 
performance,  to  the  aeronautical  engineer.  It  will  be  noticed 
that  even  with  a  power  loading  of  15,  which  is  representative 
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of  most  modern  commercjal  aeroplanes,  a  reduction  ol  stroc- 
ture  weight  from  -;  |  per  cent.  In  26  per  rent,  increases  the 
revenue  load  from  54  per  cent,  to  42  per  cent  .  an  increase  ot 
nearly  -  3  per  cent,  iu  the  utility  of  the  aeroplane  in  the 
case  of  the  high  performance  aeroplane,  the  increase  will  be 
seen  to  be  vastly  greater,  and  in  many  cases  makes  possible 
a  type  of  aeroplane  which  will  be  placed  out  ol  court  with  the 
heavier  structure  weigh!,  I  have  evny  reason  to  believe  1  hat 
the  structure  weight  of  aircraft  can  he  reduced  from  an 
average  of  33  per  rent.,  to  an  average  of  25  per.  cent,  to  a; 
per  cent,  by  the  use  of  metal  construction,  an  advantage 
which,  while  extremely  beneficial  for  eommercial  aeroplane  ,  i- 
absolntcly  imperative  in  the  case  of  military  machine*  I  do 
not  suggest  that  the  whole  ot  this  gain  rail  be  obtained  at 
once,  but  theoretical  considerations  and  practical  experience 
both  indicate,  that  there  is  a.  reasonable  probability  of  arriving 
at  such  a  figure  at  no  very  distant  date,  provided  experiment 
on  broad  lines  is  continued  unhampered  by  tins  necessity  of 
obtaining  immediate  results  from  experimental  expenditure 
I. el  us  consider  how  this  retrenchment  of  weight  is  to  h 
accomplished.  It  can  In-  shown  from  first  principles  that  it 
is  possible  to  make  structural  members  of  metal  considerably 
lighter  than  of  timber,  and  Ihis  has  been  borne,  out  by  pfa< 
tical  experience.  There  are  two  physical  properties  of  struc¬ 
tural  mat<  rials  which  ate  of  first  order  of  importance  in  con¬ 
sidering  the  weight  of  the  structure  manufactured  from  them, 
firstly,  the  ratio  of  the  modulus  of  elasticity  to  the  specific 
gravity,  and  secondly,  the  manner  in  which  this  ratio  falls  oft 
with  increase  of  stress  intensity  this  latter  property  b. 
generally  tonsidr  red  by  focussing  the  attention  upon  the  vie.ld 
point  of  the  material  at  which,  in  the  ordinary  normalised 
carbon  steels,  a  critical  change  in  the  value  of  K  occurs.  In 
the  case  of  timber,  which  is  a  vegetable  growth  itself  of 
complex  structure,  it  i-  only  possible  to  discuss  the  change  of 
el  as  I  city  with  stress  in  reference  to  a  similar  orith  a)  case,  and 
indeed  since  the  cause  ot  failure  in  light  compression  members 
of  wood  and  metal  is  somewhat  dissimilar,  the  difficulty  of  an 
exact  comparison  is  enhanced.  The  following  tabh  mrn- 
iiinrb's  the  elastic  moduli  of  a  mimbei  of  materials,  either 
must  commonly  used  in  arrcrnlf  construct  ion  or  b\  reason  of 
their  properties  moat  suitable.  In  the  last  column  of  the 
table  ihese  values  have  been  made  Specific  by  dividing  them 
by  the  peri  fir  gravity  of  the  material,  and  from  this  it  will 
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II  we  were  to  imagin’  that  the  structure  0)  an  aeroplane 
were  composed  entirely  of  11  Knlcr  '  druts,  in  which  the 
modulus  of  elasticity  would  be  the  ■:  ml  \  propel  tv  ot  the  material 
of  importance,  it  would  be  apparent  thru  that  form  nl  con¬ 
struction,  which  would  give  us  members  with  tin-  greatest 
radii  of  gyration,  would  give  us  the  lightest  structure.  The 
second  table  furnishes  the  critical  stress  which  will  be  obtained 
in  the  outer  compression  fibres  of  a  strut  or  a  beam,  at  failure, 
tins  stress  is  again  made  .specific  bv  dividing  by  the  specific 
gravity  of  tin*  material,  and  in  this  case  it  i-.  found  flub  there 
arc  marked  differences  between  the  various  types  of  material 
showing  an  advantage  for  certain  of  the  light  alloys  oyer 
timber,  amJ  of  certain  classes  of  steels  over  both.  If  an 
aeroplane  were  const  rue  led  entirely  of  short  strut-  failing  in 
pure  compression  arid  of  lies  tailing  in  pure  tension,  it  i-. 
obvious  that,  supposing  the  other  physical  properties  ol  tin 
material  to  be  suitable,  the  greatest  advantage  Could  lie 
obtained  by  using  the  material  having  the  highest  critical 
stress,  so  tar  as  compression  failures  were  concerned,  and  the 
highest  ultimate  stress  so  far  as  Ihe  tension  members  wei  c* 
concern'd.  These  maxima  arc  usually  to  be  found  in  the 
same  malarial  In  making  Hu  e  statements,  it  is  postulated 
that  the  design  of  the  member  is  such  as  to  enable  the  critical 
stress  to  be  realised-  I"  other  words,  for  the  purpose  of  our 
argument,  tbi  ■Tress  is  the  critical  stress  by  definition,  and 
the  circumstances  under  which  it  can  be  realised  will  be 
discussed  later  \V>  can  now  consider  the  properties  of  the 
materials  hi  a  more  general  way. 

hip.  2  shows  the  ratio  ot  the  inrensitv  of  load  to  the  free- 
length  radius  of  gyration  ol  struts  nianuiactured  frotn 
material-  of  different  critical  tress  This  figure  will  be 
ta miliar  to  mo- 1  as  representative  of  the  characteristic  curves 
Of  Mr.  Southwell  and  Frol.  Kobertson.  Tile  first  inspection 
of  this  figure  will  show  that  in  order  1o  realist  the  advantage 
of  material--  having  a  high  critical  stress,  it  is  necessary  that 
the  ratio  of  Ijfr  should  lie  kept  an  low  as  possible. 

It  is  alibis  point  that  the  principal  structural  characteristic* 
of  the  aeroplane  exercise-:  an  important  influence  The  aero¬ 
plane  is  a  very  large  struct  lire  for  it-,  weight,  which  means  that 
tint.-,  with  a  low  / '/;  must  have  very  thill  walls  where  they 
arc  made  of  dense  material,  such  as  steel,  or.  in  a  lesser  degree, 
aluminium  and  its  alloys. 

It  is  a  well  known  experimental  fact  that,  where  Lite  thickness 
ol  the  wall  is  small  compart  ti  with  the  radius  ol  curvature  and 
tie  length  of  the  arc,  the  intensity  of  load  indicated  in  Fig  is 
not  realised  owing  to  the  crinkling  or  buckling  of  the  shell  at 
a  s treat  le-iS  than  that  which  has  befcu  assumed  as  the  critical 
stress.  The  lightest  strut,  therefore,  will  be  that  one  m  which 
the  compromise  between  low  l'k  and  high  critical  stress  is 
besl  effected  (To  be  candudaL) 


THE  ROYAL 


AIR.  FORCE 


London  (uisel/r,  Otjubtr  17.  oiu 
fit^i c‘ nil  fibt-ie*  ll-ntmk 

Might  Lieut  II  It.  Janie-  is  ■r.mnsl  a  perrn.ment  1 « .in 01  ,  otninjhx 

lire  1  nl  ailisCiiiti  v  i.riK  amt  *riiy.  ;  Sf^t.  tb,  viiy  [lituithr  S»*| *1  it>,  oiln, 
appointing  liiiti  in  -tiiiii  -sTvirr  cniiirnii  .  is  eanecliod) 

Medical  Hianth 

The  fall;’  arc  m  anted  stimt  service  ruiuuitis.  ns  I  light  LlciUs.,  with  •  li<-  1 


(rum.  and  with  s«ny.  of,  tin-  (Tail’s  judiruted  l  I*.  Ii.hii-on  ,  Sept  .in. 
K  1 .  J.  McOilkuth  ;  Oi  t. 

C  h-u-pluriis'  Utmu  Ii 

I  In*  Rev.  J.  (3.  Stephens  is  granted  -hurt  w  if  ■  < 0 1  11 1 1 1  ,  v. i  1 1 1  r •- 1 . 1 1  i  •  • 
1 1)11  k  cd  Squadron  Leader  ;  Sept,  u, 

MOtlOnlmlliv/ 

Lieut  S.  V.  Towers  rdinqm she*  temp,  onnitni.  mi  o  a-qip  to  la  cnqld,, 
and  I?  permitted  to  retain  i  auk  ;  0(1.  S. 


ROYAL  AIR  FORCE  INTELLIGENCE 


Appointments. — The  following  appointments  in  the  Royal  Air  Force  .  re 
nutilicd  ■  — 

to  Pur  Uluru  :  Sir  j.  M.  Sal  moml.  K.C.B..  C.M.D..  C.V.O..  D.S.O  , 
Irma  llearlipi.il  ins,  Inlaml  Arcs,  to  command  Koval  An  l-'orce,  Iron  >.m  ar 
H'oig  Cmntnander :  I).  L.  Allen,  A  ]  from  R.A.F  Depot  (  Inland  Area), 
to  command  Headquaftcis,  CpmtautmopU-  Wing.  2«. 

Squadron  Leaders  :  tl.  J.  Down  from  Headquarters,  Coastal  Area,  to 
Headquarter-,  Constantinople  Wing  (Supt  iiiumt  rut  v  )  y  i  o. 2  :  J.  Kv  lands, 
from  Xu  i  Stores.  Depot,  to  Headquarters,  Constantinople  Wing  '..10.22. 
A  J.  O.  Wigmore,  M.R..  from  No.  14  Squadron  (Middle  l  ust)  to  J’alesime) 
Wing  Headquai  lets  (Middle  East)  ti.x.v  <.  Hluthpnuck,  from  Sr  hoof 
•<>t  Photography  (Inland  Area),  to  No.  t  School  of  Tcchnieal  Training  (Bovs) 

( J 1  a!  t *  hi ) ,  (S  u’perm  n  tie  t  a  r  v , )  1  fi.  10. 2  1 . 

I'ltZhl  Lieutenants:  1*.  J.  Cooke  from  Headquarter*,  R.A.T.,  Iraq, 
to  R.A.F.  Depot  (lttfuiid  Area)  (Supernumerary).  ao.tt.2i.  J.  < 
Smyth,  from  Aircraft  Depot  I  India)  to  R.A.l  Depot  (Inland  Area) 
(Supernumerary).  ri.6.;a.  ti.  H.  H.  Maxwell.  M.H..  troui  R.A.l  Do 001 
(Inland  Area)  to  Headquarters,  R.A.I:.  (Middle  l  ast)  (Supernumerary: . 
Hr.  *1.22.  A.  F.  Jenkins,  from  No.  1  Flying  Training  School  (luland  tie  r)  to 
R.A.l*,  Depot  (Inland  Area),  ,m.q , ?  :*’.  j.  R.  ilrolius,  M.B  ,  from  No.  ( 
Squadron  (Inland  Area)  to  R.A.F.  Depot  (Inland  Area),  2 1.0,42.  I 
MeClurkln,  M.B.,  from  Research  t.alioratoTy  and  Medical  Officers’  School  nf 
i riatruction  (Coastal  Area)  In  R.A.F.  Depot  (inland  Area),  45.0.22.  cd  S. 
Ware.  M.B.,  from  Research  I  -dxiiatoty  aud  Medical  Officers'  School  of 
Instruction  (Coastal  Area)  to  R.A.l  .  Depot  (Inland  Area),  jj.u.aj.  L.  U. 
Mason.  The  notiticatiuu  which  appeared  in  R.A.l*  Intelligence,  No.  77, 


dated  5.0  wherein  this  Officer  was  posted  from  No.  sqmi'ltmi  to 
Svhobl  of  ITiOlograptiv.  wrth  t-lfect  from  1-  hereby  1  lunelleil. 

i.  S.  T.  Fall.  D.S.C  -\.F.(  ,  from  Marine  and  Anuuiuent  I  .\pej  lineutal 
Establishment  (Coastal  Area),  to  No.  yi  Squadron  ilnlmid  Area),  t.n.as. 

j,  Mi-taowun  I) ten.  M  l"  ,  from  No.  j  Squadron  (Inland  Atc  d  to  R.A.l  .  Depot. 
(Supoi nurncrary.)  26,(1. a;  ;  and  from  R.A.F.  Denol  (inland  ArcaJUe  No. 

I* Ivins  Trainin';*  School  (Inland  ArcaJ.  ibro,  F-  for  duly  .1*  . . 

I,  Duiiimis,  tiorji  R,A.)*'  Depot  (Inland  Area)  to  tteadqu.11  tecs  (Coastal  \r<  a). 
t0.io.47.  C.  F.  liurbei ,  trom  R.A.l*  Depot  1  Inland  Area)  to  Aruiauieut 
and  Hunuefv  School  (Inland  Area).  t6  10.22.  A.  Durslon,  A.F.C  ,  from 
Headquarter*.  R.A.F.  (Meditetuuieuil).  to  H  M.S.  “  Arcuw  "  (Coastal  Area). 
(Supcmuiaerai  V.)  ■cyq.a?  1  A  Sadler,  fivun  No.  207  Squadron  (Medilen.i- 
tieuiii  to  H.M.S.  •'  Srgn-. "  (Coastal  Area).  (SupertUlluerai  V.)  *-*  J-  D 

Hagon,  from  School  ot  Photngrupliy  (Inland  Area)  to  R.A.F.  Dare  (Leuchars) 
(Coastal  Veal.  1n.to.22.  \V.  K.  V  urti-.  from  Xo.  207  Squadron  (Mediter¬ 
ranean),  to  II. M.S.  ’'Argus”  (Coastal  Arua).  (Sniiernumerarv .)  aj.0.«7. 

|.  K.  Ritchie  La ndellf .  M  B.,  from  No,  2  Squmfron  :No.  12  W'mir  Ireland)  to 
HcadqUarteT*;  (Xo,  t2  Wing  liduudl.  a. to. 22.  I'  MeCInrkin.  M.B..  liom 
No.  2  Squadron  1  Inland  Area)  to  Research  La  heir  a  tor *y  and  Medical  Officers' 
Seliool  ol  I  nst  rur  lion  (Con;  Utl  Are.a).  Jt.10.22.  )’.  Hihlaumn,  M.C..  irritn 

Bovs'  Wing  iiiauwell)  to  R.A  F.  Cadet  College  IF  I  vim*  Wing)  (Crnnwcll) 

•  1.10.22.  \.  W.  \fylnc,  from  R.A.F.  Cadet  College  (Ftyiii;:  M  ing)  (Crnnwt-ll) 

to  R.A  F.  (  ariet  College  iGioiiqd  Wmi:)  (C  tauwell) .  u.to  22.  1C.  11.  Wain*. 

.M.B.F.,  from  Headquarters,  Inlaml  Area,  to  Air  Ministry  :L>iicr»or  of  Per 
-.oimeP.  q.’O  ’  V  A.  \\  SyuiiiiFtotl,  ALC.,  from  R.A.F.  liepol  Inland  Deal 
to  1 1  atf -l'a v  List .  1.10.22. 
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October  20,  1922 


ROYAL  AERONAUTICAL  SOCIETY  NOTICES 

Mentions. —  The  following  new  members 
■were  elected  at  a  Council  Meeting  held  on 
October  17th  :  - 
Associate  Fellow  :  H,  F,  Parker. 

Students  :  YV.  H.  Broom,  P  B.  Humphrey, 
C,  J.  Sanders  and  F.  H.  Siggers. 

Associate  Member  :  M.  F.  Wren. 

Scottish  Branch— Associate  Member  ;  C. 
Veitch. 

(  .  Examination. — The  Council  announce  the 

following  list  of  successful  candidates  in  the  Associate  Fellow- 
slop  Examination  held  on  September  26  : — 

S  O  °Smi  {Jf*Structllres’  ctc'  :  K*  W.  Berger,  C.  E,  Page, 

1  heory  ol  Structures,  etc.,  and  Aerodynamics  :  S.  H.  Evans, 
T.  A.  Kirk  up,  H.  J.  Mackintosh. 

Heat  Engines  and  Meteorology  and  Navigation  :  S  E. 
lay  lor.  • 

these  candidates  already  possessed  qualifications  which 
exempted  them  from  the.  necessity  for  taking  the  paper  in 
Aerodynamics.  ^ 

Lectures  — Owing  to  the  continuance  of  rebuilding  opera- 
,‘°“f  ‘lt  tiie  Royal  Society  of  Arts,  members  are  asked  to  note 
l  it  Maj.  A.  R.  Low’s  lecture,  "  A  Review  of  Airscrew  and 
Helicopter  1  heory,  with  Aeroplane  Analogies/'  will  take 
place  at  5.30  p.m.,  in  the  tlieatre  of  the  Royal  United  Service 
Institution,  Whitehall,  on  November  2. 

YV.  LOCKWOOD  MARSH,  Secretary 

&  ss  m 

SOCIETY  OF  MODEL  AERONAUTICAL  ENGINEERS 
(London  Aero- Models  Association) 

Ar  the  meeting  held  at  Headquarters  last  Friday,  reports 
u!  trie  Official  (Observers  were  read 

Mi.  BurcheJl  reported  that  a  good  muster  of  members 
congregated  at  Parliament  Hill,  nearly  all  the  members 
)  mg  models.  A  discussion  followed  this  report  on  a 
formula  worked  out  by  Mr.  Whelpton  and  Mr.  Burchell 
01  gu\  (  iiung-  competitions,  and  was  very  much  appreciated . 

lumbers  who  went  to  Itford  on  Saturday  last  had  a 
most  enjoyable  day,  witnessing  many  excellent  glides.  All 
vs'  enthusiastic  over  the  arrangements  made  for  them  by 
Hr.  1  luu-ston,  who  obtained  special  permits  from  the  Royal 
Aero  (Tub  for  all  the  members  to  view  the  gliders.  The 
party  did  not  arrive  back  in  London  till  10.15  p.m.  This 
did  not  prevent,  many  of  them  from  attending  the  special 
lying  Display  at  Bunker’s  Hill  next  morning. 

Meetings  are  held  at  Headquarters  every  Friday  at  7.30 

Headquarters,  20,  Great  Windmill  Street,  Piccadilly 
Circus,  W.  1.  - 

A  E.  Jones,  Hon.  Secretary,  48,  Narcissus  Road,  West 
Hampstead,  N.YV.  6. 


8f  m  n  m 

London-Brussels-Cologne  Air  Mail  Service 

In  regard  to  the  air  mail  service  from  London  to  Brussels 
which  was  reopened  on  Monday  last  and  extended  to  Cologne! 
1  !e;.wenenU  * ,ost  Office  states  that  the  special  air  fee  (in 
addition  to  the  appropriate  ordinary  postage)  will  be  2 A. 
per  oz.  for  either  destination.  The  air  mail  will  be  closed 
at  the  counter  of  the  General  Post  Office,  London,  atg.o  a.m. 
c.u  li  weekday,  and  will  be  due  to  reach  the  Brussels  and 
-olugae  aerodromes  on  the  day  of  dispatch  at  r.  so  p.m. 
and  3.30  p.m.  respectively. 

The  places  which  will  be  served  by  the  air  mail  and  the 
times  at  which  delivery  should  be  obtained  are  shown  below  ; 
time  of  delivery  is  reckoned  from  the  time  of  air  departure 

Time  of  delivery. 

.  Same  afternoon. 

Same  evening, 

Same  afternoon  or  even- 


Destination. 

Brussels 

Antwerp  and  most  of  Belgium 

Cologne 


Central  Germany  (Berlin) 
South  Germany  (Munich) 


:: 


l 


mg. 

fNcxt  morning  (througf 
connection  with  nigh 
mail  trains  frorr 
v.  Cologne) . 

I  lie  service  should  be  especially  useful  for  night  mai 
postings  in  the  provinces  (the  South-East  of  Englanc 
excepted)  and  lor  late  night  postings  in  London. 

The  latest  time  of  posting  for  the  air  mail  can  be  ascertained 
from  any  Head  Post  Office.  A  leaflet  giving  particular- 
ot  the  service  and  of  other  air  mail  services  will  be  forward e< 
on  application  to  the  Secretary,  Air  Mails,  General  Posl 
Olhce,  London,  E.C.  1. 


28th  Squadron  Annual. 

1  r  .  FHB  Ann»M  Reunion  Dinner  was  held  at  Auderton’s 
Hotel  on  October  7.  Twenty-eight  diners — an  appropriate 
imm  >er— assembled,  and  the  function  was  enthusiastically 
successful.  Messages  were  read  from  some  half-dozen  of  the 
uc  residents,  and  a  long  list  of  letters  from  members  in 
various  parts  of  the  country  was  the  justification  for  a  sincere 
toast  to  those  absent  friends  who  had  been  unable  to  attend 
because  of  distance  or  other  reason.  Lieut.  S.  Yates,  retiring 
President  of  the  28th  Squadron  Old  Boys’  Association,  was 
m  the  chair,  supported  by  four  of  the  Vice-Presidents  in 
the  persons  of  Lieuts.  Cooper,  Sinclair-Hill,  Mackereth  and 
Shanks.  Of  the  Committee  Messrs.  Collins,  Goodwin. 
1  lurchison.  Preston  and  YVilliams  were  much  in  evidence 
v  1  SeGretaTT  (Mr.  C.  Hodges,  102,  Camden  Street! 

•  ,  H  spent  a  very  strenuous  evening;  so  that  there  was 
no  doubt  as  to  their  re-election  for  the  ensuing  year.  Messrs. 
Corner  and  Matthews  were  added  to  the  Committee. 

hollowing  the  Loyal  Toast,  Mr.  Murchison — our  own 
Hi ,  lurchison  s  cousin,  who  worked  admirably  as  accom¬ 
panist  to  the  musical  items— proposed  "  The  Squadron,” 
the  response  being  given  by  Lieut.  Mackereth  and  Mr  Preston. 

The  Visitors  were  toasted  by  Lieut.  Cooper,  and  Mr. 
Heskcth  replied.  Lieut.  Sinclair-Hill  moved  the  toast  to 
Absent  Friends."  Lieut.  Shanks  proposed  "  The  Committee 
ami  the  Association,  and  the  Chairman  replied. 

I  he  necessary  annual  business  was  transacted  expeditiously. 
Lieut.  S.  Yates,  who  had  occupied  the  Presidential  Chair 
since  the  inception  of  the  Old  Boys'  Association,  desired  to 
be.  relieved  of  office  by  reason  of  growing  commitments  in  other 
directions  ;  and  after  his  endeavour  had  been  acknowledged 
m  strenuous  manner,  Lieut.  D.  Shanks  was  elected  unani¬ 
mously  and  with  enthusiasm  as  the  new  President. 

During  the  course  of  the  evening  a  spontaneous  proposal 
was  put  forward  with  a  view  to  arranging  a  wedding  gift 
to  the  Secretary,  who  had  recently  rushed  into  matrimony. 
It  is  understood  that  a  substantial  sum  was  collected  at  once, 
and  the  remaining  members  will  be  circularised  in  due  course! 

By  8. 30  p.m.  the  company  had  settled  down  to  the  after- 
dmnei  songs  and  general  social  items.  Talent  was  plentiful, 
those  helping  including  the  retiring  and  the  new  Presidents. 
Messrs.  Corner,  Erty.  Sinclair-Hill,  Murchison,  Partridge. 

1  res  ton,  Spong  and  Monty  YVhite,  the  proceedings  being 
brought  to  a  close  with  every  intention  of  renewals  of 
acquaintanceship  at  the  next  half-annual  and  annual  functions. 

If  you  require  anything  pertaining  to  aviation,  study 
“Flights”  Buyers’  Guide  and  Trade  Directory, 
which  appears  in  our  advertisement  pages  each 
week  (see  pages  iii  and  xvi). 

NOTICE  TO  ADVERTISERS 
AL1  Advertisement  Copy  and  Blocks  must  be 
delivered  at  the  Offices  of  “Flight,”  36,  Great 
Queen  Street,  Kingsway,  W.C.  2,  not  later  than 
12  o’clock  on  Saturday  in  each  week  for  the  following 
week’s  issue. 


FLIGHT 

The  Aircraft  Engineer  and  Airships 
36,  GREAT  QUEEN  STREET,  KINGSWAY,  W.C.  2. 

Telegraphic  address  ;  Truditur,  Westccnt,  London. 

Telephone ;  Gerrard  1828. 

SUBSCRIPTION  RATES 

“  Flight  ”  will  be  forwarded,  post  free,  at  the  following  rates  1— 
United  Kingdom  Abroad* 

£•  dm  j  d 

3  Months,  Post  Free...  773  Months,  Post  Free...  8  3 
®  ’’  ••  26,,  „  ...16  6 

'*  "  '“3°  4  12  „  „  ...33  o 

These  rates  are  subject  to  any  alteration  found  necessary 
under  abnormal  conditions  and  to  increases  in  postage  rates. 

•  European  subscriptions  must  be  remitted  in  British  currency 
Cheques  and  Post  Office  Orders  should  be  made  payable  to  Hie 
Proprietors  of  "  Flight,"  36.  Great  Queen  Street,  Kingsway, 
W.L'.  2,  and  crossed  London  County  and  Westminster  Bank, 
otherwise  no  responsibility  will  be  accepted. 

Should  any  difficulty  be  experienced  in  procuring  "  Flight  " 
from  local  newsvendors,  intending  readers  can  obtain  each  issue 
direct  from  the  Publishing  Office,  by  forwarding  remittance  as 
above. 
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FLIGHT  BUYERS’ 


GUIDE  AND  TRADE  DIRECTORY— conWnuerf. 

(C*)U:nueri  front  j».  xvi.) 


INSTRUMENTS  (Speed).  Watches,  4c,- 

Brown  Btos.,  Ltd.,  Great  I  astern  Street,  London, 
E.C.  2. 

Goldsmiths  A  Silversmi  hs  Co.,  1 1?,  Regent  Street, 
W.  t.  Gerard  9091  (3  lines). 

Smith,  S.,  &  Sons  (M.A  ),  Ltd  ,  Cricklewood 
Works,  N.W.  1.  W  illesden  3335  (7  lines). 

insulating  MATERIALS  - 

MacLennan,  John,  &  Co,,  its,  Newgate  St. ,K  C-.j. 

City  3115;  '*  Vanduara,”  Cent,  I,on  .'on. 

LUBRICATING  OILS 

Wakefield,  C.  C.,  &  Co.,  Ltd.,  Cheapside,  E.C.  a. 
Central  1156  (3  lines);  “  Cherry," Cent,  London. 

MACHINING 

Monk  Engineering  Co.,  Ltd.,  Coventry. 

Coventry  807  ;  "  Assistance,"  Coventry. 

MAGNETOS 

British TboiTtson-Heuslon  Co.,  Ltd.,  Lower  Ford 
Street,  Coventry. 

Telephone  278  ;  Astetiiidal,"  Coventry. 

METALS  (Anti-Friction) 

Hoyt  Metal  Co.,  Ltd.,  Deodar  Road,  Putney, 
S.W.  rj.  Putney  tiSj. 

METAL  PARTS  ANET  FITTINGS 


PARACHUTES- 

E.  K.  Calthrop’s  Aerial  Patents,  Ltd.,  423a, 
Edgware  Road,  London,  W.  2.  Paddington  6332. 

Spencer.  C.  G-,  &  Sous,  Ltd.,  59a,  Highbury 
Grove,  N.  5.  Dateion  r8o3-  , 

PETROL- 

Anglo-American  Oil  Co.,  Ltd.  (Pratt’s),  Queen 
Anne’s  Gate,  S.W.  t. 

British  Petroleum  Co.,  Ltd,,  22,  Fenchnruh  Stren, 
EC.  3. 

w.  I 

, 

PETROL  GAUGE  - 

W.  Ryan  Hart,  McCreath  Taylor  &  Co.,  34, 
Victoria  Street,  S.W.  j, 

PROPELLERS— 

Blackburn  Aeroplane  and  Motor  Co.,  Ltd., 
Olympia,  Leeds.  Roundhay  601  (5  lines); 

“  Propellers,"  Leeds. 

Falcon  Airscrew  Co.,  113,  Cottenham  Road, 
Holloway,  N,  19.  Houtsey  91  o  &  2472. 

Lang  Propeller,  Ltd.,  Weybridge,  Surrey. 
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EDITORIAL-  COMMENT. 

HEN  the  announcement  was  first  made 
that  Gen.  Sir  Sefton  Brancker  had  been 
appointed  to  the  post  of  Director  of 
Civil  Aviation,  we  expressed  satisfac¬ 
tion  with  the  choice,  knowing  that  in 
Gen.  Brancker  we  should  have  a  D.C.A. 
who  was  not  afraid  to  express  his  views 
in  forcible  terms,  who  had  kept  in  the 
very  closest  touch  with  commercial  aviation,  and  who 
had  eminently  sound  views  on  aviation  matters — 
neither  suffering  from  an  undue  optimism 
General  nor,  on  the  other  hand,  going  so  far  as 
Brancker  ia^e  Under-Secretary  of  State 

Transport  ^or  as  to  believe,  and  frankly  state- 
in  public,  that  he  could  see  no  future 
for  aviation  in  Britain.  During  his  few  months'  term 
of  office  Gen.  Brancker  has  already  shown  himself — 
as  we  expected — ready  to  put  into  practice  the 
suggestions  which  he  has  so  long  advocated  for 
progress  in  the  air.  At  every  point  concerning 
aviation  he  is  on  the  alert,  and  no  function  of  any 
importance  takes  place  without  the  presence  of  the 
D.C.A.  So  much  is  this  the  case  that  no  surprise 
is  evinced  if  Gen.  Brancker  attends  a  meeting  in 
London  today,  presides  at  an  aviation  function  in 
Prague  tomorrow,  and  suddenly  bobs  up  in  Paris 
within  48  hours.  Certainly  nobody  could  accuse  him 
of  taking  things  easily,  and  it  is  to  be  noted  that 
he  has  now  given  in  writing  to  the  Press  some  very 
sound  conclusions,  whatever  the  Government  views 
in  the  matter  are.  Perhaps  without  any  Government 
actually  in  being,  regulations  also  are  in  the  air.  At 
any  rate,  there  can  be  no  doubt  that  whatever  may 
be  the  attitude  of  "  those  in  high  places,”  Gen. 
Brancker  is  doing  good  work.  His  article  in  tile 
Financial  Times  of  October  28  deals  with  Great 
Britain's  need  of  air  transport,  and  in  it  the  D.C.A. 
puts  the  case  for  aviation  very  succinctly.  The 
article  does  not,  perhaps,  contain  anything  very 
novel,  nor  anything  very  original,  but  it  is  calculated 
to  explain  to  the  man  who  has  not  made  a  special 
study  of  aviation  the  precise  reasons  why  Britain 
must  have  air  services,  why  these  cannot  pay  at  the 
moment,  why  there  is  reason  to  hope  that  they  will 
pay  within  a  very  few  years,  and  why,  even  if  there 
were  no  hope  of  them  ever  paying  their  way,  Imperial 
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needs  would  still  necessitate  our  carrying  on  with  them. 
As  it  is  the  man-in-the-strect  upon  whom,  ultimately, 
the  fate  of  aviation  must  depend,  such  articles,  from 
one  in  authority,  cannot  fail  to  do  a  great'  deal  of 
good,  and  we  therefore  welcome  them  whether  or 
not  there  is  precedent  for  their  publication. 

O  <6* 

Those  who  have  expressed  the  view  that 
internal  air  services  in  Great  Britain 
Service  could  not  be  a  success  wall  be  given 
food  for  thought  by  the  report,  under 
our  London  Terminal  Aerodrome  Notes  this  week 
that  up  to  the  present  the  new  service  to  Manchester 
has  met  with  outstanding  success,  the  bookings  in 
several  instances  exceeding  the  available  seats.  Nor 
is  there  any  reason  to  believe  that,  when  the  novelty 
wears  off,  the  use  of  the  air  service  wall  fall  off.  It  is 
not  as  if  the  service  ended  at  Croydon.  If  that  were 
the  case  we  quite  agree  that  there  might  be  scant 
prospects  of  lasting  success  for  internal  air  services. 
But  when  it  is  remembered  that  at  Croydon  the 
internal  service  links  up  direct  with  a  network  whose 
branches  run  to  many  countries,  and  a  network, 
moreover,  which  is  bound  to  spread  rapidly  until  it 
covers  the  entire  globe,  then  services  in  Britain 
assume  quite  a  different  aspect. 

♦ 

„  .  .  ,  The  announcement  that  the  three  eom- 
“Airways”  Panu‘s  now  operating  air  services  from 
Croydon  intend  to  amalgamate  to  the 
extent  of  running  their  advertising  and  booking 
business  in  common  will  be  received  with  satisfaction. 
As  the  three  firms  are  no  longer  in  competition  with 
each  other,  there  would  appear  to  be  no  reason  for  a 
■continued  separate  organisation,  and  very  considerable 
reductions  in  certain  expenditure  should  lie  possible 
with  the  new  arrangement,  thus  bringing  nearer  the 
day  when  these  air  services  can  pay  their  way  without 
other  Government  assistance  than  wireless  and 
meteorological  services.  Certain  overhead  charges  are 
very  much  the  same  w'hether  one  runs  a  service  of 
one  machine  per  day  or  ten  machines  per  day,  and 
anything  which  tends  to  reduce  such  charges  should 
be  welcomed  Some  might  object  that  the  new' 
arrangement  is  tending  towards  such  undesirable 
words  as  “trust"’  and  “monopoly,”  but  w'hile  the 
Government  virtually  is  conferring  a  monopoly  on 
the  firms  selected  to  run  these  services  and  is  paying 
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them  subsidies,  this  objection  hardly  holds  good. 
Later  on,  when  subsidies  are  a  thing  of  the  past,  the 
position  may  need  revising. 

♦  ♦  ♦ 

Major  Turner’s  mention  in  the  Daily 
Telegraph  of  October  31  of  a  new  prize 
of  £1,000  for  the  greatest  distance 
covered  in  a  glider  during  next  year, 
brings  up  the  subject  of  new  rules.  When  the  rules 
for  the  Daily  Mail  competition  w'ere  drafted  there 
were  many  who  firmly  believed,  and  said  so,  that 
the  minimum  duration  of  30  minutes  would  not  be 
attained.  Yet  this  minimum  was  actually  exceeded 
on  the  very  first  day  of  the  competition.  It  is 
obvious  that  little  is  to  be  gained  by  offering  prizes 
for  still  longer  durations.  Theoretically,  if  a  man 
can  remain  up  for  three  hours  there  is  no  reason 
why  he  cannot  remain  up  for  30  hours  if  the  wand 
holds  and  he  is  physically  capable  of  standing  the 
strain. 

The  Royal  Aero  Club  will,  therefore,  he  faced  with 
the  problem  of  devising  new  rules  for  any  new 
competitions  w'hich  may  take  place  in  the  future 
In  view  of  our  present  comparative  ignorance  of  the 
subject,  the  task  will  by  no  means  be  an  easy  one, 
and  the  framing  of  rules  may  have  the  most  far- 
reaching  effects  on  the  future  development  of  the 
sport.  It  is,  therefore,  imperative  that  no  hasty 
steps  should  be  taken,  and  ample  time  should  be 
devoted  to  the  framing  of  new  rules.  The  distance 
competition  suggested,  with  a  minimum  of  some 
50  miles,  may  sound  somewhat  severe,  So,  for  that 
matter,  did  the  minimum  of  30  minutes’  duration, 
considering  that  not  one  of  our  pilots  had  had  any 
experience  before  the  opening  of  the  competition. 
If  it  could  be  arranged  to  retain  the  rights  to  fly 
from  and  over  the  ridge  from  Itford  Hill  to  Fitle 
Beacon  permanently,  it  seems  probable  that  the  best 
plan  might  be  to  delay  the  framing  of  any  rules  until 
pilots  have  had  an  opportunity  of  doing  a  certain 
amount  of  experimental  work.  If  rules  are  drafted 
without  the  knowledge  that  would  be  thus  accumu¬ 
lated,  there  appears  to  be  a  danger  that  such  rules 
might,  on  the  one  hand,  be  so  severe  as  to  preclude 
success,  or,  on  the  other  hand,  be  so  easy  of  attain 
rnent  that  full  benefit  of  the  prizes — as  regards  real 
progress  in  the  design,  construction,  and  use  of 
gliders — would  not  be  attained,  and  the  money  thus 
largely  wasted. 
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A  New 
Glider 
Prize 


Air  Ministers  of  the  New  Government 

Just  as  we  go  to  press  the  announcement  is  made  that 
His  Majesty  the  King  has  been  pleased  to  approve  the 
appointment  of  Sir  Samuel  Hoare,  Bt.,  C.M.G.,  to  the  post 
of  Secretary  of  State  for  Air,  and  of  His  Grace  the  Duke  of 
Sutherland  to  the  post  of  Under -Secretary  of  State  for 
Air, 

The  appointment  of  Sir  Samuel  Hoare  comes  somewhat 
as  a  surprise,  as  nothing  in  liis  Parliamentary  career  has 
hitherto  associated  him  with  aviation.  Sir  Samuel  as  a 
banker  and  recognised  authority  on  financial  matters  is 
para  mount,  but  whether  that  is  an  advantage  or  the  reverse 
ip  an  Air  Minister  yet  remains  to  be  seen.  Possibly  it  may 
be  regarded  as  a  good  omen  that  the  new  Air  Minister  is 
the  eldest  son  of  the  late  Sir  Samuel  Hoare,  Bt.,  who  was 
M  P.  for  Norwich,  the  home  of  the  famous  Boulton  and  Paul 
id  1- metal  aircraft. 

The  Duke  of  Sutherland  has  been  associated  with  aviation 
for  some  years,  being  President  of  the  Air  League  of  the 
British  Empire,  and  again  quite  recently  he  entered  a  machiue 
in  the  race  for  the  King’s  Cup.  By  tradition  also  His  Grace 
is  connected  with  flying,  his  father,  the  late  Duke  of  Suther¬ 


land,  being  for  a  considerable  period  a  member  of  the  Council 
of  the  Royal  Aero  Club.  Both  men  have  the  advantage  of 
youth,  Sir  Samuel  Hoare  being  42  and  the  Duke  of  Sutherland 
only  35. 

Although  not  directly  connected  with  aviation  under  the 
new  Government,  Sir  William  Jovnson-Hicks,  as  Parliamentary 
Secretary  to  the  Overseas  Trade  Department,  may  be  able 
to  lend  valuable  assistance  in  matters  relating  to  Imperial 
air  communication,  and  thus  his  intimate  knowledge  of,  and 
enthusiasm  for,  aviation  matters  may  not  be  entirely  wasted 
in  his  new  post. 

Aerial  Photography  at  the  Royal  Photographic  Society 

Squadron  Leader  F.  C.  V.  Law's  last  week  gave  a  lecture 
at  the  Royal  Photographic  Society  on  “  Progress  in  Aerial 
Photography,”  during  which  lantern  slides  of  great  interest 
were  shown.  Major  Laws  stated  that,  whereas  in  1914  it 
was  difficult  to  locate  dismounted  troops  on  photographs 
taken  from  the  air  at  any  altitude  above  3,000  ft.,  it  was  now 
possible  to  see  even  birds  when  photographed  from  a  distance 
of  a  nulc  and  a-half.  This  he  illustrated  by  showing  a  picture 
of  pigeons  feeding  on  the  steps  of  St.  Paul’s  Cathedral  taken 
from  that  height. 
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THE  CURTISS  MARINE 

The  Curtiss  Marine  Flying  Trophy  Race,  which  was  held  at 
Detroit  on  October  8  last,  provided  several  exciting  thrills. 
Postponed  from  the  previous  day  on  account  of  unfavourable 
weather,  the  conditions  under  which  it  was  flown  were  by 
no  means  ideal,  and  out  of  the  eight  starters  (ten  entered) 
only  two  completed  the  course.  The  latter  comprised  a 
closed  circuit  of  20  miles,  which  had  to  be  covered  eight 
times,  making  a  total  of  160  miles.  The  start  and  finish 
were  opposite  Memorial  Park,  facing  Belle  Island  in  Detroit 
River,  the  Course  running  along  Belle  Island  and  south  of 
Peach  Isle  to  a  barge  moored  off  the  Canadian  shore,  thence 
across  the  mouth  of  the  Detroit  River  and  back  along  the 
northern  bank. 

The  first  four  laps  had  to  be  covered  entirely  in  flight, 
but  at  the  end  of  the  fifth,  sixth,  and  seventh  laps  the  com¬ 
petitors  had  to  come  down  and  taxi  on  the  water  for  a  distance 
of  400  yds.  over  a  hairpin  section  marked  out  around  the 
starting  barge,  then  take  off  again  and  proceed  on  the  next 
lap.  This  was  quite  an  original  and  interesting  feature  for 
a  seaplane  race,  and  one  that  helped  considerably  to  liven  up 
the  proceedings. 


FLYING  TROPHY  RACE 

Excitement  came  with  the  fifth  Jap  when  the  leading  man, 
No.  15,  came  to  taxi,  which  he  did  at  rather  high  speed, 
in  a  cross  wind,  and  narrowly  missed  the  barge.  No.  15 
was  more  successful,  going  at  less  speed,  but  No.  4  more  or 
less  repeated  No.  5’s  performance.  The  others  came  along 
in  the  Same  order  as  before.  No.  3  experienced  difficulties 
in  taxi-ing  and  came  to  a  stop  between  the  two  barges,  and 
whilst  motor  boats  were  towing  the  machine  out  of  the  way 
No.  15,  flying  high,  and  No.  4  close  behind,  low  down,  came 
along  for  the  taxi  list.  The  former  overshot  the  commence¬ 
ment  of  the  taxi  line,  whilst  the  latter  dived  down  close  to 
the  barge.  Both  managed  to  round  the  barge,  but  with 
great  difficulty,  and  only  fine  piloting  avoided  a 
collision. 

A  surprise  marked  the  end  of  the  sixth  lap,  for  No.  10, 
previously  last,  came  in  third,  Nos.  5  and  12  having  dropped 
out — the  former  crashing  (fortunately  without  hurt  to  the 
pilot)  near  the  Edison  Station,  and  the  latter  through  engine 
trouble.  There  were  now  only  three  left  in  the  race,  Nos.  4, 
15,  and  10.  The  last  lap  had  to  be  completed  in  full  flight, 
and  No.  4  (Lieut.  Sanderson)  was  almost  on  the  point  of 


1  HE  CLRTJSS  MODEL  TS  BJPLANE  :  This  machine,  which  was  built  under  special  contract  for  the  U.S.  Navy, 
can  be  adapted  for  either  land  or  sea  work,  the  substitution  of  pontoons  for  land  gear,  as  seen  above,  being  easiiy 
accomplished.  Note  the  petrol  tank  formed  in  lower  centre  section. 


The  eight  competitors  were  started  off  at  intervals  of  one 
minute  in  the  following  order  ;  (No.  5)  Lieut.  R.  Irvine, 
Curtiss  18. T  triplane,  375  h.p.  Curtiss  D.12  ;  (No.  16)  Lieut. 
D.  Rittenhouse,  Navy-Curtiss  TR.3  biplane,  220  h.p.  Wright 
E-3  1  (No.  12)  Lieut  S.  W.  Calloway,  Navy-Curtiss  TS.i, 
220  h.p.  Lawrance  J.x  ;  (No.  15)  Lieut.  A.  W.  Gorton, 
Navy-Curtiss  TR.i,  220  h.p.  Lawrance  J.i  ;  (No.  3)  Lieut. 
W.  K.  Patterson,  Gallaudet  D.4,  420  h.p.  Liberty  ;  (No.  4) 
Lieut.  L.  H,  Sande-rson,  Curtiss  18. T  triplane  375  h.p. 
Curtiss  D.  1 2  ;  (No.  10)  Lieut.  FI.  A.  Elliott,  Vought  VE.7.H 
biplane,  220  h.p.  Wright  E.2  ;  and  (No.  ix)  Lieut.  H.  J.  Brow. 
Navy-Curtiss,  TS.2,  240  h.p.  Aeronxarine  U.8.D. 

Lieut  Gorton  (No.  15)  won  the  Trophy  at  an  average  speed 
of  ii2'65  m.p.h.,  the  only  other  to  finish  being  Lieut.  Elliott 
(No.  10),  whose  average  was  109  m.p.h.  We  refer  briefly  to 
the  machines  later.  At  the  end  of  the  first  lap  No.  16  over¬ 
took  No.  5,  and  the  others  remained  as  before.  In  the 
second  lap  Nos.  16  and  5  were  first  and  second  respectively, 
but  No.  15  obtained  third  place  from  No.  12,  and  No.  4  changed 
position  with  No.  3.  In  the  third  lap  the  only  change  was 
that  No.  4  got  ahead  of  No.  12.  In  the  next  lap  two  machines. 
Nos.  15  and  ir,  dropped  out  of  the  race,  the  former's  propeller 
having  worked  loose,  and  the  latter  losing  all  his  cooling 
water  through  a  leak. 


victory  when  he  ran  out  of  petrol  when  half-way  home, 
almost  in  sight  of  the  finishing  line.  Thus,  No.  15  (Lieut. 
Gorton)  finished  first,  with  No.  10  (Lieut.  Elliott)  not  far 
behind. 

The  winning  machine,  the  Curtiss  TR.t,  and  the  TR.3, 
TS.i  and  TS.2  are  all  very  much  the  same  type  of  machine, 
differing  only  in  the  engines  fitted  and  the  wing  sections 
employed.  These  machines  were  designed  to  give  the  smallest 
and  most  compact  type  giving  the  maximum  facilities  for 
erection  and  take-down  on  board  ship.  With  this  end  in 
view  all  wires  and  turnbuckles  in  the  wing  bracing  have  been 
eliminated.  The  fuel  tank  is  carried  in  the  lower  plane  centre 
section,  and  is  detachable  so  as  to  be  dropped  out  of  the 
machine  at  the  will  of  the  pilot.  Another  feature  is  the 
provision  of  interchangeable  landing  gear,  enabling  wheels  to 
be  fitted  for  land  work  or  twin  pontoons  for  water  work  as 
desired. 

The  TS  models  have  the  U.S. A. 27  wing  section,  and  the 
Lawrence  J.i  220  h.p.  9  cyl.  radial  air-cooled  engine  is  fitted 
to  the  TS.i,  whilst  the  TS.2  has  an  Acromarine  U.8.D 
240  h.p.  8  cyl.  water-cooled  V  engine.  The  TR  models  have 
modified  R.A.F.15  wing  sections,  and  TR. x  is  fitted  with 
the  Lawrance  J.i,  and  TR.3  the  Wright  E.3  220  h.p.  8  cyl, 
water-cooled  V  engine. 
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We  show  in  the  accompanying  illustration  two  views  of  the 
Curtiss  type  TS.  The  following  characteristics  apply  to  all 
four  models,  except  where  specified  :  Span,  25  ft. ;  chord, 
4  ft.  9  ins.  ;  gap,  5  ft.  6  ins.  ;  length,  24  ft.  7  ins.  ;  height, 
9  ft.  6}  ins,  ;  incidence,  o° ;  dihedral  (lower),  30  ;  wing  area, 


225  sq.  ft.  ;  gross  weight,  (TS.i)  2,025  lbs.,  (TS.2)  2,085  lbs.' 
(TR.i)  1,790  lbs.,  (TR.3)  1,980  lbs.  ;  maximum  speed, 
(TS.i)  125  m.p.h.,  (TS.2)  130  m.p.h.,  (TR.i)  130  m.p.h. 

We  are  indebted  to  our  American  contemporary  Aviation 
for  the  foregoing  particulars. 
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ROYAL  AERONAUTICAL  SOCIETY  NOTICES 


Lecture . — The  next  fortnightly  meeting 
takes  place  on  November  16,  at  5.30  p.m., 
when  Mr.  R.  McKinnon  Wood,  Fellow,  will 
read  a  paper  on  “  The  Co-relation  of  Model  and 
Full-Scale  Work,”  at  the  Royal  Society  of 
.Arts,  18,  John  Street,  Adelphi,  W.C.  2. 

Students'  Section. — The  Annual  Meeting  of 
the  Students’  Section  was  held  in  the  Library, 
at  6.45  p.m„  on  October  12,  when  Mr.  T.  C. 
Sharwood  was  appointed  Honorary  Secretary 
in  successtion  to  Mr.  S.  H.  Evans.  It  was 
decided  that  each  college  or  group  of  students  should  nominate 

E  0 


a  student  to  represent  it,  and  to  further  the  interests  of  the 
Students’  Section  in  the  particular  college  or  group  con¬ 
cerned. 

The  annual  meeting  was  followed  at  7.30  p.m.  by  the 
inaugural  address  of  the  session  from  Dr.  A  J.  Sutton  Pippard 
on  “  The  Aeroplane  considered  as  an  Engineering  Pro¬ 
position,”  illustrated  by  lantern  slides.  The  next  Students’ 
Meeting  will  take  place  in  the  Society’s  Library  on  November 
9  at  7.30  p.m,,  when  Mr.  H.  C.  Brown  will  inaugurate  the 
discussion  with  a  paper  on  ”  Airships.” 

W.  LOCKWOOD  MARSH. 

Secretary 
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A  PRIZE  FOR  PAPERS  ON  AIRSHIPS 


The  Council  of  the  Royal  Aeronautical  Society  have  decided 
to  institute  forthwith  from  the  funds  of  the  "  R.  38  ”  Memorial 
Research  Fund,  an  annual  prize  for  a  technical  paper  on 
Airships.  The  regulations  covering  the  award  of  this  prize 
are  given  below,  from  which  it  will  be  seen  that  the  date  for 
the  receipt  of  tlie  names  of  intending  competitors  for  the 
first  award  is  December  31,  1922,  while  the  papers  themselves 
must  reach  the  Secretary  on  or  before  March  31,  1923. 

"  R.  38  ”  Memorial  Prize  Regulations 

From  the  income  of  the  above  Fund,  a  sum  of  25  guineas 
will  be  offered  annually  as  a  prize  for  the  best  paper  received 
by  the  Royal  Aeronautical  Society  on  some  subject  of  a 
technical  nature  in  the  science  of  Aeronautics.  Other  things 
being  equal,  preference  will  be  given  to  papers  which  relate 
to  Airships. 

The  prize  is  open  to  international  competition.  The  Royal 
Aeronautical  Society  retain  the  right  to  withhold  the  prize  in 
any  year,  if  it  is  considered  that  no  paper  is  of  sufficient  merit 
to  justify  an  award. 

Intending  competitors  should  send  their  names  to  the  Secre¬ 


tary  of  the  Royal  Aeronautical  Society,  7,  Albemarle  Street, 
London,  W.  x,  on  or  before  December  31  of  each  year,  with 
such  information  in  regard  to  the  projected  scope  of  their 
papers  as  will  enable  arrangements  to  be  made  for  their 
examination.  The  closing  date  for  the  receipt  of  papers  will 
be  March  3 1  in  each  year. 

Papers  should  in  all  cases  by  typed,  and  a  copy  should  be 
retained  by  the  author,  as  the  Society  can  take  no  responsi¬ 
bility  for  the  loss  of  copies  submitted  to  it. 

Successful  papers  will  become  the  absolute  property  of  the 
Society,  and  will  in  most  instances  be  published  in  the 
Society’s  Journal.  In  regard  to  unsuccessful  papers,  the. 
Society  retains  the  right  of  publication  in  its  Journal ,  but  in 
each  case  will  notify  the  author,  shortly  after  the  award, 
whether  it  intends  to  exercise  this  right.  If  not,  the  author 
will  be  free  to  publish  elsewhere.  A  signed  undertaking  must 
accompany  each  paper  to  the  effect  that  publication  has  not 
already  taken  place,  and  that  the  author  will  not  communicate 
it  elsewhere  until  the  Society’s  award  is  published.  Due 
acknowledgment  must  be  made  by  the  author  of  the  source 
of  any  special  information. 
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R.A.F.  MEMORIAL!’ FUND 


The  first  meeting  of  the  Executive  Committee,  of  the  Fund, 
subsequent  to  the  summer  vacation,  was  held  at  No.  7, 
Iddesleigh  House,  Caxton  Street,  on  October  18.  There 
were  present:  Lord  Hugh  Cecil  (Chairman),  Lady  Leighton, 
Dame  Helen  Gwynne  Vaughan.  Mrs.  Barrington- Kennett, 
Mrs.  L.  M.  K.  Pratt-Barlow,  Sir  Charles  McLeod,  Air  Vice- 
Marshal  J.  F.  A.  Higgins,  Air  Vice-Marshal  A.  V.  Vyvyan, 
Group  Capt.  Ludlow-Hewitt,  F.  E.  Rosher,  W.  S.  Field. 

The  Hon.  Treasurer,  Sir  Charles  McLeod,  submitted  a 
financial  statement  to  September  30  last,  and  reported  that 
the  *'  Strubeu  Memorial  Trust  Deed  ”  had  been  completed 
by  the  trustees  of  the  Fund,  constituting  a  capital  sum  of 
slightly  over  ^r,ooo,  the  interest  on  which  is  to  be  used 
annually  in  the  provision  of  assistance  to  the  family  of  any 
officer  of  Maj.  Struben's  late  son’s  unit.  No.  25  Squadron, 
R.A.F.,  who  meets  with  any  casualty  whilst  actually  flying 
on  duty  with  No.  25  Squadron. 

The  Committee  were  unanimously  of  opinion  that  the 
time  had  arrived  when  the  Sub-Committee  dealing  with 
grants  for  the  assistance  of  ex-officers  and  men  should  be 
authorised  to  increase  the  amount  of  their  grants,  it  being 
considered  that  the  money  would  be  better  spent  now  than 
kept  for  subsequent  years. 

It  was  reported  that  the  War  Memorial  on  the  Thames 
Embankment  would  be  completed  and  ready  for  unveiling 
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R.A.F.  Club 

Dance  Notice. — As  the  Victory  Ball  at  the  Albert  Hall 
is  to  be  held  on  November  8,  1922,  the  Committee  have 
decided  to  alter  the  date  of  the  next  Club  Dance  to  Friday, 
November  10. 

Airship  Service  Re-union 

The  fourth  annual  re-union  dinner  of  the  R.N.A.S.  and 
R.A.F.  (Airships),  Pulliam,  will  be  held  at  the  Holborn 


early  in  the  new  year,  and  it  was  decided  to  offer  the  wooden 
model  of  the  War  Memorial,  which  is  now  at  the  offices  of 
the  Fund,  to  the  Air  Officer  Commanding,  R.A.F.  Cadet 
College,  Cranwell,  Sleaford,  Lines. 

It  was  announced  that  the  tablet  in  memory  of  the  officers 
and  men  of  the  Flying  Services,  which  is  being  put  up  in 
St.  Mark's  Church,  South  Farnborough,  Hants,  would  be 
unveiled  in  the  early  spring  of  next  year. 

Mr.  W.  S.  Field,  Deputy  Chairman  of  the  Vanbrugh  Castle 
School  Sub-Committee  (in  the  absence  of  the  Chairman, 
Air  Vice-Marshal  Sir  Geoffrey  Saltnond,  K.C.B.).  reported 
that  23  boys  are  now  in  residence  at  the  school,  and  that  two 
vacancies  are  shortly  to  be  filled.  He  further  reported  that 
ten  of  the  boys  have  qualified  for  entrance  to  the  Roan 
Secondary  School.  The  Committee  approved  of  a  suggestion 
made  by  Mr.  Field,  that  the  school  accommodation  be 
increased  by  the  erection  of  an  army  hut  in  the  grounds  ; 
this  would  admit  of  25  more  boys  being  taken.  It  being 
reported  that  the  Sub-Committee  found  considerable  diffi¬ 
culty  in  obtaining  for  admission  the  sons  of  airmen  who 
had  lost  their  lives  in  the  Great  War,  who  by  age  and  other¬ 
wise  were  eligible  for  admission,  the  Committee  sanctioned 
the  admission  to  the  school,  in  the  near  future,  of  the  sons 
of  serving  airmen,  always  provided  that  no  orphan  boy3 
were  available  when  a  vacancy  arose. 

E  E 

Restaurant  on  November  ti,  at  6.45  p.m.  The  cost  of 
tickets  is  fixed  at  10s.  (exclusive  of  wines).  It  is  requested 
that  those  intending  to  be  present  would  notify,  on  or  before 
November  4,  the  number  of  tickets  required  to  tlie  secretaries, 
Mr.  R.  P.  Pierce,  the  Great  Hall,  Tunbridge  Wells,  Kent, 
aud  Mr.  F.  W.  H.  Spratley,  8,  Milner  Road,  Merton  Park, 
S.W.  19.  Arrangements  are  being  made  to  join  with  other 
organisations  in  the  Armistice  Day  services  and  placing  of  a 
wreath  on  the  Cenotaph. 
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GLIDING,  SOARING  AND  AIR-SAILING 


Those  wishing  to  get  in  touch  with  others  interested  in  matters 
relating  to  gliding  and  the  construction  of  gliders  are  invited 
to  m  ite  to  the  Editor  of  Flight,  who  will  he  pleased  to  publish 
such  communications  on  this  page,  in  order  to  bring  together 
those  who  would  like  to  co-operate,  either  in  forming  gliding 
clubs  or  in  private  collaboration. 

M.  Maneyeoi,  winner  of  the  Daily  Mail  Gliding  Competition, 
was  the  guest  of  honour  at  a  reception  given  at  the  Sorbonnc, 
on  October  26,  by  the  French  Aerial  Association.  M.  Laurent 
Eynac,  Secretary  of  State  for  Air,  presided  at  the  reception. 
An  assembly  of  nearly  2,000  applauded  the  speeches  by 
M.  Eynac,  Col.  Quinton,  etc.  Later  it  is  announced  that 
M  Laurent  Eynac  has  recommended  M.  Maneyrol  for  the 
Cross  of  Chevalier  of  the  Legion  of  Honour, 

*  *  * 

Our  unique  photograph  on  this  page  shows  the  wings  of 
the  de  HavUland  glider  breaking  just  after  the  starting  ropes 
dropped  off  The  centre  section  remained  intact,  and  may 
have  contributed  to  a  certain  extent  in  breaking  the  fall  of 
the  machine.  Capt.  de  Havilland  points  out  that  the  wing 
structure  of  this  glider  had  a  factor  of  safety  of  8  when 
rigidly  braced  for  ailerons  There  is  little  doubt  that  the 
wing  structure  was  far  too  flexible  for  warp  control,  and 
the  fact  of  fitting  it  could  only  be  justified  by  the  natural 
desire  to  obtain  better  lateral  control  in  the  very  limited 
time  available.  The  original  ailerons  were  found  to  be  rather 
ineffective,  and  this  may  also  have  been  due  to  too  great 
flexibility  in  the  wing,  which  allowed  the  wing  to  twist  under 
the  load  imposed  by  the  aileron,  thus  destroying  the  effect 
by  twisting  the  wing  into  a  smaller  angle,  with  a  reduction  in 
lift  coefficient. 

*  *  * 

The  Sayers  glider  failed  to  come  up  to  expectations  at 
Itlord,  but  when  certain  alterations  have  been  made  to  the 
controls  it  is  expected  to  be  thoroughly  tested  out.  From 
the  way  it  floated  off  the  ground  there  is  little  doubt  that 
it  the  controllability  can  be  improved  the  machine  will 
glide  well  in  fairly  light  airs. 

*  *  * 

Much  the  same  applies  to  the  Aircraft  Disposal  Co.'s 
monoplane,  which  appeared  to  float  about  like  a  parachute, 
and  which  evidently  required  very  little  wind  to  keep  it  up. 

*  *  * 

Gordon  England's  little  monoplane  must  be  of  very 
sturdy  construction,  in  spite  of  its  light  weight  (roo  lbs.). 
Although  it  struck  nose  first  at  a  fairly  high  speed,  the  only 
damage  actually  caused  by  the  crash  was  to  the  front  portion 
of  the  fuselage.  As  far  as  could  be  ascertained  the  machine 
only  required  a  new  nose  to  be  as  good  as  new.  The  wings 
appeared  to  be  as  sound  as  ever  after  the  crash. 

*  *  * 

"  The  lighter  side  of  gliding  ’’  was  not  entirely  neglected 
at  the  Itford  competition.  Officials  and  competitors  were 
able  to  enjoy,  while  waiting  for  the  weather  to  improve, 
team  races  between  two  of  the  Palmer  wheel  trucks  used  for 
hauling  gliders  up  to  the  top  of  the  hills.  One  race  ended 
in  a  bad  “landing,”  with  several  of  the  crew  somewhat 


damaged  but  still  cheerful.  Our  photographs  show  various 
incidents  from  these  races. 

*  *  * 

Although  visitors  to  Itford  did  not  get  an  opportunity  of 
seeing  a  great  deal  of  the  wing-flapping,  pedal-driven,  direct- 
lift  machines,  one  or  two  provided  a  few  moments’  amuse¬ 
ment.  One.  was  a  little  monoplane  built  on  to  an  ordinary 
push  bicycle.  The  designer  tried  once  or  twice  near  the 
foot  of  the  hill,  but  being  unable  to  get  up  sufficient  speed, 
he  had  the  machine  taken  some  distance  up  the  slope.  Several 
R.A.F.  airmen  gave  him  a  gentle  push,  and  as  the  machine 
gathered  speed  it  struck  a  rnt,  which  sent  it  up  in  the  air 
to  a  height  of  about  1  ft.  and  allowed  it  to  make  a  “  glide  ” 
of  about  6  or  8  ft.  In  the  landing  a  man  was  knocked  over 
by  a  wing  tip,  but  otherwise  no  untoward  incident  happened. 

*  *  * 

Another  weird  contraption  became  known  as  “  the  Bride,” 
owing  to  its  trailing  tail,  which  had  to  be  held  up  by  "  pages," 
So  far  as  we  could  ascertain  this  machine  was  never  tested, 


The  D.H.  glider  “finishing.” 

but  its  constructor  probably  had  a  good  deal  of  fun  in 
building  it.  That  readers  should  not  miss  it,  we  publish  a 
photograph  in  this  issue. 

*  *  * 

From  Germany  it  is  reported  that  Herr  Hentzen  recently 
made  an  attempt  to  beat  Manevrol's  duration  record.  He 
succeeded,  however,  only  in  remaining  up  for  about  40 
minutes,  owing,  it  is  stated,  to  unfavourable  weather 
conditions. 

*  *  * 

We  learn  that  Mr.  G.  H.  Handasyde  and  Mr.  Sydney  Camm 
are  busily  at  work  re-designing  the  Handasyde  glider. 


A  COUPLE  OF  NON-STARTERS  AT  THE  GLIDING  COMPETITION  :  On  the  left  the  ”  Bride,”  so-called 
from  the  large  flexible  trailing  tail,  which  had  to  be  carried  by  “  pages.”  On  the  right,  a  bicycle  fitted  with  wings. 
This  machine  made  one  “  flight  ”  of  about  8  feet,  at  an  altitude  of  18  inches. 
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A  TROLLEY-RACE  BETWEEN  TWO  TEAMS  :  On  the  left,  Raynham,  Wallace  Barr,  and  Flight  Lieut.  Longton 
are  seen  wheeling  their  machine  to  the  top  of  the  hill,  while  Commander  Perrin  is  trying  to  light  a  cigar.  On 
the  right,  Perrin,  Longton,  Raynham  and  Wallace  Barr  are  getting  away  from  the  rival  team,  one  of  whom  is 
Howard  Wright,  who  was  somewhat  knocked  about  when  his  “  Ship  ”  struck  a  gate. 


Although  the  machine  did  exceptionally  well  in  the  competi¬ 
tion,  it  is  felt,  that  certain  improvements  are.  required,  and 
these  will  be  incorporated  in  the  next  machine. 

*  *  * 

A  young  German  lady,  Fraulein  Hansen  of  Magdeburg,  is 
reported  to  have  made  a  flight  of  five  minutes’  duration  in 
a  glider  designed  and  constructed  by  herself. 


touch  with  others  on  Tyneside  interested  in  gliding,  in  order 
to  discuss  the  formation  of  a  gliding  club,  with  the  object  oi 
designing,  building  and  flying  gliders. 

*  *  * 

Mr.  At.ex.  Peacock,  of  37,  Oakland  Road,  W.  Jesmond 
Newcastle-cm-Tyne,  informs  us  that  he  is  willing  to  join  in 
the  formation  of  a  gliding  club  in  his  district.  As  he  is 
he  states,  a  partner  in  a  woodworking  and  engineering  firm 
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FOR  IDLE  MOMENTS  :  Competitors  and  officials  were  never  at  a  loss  for  amusements  during  unsuitable 
weather  conditions.  Our  pictures  show  the  “  Sand  Yacht  ”  rigged  up  from  a  trolley,  a  glider  wing,  etc.,  making 

successful  beats  down  the  hill- side. 


A  gliding  club,  to  be  known  as  Vlcave,  is  being  formed  in 
France.  A  technical  committee  of  the  club  is  being  formed 
so  as  to  deal  with  inventions  and  designs.  The  President 
of  the  Club  is  M.  Lucien  Martin,  of  51,  Rue  de  Belleville, 
Paris. 

*  *  # 

Mr  J.  W.  Holmes,  of  18,  Ocean  View,  Whitley  Bay, 
Northumberland,  writes  us  that  he  is  desirous  of  getting  in 


his  services  and  experience  might  be  of  considerable  value 
to  a  club  in  the  district. 

*  *  * 

Messrs.  Beard  and  Fitch,  of  34,  Aylesbury  Street,  London, 
E.C.  1,  wish  us  to  state  that,  although  they  are  gear-cutting 
specialists  and  experimental  engineers,  they  are  quite  prepared 
to  undertake  construction  of  gliders  to  clients'  own  designs, 
and  to  give  advice  on  inventions  in  connection  with  gliders, 


THE  HANDASYDE  MONOPLANE  GLIDER 


The  Machine  on  which  Raynham  Remained  Up  for  Nearly  Two  Hours 


The  Handasyde  Monoplane  Glider  was  designed  by  Raynham 
and  Sydney  Camm  in  conjunction  with  Mr.  Handasyde. 
It  was  built  for  the  Handasyde  Aircraft  Co.  by  the  Air  Navi¬ 
gation  Co.  (Bleriot’s)  at  Addlestone.  It  is  characterised  by 
a  large  tapered  cantilever  wing,  whose  section  at  the  root, 
and  for  a  distance  of  4  ft.  out  from  the  centre  line,  is  that 
known  as  Gottingen  No.  441.  The  fuselage  is  of  very  small 
cross-sectional  area,  and  is  constructed  of  a  light  framework 
of  spruce,  covered  with  three-ply.  In  order  to  lighten  the 
fuselage  the  ply-wood  covering  has  had  circles  c\it  out  in 


each  bay,  but  fabric  covering  is  put  on  over  the  three-ply. 
It  would  appear  that  the  particular  method  of  cutting  away 
is  open  to  criticism,  and  it  might  have  been  better  to  leave 
diagonal  strips  in  each  bay,  cutting  away  triangular  pieces 
only,  as  in  this  manner  each  bay  would  have  been  triangulated, 
which  can  scarcely  be  the  case  with  the  whole  centre  cut 
away.  However,  in  spite  of  this  the  fuselage  appears  to  be 
very  rigid,  also  against  torsional  stresses,  and  no  difficulty 
whatever  was  experienced  in  this  respect.  At  the  stern  the 
body  terminates  in  a  horizontal  strip  about  2  ins.  deep,  to 
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which  the  balanced  elevator  is  hinged.  A  light  tail  skid 
keeps  the  elevator  from  touching  the  ground  in  getting  off 
and  landing. 

In  front  the  fuselage  shows  a  rounded  nose  (as  seen  in  plan), 
and  the  top  longerons  slope  upwards  slightly  from  the  rear 
spar  to  the  nose.  The  wing  spars  are  secured  to  the  fuselage 
by  long  “  stirrups  ”  of  duralumin,  and  no  external  bracing 
of  any  sort  is  provided,  the  wing  being  so  constructed  as  to 
be  very  rigid  both  in  direct  bending  and  in  torsion. 

The  wing  is  built  up  on  two  spars,  formed  by  top  and 
bottom  flanges  of  spruce,  with  a  three-ply  web  on  one  side 
only,  except  at  certain  points  where  both  sides  of  the  spars 
are  covered  with  three-ply  In  order  to  strengthen  the  wing 
the  covering  over  the  inner  portion  is  three-ply  wood  under¬ 
neath  the  fabric.  This  ply-wood  is  used  both  on  upper  and 
lower  surfaces,  being  in  fact  bent  over  the  leading  edge  and 
extending  back,  top  and  bottom,  to  the  rear  spar,  which  is 
placed  well  forward  in  the  section  so  as  to  give  a  flexible 
trailing  edge.  The  latter  is  formed  by  a  wire.  The  taper  is 
fairly  pronounced,  both  in  plan  and  thickness,  and  the 
wing  is  given  a  “  humped  ”  appearance  by  the  fact  that  the 
taper  in  the  spars  is  greater  on  top  than  underneath.  As  a 


matter  of  fact,  we  believe  that  at  the  tip  the  lower  surface 
of  the  main  spar  is  only  about  i£  ins.  above  the  longeron, 
while  the  upper  surface  slopes  down  to  it. 

Triangular  ailerons  are  fitted  at  the  tips,  being  hinged  to 
strips  carried  on  the  overhanging  portion  of  the  outer  ribs. 
A  light  stringer  runs  through  the  whole  wing  a  few  i  aches 
forward  of  the  wire  trailing  edge,  and,  although  not  taking 
any  part  in  the  direct  loads,  serves  to  stiffen  the  wing 
structure,  notably  the  ribs,  very  considerably.  < 

The  controls  are  of  somewhat  unusual  type.  The  joy 
stick  ”  is  placed  on  the  right,  and  is  used  for  operating  the 
balanced  elevator  only.  The  rudder  is  worked  by  two  pedals, 
so  that  when  the  pilot’s  feet  are  off  the  pedals  the  rudder 
cables  hang  quite  slack.  This  gave  many  the  erroneous 
impression  that  the  cables  were  broken.  The  aileron  control 
is  of  the  simplest  possible  type.  In  fact,  there  is  none,  in 
the  ordinary  sense  of  the  term.  The  ailerons  are  operated 
by  the  pilot  gripping  the  aileron  cable  with  his  left  hand 
and  pulling  the  cable  to  one  side  or  other.  As  the  cable 
passes  along  the  front  spar,  in  front  of  the  pilot,  it  was 
decided  that  a  lot  of  unnecessary  complications,  such  as 
pulley's,  crank-levers,  etc.,  could  be  dispensed  with  by  using 


4ii>_ 


THE  HANDASYDE  MONOPLANE  GLIDER  :  Some  constructional  details.  1.  The  nose  of  the  machine,  showing 
landing  skids.  2.  One  of  the  cleats  which  support  the  launching  rope  during  the  start.  3.  Front  attachment  of 
landing  skid.  4.  Cover  over  cockpit  thrown  back.  When  the  cover  is  pulled  down  the  pilot ’s  head  projects  through 
the  small  opening.  Note  the  hand  guard  on  the  aileron  cable.  5.  Details  of  a  wing  tip  skid.  6.  The  tail.  7.  Detail 

of  tail  skid  attachment. 
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this  form  of  control,  and  Raynham,  once  lie  had  got  used  to 
the  controls,  found  no  difficulty  in  handling  the.  machine. 
At  first,  his  fingers  used  to  get  cramped  with  gripping  the. 
bare  cable,  but  later  a  guard  was  fitted,, and  tape  wrapped 
around  the  cable,  which  improved  matters  considerably. 

The  vertical  tail  members  consist  of  a  triangular  fin  and 
a  rudder  of  approximately  parallelogram  shape.  The  first 
rudder  fitted  was  found  to  be  too  small,  and  a  larger  one 
was  made,  which  gave  some,  improvement.  A11  addition  to 
this  was,  however,  found  advisable,  and  this  is  shown  in  the 
side  elevation  of  the  general  arrangement  drawings.  As  a 
matter  of  fact  we  rather  think  that  the  rudder  was  large 
enough,  and  that  what  was  really  the  trouble  was  that  there 
was  not  sufficient  fin  area  forward  (the  fuselage  being  of 
small  depth)  to  afford  a  pivot  for  the  machine  to  turn  upon, 
fn  other  words,  the  machine  would  probably  fly  somewhat 
like  the  old  box  kites,  which  had  no  fin  surface  forward, 
and  which  had  to  be  assisted  in  a  turn  by  the  ailerons. 

The  pilot's  cockpit  is  a  very  small  one,  and  we  believe 
that  actually  Raynham  was  measured  for  it.  He  certainly 
seemed  to  fit  it  with  but  little  room  to  spare.  The  cockpit 
is  placed  between  the  main  wing  spars,  and  is  covered  with 
a  three-ply  panel  in  which  is  cut  a  hole  for  the  pilot’s  head. 
We  believe  that  when  flying  Raynham  found  this  position 


quite  comfortable,  as  there  was  very  little  draught,  the  ad 
probably  shooting  up  above  the  pilot's  head.  Ret  into  the 
coaming  over  the  cockpit  is  one  of  the  new  Smith  and  Sons 
air  speed  indicators. 

The  undercarriage  consists  of  two  ash  skids,  anchored  at 
their  front  ends  to  the  lower  longerons,  and  supported  at  the 
rear  by  short  struts  which  are  so  pivoted  that  they  arc  free 
to  swing  back  as  the  load  comes  on  the  skids.  The  machine 
pulls  up  almost  instantly  on  touching,  and  as  the  w  ings  are 
very  close  to  the  ground,  and  the  tips  protected  by  cane 
loops,  the  machine,  never  showed  any  tendency  to  turn  over 
Furthermore,  the  low  wing  position  appears  to  give  a  certain 
amount  of  "  cushioning  "  effect  in  landing,  while  assisting 
the  machine  to  get  off  at  a  very  low'  speed. 

When  the  sluggishness  of  the  directional  control  has  been 
remedied  the  Handasyde  monoplane  should  be  a  very 
excellent  machine,  as  it  certainly  rises  in  quite  low  winds 
and  appears  very  steady  laterally.  That  Raynham  should 
have,  been  able,  on  his  filth  flight,  to  remain  up  for  nearly 
two  hours  is  a  remarkable  testimony  not  only  to  his  skill 
but  also  to  the  general  design  of  the  machine.  We  hope  to 
hear  of  further  flights  being  made  on  it  as  soon  as  it  has 
finished  its  "  show  ’’  at  Selfridge’s,  and  the  few  ribs  damaged 
in  transport  have  been  repaired. 


H  H  0  0 

LONDON  TERMINAL  AERODROME 


Monday  evening,  October  30. 

L>esfite  bad  weather,  the  air  services  have  been  maintained 
with  commendable  regularity,  the  Manchester  service  being 
run  every  day  in  spite  of  the  fact  that  it  was  thought,  in 
many  quarters,  that  the  inland  mist — combined  with  the 
smoke  in  the  industrial  centres — would  prove  a.  great  obstacle 
to  the  regular  operation  of  this  service.  On  Thursday  and 
Friday  in  the  early  morning  there  was  a  thick  fog  over  the 
aerodrome,  and,  to  some  extent,  this  dislocated  the  air 
traffic  The  Daimler  machine  from  Manchester  started  as 
usual,  but,  on  arriving  over  Crewe,  discovered  a  thick  fog 
there,  and,  having  received  a  report  by  wireless  that  Croydon 
was  also  fog-bound,  the  pilot  decided  to  return  to  Manchester. 
The  weather  cleared  rapidly,  however,  and  he  was  soon  away 
again,  and  managed  to  get  right  through  to  Rotterdam  before 
darkness  came  on 

Friday’s  fog,  though  of  a  more  lasting  character,  was  more 
or  less  iocal.  Machines  started  at  the  ordinary  time  from 
Cologne,  Amsterdam,  and  Manchester.  The  Cologne  machine 
waited  at  Brussels  for  the  weather  to  clear,  and  the  machine 
from  Amsterdam  got  as  far  as  Lympne,  and  there  alighted 
lor  weather  reports.  The  machine  from  Manchester  landed 
at  Stag  Lane,  and  the  passengers  for  London  were  sent  into 
town  by  car  from  that  aerodrome,  arriving  in  London  to 
schedule.  This  is  the  great  advantage  of  the  Manchester 
service,  because  when  weather  conditions  are  bad  at  Croydon, 
it  is  often  possible  to  land  passengers  at  one  of  the  numerous 
aerodromes  round  London  ;  and,  as  there  are  of  course  no 
Customs  formalities,  passengers  can  reach  their  destinations 
quite  to  schedule. 

“  Express  ’’  from  Paris  Arrives  by  Night 

On  Saturday  a  Handley  Page,  W.8,  piloted  by  Mr.  Macin¬ 
tosh,  completed  its  journey  from  the  coast  to  Croydon  after 
dark.  All  the  usual  lights  at  Croydon  were  in  operation, 
and  shells  and  rockets  were  fired  at  regular  intervals.  The 
machine  suddenly  appeared  out  of  the  darkness  to  the 
south-west,  and  made  a  perfect  landing. 

The  three  British  firms  have  agreed  to  pool  their  resources 
in  regard  to  certain  mutual  operations  and  expenses.  It  is 
understood  that  advertising  will  be  on  a  combined  basis  in 
future,  and  that  the  advertisements  will  be  in  the  nature  of 
an  appeal  to  the  public  to  travel  by  British  “  ainvays,”  and 
Will  further  state  to  what  places  British  airways  run,  In 
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Lord  Beatty  on  Armaments 

At  Leeds  on  October  18,  Lord  Beatty,  when  the 
freedom  of  that  City  and  the  Hoti.  Degree  of  D.L.  of  Leeds 
University  were  conferred  upon  him,  said  that  one  of  the 
lessons  of  history  was  that  security  at  sea  was  vital  to  our 
Empire.  It  was  said  that  the  development  of  aerial  warfare 
would  rob,  or  had  robbed,  us  of  some  of  the  advantages  of 
our  insular  position,  and  that  it  would  lessen  the  need  for 
naval  defences,  but  a  study  of  all  the  problems  involved 
would  indicate  how  utterly  fallacious  such  a  doctrine  was. 
The  British  Empire  consisted  of  something  more  than  the 
British  Isles,  The  strength  of  this  wide-spread  Empire  lay 
in  its  physical  as  well  as  its  moral  unity,  and  its  physical 
unity  was,  and  must  always  be,  maintained  by  sea, 


addition,  certain  ground  operations  at  Croydon,  which,  can 
be  combined  to  mutual  advantage,  will  be  made  common  to 
all  three  companies,  thus  eliminating  much  of  the  overlapping 
which  now  exists. 

Gratifying  Figure  as  to  Passengers 

The  passenger  traffic  continues  to  keep  up  in  a  surprising 
manner,  considering  the  period  of  the  year.  Handley  Page 
transport  rarely  send  a  machine  without  an  absolutely  full 
load,  and  the  passengers  on  both  the  Cologne  and  Amsterdam 
routes  are,  if  anything,  increasing.  Between  London  and 
Manchester  40  passengers  were  carried  in  the  six  days  last 
week.  On  Saturday  there  was  not  enough  accommodation 
in  the  machine  for  all  who  wished  to  travel  from  Manchester 
to  London.  I  am  informed  that  at  Manchester  the  business 
men  arrive  at  the  aerodrome  carrying  bags  a  few  minutes 
before  the  machine  is  due  to  start,  and  book  their  tickets 
just  as  they  would  on  the  railway.  This  is,  of  course, 
encouraging,  but  at  the  same  time,  with  limited  accommo¬ 
dation  available,  it  has  already  led  to  disappointments  on 
occasion. 

Incidentally,  it  may  be  mentioned  that  a  machine  from 
London  to  Manchester  made  the  flight  in  1  hr.  39  mins,  one 
day  during  the  week,  the  actual  flying  time  from  Amsterdan 
to  London  being,  on  that  occasion,  only  4  hrs. 

A  Napier  "  Lion  ”  engine,  which  has  just  completed  200 
hours  in  the  air  in  one  of  the  Daimler  D.H.34’s,  has  now 
been  taken  down  for  overhaul,  and  it  has  been  discovered 
that,  despite  this  arduous  period  of  service,  the  motor  shows 
practically  no  signs  of  wear-and-tear,  and  is,  to  all  intents 
and  purposes,  in  the  same  condition  today  as  it  was  on 
the  day  when  it  first  began  running. 

Today  (Monday),  despite  extremely  bad  flying  weather, 
the  London- Manchester  services  were  completed  to  schedule 
in  both  directions.  The  London-Amsterdam  machines  also 
maintained  their  services.  Between  London  and  Paris  very 
adverse  conditions  led  to  services  being  cancelled. 

1  hear,  as  an  eleventh-hour  piece  of  news,  that  most  of  the 
seats  on’ the  Daimler  “air  expresses’’  from  Manchester  to 
London  are  already  booked  up  for  days  ahead.  Manchester 
business  men  are,  indeed,  living  up  to  their  reputation  of 
being  "  live  wires,”  and  are  quick  to  see  the  advantage  of  a 
flying  «  express  ”  which,  leaving  at  a  convenient  hqur  in 
the  morning,  will  rush  them  up  to  town  iu  such  record  time. 
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It  was  recognised  that  the  acceptance  by  the  British 
Government  of  the  standard  laid  down  at  the  Washington 
Conference  was  unimpeachable  evidence  of  the  desire  of  the 
British  Empire  for  peace. 

The  standards  of  strength  adopted  by  the  Great  Powers 
were  those  which  seemed  to  them,  after  most  patient  con¬ 
sideration,  to  give  the  best  possible,  prospects  of  peace.  It 
was  an  unfortunate  fact,  however,  that  in  the  present  state 
of  civilisation  the  casting  aside  of  proper  means  of  defence 
did  not  make  for  peace,  and  therefore  we  could  not  afford 
to  relax  altogether  the  precautions  necessary  to  maintain 
our  national  and  imperial  interests.  We  could  not  rely  on 
the  forbearance,  of  friends  for  our  continued  existence  as  a 
great  world  Power. 
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INTERNATIONAL  COMMISSION  FOR  AERIAL  NAVIGATION 


The  first  public  session  of  the  Commission  was  held  on 
October  27  at  5,  Old  Palace  Yard,  Westminster,  Maj.-Gen. 
Sir  W.  Sefton  Brancker  presiding,  countries  which  have 
ratified  the  1919  International  Air  Convention,  which  governs 
civil  aviation,  being  represented,  including,  Belgium,  Bolivia, 
the  British  Empire,  France,  Greece,  Japan,  Persia,  Portugal, 
the  Kingdom  of  the  Serbs,  Croats  and  Slovenes  and  Siam. 
A  representative  of  the  General  Secretariat  of  the  League  of 
Nations  was  also  present,  having  been  appointed  to  attend 
in  order  to  convey  information  to  the  League.  The  pro¬ 
ceedings  were  conducted  mainly  in  French. 

Age  Limits  for  Pilots.  -A  report  from  the  Medical  Sub¬ 
committee  ou  the  fixing  of  rules,  mentioned  in  Annexe  E 
of  the  Convention  for  the  medical  examination  of  pilots, 
recommended  that  no  pilot  should  be  engaged  before  attaining 
the  age  of  19  or  after  attaining  the  age  of  45,  and  that  medical 
re-examination  should  take  place  after  six  months  or  after 
a  pilot  had  flown  250  hours,  whichever  occurred  first. 

The  recommendation  was  adopted 

The  Use  of  Wireless. — The  Commission  next  considered  the 
report  of  a  Sub-Committee  on  the  use  of  wireless  apparatus 
on  aircraft,  and  agreed,  as  a  general  principle,  that  all  aircratt 
engaged  in  public,  transport  must  carry'  wireless  apparatus. 
At  present  this  provision  is  applied  only  to  aircraft  able 
to  carry  ten  or  more  persons.  Aircraft  carrying  fewer  than 
ten  persons,  and  flying  more  than  100  miles  over  land  without 
landing,  or  more  than  15  miles  over  sea,  must  carry  wireless 
apparatus  within  two  years. 

Votes  of  the  Contracting  States. — With  regard  to  Article  34, 
which  relates  to  the  distribution  of  votes  in  the  International 
Commission  for  Air  Navigation,  a  proposal  was  made  by  the 
Belgian  delegate  to  the  effect  that  each  contracting  State 
should  have  one  vote  only,  that  an}'  amendment  of  the 
annexes  to  the  Convention  must  be  carried  by  a  three-fourths 
majority,  and  that  no  amendment  of  the  annexes  should  be 
passed  without  the  consent  of  at  least  three  of  the  following 
States — United  States  of  America,  Great  Britain,  France, 
Italy  and  Japan. 

In  accordance  with  a  suggestion  made  by  the  Chairman, 
this  matter  was  referred  for  the  consideration  of  each 
individual  Government  prior  to  the  holding  of  the  next 
assembly. 

'Nationality  Letters. — The  French  Delegation  submitted  a 
note  in  which  they  emphasised  the  desirability  of  the  nation¬ 
ality  letter  being  the  same  for  aircraft  registration  as  for 
wireless  calls,  and  suggested  that  those  countries  to  which 
no  aircraft  registration  letter  had  been  allotted  under  the 
Air  Convention  should  be  requested  to  adopt  now  the  same 
letters  for  aircraft  registration  as  for  international  wireless 
calls. 

To  give  effect  to  this,  Lieut.-Col.  Blandy,  Controller  of 
Communications  in  the  Air  Ministry,  was  appointed  Reporter 
to  prepare  a  list  of  suggested  letters  for  those  countries  to 
which  a  letter  has  not  already  been  allotted  under  the  Air 
Convention.  It  was  also  decided  to  request  the  League  of 
Nations  to  help  to  induce  other  nations  which  are  members 
of  the  League,  but  not  yet  parties  to  the  Air  Convention, 
to  adopt  the  letters  which  would  be  proposed. 

Flights  over  Foreign  Territory. — The  Commission  decided 
to  amend  Article  5  of  the  Convention  so  that  it  would  read 
as  follows  :  "  No  contracting  State  shall,  except  by  a  special 
and  temporary  authorisation,  permit  the  flight  above  its 
territory  of  an  aircraft  which  does  not  possess  the  nationality 
of  a  contracting  State,  unless  it  has  concluded  a  special 
convention  with  the  State  in  which  the  aircraft  is  registered. 
The  stipulations  of  such  special  convention  must  not  infringe 
the  rights  of  the  contracting  parties  to  the  present  Convention, 
and  must  conform  to  the  rules  laid  down  by  the  said  Conven¬ 
tion  and  its  annexes.  Such  special  convention  shall  be 
communicated  to  the  International  Commission  for  Air 
Navigation,  which  will  bring  it  to  the  knowledge  of  the  other 
contracting  States.” 

The  Chairman  remarked  that  the  article  in  its  new  form 
would  make  it  easier  for  other  nations  to  enter  the  Convention. 
It  had  been  proposed  that  the  Article  should  be  signed  by 
some  of  the  States  that  day.  He  understood,  however,  that 
none  of  the  delegates  had  yet  received  the  authority  of  his 
Government  to  sign,  although  it  was  certain  that  everyone 
would  sign  it.  The  British  Government  must  consult  India 
and  the  self-governing  Dominions.  It  was  therefore  suggested 
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that  he,  as  chairraxn,  aud  Mr.  Roper,  as  Secretary-General, 
should  sign  it  as  indi'cating  the  approval  of  the  Commission 
to  the  draft,  and  that  it  would  then  be  signed  by  the  repre¬ 
sentatives  of  the  contracting  States  as  they  received  authority 
from  their  Governments. 

This  course  was  adopted. 

On  the  invitation  of  Col.  Van  Crombrugge,  on  behalf  of  the 
Belgian  Government,  it  was  decided  to  hold  the  next  session 
of  the  Commission  at  Brussels  about  February  20. 


On  October  24  an  official  dinner  by  the  Government  was 
given  to  the  members  of  the  Commission  at  Lancaster  House 
(London  Museum),  when  amongst  those  present  were  The 
Duke  of  Sutherland,  His  Excellency  M.  le  Comte  de  Saint 
Aulaire,  M.  P.  E.  Flandin,  Maj.-Gen.  the  Right  Hon.  J.  E  B. 
Seely,  Baron  Gonsuke  Hayashi,  Maj.-Gen.  Sir  W.  Sefton 
Brancker,  Sir  Walter  F.  Nicholson,  Sir  Wm.  Joynson-Hicks, 
Bart,  M.P.,  M.  Michel  Gavrilovic,  Sir  Edgar  Walton,  M. 
Laurent  Eynac,  Viscount  Max  Vilain  XIV,  Sir  James 
Stevenson,  Sir  IT.  White-Smith,  Lieut.-Col.  Mervyn  O’Gorman, 
Maj.-Gen.  Sir  Frederick  H.  Sykes,  Brig. -Gen.  Shizuma, 
Mr.  A.  LI.  Ashbolt,  Capitaine  de  Corvette  Sabl6,  Lieut. - 
Aviateur  Chevalier  Willy  Coppens,  Col.  Van  Crombrugge, 
Maj.  J.  P.  C.  Sewell,  M.  A.  de  Dordolot,  Col.  E.  Gold,  Col.  J. 
Saconney,  Col.  Cassc,  Col.  L.  F.  Blandy,  Col.  Prince  Pridi, 
Comdr.  F.  A.  Branco,  M.  Okuyama,  M.  George  M61as,  F  H. 
Co’ler,  E.  E.  Beare,  M.  Jean  Youpis,  F.  G.  L.  Bertram, 
M.  Albert  Roper,  M.  A.  B.  Duval,  Capt.  Ogura,  Maj.  Peverel, 
Capt.  Kuwahara,  Dr.  Garsaux,  Col.  C.  B.  Heald,  M  Pepin, 
R.  L.  Megarry,  Capt.  Ragoul  Vargas,  Chief  Eng.  Sabatier, 
Capt.  R.  J.  Goodman-Croucb,  Lieut.  Convents,  F  Handley 
Page,  Maj.  C.  C.  Turner,  G.  Holt  Thomas,  Maj.  T.  E.  Gullick. 
F.  W.  Emmett,  C.  P.  Robertson,  etc.  etc. 

Capt.  F.  E.  Guest,  M.P.,  Secretary  of  State  for  Air  in 
the  late  Government,  should  have  presided,  but  was  prevented 
by  other  political  duties,  and  his  place  was  taken  by  Mr.  Cecil 
Harmsworth,  M.P.,  who  was  Under-Secretary  of  State  for 
Foreign  Affairs. 

The  Chairman,  in  proposing  the  toast  of  "  Our  Guests,” 
explained  that  Capt.  Guest  had  been  carried  away  by  the 
political  gale,  and,  having  a  large  share  of  the  management 
of  the  party  to  which  they  both  belonged,  he  had  been 
compelled  to  go  to  the  country,  and  greatly  regretted  that 
he  was  unable  to  be  with  them.  Capt.  Guest  had  written 
him  a  letter  in  which  he  said  he  hoped  the  work  of  the. 
Commission,  whose  province  was  the  world  and  the  whole 
heavens  falling  within  their  jurisdiction,  would  be  carried 
on  with  the  same  mutual  goodwill  which  had  existed  up  to 
the  present,  and  would  complete  the  tasks  it  had  before  it 
with  every  success.  Proceeding,  Mr.  Harmswrorth  said  that 
in  the  very  early  days  of  aviation,  with  his  friend,  Gen.  Seely, 
he  was  a  member  of  a  House  of  Commons  Committee  estab¬ 
lished  for  the  express  purpose  of  keeping  its  eye  on  the 
Government  and  keeping  it  up  to  the  scratch  in  the  matter 
of  the  provision  of  aircraft.  That  was  the  second  session  of 
that  most  important  Convention.  The  first  was  inaugurated 
in  Paris  by  M.  Poincar6  under  the  most  brilliant  auspices, 
and  he  trusted  that  their  second  session  would  not  be  less 
successful.  He  personally  attached  great  value  to  inter¬ 
national  conferences,  although  he  was  well  aware  that  they 
were  not  now  so  popular  as  they  used  to  be.  But  such 
conferences  brought  together  in  intimate  relationship  repre- 
sentatives  of  different  countries,  and  assisted  in  removing 
predilections  and  prejudices.  He  wras  also  glad  that  they 
were  working  under  the  aegis  of  the  League  of  Nations,  for 
he  had  unbounded  confidence  in  the  future  of  that  body. 
Their  task  of  laying  down  rules  to  govern  aviation  was  no 
easy  one,  but  it  had  great  possibilities.  Anyone  contempla¬ 
ting  the  possibilities  of  warfare  must  conclude  that  unless 
some  means  of  restraining  international  passions  could  be 
found  there  was  no  security  for  mankind.  Aviation,  the 
newest  and  most  progressive  of  the  arts,  was  capable  of  being 
of  the  greatest  benefit  to  mankind  in  the  way  of  establishing 
communications  between  the  nations,  assisting  trade  and 
commerce  and  improving  the  relations  between  the  different 
peoples. 

Responses  were  made  in  French  by  M,  P.  E,  Flandin, 
chief  French  delegate,  and  M.  Laurent  Eynac,  Under-Secretary 
for  Air  in  France. 

H  H 

Connaught  Rooms,  Kingsway.  Officers  who  have  not 
received  invitations  should  apply  to  the  Secretary,  Mr.  A. 
Lloyd-Taylor,  "  Compton,”  Highfield  Road,  Purley. 
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ROYAL  AERO  CLUB  CELEBRATION  DINNER 


At  the  Savoy  Hotel  on  October  26.  the  dinner  given  by  the 
Royal  Aero  Club  to  celebrate  the  British  victory  of  the  Super - 
marine-Napicr  flying  boat  in  the  Jacques  Schneider  Seaplane 
Race  and  the  holding  of  the  Circuit  of  Britain  Air  Race  for 
the  King’s  Cup  was  well  supported  in  spite  of  General  Election 
activities.  Lieut. •Col*  J.  T.  C.  Moore-Brabazon.  Chairman 
of  the  Club,  presided,  the  company  including 
Princess  Ludwig  Lowenstein-Wertheim,  Lady  Llangattock, 
Mrs.  Moore-Brabazon,  M.  P.  E.  Flandin,  Maj, -Gen.  Sir  W.  S. 
Brancker,  K.C.B.,  Lieut -Col.  W.  A.  Bristow,  Capt.  S. 
Cockerell,  A.F.C.,  Flight-Lieut.  L.  H.  Cockey,  Lieut. -Col. 
M.  O.  Darby  and  Mrs.  Darby,  Sir  Walter  De  Frece,  M.P., 
Lieut. -Col,  Spenser  D.  A.  Grey.  D.S.O.,  Brigstocke  Hitching* 
(Chairman,  Bristol  Liberal  Club),  Capt.  H,  B.  Hooper  (Vice- 
Chairman,  General  Steam  Navigation  Co.),  Sir  Samuel  Instone, 
Sir  Henry  White-Smith,  K.B.E.,  Lieut. -Col.  F.'  K.  McQean, 

A. F.C.  (Vice-Chairman,  Royal  Aero  Club)  and  Mrs.  F.  K. 
McClean,  Douglas  Vickers,  M.P.,  J.P.,  F.  Handley  Page, 
Thomas  Paxton  (Lord  Provost,  Glasgow),  H  Scott-Paine, 
Commander  James  Bird,  W.  N  Tribe  (President,  Bristol 
Stock  Exchange),  H.  T.  Vane,  Capt.  F.  L.  Barnard,  Capt. 
H.  C.  Biard,  A.  J.  A.  Wallace  Barr,  R.  Blackburn,  Lieut  -Col. 

L.  F  Blandy,  D.S.O.,  Comm.  F.  A.  Branco,  Capt.  J  C. 
Brooke,  Lieut. -Col.  Casse,  A.  J.  Cobham,  Capt  R,  J.  Goodman 
Crouch,  Lieut. -Col.  I.  B.  Davson,  F.  G.  T.  Dawson,  Mrs. 
Dawson.  Maj.  Gilbert  Dennison,  A.  R.  Dresser,  A.  Duval, 
Maj.  C.  Graziani,  C.  G.  Grey  and  Mrs.  Grey,  Flying  Officer 
Leslie  Hamilton,  D.F.C.,  R.A.F.,  Comm.  G.  Hara,  I.J.N., 

B.  Hinkler,  F.  IT.  Jones,  W.  Kayley,  R,  W.  Kenworthy, 
H.  O.  Lewis,  Flight-Lieut.  W.  H.  Longton.  D.F.C.,  A  F.C., 
and  Mrs  Longton,  J.  Lord,  Flight-Lieut.  F.  L  Luxmoore, 
R.A.F.,  D.  C.  MacLachlan,  W.  O.  Manning,  Lieut.-Col. 
W  Lockwood  Marsh,  Lieut.-Col.  V.  Nicholl,  D.S.O., 

M.  Okuyama.  Squadron-Leader  H.  J.  Payn.  R.A.F.,  H.  E 
Perrin  and  Mrs.  Perrin,  H.  H.  Perry,  M.  W.  Piercey,  H.  J. 
Preston,  Col.  Prince  Pridi,  F.  P.  Raynliam,  G  T.  Richards, 

C.  P  Robertson,  Flight-Lieut-,  V.  A.  H.  Robeson,  M.C., 
A  V,  Roe,  M  Sabatier,  Comm.  Sabl6,  Lieut.-Col.  J.  G.  L. 
Searight,  T.  P.  Searight,  Squadron-Leader  J  P  C.  Sewell, 
R  A.F.,  Maj. -Gen.  Sbizuma,  J.  D.  Siddeley,  S.  Sparkes, 
Mr.  and  Mrs.  Spooner,  B.  Stevenson,  Lieut.-Col.  J.  E.  Tennant, 

D. S.O.,  M.C.,  G.  H«lt Thomas,  Maj.  C.  C.  Turner,  Col.  A.  E.  H. 
Van  Crombrugge,  Viscount  Max.  Vilain  XIV,  Featherstone 
Witty,  J.P.,  etc. 

The  Chairman  proposed  the  toast  of  “  The  King's  Cup 
Air  Race,"  and  expressed  his  regret  that  the  Duke  of  Atholl 
was  unable  to  fill  the  chair  owing  to  his  absence  in  Scotland. 
He  extended  a  welcome  to  the  members  of  the  International 
Commission  on  Aerial  Navigation  now  present  in  London. 
He  wished  to  draw  attention  to  the  fact  that  the  Royal  Aero 
Club,  which  had  been  in  existence  for  over  21  years,  started 
with  lighter -than-air  projects,  and  had  become  concerned 
with  heavier-tban-air  projects,  but  it  was  not  a  necessaiy 
corollary  of  that  policy  that  their  speeches  should  become 
heavier  also.  The  Chairman  referred  to!  the  gliding  contests 
that  have  taken  place,  and  paid  a  warm  tribute  to  the 
energy  of  their  secretary,  Mr.  Perrin,  who,  he  thought, 
was  a  real  dynamic  force,  and  who  within  two  months 
found  a  site,  got  an  organisation  going,  secured  a  representa¬ 
tive  entry,  and  through  the  Aero  Club  the  gliding  record 
was  beaten.  The  presentation  of  the  King’s  Cap  immediately 
called  to  mind  the  name  of  Maj. -Gen.  Brancker,  who  led  a 
double  life,  for  he  was  not  only  Director  of  Civil  Aviation, 
but  also  chairman  of  the  racing  committee.  The  Chairman 
expressed  his  thanks  to  many  others  who  had  been  respon¬ 
sible  for  the  success  of  the  race,  and  said  that  the  handicapping 
was  one  of  the  most  extraordinary  features  of  the  event,  as 
was  seen  by  the  arrival  of  the  machines.  He  paid  a  tribute 
to  the  gentlemen  who  entered  the  race  as  private  individuals, 
mentioning  especially  Mr.  F,  P.  Raynliam,  to  whom  he  wished 
success  next  time. 

The  Chairman  then  presented  the  King’s  Cup  to  Sir  Samuel 
Instone  and  a  cup  to  Capt.  F.  L.  Barnard,  the  pilot,  who 
also  received  a  number  of  prizes  offered  by  newspaper  owneis 
and  corporations  for  the  pilot  who  made  the  best  performance 
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The  Americ  an  Duration  World’s  Record 

It  appears  that  the  splendid  performance  put  up  by 
Lieut.  J.  A.  MacReady  and  Oakley  Kelly  on  October  5-6  last, 
when  they  remained  "  upstairs  "  for  35  hrs.  iS  mins.  30  secs,, 
was  accomplished  on  a  Fokker  F.4  commercial  monoplane 
(400  h.p.  Liberty).  This  machine  is  officially  known  as  the 
Army  Transport  T.2,  and  in  order  to  equip  it  for  long- 


to  their  particular  towns.  Prizes  were  also  handed  to  the 
pilots  who  finished  the  course. 

Sir  Samuel  Instone  expressed  his  thanks  to  His  Majesty 
for  presenting  the  Cup,  to  Gen.  Brancker  for  originating  the 
race  and  to  the  Aero  Club  for  the  excellent  arrangements. 
He  was  certain  that,  the  race  had  given  a  new  lease  of  life 
to  aviation.  It  had  inspired  the  country  with  confidence, 
and  it  was  impressed  with  the  fact  that  no  special  freak 
machines  had  been  built  for  this  race.  The  machines  had 
been  used  in  some  cases  for  years  without  a  single  accident. 
The  public  confidence  was  shown  by  the  fact  that  in  civil 
aviation  now  there  was  scarcely  a  vacant  seat  in  the  machines, 
and  that  the  passengers  travelling  were  not  people  who  were 
touring,  but  business  men  and  women.  A  business  com¬ 
munity  had  realised  that  travelling  by  air  was  safe,  and  he 
thought  they  might  claim  that  the  race  had  done  much  to 
establish  this  confidence  in  the  public  mind. 

Capt.  F.  L.  Barnard,  the  pilot  of  the  De  Havilland  machine, 
in  also  responding,  expressed  himself  whole-heartedly  in 
regard  to  the  valuable  aid  and  work  put  in  by  all  who  were 
associated  with  the  active  part  of  the  race.  Without  them 
be  considered  be  would  have-  stood  but  a  poor  chance. 

Mr.  F.  P.  Raynham,  the  runner-up,  who  was  greeted 
vociferously  and  who  was  awarded  a  silver  cup,  also  briefly 
replied. 

Maj. -Gen.  Sir  W.  S.  Brancker  then  proposed  the  toast  of 
the  winner  of  the  Jacques  Schneider  International  Seaplane 
Race.  "We  are  a  nation  of  sailors,"  said  the  General, 
"  and  we  hope  to  be  a  nation  of  airmen  ;  and  our  achievements 
within  the  last  few  years  in  flying  justify  the  hope  that  we 
are  going  to  be  a  nation  of  airmen.  We  should  therefore  be 
pre-eminent  in  the  operations  of  aircraft,  the  principal  aim 
of  which  is  to  fly  across  the  sea  "  It  was  consequently 
satisfactory  to  know,  continued  the  General,  that  the  Inter¬ 
national  Cup  had  been  won  this  year  by  a  British  Super¬ 
marine  flying  boat,  piloted  by  Capt.  H  C.  Biard.  Our  mastery 
of  the  air  was  due  not  only  t  >  the  great  qualities  of  our  race, 
but  to  our  remarkable  geographical  position  and  our  vast 
overseas  trade.  Our  position  seemed  to  him  to  be  both 
bad  and  good  :  bad,  as  it  must  be  many  years  before  the 
air  traffic  of  the  world  crosses  Great  Britain ;  and  good, 
because  our  Dominions  must  inevitably  demand  navigation 
of  the  air  by  British  aircraft  from  every  quarter  of  the  globe. 
In  the  future  flying  boats  must  play  a  great  part.  In  the 
few  efforts  that  had  been  made  they  had  not  had  a  chance ; 
but  as  the  overseas  demand  increased,  the  flying  boat  must 
come  into  its  own,  and  he  hoped  to  see  Snpermarine  beats 
of  many  horse-power  flying  all  over  the  world, 

Capt.  H.  C.  Biard,  who  flew  the  Supermarine  flying  boat 
to  victory,  was  then  presented  with  a  piece  of  plate. 

Mr.  Scott-Paine,  minaging  director  of  the  Supermarine 
Aviation  Co,,  in  responding,  mentioned  some  of  the  diffi¬ 
culties  and  problems  which  they  had  to  face  before  it  was 
possible  for  them  to  get  to  Naples,  including  the  transport 
question,  which  was  so  generously  solved  by  the  General 
Steam  Navigation  Co.,  who  not  only  sailed  out  of  their  course 
to  pick  up  the  seaplane,  but  were  content  to  receive  payment 
in  the  glory  of  assisting  a  British  machine  to  bring  back  the 
Trophy  to  these  shores. 

Mr.  H.  T.  Vane,  managing  director  of  Messrs.  D.  Napier 
and  Son,  who  also  helpfully  suppbed  one  of  their  splendid 
engines,  in  also  acknowledging  the  toast,  strongly  urged  that 
a  little  solid  encouragement  should  be  accorded  by  the 
Government  to  the  makers  of  engines  and  machines  in 
contests  of  this  character,  to  enter  and  build  craft  which 
would  help  to  secure  British  supremacy  in  the  air.  This 
was  done  by  other  nations,  notably  France,  by  not  only 
subsidy,  but  by  the  purchase  of  the  successful  machines  and 
the  placing  of  orders  for  replicas — a  practical  method  of 
ensuring  progress  with  every  chance  of  obtaining  the  best 
that  brains  could  devise. 

The  toast  of  "  The  Guests  "  was  humorously  put  by  Lieut.- 
Col.  Frank  McClean,  M,  P.  E.  Flandin  responding  in 
French.  A  vote  of  thanks  to  the  Chairman  concluded  a  very 
pleasant  evening. 

E  E 

distance  flights,  the  following  modifications  were  made :  A 
tank  holding  750  gals,  or  4,500  lbs.  of  fuel  was  installed  in 
the  cabin,  leaving  sufficient  room  for  the  "  spare  ”  pilot.  A 
door  was  cut  in  the  forward  wall  of  the  cabin  to  enable  the 
pilots  to  change  places,  and  an  extra  control  was  installed  in 
the  cabin,  from  which  the  machine  was  controlled  while  the 
pilot  left  his  cockpit. 
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CORRESPONDENCE 

The  Editor  does  not  hold  himself  responsible  for  opinions  expressed  by  correspondents.  The  names  and  addresses  of  the  writers, 
not  necessarily  for  publication,  must  in  all  cases  accompany  letters  intended  for  insertion  in  these  columns. 


SCRAP  THE  LOT 

12062  I  read  with  interest  Prof.  Bairstow’s  lecture  on 
Prot.  Langley’s  work,  and  am  glad  to  see  he  has  brought 
forward  the  case  against  the  British  administrative  system  of 
scientific  control.  I  trust  the  matter  will  be  pressed  home 
until  research  workers  get  justice  and  fair  play.  When  one 
has  had  experience  of  the  system  operating,  it  is  easily  under¬ 
stood  why  Britain  lags  behind  in  advanced  design.  Why 
should  men  who  have  specialised  on  a  particular  branch  of 
research  work  be  left  to  the  tender  mercies  of  some  officials 
whose  knowledge  in  many  cases  is  only  superficial,  and  limited 
to  a  subject  which  is  common  property.  At  the  present  stage 
of  agitation  for  reform,  and  as  far  as  some  twenty  years’ 
experience  with  official  experts  is  concerned,  I  think  the 
following  may  be  interesting  to  some  Flight  readers. 

T11  1902  I  patented  the  first  heavier-than-air  machine  fitted 
with  slotted  planes,  the  angle  of  incidence  of  which  could  be 
varied  by  the  aviator  in  flight  for  fast  or  slow  flying.  This 
design  won  the  first  prize  presented  by  the  President  of  the 
Aeronautical  Society,  but  was  turned  down  by  the  official 
experts.  In  1907  I  designed,  built  and  flew  the  first  two  all- 
metal  aeroplanes  at  the  Daily  Mail  Competition  at  the 
Alexandra  Palace.  The  machines  had  no  struts  or  wire 
bracing,  embodied  the  tractor  propeller  hemispherical  entry, 
enclosed  streamline  body  with  non-lifting  tail  and  hinged 
elevating  flaps.  (Bleriot,  at  a  much  later  date,  flew  with  a 
lifting  tail,  which  was  afterwards  found  to  be  wrong  in  prac¬ 
tice.)  The  late  Hon.  Charles  Rolls,  in  describing  machines  in 
the  Daily  Mail  at  that  date,  said  my  system  of  construction 
would  be  extensively  used  in  the  future.  The  Farnborougli 
experts  thought  otherwise,  and  turned  it  down,  preferring  to 
play  about  with  bamboo  poles,  bits  of  string  and  canvas. 
Prof  Junker  developed  the  idea  in  T918,  followed  by  Short 
Brothers  in  1920. 

This  year  1  submitted  to  the  Research  Department  of  the 
Air  Ministry  a  new  type  of  multo-ported  oscillating  split  ring 
valve,  gear  for  aero  engines,  the  chief  feature  of  which  is  that 
the  ports  in  the  valve  register  alternately  with  the  inlet  and 
exhaust  passages,  and  the  design  of  the  cylinder  head  is  such 
that  paraffin  can  be  effectively  vaporised  without  heating  the 
induction  pipes.  The  back  face  of  the  valve  is  both  water 
and  air  cooled.  The  interior  of  the  valve  is  wholly  swept  by 
the  cool  gases  on  the  induction  stroke  ;  this  means  that  the 
valve  and  combustion  chamber  can  be  kept  moderately  cool, 
and  introduces  the  possibility  of  higher  compression  with 
increased  efficiency  without  fear  of  pre-ignition.  It  has  large 
free  ports,  and  is  positively  operated  by  standard  practice  cam 
gear,  has  few  working  parts,  light,  simple,  silent  and  accessible. 
The  Air  Ministry’s  engine  experts  graciously  admitted  that 
many  of  my  claims  were  justified,  but  said  they  bad  no  money 
for  this  type  of  experiment.  What  is  more  important  in  an 
aero  engine  than  safety  from  fire,  and  a  reliable  valve  which 
oijce  it  is  installed  like  a  sleeve  valve,  requires  no  further 
adjustment  or  grinding.  They  concluded  their  remarks  by 
judging  the  merits  of  the  design  from  the  performance  of  a 
poppet  valve  aero  engine  (presumably  because  they  had  had 
no  experience  with  any  other  type  of  valve  gears),  overlooking 
the  fact  that  the  working  conditions  are  entirely  different, 
and  turned  the  design  down  on  the  following  objections  : — 

Heat,  and  lubrication,  and  pressure  on  the  valve.  (1)  Heat, 
because  they  find,  the  oil  gets  burnt  in  an  aero  engine  by  the 
hot  piston,  which  is  neither  water  nor  air  cooled  on  its  driving 
face.  They  concluded  the  oil  behind  roy  valve  must  also  get 
burnt,  although  it  is  wholly  water  and  air  cooled  on  its  back 
face,  and  wholly  cooled  internally  at  each  suction  stroke, 
(2)  At  the  point  of  exhaust  opening  the  pressure  in  the  com¬ 
bustion  chamber  would  be  nearly  50  lbs.  per  square  inch.  It 
would  be  realised  ,  the:  e fore, I  cha  t  the  friction  against  which  the 
valve  has  to  be  moved  would  be  very  large  and  the  danger  of 
seizure  ever  present.  Answer  :  I  do  not  intend  to  open  or 
move  the  valve  when  there  is  a  pressure  of  50  lbs.  per  square 
inch  in  the  combustion  chamber.  This  to  my  mind  is  a 
wicked  waste  of  energy,  and  can  be  avoided  with  this  valve 
gear.  J  know  irt  is  done  in  high-speed  aero  engines,  but  why  ? 
Because  with  spring-returned  valves  the  actual  closing  is 
unknown,  and  the  valve  heads  have  a  baffling  effect  on  the 
gases.  In  my  long-stroke,  high-compression  positively 
operated  large  free  port  engine  I  can  afford  to  keep  the  valve, 
stationary,  opening  late  wrhen  the  pressure  drops  below'  20  lbs. 
which  it  will  do  in  my  engine,  because  of  higher  compression 
ratio  and  long  stroke  ;  also  keep  the  inlet  valve  open  late, 
because  I  know  definitely  when  the  exhaust  and  inlet  ports 


arc  closed.  Oil  grooves  are  cut  in  the  back  face  of  the  valve  ; 
the  suction  and  pressure  strokes  insure  that  there  will  always 
be  a  film  of  oil  pulsating  between  the  valve  and  cylinder  head. 

In  conclusion,  is  it  fair  to  compare  an  engine -with  a  positive 
timing  against  one  with  a  partially  theoretical  one  ?  Can  a 
valve  which  is  perfectly  cooled  get  as  hot  as  a  piston,  which 
is  only  cooled  where  there  is  the  least  heat  ?  Can  a  valve 
which  is  split  and  perfectly  lubricated  seize  in  its  bearing  ? 
I  leave  it  to  Flight  readers  to  judge.  I  don’t  blame  the 
gentlemen  of  Kingsway  for  the  attitude  they  take  up.  It  is 
not  their  fault ;  it  is  the  system  operating.  They  are  not 
sure  of  their  ground  off  the  beaten  track,  so  in  order  that  they 
should  make  no  mistakes,  they  turn  advanced  ideas  down, 
fervently  hoping  that  nothing  more  will  be  heard  of  them 
while  they  are  in  office 

William  Cochrane 

PILOT  BALLOONS  AND  GLIDING 

[2063]  Whilst  investigating  the  structure  of  the  atmo¬ 
sphere  by  observing  the  rate  of  ascent  of  pilot  balloons  at 
Pyrton  Hill  in  1910-11,  Mr.  J.  S.  Dines  observed  a  peculiarity 
in  the  movement  of  the  balloons  which  might  possibly  be  of 
great  assistance  to  motorless  aviators. 

It  was  found  that  a  balloon  when  released  from  the  ground 
always  ascended  at  a  greater  velocity  than  that  determined 
from  its  physical  properties  for  its  ascent  in  still  air.  The 
excess  velocity  was  found  to  decrease  as  the  balloon  gained 
height.  These  facts  have  also  been  noted  by  independent 
observers  in  France  and  Germany. 

The  explanation  offered  by  Mr.  Dines  was  that  the  balloons 
when  near  the  ground  naturally  find  their  way  into  ascending 
currents,  since  thes'e  must  be  continually  fed  from  below. 

Use  can  be  made  of  this  in  gliding  experiments  by  releasing 
a  number  of  balloons  from  such  a  place  that  they  will  drift 
tow’ards  the  pilot’s  starting-point. 

By  gliding  towards  any  balloon  the  pilot  would  greatly 
increase  his  chance  of  finding  a  region  of  ascending  air. 

To  obtain  the  best  results  it  would  be  necessary  to  use 
balloons  with  a  negligible  rate  of  ascent  in  still  air. 

The  chief  difficulty  of  course,  -would  be  in  spotting  the 
balloons,  but  out  of  a  large  number  it  should  be  possible  to 
see  two  or  three. 

Alan  Smith 

SOARING  FLIGHT. 

2064]  On  October  16  I  saw  the  fulfilment  of  an  old,  old 
dream.  Twelve  years  ago.  while  convalescing  at  St.  Leonards, 
the  seagulls  gave  a  gliding  exhibition  for  ray  special  benefit, 
and  I  described  the  flight  of  those  gulls  and  how  they  could 
be  copied  by  men  on  gliders  if  they  bail  the  necessary  skill. 
I  had  not  realised  how  soaring  could  be  carried  on  for  miles 
along  a  range  of  hills  until  those  gulls  supplied  the  key.  The 
following  extract  from  The  Field  of  January  15,  1910,  may 
be  of  interest  at  the  present  time  : — 

”  .  ,  .  The  seagulls  at  St.  Leonards-on-Sea  have  since 

enlightened  me  by  demonstrating  without  question  the  possi¬ 
bility  of  soaring  flight  under  certain  conditions  of  wind,  when 
a  glider  once  launched  might  be  flown  for  perhaps  10  miles 
in  one  direction  and  back  again  to  the  starting  point,  There 
was  a  south  wind  blowing  directly  on  to  the  sea  front  and  in 
order  to  pass  this  barrier  the  wind  had  to  rise  in  a  huge  wave 
over  the  houses  and  the  hills  behind.  In  similar  conditions 
I  have  often  seen  these  birds  sitting  on  the  wave  with  their 
heads  towards  the  wind,  but  on  this  occasion  a  number  (per¬ 
haps  a  hundred)  of  gulls  were  soaring  without  moving  their 
wings  and  yet  travelling  from  east  to  west.  The  birds  flew 
in  detachments  of  ten  to  fifteen,  and  this  in  somewhat  open 
order,  so  that  they  were  spread  over  a  considcral  le  portion 
of  the  wave.  It  was  very  noticeable  that  those  which  flew 
lowest  were  most  affected  by  eddies,  whilst  those  soaring  at 
about  300  ft.  had  fewer  difficulties  in  advancing.  Instead  of 
the  birds  being  head  to  wind  as  they  would  be  if  floating  only, 
they  were  turned  to  an  angle  of  about  45°  to  the  west,  thus 
pointing  to  the  fact  that  half  the  supporting  power  of  the 
wave  was  being  used  by  them  to  travel  from  east  to  west, 
the  remaining  margin  being  sufficient  for  their  support  at  a 
constant  altitude,  I  watched  these  birds  travelling  to  the 
west  until  they  arrived  at  the  end  of  the  sea  front,  where 
both  houses  and  hills  terminate,  and  then  these  living  gliders 
simply  turned  their  tails  and  heads  to  an  angle  of  45 0  in  the 
opposite  direction,  and  came  sailing  back  over  my  head 
towards  Hastings,  Now,  none  of  these  birds  did  anything 
that  an  expert  on  a  glider  could  not  do,  viz.,  balance  and 
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steer,  and  I  can  therefore  sec  no  reason  why  a  man  with  this 
duplex  skJLl  should  not  have  spent  the  morning  on  a  glider 
over  the  esplanade,  instead  of  employing  the  usual  bath-chair 
method  of  locomotion.  It:  would,  of  course,  be.  necessary  to 
be  launched  on  to  the  wind  wave ;  but  this  could  be  done  at 
the  to]i  of  the  hill,  although  possibly  not  without,  danger  at 
St.  Leonards.  But  there  are  hundreds  of  other  ranges  of  hills 
in  England  where  the  wind  rises  in  the  wave-like  form,  and 
where  the  launching  could  be  effected  with  comparative 
safety.  It  is  quite  conceivable  for  gliding  matches  to  take 
place  in  the  near  future,  the  greatest  skill  being  shown  by  the 
aviator  who  utilises  the  maximum  of  the  wind  wave  for  travel 
and  the  minimum  for  support.  1  fear,  however,  f  am  looking 
too  far  into  Lho  future;  travelling  by  gliders  can  only  come 
alter  expert  manipulation  of  motor  driven  aeroplanes,  and 
that  art  is  at  present  still  in  its  infancy. 

’’  Griffith  Brewer." 

The  time  has  now'  come  when  soaring  on  gliders  is  possible, 
because  aircraft  pilots  have  acquired  in  the  past  ten  years, 
mainly  during  the  War,  that  expert  manipulation  of  motor 


driven  aeroplanes  which  was  necessary  as  a  prelude  to 
successful  gliding  and  soaring  on  the  air. 

The  glider  which  made  the  most  impressive  flight  1*11  Oct.  to 
did  more  than  fulfil  the  forecast  of  twelve  years  ago.  Its 
design  carried  the  sport  back  twenty  years,  in  the  time  when 
Wilbur  and  Orville  Wright  were  learning  to  fly  011  their*  glider 
at  Kitty*  Jlawk.  The  glider  was  a  biplane,  with  warping 
wings  and  skids  instead  of  landing  wheels,  similar  in  principle 
to  those  made  by  the  Wrights,  who  first  controlled  their 
flights  so  as  to  make  it  possible  to  fly  again  a  hundred  times 
and  live  to  tell  the  tafe.  We  have  to  thank  our  Continental 
neighbours  for  reviving  the  art  by  introducing  gliding  as  a 
popular  sport,  because  no  doubt  if  it  had  been  revived  by 
Englishmen  or  Americans,  it  would  not  have  been  greeted 
with  the  enthusiasm  which  we  see  today. 

It  is  interesting  also  to  recall  that  Orville  Wriglit.  with 
Col  Alec  Ogilvic,  the  giver  of  a  prize  in  the  present  contests, 
set  up  a  record  of  ten  minutes'  soaring  flight  eleven  years  ago, 
and  this  remained  a  world's  record  for  ten  years. 

Griffith  Brewer 


Married 

Herbert  Denny  Patterson  (late  Hampshire  Regt.,  and 
R.F.C.),  fourth  son  of  Mr.  John  Patterson,  of  Aldershot,  was 
married  on  October  23,  at  Holy  Trinity,  Margate,  to  Margaret 
Cecille,  second  daughter  of  the  late  Mr.  Cecil  Watt  Suther¬ 
land  and  Mrs.  Sutherland,  of  "  Lalsden,"  Cornwall  Gardens, 
Cliftonviiic,  Margate. 

The  marriage  between  A.  E.  Lionel  Skinner,  M.C.,  late 
Capt.,  R.A.F.,  son  uf  Mr.  and  Mrs.  Skinner,  of  15,  Norfolk 
Crescent,  W.  a.  and  Elsie,  daughter  of  Dr.  and  Mrs.  Sturridge. 
of  127.  Dartmouth  Road,  X.W.  2,  took  place  at  St.  James’s 
Church,  Spanish  Place,  on  October  25. 

Nicholas  Wvndham  Wadham,  Flight  Lieut.  R.A.F.,  eldest 
son  of  Mr.  and  Mrs.  John  Charles  Wadham,  of  Shanklin. 
Isle  of  Wight,  was  married  on  October  21,  at-  St.  Johu’s 
Church.  Smith’s  Square,  Westminster,  to  Agnes  Moira 
elder  daughter  of  the  late  William  Tii.lie  and  Mrs.  'I'd lie, 
of  Els  tow,  Jxmdonderry. 

To  be  Married 

The  marriage  of  Edward  Morton  Drummond,  Black  Watch, 
attached  R.A.F.,  and  Daphne  Taylor  will  take  place  very 
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quietly  at  the  Chapel  Royal,  Savoy,  on  Friday,  November  10, 
at  half-past  eleven  o’clock,  from  her  aunt’s  house,  39,  Cur /.on 
Street 

The  engagement,  is  announced  between  Allan  L  A. 
Perry- Keene,  of  the  RAF.,  eldest  son  of  Mr.  L  H,  A, 
Perry- Keene,  of  Rcdnal,  Birmingham,  and  Katrine  Lucy. 
only  daughter  of  Mr.  C.  A.  Silberrad,  I.C.S.  (retired),  and 
Mrs.  Silberrad,  of  Park  House,  Combe  Martin.  \  Devon. 

Items 

The  will  of  the  late  Mr.  Joseph  Donald  SaoaR,  of  Heath 
ViUas,  Halifax,  Yorks,  a  director  of  J.  Sagar  and  Co.,  Ltd., 
saw-mill  engineers.  Canal  Works,  who  was  killed  in  an 
aeroplane  disaster  in  France,  has  been  proved  at  ^38,034. 

Edwin  Cleary,  of  the  Savage  Club,  John  Street,  Adelphi. 
W.C.,  actor,  inventor  aDd  journalist,  who  was  at  one  time 
manager  for  Pau Ilian,  the  French  airman,  and  who  died 
suddenly  at  Kuston  Station  on  August  3,  aged  04,  left  no 
will,  his  property  being  valued  at  /100. 

The  will  of  the  late  Percy  James  Evans,  of  Dale  House, 
Russell  Road,  Moseley,  and  John  Bright  Street,  Birmingham, 
motor  agent,  who  was  killed  in  an  aeroplane  accident  at 
Saverne,  Alsace,  on  July  i<>,  has  been  proved  at  /41,  2 19  gross 
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THE  LONDON-CONTINENTAL  SERVICES 

FLIGHTS  BETWEEN  OCTOBER  22  AND  OCTOBER  28,  INCLUSIVE 
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2  r8 

Fokker  H-NABS  (2h.  2m.) 

F*  (5)* 

Manchester  Croydon  - 

6 

45 

3 

*2 

(> 

6  2o 

D.H.  34G-EBBQ  (5I1.  42m.) 

t>-H.  34  (3). 

Amsterdam 

J'LH.  3+  (3). 

Amsterdam  -Croydon 

6 

30 

6 

— 

6 

5  *5 

D.H.  34  GKBBQ  (4h.  43m.) 

Manchester 

Total  for  week 

*  Not  including 

84 

4*  pri 

366 

vate 

36 

"  Aig 

55 

hts. 

80 

|  Including  certain  journeys  when  stops  were  made  en  routr. 

X  Including  certain  diverted  journeys. 

Av.  =  Avro.  B  =  Breguet.  Br.  =  Bristol.  Bt.  =  B.A.T.  D.H.4  =  De  Havilland  4,  D.IT.9  (etc  ), 
p.  =  Fokker.  Fa.  =  Farman  F.50.  G.  =  Goliath  Farman.  H.P.  =  Handley  Page.  M,  =  Martmsyde.  Sp.  =  Spad. 
Vi.  =  Vickers  Vimy.  Vu.  =  Vickers  Vulcan.  W.  =  Westland. 

The  following  is  a  list  of  firms  running  services  between  London  and  Paris,  Brussels,  etc.  etc.: — Co.  des  Grandes 
Expresses  Adriennes;  Daimler  Hire,  Ltd.;  Handley  Page  Transport,  Ltd.;  Instone  Air  Line;  Koninklijkie  Luchtvaart 
Maatschappij  ;  Messageries  Adriennes. 
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How  some  people  are  misunderstood  in  their  public 
utterances  ;  or  is  it  that  present-day  tabloid  reporting  at 
limes  summarises  twenty  lines  into  three  or  so,  with  the 
quite  conceivable  results  of  mutilation  of  a  statement  as 
originally  uttered  ?  In  this  respect  Lord  Robert  Cecil  appears 
to  have  been  a  very  much  maligned  victim.  Speaking  the 
other  day  at  a  League  of  Nations  demonstration,  he  said 
he  was  supposed  to  have  advocated  the  possession  by  the 
League  of  a  great  fleet  of  aeroplanes,  which  should  go  and 
bomb  the  cities  of  any  State  supposed  to  be  a  wrong-doer 
until  its  cities  were  rendered  uninhabitable.  A  more  wild 
travesty.  Lord  Robert  explained,  of  any  observation  he  had 
made  could  not  be  imagined.  He  did  say  that  in  the  next 


lx  is  to  be  hoped  the  expose  of  Mr.  Claude  Grahame-White  of 
the  slackness  of  Post  Office  officials  to  the  actualities  of 
air-post  services  may  bring  about  its  due  reward.  It  is  little 
use  the  P.M.G.  putting  forth  his  strength  in  encouraging  the 
air  mail  if  the  horde  of  minor  officials  are  too  bored  to  absorb 
particulars  of  the  regulations.  Nailing  down  the  actual 
post  offices  at  fault,  as  Mr.  Grahame- White  does,  is  a  welcome 
departure  which  can  only  lead  to  future  alertness. 


Sir  John  Norton-Griffiths,  Unionist  M.P.  for  Central 
Wandsworth,  has  always  been  a  keen  believer  in  aviation. 
Therefore,  his  characteristic  cablegram  from  South  America, 


THE  HANDLEY  PAGE  “  HANLEY  ”  TORPEDO  ’PLANE  :  The  front  view  gives  a  very  good  idea  of  the  divided 
undercarriage  which  gives  accommodation  for  the  torpedo.  The  machine  is  fitted  with  slotted  planes,  and  has 
slotted  ailerons,  which  are  found  to  be  effective  right  up  to  the  stalling  angle. 


war,  so  far  as  he  could  see,  there  was  nothing  to  prevent  the 
bombing  of  cities  so  that  they  would  be  uninhabitable,  but 
that,  on  the  contrary,  the  advances  of  science  had  made 
such  an  operation  not  only  practicable,  but  almost  easy, 
that  the  greatest  bomb  dropped  in  London  was  a  hundred 
times  smaller  than  the  bombs  already  invented,  and  that 
the  threat  to  civilisation  of  an  air  attack  in  the  future  was 
something  which  anyone  who  realised  it  might  well  tremble 
at  and  fear  lest  it  should  be  repeated.  He  did  say  that,  but 
he  never  suggested  that  the  League,  of  all  institutions  in  the 
world,  should  take  the  lead  in  such  a  barbarous  thing  as  that. 

Those  who  know  Lord  Robert  could  hardly  have  accepted 
as  his  words  the  mis-statement  when  originally  made.  But  it 
is  just  as  well  to  record  the  actual  sense  of  his  words, 


"  Keep  the  home  fires  burning.  Propose  to  fly  home  over¬ 
land  from  Lisbon  and  save  two  days,”  immediately  upon  his 
hearing  of  the  general  election,  was  just  what  might  have 
been  expected  from  him.  Here's  to  bis  success,  with  the 
meanwhile  active  campaigning  on  his  behalf  of  Lady  Norton- 
Griffiths. 

With  the  re-opening  of  the  London-Brussels- Cologne 
air-mail  announced  by  the  G.P.O.,  we  would  once  again 
ask,  When,  oh,  when  are  those  air-mail  stamps  going  to 
arrive  ?  It  is  just  a  little  fillip  of  this  nature  that  often 
inspires  participation  in  supporting  directly  the  early  private 
enterprise  which  has  been  the  means  of  building  up  the  great 
British  Empire.  Aerial  stamps  are  a  silent  but  very  practical 
form  of  advocacy. 
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THE  CASE  FOR  METAL  CONSTRUCTION 

By  JOHN  D.  NORTH,  F.R.Ae.S. 


(' Continued,  from  last  week.) 


An  attack  on  this  problem  of  local  instability  by  rigid 
analytical  methods  is  outside,  the  scope  of  mathematical  pro¬ 
cesses  today,  at  least  so  far  as  the  complex  forms  demanded 
for  engineering  reasons  and  indicated  by  experimental  results 
are  concerned.  At  the  same  time  the  elastic  properties  of 
those  materials  ( e.g cold  worked  steels  and  hardened  and 
tempered  alloy  steels)  which  are  most  suitable,  are  far  removed 
from  the  simple  proportionality  necessarily  assumed  in 
elasticity  problems.  In  spite  of  this  we  can  obtain  valuable 
guidance  by  reference  to  two  simple  cases  for  which  mathe¬ 
matical  solutions  have  been  obtained.  1  do  not  mean  that 
because  the  cases  are  relatively  simple  compared  with  those 
of  the  actual  structural  members  which  we  are  discussing  that 


the  problems  arc  simple  ones.  Anyone  can  disabuse  his  mind 
of  this  idea  by  looking  up  the  ref  erences. 

Case  (a). — A  flat  rectangular  plate  loaded  uniformly  in  its 
plane  and  supported  at  its  edges. 

Case  ( b ) — A  uniformly  loaded  circular  tube. 

(a)  A  method  of  obtaining  this  result,  first  discovered  by 
Prof.  G.  Id.  Brian,  is  given  in  "  The  Mathematical  Theory  o’f 
Elasticity,"  by  Prof.  A.  E.  H.  Love,  on  p.  540  of  the  third 
edition.  A  flat  rectangular  plate  of  thickness  2 h,  and  of 
sides  2 a  and  2 b,  is  assumed  supported  freely  at  its  edges 
against  motion  perpendicular  to  its  plane,  and  subject  to 
uniform  compressive  loads  Px  and  P2  per  unit  length  of  edge. 


Assuming  perfect  elasticity,  in  a  state  of  neutral  equilibrium 
the  plate  can  distort  by  displacements  perpendicular  to  its 
plane  into  a  series  of  double  sine  waves,  provided  the  following 
relationship  holds  : — 

Pj  (ni2ja2)  -p  Pj  (n-jb2)  —  1/4  Dir2  (m -/a2  -p  n  2 jb ®) 2 

In  the  above  m  and  n  are  integers  expressing  the  number 
of  half  waves  into  which  the  lengths  2a  and  2b  are  divided 
respectively,  and  arc  those  which  give  the  lowest  values  for 


Critical  Stress  in  Outer  Compression  Fibres  of  Strut  or  Beam. 

Critical 

Identification 
composition. 


Material. 


Spruce  . . 

H  ard  rolled 
al.  strip. 


Spec.  2  VI 
L.  4 — A.L.  98% 


Critical  Specific  stress. 
stress,  gravity.  Specific 
gravity. 

2 ' 01  0*45  4-47 

8  2*6  3-08 


Al.  alloy  strip  . . 

Cu.  4-o%  'j 

Duralumin 

Mn.  0- 5%  y 

i3’5 

2-85 

4’ 74 

Mg.  0*5%  J 

FI  T.  Alum,  alloy 

L,  29 

19 

3’  15 

6 

Spec.  S.  3. 

Mild  steel 

C.  o-  2%  normal¬ 

18 

7-8. 

2-31 

ised. 

fC.  o*i%. 

Plain  carbon  .  . 

J.  cold  rolled 

28 

7'S 

3*59 

t  blued 

24 

7*8 

3‘°8 

Spec.  S.  44. 

B.  and  P.  test 

C.  o’ 4%,  blued 

35 

7-8 

4 ’49 

Alloy  steel  strip 


results. 

Spec.  S.  43. 
fC.  0-2% 

I  Mn.  o-  4% 

\  Ni.  3 -5% 

I  Cr.  i-o% 
IVa.  o-i% 

Spec.  S.  40. 
fC.  o*3% 

Hardened  and  J  *%, 

tempered. 

LVa.  o-i% 


4° 


7-8 


65 


7-8 


5‘*3 


8'33 


Note. — Except  where  otherwise  stated  the  figures  are  for 
B.E.S.A.  specification. 


Pj  and  P2.  D  is  the  "  flexural  rigidity"  of  the  plate,  aud  is 
equal  to  2E/i3/3  (1— n-2),  where  E  is  Young’s  modulus  and  cr 
is  Poisson's  ratio  for  the  material. 

For  our  purpose  we  consider  an  infinite  flat  strip  of  thick¬ 
ness  t,  and  of  breadth  B.  freely  supported  along  its  edges  and 
loaded  parallel  to  its  length  only  by  a  uniform  compressive 
stress  of  intensity  p. 


\ 


Let  the  half  wave-length  in  the  longitudinal  direction  be  l 
Then  in  the  above  equation  :- 
2  aim  =  l 

2b'  =  B 

Pi  -  Pi 

P.  «  O 


and 


ih 

D 


pt  x  4/P  = 


=  Y 

-  EYS/I2  (i  —  <r2) 
E/M  (j_  4W2V 
48(1  ~62)  *  \/s  +  Ba  / 


7T*  E  P 

For  a  minimum  n  =  I  and  /  =  B  giving  p  —  ^  —6-)  X  13* 

The  constant  term  in  this  expression  is  of  limited  practical 
value,  but  the  result  is  important  as  indicating  the  manner  in 
which  the  variables  involved  are  to  be  taken  into  account. 


(b)  This  case  is  examined  fully  by  Mr.  R.  V.  Southwell  in 
his  paper  on  "  The  General  Theory  of  Elastic  Stability  ” 
(Phil.  Trans.  Roy.  Soc.,  Ser.  A.,  Vol.  213).  It  is  sufficient  for 
our  purpose  to  note  that  the  critical  stress  in  a  tube  of  radius 
R  for  all  forms  of  failure  is  proportional  to  E  t( R. 

'These  results  and  a  consideration  of  the  general  theory  of 
thin  shells  indicate  the  factors  governing  the  intensity  of 
stress  at  which  instability  will  occur. 

Firstly  this  stress  is  proportional  to  the  value  of  E.  In 
those  classes  of  steels  where  there  is  a  well-defined  yield  point 
shortly  after  the  limit  of  proportionality  is  reached  the 
meaning  of  this  is  very  simple.  At  the  yield  point  E 
"  collapses  ”  and  so  does  the  shell  Provided  thickness/  radius 
of  curvature  is  above  a  certain  figure  its  value  has  practically  no 
influence  on  the  stress  at  which  instability  occurs.  But  with 
cold  worked  and  hardened  and  tempered  materials  the  case 
is  different.  The  limit  of  proportionality  may  be  very  low, 
and  the  rate  of  change  of  curvature  of  the  stress  strain  curve 
is  very  slow.  An  endeavour  has  been  made  to  define  some 
structurally  important  stress  to  meet  this  difficulty,  and  the 
result  of  these  efforts  is  incorporated  in  the  B.E.S.A.  specifi¬ 
cations  S40  and  S43  under  the  term  "  proof  ”  stress,  which  is 


defined  as  follows. 

The  proof  stress  is  the  greatest  load  per  square  inch  which, 
when  applied  to  the  test  piece  for  15  seconds  and  removed, 
produces  a  permanent  extension  of  not  more  than  o-i  per 
cent,  of  the  gauge  length,  The  proof  stress  shall  be  deter¬ 
mined  upon  a  test  piece  having  a  gauge  length  of  exactly 
4  ins.  When  a  stress  of  40  tons  per  square  inch  is  applied  to 
the  specimen,  and  maintained,  the  total  temporary  extension 
of  the  gauge  length  must  not  be  greater  than  0-017  and 
when  a  stress  of  50  tons  per  square  inch  is  applied  to  the 
specimen  and  maintained,  the  total  extension  of  the  gauge 
length  while  under  load  must  not  be  less  than  0-020  in. 

It  has  been  customary  for  some  time  to  identify  this  stress 
with  the  maximum  realisable,  in  a  thin  walled  structure,  how¬ 
ever  small  the  curvature  might  be  with  respect  to  the  thick¬ 
ness  of  the  shell  and  the  "  free  ”  length  of  the  arc.  From 
considerations  already  indicated  this  is  not  correct,  and  indeed 
"  proof  ”  stress!  can  only  have  a  significant  bearing  on  the 
stress  at  which  failure  by  crinkling  will  occur  if  the  slope  of 
the  stress-strain  curve  of  a  given  material  is  always  constant 
at  the  proof  stress.  This  opens  up  what  is,  I  believe,  a  new 
method  of  examining  the  structural  properties  of  a  material, 
namely,  by  a  consideration  of  its  elastic  properties  over  the 
whole  of  its  stress  range.  The  term  “  elastic  "  is  used  here  in 
the  same  loose  sense  that  “  E  "  has  been  used  for  the  slope  of 
the  stress-strain  curve  beyond  the  limits  of  proportionality 
and  into  the  region  of  plastic  deformation.  So  far  as  the 
immediate  problem  is  concerned,  although  it  is  of  some  import¬ 
ance  whether  the  extension  is  clastic  or  plastic,  there  are 
good  grounds  for  believing  that  the  limit  of  proportionality  is 
not,  in  all  classes  of  steel,  necessarily  the  dividing  line  between 
these  two  states.  The  alternative  to  the  loose  use  of  these 
terms  is  either  unnecessary  verbosity  or  a  "  specially  invented 
terminology,”  and  I  feel  that  laxity  is  the  least  of  the  three 
evils,  and  that  there  is  little  danger  of  being  misunderstood. 

I  suggest  that  the  physical  properties  of  a  material,  so  far 
as  the  ”  critical  "  stress  in  a  thin-walled  member  is  concerned,  are 
best  represented  by  the  first  differential  of  the  stress  strain 
curve  with  respect  to  stress.  Fig.  3  shows  such  a  curve, 
together  with  the  stress-strain  curve  from  which  it  is  derived, 
for  a  nickel-chrome  steel  hardened  and  tempered  at  300  G. 
There  are  obvious  difficulties  in  preparing  such  a  curve  where 
the  mechanical  errors  of  graphical  differential  are  super¬ 
imposed  on  the  inevitable  inaccuracies  of  strain  measurement, 
but  the  broad  significance  of  such  a  method  of  presentation 
may  be  appreciated  by  a  reference  to  Fig.  4,  where  the 
*'  elasticity-stress  "  curves  are  given  on  a  more  convenient 
scale  for  three  nickel-chrome  steel  specimens  (A)  fully 
hardened,  (B)  hardened  and  tempered  at  300  C.,  (C)  hardened 
and  tempered  at  500  C.  (B)  is  taken  from  Fig.  3. 

Fig.  5  gives  the  same  curves  for  the  following  material  : — 


Steel  D — Cold-worked  steel  blued  at  100°  C. 
Steel  E — Cold -worked  stainless  iron  (not  blued). 
Brass — Muntz  metal  (cold-drawn). 

Proof  Stress. 


Tons  per 

Tons  pec 

Sq.  In. 

Sq.  In. 

Steel  B.q 

05-75 

E. 

1,300 

„  B.6 

70-5 

E. 

5,400 

„  B.i 

. .  66*25 

E. 

4,300 

„  E. 

48*5 

E. 

3,600 

„  D. 

40-75 

E. 

, .  2,900 

Brass 

14-75 

E. 

.  .  100 

From  this  it  will  be  seen  that  there  is  no  simply  defined 
critical  stress,  and  that  by  varying  the  curvature  to  the  thick¬ 
ness  and  the  free  arc  length  we  can  push  further  along  the 
curve  with  lower  values  of  E  and  higher  "  critical  stress.” 

It  is  clear  that  there  would  be  serious  difficulties  in  veri¬ 
fying  commercially  these  elastic  properties  of  a  metal,  but  this 
is  an  aspect  of  the  case  to  which  I  will  return  later,  when 
discussing  inspection  and  testing. 

As  regards  the  influence  of  the  form  of  the  wall  or  shell  on 
the  critical  stress,  the  significant  features  are  the  curvature  of 
the  arc,  its  free  length  and  the  thickness,  Experimental 
results  within  my  experience  indicate  that  other  things  being 
equal  (including  the  value  of  E),  the  critical  stress  is  propor¬ 
tional  to  the  thickness  as  foreshadowed  by  a  general  considera¬ 
tion  of  the  theory  of  thin  shells,  but  in  dealing  with  the 
question  of  form,  the  difficulty  lies  in  the  free  length  of  the 
arc.  The  problem  is  analogous  to  that  of  a  redundant  struc¬ 
ture  in  which  the  members  are  not  pin-jointed,  and  is  hope¬ 
lessly  complicated  by  sectional  deformations  and  the  variations 
of  E. 

Apart  from  these  difficulties  we  have  those  relating  the  fibre 
stresses  to  the  external  forces  on  the  member.  It  is  con¬ 
venient  to  represent  the  fibre  stresses,  as  deduced  from 
experimental  evidence  of  load  and  deflection,  as — • 

P/A  +  Pd/Z  for  direct  compression  loads. 

Pd  BM 

and  as  P  A  -f  -y-f-  -y  where  there  are  external  shear  load-,  ; 

where  P  =  end  load 

A  =  area 

BM  =  bending  moment 
Z  =  section  modulus 
d  =  deflection 

The.  usefulness  of  these  expressions  in  ordinary  en¬ 
gineering  should  not  blind  us  to  the  limitations  imposed  by 
the  assumptions  on  which  they  are  based,  all  of  which  arc 
violated  in  the  structures  we  are  considering.  It  is  perhaps 
not  too  much  to  say  that  they  have  no  real  meaning,  and  that 
the  "  stress  ”  calculated  can  only  justifiably  be  used  for  esti¬ 
mating  the  loads  which  members  of  similar  form  will  sustain 
within  limits  of  the  ratio  of  shear  to  end  load  permitted  by 
the  extent  of  the  experimental  evidence.  To  interpret  this 
stress  as  representing  the  actual  conditions  governing  the  local 
failure  of  the  shell  is  dangerous  and  misleading. 

In  determining  the  deflection,  and  in  consequence  the 
stress,  in  a  laterally  loaded  strut  in  which  the  stress  induced 
is  beyond  the  limit  of  proportionality,  the.  variation  of  ”  E  ” 
must  be  considered  differently.  In  this  case  the  actual  stress 
for  an  assumed  given  strain  instead  of  the  increase  of  stress 
for  a  hypothetical  small  increase  of  strain,  is  required,  and 
therefore  E  is  determined  by  the  slope  of  the  chord  from  the 
zero  of  the  stress  strain  diagram  to  the  appropriate  point  of 
the  curve  instead  of  by  that  of  the  tangent  at  the  appropriate 
point.  In  the  calculation  a  trial  and  error  method  must  be 
used  with  an  assumed  value  of  E,  and  a  further  uncertainty 
is  introduced  by  the  fact  that  all  points  of  the  member  are 
not  equally  stressed.  Experiment  has  verified  the  obvious 
conclusion  that  the  effective  E  for  calculating  the  deflection 
lies  somewhere  between  the  "  chord  ”  value  for  the  maximum 
stress  and  the  maximum  value,  but  it  is  not  possible  at 
present  to  give  any  more  definite  information,  since  the 
experimental  ”  mean  ”  value  of  E  deduced  from  measure¬ 
ments  of  deflection  is  influenced  by  distortions  not  taken 
account  of  by  the  simple  beam  theory.  The  “  chord  ”  value 
of  E  for  the  steel  B.O  is  plotted  against  stress  in  Fig.  3. 

All  this  may  seem  rather  hopeless,  from  the  scientific  point 
of  view  perhaps  it  is,  but  let  us  consider  the  whole  process  by 
which  a  structural  member  of  an  aeroplane  is  designed. 

Firstly,  the  conditions  of  flight  for  which  the  aeroplane  is 
to  be  designed.  These  are  fixed  by  an  Order  in  Council,  and 
are  interpreted  by  a  series  of  good  round  numbers  delivered 
after  much  labour  by  a  committee.  Over  the  manner  of 
arriving  at  these  numbers  a  decent  veil  is  cast  which  it  would 
be  unwise  to  disturb.  But  the  Committee  seems  to  know  its 
job  iu  so  far  as  the  aircraft  are  not  abnormally  heavy,  nordo- 
they  collapse  in  the  air.  These  numbers  are  converted  to 
external  forces  in  a  particular  manner  founded  on  precedent 
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supported  by  very  doubtful  aerodynamic  data  and  also  forti¬ 
fied  by  the  same  Order  in  Council.  The  loads  in  the  members 
are  then  estimated  by  ignoring  those  members  to  take  account 
of  whose  presence  would  seriously  complicate  the  calculations 
and  by  making  what  are  often  the  wildest  assumptions  as  to 
the  nature  of  the  joints  between  the  members.  This  brings 
us  to  that  very  data  which  we  were  regretting  our  inability 
to  interpret  in  an  accurate  scientific  manner.  But  the  whole 
process  works  after  a  fashion  because  aeroplanes  are  not 
designed  by  science,  but  by  art  in  spite  of  some  pretence  and 
humbug  to  the  contrary.  I  do  not  mean  to  Suggest  for  one 
moment  that  engineering  can  do  without  science — on  the  con¬ 
trary,  it  stands  on  scientific  foundations — but  there  is  a  big 
gap  between  scientific  research  and  the  engineering  product 
which  has  to  be  bridged  by  the  art  of  the  engineer. 

Nevertheless,  the  technique  of  the  design  of  thin  metal 
members  is  progressing  rapidly.  To  arrive  analytically  by 
measuring  the  frictional  coefficient  of  the  cloth,  the  resilience 
of  the  balls  and  cushions,  at  the  precise  way  to  play  a  com¬ 
plicated  stroke  at  billiards  is  practically  hopeless,  but  practice 
and  a  knowledge  of  principles  deduced  from  scientific  analysis 
of  simple  cases  will  produce  surprising  results.  So  it  is  that, 
over  a  wide  range,  light  metal  members  can  be  designed  with 
i  very  confidence  that  they  will  fulfil  their  designer's  expecta¬ 
tions  and  realise  the  advantages  in  weight  economy  fore¬ 
shadowed  by  the  properties  of  the  materials. 

Inspection  and  Manufacture 

It  would  be  perhaps  too  much  to  say  of  light  metal  con- 
.struetion.  that  the  material  is  half  the  battle,  but  there  would 
be  a  strong  element  ot  truth  in  such  an  assertion.  I  am  not 
suggesting  that  there  is  one  particular  class  of  steel  or  light 
alloy  which  will  be  found  to  be  ideal  for  all  purposes.  On  the 
contrary.  I  believe  that  the  types  of  material  used  in  a  single 
metal  aeroplane  will  increase  as  time  goes  on.  What  we 
require  are  materials  that  can  be  produced  with  the  necessary 
degree  of  uniformity  both  as  regards  their  elastic  properties 
in  the  sense  these  have  already  been  discussed,  and  as  regards 
their  plastii  ity.  both  absolute  as  ductility,  and  in  relation 
to  the  Inu  elastic  properties.  This  last  is  required  to  be 
reasonably  uniform  in  the  state  111  which  the  strip  is  to  be 
worked  (sections  formed  from  strip  and  riveted  together  are 
the  most  characteristic  forms  of  light  metal  construction). 
The  strip  in  forming  through  rolls  or  dies  springs  back  from 
the  profile  of  the  tool  by  an  amount  dependent  on  its  resilience. 
Reasonable  limits  are  thus  required  if  tools  are  to  produce  a 
satisfactorily  uniform  article  Control  at  present  is  limited  to 
an  upper  and  lower  "  proof  "  stress  and  a  bend  test.  These 
tr-ts,  comparatively  simple  as  they  appear,  seem  somewhat 
to  strain  the  capacities  of  commercial  testing  and  inspection 
without  giving  as  much  information  as  is  required. 

What  is  wanted  is  a  stress  strain  diagram  from  which  the 
properties  of  the  material-  can  be  deduced,  and  if  is  unfor¬ 


tunate  that  there  is  no  machine  capable  of  producing  them 
commercially  and  reliably.  For  that  matter  t  lie  re  is  not  even 
a  standard  extensometer  which  is  commercially  practical.  It 
is  possible  that  this  class  of  testing  apparatus  may  be  improved 
in  the.  near  future.  There  is  also  the  alternative  that  research 
may  show  a  connection  between  those  elastic  properties  and 
some  more  easily  measured  feature  of  the  material  Tt  is  a 
matter  well  worth  the  attention  of  metallurgists,  testing 
engineers  and  physicists  generally. 

A  further  mechanical  uniformity  in  strip  is  required  in 
thickness,  flatness  and  straightness  The  tolerances  laid  clown 
in  the  B.E.S.A.  specifications  seem  satisfactory,  and  more  than 
a  slight  departure  from  them  often  leads  to  manufacturing 
troubles. 

The  problem  of  manufacture  from  the  strip  onwards  has 
two  phases  which  are  novel  and  of  special  importance. 
Firstly,  forming  the  strip.  Secondly,  rivetiug  it. 

There  is  a  simple  formula  for  designing  tools  for  forming 
strip  ft  is  "  live  and  learn."  Direct  attack  on  the  resilience 
problem  is  probably  hopeless,  but  one  soon  arrives  at  a  few 
general  principles  of  design,  though  when  marked  departure 
from  experience  comes  along  it  often  brings  rude  shocks  in 
its  train.  There  are  broadly  three  methods  of  forming  strip 
rolling,  drawing  and  pressing — and  all  have  their  uses  and 
limitations  ;  but  whatever  method  is  used  (all  are  really 
required),  it  is  necessary  in  order  to  get  the  best  results,  to 
have  machines  of  special  design,  and  my  own  experience  is 
that  it  is  most  satisfactory  to  design  and  make  them  on 
the  spot. 

The  commonest  process  in  aircraft  work  is  to  form  the  strip 
in  its  final  state  of  treatment,  but  although  this  has  great 
advantages  in  assisting  production  by  eliminating  heat  treat¬ 
ment  processes,  1  believe  that  a  certain  amount  of  soft  forming 
with  subsequent  heat  treatment  or  even  hot  forming  will  be 
in  regular  use,  by  reason  of  the  wider  scope  of  materials  and 
forms  opened  up.  With  satisfactory  tools  and  uniform 
material  the  production  of  formed  sections  makes  little 
demand  on  skilled  labour  and  can  easily  be  brought  to  a  large 
production  standard. 

Riveting  is  a  problem  less  easily  tackled,  it  is  so  indefinite. 
The  number  of  rivets  in  a  steel  aeroplane  runs  into  many  tens 
of  thousands  The  cost  of  riveting  and  all  it  implies  is  pro¬ 
bably  the  critical  factor  in  the  cost  of  production,  and  the 
profit  and  loss  scale  will  be  turned  by  the  drawing  office  and 
the  planning  department.  This  phase  of  technique  is  being 
slowly  and  painfully  developed,  and  it  is  here  to  a  large  extent 
that  the  high  cost  of  development:  appears.  Metal  construc¬ 
tion  is  not  inherently  expensive.  All  our  experience  of  the 
manufacture  of  details  where  the  technique  is  in  an  advanced 
state  confirms  this.  Money  is  spent  on  mistakes  and  errors  ol 
judgment,  trial  and  error,  the  foundation  stones  of  experience 

(To  be  concluded.) 


AIR.  FORCE 


London  Gazelle,  October  20,  1922 
Central  Duties  Branch 

J.  M  Darfoch  is  granted  short-service  cotnmn.  as  Pilot  Offr.  on  probation, 
with  effect  from,  and  with  seny.  of,  Sept,  2. 

Memorandum 

'the  permission  granted  to  Sec.  Lieut.  E.  S.  Smyth  to  retain  his  rank  is 
withdrawn  on  his  joining  the  Army. 

London  Gazelle,  October  24,  1922 
General  Duties  Branch 

Pit.  Cdt.  C.  Guppy,  having  successfully  passed  through  the  R.A.F.  (Cdt.) 
Cot].,  is  granted  a  permanent  column,  as  Pilot  Offr.,  with  effect  from,  and 


seny.  of,  Oct.  6,  living  Offr.  G.  H,  Martingell,  A.F.C.,  is  granted  a  perma¬ 
nent  cotnmn.,  retaining  his  present  substantive  rank  and  seny..:  Oct,  24, 
19x9  ( Gazette ,  Oct.  24,  rqiq,  appointing  him  to  a  short  service  commn.  is 
cancelled).  1  he  seny.  of  Pilot  Offr.  E,  A.  Hodgson  is  antedated  to  Aug.  16, 
1921.  The  follg.  are  granted  short  service  comraos.  as  Flying  Oflrs.,  with 
effect  from,  and  seny’  of,  the  dates  indicated: — M.  R.  Banks;  Oct.  16, 
A.  E.  Evans,  D.F.C. ;  Oct.  12.  C.  Sutton;  Oct.  16. 

The  follg.  officers  are  granted  temp,  cornmns.  in  ranks  stated,  on  seconding 
for  lour  years’  duty  with  R.A.F.  ;  Oct.  16  ; — 

Flying  Offrs.  ( Hon.  Flight  Lieuts.). — Capt,  E.  L,  O.  Baddeley,  Middlesex  R, 
Capt,  L.  F.  Marson,  M.C.,  4th  Dragoon  Gds. 


ROYAL  AIR  FORCE  INTELLIGENCE 


Appointments. — The  following  appointments  in  the  R.A.F.  ace  notified  : — 

Squadron-Leaders  :  A.  H.  S.  Steeh  -Pcrkins.  O.U.E.,  from  Record  Office 
(Inland  Area)  to  Aircraft  Depot,  Egypt  (Middle  East  Area).  13. 10.22. 
O.  T.  Boyd,  O.B.E.,  M.C.,  A.F.C,,  from  Air  Ministry  (Director  of  Operations 
and  Intelligence)  to  command  No.  24  Squadron  (Inland  Area).  23.10.22. 
E.  P.  Punch,  from  Aeroplane  Experimental  Establishment  (Coastal  Area) 
to  No.  1  Group  Headquarters  (Inland  Area).  26.  10.22. 

Flight  Lieutenants:  N.  P.  Dixon,  A.F.C.,  from  R.A.F.  Cadet  College 
(Flying  Wing)  (Cranwell)  to  Boys’  Wing  (Cranwell).  9,10.22.  V.  A. 
Albrecht,  O.B.E.,  M.C..  from  Army  (Manchester  Regiment)  to  No.  4  Flying 
Training  School  (Middle  East)  ;  on  appointment  to  Temporary  Commission 
in  the  Royal  Air  Force  on  being  seconded  from  the  Army.  25.9)22.  R.  G.  J. 
McCullagb,  to  Research  Laboratory  and  Medical  Officers’  School  of  Instruc¬ 
tion  ;  on  appointment  to  Short  Service  Commission,  4.10.22.  J.  J.  Boyle, 
to  Headquarters,  K.A  F,,  Iraq,  on  appointment  to  Temporary  Commission 
in  the  Royal  Air  Force  on  attachment  for  4  years  from  the  Army  Dental 
Corps.  1. io.22.  O.  R.  Gayford  from  No.  1  Flying  Training  School  (Inland 
Area)  to  Headquarters,  Constantinople.  For  duty  as  Adjutant.  28.9.22. 
K.  A.  Faweus,  from  No.  1  School  of  Technical  Training  (Boys)  (Halton)  to 
School  of  Photography.  (Supernumerary.)  25.9.22.  G.  Bowen,  from  Iraq 
Croup  Headquarters  (Middle  East  Area)  to  Aircraft  Park  (Middle  East 
Area).  11.1,22.  F  E.  Johnson,  to  Research  Laboratory  and  Medical 


Officers'  School  of  Instruction  (Coastal  Area)  ;  on  appointment  to  Short 
Service  Commission.  30.9.22.  F.  W.  Trott,  O.B.E.,  M.C.,  from  No.  24 
Squadron  (Inland  Area)  to  Headquarters,  Constantinople  Wing.  28.9.22. 
K.  V.  Longinotto,  A.F.C. ,  from  Air  Ministry  (Director  of  Personnel)  from 
R.A.F.  Depot  (Inland  Area).  (Supernumerary-.)  9.10.22.  A.  W.  Turner, 
from  R.A.F.  Depot  (Inland  Area),  from  Headquarters,  Constantinople  Wing. 

28.9.22.  H,  G.  Crowe,  M.C.,  from  No.  39  Squadron  (HJand  Area)  to  School 
of  Photography  (Inland  Area)  (Supernumerary-).  19.10.22.  E.  W.  Longden, 
from  Armament  and  Gunnery  School  (Inland  Area)  to  R.A.F.  Depot  (Inland 
Area).  19.10.22.  C.  V.  Roberts,  from  Research  Laboratory  and  Medical 
Officers'  School  of  Instruction  (Coastal  Area)  to  Aeroplane  Experimental 
Establishment  (Coastal  Area).  23.10.22.  C.  P.  O.  Bartlett,  D.S.C.,  from 
No.  30  Squadron  (Iraq)  to  R.A.F,  Depot  (Inland  Areal  (Supernumerary). 

20.8.22.  J.  S.  Goggin,  from  R.A.F.  Base,  Gosport  (Coastal  Area),  to  Palestine 
Wing  Headquarters  (Middle  East  Area).  23.10,22.  B.  F.  Beatson,  D.T.M., 
from  Indian  Medical  Service  to  Research  Laboratory  and  Medical  Officers’ 
School  of  Instruction  (Coastal  Area)  ;  on  appointment  to  Temporary  Com¬ 
mission  in  the  Royal  Air  Force  on  being  seconded  for  two  years  from  the 
Indian  Medical  Service.  13.10.22.  J.  ’Dnminv :  the  notification  which 
appeared  in  Royal  Air  Force  Intelligence  No.  82,  dated  19.10.22,  wherein 
this  officer  was  ported  from  R.A.F.  Depot  to  Headquarters,  Coastal  Area, 
with  effect  from  16.ro. 22,  is  hereby  cancelled. 
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INSTITUTION  OF  AERONAUTICAL  ENGINEERS 

The  first  lecture  of  the  session 
was  given  on  October  13  at  the 
Engineers'  Club,  Coventry  Street, 
when  Mr.  C.  YV.  Tinson,  A.F.R.Ae.S., 
M.I.Ae.E.,  read  the  first  section  of  a 
paper  on  "  Constructional  Design  of 
Aeroplanes."  The  second  section  of 
this  paper  was  read  on  October  27, 
and  the  third  and  last  section  will  be  read  on  Friday, 
December  1,  at  6.30  p.m.,  at  the  Engineers'  Club. 

The  first  section  of  Mr.  Tinson's  paper  dealt  with  fuselage 
design,  parallel  bracing  wires,  unbraced  bays,  etc.  The  lec¬ 
turer  then  continued  to  give  hints  on  finding  the  centre  of 
gravity  of  the  fuselage,  on  using  the  *'  Ellipse  of  Inertia  ’’  for 
obtaining  a  comparison  of  manoeuvrability.  The  last  part  of 
this  section  dealt  with  the  design  of  controls. 

In  his  second  section  Mr.  Tinson  continued  the  subject  of 
controls,  referring  to  the  question  of  gearing  and  balancing  of 
control  surfaces.  The  lecturer  also  made  a  short  reference  to 
the  “  differential  ”  type  of  aileron  control.  Finally  Mr.  Tinson 
returned  to  the  subject  of  fuselage  design,  dividing  a  fuselage, 
into  three  main  portions,  and  dealing  with  the  design  of  each 
portion  in  some  detail,  concluding  with  a  few  remarks  on  the 
design  of  tail  adjustment  gear. 

As  already  mentioned,  the  third  and  last  section  of  Mr. 
Tinson’s  paper  will  be  read  on  December  1,  at  6.30,  at  the 
Engineers'  Club,  Coventry  Street. 


Fixtures  for  1922-23. 

November  17,  6.30  p.m. — Paper,  “  Oleo  Undercarriage 
Design,”  read  by  Mr.  G.  H.  Dowty,  Member.  En¬ 
gineers’  Club,  Coventry  Street,  W.  1. 

December  1,  6.30  p.m. — Third  and  last  section  of  paper  by 
Mr.  C.  W.  Tinson.  Engineers'  Club,  Coventry  Street, 
W.  1. 

December  15.  6.30  p.m. — Paper,  ”  Experimental  Data 
without  Wind  Channel,"  read  by  Mr.  O.  T,  Gnosspelius, 
A.C.G.I.,  A.F.R.Ae.S.,  Member.  Engineers’  Club, 
Coventry  Street,  W.  1. 

1923  January  12,  6.30  p.m, — Paper,  “  The  Seaplane  for 
Commercial  Duties,”  read  by  Major  D.  C.  M.  Hume, 
A.M.I.E.E.,  A.F.R.Ae.S.,  Member.  Engineers’  Club, 
Coventry  Street,  W  1. 

January  26,  6.30  p.m. — Paper,  ”  Wind  Tunnel  Work  at  the 
N.P.L.,”  read  by  Mr.  W.  L.  Cowley,  A.R.C.S.,  D.I.C., 
Wh.  Sc.,  Member.  Engineers’  Club,  Coventry  Street, 
W.  1. 

February  9,  6.30  p.m. — Paper,  "  Seaplane  Design,”  read  by 
Mr.  W.  O.  Manning.  A.F.R.Ae.S.,  Member.  Engineers' 
Club,  Coventry  Street,  W.  1. 

February  23,  6.30  p.m. — Paper,  "  Aerofoils,”  read  by  Dr. 
A.  P.  Thurston,  Member.  Engineers’  Club,  Coventry 
Street,  W.  1. 

March  (date  to  be  announced). — General  Meeting,  followed 
by  a  paper  on  ”  Aerial  Photography,”  by  Lt.-Col,  J. 
T.  C.  Moore- Brabazon,  M.C.M.P.  (President).  En¬ 
gineers'  Club,  Coventry  Street,  W.  1. 

March  28,  2.30  p.m, — Visit  to  the  Aerodynamics  Depart¬ 
ment  of  the  National  Physical  Laboratory,  Teddington. 

April  is,  6.30  p.m. — Paper,  *’  Some  Controversial  Points  in 
Aircraft  Detail  Design,”  read  by  Mr,  F.  T,  Hill,  Wh. 
Ex.,  A.F.R.Ae.S.,  Member.  Engineers'  Club,  Coventry 
Street,  YV,  i. 

April  25,  3  p.m. — Visit  to  the  Works  of  the  Standard 
Insulator  Co.,  Ltd.,  Kilburn,  by  courtesy  of  Mr.  F.  R. 
Simms,  M.I.Mech.E.,  M.I.A.E.,  Member. 

May  ir,  6.30  p.m. — Paper,  "  Experimental  Flying  with 
over  200  Different  Types  of  Planes,”  read  by  Major 
M.  E.  A.  Wright,  A.F.C.,  E.A.F.  Engineers'  Club, 
Coventry  Street,  W.  1. 

May  26,  3  p.m, — Visit,  to  the  Instone  Air  Line,  Croydon. 

L.  HOWARD  FLANDERS, 

Secretary 

m  m  m  m 

SIDE-WIND 

Rolls-Royce,  Ltd.  (consequent  on  a  certain  public 
announcement  which  has  come  to  their  notice),  desire  to 
make  it  known  that  they  are  not  selling,  and  never  have  sold, 
any  of  their  “  Hawk  ”  aero  engines  for  the  purpose  of  motor¬ 
cars,  and  that  any  purchase  or  use  of  those  engines  would 
not  be  consequent  on  their  advice  or  recommendation,  but 
would  be  solely  on  the  responsibility  of  the  parties  so  using 
them. 


SOCIETY  OF  MODEL  AERONAUTICAL  ENGINEERS 
(London  Aero-Models  Association) 

Member's  are  specially  requested  to  attend  at  Parliament  Hill 
on  Sunday  morning  next  with  both  a  model  glider  and  model 
aeroplane,  for  the  purpose  of  giving  a  demonstration  Meetings 
are  held  at  Headquarters  (20,  Great  Windmill  Street,  Picca¬ 
dilly  Circus,  V  .  1),  every  Friday  evening,  at  7.30  p.m  Full 
particulars  of  the  Society  can  be  obtained  from  the  lion 
Secretary,  A.  F.  Jones,  48,  Narcissus  Road,  West  Hampstead 
N.W.  6.  ‘ 

m  m  m  m 

IMPORTS  AND  EXPORTS,  1921-1922 

Aeroplanes,  airships,  balloons  and  parts  thereof  (not  shown 
separately  before  1910).  For  19x0  and  1911  figures  see 
“Flight”  for  January  25,  1912;  for  1912  and  19x3,  see 
"Flight”  for  January  17,  1914;  for  1914,  see  "Flight” 
for  January  15,  19155  for  1915,  see  "  Flight”  for  January  13, 
19165  for  1916,  see  '  Flight”  for  January  11,  1917;  for 
1917,  see  “Flight”  for  January  24,  1918;  for  1918,  see 
“Flight”  for  January  16,  1919;  for  1919,  see  "Flight" 
for  January  22.  1920;  for  1920,  see  ”  Flight”  for  January  13, 
1921 ;  and  for  1921,  see  “  Flight  ”  for  January  19,  1922. 

Imports  Exports  Re-Exportation 
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1922. 

1921. 

1922. 

1921. 

IQ22. 

£ 

£ 

£ 

£ 

£ 
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Jan.  ... 
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87,128 

76,552 

2,285 

n 

Feb.  ... 
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69,129 

19 
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Mar.  ... 

14 
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100 

April... 
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139,995 

450 
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May  ... 

3,350 
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• — 

14.530 
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— 
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— 

685 

Sept.  ... 
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3,043 

145,755 
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— 

44 

18,256 

18,548 
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26,616 

m 
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AERONAUTICAL  PATENT  SPECIFICATIONS 

Abbreviations:  cyl.  =  cylinder  ;  I.C.  «■=  internal  combustion  ;  m.  «•  motor. 
The  numbers  in  brackets  are  those  under  which  the  Specifications  will 
be  printed  and  abridged,  etc. 

APPLIED  FOR  IN  1921 

Published  October  26,  1922 

14,434.  N.  Schreiber.  Aeroplaue  suitable  a9  toy  or  for  sport.  (180,374.) 
17,7*9-  A.  Morris.  Clinometers,  etc.  (186,427,) 

18,031.  D.  A.  Pavely.  Compressed  air  power  plant  lot  model  aeroplanes, 
etc.  (186,438.) 

19,095.  C.  Broadwick.  Parachutes.  (186,460.) 

*9,357-  Vickers,  Ltd.,  aud  Sir  J.  McKecHme.  Reciprocating  ongincs. 
(186,464.) 

Published  November  2,  1922 

17,893-  A-  Overbeek.  Helicopters  with  two  propellers  rotatable  in 
opposite  directions.  (186,688.) 

APPLIED  FOR  IN  1922 

Published  October  26,  1922 

17,943-  F.  W.  Baldwin.  Propeller  driving-goar.  (186,566.) 

20,490.  Augustine  Automatic  Rotarv  Engine  Co.  Cotincctmcrods 
(186,567.) 
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DIARY  OF  FORTHCOMING  EVENTS 


Club  Secretaries  and  others  desirous  oj  announcing  the  dates 
of  important  fixtures  are  invited  to  send  particulars  for 
inclusion  in  the  following  list  1 

1922. 

Nov.  16  ....  Lecture,  “  The  Co-relation  of  Model  and 
Full-scale  Work,”  by  R.  McKinnon  Wood, 
before  R.Ae.S. 

Lecture,  “  Oleo  Undercarriage  Design,”  by 
G.  H.  Dowty,  before  I.  of  Ae.E. 

Closing  date  for  FLIGHT  Glider  Designing 
Competition 

Lecture,  “  Constructional  Design  of  Aero¬ 
planes,”  by  C.  W.  Tinson,  before  I.Ae.E. 


Nov.  17  .... 

Nov.  30  .... 

Deo.  1  .... 

Deo.  15— 
Jan.  2 


Paris  Aero  Exhibition 


1923. 

June  ....  International  Air  Congress,  London 

Dec.  1  ....  Entries  close  for  French  Aero  Engine  Com¬ 

petition 

1924. 

Mar.  1  ....  French  Aero  Engine  Competition 

Mar.  15  ....  Entries  dose  for  Dutch  Height  Indicator  Com¬ 
petition 


R.A.F.  in 
Iraq 


EDITORIAL  COMMENT. 

S  far  as  can  be  gathered,  the  report  on 
the.  bombing  operations  by  the  Royal 
Air  Force  on  the  northern  frontier 
of  Iraq  is  highly  satisfactory.  Sir 
John  S almond’s  policy  of  restoring 
the  original  frontiers  in  the  Mosul 
and  Kirkuk  districts  by  intense  bom¬ 
bardment  appears  to  have  resulted 
in  the  retirement  of  the  Turks,  as  the  villagers 
refused  to  assist  in  maintaining  the  frontiers,  and 
altogether  it  is  now  considered  that 
The  aircraft  have  proved  themselves  capable 
of  suppressing  raiding  parties  in 
countries  of  this  nature.  Thus  it  would 
appear  that  already  tire  taking  over  by  the  R.A.F. 
of  the  policing  of  Iraq  is  promising  extremely  well, 
and  it  is,  perhaps,  permissible  to  hope  that  the 
policy  may  be  extended  to  other  areas.  It  has 
probably  never  been  seriously  disputed  that,  if  the 
R.A.F.  can  do  this  work  at  all,  it  can  do  it  more 
efficiently  and  cheaply  than  can  any  other  service. 
It  is  too  early,  perhaps,  to  claim  that  the  Royal 
Air  Force  has  definitely  proved  all  that  it  can  do, 
but  at  any  rate,  a  very  good  start  has  been  made, 
and,  personally,  we  have  not  the  slightest  doubt 
that  as  time  goes  on  the  R.A.F.  will  justify  those 
who  decided  to  place  the  maintenance  of  peace  and 
order  in  their  charge.  But,  as  we  have  previously 
pointed  out,  the  authorities  at  home  must  do  their 
share,  and  see  to  it  that  the  R.A.F.  in  Iraq  is  supplied 
with  the  best  and  most  up-to-date  material  available. 
Otherwise  we  may  see  a  repetition  of  the  Indian 
scandal,  caused  by  cheese-paring  methods  begotten 
of  a  mistaken  idea  of  “  economy.” 


The  definite  report  that  Russia  is 
Aviation  building  a  huge  fleet  of  5,000  aeroplanes, 
Russia  ostensibly  Russian,  but  in  reality 
designed,  built  and  operated  by 
Germans,  must  cause  misgivings  among  all  thinking 
people.  Accepting  the  report  at  its  face  value,  the 
possession  by  any  nation  of  such  a.  fleet  may  easily 
constitute  a  serious  menace,  and  when,  as  in  this 
instance,  the  nation  concerned  is  one  which  is  at 
present  not  in  association  at  the  councils  of  other 
nations,  the  menace  becomes  even  greater.  Even 
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allowing  for  a.  good  margin  of  exaggeration,  and 
cutting  down  the  5,000  aeroplanes  to  500,  the 
situation  is  one  which  must  assuredly  bear  watching 
carefully.  Germany’s  handicap  within  her  borders 
makes  it  hardly  to  be  wondered  at  that  she  has, 
as  was  always  predicted  by  us,  evolved  other  means  of 
development.  The  real  menace  lies  in  the  fact  that 
there  does  not  appear  to  be  any  way  of  preventing 
this  sort  of  thing. 

It  is,  of  course,  quite  possible  that  Germany  has 
engineered  this  scheme  simply  to  be  used  as  a  lever 
against  the  Allies,  in  the  hope  of  being  able,  by 
promising  to  build  no  more  machines  in  Russia,  to 
secure  her  release  from  the  irksome  restrictions  now 
imposed.  When  the  scheme,  now  in  the  making, 
was  negotiated  there  was  no  knowing  when  the 
restrictions  would  be  removed,  and  we  should  not  be 
surprised  if  some  such  motive  was  behind  the  Russian 
affair. 


Now  tire  restrictions  are  likely  to  be  modified,  but 
apparently  Germany  is  still  to  be  allowed  to  go  on 
with  her  schemes  abroad.  Perhaps  “  allowed  ”  is 
scarcely  the  correct  word,  as  there  does  not  appear 
to  be  any  way  of  preventing  it,  but  one  remedy  at 
any  rate  remains,  that  of  being  prepared  ourselves. 
The  hundreds  of  aircraft  which  were  to  be  ordered, 
according  to  Lloyd  George’s  glowing  promises,  do 
not  seem  to  have  materialised  ;  at  any  rate,  we  have 
not  noticed  that  any  of  our  aircraft  constructors  or 
engine  firms  are  being  swamped  with  orders.  The 
new  types  that  are  being  developed  do  not  go  into 
production  in  any  quantities  worth  mentioning,  and 
no  firm  yet  was  able  to  exist  on  a  few  experimental 
machines  per  year.  The  subject  is  one  which  the 
new  Air  Minister  would  do  well  to  study  very  care¬ 
fully,  and  which  wre  recommend'  for  his  immediate 
attention.  The  British  aircraft  industry  has  existed 
mainly  on  promises  much  longer  than  it  could 
reasonably  be  expected  to  do.  It  cannot  continue 
for  ever  on  promises.  In  fact,  there  are  signs  of 
a  debacle  which  it  would  be  well  to  neutralise  before 
too  late. 


♦  ♦  ♦ 


The  formation,,  in  France,  of  a  propa- 
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Roland  squadron,  comprising  some  of 

Garros  ”  the  most  famous  aviators  in  the  world, 
sets  an  example  which  might  well  be 
followed  at  home.  The  new  squadron,  L’Escadrille 
Roland  Garros,  is  being  officially  recognised  by  the 
French  Under-Secretary  of  State  for  Air,  M.  Laurent 
Eynac,  and,  furthermore,  it  is  to  receive  a  Govern¬ 
ment  subsidy.  The  extent  and  manner  of  allocating 
this  subsidy  is  not  yet  known,  but  we  gather  that  it 
is  the  intention  of  M.  Eynac  to  use  the  squadron 
for  propaganda  purposes,  by  sending  it  to  various 
centres  to  give  demonstrations,  by  letting  it  take  part 
iri  all  important  aviation  events,  and  by  making 
extensive  public  use  of  it  generally. 

There  is  little  doubt  that  such  a  squadron  will  do 
an  immense  amount  towards  keeping  alive  public 
interest  in  flying,  and  if  a  similar  squadron  were 
formed  in  this  country,  recruiting  for  the  R.A.F. 
Territorial  Force  would  doubtless  benefit  greatly 
thereby.  Furthermore,  such  a  squadron  could  be 
used  for  c‘  showing  the  flag  ”  abroad.  At  the  forth¬ 
coming  aircraft  exhibition  in  Sweden  it  is,  we 
believe,  intended  to  invite  aviators  of  foreign  air 
services  to  participate,  and  the  sending  of  a  squadron 
of  picked  aviators  could  not  fail  to  do  much  to 
maintain  British  prestige  abroad.  The  cost  should 


not  necessarily  be  prohibitive,  and  even  regarded 
from  a  purely  commercial  point  of  view  should  be 
well  worth  while. 

The  recent  success  of  the  gliding 
competition  at  Itford  may  be  assumed 
to  have  established  on  a  sound  footing 
gliding  as  a  sport  and  as  a  possible 
method  of  full-scale  research  at  in¬ 
significant.  cost.  The  week  spent  on  the  South 
Downs  taught  most  of  us  a  great  deal,  and,  not  least 
of  all,  how  much  there  still  is  that  we  do  not  know. 
At  the  same  time,  it  must  be  clear  that  gliding,  as 
a  means  of  locomotion,  can  have  no  very  great 
future  before  it.  To  our  way  of  thinking,  gliding 
may  be  compared  with  sailing  and  yachting.  A 
man  may — and  a  very  great  number  do — get  an 
immense  amount  of  pleasure,  out  of  sailing  his  boat 
or  yacht  week  ends  and  holidays.  But  he  does  not 
use  his  boat  for  getting  about  in  the  ordinary  course 
of  business,  where  a  reasonable  time-table  has  to  be 
kept.  So  with  gliding.  As  a  sport,  it  will,  we  are 
sure,  become  extremely  popular,  providing  as  it 
does  an  exhilarating  pastime  at  trifling  cost.  While 
this  is  all  to  the  good,  we  should  not  lose  sight  of 
the  fact  that  experience  with  gliders  may  pave  the 
way  for  the  low-power  aeroplane  of  the  near  future. 

It  is  perfectly  well  known  that  a  small  single- 
seater  can  be  built  which  will  fly  horizontally  with 
a  power  expenditure  of  about  5  h.p.  Another 
5  h.p.  in  reserve  should  provide  sufficient  margin  for 
getting-off  and  climbing,  and  thus  we  arrive  at  a 
rough  estimate  of  a  small  single-seater  using  but 
10  or  12  h.p.,  and  doing  about  50  miles  per  gallon 
of  petrol.  Such  a  machine  should  be  produced 
for  £150  to  £200,  or  little  more  than  a  motor-cycle 
and  side-car  outfit.  The  mileage  would  be  about 
the  same,  and  the  machine  should  have  a  maximum 
speed  of  at  least  45  m.p.h.,  with  a  landing  speed  of 
certainly  below  30  m.p.h.  Such  a  machine  could  be 
landed  almost  anywhere,  and  should  appeal  to  hun¬ 
dreds.  Personally  we  confess  we  are  inclined  to 
think  that  the  tandem  arrangement,  as  exemplified 
in  the  Peyret  glider,  lends  itself  more  readily  to 
making  a  “  fool-proof  ”  machine  than  does  the 
ordinary  form  of  aeroplane.  Most  small  aeroplanes 
are  somewhat  tricky  to  handle,  whereas  it  would 
appear  that  the  tandem  monoplane  can  be  made 
very  stable,  and  yet  be  manoeuvrable  to  a  high 
degree.  The  view  obtained  is  unsurpassed ;  especially 
is  this  so  in  connection  with  small  light  engines, 
which  in  the  normal  type  necessitate  shifting  the 
pilot  forward,  over,  under,  or  between  the  wings, 
unless,  of  course,  the  machine  is  a  “  pusher.” 

As  regards  efficiency,  we  know  that  the  tandem 
monoplane  arrangement  is  not  very  efficient,  but 
experiments  carried  out  several  years  ago  by  Eiffel 
indicated  that  there  is  little  to  choose  between  the 
ordinary  non-staggerecl  biplane  and  the  tandem 
monoplane.  If,  therefore,  the  tandem  arrange¬ 
ment  does,  as  we  expect,  prove  the  more  ”  fool¬ 
proof,”  the  price  paid  in  the  way  of  rather  low 
efficiency  should  not  be  too  high  to  be  worth  while, 
For  the  power  plant  we  are  in  favour  of  a  two- 
cylinder  two-stroke  air-cooled  engine,  placed  with  Hs 
crankshaft  vertical,  and  driving  the  tractor  airscrew 
through  bevel  reduction  gearing.  The  cylinder  heads 
would  point  forward  and,  being  in  line  with  the  most 
effective  portion  of  the  propeller  blades,  would 
receive  a  maximum  of  cooling. 
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SUPERMARINES  ABROAD 


From  the  time  the  Supermarme  Aviation  Works  of  Southamp¬ 
ton  first  commenced  operations  (in  1912,  we  believe)  their 
history  has  been  one  of  steady  progress.  That  this  has  been 
less  rapid  than  many  could  have  wished  is  in  no  way  the 
fault  of  the  firm,  but  is  due  to  the  very  .  cant  encouragement 
which  this  country  has  always  given  to  marine  type  of 
aircraft.  Nevertheless,  the  firm  has  stuck  to  its  guns,  and 
today  it  ranks  among  the  foremost  seaplane  works  of  the 
world.  One  cannot  help  admiring  the  determination  with 
which  Mr.  Scott- Paine  and  Commander  Bird  have  carried 
on  in  the  .face  of  the  greatest  difficulties*  and  lately  the  firm 


learn  that  all  have  come  up  to  the  expectations  which  one 
naturally  associates  with  the  products  of  this  firm. 

The  “Channel  type”  naval  training  boat  is  fitted  with 
a  240  h.p.  Siddeley  “Puma”  engine,  and  as  it  is  intended 
for  school  work  it  is,  of  course,  fitted  with  dual  controls. 
The  type  has  done  a  great  deal  of  useful  work  at  home,  and 
by  way  of  indicating  iis  efficiency  it  may  be  mentioned  that 
an  earlier  model  was  fitted  with  an  engine  of  160  h.p.  only 
(a  fairly  heavy  one  at  that)  and  yet  carried  three  passengers 
comfortably.  With  the  higher-powered  and  lighter  “  Puma  ” 
the  performance  is  naturally  considerably  better,  and  the 
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SUPERMARINES  IN  JAPAN:  1.  A  “Seagull”  amphibian  flying  boat  with  Napier  “Lion”  engine. 
2.  The  “Seagull”  taxying.  3.  The  “Seagull”  flying  over  land.  Note  the  lowered  undercarriage.  4.  A 
“  Channel  type  ”  training  machine  with  Siddeley  “Puma  ”  on  the  slipway.  5.  The  machine  on  the  water. 

6.  The  “  Seagull  ”  in  flight.  Note  the  gunner’s  cockpit  aft  of  the  planes. 


has  b  egun  to  reap,  if  but  in  somewhat  small  measure,  the 
reward  of  its  foresight.  If  those  at  home  have  failed  to 
recognise  the  possibilities  of  seaplanes,  many  foreign  Govern¬ 
ments  have  shown  more  imagination,  with  the  result  that 
orders  have  been  received  from,  and  executed  for,  a  number 
of  countries. 

Among  these  is  Japan,  who,  being  an  island  nation,  has 
not  been  slow  in  recognising  how  great  is  the  potential  value 
of  the  seaplane.  We  have  been  fortunate  enough  to  secure 
the  following  photographs  of  various  Hypes  of  Supermarines 
in  use  by  the  Japanese  Government,  and  it  is  gratifying  to 
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hull  has  been  proved  over  and  over  again  to  be  exceptionally 
strong  and  seaworthy. 

A  latter  model,  the  “  Channel  type,  Mark  II,”  also  fitted 
with  Siddeley  “  Puma,”  has  had  its  front  step  re-designed, 
with  the  result  that  she  is  now  very  much  “  cleaner  ”  on  the 
water,  as  will  be  seen  from  one  of  our  photographs  showing 
this  machine  taxyung.  It  may  lure  be  mentioned  that  the 
Mark  II  has  been  sold  to  the  Chilian  Government,  and  is 
now  doing  good  work  there.  The  machine  is  fitted  with  dual 
controls,  the  latest  and  most  up-to-date  wireless  telegraphy 
and  telephony  sets,  bomb-dropping  gear  for  practice  with 
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SUPERMARINES  IN  CHILE  :  A  "Channel  type,  Mark  II,”  with  Siddeley  "Puma”  engine.  Inset,  the 
machine,  taxying.  Note  the  "  cleanness  ”  of  the  machine  after  having  its  front  step  re-designed. 


dummy  bombs,  and  a  machine  gun  mounted  in  the  nose, 
so  that  it  is  possible  to  give  instruction  in  gunnery  also. 

The  Supermarine  "  Seagull  ”  amphibian  flying  boat  is 
fitted  with  a  450  h.p.  Napier  "Lion’’  engine,  and  conse¬ 
quently  has  a  much  better  performance  than  the  school 
machine.  From  the  photographs  it  will  be  noticed  that 
this  machine  is  a  tractor  type,  and  that  as  a  result  of  the 
absence  of  an  airscrew  behind  the  wings  it  has  been  possible 
to  place  a  gunner’s  cockpit  aft  of  the  wings.  As  a  gun  can 
also  be  placed  in  the  nose  of  the  hull,  the  “  Seagull  ”  should 
be  well  capable  of  looking  after  herself  for  purposes  of  defence, 

0  h 

American  Non-Stop  Flight 

Some  time  ago,  it  will  be  remembered,  the  American 
aviators  Lieuts.  Mac  Ready  and  Oakley  Kelley  established 
what  is  at  present  claimed  to  be  the  world’s  duration  record 
by  remaining  up  for  35  hrs.  18  mins.  When  starting  on 
that  flight  the  two  aviators  had  intended  to  fly  across  America 
from  the  Pacific  to  the  Atlantic.  Owing  to  unfavourable 
weather,  however,  they  had  to  abandon  the  project,  and 
flew  instead  over  a  closed  circuit  for  the  length  of  time  stated. 
On  November  3  the  same  two  pilots,  in  the  same  machine 
(a  Fokker  F.1V,  J liberty  engine),  started  from  San  Diego 
on  a  second  attempt,  but  this  also  failed,  owing  to  a  leaky 
water-jacket,  it  is  stated.  The  machine  landed  near  Indiana¬ 
polis,  having  covered  a  distance  of  over  2,000  miles.  This 
performance  is  claimed  as  a  record  for  long-distance,  non¬ 
stop  flying. 

German  Flight  over  Alps 

From  Berlin  it  is  reported  that  a  German  aeroplane 
(Junkers  monoplane),  with  pilot,  mechanic  and  four  pas¬ 
sengers,  has  flown  across  two  of  the  highest  peaks  of  the 
Tyrolese  and  Venetian  Alps,  the  Gross  Glockner  and  the 
Gross  Venediger.  The  former  rises  to  a  height  of  12,400  ft. 
and  the  latter  to  12,000  ft.  The  machine  was  probably 
equipped  with  one  of  the  185  h.p,  B.M.W.  high-compression 
engines,  which  keep  their  power  up  to  considerable  altitudes. 

Aeroplanes  Policing  Iraq 

The  Basra  correspondent  of  The  Times,  on  November  1, 
reported  that  the  bombing  operations  of  the  R.A.F.  on  the 
northern  frontier  of  Iraq  had  had  satisfactory  results.  An 
intense  bombardment  was  carried  out  in  pursuance  of  Sir  John 
Salmond’s  policy  of  restoring  the  original  frontiers  in  the 
Mosul  and  Kirkuk  districts,  and  it  is  considered  that  the 
operations  have  proved  the  aeroplane’s  capability  of  sup- 
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while  the  amphibian  gear  gives  the  advantage  that  the 
machine  can  alight  on  and  get  off  from,  either  land  or  water. 
Although  the  weight  of  the  land  gear  is  considerable,  the 
added  possibilities  which  its  use  confers  make  it  well  worth 
while  fitting. 

While  it  is  gratifying  to  know  that  foreign  orders  are. 
enabling  the  Supermarine  Aviation  Works  to  carry  on,  we 
should  naturally  prefer  to  see  them  fully  occupied  on  home 
orders,  and  we  trust  that  in  due  course  the  home  market 
will  be  such  as  to  avoid  the  necessity  of  sending  such  fine 
machines  abroad. 

0  0 

pressing  raiding  and  propaganda  parties,  provided  the  air  base 
is  protected.  The  importance  of  this  in  relation  to  the  future 
internal  defence  of  Iraq,  India  and  Egypt  is  obvious. 

Aviation  in  Brazil 

Mr.  J.  T.  Cole  (late  R.A.F.)  writes  us  from  “  Caixa  1013." 
Rio  de  Janeiro,  Brazil  : — 

“  Here,  in  Brazil,  aviation  is  showing  a  go-ahead  tendency, 
and  should  prove  a  good  market  for  British  machines. 
Although  the  French  Aviation  Mission  to  the  Brazilian 
Government  has  sold  French  machines,  I  understand  that 
an  English  company  has  also  been  successful  in  disposing 
of  a  number  of  machines. 

"  A  ‘  joy-ride  ’  service  has  been  instituted  by  Mr.  Orton 
Hoover,  of  Sao  Paulo  (which  has  proved  quite  successful) 
with  six  flying  boats,  two  of  which  tty  regularly  with  two 
passengers  at  Rs.  75,000  per  flip  each. 

"  A  French  aviatrix  has  also  commenced  a  *  cross  bay  ' 
service,  with  a  Caudron.  and  is  now  building  a  large  hangar 
at  Nichteroy  for  her  Rio-Nichteroy  service,  a  distance  of 
about  miles. 

"  Should  any  readers  of  Flight  be  interested  in  either  the 
sale  of  machines  or  anticipate  commencing  a  service  from 
Rio-Santos  or  Rio-Sao  Paulo,  I  shall  be  pleased  to  give  them 
my  assistance  and  all  the  available  information  at  my 
disposal,  or  to  act  as  agent  to  any  aircraft  company  wishing 
to  establish  in  Brazil.’1 

Two  Spanish  Records 

Two  Spanish  flying  records  were  established  recently. 
Lieut.  Spencer,  flying  a  Hispano-Spad,  reached  an  altitude 
of  8,xoo  metres  (26,400  ft.),  and  Lieut.  Gallara  set  up  a  new 
distance  record  for  Spain  by  covering  the  route  Guadalajara 
Madrid-Tetouan-Larache,  a  distance  of  900  km.  (560  miles), 
non-stop. 
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THE  PARAGON  ADJUSTABLE 

Many  attempts  have  been  made  by  aeronautical  inventors  to 
produce  a  variable-pitch  and  reversible  airscrew.  The  prac¬ 
tical  value  of  such  a  device  cannot  be  denied,  especially  when 
the  pitch  of  the  blades  can  be  varied  during  flight.  If  this 
were  possible,  by  adjusting  tire  pitch  to  a  less  than  normal 
augle,  the  engine  would  be  able  to  pick  up  speed  and  deliver 
its  maximum  power,  and  take  off  with  a  heavier  load  than 
the  same  machine  could  otherwise  normally  carry.  Again, 
upon  reaching  the  desired  altitude,  by  increasing"  the  pitch 


AND  REVERSIBLE  AIRSCREW 

An  airscrew  for  which  it  is  claimed  the  above  achievements 
may  be  attained,  has  been  produced  by  Spencer  Heath, 
iounder  ol  one  of  the  first  airscrew  making  firms  in  America 
(the  American  Propeller  and  Mfg.  Co.),  now  known  as  Paragon 
Engineers,  Inc.,  of  Baltimore.  Md.  It  comprises  a  system  of 
special  blades,  and  a  mechanism  for  varying  the  pitch  of  same 
from  zero  to  360° — whilst  in  flight  or  otherwise — so  the  pitch 
is  not  only  variable  for  forward  flight,  but  the  airscrew  is 
reversible  as  well. 
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The  P  ar agon 
Adjustable  and 
Reversible  Air¬ 
screw.  This  Is 
seen  here,  fitted 
to  a  150  h.p.  His- 
pano  engine, 
mounted  on  a 
t  r  a  i  1  e  r-t  ruck, 
which  it  pro¬ 
pelled  forward 
and  backward 
during  a  demon¬ 
stration,  The 
blades  are  shown 
in  the  neutral 
position. 
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the  necessary  amount  the  engine  could  be  run  at  its  most 
economical  speed  for  that  altitude,  still  with  the  possibility  of 
increased  speed  range  should  occasion  demand.  On  a  long¬ 
distance  flight,  also,  the  pitch  could  be  increased  as  the  load 
is  lessened  by  the  consumption  of  fuel.  It  would,  in  other 
words,  be  the  equivalent  to  a  change-speed  gear-box  on  a 
motor-car.  Used  in  conjunction  with  the  super-charged 
engine,  altitudes  far  higher  than  at  present  obtain  could  be 
maintained. 


Thus  in  landing,  the  pitch  of  the  screw  may  be  changed  to 
any  degree  in  the  opposite  direction,  or  "  reversed  "  in  about 
3  seconds,  just  before  the  instant  of  contact  with  the  ground 
and  the  plane  brought  to  rest  in  the  very  shortest  space. 

This  is  a  feature  of  considerable  value  in  naval  aeronautics, 
where  the  shortest  run  after  landing  is  a  prime  necessity  owing 
to  the  confined  space  which  may  be  available  on  a  ship's  deck 
or  even  on  that  of  an  aeroplane  carrier  ship. 

For  the  airship  the  same  advantages  of  economy  are 


THE  PARAGON  ADJUSTABLE  AND  REVERSIBLE  AIRSCREW  :  Fig.  1.  Split  steel  sleeve  holding  blade. 
Fig.  2.  The  principle  of  operation  shown  diagrammatically,  and,  Fig.  3,  in  greater  detail. 
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apparent,  while  the  1  vcr-ible  attribute*  exactly  (loobies 
ni a noeuvr ability  in  docking,  whether  shed  or  mooring  mast 
is  employed. 

The  following  advantages  are  claimed  for  the  Heath,  or 
“  Paragon  ”  airscrew  : — 

(a)  Elimination  of  continuously  running  gears,  collars  or 
bearings  in  the  pitch  control  mechanism. 

(b)  The  use  in  flight  of  engine  power  in  place  of  manual 
labour  iu  changing  the  blade  angle. 

( c )  The  absence  of  any  structural  limitation  to  the  range 
of  blade  angles  available  as  well  as  the  limiting  of  the  blade 
travel  between  any  two  predetermined  extreme  positions. 

(d)  Continuous  indication  on  the  instrument- board  of  the 
blade  position. 

(c)  Automatic  throttling  of  the  engine  While  the  propeller 
is  passing  through  the  position  of  neutral  pitch. 

An  official  demonstration  of  the  "  Paragon  ”  airscrew  w  as 
given  early  in  October  at  the  Army  flying  held  at  Washington. 
The  airscrew  was  fitted  to  a  150  h.p.  Ilispano  engine,  mounted 
on  a  motor-car  truck  trailer,  which  was  propelled  forward, 
backward  and  about  the  field,  by  means  of  the  airscrew,  at 
the  will  of  the  operator.  Unfortunately,  wn  have  no  further 
details  of  the  results  of  this  demonstration,  nor  any  figures 
relating  to  thrust,  weights,  etc.  Two  of  our  illustrations, 
showing  the  airscrew  thus  mounted  on  the  truck,  give  an  idea 
of  its  general  appearance,  whilst  the  accompanying  diagrams, 
together  with  the  following  brief  description,  should  enable 
our  readers  to  follow  the  principle  on  which  the  “  Paragon  ” 
t  unctions. 

The  two  wooden  or  steel  blades  are  fastened  into  steel 
sleeves  which  in  turn  are  held  in  a  steel  hub,  the  centrifugal 
forces  being  taken  on  ball  thrusts  and  torsional  and  axial  forces 
on  plain  bearings. 

The  method  of  fixing  the  wooden  blades  into  the  steel 
-leeves  is  noteworthy.  The  butt  end  of  each  blade  is  tapered 
outwardly  at  a  small  angle  as  shown  in  Fig-  1,  and  the  sur¬ 
rounding  collar  is  split  so  that  it  may  be  first  sprung  over 
the  butt  and  then  compressed  upon  the  taper. 

The  pitch  changing  mechanism  is  operated  tlirough  the 
application  of  a  braking  force  to  either  one  of  a  pair  of  small 
brake  drums  Surrounding  the  engine  crankshaft  and  normally 
rotating  with  it.  The  elementary  principle  is  shown  by 
diagram  in  Fig.  2,  which  represents  a  brake  drum  connected 
through  a  gear  train  to  the  individual  blades  of  the  propeller. 
It  is  apparent  that  if  the  drum  is  allowed  to  revolve  at  crank¬ 
shaft  speed,  all  the  gears  will  be  stationary  relative  to  the 
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propeller,  and  that  the  pitch  angle  will  remain  constant  If, 
on  the  contrary,  the  brake  drum  is  held  stationary,  the  gear 
train  will  be  set  into  action,  and  the  pitch  angle  of  the  blade 
will  undergo  a  continuous  change  until  the  brake  drum  is 
released. 

In  order  to  change  the  blade  angle  in  the  reverse  direction 
a  second  brake  drum  is  used,  connecting  to  the  worm  shaft 
through  an  idler  which  serves  to  reverse  the  direction  of 
rotation  of  the  worm  shaft. 

It.  should  be  noted  that  during  normal  flying  none  of  these 
gears  are  operative,  and  that  the  blades  are  locked  in  position 
by  the  Hon  reversible  features  of  the  worm  and  the  friction  of 
the  connected  parts. 

The  actual  construction  of  the  pitch -changing  mechanism 
is  more  fully  indicated  in  Fig.  3.  The  brakes  are  applied 
through  leather-faced  shoes  operated  from  the  pilot's  seat  by 
a  light  pusli-and-pull  knob  attaching  to  a  brake  lever  mounted 
on  the  drum  housing.  A  small  hand  crank  is  provided  by 
which  the  pitch  can  be  changed  when  the  engine  is  not. 
running. 

The  angular  setting  of  the  propeller  blades  at  any  instant 
is  a  function  of  the  relative  motion  which  has  taken  place 
between  the  two  brake  drums.  The  pitch  Indicating 
mechanism  is,  therefore,  operated  by  gearing  from  the  two 
brake  drums,  which  conveys  differential  motion  to  the 
pointer  of  the  indicator  This  gearing  also  actuates  the 
throttling  and  pitch  limiting  cams.  As  long  as  the  two  brake 
drums  revolve  both  at  crankshaft  speed,  the  indicating  hand 
remains  stationary,  but  if  either  of  them  is  retarded,  an 
angular  motion  is  shown  on  the  indicator  equal  to  that, 
experienced  by  the  blades  themselves. 

In  the  pitch  limiting  mechanism  the  Control  knob  normally 
connects  to  the  brake  levers  direct,  a  push  increasing  and  a 
pull  decreasing  the  pitch.  If  the  control  button  is  held  in 
either  operating  position  until  the  limiting  position  of  the 
propeller  blade  is  reached,  the  cam  trips  a  latch  plate  and 
renders  the  control  inoperative  in  that  direction  while  leaving 
it  ready  for  use  in  reversing  the  direction  of  propeller  blade 
motion. 

The  mechanical  throttle  is  provided  with  springs  in  both 
directions,  so  that  the  pilot  can  at  any  time  by  applying  a 
force  on  the  throttle  greater  than  the  initial  tension  in  the 
springs,  substitute  manual  for  automatic  control. 

With  the  engine  turning  at  1.500  r.p.m  .  the  angular  change 
from  full  speed  ahead  to  full  speed  astern  is  accomplished 
in  about  seconds. 

H  El 


THE  LONDON-CONTINENTAL  SERVICES 

PLIGHTS  BETWEEN  OCTOBER  29  AND  NOVEMBER  4,  INCLUSIVE 


Route  (including  certain 
diverted  journeys) 


Croydon-Paiis . 

14 

58 

4 

12 

it 

Paris-Croydon  ... 

12 

55 

3 

12 

S 

Croydon -Brussels- 

5 

16 

3 

r 

5 

Cologne 

Cologne-Brussels- 

4 

r  8 

3 

— 

4: 

Croydon 

Croydon-Rotterda  m 

6 

4 

4 

6 

6 

Rotterdam-Croydon  . . . 

6 

10 

b 

6 

Manchester-Croydon- 

Amsterdam 

8 

46 

1 

— 

7§ 

Amsterdam-Crovdon- 

S 

7 

0 

— 

5]l 

Manchester 

Total  for  week 

63 

214 

26 

37 

52 

*  Not  including  “  private  "  flights. 
t  2  Coign. -Brus.,  i  Coign. -Lympne. 

||  A’dam.-Man.  i ; 
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Fastest  time  made  by 


Type  and  (in  brackets) 
Number  of  each  type  flying 


h.  m 

2  25 

3  54 

4  '2 


H.P.W.8BG-EBBH  (2h.  3m.) 

If-P.W8BG-EBBI(3h.  10m.) 
D.H.  34  G-EBBR  (4I1.  3m.) 


D.H.  9  (i)»  B.  (3),  G.  (6), 
H.P.W.8B  (3). 

B.  (3).  G.  (6),  H.P.W.8B  (3). 
D.H.  34(3). 


D.H.  34  (3). 


3  49  Fokker  H-NABM  (ah.  C»ra.) 
2  44  Fokker  H-NABQ  (2h.  24m.) 


F-  (4)- 

F.  (4). 

D.H.  9  (i),  D.H.  34  (3). 


D.H.  34  (3). 


f  Including  certain  journeys  when  stops  were  made  en  route, 
§  Man.-Croy.  5;  Man. -A'dam.  1  ;  Croy.— A'dam.  2. 
Vdam.-Croy.  2  ;  Croy.-Mau.  5. 


Av.  =  Avro.  B.  =  Breguet.  Br,  =  Bristol.  Bt.  =  B.A.T.  D.H. 4  =  De  Havilland  4,  D.H.g  (etc  ). 

F.  =  Fokker.  Fa.  =  Farman  F.50.  G.  =  Goliath  Farman.  H.P.  =  Handley  Page,  M.  =  Martmsyde.  Sp.  =  Spad. 
Vi.  =  Vickers  Vimy.  Vu.  =  Vickers  Vulcan.  W.  =  Westland. 


The  following  is  a  list  of  firms  running  services  between  London  and  Paris,  Brnsscls,  etc.,  etc. : — Co.  des  Grandes 
Expresses  A6riennes ;  Daimler  Hire,  Ltd. ;  Handley  Page  Transport,  Ltd. ;  1 11s tone  Air  Line ;  Koninklijkie  Luchtvaart 
Maatschappij  ;  Messageries  Adriennes. 
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GLIDING,  SOARING  AND  AIR-SAILING 


Those  wishing  to  get  in  touch  with  others  interested  in  matters 
relating  to  gliding  and  the  construction  of  gliders  are  invited 
to  write  to  the  Editor  of  Flight,  who  will  be  pleased  to  publish 
such  communications  on  this  page,  in  order  to  bring  together 
those  who  would  like  to  co-operate ,  either  in  forming  gliding 
clubs  or  in  private  collaboration. 

The  time  limit  for  Fright  gjkler-designing  competition  (for 
a  prize  of  £25,  and  a  consolation  prize  of  fio)  is,  we  would 
remind  readers,  November  30.  The  competition  is  open  to 
all,  and  a  competitor  may  send  more  than  one  design. 
Stress  calculations  a.jid  aerodynamic  estimates  must  accom¬ 
pany  the  designs. 

*  *  * 

Although  fairly  full  drawings  arc  required,  it  is  not 
necessary  to  send  in  a  working  drawing  of  every  detail  of 
the  design,  so  long  as  the  general  construction  is  fairly  clearly 
indicated.  The  inclusion  of  very  complete  drawings  will, 
however,  count  in  the  judging  of  the  designs. 

*  *  * 

Cheapness  of  production  should  be  aimed  at,  but  in  so 
doing  competitors  should  bear  in  mind  that  this  cheapness 
may  be  of  two  distinct. forms.  One  design  might  lend  itself 
admirably  to  quantity  production  by  an  aircraft  firm,  arid 
this  would  certainly  be  a  recommendation.  On  the  other 
hand,  another  design  might  be  practically  useless  for  produc¬ 
tion  in  Targe  quantities,  but  might  lend  itself  particularly 
to  construction  by  amateurs,  owing  to  the  materials  chosen 
being  cheap  and  the  form  of  construction  one  which  would 
entail  but  little  skill  and  necessitate  a  minimum  of  tools. 
For  amateur  construction  the  “  wages  "  item  of  the  cost 
could  be  more  or  less  disregarded,  and  the  other  features  of 
the  construction  would  be  of  major  importance.  Both 
types  of  design  would  stand  an  equal  chance. 

*  *  * 

Full  particulars  of  the  conditions  governing  the  competi¬ 

tion  were  published  in  our  issue  ot  August  31,  1922,  to  which 
we  would  refer  readers  requiring  further  particulars  of  the 
competition. 

♦  *  * 

The  announcement,  that  Mr.  Gordon  Selfridge  lias  offered 
a  prize  of  1,000  guineas  for  the  first  flight  of  30  miles  to  be 
made  by  a  British  pilot  on  a  British-built  glider,  will  be 
received  with  the  greatest  satisfaction.  The  prize,  the  regu¬ 
lations  for  which  are  now  being  drawn  up  by  the  Royal 
Aero  Club,  will  remain  open  for  one  year,  and  in  the  event  of 
it  not  being  won.  Selfridges  will  give  500  guineas  to  the  pilot 
who  has  covered  the  longest  distance  (over  25  miles)  during 
the  year  The  distance  to  be  flown  will  be  measured  in  a 
straight  line  from  the  point  of  departure. 

*  *  * 

It  has  not  yet  been  decided  whether  all  flights  for  this 
prize  are  to  start  from  one  official  starting  point,  or  whether 
competitors  may  choose  their  own  point  of  departure.  In 
order  to  facilitate  the  work  of  the  official  observers  it  would 
appear  to  be  an  advantage  to  confine  the  starts  to  one 
particular  point,  but,  on  the  other  hand,  this  arrangement 
might  seriously  restrict  competitors  as  regards  the  number 
of  days  in  the  year  suitable  for  making  a  start.  No  one  hill 
can  be  suitable  for  all  wind  directions  and  velocities,  and  it 
is  conceivable  that  days  otherwise  favourable  for  an  attempt 
might  be  lost  through  the  particular  point  of  starting  being 
confined  to  one  lull. 

*  *  * 

Personally  we  are  inclined  to  think  that  the  district 
should  be  definitely  decided  upon  ( i.e either  the  South 
Downs  or  the  North  Downs),  but  that  competitors  should  be 
allowed  to  choose  their  starting  point  anywhere,  due  notice 
being,  of  course,  given  to  the  Royal  Aero  Club  officials. 
It  might  happen  th,at  in  this  way  we  should  discover  some 
particularly  favourable  spot  whose  existence  would  other¬ 
wise  have  remained  unsuspected. 

*  *  * 

As  regards  the  possibility  of  winning  the  prize,  the  distance 
stipulated  is  certainly  a  long  one.  Fifty  miles  without  an 
engine  will  not  be  easily  accomplished,  but  we  should  not 
like  to  say  that  it  cannot  be  done.  Before  th e'Daily  Mail 
competition  there  were  very  many  who  doubted  that  anyone 
would  succeed  in  attaining  the  minimum  duration  of  30  mins. 
Yet  this  figure  was  exceeded  on  the  very  first  day  of  the 
competition.  On  the  second  day  Raynham  remained  up 
for  very  nearly  four  times  the  stipulated  minimum,  while 
Maneyrol  reached  a  duration  of  close  on  seven  times  the 
minimum. 


Thus  it  may  be  expected  that,  although  at  the  moment 
50  miles  may  sound  a  lot.  by  the  time  pilots  ba.ve  had  some 
experience  in  flying  along  ridges  the  distance  may  sound  less 
unattainable.  A  good  glider  should  have  a  gliding  angle  of 
about  i  in  18  or  i  in  20.  In  a  good  strong  following  wind 
this  figure  might  be  increased  to  1  in  30,  or  even  more.  Thus 
a  pilot  might  succeed  in  flying  along  a  ridge  for  some  30  or 
40  miles,  finishing  up  over  a  fairly  high  hill,  from  which 
the  country  slopes  down  gently  for  several  miles.  In  a 
strong  wind  he  might  be  expected  to  be  able  to  reach  a  height 
of  1,000  ft,  above  sea  level,  and  if  gliding  down  wind,  at  a 
gliding  angle  of  1  in  30,  he  would  be  able  to  reach  a  point 
30,000  ft.  from  where  he  started  his  glide  Should  there 
be  smaller  hills  en  route  from  which  he  could  gain  a  certain 
amount  of  lift,  his  distance  would  be  increased. 

*  *  * 

That  is  one  way  in  which  the  problem  may  be  attacked,  and 
is  probably  the  one  that  will  be  chosen.  The  simplest  way 
would,  of  course,  be  flying  along  a  ridge  of  the  required 
length,  but  it  may  be  doubtful  if  such  a  ndge  exists,  at  any 
rate,  in  sufficiently  unbroken  form  to  make  that  possible 
On  the  other  hand,  conditions  might  allow  of  gliding  from  the 
end  of  one  ridge  until  the  up-currents  from  the  next  were 
picked  up.  At  any  rate,  the  mere  trying  should  teach  us 
quite  a  lot  about  air  currents  around  hills,  quite  apart  from 
the,  as  yet  untouched,  problem  of  real  "gust-flying,”  in  which 
sudden  changes  in  velocity  of  the  wind  itself  arc  made  use 
of.  About  the  latter  practically  nothing  is  known,  even 
the  Germans  admitting  that,  with  all  their  experience,  they 
have  not  yet  done  other  than  soar  in  winds  with  an  upward 
trend.  It  is,  of  course,  the  gust-flying  which  is  really 
fascinating,  and  which,  if  we  can  succeed  in  discovering  the 
secret,  will  open  up  quite  new  possibilities. 

*  •  * 

Incidentally,  it  is  of  interest  to  speculate  upon  the 
possibility  of  the  new  competition  showing  that  the  machines 
which  failed  to  do  much  in  the  Daily  Mail  competition  may 
be  the  best  for  the  distance  competition.  The  Peyret  glider 
scored  heavily,  owing  to  its  controllability.  It  may  be 
doubted  whether,  regarded  purely  as  a  glider,  it  is  as  efficient 
as  some  of  the  orthodox  designs.  It  appears  probable  that 
in  the  distance  competition  fine  gliding  angle,  low  rate  of 
descent  and  the  capacity  to  fly  and  remain  up  in  relatively 
light  winds  will  be  of  more  use  than  they  proved  in  ”  sitting  " 
on  the  top  of  a  jet  of  air,  and  that,  on  the  other  hand,  veiy 
great  manoeuvrability  may  not  be  so  imperative. 

*  *  * 

In  this  connection  it  should  be  remembered  that  we  have 
not  yet  seen  how  the  machines  would  have  behaved  over  the 
southern  slopes  of  the  ridge  from  ftford  to  Firle  beacon. 
It  is  at  any  rate  conceivable  that  here  machines  with  low 
flying  speed  might  do  better  than  on  the  northern  sfopes, 
where,  it  wall  be  remembered,  the  wind  actually  proved 
too  strong  on  certain  occasions,  machines  being  blown  back¬ 
wards  over  the  top  of  the  hill.  Some  of  them  might  feel 
quite  at  home  in  a  fairly  moderate  south  or  south-west  wind 
over  the  more  gentle  southern  slopes.  In  this  respect 
gliding  and  soaring  seem  to  form  a  very  good  modern 
parallel  to  boat  sailing,  some  boats  being  at  their  best  in  a 
strong  wind,  others  in  a  gentle  breeze.  And.  incidentally, 
this  is  all  to  the  good  of  the  sport,  as  it  will  tend  towards 
a  greater  variety  of  types, 

'*  *  * 

M.  Lours  Peyret  did  us  the  honour  of  calling  at  our  office 
the  other  day,  having  just  finished  crating  bis  machine  at 
Selfridges  preparatory  to  taking  it.  back  to  France.  We 
naturally  took  the  opportunity  to  have  a  chat  with  him  about 
his  now  famous  glider,  from  which  certain  items  may  not 
be  without  interest  to  readers  of  this  journal. 

*  *  * 

We  had  some  doubts  as  to  the  effectiveness  of  the  rudder 
on  the  Peyret,  and  learned  that,  as  originally  designed,  it  had 
a  smaller  rudder.  During  few  short  flights  in  calm  air 
at  Combegrasse  the  original  rudder  proved  rather  insufficient, 
and  the  addition  seen  at  Itford  was  made.  During 
Maneyrol’s  flight  it  was  discovered  that,  contrary  to  expecta¬ 
tions,  the  machine  could  be  steered  quite  well  with  the  rudder 
only,  the  ailerons  being  held  central.  During  the  first 
quarter  of  an  hour  or  so  of  his  great  flight,  Maneyrol  used 
the  ailerons,  but  after  that  he  did  nearly  all  his  controlling 
with  the  rudder,  finding  that  the  machine  automatically 
took  its  correct  bank  in  response  to  the  rudder  movement. 
The  flaps  were  used  occasionally  for  elevating,  but  M, 
Maneyrol  found  that  the  machine  was  quite  stable  laterally 
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a  goqjfl  balance  having,  evidently,  been  struck  between 
c.g.  position,  dihedral  and  side  area. 

*  ■*  * 

hr  is  oi  interest  to  note  that  last  year  3V1,  Peyret  won  first 
prize  ui  a  competition  for  model  gliders,  his  model  being 
practically  an  exact  scale  model  of  the  present  Peyret- 
Maneyro!  glider.  It  would  thus  appear  that  quite  a  good 
deal  may  be  learned  about  gliders  from  experiments  with 
models, 

*  *  * 

Asked  whether  he  had  thought  of  putting  a  small  engine 
m  his  glider,  M.  Peyret  answered  that  quite  likely  lie  will 
do  so  later  on.  A  preliminary  estimate  indicates  that  the 
machine  will  fly  level  on  approximately  5  b  li  p.,  so  that 
if  an  engine  of  about  10  b.li.p.  were  fitted  there  should  be 
ample  reserve  for  getting  oh.  Such  a  machine  should  be 
extremely  economical  to  run,  as  it  would  probably  do  about 
50  miles  to  the  gallon  of  petrol. 

*  *  * 

It  would  also  appear  that  the  tandem  monoplane,  although 
somewhat  inefficient,  might  be  more  easily  made  "  fool¬ 
proof  "  than  the  more  orthodox  types.  Usually  the  very 
small  machine  is  sensitive  on  its  controls,  and  is  somewhat 
tricky  to  handle.  It  seems  likely  that  the  tandem  type 
might  possess  certain  advantages  in  this  respect,  and  if  that 
should  prove  to  be  so,  the  slight  loss  in  efficiency  which 
attends  the  tandem  arrangements  on  Id  not  be  a  high  price 
t  o  pay  lot  a  machine  which  even  the  novice  could  soon  learn 
to  handle  with  confidence.  At  any  rate,  the  subject  is  one 
worthy  of  consideration. 

WHILE  on  the  subject-  ol  the  Peyret- Maneyrol  glider,  wo 
wish  to  point  out  two  errors  in  our  issue  of  October  26.  lu 

E  H 


the  full  page  scale  drawings  on  p.  622  the  scale  in  the  lower, 
right-hand  corner  is  wrong.  The  dimensions  on  the  draw¬ 
ings,  and  the  drawings  themselves,  are  correct,  but  by  mistake 
the  scale  of  feet  put  on  the  sheet  afterwards  was  too  small. 
The  second  error  occurs  in  the  control  diagram  on  p.  623. 
Here  the  control  cables  to  the  rear  wing  flaps  should  cross, 

i.e„  the  cables  from  the  port:  lovers  in  the  cockpit  should, 
cross  over  laterally  to  the  cranks  of  the  starboard  rear  flaps, 
and.  Vice  versa  As  shown,  the  action  would  be  correct 
lor  elevator  control,  but  when  used  as  ailerons  the  flaps  on 
the  rear  wing  would  move  in  the  wrong  direction. 

4c  *  * 

Mr.  J,  F.  Leemjng,  of  38,  Albert  Road,  Hale,  Cheshire. 
Would  like  to  get  in  touch  with  anyone  in  the  Altrincham 
district  interested  in  gliding,  with  the  object  of  forming  a 
gliding  club  and  carrying  out  experimental  work.  Mr.  Leeni 
ing  has  already  built’  four  gliders,  and  is  at  present  at  work 
on  a  fifth,  a  monoplane  of  36  ft.  span. 

*  *  * 

As  a  result  of  several  enquiries  from  readers,  we  publish 
below  a  table  giving  the  position  of  the  centre  of  pressure 
(expressed  as  percentage  of  chord)  for  various  angles  of 
incidence  of  the  Gottingen  No.  441  wing  section.  It.  will 
be  seen  that  the  c.p.  is  unusually  far  back,  the  most  forward 
position  reached  (at  jb°  incidence)  being  37  per  cent,  of  the 
chord,  from  the  leading  edge.  At  30  the  c.p.  is  61  per  cent, 
ol  the  chord  from  the  leading  edge. 
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NOTICES  TO  AIRMEN 


Charges  for  Accommodation,  etc.,  for  Civil  Aircraft 
at  Government  Civil  Aerodromes,  R.A.F.  Aero¬ 
dromes,  and  Seaplane  Stations. 

1.  With  reference  to  Article  7  (5)  of  the  Air  Navigation 
Order,  1922,  the  dues  to  be  charged  at  Government  Civil 
Aerodromes  R.A.F.  Aerodromes  and  Seaplane  Stations  are 
as  follows  :  — 


A .  A  ccomrnodati on. 

The  charge  for  accommodation  will  be  based  on  the  floor 
space  occupied,  i.e.,  the  product  of  span  and  overall  length. 
With  folder  aircraft  the  span  will  be  taken  as  the  overall 
width  when  folded.  Charges  will  be  as  follows  : — 


S  hrs.  or  Up  to 
less.  24  hrs. 

£  s,  d.  £  s .  d. 

Class  A. — Small  type,  less  than  900  sq.  ft.  o  2  6  050 

Class  B. — Medium  type  over  900  sq.  ft., 

but  not  exceeding  r,8oo  sq.  ft.  ..050  o  10  o 

Class  C. — Large  type,  over  1,800  sq.  ft., 

but  not  exceeding  3,600  sq.  ft.  ..  too  i  o  o 

Class  D. — Large  type,  over  3,600  sq.  ft.  r  10  o  1  ro  o 


Monthly  Rates.-  Accommodation  for  monthly  periods  will 
be  at  rates  of  £5,  £10,  £20  and  £'30  respectively  for  the  above 
classxes  of  aircraft  ..  Any  accommodation  so  reserved,  but 
not  made  use  of,  will  be  available  for  hire  to  other  aircraft. 
No  refund  will  be  made  to  the  monthly  lessee,  unless  he  is 
prevented  by  the  re-allocation  of  the  reserved  accommodation 
from  obtaining  accommodation,  in  which  case  such  propor¬ 
tionate  refund  will  be  made  as  in  the  opinion  of  the  Secretary 
of  State  appears  reasonable. 

Payment  for  accommodation  at  monthly  rates  must  be 
made  in  advance  The  hire  of  premises  under  special  agree 
ment  may  be  arranged  upon  terms  which  will  be  decided  by 
the  Air  Ministry. 

The  provision  of  accommodation  at  R.A.F.  Aerodromes 
and  Seaplane  Stations  will  be  subject  to  the  exigencies  of  the 
Service. 

B.  Landing  Fees. 

These  will  be  in  respect  of  the  cost  of  maintenance  of  the 
aerodromes,  use  of  landing  lights  and  beacons  and  supply 
of  navigational  information. 

The  charges  will  include  ordinary  attendance,  e.g.  guiding 
machines,  starting  propellers,  re-fuelling,  etc.  (For  pushing 
machines  with  stopped  engines  any  considerable  distance, 
charges  will  be  made  in  accordance  with  3(0)  below.)  At 


aerodromes  where  no  attendance  U  available  the  charges 
w  ill  remain  the  same. 

The  charges  for  single  landing  will  be  : — 

Class  A. — Small  type,  2s.  6 d.  Class  13. — Medium  type, 
5s.  Classes  C  and  D — Large  type,  10s.  Aircraft  with  more 
than  tw'O  engines,  15s. 

No  extra  landing  fee  will  be  charged  in  respect  of  test 
flights  before  departure, 

2.  The  Air  Ministry,  its  servants  or  agents,  will  not  be 
liable  for  loss  cr  damage  by  accident,  lire,  flood,  tempest, 
explosion  or  other  cause  to  aircraft,  or  to  pilots,  engineers  or 
other  personnel  thereof,  or  to  any  passengers,  goods  or  mails 
carried  therein  landing  at  or  accommodated  in  any  Govern¬ 
ment  Civil  Aerodrome,  R.A.F.  Aerodrome  or  Seaplane 
Station  from  whatever  cause  arising,  even  if  such  loss  or 
damage  arises  through  negligence  of  the  Air  Ministry's 
servants  or  agents. 

3.  — -(a)  Attendance  on  civil  aircraft  by  personnel  of  the 
R.A.F.  or  of  Government  Civil  Aerodromes,  other  than  the 
ordinary  attendance  included  in  the  landing  fees,  will  be 
charged  for  on  the  basis  of  labour  and  time.  Such  personnel 
will  be  available  to  assist  civil  aircraft  only  to  a  limited 
extent,  and  at  certain  aerodromes  to  be  specified  by  the 
Secretary  of  State, 

(b)  Stores,  such  as  fuel,  oil,  tyres,  etc.,  and  any  standard 
spares  that  may  be  available,  will  be  supplied  to  civil  aircraft 
by  the  R.A.F.  wherever  possible,  to  meet  emergency  demands, 
and  when  no  other  source  of  supply  is  available.  Such 
supplies  will  be  charged  for  at  the  current  retail  prices. 

(c)  Subject  to  Service  exigencies,  repairs  may  be  carried 
-out  by  personnel  of  the  R.A.F.  or  of  Government  Civil 

aerodromes  for  civil  aircraft  in  emergency  when  no  other 
arrangements  can  be  made.  Repairs  will  be  confined  to  such 
work  as  will  enable  the  aircraft  to  proceed  by  air  within  a 
short  period.  No  repair  which  will  exceed  a  cost  of  £10, 
exclusive  of  the  cost  of  stores  and  spares  supplied,  will  be 
undertaken  before  an  estimate  has  been  made  and  submitted 
to  the  owner  of  the  aircraft. 

Repairs  carried  out  hy  personnel  of  the  R.A.F.  or  of 
Government  Civil  Aerodromes  will  bn  carried  out  to  the 
satisfaction  of  the  responsible  inspecting  officer,  but  no 
responsibility  as  to  the  airworthiness  of  the  aircraft  shall 
rest  on  the  R.A.F.  or  on  the  Government  Civil  Aerodrome, 
staff  or  on  the  Air  Ministry. 

(cl)  Where  R.A.F.  workshops  are  available  but  no  R.A.F. 
personnel  can  be  spared,  arrangements  will  be  made,  subject 
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to  Service  exigencies,  to  permit  the  use  of  the  workshops 
by  civilian  firms  on  appropriate  terms. 

(c)  Subject  to  the  exigencies  of  the  Service,  salvage  of 
aircraft  will  be  undertaken  by  the  R.A.F.  inside  R.A.F 
.aerodromes,  and  as  far  as  possible  outside  R.A.F.  aerodromes. 
In  both  cases  charges  will  be  made  according  to  the  cost 
involved. 

(/)  Mechanical  transport  will  be  placed  at  the  service  of 
civil  firms  in  emergencies  and  when  circumstances  permit. 
The  rates  to  be  charged  will  be  those  in  force  for  the  time 
being  for  the  use  of  R.A.F,  motor  vehicles,  on  repayment. 
Such  charges  will  include  the  driver,  and  no  vehicle  will  be 
hired  without  an  R.A.F.  driver. 

(g)  Arrangements  will  be  made  for  the  use  of  telephone, 
telegraph  and  Post  Office  facilities  at  Government  Civil 
Aerodromes,  R.A.F.  Aerodromes  and  Seaplane  Stations  by 
civil  firms  using  the  aerodromes. 

F  Arrangements  may  be  made  for  the  use  of  aerodromes 
for  purposes  of  tuition,  exhibition  or  sporting  contests 
The  charges  to  be  made  in  such  circumstances  will  be  such 
-as  may  be  specially  arranged  between  the  Air  Ministry  and 
the  person  or  firm  using  the  aerodrome 
(No.  1 18  of  1922.) 

Thames  Estuary  Searchlights 

(»)  Searchlight  Positions. — Searchlights  for  anti-aircraft 
practice  will  be  operated  at  different  points  along  the  Thames 
Estuary  in  accordance  with  the  following  schedule  : — 

(a)  Sheenies*. — 35,000  c,p.  searchlight,  operated  between 
the  hours  of  dusk  and  midnight  fortnightly  as  from 
Wednesday,  October  25. 

a  a 

THE  ATLANTIC  CRUISE 

l  \  nil  k  thi-  title  Mr.  E.  E .  Turner,  who  was  one  of  the  engineers 
on  board  "  R.34  ”  on  her  historical  cruise  to  America  and 
back,  re. id  a  paper  before  the  Society  of  Engineers  on 
November  6.  Mr.  Turner  dealt  briefly  with  the  construction 
of  the  airship,  and  at  considerable  length  with  the  design 
and  installation  of  the  five  Sunbeam  "  Maori  ”  engines  which 
formed  the  power  plant.  As  both  the  ship  and  her  engines 
will  tic  well  known  to  readers  of  this  journal,  it  is  unnecessary 
to  refer  to  this  section  of  Mr.  Turner's  paper  in  detail,  except 
to  state  that  the  fundamental  principles  of  the  design  were 
very  ably,  although  briefly,  explained  by  the  lecturer.  The 
“  three-wire  "  system  of  mooring,  both  on  land  and,  to  a 
degree,  over  the  sea  was  explained  and  illustrated,  and  the 
genera]  arrangement  of  the  ship  itself  was  also  well  illus¬ 
trated  by  lantern  slides  from  drawings,  diagrams  and 
photographs 


(h)  Gillingham  Pier. — 35,000  c.p.  searchlight,  operated 
normally  from  T900  to  2100  hours  on  Tuesdays  and  Fridays 
during  the  winter. 

(c)  Gravesend.  35,000  c.p.  searchlight,  operated  normally 
from  1900  to  2100  hours  on  Mondays  and  Thursdays  during 
the.  winter. 

(d)  Area  Sheerness,  Gillingham,  Gravesend. — Two  25,000  c.p. 
searchlights,  operated  in  this  area  from  1900  to  2100  hours 
on  Mondays,  Tuesdays,  Thursdays  and  Fridays 

(2)  Warning. — Pilots  are  warned  not  to  mistake  these 
searchlights  for  lights  operated  from  aerodromes.  The  times 
given  above  are  normal,  but  the  lights  may  occasionally  be 
operated  at  other  times. 

(3)  Previous  Notices  — bee  sketch  map  published  with 
Notice  to  Airmen  No.  51  of  1922. 

(No.  i  19  of  1922.) 

Napier  “  Lion  ”  Engines  :  Engine  Bearer  Clearances 

Several  engines  have  recently  been  discovered  in  which 
the  metal  on  the  inside  of  the  bearer  feet  has  been  filed 
away  at  the  radius,  in  order  to  provide  clearance  for  the 
engine  bearers  of  the  machine. 

Such  removal  of  metal  is  undesirable,  but,  if  essential  to 
effect  necessary  clearance,  is  not  detrimental,  provided  the 
extent  is  small  and  care  is  taken  to  leave  the  maximum 
possible  radius  for  the  blending  of  the  bearer  foot  into  the 
crank- case  wall. 

It  is  dangerous,  however,  merely  to  file  the  metal  so  as  to 
leave  a  sharp  radius,  in  that  cracks  will  inevitably  start  at 
the  corner. 

(No.  10  of  1922.) 

a  a 

OF  H.M.  AIRSHIP  “R.34” 

The  latter  part  of  the  paper  took  the  form  of  a  very  brief 
log  of  the  outward  and  homeward  voyages,  and  although  in 
the  very  limited  space  available  Mr.  Turner  could  not. 
naturally,  give  such  a  complete  picture  of  that  adventurous 
journey  as  did  the  late  Commodore  Maitland  in  his  book, 
he  nevertheless  succeeded  in  conveying  to  Ids  audience  an 
excellent  sketch  of  life  on  board.  The  lecturer  had  nothing 
but  praise  for  the  Sunbeam  engines,  and  it  is  of  interest  to 
quote  from  his  log  the  passage  dealing  with  the  breakdown 
of  the  forward  engine  in  the  aft  car.  “  This  breakdown,” 
the  lecturer  said,  "  was  due  in  no  way  to  the  constructors, 
but  the  engineer,  owing  to  a  roll  of  the  ship,  slipped  and  fell 
against  the  clutch  lever,  disconnecting  the  engine  from  the 
propeller.  The  engine,  being  on  full  load,  immediately  raced 
up,  and  the  resulting  stresses  caused  the  fracture.  The 
governor  gear  had  previously  been  disconnected.” 


WITH  ERASER’S  FLYING  SCHOOL  AT  KINGSBLTR\r  :  1.  View  of  the  late  Airco  Works*  taken  from 
one  of  the  school  Avros.  2.  Leaving  the  aerodrome.  3.  Getting  ready  for  a  “flip”  in  an  Avro. 
4.  A.  Fraser,  J.  P.  C.  Phillips  and  W.  Mitchell  pose  for  the  camera  beside  one  of  the  school  Avros.  5.  Just 

landing  on  Kingsbury  Aerodrome.  • 
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THE  CASE  FOR  METAL  CONSTRUCTION 

By  JOHN  D.  NORTH,  F.R.Ae.S. 

( Concluded  from  page  651.) 


CORROSION 

Thk  question  "  What  about  corrosion  ?  ”  is  such  a  common 
one  that  I  may  perhaps  be  excused  if  I  introduce  a  little 
rdsumd  of  present-day  opinions  on  corrosion  generally.  I 
hope  to  show  that  the  susceptibilities  of  steel  aeroplane  parts 
to  corrosion  are  due  to  faulty  shop  practice  rather  than  any 
other  cause,  and  to  suggest  that  with  proper  precautions  there 
is  little  to  fear  from  oxidation.  Further,  the  aeroplane  which 
is  virtually  incorrodible  is  at  last  a  practical  proposition,  and 
will  make  its  appearance  in  the  near  future.  A  survey  of  the 
largo  volume  of  experimental  data  which  has  been  accumulated 
on  the  Subject  of  the  corrosion  of  iron  and  steel  leads  us,  at  an 
early  point  in  the  enquiry,  to  the  conclusion  that  the  chemical 
reactions  involved  are  by  no  means  simple.  Something  more 
than  a  direct  oxidation  of  iron  atoms  is  involved.  This  is  not 
in  the  least  surprising.  Of  almost  any  apparently  simple 
chemical  reaction  it  can  be  said  that  the  more  closely  we  look 
into  the  mechanism  of  such  change  the  more  complex  it  grows. 

It  will  not  be  disputed  that  the  more  that  is  known  of  the 
onset  and  course  of  development  of  a  disease  the  greater  hope 
there  is,  not  only  of  effecting  a  cure,  but  of  preventing  a 
recrudescence. 

Three  theories  which  have  been  put  forward  to  account  for 
the  corrosion  of  iron  and  steel  will  be  noticed  briefly  : — 

1.  The  acid  theory. 

2.  The  electro-chemical  theory. 

3.  The  recent  colloid  theory  of  Dr.  Friend. 

It  may  be  said  at  once  that  no  one  of  the  above  will 
suffice  to  explain  all  the  well-established  experimental  facts. 

x.  The  Acid  Theory. — This  requires  the  necessary  pres¬ 
ence  of  some  acid  in  the  water  in  contact  with  the  metal 
before  iron  will  rust  at  all.  The  carbonic  acid  present  in 
water  in  all  ordinary  cases  suffices.  It  is  probably  not  a  fact 
that  iron  will  not  rust  in  the  absence  of  an  acid.  Be  that  as  it 
may,  in  all  cases  that  interest  us  the  acid,  carbonic,  is 
inevitably  present,  and  the  presence  of  any  acid,  even  so 
weak  a  one  as  carbonic,  undoubtedly  accelerates  the  corrosion 
of  iron. 

2.  The  Electro-Chemical  Theory,  in  its  broadest 
interpretation,  includes  the  acid  theory.  This  theory  requires 
that,  for  corrosion,  the  iron  shall  be  in  contact  with  an  elec¬ 
trolyte  and  oxygen.  It  is  impossible  and,  for  our  purposes, 
unnecessary  to  say  whether  chemically  pure  water  is  an 
electrolyte  ,  impossible  because  it  is  inconceivable  that 
chemical  methods  have  reached  the  ultimate  in  refinement, 
the  chemically  purest  wa.ter  yet  prepared  has  a  definitely 
measurable  electrical  conductivity  and  is  an  electrolyte  in 
consequence  ;  unnecessary,  because  the  only  water  that 
interests  us,  that  which  condenses  when  the  temperature  falls 
below  the  dew  point,  that  which  falls  as  rain,  is  an  undoubted 
electrolyte,  and  contains  a  measurable,  though  small,  con¬ 
centration  of  hydrogen  and  hydroxyl  ions.  The  chemist 
associates  what  he  calls  acid  properties  with  the  presence,  in 
large  or  small  concentration,  of  the  hydrogen  ion.  So  water 
is  an  acid,  a  weak  acid,  perhaps  the  weakest  known. 

We  have,  in  materials  like  iron  and  steel,  which  are  neither 
pure  nor  homogeneous,  a  very  fertile  held  for  the  establish¬ 
ment,  in  contact  with  an  electrolyte,  of  local  voltaic  couples, 
and  if  the  iron,  as  must  sometimes  occur,  be  anodic,  in  such  a 
couple,  into  solution  it  will  tend  to  go  as  the  iron  ion,  with 
a  driving  electromotive  force  behind  it.  which  depends  on  the 
nature  of  the  electrolyte  in  contact  with  it  and  on  the  nature 
of  the  cathode.  Now  this  state  of  affairs,  with  iron  the  anode 
in  a  voltaic  couple,  will  be  found  only  in  places  on  the  surface 
of  any  given  specimen.  Corrosion  due  to  this  cause  will  then 
only  develop  at  certain  well-marked  points  of  attack,  account¬ 
ing  thus  for  the  familiar  phenomenon  of  pitting. 

But  this  voltaic  action,  due  to  the  heterogeneous  character 
of  the  material  and  resulting  in  pitting,  is  not  all,  There  has 
to  be  considered,  in  addition,  the  action  between  the  metal 
itself  and  the  electrolyte  with  which  it  is  in  contact.  A  metal 
in  contact  with  a  liquid  ionises  to  some  extent,  with  a  defini  te 
electromotive  force  which  can  be  measured  tending  to  ionise 
it.  In  the  absence  of  disturbing  factors  a  state  of  equilibrium 
is  set  up  when  further  ionisation  ceases  and  a  definite  differ¬ 
ence  of  potential  between  metal  and  solvent  exists.  This  is 
the  ionic  theory  of  solutions  universally  accepted  by  physical 
chemists  as  giving  the  best  expression  yet  to  the  whole  of 
their  knowledge  of  the  mechanism  of  solution.  The  disturbing 
factor  that  matters  to  us  is  the  presence  of  other  ions  in  the 


liquid,  hydrogen  ions.  The  electro-chemical  theory'  of  corro¬ 
sion  then  attributes  the  corrosion  of  the  metal  to  two  causes, 
operating  together  or  singly-. 

(1)  Local  voltaic  actions, 

(2)  Straightforward  solution  of  the  metal. 

The  non-corrodible  steel  will  be  of  such  a  character  that 
neither  of  these  causes  can  operate. 

Dealing  with  local  voltaic  actions  first.  The  presence  or 
absence  of  the  conditions  necessary  for  setting  up  such  actions 
will  depend  upon  : — 

First  and  foremost,  the  presence  of  impurities  or,  what  is 
equally  harmful,  local  segregations.  As  an  example,  it  has 
been  established  that  in  the  presence  of  black  scale  the  iron 
becomes  anodic  and  consequently  passes  into  solution. 

(2)  The  micro-structure  of  the  material  and  anything  which 
has  happened  to  the  material  in  its  life  history  which  is  known 
to  affect  the  micro-structure — e.g.,  heat  treatment  —is  very 
important. 

(3)  Chemical  composition. 

(4)  The  physical  condition  of  the  material,  due  to  heat  treat¬ 
ment  or  mechanical  working.  Strained  and  unstrained  por 
tions  of  a  homogeneous  material  constitute  an  active  voltaic 
couple. 

There  is  nothing  here  that  proper  care  in  the  selection, 
manufacture  and  handling  of  the  material  cannot  successfully 
deal  with. 

Straightforward  Solution  of  the  Metal. — Whether  or  not  a 
metal  goes  into  solution  in  a  liquid,  it  has  been  said  above, 
depends  upon  what  potential  difference  exists  in  the  parti¬ 
cular  case  under  investigation.  All  these  quantities  are 
susceptible  of  accurate  measurement,  Hadfield  aud  New¬ 
berry,  working  on  these  lines,  in  acid  solutions,  have  show 
that  before  solution  of  a  given  metal  can  take  place  the 
following  condition  must  be  satisfied  : — 

Electrode  potential  of  the  metal  -f  the  over-voltage  must 
be  greater  than  the  hydrogen  potential  for  the  solvent. 

The  electrode  potential  or  solution  pressure  is  a  matter  of 
chemical  composition  ;  and  it  should  not  be  impossible  to 
produce  an  alloy  to  fulfil  this  coitdition,  in  which  corrosion 
by  straightforward  solution  would  be  impossible. 

Of  the  two  causes  of  corrosion,  according  to  the.  electro¬ 
chemical  theory-,  the  localised  formation  of  voltaic  couples, 
resulting  in  pitting,  appears  to  be  responsible  for  most  of  the 
damage.  Recent  experiments  carried  out  at  the  United 
States  Bureau  of  Standards  on  the  corrosion  of  high  chromium 
steels  by  air  and  water  have  shown  that  the  rusting  of  such 
steels  was  always  local — a  surface  film  of  rust  was  not  observed 
in  any  instance. 

Having  regard  to  both  causes  of  the  corrosion  of  steels,  it 
is  clear  that  a  non-corrodible  steel  is  not  a  mere  figment  of 
the  imagination,  and  practical  knowledge  of  the  properties  of 
12-15  per  cent,  chromium  steels  and  irons  indicates  the 
material  has  already  arrived, 

3.  The  Colloid  Theory. — -There  remains  to  be  noticed 
the  recent  colloidal  theory  of  Dr.  Friend.  This  theory  claims 
that  ferrous  hydroxide  in  a  colloidal  form  appears  at  an  early 
stage  in  the  course  of  corrosion  ;  this  is  oxidised  to  ferric 
hy-droxide,  still  in  a  colloidal  form,  as  oxygen  from  the  air 
gains  access.  And  this  colloidal  ferric  hydroxide  catalytically 
accelerates  the  corrosion  of  further  iron,  undergoing  alternate 
reduction  by  new  metal  and  re-oxidation  by  fresh  oxygen. 
In  other  words,  the  colloidal  ferric  hydroxide  acts  as  a  cata¬ 
lytic  carrier  of  oxygen  from  air  to  metal,  a  type  of  catalytic 
action  wliich  is  perhaps  better  understood  of  chemists  than, 
any  other. 

It  would  appear  that  this  theory-  would  serve  to  supplement 
rather  than  supplant  the  electro-chemical  theory.  The  iron 
is  brought  into  an  attackable  condition  by-  electro-chemical 
forces,  and  the  course  it  then  follows  to  its  ultimate  destina¬ 
tion,  more  or  less  hydrated  ferric-  oxide,  may  very-  well  be 
via  the  colloidal  processes  of  Dr.  Friend. 

The  above  only  indicates  rather  sketchily  the  manner  xn 
which  the  addition  of  a  high  percentage  of  chromium  to  ferrous 
metals  has  gone  far  to  make  an  end  of  the  corrosion  trouble 
root  and  branch,  but  also  furnishes  the  clue  to  the  precautions- 
to  be  taken  with  ordinary  steels  to  fight  corrosion.  Firstly, 
see  that  the  material  is  free  from  black  scale.  This  is  best 
accomplished  by  electrolytic  cleansing.  Before  painting  see 
that  the  steel  is  dry  and  chemically  clean  as  possible. 

Whatever  flux  is  used  for  soldering  in  the  shops  chlorides 
will  be  found  on  all  soldered  fittings  and  many  unsoldered 
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ones  (resin  is  not  a  practical  flux)  and  the  parts  must  be 
properly  cleaned,  the  -wash  waters  being  controlled  by  analysis. 

]f  this  is  carried  out  effectively  and  a  suitable  paint  used  there 
is  little  fear  of  corrosion  where  the  protecting  coating  remains 
undamaged. 

It  is  not  only  in  the  protection  of  steels  against  corrosion 
that  advances  ’ are  being  made.  Recent  experiments  have 
shown  that  the  successful  treatment  of  light  alloys  is  prac¬ 
tically  an  accomplished  fact. 

RELIABILITY. 

Apart  from  this  question  of  corrosion,  it  is  necessary  to 
consider  in  what  other  respects  an  al  1-metal  aeroplane  might 
be  structurally  unreliable.  1  think  the  following  will  cover 
the  ground  : — 

(a)  Material  not  up  to  specifications  due  either  to  faulty 
inspection  or  the  failure  of  the  inspection  to  reveal  the  quality 
of  the  bulk  under  examination. 

(h)  Subsequent  mistreatment  either  bv  heat  treatment  or 
cold  work. 

(c)  Undetected  errors  of  workmanship. 

[d)  Damage  to  members  in  assembly,  delivery  or  service. 

(0)  Failure  of  riveting  under  service  conditions. 

(/)  Failure  under  alternating  stress,  i.e.  “  fatigue.” 

So  far  as  (a)  is  concerned,  I  think  that  there  can  hardly  be 
anv  doubt  that  metal,  particularly  wrought  metal,  is  at  a 
great  advantage  compared  with  timber.  The  test  samples 
represent  materials  of  the  same  composition  which  have  gone 
through  the  same  processes  in  the  mill  and  the  same  heat 
treatment.  The  production  of  carbon  steel  bars  has  reached 
such  a  high  standard  that  this  material  as  used  is  taken  as  the 
standard  reliability  material  by  the  Load  Factor  Sub-Com¬ 
mittee  in  the  section  of  its  report  dealing  with  reliability.  In 
the  thin  strip  ingot,  faults,  such  as  segregation,  slag  inclusion, 
etc.,  are  generally  noticeable,  and  axe  in  any  case  revealed  in 
rolling  or  drawing  together  with  most  other  material  faults 
should  they  escape  detection  before  testing.  Timber  is,  how¬ 
ever,  only  representative  to  the  extent  indicated  by  the  theory 
of  probability;  while  its  inspection  depends  on  deductions 
from  experience  concerning  which  there  is  not  complete 
agreement  among  timber  experts. 

(f>)  Can  be  prevented  by  proper  works  organisation,  and  is 
practically  confined  to  those  metal  parts  common  to  both 
metal  and  composite  aeroplanes. 

(1)  Are  far  more  difficult  to  conceal  titan  in  wood,  parti¬ 
cularly  as  riveting  replaces  welding.  Contrary  to  popular 
opinion,  defective  riveting  in  properly  designed  members  has 
very  little  influence  on  their  strength,  within  the  extreme 
limits  of  error  experience  has  shown  as  likely  to  occur. 

(d)  Is  also  not  the  weak  point  one  might  imagine  front  the 
thin  materials  used.  The  very  qualities  which  enable  the 
members  to  develop  a  high  stress  render  them  fairly  immune 
from  the  cflects  of  rough  handling,  but  this  point  has  to  be 
considered  in  design.  That  glaring  damage  is  not  fatal  to  the 
structure  has  been  shown  by  reloading  members  broken  in 
test.  The  most  serious  danger  is  fatigue  failure  from  the 
repeated  application  of  a  blow  on  a  particular  point ;  when, 
for  example,  a  portion  of  the  shell  is  repeatedly  bumped,  say, 
on  the  tailboard  of  a  lorry,  an  alternating  stress  failure  in  the 
form  of  a  crack  may  appear  ;  it  is,  however,  very  obvious 
and  easily  repaired,  while  with  similar  bad  packing  a  wood 
member  might  be  irreparably  injured. 

So  far  as  (e)  is  concerned,  I  have  already  mentioned  that  a 
certain  amount  of  rivet  failure  does  not  seriously  deteriorate 
the  structure,  and  there  is  with  steel  at  least  no  evidence  of 
the  failure  of  riveting  nor  any  logical  reason  why  it  should 
fail.  In  properly  designed  members  the  rivets  arc  merely 
shearing  pins  expanded  to  fill  the  rivet,  holes  while  the  head 
prevent  any  possibility  of  falling  out.  I  he  very  remote 
possibility  of  an  alternating  shear  stress,  sufficient  to  cause  a 
fatigue  failure,  can  be  guarded  against  in  design.  The  rivets 
are  in  fact  in  much  the  same  category  as  most  of  the  bolts 
on  an  aeroplane  with  the  difference  that  in  the  case  of  the 
rivets  individual  failure  is  of  negligible  importance. 

On  a  larger  scale  there  is  extensive  experience  of  riveting 
in  all  branches  of  engineering,  and  everything  in  this  experi¬ 
ence  tends  to  show  that  riveting  is  a  satisfactory  joining 
process. 

(f)  Considerable  strides  have  been  made  in  the  last  few 
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appear  to  be  associated  with  the  ultimate  tensile  rather  than 
the  elastic  properties  of  the  material.  That  stress  fluctua¬ 
tions  will  take  place  in  prime  movers,  vehicles  and  similar 
machines  is  obvious  from  a  study  of  their  mechanism,  but  in 
a  structure  such  as  an  aeroplane  they  arc  mostly  drm  to  fluc¬ 
tuating  loads  from  the  engine  direct,  varying  loads  on  aerofoil 
surfaces  due  to  the  irregular  wake  velocity  of  the  slipstream  or 
resonant  vibrations  originating  from  either  of  these.  Hu 
streamline  wire  is  a  notable  exception  since  it  has  an  unstable 
yawing  derivative  Nr  from  which,  the  well-known  sound- 
producing  oscillation  of  these  wires  is  derived. 

The  only  direct  fluctuating  loads  from  the  motor  wmch  l 
have  known  to  produce  failure  by  fatigue  are  the  rotating 
couples  from  fixed  radial  engines,  where  these  have  not  been 
allowed  for  in  design.  The  maximum  amplitude-  of  resonant 
vibrations  is  generally  small  and  the  mean  stress  fluctuation 
is  small,  too  ;  but  the  difficulty  arises  in  the  complex  distri¬ 
bution  of  stress  during  small  deformations  in  other  than 
simple  members.  Reference  to  the  work  of  Taylor,  Griffiths 
Coker  and  others,  wall  show  how  complex  this  is  and  what  a 
marked  influence  small  but  sharp  changes  of  section  have  on 
it.  Generally  speaking,  the  avoidance  of  rapid  changes  of 
section  (a.g.,  sharp  corners)  in  conjunction  with  material  of 
adequate  ductility,  is  sufficient  insurance  against  high 
localised  stress  ;  metal  construction  falls  in  easily  with  this 
requirement.  We  can  hardly  go  further  into  the  subject,  but 
it  is  safe  to  say  that  fatigue  failures,  if  they  occur,  must  be 
traced  to  the  drawing  office,  not  to  the  use  of  steel  as  a 
structural  material. 

METAL  COVERING 

The  desirability  or  otherwise  of  metallic  covering  seems  to 
me  to  be  largely  a  matter  of  policy.  I  see  in  the  Journal  that 
Mr.  O.  Short  puts  the  weight  of  metal  covering  at  .2  lbs.  per 
square  foot  presumably  of  covering.  If  this  is  the  case 
metallic  covering  means  an  addition  of  5  to  6  per  cent,  to  the 
gross  weight  of  the  aeroplane — an  addition  which  1  should 
imagine  could  only  be  tolerated  in  very  exceptional  cases. 

1  do  not  believe  that  it  is  imperative  that  aircraft  should  be 
all  metal,  quite  a  few  parts — not  structural— are  probably 
better  of  wood  except  under  special  climatieal  conditions. 
Fabric  covering,  especially  when  it  can  be  re-doped,  really 
gives  long  service,  and  re-covering  encourages  general  overhaul . 

I  believe  that  anyone  who  examines  the  possibilities  of 
metal  construction  on  the  lines  I  have  indicated  will  appre 
ciate  the  possibilities  of  reducing  the  structure  weight  of 
aeroplanes  by  the  use  of  metal  construction,  and  where  they 
are  able  to  supplement  their  deductions  by  experience  they 
will  be  convinced  of  the  great  future  in  front  of  it.  1  he  tact 
that  metal  aeroplanes  will  stand  adverse  climatieal  conditions, 
long  storage  and,  1  believe,  the  wear  and  tear  of  everyday 
use  in  temperate  climates  better  than  aeroplanes  largely 
built  of  timber  and  joined  with  glue  is  further  argument  in 

its  favour.  , 

The  development  of  technique  will  undoubtedly  tend  mote 
and  more  to  eliminate  tfie  necessity  for  skilled  labour  in 
course  of  construction,  and  this  opinion  is  fortified  by  experi¬ 
ence.  It  is  probable  also  that  load  factors  will  be  able  to  be 
lowered  without  increasing  the  risk  of  structural  failure  or 
alternatively  increase  of  reliability  may  be  obtained, 

I  have  said  nothing  so  far  on  the  subject  of  lire  risks,  though 
some  improvement  may  be-  attained  in  this  direction.  Those 
fires  in  the  air,  resulting  in  a  large  quantity  of  petrol  burning 
in  a  comparatively  confined  space,  would  hardly  be  affected 
if  the  aeroplane  were  made  of  asbestos  ;  but  since  fires  after 
a  crash,  probably  now  more  to  be  feared,  are  often  caused  by 
splinters  of  wood  coming  into  contact  with  hot  exhaust  pipes, 
this  latter  class  of  fire  risk  should  certainly  be  minimised. 

On  looking  through  these  notes  I  cannot  feel  that  I  have 
presented  the  case  for  metal  construction  as  completely  and 
convincingly  as  it  deserves  to  be  presented.  I  have  been  so 
closely  occupied  during  the  last  few  years  with  the  thousand 
and  one  details  of  this  new  development  that  I  have  found  if 
somewhat  difficult  to  put  this  subject  before  the  Society  in  a 
general  wav.  If  I  had  once  started  entering  into  details  I 
should  hardly  know  where  to  stop,  and  details  as  they  arise 
will  be  more  'interesting  to  those  who  are  talcing  up  this  work 
for  themselves. 

In  conclusion,  I  should  like  to  thank  those  gent. emeu  who 
have  assisted  me  in  the  preparation  of  this  paper,  particularly 
Dr.  Leslie  Aitchison,  who  has  rendered  invaluable  help  on 
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years  in  understanding  alternating  stress  failures,  particularly  metallurgical  matters  and  who  kmdly  supphed  ^  curves 

by  a  better  comprehension  of  stress  distribution.  Under  the  illustrating  the  variations  of  E  ,  also  Mi-  A.  F..  - 


auspices  of  the  A.R-C.  several  notable  papers  on  this  subject 
have  been  published,  a  study  of  which  would  remove  a  great- 
deal  of  misapprehension.  An  alternating  stress  failure  may 
occur  after  a  large  number  of  cycles  in  which  the  stress  has 
fluctuated  over  a  range  in  excess  of  certain  values  which 
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M.A.,  for  the  rtsumi  on  corrosion,  and  several  other  members 
of  my  experimental  staff.  I  have  also  to  thank  Messrs. 
Boulton  and  Paul,  Ltd.,  for  permitting  me,  for  the  purpose 
of  this  paper,  to  make  use  of  information  and  experience 
gained  in  their  aeronautical  department. 
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Phew  !  What  a  shock  ! 

From  the  alert  stall  of  our  Press  Cutting  Agency,  which 
sends  us  snippings  upon  matters  aviatic,  comes  an  article 
boldly  headed  "  A  Million  in  Flight,”  which,  needless  to 
say,  intrigued  us  muchly  until  we  realised  that  it  was  that 
number  of  wretched  refugees  from  Asia  Minor  trying  to 
find  a  safe  foothold  somewhere.  But  really,  now'  that  “  flight’ 1 
is  an  accomplished  everyday  fact,  it  is  about  time  some 


Thus  Mr.  Edmund  Jordan  in  a  letter  to  the  Press  : — 

"  ‘  Gliders  1  or  '  Aeroscaphes.’ 

“  Victor  Hugo,  in  his  wonderful  description  of  Gilliatt 
upon  the  rocks  of  the  Douvres  in  '  The  Toilers  of  the  Sea,’ 
commenting  on  continuous  air  currents  and  winds  moving 
in  zones,  says  : — ‘  Aerial  navigation  by  means  of  wind  boats, 
to  which  the  passion  for  Greek  terminology  has  given  the 


Vickers  “Viking,”  Napier  “Lion”  engine,  in  Spain  :  Our  photograph  shows  the  machine  at  San  Sebastian 

after  alighting  in  the  bay  on  its  way  to  Madrid. 


substitute  word  should  be  evolved  for  shock  headlines  of  this 
character.  For  the  moment  our  mind  w'obbled  between  the 
sudden  arrival  of  a  million  transatlantic  flyers  and  visions 
of  our  receiving  a  bankers’  draft  for  a  round  half-million 
on  account  as  a  small  recompense  for  Flight’s  missionary 
work  in  the  past. 

And  then  we  awoke.  But  in  these  nervy  days  it  won't  do 
to  strike  a  dud  mine  like  that  too  often.  Phew  ! 


name  of  "  aeroscaphes,’’  may  one  day  succeed  in  utilising 
the  chief  of  these  streams  of  wind.  The  regular  course  of 
air  streams  is  an  incontestable  fact.  There  are  both  rivers 
of  wind  and  rivulets  of  wund,  although  their  branches  are 
exactly  the  reverse  of  water  currents.  .  .  May  I 

suggest  that  it  is  an  anachronism  to  consider  as  novelties 
‘  gliders,’  or  even  aeroplanes,  and  that  the  aeroplane  is  a 
mechanically  propelled  aeroscaph  ?  ” 


HHEHHSHE 

S 

The  Day  ton- Wright 
“  Chummy  ”  Train-  H 
ing  Biplane  :  A  two-  gj 
seater  side-by-side 
machine,  fitted  with  El 
a  Le  Rhone  80  h.p.  « 
engine.  In  Septem¬ 
ber  last  a  student  S 
of  the  Day  ton-W right 
Co.,  K.  M.  Lane,  who  ® 
had  never  previously  h 
touched  the  controls 
of  a  ’plane,  started  ® 
to  take  instruction  jg 
on  one  of  these 
machines  early  in  H 
the  morning,  and  gj 
that  evening  made 
his  first  solo  flight.  H 
His  total  instruction  gj 
time  was  4  hrs. 

26  mins.  His  in-  El 
structor  was  W.  E.  gj 
Lees. 

H 

ana  ei  0  h  a  a  s 
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LW<*l  Gaiette,  October  24,  1922 
Griw^u.1  Dulie 1  Branch. 

Flying  Offrs. — Lieut.  G.  V.  Carev,  Devonshire  R. ;  Lieut.  A.  P.  Davidson, 
Highland  L.l. ;  Lieut.  C.  F  Ellicott,  Dorset  R. ;  Lieut.  A.  S.  Godley, 
K.  Scots ;  Lieut.  J.  P.  flutfain.  V.C..  Duke  of  Wellington's  R. ;  Lieut.  G. 
Oldham,  1  be  Quern's  R.  ;  Lieut.  E.  C.  Ridlington,  R.G.A.;  Lieut.  V- 
Stansby,  R.G.A. ;  Lieut.  A.  H.  Stirling,  R  Sects  ;  Sec.  Lieut.  P.  J.  Chambers, 
Border  R.  The  foUg.  Pilot  Offrs.  to  be  Flying  Ofirs.  (Sept.  29)  H.  A.  C. 
Atkinson,  J.  N.  Boothmau,  T  W.  S.  Brown,  P.  K.  Campbell,  D  M.  N.  Coles, 
A.  fl.  Croe,  E.  S.  Kdwardes,  B.  E.  Embry,  A.  Eindicy,  C.  Gardner,  fi.  E. 
Greenberry,  D.  R.  Locb,  A.  M.iyb&uxu,  E.  C.  Moon,  G.  J.  Ravner,  J.  V.  Roberts. 
The  loltg.  are  transferred  to  Reserve  (Oct.  24) : — 

Class  A.^Fltghl  Ltrul  — D.  A.  Stewart.  M.C.,  D.F.C.,  A.F.C. 

Flying  Offrs. — W.  Bentley,  D.F.C.,  E.  A.  J.  Brown,  S.  L.  Cannon.  K.  C.  L, 
Gorringe,  A.  L.  Jones,  G.  Kidd,  A.  J.  H.  Taylor,  1.  F-.  Vine,  H.  E.  Winch. 
Class  It — Squadron-Leader. — H.  C  Fuller. 

Flight-Lieuts  — J.  C.  Atkinson,  J  L,  L.  Dnffus,  A.  D.  Newbury,  H.  G.  P. 
Rees,  A.  Roberts,  A.  C.  Snow,  L.  Whitworth,  A.F.C,.  W.  P.  Woodcock 
Flying  Offrs. — A.  A.  W.  Barron,  R.  LI.  Can  tie  T.  \V.  Cave,  M.C.,  G.  F. 
Drudge,  F.  J.  Magee,  A.  J.  Paekham,  H.  A.  Smith,  E,  Taylor. 

Observer  Off'*. — P.  J.  Bradley,  R.  Hamilton,  M.C.,  B.  J.  Paget. 

Class  C. — Flight  Lieuts.—  J.  E.  M.  Atbcrley,  L.  H.  Pjtkenbam-WaKb,  D.F.C. 
Flying  Offrs. — G.  Baillie,  V.  VV.  Burgess,  A.  V.  Gash,  W.  Haltiwell,  J,  D 
Jackson,  L.  J.  Lipscomb,  F.  R.  Steggall,  D.C.M.,  A.  \V.  S.  Wagner. 

Observer  Offr.  P.  A.  Cockers tu,  M.C. 

llyinc  Ottr.  L  S.  I’uunett  is  transferred  to  the  Reserve,  Class  C  ;  Oct.  12., 
Flying  Otfr.  J,  R,  Starck  is  placed  on  the  ret.  list ;  Oct.  4.  Flying  Offr. 
P.  Wilson,  M.C,,  rellnqubhes  his  short  sendee  comma,  on  acct,  of  ill-health, 
and  is  granted  the  rank  ol  Capt. ;  Oct.  25. 

Slates  Branch 

Capt.  and  Asst.  Paymr.  W.  B.  Johnstone,  R.A.P.C..  is  granted  temp, 
commn.  for  Accountant  duties  as  Flight  Lieut,  on  seconding  for  three  years' 
duty  with  R.A.F.,  with  effect  from  Qrt.  1,  and  with  seny.  of  April  1,  1918, 
Ftigbt-LleiU.  SV.  B.  Johnstone  to  be  avtg,  Squadron-Leader;  Oct.  r. 


Medical  Branch 

J.  M.  Maxwell  is  granted  potuiammt  cornua)  as  Quartermaster  and  Flight* 
Lieut.,  with  ebect  from,  and  seny.  of,  Oct  j.  Flight  Lieut,  IT.  S.  C.  Starkey, 
O.B.E.,  M.D  ,  is  granted  permanent  commit,  in  rank  stated  ;  July  )8,  ion 
(since  promoted]  (Gurri/e.  Aug.  «,  19; t.  appointing  him  to  short  service 
commn.  is  cancelled).  Fhght-Lient  T.  M,  Walker  is  granted  a  shot  t  service 
comma,  retaining  present  substantive  rank  and  seny,;  Orr,  25  Capt. 
B.  F.  Beats  cm,  D.T.M,,  I.M.S.,  is  granted  trmp.  coinmn.  as  Flight-Lleut. 
whilst  seconded  for  duty  with  R.A.F. ;  Oct.  13 

London  Gazelle,  October  jx,  192a 
General  Duties  Branch 

Sqdn.  Ldr.  A  \V.  C.  V.  Parr  U  granted  a  pcntaiuiuL commission  as  a  Fit.  Lt. ' 
Sept.  7.  He  will  be  placed  at  the  head  ol  tin  gradation  list  of  Pit,  Lts.,  but 
will  take  seny.  m  accordance  with  his  relative  position  with  other  offirers 
similarly  reduced  in  rank  on  the  grant  of  permanent  or  short  service  comma?. 

G.  A.  Hadley  is  granttd  a  short  service,  column.  a«  a  Fifing  Offr.,  with  effect 
from,  and  with  seny.  ol,  Oct.  2 3  Set  Li  L.  W.  Mercer,  R.G.A  ,  is  granted  a 
temp,  commn.  as  a  Flying  Offr.  on  yeedg.  lor  four  years'  duty  with  tbc  R.A.F. ; 
Oct.  20.  The  folk. wing  ,,xe  transferred  to  Res.  (Nov.  r) Class  A. — Flying 
Offr.  N.  W.  Hustings.  Class  H. — Fit.  Lt.  R.  L.  Stcpbeuson-Pcacb.  M.B.E. 

Fit.  Lt.  G.  Barrett.  A.F.C.,  is  placed  mi  the  retd,  list  qn  account  of  ill-bcalth 
contracted  in  the  Service;  Not,  x. 

.Kites in g  Service 

The  following  ladies  axe  confirmed  lu  thelx  .ippts.  as  Staff  Xurse*{Aprtl  ij) : 
— Miss  E.  L.  M.  Graham,  Miss  E.  Crorier.  Mi-.-,  M.  J.  Mardonald, 

Memorandum 

Sec.  Lt.  p.  W.  Giles  relinquishes  his  temp,  eotntun.  ou  wdlstment  Ui  the 
T.A,  ;  May  8,  1920. 

London  Gciiette,  November  3,  2922 

General  [htlies  Branch 

Air  Commodore  C.  L.  Lamb*,  C.B.,  C.M.G.,  D.S.U.,  »  placed  on  half  pay. 
Scale  A  :  Aug,  1.  Group  Capt.  F.  V.  Holt,  C.M.G.,  D  S.O.,  ceases  to  be 
seed,  for  duty  with  the  Chinese  Government ;  Sept.  j.  riving  Offr.  T.  G.  G, 
Edgar  is  transfd.  to  Res  ,  Class  A  ;  Sept.  20  .substituted  for  tiatetle,  Sept,  j:), 


ROYAL  AIR  FORCE  INTELLIGENCE 


Appointments. — The  following  appointments  in  the  Royal  Air  Force 
are  notified:  — 

Group  Captain:  p.  F.  M.  Fcllowes,  D.S.O.,  from  Headquarters,  Middle 
F.ast,  to  Headquarters,  Constantinople  Wing  (Supernumerary).  22.9.22. 
For  duty  a»  Officer  Commanding  RAF.,  Constantinople. 

Squadron-Leaders  :  D.  Blair,  from  Headquarters,  Inland  Area,  to  Head¬ 
quarters,  R.A.F,  Iraq  20.10.22.  \V.  Sow  rev,  D.F.C.,  A.F.C.,  flow  R.A.F. 
Depot  (Inland  Area)  to  No.  t  Flying  Training  School  (Inland  Area).  1.11.22, 
F.  K  Sraartt,  M  B  ,  U.A.,  from  R  A  F.  Depot  (InLaud  .Area)  to  No.  1  Group 
Headquarters  (Inland  Area).  8.11.22.  F.  C.  Jobson,  from  No.  7  Group 
Headquatlex*  I  Inland  Area)  to  R.A.F.  Depot  (Inland  Area).  19.10.22. 

Flight-Lieutenants ;  E.  p  Hardman,  D.P.C.,  from  No.  30  Squadron  (Iraq) 
to  No.  84  Squadron  (Iraq),  for  duty  as  Adjutant.  18.5.22.  E.  E.  Deans, 
D.S.C.,  Irom  No.  2  Squadron  (Detached  Flight)  (No.  12  Wing,  Ireland)  to 
School  ol  Naval  Co-operation  and  Aerial  Navigation  (Coastal  Area).  1  11,22. 

H.  K.  P.  Wigglesworth,  D.S.C.,  from  Irish  Flight  (No.  12  Wing,  Ireland) 

to  No.  2  Squadron  (Detached  Flight)  (No.  12  Wing,  Ireland).  23. 10.2.- 
J.  W.  H.  Steil,  M.B.,  from  Headquarters  (Coastal  Area)  to  School  of  Naval 
Co-opiT.ition  and  Aerial  Navigation  (Coastal  Area).  14. to. 22.  J.  S.  Hollo¬ 
way.  from  No.  207  Squadron  (Inland  Area)  to  C.  and  M.  Party,  Bireham 
New  toil  (Inland  Area).  25.9.22.  \V.  R.  S.  Humphreys,  A.F.C,,  from  No.  207 

Squadron  (luland  Area)  to  C.  and  M.  Party,  Bircham  Newton  (Inland  Area) 
(Supernumerary).  25.9.22.  W.  R.  S.  Humphreys,  A.F.C.,  from  C.  and  M. 
Party,  Bir.hatii  Newton  (Inland  Area)  to  No.  100  Squadron  (Supernumerary), 
ro.  10.22.  T.  C.  Luke,  M.C.,  from  R.A.F.  Depot  (Inland  Area)  to  No.  56 
Squadron  t luland  Area),  for  duty  as  Adjutant.  1.11.22.  C.  McM.  Laing, 
M.C..  A.F.C.,  from  No.  35  Squadron  (Inland  Area)  to  C.  and  M  Party, 
Hawkinge  (Inland  Area).  25.9.22.  C.  McM.  Laing,  M.C.,  A.F.C.,  from 
C.  and  M.  Party,  Hawkinge  (Inland  Area)  to  No.  56  Squadron  (inland  Area). 

I. 11.22.  L.  A.  K.  Butt,  from  No.  4  Flying  Training  School  (Middle  East) 
to  No.  208  Squadron  (Middle  East)  (Supernumerary).  26.9.23.  J.  P. 
Coleman,  A.F.C.,  from  Aircraft  Depot,  Egypt  (Middle  East)  to  No.  56 
Squadron  (Detached  Flight)  (Constantinople  Wing).  26.9.22.  M.  Moore, 
from  Headquarters,  Middle  East,  to  Headquarters,  Constantinople  Wing 
(Supernumerary).  26.9.22.  R.  P.  M.  Wlutham,  MX.,  from  Headquarters, 
Middle  East,  to  Headquarters.  Constantinople  Wing  (Supernumerary). 

22.9.22,  P.  j.  Murphy,  from  Stores  Depot,  Egypt  (Middle  East),  to  No.  208 
Squadron  (Middle  East)  (Supernumerary).  26.9.22.  M.  J.  James,  M.B.E.., 
from  Egyptian  Group  Headquarters  (Middle  East)  to  Headquarters,  Constan- 

13  H 

A  “Roland  Garros  ”  Squadron 

From  Paris  it  is  reported  that  a  number  of  famous 
French  “  Aces  ”  have  formed  a  society  to  be  known  as 
“  L’escadrille  Roland  Garros,”  and  which  is  to  take  part 
in  all  important  aviation  meetings  and  also  give  exhibition 
flights.  The  ”  Escadrille  ”  is  chiefly  intended  to  do  propa¬ 
ganda  work,  and  its  president  is  M.  Leon  Batliiat.  The 
idea  originated  with  M.  J.  C.  Bernard,  who  will  take  over 
the  post  of  Secretary.  M.  Laurent  Eynac,  French  Under¬ 
secretary  of  State  for  Air,  has  received  a  deputation  con¬ 
sisting  of  Sadi  Lecointe,  J.  C.  Bernard  and  Haeglen,  and 
has  officially  sanctioned  the  formation  of  the  squadron, 
promising  at  the  same  time  a  Government  subsidy  towards 
its  expenses.  Already  the  following  French  pilots  have 
joined  the  Squadron  :  Sadi  Lecointe,  J.  C.  Bernard,  Jean 
Casale,  Haeglen,  Fronval  and  Dominicis.  Three  Italian 
aviators,  Scaroni,  Ferrari n  and  Brach  Papa,  have  joined, 
and  Belgium  is  represented  on  the  squadron  by  the  Chevalier 
Willy  Coppens.  At  the  moment  we  do  not  know  of  any 
British  “  Ace  ”  who  has  joined.  The  Squadron  will  be 


tinople  Wing  (Supernumerary).  26.9.22.  C  T.  O’Neill,  M  B.,  From  No.  216 
Squadron  (Middle  East)  »o  No.  208  Squadron  (Middle East)  (Supernumerary). 

26.9.22.  1,  F.  N.  Gerrard.  D.S.C.,  from  Central  Flying  School  (Inlaud  Area) 
to  No.  3  Flying  Training  School  (Inland  Area).  2x.ro. 22.  H.  H.  Balfour. 
M.C.,  from  Central  Flying  School  (Inland  Area)  to  No.  ro  Group  Headquarters 
(Coastal  Area).  1. 11.22.  C.  A.  E.  J.  Brownlee,  M.B.,  from  Air  Pilotage 
School  (Cadre)  (Inland  Area)  to  No.  2  Squadron  (Inland  Area).  28,10.22. 
F.  E,  Johnson,  from  Research  Laboratory  and  Medical  Quivers’  School  of 
Instruction  (Coastal  Area)  to  R.A.F.  Ceatraf  Hospital  (Coasts'  Area).  23.10.22. 
R.  G.  J.  McCulLsgh,  from  Research  Laboratory  and  Medical  Officers*  School 
of  Instruction  (Coastal  Area)  to  Air  Pilotage  School  (Cadre)  (Inland  Area). 

23.10.22.  j.  M.  Maxwell  (Quartermaster  Med.),  'torn  Army  (R.A.M.C.)  to 
Baghdad  Combined  Hospital  (Iraq)  on  appointment  to  Permanent  Commission 
as  Quartermaster  and  Fiigbt  Lieu tenant  (Medical)  ou  trauslrr  from  Army; 
for  duty  as  Quartermaster,  r.ro.22.  C,  E.  W,  Foster,  from  No.  3  Flying 
Training  Sr  bool  (Inland  Area)  to  R.A.F.  Depot  (Inland  Area)  (Supernumerary). 
27,ro.32.  H.  A.  Smith,  M.C.,  from  School  of  Naval  Co-operation  and  Aenal 
Navigation  (No.  230  Squadron)  (Coastal  Area)  to  No.  39  Squadron  (luland 
Area).  27. to. 22.  H.  A.  Whistler,  P.S.O.,  D.F.C.,  from  No.  2  Flying  Training 
School  (Inland  Area)  to  R.A.F.  Cadet  College  (Firing  Wing)  (C ramveJb. 
27.ro.22.  K.  B.  Lloyd,  A.F.C’.,  from  No.  2  Flying  'training  School  (Inland 
Area)  to  Central  l-'Iying  School  (Inland  Areal.  27.ro.22.  J.  J.  Breen,  from 
M.T.  Repair  Depot  I  Inland  Area)  to  Air  Ministry  (Dept,  oi  A..M.P.)  (D.D.O.). 
8.X1.22.  W.  Hodgson,  O.B.E.,  from  Air  Ministry  iDept.  of  A.M.P.)  (D.D.O.) 
to  M.T.  Repair  Depot  (Inland  Area).  8. it. 22.  For  duty  as  adjutant, 
T.  I-'awdry,  M  B.6.,  from  R.A.F.  Depot  (inland  Area)  to  Armament  and 
Gunnery  School  (luland  Area).  1.11,22.  H.  E.  Flavelle,  from  K, A  F  Base, 
Leuchars  (Coastal  Area),  to  Electrical  and  Wireless  School  Qnland  Area). 
3r. 10.23, 

Co).  Cutlibert  Evans,  C.B.,  C.M.G.,  D.S.O.,  to  command  Headquarters, 
Palestine,  on  appointment  as  G.S.O.  1  ;  ou  attachment  to  Royal  Air  Force 
until  26.6.24.  15.5.22. 

Brevet-Lieut.-Coi.  William  Elliott,  C.B.E.,  D.S.O.  (R.A.S.C.),  to  Command 
Headquarters,  Palestine;  on  appointment  as  Deputy  Asst.  Director  of 
Supplies  and  Transport ;  on  attachment  to  the  Royal  Air  Force  for  two 
years,  r.9,22. 

Capt.  A.  H.  Cope,  D.S.O.  (Devon  K.),  to  command  Headquarters,  Palestiue  ; 
on  appointment  as  G.S.O.  3  ;  on  attachment  to  the  Royal  Air  Force  until 
1.4.25-  15.5.22. 
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officially  recognised,  and  M,  J^aurent  Eynac  will  make  full 
use  of  its  services  for  propaganda  purposes. 

Aviation  in  Russia 

Rumour  is  again  busy  with  great  aviation  projects  in 
Russia.  It  has  been  stated  that  a  great  fleet  of  5,000  aero¬ 
planes  is  being  constructed  in  Russia  by  German  designers 
and  engineers,  and  that  this  fleet  is  to  be  used  to  establish 
aerial  communications  throughout  Russian  territory.  At 
first  it  is  intended  to  use  German  personnel  both  on  the 
constructional  and  operational  sides,  but  by  degrees  it  is 
hoped  to  train  a  sufficient  number  of  Russians  to  take  over 
the  entire  running  of  the  services.  In  the  meantime,  the 
opening  thus  provided  for  German  engineers  and  financiers 
is  thought  to  be  excellent,  and,  to  put  it  quite  bluntly,  to 
provide,  at  Russian  expense,  the  training  and  experience 
which  Allied  restrictions  prevent  them  from  getting  at  home. 
The  situation  is  not,  however,  without  its  dangers,  and 
should  be  closely  watched  from  this  side.  A  fleet  of  5,000 
“  red  ”  Russian  aeroplanes,  even  if  ostensibly  “  commercial,” 
is  not  pleasant  to  contemplate. 
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PERSONALS 

Married 

Flying  Officer  Bernard  I  lxi.ce  Bloeeld,  R.A.F.,  third 
surviving  son  of  Mr.  and  Mrs.  H.  Blofeld,  of  the  Woodlands, 
Sydenham  Hill,  was  married  on  November  i  at  Holy  Trinity 
•  Church,  Richmond,  Surrey,  to  Dorothy  Evelyn  Fir  min, 
widow  of  f.  E.  R.  Firmin,  Second  Lieut.,  Wilts.  Regt.,  and 
elder  daughter  of  Mr.  and  Mrs  Arthur  G.  Chiff oriel,  of  Inver 
leith,  Denbigh  Gardens,  Richmond  Hill. 

William  Wellington  Hall,  O.B.E.  (late  Major,  R.A.F), 
youngest  son  of  the  late  Henry  Clifford  Hall,  of  Reading, 
was  married  on  November  i,  at  the  Parish  Church,  Pang- 
bourne,  Berks.,  to  Zot  Maud  Lyke,  only  daughter  of  the  late 
Col.  E.  V.  Luke,  C.B.,  R.M.L.L,  and  Mrs.  Luke,  of  Pangbourne. 

Flight-Lieut.  Ian  M.  Matheson,  R.A.F.,  of  Polio,  Ross- 
shire,  was  married  on  October  31  very  quietly  at  Rastchurch, 
Kent,  to  Eileen  May,  only  daughter  of  the  late  George 
Gamble  of  Winchester. 

Killed 

Flying  Officer  Frank  S.  Harricks,  R.A.F.,  who  w'as  killed 
in  action  on  October  24,  at  Rania,  Iraq,  was  the  son  of  A.  S. 
and  I,.  Harricks,  Eden  Glen,  Pavilion  Road,  Bournemouth. 

m  m  m  m 

THE  “I.C.S.”  AND  AVIATION 

Already  before  the  War  the  International  Correspondence 
Schools,  of  International  Buildings,  Kingsway,  W.C.  2, 
included  among  the  many  subjects  taught  by  post  that  of 
aviation.  Among  those  early  I.C.S.  students  was,  it  may  be 
recalled,  the  late  Mr.  Robert  Slack,  who  flew  a  Bleriot.  and 
later  Morane,  monoplane  in  19 n,  1912  and  1913.  Mr.  Slack 
won  a  prize  presented  by  the  I.C.S.,  if  we  remember  rightly, 
and  his  great  practical  knorvledge  of  his  machine  and  engine 
proved  that  the  I.C.S.  course  was  sound  and  practical. 

Then  came  the  War,  and  for  some  years  the  aviation  course 
was  dropped,  owing  chiefly  to  tire  difficulty  of  keeping  up  to 
date  in  aviation  matters.  The  course  has  now  been  entirely 
re-written,  and  has  furthermore  been  extended  very  con¬ 
siderably.  Not  only  so,  but  by  subdividing  the  course  into 
several  branches,  it  has  been  possible  to  reduce  the  price  for 
any  one  section,  while  those  wishing  to  cover  the  entire 
ground  can  do  so  by  taking  tire  “  Complete  Aeronautical 
Engineering  ”  Course. 

The  “  Aeroplane  Designer’s  ”  Course  has  been  arranged  to 
give  instruction  in  such  subjects  as  come  within  the  scope  of 
draughtsmen  and  designers  in  an  aircraft  office,  dealing  with 
aerodynamical  as  well  as  structural  calculations. 

Another  course,  "  Special  Pilot’s,"  has  been  drawn  up  from 
information  supplied  by  the  Air  Ministry  to  assist  intending 
candidates  for  examinations  for  a  Class  A  or  Class  B  pilot's 
licence.  It  deals  thoroughly  with,  in  addition  to  the.  ordinary 
introductory  papers  on  arithmetic,  etc.,  with  engines  and 
aeroplanes,  as  -well  as  with  navigation,  meteorology,  etc. 

The  '*  Complete  Aero  Fitter’s  and  Rigger’s  ’’  Course  includes 
both  aeroplanes  and  engines,  while  the  “  Aeroplane  Fitter's 
and  Rigger’s  ”  course  deals  with  machines  only,  and  does  not 
include  papers  on  engines.  The  "  Aero  Engine  Fitter’s  and 
Rigger’s  "  Course  deals  entirely  with  engines,  and  does  not 
touch  work  in  connection  with  the  machine. 

Finally  the  International  Correspondence  Schools’  aviation 
section  includes  five  different  "  Ground  Engineer’s  "  special 
courses,  drawn  up  to  help  those  wishing  to  enter  for  Air 
Ministry  examinations  for  ground  engineers  in  Categories 
A,  B,  C,  D  and  E. 

Altogether  the  I.C.S.  courses  appear  to  include  every  phase 
except  actual  flying,  and  we  would  advise  those  interested  to 
write  to  International  Correspondence  Schools,  Ltd.,  Inter¬ 
national  Buildings,  Kingsway,  W.C.  2. 
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Royal  Air  Force  Sports  Board 

Arrangements  for  November,  1022 
Saturday.  November  n.- — Fencing  (R.A.F.  r.  Cambridge 
University),  Cambridge. 

Wednesday,  November  15. — Rugby  (R.A..F.  (Cadet)  College 
v.  R.M.C.),  Cranwell. 

Saturday,  November  18. — Rugby  (1st  round  of  Cup  Competi¬ 
tion  to  be  completed),  Cranwell. 

Wednesday,  November  22. — Fencing  (R.A.F.  v,  Royal 
Navy),  Uxbridge. 

Wednesday,  November  22. — Association  (zud  round  ol  Cup 
Competition  to  be  completed),  Uxbridge. 

Saturday.  November  25. — Rugby  (An  Air  Force  XV  v. 
R.A.Fv  (Cadet)  College),  Cranwell. 


SOCIETY  OF  MODEL  AERONAUTICAL  ENGINEERS 
(London  Aero-Models  Association) 

The  postponed  competition  for  Mr.  D.  II.  Pilcher’s  Challenge 
Cup  will  be  held  on  Hackney  Marshes  on  Sunday,  November 
19,  at  1 2  noon.  For  full  particulars  see  Flight,  September  38. 

On  Sunday.  November  26,  a  Gliding  Competition  has 
been  arranged  on  Wimbledon  Common.  For  full  particulars 
see  Flight,  October  5. 

On  Saturday  last  at  Sudbury,  Messrs.  Evans,  Green, 
Johnson,  Rippon  and  Rasmussen  put  in  some  good  experi¬ 
mental  work  with  their  gliders. 

On  Sunday  last  members  turned  up  in  large  numbers  at 
Parliament  Hill  and  gave  an  excellent  display  of  model 
aeroplane  flying  and  model  gliding,  to  the  delight  of  all 
present.  Messrs.  Path 6  Freres’  camera-men  were  also  present 
and  took  a  film.  Some  excellent  new  models  were  flown 
and  made  splendid  flights. 

Last  Friday,  at  Headquarters,  many  of  the  members  who 
visited  Itford  gave  their  views  on  the  full-sized  Gliding 
Competition,  and  an  interesting  discussion  followed. 

Our  many  members  conveyed  a  practical  and  sincere 
congratulation  to  Mr,  A.  F.  Jones  by  presenting  him  with 
a  silver  dish  as  a  wedding  gift.  Mr.  W.  E.  Evans,  in  making 
the  presentation,  dwelt  on  the  sustained  energy?  and  resource 
shown  by  Mr.  Jones  on  behalf  of  the  Society,  and  bis  remarks 
were  keenly  endorsed  by  all  members.  Mr.  A.  E.  Jones 
thanked  the  members  for  the  good  wishes,  and  said  the  token 
presented  to  him  would  be  a  constant  reminder  of  many 
friends.  In  joining  Mrs  A.  E.  Jones  with  his  own  appre¬ 
ciation,  he  assured  the  members  their  gift  would  be  one  of 
their  most  valued  possessions. 

Ou  Friday  next,  at  Headquarters,  20,  Great  Windmill 
Street,  Piccadilly  Circus,  at  7.30  p.nt.,  Mr.  D.  A.  Pavely 
will  open  a  discussion  on  the  subject  of  "  Wing  Sections  " 
All  interested  arc  invited  to  attend 

A.  B.  CLARK, 

Technical  Secretary. 
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AERONAUTICAL  PATENT  SPECIFICATIONS 

Abbreviations :  cyl.  «=  cylinder;  I.C.  «=  internal  combustion;  m.  ~  motor, 
the  numbers  in  brackets  are  those  under  which  the  Specifications  will 
be  printed  and  abridged,  etc. 

APPLIED  FOR  IN  1921 

Published  Aovmbct  6,  19 

13,239  Loftschiffbau  Zefpllix  Ges,  and  I'.  Jakav,  Airship  gondola*. 
(187,162.) 

19,17*,  A.  A.  Holi.e  and  Commercial  Alkoplank  W'ikc.  Srs'D. ,  Lto.  Aero¬ 
foils.  (187.318.) 

22,725.  F.  J.  Coughlin-.  Parachutes.  (187,393.) 

23.916.  G.  M,  FORBES.  Rotary  engines.  (167,518.) 

APPLIED  FOR  IN  1922 

Published  November  6,  1922 
15,855.  R.  Meyer.  Rotary  engines.  (iSr,3(>6.) 
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The  first  circular  mile  flown  in  Great  Britain  was  with  a  Green  Engine, 
o  1919  A  long  list  of  record  flights. 

One  35  h.p.  Green-Avro-Baby  competed  and  won  the  Aerial  Derby  Handicap. 

Two  35  h.p.  Green-Avro-Babys  competed  with  14  other  Competitors  and 
won  1st  and  2nd  prizes  in  the  Aerial  Derby  Handicap. 

Green-Avro-Baby  flies  to  Rome  and  back,  including  a  non-stop  flight  from 
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Green-Avro-Baby  flies  from  Sydney  to  Bundaberg,  non-stop  flight,  nearly 
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First  flight  from  England  to  Moscow,  nearly  2,000  miles,  on  a  35  h.p.  Green- 
Avro-Baby. 

King  s  Cup  Race.  Green-Avro-Baby  flies  over  570  miles  before  being  com¬ 
pelled  to  retire  with  defective  magneto. 
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EDITORIAL  COMMENT. 

^nURING  the  summer  of  1923  an  important 
1  International  Exhibition  will  be  held 

■^a*Srl  at  Gothenburg,  Sweden,  to  celebrate 
the  300th  anniversary  of  the  foundation 
SgA— 5^*  of  that  important  Swedish  seaport. 

The  exhibition  is  to  open  in  May,  and 
will  not  close  until  the  end  of  Sep- 
m  tember.  During  part  of  that  period — 
from  July  20  to  August  12,  to  be  exact — an  Inter¬ 
national  Aircraft  Exhibition  is  to  be  embodied  which 
will,  it  is  hoped,  include  representative 
Britain  contributions  from  the  leading  nations. 
“  ILUG  ”  Not  only  is  it  intended  to  exhibit  aero¬ 
planes,  seaplanes,  airships,  equipment, 
etc.,  but  it  is  hoped  that  it  will  be  possible  to  arrange 
for  squadrons  from  the  air  services  of  various  countries 
to  fly  to  Gothenburg,  and  to  take  part  in  demonstra¬ 
tions,  competitions,  etc.,  there. 

In  our  Editorial  Comments  in  last  week’s  issue  we 
referred  to  the  formation  of  a  propaganda  squadron 
in  France,  and  pointed  out  that  some  similar  squadron, 
if  formed  in  this  country,  could  very  usefully  take 
part  in  the  Swedish  exhibition,  and  thus  help  in 
no  small  measure  in  doing  useful  propaganda  work 
for  British  aircraft,  as  well  as  “  showing  the  flag  ” 
in  the  most  modem  way,  much  as  the  Navy  has 
done  in  the  past.  We  still  think  that,  under  the 
exceptional  position  of  aviation,  the  formation  of 
such  a  squadron  would  be  advisable,  but,  failing  that, 
why  should  not  the  R.A.F.  send  a  Squadron  to 
Gothenburg  for  the  three  weeks  that  the  exhibition 
is  open  ?  It  is  scarcely  to  be  doubted  that  France 
will  send  her  newly-formed  propaganda  squadron, 
and  it  will  certainly  not  do  for  Great  Britain  to  be 
unrepresented  at  the  meeting. 

Apart  from  the  Service  section,  this  country  should 
be  strongly  represented  on  the  civil  aviation  side. 
We  know,  and  the  majority  of  foreign  nations  know, 
that  British  aircraft  is  second  to  none  in  the  world. 
But  if  we  let  other  countries  get  ahead  of  us  by 
sending  aircraft,  aircraft  commissions,  etc.,  all  over 
the  world,  in  many  instances  the  people  on  the  spot 
will  snap  up  the  business,  no  matter  how  good  our 
machines  may  be.  It  will  be  a  very  considerable 
expense  for  our  aircraft  constructors  to  send  machines 
to  Sweden,  and  although  a  few  of  them  might  manage 
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to  do  so  in  spite-  of  the  unfavourable  tiiv.es,  to  be  really 
representative  a  considerable  number  of  different 
types  should  be  sent. 

This  means  that  it  is  a  matter  for  the  British  aviation 
industry  collectively,  rather  than  for  individual  firms, 
to  tackle,  and  in  this  connection  it  should  be  up  to 
the  Government  to  render  the  assistance  necessary. 
We  strongly  urge  the  Air  Ministry  to  back  up  the 
Director  of  Civil  Aviation  with  the  Treasury.  It  is 
more  than  advisable,  it  is  a  necessity,  for  Great  Britain 
to  he  well  represented  at  Gothenburg.  Elsewhere  in 
tins  issue  we  publish  a  brief  account  of  a  gathering 
of  the  Swedish  representatives  of  the  “  ILUG”  ( Inter¬ 
nationale  Luff  farts  ( T  1st  ill  Iningen,  Goleborg)  and  repre¬ 
sentatives  of  the  British  aircraft  industry  at  the 
Hotel  Metropole,  at  which  the  question  of  British 
participation  was  discussed.  We  sincerely  trust  that 
by  the  combined  action  of  the  S.B.A.C.  and  the  Air 
Ministry  the  Treasury  may  be  persuaded  to  grant 
such  a  sum  towards  the  expenses  incurred,  that 
British  aircraft  may  not  be  placed  at  a  disadvantage 
compared  with  the  aircraft  of  other  nations. 

While  the  1,000-guinea  Prize,  so  gener- 

a  h-iTefor  <>usly  offered  by  Mr.  Gordon  Selfridge, 

Low-Power  will  undoubtedly  do  a  great  deal  towards 

Aeroplanes  encouraging  the  development  of  gliders 

and  the  sport  of  gliding,  and  while 
hoping  that  several  smaller  prizes  may  be  forth¬ 
coming  for  competition  during  next  x-ear,  we  cannot 
help  thinking  that,  in  the  enthusiasm  for  gliding  as 
a  sport  with  great  possibilities,  owing  to  its  low’  cost, 
we  should  not  lose  sight  of  the  even  greater  future 
which  may  we  would  even  venture  to  say  does — 
lie  before  the  power-driven  aeroplane  with  very  small 
engine. 

Let  us  not  forget  that.  A.  V.  Roe  succeeded — 12 
years  ago  or  more — in  flying  with  an  engine  of  9  h.p., 
in  spite  of  the  very  scant  knowledge  winch  we  then 
had  of  aerodynamics  and  of  aircraft  construction. 
Surety  if  Roe  could  do  what  he  did  in  1909  or  so,  we 
could  do  very  much  better  today,  with  the  knowledge 
gained  during  the  intervening  years. 

As  a  matter  of  fact,  there  is  not  the  slightest  reason 
to  doubt  that  a  small,  light  machine,  weighing  about 
500  to  550  lbs.,  could  be  built  today  which  would  fly 
at  about  40-45  m.p.h.  if  fitted  with  an  engine  of 
12-15  h.p.  To  keep  the  “power-required”  figure 
low,  the  machine  would  have  to  be  lightly  loaded, 
which  would  mean  that  tile  top  speed  would  not  be 
very  high ;  in  fact,  it  would  have  to  be  below  the 
landing  speed,  of  a  good  many  modern  commercial 
aeroplanes.  But  one  result  of  this  would  be  that 
such  a  machine  could  land  at  30  m.p.h.  or  less,  could 
be  put  down  in  almost  any  field,  and  could,  if  properly 
designed,  be  made  practically  “  fool-proof.” 

Now,  in  the  present  state  of  hand-to-mouth  exist¬ 
ence  of  the  majority  of  our  aircraft  firms,  there  is 
very  little  money  to  spend  on  experiments.  What, 
it  seems  to  us  is  wanted,  is  an  offer  by  some  wealthy 
patron  of  aviation  of  a  prize  of  £1,000  or  so  for  the 
machine  with  a  small  engine,  which  has  the  best 
all-round  performance.  Probably  the  best  procedure 
would  be  to  limit  the  engine  cylinder  capacity  to  a 
certain  figure,  and  then  award  the  prize  to  the  entrant 
of  the  machine  which  did  the  best  performance, 
awarding  points  for  speed-range,  climb,  ceiling,  cheap¬ 
ness  of  construction,  stability  and  general  “  fool¬ 


proof  ”  qualities.  If  a  prize  were  offered  on  these 
conditions  there  is  little  doubt  that  a  number  of 
engine  and  aircraft  designers  would  be  willing  to 
enter  on  a  "  fifty-fifty  "  basis.  At  the  present  moment 
such  a  machine  does  not  exist,  and  what  is,  perhaps, 
even  more  important,  no  really  suitable  engine  for 
the  purpose  exists. 

'l'be  majority  of  motor-cycle  engines  are  somewhat 
inefficient,  and  arc  too  heavy  for  the  purpose.  As  it 
would  probably  be  necessary  to  gear  down  the 
propeller  in  order  to  get  good  efficiency,  some  form 
of  transmission  would  have  to  be  incorporated.  For 
such  powers  as  are  contemplated,  however,  probably 
a  simple  chain*  transmission  would  serve  very  well, 
unless  an  engine  were  produced  somewhat  on  the 
lines  of  the  Henry  Potez  exhibited  at  one  of  the 
Paris  Aero  shows,  in  which  the  cylinders  pointed 
forward,  the  crankshaft  being  vertical  and  driving 
the  airscrew  through  bevel  reduction  gearing. 

There  can  be  no  possible  doubt  that  a  machine 
costing  about  £ 200 ,  doing  40-50  miles  per  gallon  of 
petrol  and  capable  of  landing  in  small  fields,  would 
find  a  ready  market  both  at  home  and  in  the  colonies, 
and  although  a  machine  of  that  speed  could  not 
always  be  guaranteed  to  make  headway  against 
strong  winds,  flying  on  it  should  be  possible  on  a 
very  large  percentage  of  days  during  the  year.  A 
prize  of  £1,000  or  so  would  ensure  that  several  such 
machines  would  he  produced,  and  we  should  then 
see  the  beginning  of  real  sporting  aviation,  Who 
will  come  forward  ? 


•0*  *0*  -0- 


Air¬ 
worthiness 
Certificates 
for  Small 
Machines 


In  Gonnqetion  with  the  low-power 
sporting  aeroplane,  a  serious  handicap 
to  the  development  of  this  type  exists 
in  the  form  of  heavy  fees  for  airworthi¬ 
ness  certificates.  The  lowest  fee  charged 
for  such  a  certificate  for  a  type  aircraft 
is  £65.  Now  it  will  be  obvious  that  if  a  machine 
is  to  be  produced  at  a  cost  of  £150  to  £200,  such  a 
fee.  is  out  of  ail  proportion.  It  is  conceivable  that  a 
goodly  number  of  such  machines  would  be  built  by 
amateur  enthusiasts,  and  to  hamper  development 
by  insisting  on  1  he  payment,  of  a  fee  of  £65  is  ridicu¬ 
lous,  especially  in  view  of  the  fact  that  the  unneces¬ 
sarily  rigid  regulations  make  obtaining  the  certificate 
compulsory.  That  there  must  be  safeguards  we 
readily  grant,  but  in  this  case  we  cannot  see  that  the 
regulation  is  anything  but  red  tape  gone  mad. 

There  are  not  such  a  great  number  of  new  types 
being  developed  at  the  moment  that  the  “  stiess- 
merchant  ”  section  at  the  Air  Ministry  which  has 
to  be  kept  on  whether  or  not  any  new  machines  are 
being  produced  at  all— is  working  overtime.  Surely 
these  experts  could  easily  manage  to  “  stress-up  ”  a 
few  sporting  aeroplanes  at  odd  moments  lor  a  fee  of 
£5  or  so. 


To  make  it  any  larger  is  merely  hindering 
progress,  and  the  present  minimum  of  £65  is  a  fee 
which  cannot  he  justified  or  tolerated.  It  is  not  as 
if  stressing  a  machine  according  to  stereotyped  rules 
were  a  highly  scientific  procedure.  Aeroplanes  are 
not,  in  spite  of,  as  Mr.  North  said  in  his  paper  before 
the  Ro}?al  Aeronautical  Society,  ”  some  pretence  and 
humbug  to  the  contrary,”  designed  by  science  but 
by  art,  and  to  impose  such  fees  for  the  checking  of  a 
few  figures  according  to  routine  methods  is  the  height 
of  absurdity. 
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HANDLEY  PAGE  W  8 


Two  Rolls-Royce 

Experience  having  shown,  and  the  new  arrangement  of  the 
services  (whereby  Handley  Page  Transport,  Ltd,,  operate  the 
London- Paris  route  only)  accentuating  the  fact,  that  it  pays 
to  carry  passengers  in  preference  to  goods,  Handley  Page, 


The  Handley  Page  W  8  C  :  This  photograph  was  taken 
inside  the  saloon  of  one  of  the  W  8  B  machines,  but 
the  saloon  of  the  new  type  will  look  exactly  similar, 
except  that  there  will  be  16  seats  instead  of  12. 


Ltd  .  of  Cricklewood.  have  decided  to  build  for  next  year's 
services  a  modified  type  of  twin-engined  machine  which  will 
have  passenger  accommodation  for  16  passengers  instead  of 
the  12  passengers  for  which  the  present  W  8  B’s  were  designed. 


“  Eagle  ”  Engines 

The  new  machines  will  differ  but  slightly  in  outward  appear¬ 
ance,  and  not  at  all  aerodynamically,  from  the  older  type, 
which  has  proved  so  successful  during  the  past  year. 

The  W  8  C,  as  the  new  model  will  be  called,  will  have 
approximately  the  same  total  loaded  weight  as  the  W  8  B, 
but  the  cabin  is  to  be  lengthened  to  give  room  for  four  more 
seats,  while  the  freight  carried  aft  of  the  cabin  will  be  reduced 
by  an  amount,  equivalent  to  that  of  the  four  extra  passengers. 
The  extra  length  is  to  be  obtained  by  doing  away  with,  the 
wireless  compartment  which,  in  the  W  8  J3,  separates  the 
cabin  from  the  pilot’s  cockpit. 

The  total  loaded  weight  of  1 2,500  lbs.  of  the  W  8  C  will  be 
composed  as  follows  * — Weight  of  machine  light  (but  with 


The  Handley  Page  W  8  C  :  Section  and  plan  of  Saloon. 


cooling  water),  7,200  lbs.  ;  pilot,  160  lbs.  ;  petrol  for  3J 
hours  (137  gallons),  1,000  lbs.  ;  oil  (to  gallons),  xoo  lbs.  ;  16 
passengers  (at  180  lbs.),  2,880  lbs.  ;  freight,  1,160  lbs. 

The  performance  will,  of  course,  depend  somewhat  upon 
the  load  carried  ;  but  it  is  of  interest  to  compare  the  per¬ 
formance  with  full  load  with  that  attained  when  passengers 
only,  and  no  freight,  are  carried.  These  figures,  it  should  be 
noted,  are  certified  and  not  estimated  figures  ; — 


Loaded  weight 
Max.  speed  at  1,000  ft. 
Ground  rate  of  climb 
Service  ceiling 
Landing  speed 
Run  to  "  get  off  " 

Run  to  "  pull  up  ”  . . 


12,500  lbs. 

96  m.p.h. 
370  ft. /min. 
7,500  ft. 

44  m.p.h. 
320  yards 
240  „ 


ir.500  lbs. 

101  m.p.h. 
425  ft. /min. 
8,700  ft. 

42  m.p.h. 
300  yards 

240  „ 


The  Handley  Page  W  8  C  :  General  Arrangement  Drawings. 
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The  cruising  speed  will  naturally  vary  somewhat  according 
to  the  load  carried,  but  it  is  expected  that  an  average  of  about 
85  m.p.h.  will  be  maintained.  Taking  the  power  of  the 
Rolls-Royce  "  Eagle  ”  engines  as  360  h.p.  each,  the  power 
expenditure  per  passenger  carried  (with  full  load,  of  course)  is 
45  h.p.,  which  is  a  very  reasonable  figure,  considering  that 
the  speed  (at  full  pow'er)  is  round  about  100  m.p.h.  At 
cruising  speed  the  economy  is  naturally  even  better.  Looked 
at  in  another  way,  the  useful  load  carried  is  4,040  lbs.,  or 
5*6  lbs. /h.p.  at  maximum  power  ;  somewhat  greater  at  power 
corresponding  to  cruising  speed.  From  the  point  of  view  of 
performance,  it  cannot,  be  denied  that  there  are  in  existence 
single-engined  machines  which,  with  the  same  power  expendi¬ 
ture  per  passenger,  have  a  considerably  greater  speed  ;  but 
the  makers  and  users  of  the  Handley  Page  aeroplanes  main¬ 
tain  that  the  speed  is  sufficient,  while  the  splitting-up  of  the 
power  plant  into  two  units  results  in  greater  security,  as ' 
simultaneous  failure  of  both  engines  is  a  most  unlikely 
happening. 

In  this  connection  it  is  of  interest  to  remark  that  tests  at 
Martlesham  Heath  have  shown  that,  with  a  weight  of  12,500 
lbs.,  the  machine  can  be  flown  straight,  although  losing 
height  slightly,  whereas  with  slightly  less  than  full  load,  i.c., 
when  the  total  weight  is  about  11,500  lbs.,  the  machine  will 
actually  remain  aloft  with  only  one  engine  running.  As  it 
is  probably  not  on  a  great  percentage  of  trips  that  machines 
arc  loaded  up  to  the  maximum  of  their  capacity,  it  is  claimed 
that  the  twin-engined  machine  affords  every  chance  of 


The  Handley  Page  W  8  C  :  Diagram  of  slotted  and 

balanced  aileron 


reaching  a  safe  emergency  landing  ground  in  case  cf  engine 
failure,  and  certainly  the  record  of  Handley  Page  Iransport 
on  the  London-Paris  route  would  appear  to  bear  out  this 
contention.  Another  feature  of  the  W  8  B's,  which  will  be 
retained  in  the  W  8  C,  is  the  low  landing  speed,  The  actual 
figure  is  round  about  40  or  42  m.p.h,,  but  it  appears  to  be 
less,  probably  owing  to  the  size  of  the  machine.  In  watching 
the  Handley  Page  machines  "  float  ”  into  Croydon  aerodrome, 
one  never  has  the  anxious  feeling  with  which  one  often 
watches  small,  fast  machines,  and  if  experience  has  proved 
that  the  lower  top  speed  is  sufficient,  there  does  not  appear 
to  be  any  very  good  cause  for  retaining  high  landing  speeds. 
The  subject  is,  however,  a  controversial  one,  and  one  upon 
which  we  do  not  propose  to  enter  here. 

As  already  mentioned,  the  main  alteration  will  be  to  the 
saloon,  the  length  of  which  is  to  be  increased  to  23  ft.,  so  as 
to  afford  accommodation  for  16  seats,  placed  along  the  sides 
of  the  cabin,  with  a  passage  down  the  centre.  In  the  W  8  B 
there  was  a  wireless  compartment  between  the  saloon  and 
the  pilot’s  cockpit.  In  the  latest  model  this  will  be  omitted, 
and  the  cabin  will  extend  forward  right  up  to  the  bulkhead 
behind  the  pilot.  One  result  of  this  arrangement  will  be 
that  the  passengers—  those  in  the  front  seats,  at  any  rate — 
will  obtain  a  very  excellent  view,  and  as  a  matter  of  fact,  all 
passengers  in  a  Handley  Page  have  a  fairly  good  view,  owing 
to  the  placing  of  the  Rolls-Royce  engines  well  up  in  the  gap 
between  the  wings  and  forward  of  the  leading  edge. 

The  cabin  arrangement,  apart  from  the  extra  seats,  will 
follow  closely  that  of  the  older  machines.  Entrance  is  by  a 
door  on  the  port  side,  this  door  being  securely  fastened  before 
the  machine  leaves  tire  ground.  On  the  forward  w'all  of  the 

0  0 

Wireless-controlled  ’Planes  in  America 

From  Washington  it  is  announced  that  the  L.S.  Army 
Air  Service  have  recently  made  very  successful  tests  with 
wireless-controlled  aeroplanes.  It  is  reported  that  flights  of 
over  ninety  miles  have  been  made  by  machines  carrying  no 
pilot,  being  controlled  by  wireless  from  a  ground  base.  So 


cabin  will  be  mounted  such  instruments  as  clock,  altimeter 
and  airspeed  indicator.  A  map  of  the  route  will  also  be 
placed  on  the  wall,  so  that  passengers  will  be  able  to  follow 
the  progress  of  the  machine,  a  fact  which  adds  considerably 
to  the  interest  of  the  journey.  A  door  will  communicate 
with  the  pilot's  cockpit,  should  it  become  necessary  for  any 
reason  to  do  so.  At  the  aft  end  of  the  saloon  will  be  a 
lavatory,  similarly  arranged  to  that  of  the  W  8  B's,  in  which, 
during  the  journey,  a  transverse  door  separates  it  from  the 
saloon.  On  landing  this  door  closes  back  and  shuts  off 
entirely  the  lavatory,  while  giving  access  to  the  exit.  This 
arrangement  is  particularly  neat,  and  saves  a  considerable 
amount  of  space. 

Large  Triplex  windows  will  be  provided  in  both  sides  of 
the  saloon,  some  of  which  will  be  made  to  open,  thus  forming 
emergency  exits.  Further  exits  will  be  provided  in  the  form 
of  ripping  panels,  so  that  in  case  of  emergency  the  passengers 
should  be  able  to  leave  the  cabin  in  a  minimum  of  time. 

Behind  the  saloon  will  be  a  large  freight  compartment, 
measuring  10  ft.  in  length  by  3  ft,  6  ins.  in  width,  and  having 
an  average  height  of  5  ft.  2  ins.  The.  cubic  capacity  of  this 
compartment  will  be  178  eu.  ft.  The  door  in  the  port  side 
leading  to  this  compartment  will  be  of  large  dimensions,  and 
will  open  in  the  centre  so  as  to  leave  an  unobstructed  opening 
through  which  bulky  goods  may  be  passed.  In  order  to  trim 
the  machine  according  to  load,  the  man  who  looks  after  the 
loading  will  know  how  great  is  the  weight  of  the  contents  of 
the  freight  compartment,  and  if  heavy  freight  is  carried  and 
the  saloon  is  not  full,  the  aft  seats  will  be  locked  by  a  strap 
running  across  from  one  arm  rest  to  the  other,  thus  preventing 
the  passengers  from  using  these  seats  and  thus  make  the 
machine  tail-heavy,  (A  wag  lias  suggested  that  a  more 
positive  method  would  be  to  lock  the  passengers  in  their 
seats  by  aforesaid  straps,  but  some  might  object  to  this 
procedure  !) 

The  pilot,  placed  as  he  is  in  the  nose  of  the  fuselage,  will 
have  a  particularly  good  view  in  all  directions.  An  extra 
seat  will  be  provided  next  to  the  pilot,  for  use  by  an  engineer 
or  navigator,  should  it  be  desired  to  carry  one  for  special 
purposes.  A  complete  wireless  outfit  will  be  carried,  and  it 
is  possible  that  a  “  listening-in  "  set  will  be  fitted  in  the  salocn 
for  the  benefit  of  the  passengers. 

The  power  plant  will  consist  of  two  Rolls-Royce  “  Eagle 
engines,  mounted  on  a  structure  of  steel  tubes  some  distance 
above  and  in  front  of  the  lower  plane,  The  engines  will  not 
be  cowled-in,  with  the  result  that  smaller  radiators  can  be 
fitted,  while  access  to  the  engines,  or  even  their  removal  and 
replacement,  will  be  greatly  facilitated. 

As  in  the  W  8  B,  the  main  petrol  tanks  will  be  gravity  tanks, 
thus  avoiding  all  pumps,  piping,  etc.  in  the  new  machines, 
however,  the  tanks  will  be  slung  underneath  the  top  plane, 
and  not  mounted  on  top  of  it.  Each  tank  will  have  a 
capacity  of  100  gallons,  and  the  petrol  will  flow  to  the  engines 
through  metal  tubes,  incorporating  metal  couplings  of  the 
RAF.  pattern  so  as  to  avoid  the  use  of  rubber  in  the  petrol 
system. 

It  has  been  stated  that  aerodynamically  the  \V  8  C  will 
not  differ  at  all  from  the  W  8  B.  This  is  not  strictly  accurate, 
as  slotted  ailerons  will  be  fitted.  The  section  of  these  is  shown 
in  the  accompanying  diagram.  As  the  aileron  trailing  edge 
moves  down,  the  slot  is  opened,  while  on  the  opposite  side 
the  aileron  moving  up  closes  its  slot.  Normally  the  slots  are 
very  slightly  open,  but  as  they  are  the  same  on  both  sides,  this 
will  not  affect  the  flying  of  the  machine.  It  should  be  pointed 
out  that  this  form  of  aileron  has  been  found  to  give  excellent 
results.  Not  only  are  slotted  ailerons  very  effective,  so  that 
a  very  small  movement  suffices,  but  they  have  been  found 
to  retain  their  effectiveness  right  up  to  the  stalling  angle  of 
the  wings,  while  the  forward  projection  serves  as  a  balance, 
and  the  load  on  the  control  column  is  quite  small  in  proportion 
to  the  rolling  couple  produced  by  the  ailerons. 

Although  Rolls-Royce  engines  will  be  fitted  as  standard, 
Napier  “  Lion  "  engines  of  450  h.p.  each  may  be  fitted  with 
this  type  of  machine,  with  a  resulting  improvement  in  per¬ 
formance.  The  weight  will  then  remain  practically  the  same 
as  before,  but  the  performance  will  be  :  Maximum  speed  near 
ground,  120  m.p.h.  ;  ground  rate  of  climb,  750  ft. /min.  ; 
service  ceiling,  12,000  ft.  ;  landing  speed,  44  m.p.h. 

0  0 

successful  arc  the  tests  said  to  have  been  that  American 
authorities  have  declared  that  one.  can  now  foresee  the 
possibility  of  making  aircraft  which,  controlled  by  wireless 
from  a  ground  base,  will  carry  great  loads  of  bombs  to  a 
distant  point  and  either  crash  there  with  their  load  or  drop 
the  bombs,  the  machine  returning  to  its  base. 
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GLIDING,  SOARING  AND  AIR-SAILING 


Those  wishing  to  get  in  touch  with  others  interested  in  matters 
relating  to  gliding  and  the  construction  of  gliders  are  invited 
to  write  to  the  Editor  of  Flight,  who  will  be  pleased  to  publish 
such  communications  on  this  page,  in  order  to  bring  together 
those  who  would  like  to  co-operate,  either  in  forming  gliding 
clubs  or  in  private  collaboration. 

Only  two  more  weeks  remain  in  which  to  send  in  designs 
for  gliders  lor  the  competition  organised  by  the  proprietors 
of  Flight.  The  closing  date  is  November  30,  and  no  designs 
submitted  after  that  date  will  be  considered  in  connection 
with  the  competition.  All  drawings  submitted  must  be  in 
Indian  ink  on  white  paper  or  tracing  cloth,  and  the  proportions 
of  sheets  should  be  such  as  will  reduce,  to  a  full  page  in  Flight. 

*  *  * 

General  arrangement  drawings,  comprising  side  elevations, 
front  elevations  and  plans,  must  be  sent,  and  all  areas  and 
main  dimensions  marked  on  the  drawings.  Details  of  main 
constructional  features  must  be  sent,  although  working 
drawings  of  every  minor  detail  arc  not  insisted  upon. 

*  *  • 

Aerodynamical  estimates,  a  chart  of  gliding  angles  and 
stress  diagrams  of  the  more  important,  structural  members 
must  be  sent.  The  estimates  must  be  based  upon  recognised 
data  of  wing  sections,  etc.,  and  the  source  of  the  information 
upon  which  the  estimates  are  based  must  be  stated. 

•  *  * 

All  drawings,  tables,  sheets  of  matter,  etc.,  must  be  marked 
plainly  w  ith  a  noin  de  plume,  and  an  envelope  containing  the 
name  and  address  of  competitor,  and  marked  on  the  outside 
with  the  nom  de  plu-me  chosen,  must  accompany  all  designs 
submitted.  The  designs  wall  be  judged  without  the  judges 
being  aware  of  the  identity  of  the  authors,  as  the  envelopes 
containing  the  proper  names  will  not  be  opened  until  after 
the  awards  have  been  made. 

*  *  * 

Full  particulars  of  the  regulations  were  published  in  our 
issue  of  August  31,  192,1. 

*  *  * 

November  30,  do  not  forget. 

*  *  * 

With  reference  to  our  remarks  in  last  week’s  issue  gn  the 
competition  for  the  Sclfridge.  £1,000  Prize  for  covering  a 
distance  of  50  miles  in  a  glider,  we  have  received  from 
Mr.  J.  F.  Leeming,  of  38,  Albert  Road,  Hale,  Cheshire,  the 
tallowing  communication  : — 

■'  This  prize  is,  I  take  it.  offered  for  open  competition  to 
the  whole  of  Great  Britain,  and  the  suggestion  that  the 
official  starting-point  should  be  fixed  either  on  the  North 
or  South  Downs  places  Scottish  and  northern  competitors 
at  a  serious  disadvantage.  The  cost  of  sending  a  glider  by 
train  or  road  from  such  a  place  as,  say,  Manchester  would  in 
most  cases  prevent  the  entry  of  northern  flyers  ;  remember 
that  most  of  the  new  glider  pilots  are  not  wealthy  men,  but 
simply  taking  the  hobby  up  as  a  sport,  and  cannot  afford  to 
spend  £100  or  so  in  carriage,  storage  and  lodgings  for  the 
pilot  and  assistant.  The  fairest  start i ng- place — if  a  fixed 
starting-place  must  be  named — would  be  somewhere  in  the 
c  entre  of  England  ;  or,  better  still,  why  not  allow  the  glider 
to  start  from  any  point  in  Great  Britain  ?  This  would  allow 
the  pilot  to  choose  the  best  weather,  and  each  would  have 
the  advantage  of  knowing  something  of  the  country  he  was 
to  fly  over.  By  fixing  a  given  point  in  the  south  of  England 
the  local  man  would  not  only  know  the  ground  better,  but 
be  on  the  spot  with  all  the  advantage  that  means.  I  quite 
realise  that  a  place  handy  for  London  is  a  convenience  for 
R.Ae.C.  officials  and  others,  but  what  about  the  northern 
and  western  flyers  ?  Gliding  is  being  taken  up  in  the  north 
just  as  keenly  as  round  London. 

"  1  speak  as  one  not  new  to  gliding,  for  as  far  back  as  lyii 
a  description  of  one  of  my  gliders  was  published  in  the  old 
Aero,  and  I  am  simply  appealing  for  fair  play  for  the  northern 
flyers.” 

*  *  * 

There  is  certainly  a  good  deal  to  be  said  for  our  correspond¬ 
ent’s  suggestion  of  letting  competitors  start  from  any  point 
they  choose  ;  but  the  expense,  of  sending  Royal  Aero  Club 
officials  all  over  the  country  would  be  very  considerable. 
Perhaps,  however,  it  might  be  possible  to  divide  the  country 
into  a  (relatively  small)  number  of  districts,  and  to  appoint 
locally  representatives  of  the  R.Ae.C.  to  act  as  oiEcial  time¬ 
keepers  and  observers.  It  should  not  be  necessary  to  have 
more  than  four  districts  (if  this  number  of  suitable  districts 


can  be  found),  and  in  this  manner  competitors  should  not  be 
obliged  to  travel  very  far  from  home.  To  let  every  com¬ 
petitor  start  from  any  point,  he  preferred  would  entail  a 
number  of  officials  greater  than  the  number  of  competitors, 
and  is  obviously  unworkable. 

*  *  * 

From  Germany  it  is  reported  that  some  of  the  competitors 
who  had  taken  part  in  the  Rhon  gliding  competitions  have 
found  themselves  without  sufficient  cash  to  send  their  machines 
home,  the  railway  freight  charges  having  been  doubled  since 
the  machines  were  sent  to  RhOn,  and  that  as  a  result,  several 
students  have  had  to  start  on  foot,  towing  their  machines. 
From  Berlin  a  party  of  students  is  said  to  have  started  out 
to  meet  their  comrades,  and  to  be  attempting  to  'collect 
sufficient  funds  to  enable  the  machines  to  be  sent  home  by 
rail.  If  the  story  is  true,  we  must  say  we  admire  the  grit 
of  the  students  who  chose  this  means  of  getting  their  machine- 
home  rather  than  leave  it  to  rot  in  the  Rhon  hills. 

*  *  * 

The  regulations  for  the  Dreyfus  Prize  for  gliding  have  now 
been  drawn  up.  The  prize  is  divided  into  two  sections  of 
10,000  francs  each.  The  first  section  will  be  awarded  to  the 
French  pilot  on  a  French  machine  who,  before  April  30,  192 3. 
lias  covered  the  greatest  distance  in  a  closed  circuit,  the 
distance  to  be  at  least  23  kins,  ( 13 1  miles).  For  the  second 
10,000  francs  the  time  limit  is  April  30,  1924,  and  the  regula¬ 
tions  are  the  same,  with  the  exception  that  the  minimum 
distance  to  be  covered  is  75  kms.  (46^  miles).  In  addition 
to  the  prizes  M.  George  Dreyfus  has  also  offered  a  cup.  which 
will  be  won  permanently  by  the  winner  of  the  second  year's 
prize,  although  the  winner  of  the  first  year’s  prize  will 
temporarily  be  the  holder  of  the  cup.  We  do  not  know  what, 
in  the  opinion  of  the  judges,  will  constitute  a  ”  closed  circuit.” 
Strictly  speaking,  a  flight  up  and  down  a  range  of  hills, 
7|  miles  each  way,  would  be  a  closed  circuit,  provided  the 
homeward  trip  was  made  further  away  from,  or  closer  to, 
the  hill-side  than  the  outward  journey.  If  this  interpretation 
is  allowed,  it  should  not  be  difficult  to  win  the  prize,  but 
probably  a  course  approaching  more  to  a  circle  will  be  insisted 
upon. 

*  *  * 

At  a  banquet  given  on  November  14  by  the  French  Society 
"  Vieilles  Tiges  ”  (freely  translated  ”  Old  Beans  ”)  M.  Laurent 
Eynac,  French  Under- Secretary  of  State  for  Air,  handed  the. 
Cross  of  the  Legion  of  Honour  to  M.  Maneyrol  in  recognition 
of  his  performance  in  the  Daily  Mail  Competition,  when  he 
remained  in  the  air  for  3  hrs.  21  mins.  7  secs.,  thus  establishing 
a  world's  duration  record.  We  wonder  what  official  recog¬ 
nition  Raynham  would  have  received  had  he  been  the 
successful  competitor. 

*  *  * 

The  de  Havilland  Aircraft  Co.  are  at  present  engaged  upon 
the  design  of  a  small  sporting  machine,  to  be  fitted  with  a 
low-power  engine.  We  are  not,  at  the  moment,  allowed  to 
publish  any  details,  but  it  may  be  stated  that  the  engine 
will  not  be  of  more  than  12-15  li.p.  and  that  the  machine 
will  be  able  to  fly  at  very  low  speed  so  as  to  alight  in  quite 
small  fields  and — what  is,  perhaps,  more  important  still — 
get  Out  of  fairly  restricted  areas.  It  is  hoped,  in  spite  of 
the  low  engine  power,  to  have  a  considerable  margin  available, 
so  that  the  engine  will  not  need  to  be  run  all-out  except  for 
getting  off. 

*  *  * 

In  reply  to  a  number  of  enquiries  we  have  received  regarding 
the  small  two-cylinder  opposed  engine  exhibited  at  one  of 
the  Paris  Aero  shows  by  the  Clerget  firm,  we  learn  that  this 
engine  is  no  longer  being  manufactured,  and  that,  as  a  matter 
of  fact,  only  one  or  two  experimental  engines  were  made. 
Perhaps,  in  view  of  the  revived  interest  in  the  ”  moto  - 
aviette,”  the  firm  may  be  tempted  to  reconsider  their  decision 
The  engine  was  a  very  pretty  piece  of  work,  and  its  16  h.p. 
was  just  about  the  right  size  for  a  really  low-power  machine 
The  drive  was,  however,  direct,  and  it  appears  probable  that 
to  get  good  airscrew  efficiency  with  the  low  horizontal  speeds 
that  will  be  attained,  some  form  of  gearing  might  be  advisable. 

*  *  * 

A  competition  for  model  gliders  was  held  at  the  I  Iambic 
works  of  A.  V.  Roe  and  Co.  on  Sunday  last  for  a  prize  offered 
by  Mr.  C.  W.  Tinson,  Thirty-five  models  had  been  entered, 
and  twenty-four  faced  the  starter.  Mr.  Tinson ’s  prize  was 
for  £1,  and  was  won  by  Mr.  Frank  Bastow,  whose  model 
made  several  glides  of  between  450  and  .500  ft.  (starting 
from  a  water  tower  60  ft.  high).  Subsidiary  prizes  were 
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ottered  by  Mr.  A.  V.  Roe,  Mr.  Blazdell,  Mr.  Colvert  and 
Mr.  Koferson,  Mr,  Iinson  has  since  obtained  the  remarkable 
distance  of  920  ft.  (or  a  gliding  angle  of  x  in  15 J)  with  a 
paper  model  weighing  i  \  ozs.  The  model  was  flying  against 
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An  Opportunity  for  the  British  Aircraft  Industry 

The  official  Gazette  of  Madrid  announces  that  the  Spanish 
Government  is  asking  for  tenders  for  seventy  aeroplanes  of 
three  different  types,  i.c.,  thirty  '•  Chasers,”  thirty  Recon¬ 
naissance  machines,  and  ten  Bombers.  These  tenders  should 
form  an  excellent  opportunity  for  the  British  aircraft  industry, 
as  doubtless  the  types  accepted  will  be  definitely  adopted  by 
the  Spanish  Government, 

Already  there  are  in  Spain  a  fair  number  of  British  machines, 
and  they  are  all  well  liked  by  the  Spanish  pilots.  Owing, 
however,  to  intensive  French  propaganda,  the  French  industry 
hasjscored  rather  heavily,  indicating  once  more  the  extremely 
great  value  of  timely  and  consistent  propaganda  where  aircraft 
is  concerned.  The  assistance  given  to  French  aircraft  firms 
by  the  French  Government  has  enabled  them  to  send  out 
missions  to  a  number  of  countries,  with  the  result  that  French 
machines  have,  in  many  instances,  been  adopted,  whereas  il 
British  fit  ins  had  been  equally  well  represented  there  is  little 
doubt  that  this  country  would  have  received  a  good  many 
more  orders  than  has  been  the  case. 

Spain  is  a  country  offering  great  possibilities,  and  signs  are 
not  lacking  that  it  intends  to  take  up  aviation  on  quite  a 
large  scale.  This  will  he  even  more  the  case  when  the 
proposed  airship  route  to  South  America  begins  operations. 
In  preparation  for  that  time  it  is  worth  while  to  get.  British 
aircraft  introduced  in  the  largest  possible  numbers,  and  the 
present  demand  for  tenders  would  appear  to  offer  an  excellent 
opportunity  for  doing  so. 

Manchester  Chamber  of  Commerce  Support  Aviation 

The  importance  of  rapid  transit  is  appreciated  nowhere 
in  the  world  more  than  in  Manchester,  and  the  constant  sin 
cess  of  the  Daimler  Airways  Manchester  I. ondon  service  is 
already  bearing  valuable  fruit.  Ou  November  13  the  service 
was  referred  to  at  a  meeting  of  the  Manchester  Chamber  of 
Commerce  by  the  President,  Mr.  \V.  Clare  Fees.  Manchester, 
he  said,  with  its  large  foreign  trade,  offered  a  splendid  opening 
for  the  development  of  an  aerial  mail  service,  and  it  was  the 
business  of  the  comm  .rcial  community  to  let  the  aviation 
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the  wind  for  the  greater  part  of  the  time,  and  w'hile  out  over 
the.  aerodrome,  where  one  would  not  expect  any  up  currents 
it  darted  up  from  a  height  of  about  12  ft.  to  over  50  ft  from 
the  ground. 

0  0 

companies  and  the  Post  Office  authorities  know  what  develop¬ 
ments  to  the  air  service  would  be  of  most  service  to  trade. 
He,  therefore,  proposed  that  the  chamber  should  form  a 
committee,  to  watch  commercial  aviation.  The  committee 
would  he  composed  of  members  having  interests  m  Man 
Chester’s  foreign  trade,  together  with  men  whose  practical 
experience  ot  aviation  would  enable  the  committee  to  keep 
its  discussion  within  the  bounds  of  possibilities. 

The  board  unanimously  approved  of  the  formation  of  a 
committee,  with  the  president  as  chairman. 

German  Aircraft  Firm  in  Denmark 

From  Copenhagen  it  is  reported  that  arrangements  have 
been  completed  for  the  German  *'  Rofawerke  "  to  establish 
a  branch  in  Denmark.  Mr.  F.rik  Hildesheim,  who,  in  spite  of 
Ins  German  name,  is  a  Dane,  is  mentioned  as  the  Danish 
manager,  and  it  is  stated  that.  Herr  Ing,  Rohrhaeh  will  be 
technical  director  of  the  new  firm.  At  fust  it  is  intended, 
the  report  states,  to  build  twin-engined  seaplanes  fitted  with 
two  Rolls-Royce  ”  Eagle  ”  engines. 

With  reference  to  above  announcement,  we  have  received 
front  Rolls-Royce,  Ltd.,  the  following  statement : 

“  We  should  be  obliged  if  you  would  make  it  clear  to  your 
readers  that  we  are  not  supplying  engines  to  the  Rofawerke 
firm,  nor  have  we  had  any  communication  with  them. 

“  It  seems  probable,  therefore,  that  if  the  Rofawerke  firm 
are  fitting  Rolls-Royce  aero  engines  to  aircraft,  intended  for 
German  use  the  engines  are  the  old  type  of  engine  (known 
as  '  Eagle  VI II'),  which  were  designed  and  built  many  years 
ago,  and  are  now  completely  out  of  date.  We  are  now  pro¬ 
ducing  a  later  and  considerably  improved  design  known  as 
the  ‘  Eagle  IX.' 

“  It  is  known  that  the  British  Government  had  a  large 
number  of  the  now  obsolete  ’  Eagle  VIII  ’  engines  on  hand 
at  the  time  of  ilie  Armistice,  and  we  believe  that  these 
redundant,  engines  are  still  being  disposed  of,  directly  or 
indirectly,  to  foreign  governments  and  others 

"  B.  Johnson,  General  Manager,  Rolls-Royce,  Ltd., 
13-15.  Conduit  Street,  W.  1.  Nov.  to,  1922." 
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THE  LONDON-CONTINENTAL  SERVICES 


FLIGHTS  BETWEEN  NOVEMBER  5  AND  NOVEMBER  11,  INCLUSIVE 


Route  (including  certain 

* 

25 

b/D 

2 

V 

to 

5 

- 

c n 
(/) 

No.  of 
flights 
carrying 

<n 

i'f 

n  a> 

13 

5  « 

Average  flying 
time 

Type  and  (in  brackets) 

diverted  journeys) 

33 

>♦, 
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6 

£ 

p* 

O 

d 

5a 

Mails 

Goods 

0  5 
d  0 
% 

Fastest  time  made  by 

Number  of  each  type  flying 

Croydon-Paris . 

12 

34 

4 

9 

10 

h.  m 

2  41 

H.P.W.8BG-EBBG(2h.iim.) 

B.  (i),  D.H.  9  (3).  G.  (5), 

Paris-Croydon . 

12 

3- 

2 

8 

9 

3  1 

H-P.W8B  G-EBBG  (211.27m.) 

H.P.W.8B  (3). 

B.  (x),  D.H.  9  (2).  G  (,). 

Croydon-Brassels- 

44 

10 

i 

4 

4  1 

D.H.  18  C.-EAWX  (3h.  37m.) 

H.P.W.8B.  (3). 

D.H.  4  (1).  Dll  18  (il  D.H.  34 

Cologne 

Cologne-Brussels- 

4§ 

16 

3 

4 

5  18 

D.H  18  G-EAWW  (4I1  46m.) 

(2). 

D.H.  1  (1).  D.H  18  (i|.  D-H,  34 

Croydon 

Croydon-Rotterdam 

5 

5 

5 

5 

5 

2  29 

Fokker  H-NABM  (ill.  53m.) 

(*)• 

F.  (4). 

Rotter  dam-Croydon  . 

3 

3 

3 

3 

3  22 

Fokker  II-NABR  (ah.  54m.) 

F.  (3). 

Mauchester-Croydon  - 

711 

42 

1 

G 

5  « 

D.H  34  G-EBBY  (5I1  ml 

l>  H.  34  (3) 

Amsterdam 
Amsterdam  -Croydon- 

IO« 

30 

3 

2 

10 

D.H.  9(1),  D-H.  34  (3). 

Manchester 

Total  for  week 

57 

1  Go 

22 

z7 

1  5^ 

*  Not  including  0  private  "  flights.  f  Including  certain  journeys  when  stops  were  made  en  route. 

*  Croy.-Brus.  t.  §  Brus.-Croy.  1.  fj  Man.-Croy.  3,  Croy.-A’dam.  2.  r  A  dam.-Croy.  4,  Croy.-Man.  6. 

Av.  =  Avro.  B.  —  Breguet.  Br.  =  Bristol.  Bt.  =  B.A.T.  D.H. 4  —  De  Havilland  4,  D.H.q  (etc,). 

F.  =  Fokker.  Fa.  =  Farman  F.50.  G.  =  Goliath  Farman.  H.P.  =  Handley  Page.  M.  =  Martinsyde.  Sp,  =  Spad. 
Vi.  =  Vickers  Vimy.  Va.  =  Vickers  Vulcan.  W.  =  Westland. 

The  following  is  a  list  of  firms  running  services  between  London  and  Paris,  Brussels,  etc.,  etc. : — Co.  des  Grander 
Expresses  Adriennes;  Daimler  Hire,  Ltd.;  Handley  Page  Transport,  Ltd.;  Instone  Air  Liao;  Koninklijkic  Luehtvaart 
Maatschappij  ;  Messageries  Adriennes. 

Incidental  Flying. — Messrs.  Courtney,  Macmillan,  Perry,  Piercey  and  Capt,  Stocken  between  them  tested  five  Avros  and  011c 
D.II.  9  at  Croydon  for  the  Aircraft  Disposal  Co.,  and  flew  them  to  Brussels. 
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LONDON  TERMINAL  AERODROME 


Monday  evening,  November  f>. 

A  WONDtiRVi  L  mixture  of  weather  during  the  past  week  has 
interfered  with  the  regularity  of  all  the  services,  but  on  no 
day  has  it  managed  to  hold  up  flying  completely.  On 
Wednesday  one  of  the  worst  gales  experienced  on  the 
•'  airways  ”  tor  some  considerable  time  was  responsible  for 
the  cancelling  of  the  Paris  and  Cologne  services  ;  but  the 
K.L.M.  and  Daimler  Airway  ran  certain  of  their  services  on 
the  Manchester  -  London- A  mSterd  am  route.  From  Manchester, 
a  Daimler  34,  piloted  by  Mr,  Robertson,  and  carrying  six 
passengers,  had  a  three-hours’  light  with  the  gale  before 
finally  alighting  at  Croydon,  while  Mr.  Herne,  piloting 
another  Daimler  34  from  Amsterdam  to  Croydon,  had  to 
land  no  fewer  than  three  times  in  order  to  fill  up  with  petrol. 
His  total  flying  time  was  over  five  hours,  but,  despite  the 
head  wind  and  the  buffeting,  he  succeeded  in  reaching  Croydon. 
From  Croydon  to  Amsterdam  one  of  the  K.L.M.  Fokkers, 
piloted  by  Mr,  Scbmcrnoff,  and  carrying  one  passenger  and 
a  load  of  goods,  managed  to  complete,  the  journey.  .After 
leaving  Croydon  the  gale  drifted  it.  over  in  the  direction  of 
the  Thames  estuary,  so  Mr.  Schmernoff  headed  his  machine 
into  wind,  arid  was  last  seen  making  in  the  direction  of 
Southampton,  with  the  evident  intention  of  getting  well  to 
the  south  west  before  allowing  the  gale  to  carry  him  in  the 
direction  of  Lympne. 

Mr.  Robertson’s  Adventure  in  Rain,  Mist  and  Smoke 

On  Friday  rain  and  mist  made  flying  difficult,  especially 
on  the  Manchester  route,  and  one  of  the  Daimler  machines, 
flying  from  Manchester  to  Croydon  with  six  passengers, 
encountered  rain  all  the  way  until,  north  of  London,  the 
rain  and  mist,  combined  with  the  usual  ,f  smoke  screen  '* 
from  London,  made  it  impossible  for  the  machine  to  get 
through.  1  understand,  in  fact,  that  the  weather  was  so 
bad  that  tin  machine  actually  passed  over  Stag  Lane  aero¬ 
drome,  ! >ut  the  pilot  was  evidently  unable  to  see  the  Very 
lights  which  were  fired  from  there,  and  eventually  made  a 
farced  landing  in  a  field  near  Harrow.  Owing  to  the  small 
si/.e  of  the  fields  in  the  neighbourhood,  Mr.  Robertson,  the 
pilot,  was  unable  to  get  his  'plane  down  undamaged,  and, 
after  an  encounter  with  a  tree,  the  machine  came  down  heavily 
and  was  badly  damaged.  None  of  the  passengers  were  hurt, 
however,  and  were  able  to  continue  thc-ir  journey  to  town 
by  ordinary  land  transport.  The  machine  was  taken  over 
to  Slag  Lane  to  be  rebuilt, 

The  Instonc  Air  Line  have  been  making  extensive  altera¬ 
tions  to  their  offices  on  the  aerodrome,  and  these  are  more 
like  a  rabbit-warren  than  ever.  To  the  uninitiated,  the 
difficulty  of  finding  any  particular  office  has  to  be  overcome 
oy  the  provision  of  a  guide,  but  the  inhabitants  of  the  office 
seem  to  be  able  to  find  their  way  about  ;  and  no  doubt  the 
whole  scheme  may  be  conducive,  in  the  end,  to  business 
efficiency.  Maj.  Greer  has  certainly  made  alterations  in 
the  working  of  the  Instone  Air  Line  since  he  took  over  the 
reins  of  management. 

Another  Record  Air- Taxi  Flight 

Mr.  Alan  J.  Cobham,  of  the  Do  Havilland  air-taxi  service, 
left  Croydon  on  Tuesday  en  route  for  Cairo,  and  probably 
Bombay.  He  is  flying  by  way  of  Nice,  Rome,  and  Athens 
to  Cairo,  and  will  then  follow  the  R.A.F.  route  to  Bagdad, 
and  thence  on  to  Karachi  and  Bombay.  He  was  accom¬ 
panied  as  far  as  Nice  by  his  wife  and  mother,  and  will  pick 
up  his  "  fare  ”  for  this  record  trip  at  Nice.  Mr,  Cobham 
expects  to  be  aw  ay  about  six  weeks. 

Mr.  Barnard,  also  of  Do  Havilland's,  left  for  Holland  on 
Saturday  with  a  newspaper  photographer  to  get  pictures  of 
the  ex -Kaiser’s  wedding,  but  I  understand  that  he  was  not 
allowed  to  leave  with  them  yesterday  by  the  Dutch  military 
authorities. 

I  learn  that  the  German  Government  have  now  given 
official  sanction  for  the  running  of  the  London-Berlin  air 
service  by  the  Daimler  Airway,  and  have  also  extended  the 
concession  of  running  to  Cologne,  which  they  had  granted 
to  the  Instone  Air  Line  for  the  month  of  October.  There  is, 
however,  no  definite  news  as  yet  as  to  the  date  of  the  opening 
ol  the  next  section  of  the  Berlin  line. 

Handley  Page  Transport  continue  to  get  practically  full 
loads  for  their  machines,  but  on  several  days  this  past  wreek 
they  have  “  washed  out  ”  their  services  in  both  directions, 
which  has  pulled  their  weekly  total  down  considerably. 
Passenger  traffic  on  the  Cologne  line  lias  shown  rather  a  falling 
off,  while  that  on  London -Amsterdam  has  been  about  normal. 
It  is  on  the  Manchester  service  that  the  most  surprising  results 
have  been  attained.  Passengers  have  increased  by  25  per  cent. 


over  last  week’s  total,  no  fewer  than  50  air  travellers  booking 
tickets  during  the  week.  Judging  by  today,  there  promises 
to  be  an  increase  on  the  figure  this  week,  eight  passengers 
travelling  from  Manchester  in  the  9.30  am.  machine. 

Some  quick  journeys  have  been  made  on  the  Manchester 
line.  On  Saturday  one  of  the  Daimler  34’s  flew  from  Man¬ 
chester  to  London  in  1  hour  25  minutes,  while  during  the 
week  a  machine  which  left  Croydon  for  Manchester  in  the 
early  morning  completed  a  return  journey  in  a  flying  time  of 
only  3I  hours,  or  actually  Jess  time  than  is  taken  by  the 
train  for  the  single  journey" 

I  understand  that  Messrs.  D.  Napier  and  Sons  are  shutting 
up  their  Croydon  depot  at  the  end  of  the  month.  This  is 
due  to  the  fact  that  engine  orders  have  -for  the  time  being, 
at  any  rate — fallen  off  to  such  an  extent  that  rigid  economies 
have  to  be  made  in  working  expenses. 

Tonight  (Monday)  at  the  Greyhound  Hotel,  Croydon,  was 
held  the  annual  aerodrome  dinner,  our  Director  of  Civil 
Aviation,  Maj. -Gen.  Branckcr,  having  promised  to  take  the 
chair,  and  the  occasion  being  further  graced  by  the  attendance 
of  various  foreign  air  attaches. 

Monday  evening,  November  13 
November  fogs  have  set  in  and  are  dislocating  the  various  air 
services.  One  of  the  outstanding  features,  however,  has  been 
the  regularity  of  the  inland  service  between  London  and  Man¬ 
chester.  This  has,  in  fact.,  confounded  the  critics.  It  has 
been  said  ever  since  commercial  flying  began  that  air  services 
in  England  would  be  difficult  to  run  to  schedule  owing  to 
inland  mist  and  the  smoke  which  is  sent  up  from  the  great 
industrial  centres  in  the  Midlands.  But  up  to  the  present  a 
much  greater  regularity  has  been  maintained  on  this  London- 
Manchester  service  than  on  the  Continental  services. 

Another  striking  feature  of  this  inland  service  is  that  not 
only  are  the  number  of  passengers  travelling  by  this  line 
exceeding  all  expectations,  but  the  total  is  growing  week  bv 
week.  Up  to  the  present  143  passengers  have  travelled  by 
this  line,  and  last  week’s  total  of  53  was  higher  than  any  week 
since  the.  service  began.  On  Saturday,  although  only  six 
passengers  had  booked  for  the  flight  from  London  to  Man¬ 
chester,  when  the  car  arrived  at  the  Grand  Hotel  to  pick  up 
the  passengers,  it  was  found  that  there  were  1 1  people  waiting 
with  their  handbags  the  extra  live  having  arrived  on  the 
off-chance  of  there  being  vacant  seats 

Air  “  Specials  ”  Defy  the  Fog 

On  Friday  the  -weather  was  so  bad — a  mixture  of  fog  on 
the  Continent  and  gales  in  England — that  all  the  services 
■with  the  exception  of  the  Manchester  route  and  one  K.L.M 
Fokker  (which  got  through  from  London  to  Rotterdam)  were 
suspended.  Saturday  was  little  better,  but  some  of  the 
services  ran,  and,  in  addition,  several  ”  specials  ”  flew  between 
London  and  France.  Capt.  Muir,  piloting  the  Surrey  Flying 
Service's  new  D.H.  9,  flew  to  St.  Inglevert  to  fetch  a  man 
who  had  telephoned  through  from  there  for  an  “  air-taxi,”  and 
several  machines  went,  to  France  for  various  newspapers  in 
order  to  bring  back  photographs  of  Armistice  Day  happenings. 

Owing  to  the  condition  of  Brussels  aerodrome,  the  Instone 
Air  Line  have  been  compelled  to  suspend  their  service  to  this 
air-station.  Levelling  operations  are  being  carried  out,  and 
the  ground  has  become  a  quagmire  in  consequence. 

The  Instonc  Air  Line  are  now  endeavouring  to  carry  out  the 
Loudon— Cologne  service  with  two  D.H.  iS's,  these  being  the 
only  two  machines  with  sufficient  petrol  capacity  for  the 
non-stop  flight  from  Lympne  to  Cologne.  Machines  now 
leave  Croydon  and  stop  at  Lympne  for  petrol,  afterwards 
making  a  non-stop  flight  from  there  to  Cologne. 

General  Festing,  Controller  of  Aerodrome  Licences  in 
Great  Britain,  flew  over  to  Brussels  on  the  Instonc  D.H.  4A 
piloted  by  Mr.  Powell,  on  Thursday,  in  order  to  inspect  the 
aerodrome  there,  and  consult  with  the  Belgian  authorities  as 
to  the  state  of  affairs.  He  returned  by  air  on  Saturday. 

Mr,  Alan  J,  Cobham  returned  to  Croydon  from  Cairo  on 
Wednesday.  He  stated  that  his  "  fare  ”  had  been  taken  ill, 
and  that  when  he  (Mr.  Cobham)  arrived  at  Monte  Carlo  his 
"  fare  ”  had  been  moved  to  a  nursing  home,  and  was  unable 
to  make  the  projected  flight.  It  was,  however,  arranged  that 
the  flight  should  be  made  at  some  future  date. 

Among  the  passengers  on  the  north- bound  ”  air  express  ” 
to  Manchester  during  the  week  was  t lie  wife  of  one  of  the 
candidates  for  a  Cheshire  division,  who  was  flying  to  Man¬ 
chester  in  order  to  be  in  time  to  attend  an  election  meeting  in 
the  constituency  the  same  evening. 

For  the  past  two  days  fog  has  disorganised  the  services, 
although  the  Manchester-London  route  has  been  maintained, 
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AN  IMPROVED  U 

The  following  interesting  report  on  an  improved  American 
D.H.  mail  'plane  appeared  iu  a  recent  issue  of  our  American 
contemporary,  Aviation.  Some  time  ago  the  U.S,  Air  Mail 
Service  began  experiments  with  a  view  of  increasing  the 
capacity  of  the  D.H.  equipment  employed  iu  mail  work,  in 
the.  course  of  which  a  special  fuselage  was  built  for  machine 
No.  299,  having  40  cu.  ft.  of  cargo  space.  It  was  found, 
however,  that  the  original  R.A.F.  15  wing  section  was  not 
suitable  for  the  additional  load  and  increased  resistance. 

A  special  set  of  wings  (A  2)  were,  therefore,  obtained  from  the 
Aeromarinc  Co.,  and  these  fitted  instead.  From  the  following 
data  of  results  obtained  with  this  machine  under  actual 
service  conditions  on  the  New  York-Cleveland  route,  it  will 
be  seen  that  expectations  have  been  more  than  realised. 


.S.  MAIL  ’PLANE 

and  7  ft.  6  in.  pitch,  which  is  about  *  ttl.p.h,  slower  than  the 
average  standard  D.H.  machine  (U.S.  Mail). 

Perhaps  the  most  outstanding  feature  of  this  modified  D.H. 
is  the  slow  speed  at  which  it  will  cruise  and  maintain  its 
altitude  with  800  lbs.  load  ;  it  has  been  flown  for  a  period  of 
20  mins,  at  1,075  r.p.m.  with  an  air  speed  of  approximately 
68  m.p.h.  without  losing  any  altitude,  and  having  fair 
manoeuvrability  at  all  times  It  does  not  have  a  tendency 
to  slip  off  on  a  wing  as  the  D.H.  does  at  the  slower  speeds  ; 
in  fact,  it  seems  very  difficult  to  make  it  side-slip,  and  its 
tendency  is  to  settle  flat  in  a  stall. 

Tests  have  shown  a  climb  of  800  ft.  in  the  first  minute  and 
5,150  ft  in  xo  mins,  with  800  lbs.  load,  as  compared  with 
1,000  ft.  in  first  minute  and  6,500  ft.  in  10  minutes  with  the 


The  converted  D.H.  Mail  ’Plane  of  the  U.S.  Air  Mail  Service  referred  to  on  this  page.  It  is  fitted  with 

A2  wings,  and  has  40  cu.  ft.  of  cargo  space. 


The  actual  over  ground  speed  flying  between  New  York  and 
Cleveland  of  this  machine  is  only  slightly  less  than  that  of 
the  regular  D.H.  with  R.A.F.  15  wing,  and  a  certain  amount 
of  this  loss  in  speed  might  be  attributed  to  the  larger  fuselage 
The  average  speed  on  five  trips  over  the  same  route  w'as 
gfi*34  m.p.h.,  while  the  speed  of  the  standard  D.H.,  which 
was  flying  in  opposite  directions  on  the  same  days,  was  97-8 
m.p.h.  The  average  load  of  the  latter  machine  was  slightly 
over  400  lbs.,  while  on  three  of  the  five  trips  made  by  299  the 
load  wras  800  lbs. 

It  is  very  interesting  to  note  that  loading  up  to  800  lbs. 
did  not  show  any  marked  difference  in  the  speed,  and  there  is 
every  indication  that  the  A  2  wing  curve  can  be  loaded  up  to 
12  lbs.  per  square  foot,  and  give  a  very  satisfactory  per¬ 
formance  even  at  the  slower  speeds.  As  to  maximum  speed, 
it  has  been  found  that  the  299  will  do  ii5'3  m.p.h.  at  1,725 
np.m.,  with  the  regular  club  propeller  9  ft.  2  in.  diameter 
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standard  D.H.  with  400  lbs.  load.  While  the  299  has  not  the 
"  zoom  ”  that  the  D.H,  has,  it  will  climb  at  a  higher  angle 
and  at  considerably  slower  speed.  It  was  found  that  the 
best  climbing  angle  is  at  an  air  speed  of  70-75  m.p.h.,  while 
the  D.Il.  climbs  at  a  considerably  higher  speed. 

A  special  flip  from  New  York  to  Washington  with  1,032 
lbs.  load,  was  recently  made,  and  even  with  this  load  the 
performance  was  very  good,  and  the  cruising  speed  satis¬ 
factory,  although  the  machine  was  making  a  head  wrind. 
The  landing  speed  is  50  m.p.h.  with  800  lbs.  load,  as  com¬ 
pared  with  60  m.p.h.  for  the  D.H.  writh  400  lbs.  load  The 
length  of  run  on  the  ground  for  take-off  is  approximately  the 
same  xvith  the  D.H  ,  while  the  time  element  is  slightly  greater  : 
when  299  gets  off  with  800  lbs.  load  in  11  secs.,  the  D.H. 
with  400  lbs.  load,  rises  in  9  secs.  Streamline  wires  and  other 
minor  refinements  are  being  installed,  which  w  ill  improve  the 
speed  and  performance  somewhat. 
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NOTICES  TO  AIRMEN 


Holland.  Night  Landing  in  Schiphol  Aerodrome 

Landing  at  Schiphol  aerodrome  is  prohibited  between 
sunset  and  sunrise. 

The  landing  searchlights  are  not  nowr  in  operation,  and 
the  general  lighting  of  the  aerodrome  has  been  reduced,  but 
the  vertical  row  of  white  lights  on  the  W/T  mast  is  still  lit 
each  evening,  for  purposes  of  safety,  from  half  an  hour  after 
sunset  until  two  hours  after  sunset.  No.  123  of  1922. 

NOTICE  TO  GROUND  ENGINEERS 
Rolls-Royce  “  Eagle  VIII  ”  Engines  :  Friction 
Anchorage 

The  correct  method  of  assembling  the  friction  plates, 
whether  keyed  or  not,  in  the  anchorage  unit  of  Rolls-Royce 
“  Eagle  VIII  "  engines  is  as  follows  : — 
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Wormwood  Scrubbs  as  London  Terminus 

On  Friday  next,  November  17,  a  series  of  tests  will  be 
made  to  determine  the  suitability  of  Wormwood  Scrubbs  for 
an  air  terminus.  Various  firms  have  been  asked  to  send 
machines  with  full  loads  in  order  to  make  landings  and  starts 
from  "  The  Scrubbs  ”  before  representatives  of  the  advisory 


(1)  Fit  anchor  ring  G.  6405  into  the  epicyclic  gear-box 
G.  6386. 

(2)  Slip  in  one  of  the  non-keyed  plates  (which  are  stiffer 
than  the  friction  plates,  with  the  object  of  sustaining  the  load). 

(3)  Place  in  position  the  various  keyed  plates  one  after 
another. 

In  one  or  twm  instances  recently  it  has  been  observed  that 
the  non-keyed  or  backing  plate  has  been  left  in  position  in  the 
aluminium  gear-box,  and  the  anchor  ring  then  added.  Since, 
in  this  way,  the  backing  plate  is  left  with  no  spigot  attach¬ 
ment,  it  has  jambed  back  underneath  the  anchor  ring  and 
cracked  the  aluminium  case  which  supports  it. 

(No.  11  of  1922.) 
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committee  recently  formed  to  enquire  into  the  desirability  ol 
•securing  a  terminus  nearer  to  the  centre  of  London  than  is 
Croydon.  Handley  Page  Transport,  Ltd.,  will  send  a  machine 
carrying  12  passengers,  or  the  equivalent  weight  in  ballast. 
The  machine  is  to  leave  Croydon  about  9.30  a.m  ,  and  should 
arrive  over  Wormwood  Scrubbs  a  few  minutes  later. 
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THE  FALCON  METAL-TIPPING  SCHEME  FOR 


J'f.rhat’S  one  of  the  biggest  items  in  the  maintenance  of  an 
aeroplane,  especially  in  commercial  services,  is  the  airscrew. 
In  fact,  it  is  quite  surprising  when  one  considers  how  com¬ 
paratively  short  is  the  life  of  an  airscrew  on  the  average — 
quite  apart  from  the  question  of  accidental  breakages.  It  is, 
of  course,  well  known  tlrat  at  high  speeds  of  rotation  the 
blades  of  wooden  air  screws  are  subject  to  a  certain  amount 
of  deformation,  as  a  result  of  which  the  true  shape  of  the 
leading  edge  is  more  or  less  altered,  with  a  loss  of  efficiency  in 
consequence.  With  the  object  of  overcoming  this  trouble,  it 
lias  been  the  usual  practice  for  some  time  past  to  reinforce 
the  leading  edge,  of  each  blade  with  metal.  This  generally 
takes  Ihe  form  of  a  single  narrow  strip  of  sheet  brass,  bent 
to  a  V -shape  in  cross-section,  which  fits  over  the  leading  edge 
for  varying  lengths  from  the  tip— which  is  usually  completely 
Covered.  The  metal  is  hammered  to  a  close  fit  on  to  the 
blade,  and  secured  in  place  by  screws  or  rivets.  While  this 
undoubtedly  strengthens  the  blade  and  protects  the  leading 
edge,  it  has  the  following  disadvantage  Inasmuch  as  the 
wood  of  the  blade  is  comparatively  flexible,  whilst  the  metal 


AIRSCREWS 

covering  we  have  one  possessing  a  certain  amount  of  flexi¬ 
bility,  like  the  shell  of  a  lobster,  which  can  accommodate 
itself  to  the  flexing  of  the  blade  without  any  tendency  to 
buckle.  The  accompanying  sketches  show  this  arrangement 
quite  clearly. 

These  sections  can  be  formed  by  stamping  out  blanks,  more 
or  less  diamond-shape,  with  the  corners  suitably  rounded  off, 
from  sheet:  metal,  the  blanks  then  being  bent  over  at  the 
middle  to  give  the  V-scction  corresponding  as  near  as  possible 
to  the  angle  of  the  leading  edge.  The  clips  thus  formed  arc 
fitted  on  to  the  latter,  and  secured  in  the  usual  way  by  screws 
or  rivets.  It  should  be  noted  that  owing  to  the  pointed  shape 
of  these  clips,  a  greater  depth  of  blade  reinforcement  is 
obtained  for  (he  same  weight  than  is  the  case  with  the  single 
strip  ol  metal. 

In  order  to  facilitate  the  stamping,  or  cutting  out  of  the 
blanks,  and  prevent  waste,  a  series  of  these  joined  together 
could  be  formed  in  a  single  drip,  and  then  separated  before 
or  after  bending.  From  a  production  point  of  view  this 
system  possesses  considerable  advantage  over  the  old  method. 
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THE.  FALCON  METAL- TIPPED  AIRSCREW  :  Our  sketches  show  the  general  principle  of  this  new  system  of 
metal  reinforcement  for  airscrews.  At  the  top  is  a  complete  blade  with  reinforcing  clips  in  position.  Below', 
on  the  left,  a  section  of  the  blade  and  side  and  end  elevations  of  a  clip.  On  the  right  a  detail  view  of  the  clips 

in  position. 


-s  to  a  certain  extent  rigid,  there  is  a  continual  difference  of 
opinion  betw  een  the  two  at  high  rotation  speeds.  As  a  result 
of  this  it  has  been  found  in  practice  that  in  a  very  short  time 
the  metal  buckles,  and  when  this  occurs  it  means,  to  all 
intents  and  purposes,,  a  scrapped  airscrew.  The  fact  that  the 
metal  is  often  hammered  in  position  over  the  blades  must  and 
tines  mean  that  the  metal  is  thereby  hardened  somewhat,  so 
that  being  brittle,  it  will  give  rise  to  trouble  all  the  sooner. 

An  attempt  has  been  made  to  remedy  this  buckling  by 
introducing  transverse  saw-cuts  in  the  metal  strip,  but  this 
has  not  met  with  any  great  success.  It  would  seem,  however, 
that  in  the  invention  of  Mr.  David  Morgan  Davies,  of  the 
Falcon  Airscrew  Co.,  113,  Cottenham  Road,  London,  N.  19,  a 
successful  remedy  is  available,  and  one  so  simple  that  it  is 
extraordinary  that  it  has  not  been  thought  of  before  now. 

Briefly,  the  principle  of  this  new  scheme  is  as  follows. 
The  leading  edge  of  each  airscrew  blade  is  reinforced  by  a 
plurality  of  separate  sections  or  clips  of  metal,  which  are 
secured  side  by  side  along  the  leading  edge  of  the  blade,  and, 
if  necessary,  the  tip.  Thus,  instead  of  the  rigid  strip  of  metal 

H  El 

Review  of  Airscrew  Theories 

This  was  the  title  of  a  paper  read  by  Major  A.  R.  Low 
before  the  Royal  Aeronautical  Society  on  November  2.  The 
paper  was  of  a  highly  technical  nature,  as  was  naturally 
unavoidable  in  dealing  with  the  subject  of  airscrews,  and 
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in  spire  of  the  fact  that  there  arc  a.  number  of  units  to  be 
individually  fitted.  The  clips  are  much  easier  to  lit,  and,  what 
is  more  important,  the  metal  is  not  rendered  brittle  by 
constant  hammering  in  fitting. 

Another  advantage  is  that  an  effective  securing  of  the  clips 
to  the  blades  is  obtained  owing  to  the  fact  that  the  apex  of 
each  limb  of  the  clip  extends  sufficiently  far  back  from  the 
leading  edge  of  the  blade — the  depth  of  the  single  strip 
hitherto  employed  being  limited  on  the  score  of  weight — as 
to  enable  the  innermost  holding-down  screw  to  obtain  a  firm 
grip  in  a  comparatively  thick  portion  of  the  blade. 

The  clips  need  not,  of  course,  necessarily  be  confined  to  the 
shape  shown  in  the  accompanying  sketches,  and  a  strip  of 
two' or  more  clips  joined  together  can  also  be  attached  1o 
Ihe  blade  if  desirable — near  the  boss,  for  instance. 

We  understand  that  this  system  of  reinforcement  lias  already 
given  very  satisfactory  results  in  actual  practice,  some 
airscrews  so  fitted  being  employed  on  the  London-Continental 
services.  It.  is  certainly  a  scheme  well  worth  investigation, 
and  we  will  watch  its  progress  with  interest, 

H  H 

was  one  which  did  not  leud  itself  to  publication  in  condensed 
form.  As  space  docs  not  permit  of  publishing  the  paper  in 
full,  we  would  advise  readers  interested  in  the  subject  to 
obtain  a  copy  of  the  next  issue  of  the  Aeronautical  Journal, 
which  will  doubtless  contain  Major  Low's  excellent  paper, 
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GOTHENBURG  1923 

That  the  only  way  aviation  can  within  reasonable  time 
become  the  vogue  with  the  million  is  by  practical  propaganda 
work  can  hardly  be  disputed.  With  this  hard  fact  to  face,  a 
little  gathering  on  Monday  at  the  Metropolc,  to  meet  a  com¬ 
mittee  of  Swedish  representatives  of  the  Gothenburg  Aero 
Exhibition  to  be  held  in  July  and  August  next  year,  may  do 
considerable  good.  The  point,  of  the  meeting,  which  was 
very  Sympathetically  presided  over  by  Admiral  Mark  Kerr, 
was  to  lay  before  tire  representatives  of  the  various  aircraft 
and  aero  engine  construction  firms  in  this  country  the  objects 
of  the  exhibition,  and  to  invite  their  co-operation  in  making 
it  an  international  success,  and,  at  the  same  time,  spread  the 
gospel  of  aviation. 

Admiral  Mark  Kerr  initially  pointed  out  that  he  thought 
British  participation  was  a  good  business  proposition  for  the 
lirnrs  concerned,  as  Sweden  not  only  wanted  British  aircraft, 
although  possibly  a  bit  more  expensive  than  from  some  other 
sources,  but  they  would  have  them.  And  in  this  respect  they 
were  wise,  as  it  must  be  remembered  that  Sweden  was  as 
vulnerable  to  attack  from  the  air  as  was  England .  At  an 
Exhibition  of  this  character,  it.  was  up  to  England  to  show 
that  she  was  not  only  second  to  none  in  aircraft  construction, 
but  that  she  was  superior  to  all  others. 

Baron  Palmstierna,  the  Swedish  Minister,  supported  the 
views  of  the  Chairman,  and  said  they  were  looking  to  England 
to  reduce,  via  the  air,  the  time  lor  them  to  reach  each  other. 
They  wished  the  British  to  get  into  and  keep  ever  in  close 
touch  with  Sweden,  and  he  therefore  welcomed  their  repre¬ 
sentatives  Sweden  was  in  acute  sympathy  with  England  ; 
it  was  Russia  wliich  had  been  their  great  problem  in  the  past, 

Gen.  Sir  Scfton  Brancker,  in  response  to  his  toast,  proposed 
by  Admiral  Mark  Kerr,  said  he  believed  in  Sweden  as  an  asset 
to  aviation,  and  if  he  could  only  get  the  price  of  one  battle¬ 
ship  transferred,  he  would  guarantee  the  success  of  Civil 
Aerial  Transport,  He  had  every  confidence  in  the  aircraft 
industry  carrying  their  burden  to  a  successful  issue,  and 
although  he  was  personally  more,  enthusiastic  than  ever  to 
help  them  on  the  road,  he  feared  that  road  was  still  a  rough 
one  to  traverse  before  they  reached  smooth  ground. 

Admiral  Kerr,  in  proposing  success  to  the  Gothenburg 
Exhibition,  referred  to  the  wonderful  qualities  and  per¬ 
formances  of  the  Rolls-Royce  and  Napier  engines, 

Mr.  Ivar  Lignell,  of  Gothenburg,  in  responding,  said  the 
Exhibition  covered  72  acres,  and  already  a  large  number  of 
Swedish  exhibitors  had  secured  space.  As  to  the  aero  section , 
they  might  ask  why  should  British  exhibitors  go  to  them  ? 
It  was  by  propaganda  that  aviation  would  rule  the  world, 
he  claimed,  and  he  quoted  from  a  paragraph  in  regard  to  a 
new  French  squadron  of  propagandists  which  had  been 
formed,  and  this  was  an  example,  he  thought  should  be 
followed.  Again,  would  they  have  a  chance  of  selling  aircraft 
if  they  came  over  ?  His  reply  wras  that  there  was  consider¬ 
able  prospect,  as  all  the  country  authorities  round  the  Baltic 
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had  sums  ear-marked  which  they  were  prepared  to  put  into 
various  aviation  schemes.  They  were  waiting  to  see  what 
there  was  to  offer  them  of  the  best  value.  Moreover,  he 
thought  that  if  the  air  races,  with  prizes  up  to  £ t  ,000,  which 
were  practically  assured  between  Gothenburg  and  Rotterdam, 
materialised,  it  meant  an  instant  success  for  the  Exhibition. 
They  also  were  making  a  great  effort  to  secure  squadrons  of 
aeroplanes  from  the  various  European  Governments  to  attend 
at  Gothenburg,  and  lie  hoped  their  efforts  would  be  successful, 
which  would  mean  a  great  precedent  for  the  future.  Sweden 
was  a  very  vast  country,  practically  oblong.  It  was  essen 
tially  a  country  for  aerial  services  which,  he  maintained, 
under  their  geographical  conditions,  would  be  cheaper  than 
railways,  or  other  forms  of  transport.  They  would  welcome 
very  heartily  British  exhibitors,  and  they  would  give  them 
every  facility,  in  addition  to  the  50  per  cent,  reduction  in 
freightage  already  arranged  for,  to  induce  them  to  come 
over.  They  attached  such  importance  to  British  exhibitors 
that  without  them  they  felt  the  Exhibition  would  be  a 
failure.  If  only  a  few  machines  were  sent  it  would  suffice 
to  support  it  to  success,  and  he  sincerely  hoped  they  would 
come, 

Sir  Sefton  Brancker  added  a  few  words  to  his  previous 
remarks,  repeating  that  the  Exhibition  had  liis  personal 
sympathy  and  that  of  the  Air  Ministry.  The  Exhibition 
administration  had  asked  for  a  unit  of  the  R.A.F.  to  be  sent 
to  the  Exhibition,  and  he  had  strongly  recommended  to  have 
that  done.  From  the  civil  side  it  must  be  regarded  as  a 
financial  question.  He  would  be  willing  to  help  and  to  be 
worried  to  any  extent  in  the  matter,  but  the  finality  rested 
with  the  Treasury,  who  were  the  crux  of  the  whole  question, 
but  he  would  do  everything  in  his  power  to  get  them  all  they 
desired. 

Mr,  Handley  Page  said  he  was  in  sympathy  with  the  idea 
of  their  making  a  show,  but  private  enterprise  experienced 
vast  difficulty  in  getting  there,  on  the  top  of  now  having  to 
carry  on  under  peace  conditions.  He  thought  that  instead  of 
the  Exhibition  giving  a  big  international  prize,  they  would 
rather  help  by  paying  the  expenses  of,  say,  half  a  dozen 
selected  firms,  who  would  undertake  to  fly  to  Gothenburg  and 
remain  there  for  demonstration  purposes.  They  would  then 
get  a  bigger  field,  and  therefore  ensure  success.  Their  giving 
international  flying  exhibitions  would  be  a  popular  and  he 
thought  a  profitable  proposition. 

Admiral  Kerr  said  that  it  was  proposed  to  give  every 
machine  which  arrived  at  Gothenburg  a  price  per  kilometre 
flown,  in  getting  there,  and  in  addition  there  were  many 
demonstration  prizes  which  would  be  available  to  competitors. 

Sir  Henry  White  Smith  also  felt  that  they  were  in  sym¬ 
pathy  with  the  whole  scheme,  and  he  suggested  that  an  early 
meeting  between  the  S.B.A.C.  and  the  Exhibition  Committee 
would  probably  get  them  down  to  hard  facts  more,  quickly 
than  any  other  means. 
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0  Another  view  of  the 
Handley  Page 
O  “Hanley”  torpedo 
n  ’plane,  450  h.p. 

N  apier  “Lion  ” 
O  engine:  Three- 
q  quarter  front  view. 

The  slots  can  be 
O  clearly  seen  in  the 
q  picture.  Although 
this  machine  is  offi- 
O  dally  known  as  the 
0  “  Hanley,”  it  is 

affectionately  called 
O  the  “  He  i  ntz  ,” 
0  owing  to  the  number 
of  levers  which  the 
O  pilot  has  to  operate. 

O 
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AIRCRAFT  IN  NEWFOUNDLAND 

Activities  of  the  Aerial  Survey  Co. 


In  our  issue  of  August  17,  1922,  we  published  an  illustrated 
description  of  a  Martinsyde,  type  A,  Mark  II,  biplane  which 
had  been  ordered  by  the  Aerial  Survey  Co.,  of  166,  Duck¬ 
worth  Street,  St.  John's,  Newfoundland.  A  few  particulars 
of  this  firm's  activities  are  now  to  hand,  and  these  will,  we 
feel  sure,  be  read  with  interest,  showing  as  they  do  the 
great  possibilities  and  variety  of  uses  of  aircraft  outside 
England. 

Before  ordering  the  Martinsyde  described,  the  firm  already 
had  another  machine  of  this  type,  which  had  given  excellent 
results,  aud  we  learn  that  it  was  on  account  of  the  satisfactory 
experience  with  the  first  machine  that  a  second  was  ordered. 
So  far  the  new  Martinsyde  has  not,  of  course,  had  an  oppor¬ 
tunity  of  showing  what  it  can  do,  but  it  may  be  of  interest 
to  give  a  brief  history  of  the  earlier  machine.  In  November, 
1921,  the  first  Martinsyde  arrived  from  England,  and  was 
erected  at  Botwood.  After  various  trial  flights,  first  as  a 
seaplane  and  then  as  a  land  machine,  Mr.  F.  S.  Cotton  made 
his  first  flight  to  St.  John’s  on  January  1  this  year.  The 
distance  of  150  miles  was  covered  in  two  hours  under  arctic 
winter  conditions,  and  a  landing  was  made  on  Quidi  Vidi 
Pond,  where,  apparently,  the  whole  of  St.  John’s  waited  to 
welcome  the  aviators.  The  machine  had  been  fitted  with  ice 
skids,  and  considerable  experiment  was  necessary  before  an 
entirely  suitable  type  was  evolved. 

During  the  month  of  January  and  the  early  part  of  February 
a  series  of  demonstration  and  mall-carrying  flights  were  made 
in  the  neighbourhood  of  St.  John’s,  and  on  several  occasions 
mails  were  carried  to  outlying  districts  at  times  when  all  other 
means  of  transportation  had  failed,  owing  to  the  heavy  fall 
of  snow.  Thus,  on  February  2  Belle  Island  was  ice  bound, 
but  not  sufficiently  to  make  it  possible  for  traffic  to  cross  over. 
The  difficulty  was  solved  by  flying  the  Martinsyde  over, 
dropping  mails,  and  keeping  in  communication  with  the 
inhabitants. 

On  March  3  Mr.  Cotton  started  on  a  flight  towards  Cart¬ 
wright  on  the  Labrador,  carrying  mails  for  the  Government. 
The  machine  met  with  very  bad  weather  on  the  journey 
north,  and  a  landing  was  made  at  St.  Anthony  for  replenish¬ 
ments.  Then  the  Straits  of  Belle  Isle  were  crossed,  and 
aerial  connection  established  with  Labrador  for  the  first  time. 
Battle  Harbour  was  the  landing  place,  and  the  machine 
remained  there  for  three  days,  From  Battle  Harbour  a 
flight  was  made  to  Cartwright,  one  of  the  Hudson  Bay  Com¬ 
pany’s  posts.  Five  days  later  the  Martinsyde  left  Cartwright, 

H  H 


From  the  Wireless  Press,  Ltd.,  12-13,  Henrietta  Street,  W.C.  2, 
we  have  received  two  new  text-books  dealing  with  two  impor¬ 
tant  subjects  relating  to  wireless.  The  science  of  wireless  is 
very  intimately  associated  with  aviation,  and  will  play  a 
very  important,  if  not  essential,  part  in  the  future  develop¬ 
ment  of  aerial  transport — even  more,  perhaps,  than  it  has 
in  marine  work. 

One  of  the  text-books  referred  to  above — "  Direction  and 
Position-finding  by  Wireless,”  by  R.  Keen  (9 s.) — deals  with 
a  subject  that  has  proved  to  be  of  immense  value  to  aviation, 
and  should  therefore  appeal  directly  to  readers  of  Flight. 
From  our  brief  perusal  of  this  book  it  appears  to  us  to  be 
the  most  complete  work  on  this  particular  subject  that  has 
yet  been  produced.  It  not  only  deals  with  the  principles  and 
theory  of  the  subject,  but  also  with  the  constructional  details 
of  direction-finding  installations  for  shore  service  and  for  the 
navigation  of  ships  and  aircraft.  In  addition,  reference  is 
made  to  the  use  of  special  maps  for  D.F.  work,  freak  pheno¬ 
mena  which  cause  errors  in  bearings,  faults  peculiar  to  D.F. 
and  how  to  eliminate  them,  etc.  A  chapter  is  also  given  to 
the  thermionic  valve  in  which  the  part  this  wonderful 
invention  plays  in  D.F.  work  is  briefly  but  concisely  described. 

®  H 

“STAMPS  OF  THE  FLYING  POST.” * 

Under  the  above  title  we  have  received  a  very  interesting 
little  book  on  this  fascinating  branch  of  Stamp  Collecting. 
The  author,  W.  E.  Hughes,  is  to  be  congratulated  on  having 
tackled  so  completely  the  very  difficult  problem  of  collecting 
the  various  and  scattered  records  of  the  earlier  attempts  of 
carrying  mails  by  air,  and  arranging  them  so  concisely. 
These  early  flights  are  given  for  each  country  in  alphabetical 
order,  and  in  addition  to  a  brief  description  of  each  particular 

*  “Stamps  of  the  Flying  Post,”  by  W.  E.  Hughes,  published  by  Alan 
Turton,  32,  Great  St.  Helen’s.  London,  E,C,  3.  Price  is.  net. 


and,  stopping  at  St.  Anthony  and  Botwood,  made  a  flight 
through  to  St.  John’s  in  less  than  seven  hours.  The  total 
distance  was  about  600  miles,  and  was  covered  in  five  hours’ 
flying  time. 

With  the  railway  and  steamship  services  disorganised, 
mails  and  passengers  were  carried  to  places  otherwise  inac¬ 
cessible,  except  by  the  laborious  and  tedious  dog  team.  On 
March  16,  1922,  the  first  ice  fields  patrol  was  made  from 
Botwood.  The  object  of  this  was  to  assist  the  steamers  in 
their  search  for  seals.  The  seals  were  successfully  located, 
but  the  steamship  owners  could  not  at  first  be  persuaded  to 
contract  with  the  Aerial  Survey  Company  to  provide  the 
information.  It  was  not  until  the  failure  of  their  ships  to 
locate  the  seals  that  the  owners  changed  their  minds,  and  by 
then  it  was  rather  late  for  effective  results  to  be  obtained. 
However,  even  at  that  several  good  catches  were  obtained. 

The  Martinsyde  made  several  flights  while  the  ice  lasted, 
including  a  special  mission  to  report  on  a  timber  proposition 
011  the  west  coast.  On  April  20,  just  as  the  ice  was  melting 
rapidly,  the  operations  of  the  season  were  wound  up  with  a 
mail  flight  from  Botwood  to  Battle  Harbour  and  return  in 
one  day.  During  the  winter  operations  a  Napier-engined 
Westland  limousine  (the  one  which  won  the  Martlesham 
competition)  was  used  in  addition  to  the  Rolls-engined 
Martinsyde,  the  two  machines  making  a  joint  patrol  over  the 
ice  fields. 

In  July  of  this  year  floats  were  fitted  to  the  Martinsyde,  and 
considerable  flying  has  been  carried  out  over  the  inland  water¬ 
ways  and  timber  areas  of  the  country,  Special  photographic 
flights  were  also  undertaken,  and  it  may  be  mentioned  that 
moving  pictures,  as  well  as  "  still  ”  photographs,  were  obtained 
of  the  wreck  of  H.M.S.  “  Raleigh.”  On  the  return  journey 
from  this  flight  the  machine  landed  alongside  the  Company’s 
motor  yacht  in  the  Straits  of  Belle  Isle,  and  the  crew  had 
breakfast  on  board,  the  seaplane  floating  astern  the  while. 
This  made  a  considerable  impression  on  the  local  fishermen, 
many  of  whom  had  never  seen  a  seaplane  before. 

This  year  tlie  Aerial  Survey  Company  hope  to  extend  their 
activities  considerably,  and  the  work  thus  done  should  be 
excellent  propaganda  for  aircraft,  ft  is  to  be  feared  that  the 
possibilities  of  aviation  in  such  places  as  Newfoundland  have 
not  yet  been  fully  realised  at  home,  and  the  pioneer  work 
done  by  the  Aerial  Survey  Company  merits  the  thanks  of  the 
whole  aviation  industry.  We  trust  that  the  enterprise  of 
this  firm  will  reap  its  due  reward. 
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It  should  be  mentioned  that  this  book  is  not  only  intended 
for  the  engineer  faced  with  this  field  of  wireless  work  for  the 
first  time,  and  those  in  charge  of  D.F.  installations,  but 
should  prove  to  be  of  immense  value  to  the  general  student 
of  wireless  telegraphy. 

The  second  book  referred  to  is  entitled  “  The  Wireless 
Telephone  ;  What  it  is  and  How  it  Works,”  and  is  by  Philip  R. 
Coursey.  It  is  published  at  the  modest  price  of  2 s.  6 d. 
Now  that  wireless  broadcasting  is  about  to  start  in  earnest 
this  little  book  should  find  a  ready  market— especially  as 
directions  for  building  a  simple  receiver  for  W.T.  broadcasts 
is  included  in  its  contents.  Apart  from  this,  however,  it 
should  appeal  to  many  in  the  aviation  world,  for  wireless 
telephony  forms  an  important  item  in  the  application  of 
wireless  to  aviation,  and  this  book  places  before  the  reader 
the  essentials  of  the  radio-telephone,  and  how  it.  operates 
and  isk constructed,  in  a  very  simple  manner  indeed.  Besides 
numerous  diagrams,  sketches  and  photographs  of  the  different 
components  and  apparatus  connected  with  wireless  telephony 
are  included  in  the  text.  I  n  one  of  the  chapters  a  very  easily 
understood  description  of  the  “  valve  ”  is  given,  together 
with  illustrations  of  the  various  types. 
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flight,  details  are  given  of  the  ”  labels,”  stamps  or  cancella¬ 
tions  used  in  each  case.  Apart  from  the  various  ”  Semi- 
Official  ”  labels  issued  for  these  flights,  all  “  regular  ”  issues  of 
air  mail  stamps  that  have  appeared  up  to  August,  1922,  are 
described.  ”  Stamps  of  the  Flying  Post  ”  is  certainly  the 
most  complete  work  on  this  subject  we  have  seen,  and  should 
be  of  considerable  value  and  interest  to  collectors — and  non¬ 
collectors,  for  that  matter.  It  is  to  be  regretted,  however,  the 
author  has  not  seen  his  way  to  include  more  illustrations  of 
the  various  stamps,  etc. ;  but  then,  nothing  can  be  absolutely 
perfect  ! 
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TWO  NEW  TEXT-BOOKS  ON  WIRELESS 


November  16,  1922 


Married 

Edward  Morton  Drummond,  Black  Watch,  attached 
R.A.F.,  eldest  son  of  Mr,  and  Mrs.  Gerald  Drummond,  of 
Dayleside,  Woodford,  Essex,  was  married  on  November  9  at 
the  Chapel  Royal,  Savoy,  to  Daphne,  daughter  of  Mr.  and 
Mrs.  Wilfrid  Taylor,  of  Mitre  Court  Chambers,  Temple, 
London,  E.C.  4. 

Fit. -Lieut.  Thomas  Henderson,  M.C.,  son  of  the  late  Mr. 
Thomas  Henderson  and  of  Mrs.  Henderson,  of  Tynemouth, 
was  married  on  November  9,  at  the  Chapel  Royal,  Savoy,  to 
Edith  Sylvia,  daughter  of  the  late  Mr,  Alexander  Deuchar 
and  of  Mrs.  Deuchar,  of  Rodney  Court,  W.  g.  Sqdn.-Ldr. 
A.  S.  Morris  was  best  man. 

Brigadier-General  Guy  Livingstone,  C.M.G.,  late  of  the 
R.A.F.,  was  married  on  November  14  at  St.  Martin’s 


Registry  Office,  London,  W.C.,  to  Mrs.  Diva  Amelia 
Primrose,  formerly  the  wife  of  Mr.  A.  B.  Primrose,  of 
New  York. 

To  be  Married 

The  engagement  is  announced,  and  the  marriage  will 
shortly  take  place,  between  Flight  Lieut.  Robert  Hugh 
Hanmer,  M.C.,  R.A.F.,  eldest  son  of  the  Rev.  Hugh  and  Mrs. 
Hanmer,  The  Rectory,  Whitchurch,  Salop,  and  Mary  Helen, 
youngest  daughter  of  Mr.  and  Mrs.  Nathaniel  Spens,  Palace 
Gate  Mansions,  29,  Palace  Gate,  W.  S. 

The  engagement  is  announced  between  Capt.  A,  M. 
Waistell,  D.S.C.  (R.A.F.,  retired),  youngest  son  of  the  late 
Mr.  Charles  Waistell,  Northallerton,  Yorks.,  and  Mrs. 
Waistell,  Totland  Bay,  I.W.,  and  Honora  Mary,  elder 
daughter  of  Mr.  and  Mrs.  F.  H.  Christian,  Droxford, 
Hants.  The  marriage  will  take  place  in  India  early  in  March 
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THE  GRAND  PRIX 
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DE  PARIS 


At  present  it  appears  as  if  the  Grand  Rrix  de  Paris,  for 
commercial  aeroplanes,  ■wall  prove  a  failure.  Only  live 
machines  were  entered,  and  of  these  one  arrived  too  late 
to  be  admitted  to  the  competition.  A  second  machine 
crashed  and  killed  its  pilot,  leaving  but  three  machines,  of 
which  one  is  a  sporting  rather  than  a  commercial  type. 

The  following  brief  particulars  of  the  machines  may  be  of 
interest  : — 

No.  1,  Caudron  biplane,  type  C.74,  4-300  h.p.  Hispano- 
Suiza  (Poiree),  Length,  57  ft.  6  ins.  ;  span,  82  ft.  ;  area, 
r,4oo  sq.  ft. 

No.  3,  Farman  biplane,  type  F.90,  300  h.p.  Salmson 
(Bossoutrot).  Length,  30  ft,  2  ins.  ;  span,  46  ft.  ;  area, 
690  sq.  ft. 

No.  4,  Breguet  biplane  type  20  (Leviathan),  four  225  h.p. 
Breguet  engines  driving  single  tractor  airscrew  (Thiery). 
Length,  45  ft.  9  ins.  ;  span,  83  tt.  7  ins.  ;  area,  1,500  sq.  ft. 

No.  5,  twin-engined  “  Express- Mu reaux,”  2-370  h.p. 
Lorraine- Dietrich  (Labouchere).  Length,  43  ft.  7  ins.  ;  span, 
68  ft.  ;  area,  1,330  sq.  ft.  (This  machine  is  a  French-built 
Vickers  "  Vimy  Commercial.”) 

No.  2,  a  three-engined  Henry  Potez,  with  180  h.p.  Hispano- 
•Suiza  engines,  piloted  by  Douchy,  arrived  too  late  at  Le 
Bourget.  to  be  admitted  to  the  competition.  It  is  under¬ 
stood  that  the  pilot  lost  his  way  in  flying  to  Le  Bourget, 
and  was  delayed  to  such  an  extent  as  to  arrive  too  late. 
This  is  a  pity,  as  the  three-engined  Potez,  type  X,  is  a  well- 
built  machine  with  good  possibilities. 

The  competition  itself  consisted  of  various  tests  for  which 
points  were  given,  as  well  as  for  general  features  thought  to 
be  desirable  in  commercial  aeroplanes,  and  of  flights  over 
a  600 -kilometres  circuit. 

The  preliminary  tests  and  features  were  divided  up  as 
follows,  points  being  given  in  each  class :  A,  horse-power 
expenditure  per  passenger  carried.  B,  Use  of  wireless  tele¬ 
phone  during  flight,  up  to  a  distance  of  at  least  10  kilometres 
(6^  miles).  C,  (a)  Starting  one  engine  in  the  air  ;  ( b )  starting 
all  engines  on  the  ground.  D,  Safety  tests,  mainly  in  the 
matter  of  taking  off  and  climbing  to  a  certain  altitude,  there 
doing  turns  and  figures  of  eight.  E,  Starts  and  landings,  the 
distances  being  measured  and  points  awarded  accordingly. 
The  maximum  number  of  points  to  be  awarded  are  as  follows  ; 
Speed,  400  ;  safe  flying,  250  ;  power  per  passenger,  150  ; 
starting  and  landing,  75  ;  starting  the  engines,  50  ;  and  use 
of  wireless,  25  ;  giving  a  total  of  950  points. 

On  the  first  two  days  of  the  competition,  November  10 
and  11,  the  preliminary  tests  were  carried  out.  Thiery, 
on  the  Breguet  "  Leviathan,”  obtained  the  following  points  : 
A.  25,  B  25,  C  (a)  25  and  (6)  25,  D  250,  and  E  50,  giving  a 
total  of  400  points.  Bossoutrot,  on  the  Farman,  gained 
2 75  points,  composed  as  follows  :  A  150,  B  o,  C  (a)  25  and 
( b )  25,  D  o,  and  E  75.  Poiree,  on  the  four-engined  Caudron, 
was  third  with  200  points,  as  follows  :  A  o,  B  not  passed, 
C  (a)  25,  ( b )  25,  D  150,  and  E  o.  Labouchere,  on  the 
”  Express -Mu reaux,”  was  last  with  150  points,  i.e,,  A  50, 
B  25,  C  (a)  25,  (h)  25,  D  o,  and  E  25. 

Owing  to  bad  weather,  with  fog  and  low  clouds,  tie  two 
flights  of  600  kilometres — one  of  which,  with  full  loads  and 


one  compulsory  landing ;  and  the  other,  over  the  same 
distance  but  with  half-load  and  without  landing-  had  to  he 
postponed  from  day  to  day. 

On  Tuesday,  November  14,  the  weather  was  still  unfavour¬ 
able,  but  it  was  decided  to  run  the  first  speed  competition 
over  a  4.3-kilometres  circuit,  which  had  to  be  covered  fourteen 
times,  with  a  compulsory  landing  at  Le  Bourget  on  the  seventh 
lap.  Poiree  got  away  well  with  full  load,  and  was  on  his 
fifth  lap  when,  as  he  failed  to  return  at  the  approximate 
time  he  was  expected,  a.  machine  was  sent  out  to  look  for 
him.  Tli£  machine,  on  its  return,  brought  the  news  that 
Poiree’s  machine  had  been  seen  crashed  in  a  field  at  Viljepinte, 
near  Aulnay-sous-Bois.  Later  it  was  learned  that  the  machine 
while  travelling  at  considerable  speed,  had  turned  over  in  the 
air  and  crashed  to  the  ground,  the  three  occupants,  Poiree 
and  his  twro  mechanics  Courcy  and  Bobillier,  being  killed 
instantly. 

At  the  moment  it  is  not  certain  what  happened,  but 
according  to  eye-witnesses,  and  an  examination  of  the 
wreckage,  the  conclusion  has  been  formed  that  one  of  the 
aft  airscrews  burst  and  damaged  the  fuselage,  thus  causing 
the  machine  to  lose  all  controllability.  An  enquiry  is  being 
made  which  may  throw  more  light  on  the  cause  of  the  sad 
accident,  and  may  even  prove  this  suggestion  to  be  wrong. 
Poiree  was  one  of  the  earlier  French  pilots,  having  flown 
long  before  the  war.  He  did  a  great  deal  of  work  in  Russia, 
but  returned  after  the  outbreak  of  the  revolution,  and  had 
been  piloting  for  the  Caudron  firm  for  a  considerable  period. 

Of  the  remaining  three,  machines  in  the  Grand  Prix  the 
Breguet  ”  Leviathan  ”  had  to  land  a  short  distance  from 
Le  Bourget  owing  to  petrol  system  trouble.  Bossoutrot. 
on  the  Farman,  and  Labouchere,  on  the  ”  Express-Mureaux," 
both  completed  the  first  half  of  their  600  kilometres,  landing 
as  presciibed  at  Le  Bourget.  On  starting  for  the  second 
half  of  the  course,  Laboucliere  discovered  a  leak  in  the 
water  circulation  of  his  Lorraine  engines,  and  had  to  abandon 
the  attempt.  This  left  only  Bossoutrot,  who  completed  the 
course  alone,  his  time  for  the  600  kilometres  being  4  lirs. 
T^mins.  i2i  secs. 

Thus  the  Grand  Prix  can  scarcely  be  said  to  have  been  a 
success,  and  it  may  be  questioned  whether  it  was  wise  to 
hold  this  competition  at  this  time  of  the  year,  when  fogs 
and  unfavourable  weather  are  to  be  expected.  We  sincerely 
sympathise  with  the  Caudron  company,  and  with  French 
aviation  generally,  in  the  sad  loss  which  has  befallen  them. 
As  one  of  the  objects  of  the  Grand  Prix  was  to  attract  public 
attention  to  aviation,  it  is  to  be  feared  that  more  harm  than 
good  has  been  done  by  the  accident,  which  cost  three  men 
their  lives. 

Simultaneously  with,  but  entirely  separate  from,  the  Grand 
Prix  de  Paris  for  commercial  machines,  was  to  have  been 
flown  a  squadron  competition  for  military  machines,  piloted 
by  service  pilots,  but  owing  to  bad  weather  these  were 
postponed.  They  were  to  consist  of  speed  races  over  two 
laps  of  the  Circuit  of  Paris  :  Le  Bourget,  Cormeilles,  Toussus- 
le-Noble,  Orly,  Chelles,  Le  Bourget,  giving  a  total  distance 
of  200  kilometres.  The  machines  were  to  be  started  off  in 
squadrons, 
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London  Gazelle,  November  190: 

General  Duties  Branch 

Fit.  Lt.  R.  II.  C.  Usher,  M.C.,  A.F.C.,  is  grented  n  bvunaneut  commit, 
rcUiiniiiK  his  pn-.ent  substantive  rank  ami  >.euy.  ;  Aug.  31.  Hying  Offr. 
K.  J.  Mr  T.imghliu  is  granted  a  permanent  comiun.  in  the  rank  stated, 
with  e fleet  from  Oct.  a.|,  1919  (since  promoted),  Gazette,  Oct.  34,  rqici, 
appointing  him  to  a  short  service  comiun.,  is  cancelled.  The  following  ate 
granted  permanent  commas,  as  Hying  Offr:;  ,  wit  li  effect  I  rout  dates  indicated, 
retaining  their  present  seny  Gazettes  ol  dates  indicated  in  brackets,  appoint¬ 
ing  them  to  short  service  rnmmns,,  are  cancelled  :  A.P.Riti  hie,  A.  F.  C. 
July  if.  1030 ;  (Aug.  in,  xi}20).  A.  J.  Rankin,  Sept  37, 1920;  (Oct.  t,  1930)! 

The  following  arc  granted  short  service  commits,  a:;  Flying  OIL-..  with 
effect  from,  and  with  seny  of,  the  date-  indicated  — A  C.  lline;  Ot  ?i. 
A  I-  Moore;  Oct  30.  F  C  Baker  is  granted  a  short  -ervicc  eommn.  a-; 
Flying  Offr.  for  three  years  on  active  list,  with  seny. Dee.  .’4,  r r> 1 9  ;  Oct.  1. 

T  he  following  are  granted  short  service  commits.'  in  ranks  stated  for  three 
years  ou  active  list,  with  effect  from  and  with  seny.  of  Oet.  1  Fit  Lt.  R. 
iiutton.  Flying  OlTrs.  F,  H  tied  ford,  1M.L  ,  M.M.  ;  li.  W.  Barker  ;  c  I. 

Watson. 

Lt.  K.  1,  Yates,  R.  Scots  Fus.,  is  granted  temp.  Commit,  as  Flying  Ofli 
on  seconding  for  four  years'  d  uty  with  R.A.F. ;  Oct.  36.  Pilot  OOr.  li.  II  M 
David  to  be  Flying  Offr.  ;  June  31,  Fit.  Lt.  S.  G.  Frost,  Af.R.F...  is  placed 
on  retired  list  on  account  ot  ill  health  contracted  in  the  Service  :  Nov.  1. 

The  following  are  transferred  to  Res. 

Class  A. —  Flying  Offr.  M.  li.  MtKrlcan  ;  Nov.  8. 

Class  B. — Flying  Offr  1  I  .  Vine ;  Oct  34  (Substituted  lor  Gazette 
Oct.  24.)  Observer  Offr.  if.  Wi-nrknwit?.,  M, I.  .  :  Nov.  8. 

Class  C.-  Flying  Otlr.  0.  A.  1‘.  Heron,  D.l'.C,  ;  Nov.  7. 

Flying  Offr.  T.  W.  Cave,  M.C.,  relinquishes  his  short  service  eomri'm,  on 
account  ot  ill  health  contracted  in  the  Service,  and  is  permitted  to  retain 
rank  of  Lt.  ;  Oet  3  t  Gazette,  Oct.  34.  regarding  the  transfer  to  the  Res.  of 
Flying  Offr.  I.  W.  Lave,  M.C.,  is  cancelled,  The  short  service  rnmmns  of 
the  following  Pilot  Offrs.  are  terminated  on  cessation  of  duty  -  j.C,  Llnclsav, 
M.G. ;  Nov.  1.  W.  II.  K.  I.abatt  ;  Nov.  8.  A.  W.  Taylor  ;  Nov.  «. 


Starts  Branch 

The  following  are  granted  short  service  com  tens,  as  Flying  Oils,  lor 
accountant  duties,  with  effect  J r < >111  dates  indicated:  11.  Heddenvick,  J.  P. 
A  Fulton  ;  Oct.  1.  W.  Vaughan  Shaw,  II.  t ,  Roberts;  Oct.  6. 

Medical  Branch 

Lt.  11.  J.  Henderson,  Army  Dental  Surg. ,  1-,  granted  temp,  commn.  ns 
Flying  Offr.  on  aUachnient  for  duty  with  R.A.F  ;  Oct.  26.  He  will  receive 
emoluments  from  Army  Fluids. 

.Versing  Service 

Mi  -  \.  t.  M.  Kelly  (Staff  Nin  e)  relinquishes  hoi  appt.  ou  account  of 
ill-health;  Nov.  8. 

Erratum 

Gazette  of  Jan,  1,  19-19  (FuCUr,  ,|an.  9,  tgtg,  p.  50)  :  For  231825  Sgt. 
(fibs.)  W.  (  lark,  read  303947  Sgt,  (Obs.)  W.  L.  (  lark. 

London  Burette,  November  10,  igse 
General  Lhitres  Branch 

J  he  following  Pilot  Officers  on  probation  arc  confirmed  in  rank  :  C,  p, 
Greet,  H.  S  C  Hassott,  A.  L.  it.  Bateman,  D.  R.  Dawson,  14.  C.  Duke,  R.  14. 
Fleming,  L.  ]•.  Hirsh,  1*.  J  V  Hume  Wright,  ii.  W.  Fierce,  S.  H  G,  I  rower, 
F.  S.  <4,  Vaughan,  M.C.,  <1.  Wake,  A.  W.  14.  Walker,  M.  Wiulin.  |.  13.  Wilson, 
L.  Young;  Oet.  r,  1  I!.  Rose;  Oct  j. 

The  following  are  transferred  to  the  Reserve: — 

Class  ,4. — Flviug  Oil t .  L.  A.  Wallets  ;  Nov.  tt. 

(./ass  ('.  Sqdn  I  .dr,  I .  S,  Impcv,  Flying  Offr.  W.  M.  Long  ;  Nov.  1  x. 

Fit.  Lt.  G.  li.  Wilson  to  lake  rank  and  precedence  as  though  his  appt.  as 
Fit,  Lt  bore  date  .Ian.  1.  immediately  following  Fit.  I.t.  O.  VV.  do  Putroii ; 
Aug.  g. 

Medical  Branch 

1.1.  N.  F.  Smith,  Dental  Surgn  ,  L.e.n.  List,  Amiy,  n  granted  temp,  rojnmn. 
as  Flviug  Oth.  on  attachment  for  duty  with  R.A.F.  ;  Sept.  28.  He  will 
continue  to  receiie  cmolnments  from  Army  fund-.  (Substituted  for  Gazette 
Oct.  10.J 


ROYAL  AIR  FORCE  INTELLIGENCE 


Appointments.  The  undermentioned  appointments  in  the  Roval  Air 
Force  are  notified  — 

Air  Commodore  C.  I..  I  am  be,  C.B.,  C.M.G.,  D.S.O.,  from  Air  Ministry 
(D.  ol  1.  )  to  Hall  Pay  List.  1.8.3:. 

Group  Captain  F..  F  Briggs,  D.S.O.,  O.Tl.F  ,  frorn  Headquarters,  R.A.F., 
Iraq,  to  command  Basrah  Group  Headquarters  (Iraq).  1.10.22. 

Squadron  Leaders  A.  Gray,  M.C.,  from  ft. A.  I  .  Depot  (Inland  Area)  to 
Central  Flying  School  (Inland  Area)  (Supernumerary).  10.rr.22.  M  G.  h. 
Lopein.ut,  Irom  No.  a  Armoured  (  ar  Company  (Middle  Last)  to  R.A.F.  Depot 
(Inland  Area)  (Supernumerary).  21. to. 22.  A.  f  Ranter,  H.A.,  frofla 
Egyptian  Group  Headquarters  (Middle  hast)  to  licadquai  lt  r- ,  Iraq  Command 
(Iraqj  (Supernumerary  ).  14.10.12.  D.  i'ower,  Ml,  Aircraft  Depot  (Middle 

Fast)  to  Headquarters,  Iraq  Command  (Iraq)  (Supernumerary)  if  to. 22. 
K.  A  G .  Elliot  (.  M.14..  B.A.,  from  Headquarters,  R.A.F.,  Middle 

Last  (Middle  F.a--1),  to  Egyptian  Group  Headquarters  (Middle  Lost). 
10.6.22.  J.  II.  i. idderd.de,  DHL,  from  Air  Ministry  (Dept,  of 
A.M.P.)  (P.D.U.)  to  R.A.F.  Depot  (inland  Area)  (Supernumerary).  0. 10.42. 
F.  N  Smarlt.  M.B  ,  li  V.  1  he  notification  which  appeared  111  R.A.F,  Intidli 
genre  No.  84.  dated  1. 11.22,  wherein  this  officer  was  posted  I  coin  R.A.F. 
Depot  (Inland  Area)  to  No  1  Group  Headquarters  (Inland  Area)  is  hereby 
cancelled  H.  F.  M.  Watkins,  A. F  t..,  from  Headquarters,  R.A.F.,  Jiaq.  To 
command  Rest  Camp  (Iraq).  1  10.22.  W.  Sowrey,  D.F.C.,  A.T.L.,  from 
R.A.F  Depot  (Inland  Area)  to  No.  1  Flying  'Darning  School  (Inland  Area). 
13.10  22.  Substituted  lor  tin  notification  wbi>  h  appeared  in  K  A.i  (utelK- 
ff«ucc  No.  84  dated  r.rj.22,  wherein  this  ofheer  was  posted  as  stated  above, 
with  effect  irom  1.11.22. 

I-'Irght  Lieutenants  K  H.  Kiv eisdale  Llllul,  from  Palestine  Wing  Head 


quartets  (Middle  Fast)  to  No.  47  Squadron  (Middle  East)  (Supernumerary). 
23.9.22  C.  H  Chandler,  M.B.E.,  from  School  of  Nat  al  Go  operation  and 
Aerial  Navigation  (Coastal  Area),  from  No.  267  Squadron  (Mediterranean). 
30.10.43.  I  H  Laurence,  M.C.,  from  Bovs'  Wing  (Cramvellj,  to  R.A.F. 
Depot  (Inland  Area)  (Supernumerary).  14,1 1.22.  (Actg.  Sqdn.  Ldr.)  W.  B. 
Johnston  frorn  Army  (R.A.P.C.)  to  Central  Accountant  Office,  Pooua,  for 
accountant  duties  ;  on  secondment  irom  the  Army.  1.10.22.  E.  A.  Lnniley. 
M  C.,  M  B..  Irom  No.  47  Squadron  (Middle  East),  to  No.  4  Hying  Training 
School  (Middle  Fast),  1 1  10.22.  J.  T,  T  Forbes,  from  No.  4  Flying  Training 
School  Middle  Lust)  to  Aircraft  Depot  (Middle  East),  j 2.10.22.  G.  H.  H 
Maxwell  M  R  ,  irom  Headquarters,  R.A.F.  (Middle  East),  to  No.  47  Squadron 
(Middle  Last),  6.10.22.  A.  ,1  Brown,  D  S  C)  ,  from  R.A.F.  Central  Hospital 
(Coastal  Area)  to  Headquarter-.  (Coastal  Area),  (Supernumerary.)  30.ro.22. 
B.  I'.  Bculsou,  D.T.M  ,  frorn  Research  Laboratory  and  Medical  Officers’ School 
of  I  nst  1 11  c  1  i ou  (Coastal  Area)  to  R.A.F.  Depot  (Inland  Area)  (Supernumerary). 
(..it-22.  A.  Wd'iams  troxu  Inland  Area  Aircraft  Depot  (Inland  Area)  to 
Flcadqu alter:,  R.A.F.,  Cr.uiwelL  13.11. 23.  H.  K.  Hayes,  from  Head 
quarters,  K  .\ .  1  •  Ciauwtll.  to  Inland  Aiea  Aircraft  Depot  (Inland  .Area). 
(I.1J.23.  M.  V.  German,  from  Headquarters,  K..A.P,  (Iraq),  to  command 
K  A.F  Ft isou  (Iraqi.  1.10.22.  L.  0.  Brown,  D.S.C.,  A.F.t  .,  from  Head¬ 
quarters  U  A  L  (Iraqi  to  Basrah  Group  Headquarters  (Iraq).  1. 10.22 
H,  B.  Russell,  A.F.C.,  from  Headquarters,  R.A.F.  (Iraq),  to  Rest  Camp(Iraq) 
for  duty  a-  Adjutant  j.x<  22.  f  S.  Richardson,  M.B.F.,  from  Nn.  6 
Squadron  (Iraq)  to  Headquarters,  R.A.F.  (Iraq).  17.7.22, 

Lieutenant  .)  B.  Glubb,  M.C.  1  R.E.),  to  Headquarters,  Iraq  Command. 
Ou  appointment  as  G.S.O.  3  (Intell.).  On  attachment  to  Royal  Air  Force  for 
two  years. 


❖  <$>  <3>  <$> 

"IRAQ  COMMAND” 


With  effect  from  October  1,  1922,  the  Royal  Air  Force, 
Iraq,  is  designated  the  “  Iraq  Command.” 

I  he  A.O.C.,  Iraq  Command,  is  responsible  for  the  command 
and  administration  of  all  units  ot  the  Royal  Air  Force,  the 
liritish  Army  and  Die  Indian  Army  stationed  at  Iraq. 

The  command  of  the  army  units  forming  the  infantry 
brigade,  i.e.  infantry  battalions,  artillery  units,  and  sapper 
and  miner  company,  will  be  vested  in  the  Colonel  Com¬ 
mandant,  Infantry  Brigade,  who  will  be  under  the  orders  of 
the  A.O.C. 

The  Colonel  Commandant  will,  on  all  questions  of  policy 
and  all  major  questions  of  administration  in  regard  to  the 


forces  under  his  command,  address  the  A.O.C.,  who  will 
communicate  with  the  Air  Ministry  on  such  matters. 

The  Colonel  Commandant  will  communicate  direct  with 
the  Wat  Office,  or  the  Commander m-Chief  in  India,  on  minor 
administrative  questions  regarding  the  military  forces  under 
iris  command. 

The  A.O.C.  will  be  directly  responsible  for  the  command  of 
the  Iraq  Levies,  and  for  the  general  administration  01  the 
force.  Detailed  administration  of  the  Levies  will  be  the 
responsibility  of  the  Officer  Commanding  the  Iraq  Levies,  and 
of  his  staff.  No  responsibility  in  this  respect  will  devolve  011 
the  military  staff. 


❖  3>  <$>  4> 

CORRESPONDENCE 


The  Editor  does  not  hold  himself  responsible  for  opinions  expressed  by  correspondents.  The  names  and  addresses  of  the  writers, 
not  necessarily  for  publication,  must  in  all  cases  accompany  letters  intended  for  insertion  in  these  columns. 


ROLLS-ROYCE  AND  INCORRECT  STATEMENTS 
[2065]  Persistent  statements  are  being  circulated  to  the 
effect  that  all  or  the  majority  of  the  parts  of  the  new  20  h.p. 
Rolls-Royce  chassis  are  manufactured  at  the  Works  at 
Springfield.  Mass.,  of  Rolls-Royce  of  .America,  Inc. 

We  should  be  glad  if  you  will  allow  us  to  state  most 
emphatically  that  there  is  not  an  atom  of  foundation  for  this 
ridiculous  statement. 

It  is  difficult  to  understand  how  anyone  should  believe 


that  we  should  import  parts  from  America,  seeing  thc 
magnitude  of  our  plant  at  Derby. 

As  a  matter  of  tact,  the  orders  for  the  American-made 
40  50  h  p.  Rolls-Royce  car  are  now  exceeding  every  week 
the  number  of  chassis  produced,  and  the  writer  is  on  the 
point  of  leaving  for  America  to  discuss,  amongst  other  things, 
the  proposal  that  the  English  Company  should  send  chassis 
to  America  to  made  good  this  deficiency.  (a  Johnson, 

Nov.  1st.  Managing  Director,  Rolls-Royce,  Ltd. 
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SOCIETY  OF  MODEL  AERONAUTICAL  ENGINEERS 
(London  Aero-Models  Association) 

On  the  10th  111st.  at  Headquarters,  a  very  interesting  debate 
was  opened  by  Mr.  Pavely  on  “  Wing  Sections,"  before  25 
members,  most  of  whom  joined  in  the  discussion  which 
followed.  The  Chairman,  Mr.  Houlberg,  concluded  an 
interesting  meeting  with  a  general  survey  of  the  proceedings. 

Mr.  Evans  reports  that  on  Saturday  at  Sudbury  some 
interesting  flying  was  done,  Messrs.  A  and  W.  Rasmussen 
dying  fuselage  tractors.  The  former  had  several  good  flights 
of  30  secs,  and  over,  and  the  latter  did  well  with  a  spar  model. 
Mr.  Evans  had  his  new  fuselage  model,  which,  not  yet  being 
tuned  up,  did  not  give  the  expected  results.  Tea  at  the  old 
farm-house  concluded  a  pleasant  afternoon. 

On  the  27th  October  it  was  proposed  by  Mr.  M.  Levy  and 
seconded  by  Mr.  Williams  that  "  Record  cups  shall  be 
awarded  to  the  members  making  the  best  improvement  on 
records  during  each  calendar  month.''  This  was  carried 
unanimously. 

On  Sunday  morning  last  another  excellent  meeting  ou 
Parliament  Hill  was  held.  Over  a  dozen  members  entered 
their  model  gliders  in  an  attempt  to  improve  the  record  of 
4 1  £  secs,  held  by  Mr.  H.  Davies.  This  was  accomplished  by 
Mr.  C.  Burchell,  who  put  up  a  glide  of  4  4  secs.  Mr.  Whelpton's 
glider  was  very  consistent,  but  could  not  get  over  2 7  secs, 
duration.  Mr.  Iiowse’s  best  glide  was  27A  secs.,  H.  Davies 
36  secs.,  B.  K.  Johnson  35^  secs.  Nearly  all  the  members 
managed  to  do  20  secs,  and  over,  which  shows  a  great 
improvement  on  the  last  attempt. 

There  was  also  some  excellent  model  aeroplane  flying, 
Messrs.  Rippon  and  Davies  with  Farman  Type  models,  Messrs. 
Burchell  and  Whelpton  with  enclosed  fuselage  models,  and 
other  members  with  spar  models,  giving  a  good  exhibition. 

Given  favourable  weather  conditions  on  Sunday  next, 
there  will  be  a  large  entry  of  enclosed  models  for  Mr.  Pilcher's 
Challenge  Cup. 

At  Headquarters,  20,  Great  Windmill  Street,  Piccadilly 
Circus,  W,  1,  on  Friday  next,  at  7.30  p.m.,  an  interesting 
discussion  is  promised  by  Mr.  Rippon  and  Mr.  Burchell. 
Subject  :  "  Large  Models  v.  Small  Models."  Mr.  B.  K. 

Johnson  has  kindly  offered  to  make  lantern  slides  of  interesting 
models  and  flights,  etc.,  if  members  will  let  him  have  negatives 
of  same  and  data. 

A.  E.  JONES. 

Hon.  Sec. 

m  ft  m  sx 

IMPORTS  AND  EXPORTS,  1921-1922 

Aeroplanes,  airships,  balloons  and  parts  thereof  (not  shown 
separately  before  1910).  For  1910  and  1911  figures  see 
“Flight”  for  January  25,  1912  j  for  1912  and  1913,  see 
“Flight”  for  January  17,  1914 j  for  1914,  see  "Flight" 
for  January  15,  1915  j  for  1915,  see  "Flight”  for  January  13, 
19161  for  1916,  see  “Flight”  for  January  11,  19171  for 
1917,  see  "Flight”  for  January  24,  19181  for  1918,  see 
“Flight”  for  January  16,  1919 1  for  1919,  see  "Flight" 
for  January  22,  19205  for  1920,  see  "  Flight  ”  for  January  13, 
1921 ;  and  for  1921,  see  “Flight  ”  for  January  19,  1922. 

Imports  Exports  Re-Exportation 


1921. 

1922. 

1921. 

1922. 

1921, 

1922. 

£ 

£ 

£ 

£ 

£ 

£ 

Jan.  ... 

4*459 

1,152 

87,128 

76,552 

2,285 

23 

Feb.  ... 

2,379 

567 

59,829 

69,129 

19 

1,100 

Mar. ... 

14 

1,471 

118,199 

166,607 

1,565 

100 

April... 

i,37o 

3,846 

138,983 

139,995 

450 

5,880 

May  ... 

3,350 

2,416 

59,624 

167,999 

1,818 

4,254 

June ... 

5,181 

816 

79,713 

129,137 

— 

14,530 

July  ... 

540 

1,039 

530,628 

24,405 

S60 

— 

August 

343 

198 

m,595 

88,910 

— 

685 

Sept.  ... 

620 

3,043 

M5,755 

71,508 

— 

44 

Oct.  ... 

4,256 

633 

101,567 

40,225 

580 

90 

22,512 

I5,iSi 

1,433,021 

974,467 

7,577 

26,706 

m  m 
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SIDE-WIND 

Dunlop  Company’s  adveitising  in  the  past  has  probably 
been  one  of  the  outstanding  examples  of  bold  publicity, 
and  has  always  reflected  the  belief  of  the  company  in  the 
power  of  advertising  as  a  means  towards  large  production 
and  consequently  low  selling  prices.  We  now  learn  that  this 
policy  is  to  be  maintained  and  even  elaborated,  so  as  to  keep 
the  famous  name  before  the  public  next  year  with  all  the 
dominance  characteristic  of  Dunlop  advertising  in  the  past. 
The  advertising  contractors  acting  for  the  Dunlop  Company 
are  Messrs.  A.  J.  Wilson  and  Co.,  Ltd. — a  firm  whose  name 
has  been  closely  identified  with  the  motor  industry  since  cars 
fust  appeared  on  the  road.  Sir  Charles  F  Higham  acts  as 
adviser  on  Dunlop  publicity. 


PUBLICATIONS  RECEIVED 

The  Internal  Combustion  Engine.  Vol.  J — Slow- Speed 
Engines.  By  Harry  R.  Ricardo,  B.A.  London  :  Blackie  and 
Son,  Ltd.  Price  305.  net. 

The  Wireless  Weather  Manual :  A  Guide  to  the  Reception  and 
Interpretation  of  Weather  Reports  and  Forecasts.  Air  Ministry, 
M.O.  255.  Meteorological  Office.  London:  H.M.  Stationery 
Office,  Kingsway,  W.C.  2.  Price  9 d.  net. 

Les  Anions.  By  Jean  A.  Lefranc.  Bibllotheque  des 
Merveilles.  Paris  :  Li  hr  air  ie  Hachcttc  et  Cie.,  Boul.  Saint- 
Germain,  79.  Price  6  fr 

Wireless  :  Popular  and  Concise.  By  Lieut. -Col.  C.  G. 
Chetwode  Crawley,  R.M.A.  London  :  Hutchinson  and  Co. 
Price  is.  bd.  net. 

The  Wireless  Telephone  :  What  It  Is  and  How  It  Works. 
By  Philip  R.  Coursey,  B.Sc.  London  :  The  Wireless  Press, 
Ltd,  Price  25.  bd. 

Aeronautical  Research  Committee  Reports  and  Memoranda. — 
No.  773  :  Lateral  Control  at  Large  Angles  of  Incidence.  By 
A.  S.  Batson,  B.Sc.,  and  C.  N.  H.  Lock,  M.A.  March,  1921. 
Price  Cjd.  net.,  by  post  lod.  (Ae.  39.).  No.  779  :  Experiments 
on  Model  of  Rigid  Airship  R.  32.  By  R.  Jones,  M.A.,  D.  H. 
Williams,  B.Sc.,  and  A.  H.  Bell.  September,  1921.  Price, 
c>d.  net.,  by  post  \od.  No.  780  (.4e  40)  :  Aerodynamic  Pressure 
on  Airship  Hull  in  Curvilinear  Plight.  By  R.  Jones,  M.A. 
November,  1921.  Price  bd.  net.,  by  post  yd.  No.  781  (Ae. 
41)  :  Motion  of  Airships  under  certain  Imposed  Movements  of 
the  Rudders.  By  R.  Jones,  M.A.  November,  1921.  Price 
is.  3 d.  net.,  by  post  is.  4^.  No.  784  (Ae.  37)  :  Seaplanes — 
Taking  Off  and  Alighting.  By  Flight  Lieut.  E.  S.  Goodwin, 
A.F.C.  December,  1921.  Price  3d.  net.,  by  post  3$d.  No. 
7S9  (M.  11)  :  Preliminary  Report  on  Properties  of  Commercially 
Pure  Nickel  as  a  Standard  Material  for  Fatigue  Investigations. 
By  G.  A.  Hankins,  A.R.C.Sc.  November,  1921.  Price  g d. 
net.,  by  post  rod.  London ;  H.M.  Stationery  Office, 
Kingsway,  W.C.  2. 
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AERONAUTICAL  PATENT  SPECIFICATIONS 

Abbreviations."  cyl.  —  cylinder ;  I, C.  —  internal  combustion;  m.  —  motors 
The  numbers  in  brackets  are  those  under  which  the  Specifications  will 
be  printed  and  abridged,  etc. 

APPLIED  FOR  IN  1921 

Published  November  9,  1922 
7,254.  T.  E.  W.  T.  Henderson.  Seats.  (186,944.) 

18,040.  A.  Marchktti  Stabiliser  for  flying-apparatus  sustained  by 
propellers.  (186.9754 

18,436.  A  I\  Thurston  and  Bristol  Aeroplane  Co.,  Ltd.  Planes,  etc. 
(186,990.) 

19,251.  G.  W.  and  II.  E  Johns.  Mooring  means  ior  airships.  (187,036.) 
28,896.  Soc.  des  Moieurs  Sai  mson  (System  Canton-Unne).  Compression 
relief  system  for  radial- cyf  I.C.  engines.  (171,375.) 

32,131,  Skywing  Aircraft  Corpoktion.  I.C.  engines.  (172,308.) 

APPLIED  FOR  IN  1922 

Published  November  9,  1922 
1,300.  N.  F.  Johnston.  Rotary  engines.  (187,170.) 


NOTICE  TO  ADVERTISERS 
All  Advertisement  Copy  and  Blocks  must  be 
delivered  at  the  Offices  of  “Flight,”  36,  Great 
Queen  Street,  Kingsway,  W.C.  2,  not  later  than 
12  o’clock  on  Saturday  in  each  week  for  the  following 
week’s  issue. 


FLIGHT 

The  Aircraft  Engineer  and  Airships 
36,  GREAT  QUEEN  STREET,  KINGSWAY,  W.C.  t. 

Telegraphic  address  :  Truditur,  Westcent,  London. 
Telephone :  Gerrard  1828. 

SUBSCRIPTION  RATES 

"  Flight  ”  will  be  forwarded,  post  free,  at  the  following  rates  1 — 
United  Kingdom  Abroad* 

s.  d.  s.  d. 

3  Months,  Post  Free...  77  3  Months,  Post  Free...  8  3 

6  ,1  »,  ...15  2  6  ,,  ,,  ...16  6 

12  ,,  H  ...3®  4  H  11  •••33  ® 

These  rates  are  subject  to  any  alteration  found  necessary 
under  abnormal  conditions  and  to  increases  in  postage  rates. 
•  European  subscriptions  must  be  remitted  British  currency 

Cheques  and  Post  Office  Orders  should  be  made  payable  to  the 
Proprietors  of  ”  Flight,”  36,  Great  Queen  Street,  Kingsway, 
W.C.  2,  and  crossed  London  County  and  Westminster  Bank, 
otherwise  no  responsibility  will  be  accepted. 

Should  any  difficulty  be  experienced  in  procuring  “  Flight  ” 
from  local  newsvendors,  intending  readers  can  obtain  each  issue 
direct  from  the  Publishing  Office,  by  forwarding  remittance  as 
above. 


November  16,  1922 


FLIGHT  BUYERS’ 


GUIDE  AND  TRADE  DIRECTORY-conf/W. 


fabrics  and  yarns— 

Victoria  Rubber  Co.,  Ltd.,  Edinburgh. 


flying  school— 

Fraser's  Flying  School,  Kingsbury,  N.W.  9. 

gliders- 

Peyret,  L.,  Ingenieur,  33,  Rue  Lambrecht,  CoUr- 
bevoie  sur  Seine,  France. 


GLUES- 

Lsuig  Propeller  Ltd.,  Weybridge,  Surrey. 
Weybridge  520-521  ;  “Aerosticks,  Weybridge. 


hangars 

Vauxhall  Trading  Co.,  Lid.,  37,  Creat  James  St. 
Bedford  Row,  W.C.  1. 


INCOT,  ALUMINIUM— 

British  Aluminium  Co.,  Ltd.,  The  109,  Queea 
Victoria  St.,  London. 

City  3676 ;  44  Cryolite,”  Cent.  London. 


INSTRUMENTS  (Speed),  Watches,  Ac. — 

Brown  Bros.,  Ltd.,  Great  Eastern  Street,  London, 
E.C.  2. 

Goldsmiths  A  Silversmiths  Co.,  112,  Regent  Street, 
W.  x.  Gerrard  9091  (3  lines). 

Smith,  S.,  &  Sons  (M.A.),  Ltd.,  Oicklewood 
Works,  N.W.  a.  Willesden  2335  (7  lines). 


INSULATING  MATERIALS— 

MacLennan;  John,  &  Co.,  r»5,  Newgate  St., E.C.  r. 

Ctty3irs;  “  Vanduara,"  Cent,  London. 


LUBRICATING  OILS 

Wakefield,  C.  C.,  &  Co.,  Ltd.,  Cheapside,  E.C. a. 
Central  it  j6  (3  lines);  "  Cherry,  "Cent,  London. 

» 

MACHINING— 

Monk  Engineering  Co.,  Ltd.,  Coventry. 

Coventry  S07  ;  41  Assistance,"  Coventry. 

MAGNET OS- 

British  Thomson-Houston  Co.,  Ltd.,  Lower  Ford 
Street,  Coventry. 

Telephone  278 ;  “  Asteroidal,”  Coventry. 


METALS  (Anti-Friction)— 

Hoyi  Metal  Co.,  Lid.,  Deodar  Road,  Putney, 
S.W.  15.  Putney  1323. 


{Continued  from  p.  xiv.) 

METAL  PARTS  AND  FITTINGS  - 

Brown  Bros.,  Ltd.,  Great  Eastern  Street,  London, 
E.C.  2. 

Monk  Engineering  Co.,  High  Street,  Coventry. 

Coventry  807  ;  “  Assistance,”  Coventry'. 

Rubery,  Owen  &  Co.,  Darlaston. 

Darlaston  87  ;  44  Roofs,"  Darlaston. 


MODELS- 

Jonei,  A.  E.,  Ltd.,  25,  Eversholt  Road,  Camden 
Town,  N.W.  1, 

D.A.P.,  Replingham  Rond,  Southfields,  S.W.  18. 


PARACHUTES- 

E.  R.  Calthrop's  Aerial  Patents,  Ltd.,  423a, 
Edgware  Road,  London,  W.  2.  Paddington  6332. 

Spencer,  C.  G.,  &  Sons,  Ltd.,  59a,  Highbury 
Grove,  N.  5.  Dalston  1893. 


PETROL- 

Anglo-American  Oil  Co.,  Ltd.  (Pratt's),  Queen 
Anne's  Gate,  S.W.  1. 

British  Petroleum  Co.,  Ltd.,  22,  Fenchurch  Street, 
E  C.  3. 


PETROL  GAUGE- 

W.  Ryan  Hart,  McCreatb  Taylor  &  Co.,  34, 
Victoria  Street,  S.W,  r. 


PROPELLERS— 

Blackburn  Aeroplane  and  Motor  Co.,  Ltd., 
Olympia,  Leeds.  Roundhay  601  (5  lines) ; 

"Propellers,  Leeds. 

Falcon  Airscrew  Co.,  113,  Cottenham  Road, 
Holloway,  N.  r9.  Hornsey  910  &  2472. 

Lang  Propeller,  Ltd.,  Weybridge,  Surrey. 

520-521,  Weybridge;  “Aerosticks,"  Weybridge. 


PUTTEES- 

Fort  Bros.  &  Co.,  Ltd.  (Dept.  R),  Wellington, 
Somerset. 


RADIATORS  AND  RADIATOR  REPAIRS— 

Serck  Radiators,  Ltd.,  Warwick  Road,  Greet, 
Birmingham. 

Victoria  531  (3  lines)  j  "  Nerleak,"  Birmingham. 


SHEET  METAL  WORK  STAMPINGS  AND 
PRESSINGS— 

Rubery,  Owen  &  Co.,  Darlaston. 

Darlaston  87;  44  Roofs,”  Darlaston. 


SPARKING  PLUGS - 

Robinhood  Engineering  Works,  Ltd.,  The,  Putney 
Vale,  S.W.  15.  Putney  2132,  2x33. 

“  Kaalgee,"  Phone,  London. 


SPRAYING  PLANT— 

Aerograph  Co.,  Ltd.,  43,  Holborn  Viaduct, 
E.C.  1. 

Holborn  2041 ;  "  Aerography,"  London. 


STABILIZERS— 

Auto  Controls,  Ltd.,  19,  Regent  Street,  Piccadilly 
Circus,  London,  S.W.  1.  Regent  3649. 


TAPES  AND  WEBBING— 

MacLennan,  John,  Sc  Co.,  try,  Newgate  St.,  E.C.x. 

City  3115  ;  41  Vanduara, "  Cent.  London. 


TIMBER— 

Owen,  Joseph,  &  Son,  Boro’  High  Street,  S.E. 

Hop  3811 ;  "  Bucheron,"  London. 


TUBES.  ALUMINIUM— 

British  Aluminium  Co.,  Ltd.,  The,  109,  Queen 
Victoria  St..  London. 

City  2676  ;  44  Cryolite,"  Cent.  London. 


TYRES  AND  WHEELS - 

Palmer  Tyre,  Ltd.,  Shaftesbury  Avenue.  W.C.  2. 
Gerrard  r2i4  ;  “Tyricord,"  Westcent,  London. 


WELDINGS.  REPAIRS— 

Barimar,  Ltd.,  10,  Poland  Street,  London,  W.  t. 
Gerrard  8173  ;  “  Bariquamar,"  Reg,  London. 

I 


WIND  SHIELDS— 

Auster,  Ltd.,  133,  Long  Acre,  W.C.  3. 


WIRES  AND  CABLES  (Aeroplanee)- 

Bullivants,  Ltd.,  72,  Mark  Lane,  E.C.  3. 

Works:  Mill  wait,  E_  14. 


RING  UP  CHISWICK  2000  (10  lines) 

For  everything  Electrical  in  connection  with  Aircraft. 

C.  A.  VANDERVELL  &  Co..  Ltd., 

Acton  -  -  London,  W.  3. 


RIGGING 


By  F.  W.  HalliwalL,  AJULLAJE. 

< FLIGHT  UBRARY,  Val.  I.) 


The  Erection  and  Trueing- 
up  of  Aeroplanes.  - 

READY  NOW. 

ORDER  AT  ONCE l  n  _ 

Port  Free 


Flight  Office:  36,  Great  Queen  Street.  Kingaway.  W.C. 2. 


JAMES  D.  ROOTS  *  CO., 

THANET  HOUSE ,  TEMPLE  BAR,  LOUDON ,  W.C. 

British,  Foreign,  and  Colonial 

PATENTS 

obtained  at  moderate  chargee.  The  Automobile  and  Aeroplane 
Patent  Expert*  and  Advieere.  Long  and  Varied  Practical  Engineering 
Experience  Valuable  to  Inventors. 

PIONEER  RECORD  OF  Mr.  J.  P.  ROOTS,  M.I.Mech.E. 


1816.  Made  first  successful  working  Oil  Engine  in  Europe. 

ISM.  Made  first  Motor  Boat  in  United  Kingdom. 

1892.  Made  second  Motor  Cycle  in  U.K.  fitted  with  firet  two- stroke 
self-propelling  engine,  firet  anywhere. 

1894.  Exhibited  first  I.C.  Engine,  built  specially  for  propelling 

vehicle*,  four-stroke  1  Stanley  Show. 

1895.  Made  first  (LC.E.)  Motor  Car  built  in  United  Kingdom. 

1896  &  7.  Flew  several  models  of  Aeroplanes  and  Helicopters. 

1897.  Ran  first  Motor  Vehicle  (LC  JE.)  in  a  public  competition 

1898.  Made  first  Commercial  Motor  (I.C.E.)  built  in  United  Kingdom. 

Telegraphic  Address  :  "  Oaktree,  London."  Telephone:  12327  Central, 


When  communicating  with  advertisers,  mention  of  “Flight"  will  ensure  special  attention. 


November  16,  192a 
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THE 


TEN-SEATER 
COMMERCIAL  BIPLANE, 
fitted  with  400  H.P. 

“  BRISTOL  ”  JUPITER 
Radial  Aircooled  Engine — 
the  finest  Machine 
for  the  maintenance 
of  economical 
and  reliable 
commercial  aerial 
transport. 


The  Bristol  aeroplane  Co.,  Ltd., 

Filton  —  Bristol. 


-  Telegrams: 

“Aviation,  Bristol." 


Telephone : 

3906  Bristol. 


Prinked  and  Published  by  the  Proprietors,  the  St.  Martin’s  Publishing  Co.,  Ltd.,  36,  Great  Queen  Street,  London,  W.C.  2.  H.D. 

Agents  for  the  Colonies:  Gordon  &  Gotch,  Ltd.,  London,  Melbourne,  Sydney,  Brisbane,  Perth,  Launceston  (Tas.),  Wellington  (N.Z.),  Dunedin  (N.Z.). 
Canada— 132,  Bay  Street,  Toronto.  South  Africa—  Central  Nbws  Agency,  Ltd. 

Entered  at  the  New  York  Post  Office  as  Second-class  matter. 
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TITANINE  DOPE 

THE  0WI6INAL  NON-POtSONOUS  •  -  USM*—  -  FLAME  RESISTING 


A  JOURNAL  DEVOTED  TO  THE  INTERESTS, 

PRACTICE,  AND  PROGRESS  OF  AERIAL 
LOCOMOTION  AND  TRANSPORT. 

OFFICIAL  ORGAN  OF  THE  ROYAL  AERO  CLUB  OF  THE  UNITED  KINGDONL 

Sixpence  Weekly. 


THE  KING’S  CUP,  1922, 

WON 

by  Mr,  F.  L.  BARNARD, 
on  a  D.H.4a  Aeroplane  with  Rolls- 
Royce  Eagle  VI II  engines  equipped 

with 

“K.L.G.”  PLUGS. 


RIGGING 

The  Erection  and  Trueing-up  of  Aeroplanes. 
By  F.  W.  HALLIWELL,  A.M.I.A.E. 


Post  Free 


Flight  Office,  r 

36,  Gt.  Queen  St.,  Kingsway,  W.C.  L. 


Invaluable  to  the 
Aircraft  Engineer. 


F r  a  sen’s  Flying  School 

•  tli’  famous  Austin  M Kestrel”  which  won  £1,500  Prize  in  the  Air  Ministry  Competition.  Exhibition 
Flights  gWenln  any  fart  If  the  country.  Machines  Erected  and  Tested.  Aerial  Photography,  etc. 


All  communications  must  be  addressed  to 

London  Offices;  64.  Hay  market.  S.W.l. 

(‘ phone  z  REGENT  1132.)  _ 


Flying  Ground  : — 
KINGSBURY  AERODROME. 


CELLO  N  (RICHMOND)  LT.D 

CONTRACTORS  TO 
H.M.  GOVERNMENT 

22,  CORK  STREET 
LONDON,  W.  1 

Telegrams:- "AJAWB,  LONOON" 
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The 
H.A.F. 
in  Iraq 


EDITORIAL  COMMENT. 

Considerable  publicity  has  lately 

been  given  to  the  doings  of  the  Royal 
Air  Force  in  Iraq,  through  the  articles 
by  Sir  Percival  Phillips  in  the  Daily 
Mail.  The  fact  that  it  is  the  R.A.F. 
upon  which  the  spotlight  has  been 
directed  is  mainly  incidental,  and  is 
but  a  part  of  the  propaganda  for  the 
entire  evacuation  of  Iraq  which  the  proprietors  of 
that  and  other  journals  have  been  carrying  on  for 
a  considerable  period.  With  the  argu¬ 
ments  used  in  Sir  Percival's  articles 
we  are  not  so  much  concerned  here. 
He,  like  many  others,  appears  to 
overlook  the  fact  that,  quite  apart  from  the  question 
of  the  wisdom  or  otherwise  of  spending  money  upon 
upholding  King  Feisul's  Government  and  main¬ 
taining  law  and  order,  the  Persian  oil  fields  are  of 
vast  importance  to  the  Kmpire,  and  conditions  can 
easily  be  imagined  under  which  these  oil  fields  might 
form  Britain’s  only  supply  of  oil  fuel.  Thus,  whether 
we  like  it  or  not,  we  must  defend  the  pipe  line  from 
Basra  to  Jaffa,  and  that  being  so,  nobody  would 
seriously  claim  that  this  task  could  be  more  cheaply 
or  more  efficiently  done  than  by  the  R.A.F.  Amid 
all  the  wild  talk  about  protection  of  the  poor  Arab, 
killing  women  and  children,  “  Government  by 
Bomb,”  and  all  the  rest,  this  salient  fact  should  Le 
kept  in  mind.  It  seems  fairly  probable  that  those 
who  now  clamour  loudest  for  the  evacuation  of  Iraq 
would  be  the  first  to  cry  out  loud  and  long  about 
lack  of  foresight,  should  the  pipe  line  and,  through 
that,  llie  oil  supplies  in  Persia  be  cut  off  and  the 
supply  of  oil  fuel  for  our  Navy  and  petrol  for  our 
aircraft,  motor  transport,  etc.,  be  endangered.  At 
that  we  are  content  to  let  the  matter  rest  as  far 
as  the  necessity  for  out'  being  in  Iraq  at  all  is  con¬ 
cerned. 

As  regards  the  effectiveness  of  the  R.A.F.,  even 
Sir  Percival  does  not  deny  it.  On  the  contrary,  he 
says,  in  one  of  his  articles  :  ”  Fntil  now,  government 
by  bomb  as  I  have  described  it  has  been  the  only 
really  effective  form  of  authority  in  many  parts  of 
Iraq.”  And,  again,  as  showing  another  direction 
in  which  aircraft  has  proved  its  usefulness  :  Recent 
operations  in  Kurdistan  proved  the  efficacy  of 
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aeroplanes  in  another  way.  Turkish  bands  pressed 
down  from  the  hills  against  Sikh  outposts,  and  we 
had  to  evacuate  Stilaimaniyeh  and  Rania  hurriedly, 
.  .  .  Between  dawn  and  noon  next  day  a 

succession  of  aeroplanes  llew  into  the  town  and  took 
away  some  sixty  persons  and  the  detachment  of 
Arab  levies.” 

Thus,  whatever  may  be  one’s  opinion  of  the 
wisdom  of  our  being  in  Iraq  at  all,  the  justification 
of  handing  over  the  command  of  Iraq  to  the  Royal 
Air  Force  appears  to  be  rapidly  forthcoming,  and 
we  have  not  the  slightest  doubt  that  in  Sir  John 
Salmond  the  R.A.F.  in  Iraq  has  a  chief,  a  man  of 
action,  who  has  been  given  full  authority,  and  who 
is  not  afraid  to  use  it  to  the  best  advantage. 

*0*  «0» 

Exit  ^  was  with  extreme  regret  that  we 

Hendon  learned  recently  that  in  a  short  while 
Hendon  as  we  knew  it  will  be  no  more. 
The  extension  of  the  Tube  from  Holders  Green, 
instead  of,  as  we  had  hoped,  being  an  opening  for 
civil  aviation  and  causing  most  of  our  sporting 
aviation  to  revert  to  the  old  aerodrome,  has  had  an 
entirely  dilferent  effect.  The  aerodrome,  we  under¬ 
stand,  is  being  split  up  into  building  plots,  and  thus 
the  chance  of  restoring  Hendon  s  former  greatness 
as  an  aviation  centre  vanishes  for  ever.  We  shall 
not  attempt  to  deny  that  we  are  sorry,  Hendon 
was  always  connected  in  our  thoughts  with  the 
earliest — and  glorious — days  of  filing.  From  the 
Circuit  of  Britain  to  the  Aerial  Derby  in  1921,  all 
important  flying  events  took  place  at  Hendon. 
Hendon  wras  the  scene  of  many  early  struggles  to 
master  the  air,  and  it  was  the  scene  of  many  a 
glorious  race.  Everybody  who  was  anybody  could 
be  found  at  Hendon  on  Saturdays  and  Sundays,  and 
the  popularity  of  the  aerodrome  could  be  gauged  by 
the  ‘  gate.”  Although  there  was  never  a  great 
deal  of  shouting  and  no  big  prizes,  a  week-end  at 
Hendon  was  never  wasted,  and  the  Saturday  races 
under  the  clever  organisation  of  the  late  and  ever-to- 
be-regretted  Richard  Gates,  small  as  they  were, 
were  usually  more  full  of  entertainment  than  the 
more  formal  flying  meetings  Waddon  has  seen. 

And  now  Hendon  is  no  more.  With  the  advent 
of  the  Tube,  presumably  the  ground  has  become  too 
valuable  to  retain  for  the  problematic  use  as  an 
aerodrome,  and  has  been  given  over  to  the  prosaic, 
but  immediately  useful,  purpose  of  carrying  rows 
upon  rows  of  “semi-detached.”  In  a  few  years’ 
time  we  shall  be  able  to  take  our  children  up  to  the 

<$>  <$> 

Recruiting  for  London  Air  Defence 

Recruiting  is  now  open  for  the  first  Territorial  Battalion 
of  Royal  Engineers,  to  be  formed  under  the  War  Office  scheme 
for  defending  London  against  aerial  attack, 

The  new  unit  is  designated  the  roth  (London)  Ariti-Aircral't 
Battalion,  Royal  Engineers,  and  the  training  of  the  battalion, 
which  is  of  scientific  nature,  will  consist  of  operating  the 
searchlight  projectors,  engines  and  sound  locators-.  Men  of  a 
high  standard  are  being  selected,  and  engineering  students 
and  men  with  technical  knowledge  in  electrical  or  mechanical 
engineering  are  particularly  asked  to  join. 

The  rate  of  pay  during  camp  or  if  embodied  will  be  9$. 
a  day  for  sergeant.  5s.  to  7s.  3d.  for  corporal  and  3s.  to  6s. 
for  sapper,  in  addition  to  bounty  and,  under  the  usual  condi¬ 
tions,  marriage  allowance.  Those  desirous  of  joining  should 
appty  any  weekday  (except  Saturday),  between  6  p.m.  and 
8  p.m.,  at  the  Headquarters,  10th  (London)  A. A.  Battalion 
R.E.,  Duke  of  York's  School,  Chelsea,  S.W. 

An  Aeronautical  Library  Saved  for  Britain 

1  he  Council  of  the  Royal  Aeronautical  Society  announces 
i  hat  through  the  generosity  of  the  Trustees  of  the  Carnegie 
United  Kingdom  Trust  it  has  been  able  to  arrange  for  the 


top  of  the  hill  bv  the  old  church — the  mere  mention 
of  the  edifice  brings  back  memories — and  point 
out  to  them  that  down  there,  just  beyond  the  railway, 
Britain  grew  her  wings  and  made  her  early  fledgling 
attempts  at  conquering  the  air  ;  there  worked  many 
ol  the  pioneers  to  whom  Britain  owes  her  position 
in  the  air  today. 

<o>  ♦  <o> 

Elsewhere  in  this  issue  we  publish  a 

First  Gikiing  fcw  note*  baling  with  the  opening  of 
School  what  may  be  considered  England’s 

first  school  of  gliding.  If  the  sport  of 
motorless  flight  is  to  become  what  we  all  hope  for, 
it  is  essential  that  the  greatest  possible  number  of 
enthusiasts  should  be  attracted  to  the  practical,  no 
less  than  to  the  theoretical,  side.  At  first  it  is  to 
be  expected  that  a  goodly  proportion  of  those  who 
take  up  gliding  and  soaring  will  be  recruited  from 
the  ranks  of  pilots  or  ex-pilots,  who  see  in  this  form 
of  flying  a  means  of  “  keeping  their  hands  in.” 

We  are  convinced,  however,  that  the  new  sport 
w-ili  soon  spread  outside  the  relatively  narrow  limits 
of  those  who  have  in  the  past  been  associated  with 
aviation  in  one  form  or  other,  and  the  formation  of 
a  school  for  the  training  of  glider  pilots  should  help 
materially  in  this  respect.  The  fee  asked  is  to  be 
so  reasonable  that  large  numbers  should  be  in  a 
position  to  afford  it. 

Apart  from  the  training  specially  for  glider  pilots 
(and  incidentally  the  Royal  Aero  Club  will  soon  have 
to  draft  a  set  of  rules  defining  the  tests  which  a  pupil 
should  be  able  to  pass  in  order  to  be  considered 
entitled  to  a  glider  pilot's  licence),  the  practice 
obtained  on  motorless  aircraft  should  be  a  very 
valuable  asset  when  and  if  the  pupil  decides  to  go 
over  to  power-driven  machines.  It  is  not  difficult  to 
envisage  a  system  of  tuition  comprising  a  series  of 
carefully  graduated  steps  by  which  a  pupil  starts 
011  a  slow,  stable,  easily  controlled  glider  ;  from 
that  proceeds  to  a  more  highly-loaded  and  efficient 
monoplane ;  from  that,  possibly,  to  a  very  low- 
powdered  machine,  and  so  by  easy  stages  to  the  f  ill- 
powered  military  or  commercial  aircraft.  Should  it 
prove  to  be  the  case  that  preliminary  training  on 
gliders  was  an  asset  in  the  training  of  pilots  for 
powrer  machines,  it  would  appear  that  it  might 
easily  be  Worth  while  for  the  Air  Ministry  to  grant 
a  small  subsidy  to  glider  schools  for  each  pupil 
trained,  as  his  preliminary  training  on  gliders  might 
very  easily  have  the  effect  of  considerably  reducing 
the  expense  of  later  training  on  power-driven  aircraft. 

<$>  <3> 

purchase  of  a  large  number  of  valuable  historical  books  on 
aeronautics  which  would  otherwise  have  shortly  been  sold 
to  an  American  purchaser.  This  purchase,  together  with  the 
works  already  possessed  by  the  Society,  renders  its  collection 
ol  early  and  modern  aeronautical  literature  probably 
unsurpassed  in  this  or  any  other  country.  Comprising  as 
it  does  many  early  works  of  extreme  rarity,  as  well  as  the 
most  modern  English  and  foreign  treatises,  the  Society’s 
library  will  now  form  a  complete  collection  of  all  important 
works  on  aeronautics  from  the  NVIIth  century  down  to  the 
present  day.  In  recognition  of  its  appreciation  of  their 
generosity,  the  Council  of  the  Royal  Aeronautical  Society 
has,  at  the  request  of  the  Carnegie  Trustees,  agreed  to  make 
the  books  in  the  Society’s  library  available  for  any  student 
in  the  British  Isles  through  the  medium  of  the  Central 
Library  for  Students,  9,  Galen  Place,  London,  W.C.  1.  The 
Central  Library  for  Students  has  been  formed  by  the  Carnegie 
Trustees  to  provide  a  loan  collection  for  students  of  technical 
books  which  are  unsuitable  for  placing  in  rural  libraries. 
By  receiving  permission  to  use  the  Royal  Aeronautical 
Society’s  Library,  the  Central  Library  for  Students  will  be 
spared  the  necessity  of  forming  a  special  section  devoted 
to  aeronautics. 
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A  REALLY  LIGHT  LOW-POWERED  ENGINE  AT  LAST? 

The  German  Statax  Three-Cylinder  Rotary 


If  the  claims  advanced  for  it  can  be  substantiated,  it  would 
appear  that  the  "  Statax  ”  three- cylinder  rotary  two-stroke 
engine,  which  has  just  been  produced  in  Germany,  provides 
a  power  plant  with  which  very  light  aeroplanes,  such  as  the 
recently  constructed  gliders,  should  lie  able  to  fly  quite 
creditably.  The  engine  in  question,  which  lias  been  designed 
and  built  by  Herr  F.  J.  M.  Hansen,  is  stated  to  weigh  but 
8  kg.  (17-6  lbs.)  complete  with  airscrew,  while  the  power 
is  claimed  to  be  7-5  li.p.  This  figure  docs  not  refer  to  a 
short  burst  at  full  throttle,  but  is  the  power  which  the  engine 
is  guaranteed  to  develop  for  long  periods. 

The  accompanying  photograph  gives  an  idea  of  the  general 
arrangement  of  the  engine.  The  chief  feature  is  that  there 
is  no  crank-case,  in  the  ordinary  sense  of  the  word,  but  merely 
a  cylindrical  induction  chamber  to  which  the  cylinders  are 
bolted,  with  their  closed  ends  turned  inwards.  The  outer- 
ends  of  the  cylinders  are  open,  and  the  pistons  have  of 
course,  their  skirt  pointing  outwards.  It  is  claimed  that  the 
extremely  light  weight  is  a  result  of  so  designing  the  engine 
that  all  the  most  highly  stressed  members  work  in  tension. 
While  this  is  so  to  a  certain  extent,  it  is  somewhat  difficult  to 
see  how  sufficient  weight  could  be  saved  to  give  the  low 
figure  stated,  From  the  very  brief  particulars  available 
(from  Flugsport  of  November  15,  1922),  it  is  not  quite  c  lear 
how  tire  force  of  the  explosions  and  centrifugal  force  is 
transmitted  from  the  flat  steel  straps  to  the  connecting  rods 
or  their  equivalent.  It  would  appear  that,  instead  of 
Connecting  rods,  the  skirt  of  the  pistons  is  extended  outwards, 
the  two  extensions  carrying  lugs  for  the  steel  straps  coming 
out  from  the  boss  which  represents  the  crank-pin.  These 
steel  straps  are,  it  will  be  seen,  bent  over  the  lugs  and  then 
twisted  so  as  to  be  brought' edge-on  to  the  air  as  the  engine 
is  turning. 

There  are  no  valves,  induction  and  exhaust  ports  of  usual 
type,  closed  and  opened  by  the  pistons,  being  used  instead. 
The  combustion  chamber  is,  of  course,  at  the  inner  end  of  the 
cylinders,  and  the  mixture  is  transferred  to  the  combustion 
chamber  through  bent  induction  pipes.  Centrifugal  force 
is  relied  upon  to  get  the  charge  from  the  induction  chamber 
out  to  the  cylinders. 

The  latter  are  of  steel,  machined  from  forgings,  and  are 
provided  with  fins  of  the  usual  type.  The  pistons  are  made 
of  aluminium  alloy,  as  is  also  the  crank-case,  or,  more 
correctly  speaking,  the  induction  chamber,  which,  owing 
to  the  tie-rods  by  which  the  cylinders  are  held  down,  does 
not  have  any  great  centrifugal  force  to  resist.  Also,  instead 
of  the  explosion  pressure  being  added  to  that  of  centrifugal 
force  on  the  cylinders,  as  it  does  in  ordinary  rotaries,  it 
acts  in  opposition  to  centrifugal  force.  It  is,  of  course, 
through  such  details  that  it  has  been  possible  to  get  the 
weight  down. 

The  propeller  blades,  of  which  there  are  three,  are  bolted 
to  the  induction  chamber  in  the  spaces  between  the  cylinders. 
It  would,  for  this  reason,  appear  to  be  impossible  to  cowl-in 
the  engine,  and  as  the  combustion  chambers  are  near  the 
foot  of  the  cylinders,  probably  this  portion  will  require 
ample  cooling,  so  that  a  cowl  could  not  be  used  in  any  case. 

0  0 

Members  of  the  New  Parliament. 

Many  candidates  who  have  been  elected  to  the  new 
Parliament  are,  or  have  been,  interested  or  closely  associated 
with  aviation — amongst  these  we  notice,  and  welcome  back  to 
his  seat,  Sir  William  Joynson-Hicks ;  also  Lieut. -Col.  J.  T.  C, 
Moore- Brabazon,  Admiral  M.  F  Sueter,  and  Maj.-Gen.  Sir  F. 
Sykes.  Possibly  a  good  omen  for  the  future  of  air  matters 
is  the  fact  that  Sir  Samuel  Hoare,  Minister  for  Air,  was  the 
first  Minister  returned,  whilst  Sir  J.  L.  Baird,  who  was  a 
member  of  the  Air  Board  for  the  Royal  Air  Force,  appro¬ 
priately  as  an  ah  supporter,  represents  ,f  Ayr  ”  in  the  House, 
and  it  may  be  noted  for  this  same  constituency  the  Labour 
candidate,  who  was  defeated,  was  named  Airlie.  Many 
other  supporters  and  well-wishers  of  aviation  are  welcome 
members,  including  :  Capt.  W.  Brass,  a  distinguished  R.A.F. 
officer;  Comdr.  Burney  of  Imperial  Airship  fame;  Capt. 
Wedgwood  Benn ;  Rt.  Hon.  Lord  Hugh  Cecil  (R.F.C.  1915); 
Capt  A.  G.  Reid,  R.A.F. ,  D.F.C.  ;  Capt.  D.  Shipwright 
(R.F.C.  19x6)  ;  Sir  John  Simon  (R.F.C.  1915-16);  Maj.  G.  C. 
Tryon  (Under  Secretary  for  Air,  1919),  etc. 

Air  Mail  to  Holland  :  Reduced  Fees 

The  Postmaster-General  announces  that  the  fees  on 
letters  and  parcels  for  conveyance  by  air  to  Holland  are 
now  reduced.  The  charge  for  letters  is  2 d.  per  oz,,  instead 


The  engine  would,  it  might  be  imagined,  be  somewhat 
“  dirty,”  as  there  does  not  appear  to  be  any  wav  of  collecting 
the  oil  flung  out. 

The  magneto  fitted  is  a  Bosch  of  the  smallest  type,  and 
the  plugs  arc  Bosch-Gnome-Lilliput.  The  magneto  is 
mounted  on  the  back  of  the  engine,  as  is  also  the  oil  pump. 

The  engine  is  started  by  injecting  a  few  drops  of  petrol 
through  the  exhaust  ports,  when,  on  swinging  the  propeller, 
the  engine  usually  starts  after  about  one-half  turn.  Owing 
to  the  centrifugal  induction  system  it  has  been  found  that 
the  engine  will  not  function  with  any  regularit}'  at  speeds 


Front  view  of  the  German  Statax  engine. 

below  500  r.p.m.  The  maximum  revs,  (for  long  periods)  is 

1.600  r.p.m-  At  that  speed  it  may  be  assumed  that  the 
propeller  efficiency  will  not  be  very  good  in  a  slow-  machine. 

Following  are  the  main  dimensions,  etc.,  of  the  Statax  : 
Bore  60  mm.  (2  ins.)  ;  stroke,  70  mm.  (2J  ins.)  ;  speed, 

1.600  r.p.m  ;  petrol  consumption,  320  grammes  per  h.p./hour 
(0-705  lb. /h.p./hour)  ;  oil  consumption,  30  grammes /h.p./ 
hour  (0-07  lb. /h.p./hour)  ;  total  weight,  including  a  propeller 
of  4  ft.  ti  in.  diameter,  8  kg.  (17-6  lbs.).  These  figures,  it 
is  stated,  are  guaranteed. 

All  enquiries  should  be  addressed  to  Herr  F.  J.  M.  Hansen, 
2,  Neue  Mastrichterstrasse,  Cologne. 

0  0 

of  3 d.,  in  addition  to  ordinary  foreign  postage.  The  rates 
for  parcels  are  as  follow: — L'p  to  3  lbs.,  3s,  6 d.  (instead  of 
4s.)  ;  from  3-7  lbs.,  6s.  6d.  (instead  of  7 s.  6 d.)  ;  from 
7-11  lbs.,  9s.  (instead  of  10s.  6 d.).  The  new  scale  of  parcel 
fees,  like  the  old,  is  inclusive  of  express  delivery  at  the  place 
of  destination.  On  parcels  addressed  "  Paste  Restantc," 
the  fees  will  be  6 d.  less. 

India’s  Air  Command 

As  the  result  of  Air  Vice-Marshal  Salmond's  visit  to 
India ,  the  air  command  in  India  lips  been  raised  to  the 
dignity  of  an  Air  Vice-Marshal's  command.  Air  Vice-Marshal 
P.  W.  Game  has  been  appointed  to  the  post  in  the  place  of 
the  present  commander,  Air-Commodore  Tom  I.  Webb- Bowen, 
air  o  fficer  commanding  R.A.F'.  in  India.  The  headquarters 
of  t  he  Indian  Air  establishment  will  be  transferred  from 
Umb  affix  to  Delhi 

Seaplane  Squadron  No.  8,  R.N.A.S.  Annual. 

Seaplane  Squadron  No.  8,  R.N.A.S.,  German  East 
Africa,  19 16-18,  third  annual  dinner  will  be  held  at  Gatti’s, 
Strand,  on  Friday,  December  x.  Group  Capt.  F.  W.  Bowliill, 
C.M.G.,  D.S.O.,  R.A.F.,  in  the  chair.  All  officers  and  men 
of  R.N.A.S.  in  East  Africa  cordially  invited.  Mufti.  Write 
immediately  to  C.  R.  Lucate,  17,  Garden  Avenue,  Mitcham, 
or  C.  S.  Thompson,  25,  Wharnclifle  Gardens,  N.W.  8. 
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GLIDING,  SOARING 

7'hase  wishing  to  get  in  touch  with  others  interested  in  matters 
relating  to  gliding  and  the  construction  of  gliders  are  invited 
to  write  to  the  Editor  of  Flight,  who  will  be  pleased  to  publish 
such  communications  on  this  page,  in  order  to  bring  together 
those  who  would  like  to  co-operate,  either  in  forming  gliding 
clubs  or  in  private  collaboration. 

There  is  still  one  week  in  which  competitors  may  send  in 
designs  for  the  Glider  Designing  Competition  for  prizes  oi 
£25  and  £10  offered  by  the  proprietors  of  Flight.  Particulars 
of  the  competition  were  published  in  our  issue  of  August  31, 
1922.  1 

*  *  * 

The  first  prize  will  be  awarded  to  the  competitor  who  sends 
in  the  design  which,  in  the  opinion  of  the  judges  (Mr  F. 
Handley  Page  and  Mr.  C.  R.  Fairey) ,  gives  greatest  promise 
of  being  efficient,  controllable,  and  of  low  production  cost. 

A  Consolation  Prize  of  £10  will  be  awarded  to  the  competitor 
who  sends  in  the  most  promising  design  along  unorthodox 
lines,  and  for  which  the  usual  estimates  cannot  easily  be  made. 

*  *  * 

Designs  may  be  for  any  type  of  machine,  monoplane,  bi¬ 
plane,  or  triplane,  and  already  it  is  becoming  evident  that 
gliders  fall  into  various  classes:  The  most  aerodynamically 
efficient  for  soaring  flight  and  competition  work  ;  those  less 
efficient  may  still  be  very  good  machines  for  pure  gliding 
or  for  school  work,  while  even  comparatively  crude  machines, 
built  from  all  sorts  of  odds  and  ends,  may  provide  quite  a 
good  deal  of  amusement,  and  need  cost  but  very  little 

*  *  * 

The  closing  date  for  the  competition  is  November  30, 
by  which  date,  all  designs  must  be  in  the  hands  of  the  Editor. 
No  designs  sent  in  after  that  date  can  be  considered  for  the 
competition,  although  this  does  not  necessarily  mean  that 
such  designs  will  not  be  published.  The  winning  drawings 
become  the  property  of  Flight,  and  will,  with  others  con¬ 
sidered  of  sufficient  interest,  be  published  in  forthcoming 
issues. 

v  m  * 

All  drawings,  tables,  matter,  etc.,  must  be  marked  with 
a  nom  de  plume,  and  accompanying  these  a  sealed  envelope 
must  be  sent  containing  the  name  and  address  of  the  com¬ 
petitor.  this  envelope  to  be  marked  on  the  outside  with  the 
vom  de  plume  used  cm  the  drawings.  Thus  designs  will  be 
judged  solely  on  merits,  without  the  judges  being  aware  of 
the  identity  of  competitors. 

*  *  * 

Several  items  from  the  German  competition  in  the  Rhon 
appear  to  us  to  be  of  interest  to  gliding  enthusiasts  in  this 
country  also,  and  consequently  we  give  below'  certain  facts, 
features  and  opinions  which  have  resulted  from  the  German 
experiments.  For  most  of  these  we  are  indebted  to  that 
excellent  journal  Zeitschrift  fur  Flugtechnik  und  Molorluft - 
schiffahrt  (usually  abbreviated  to  ”  Z.F.M  ”)- 


AND  AIR-SAILING 

For  this  year's  Rh5n  competitions  no  less  than  33  machines 
had  been  entered,  of  which  50  were  German.  Of  the  53 
machines,  4.5  appeared  at  Rhon,  and  of  these  39  made  their 
appearance  before  the  close  of  the  entries  list.  Of  these 
39  gliders  32  were  admitted  to  the  acceptance  flights,  the 
others  being  forbidden,  for  various  reasons,  to  take  part. 
As  a  result  of  the  acceptance  tests  19  only  succeeded  in 
passing,  and  of  these  6  were  passed  as  "  gliders  "  only,  13 
being  passed  as  "snarers."  In  order  to  qualify  for  the  latter 
category  it  was  necessary  to  lly  for  at  least  60  secs.,  or  cover 
a  distance  of  at  least  600  metres,  with  a  rate  of  descent  not 
to  exceed  1-5  metres  per  second. 

*  *  * 

It  is  of  interest  to  note  that  the  Germans  appear  to  have 
had  much  the  same  trouble  with  their  gliders  as  we  did, 
i.e.,  lack  of  lateral  and  directional  control,  in  several 
instances  (such  as  the  Hannover  “  Vampyr  "  and  "  Greif  ") 
warping  was  used  instead  of  ailerons,  with,  it  appears,  an 
improvement  in  control.  The  warping  appears  to  have 
taken  the  form  of  fairly  flexible  tips,  which  could  have  their 
camber  altered  by  the  warp,  rather  than  a  change  in  incidence 
without  change,  in  section. 

*  *  * 

A  few  of  the  machines  had  their  wings  so  mounted  that 
the  angle  of  incidence  relative  to  the  fuselage  could  be 
altered.  A  notable  example  is  the  Darmstadt  "  Geheimrat, " 
in  which  the  incidence  can  be  changed  during  flight.  To  trim 
the  machine  a  trimming  tail  plane  was  used,  the  controls 
of  which  worked  on  a  notched  quadrant.  In  spite  of  the 
fact  that  Hackmack  does  not  appear  to  have  made  any 
extensive  use  of  the  trimming  tail,  several  observers  are  of 
the  opinion  that  the  variable  incidence  wing  form  of  control 
was  superior  to  the  usual  elevator  control.  Presumably 
suitable  checks  wrere  provided  so  as  to  prevent  the  pilot 
from  reducing  the  angle  to  such  an  extent  that  the  machine 
became  unstable. 

*  *  * 

The  relatively  poor  performance  of  the  Hannover  "  Greif 
is  put  down  to  the  fact  that  the  pilot  was  seated  so  deep 
in  the.  fuselage  that  his  head  scarcely  protruded,  and  that 
therefore  he  could  not  feel  the  wind  so  we  1 1  as  could  pilots 
of  other  machines  (the  Germans  used  no  air  speed  indicators, 
it  should  be  remembered).  Jt  is  also  thought  that  the  distance 
from  the  c.g.  of  the  machine  to  the  centre  of  pressure  of  the 
rudder  wras  too  short.  This  applies  probably  also  to  the 
majority  of  the  British  machines  at  Itford,  all  of  which  had 
trouble  with  directional  control. 

*  *  * 

lx  connection  with  our  article  on  the  choice  of  awing 
section  for  gliders,  it  is  of  interest  to  note  that  at  the  Rhon 
it  was  found  that  the.  machine  with  the  highest  value  of 
(L/D)2.r  ki,  (the  Hannover  "Vampyr")  was  also  the  machine 
which  could  reach  the  greatest  height  above  the  top  of  a 


THE  WHITELEY  BANK  SCHOOL  OF  GLIDING  :  On  the  left  Mr.  Merriam  is  seen  getting  out  of  his 
machine  after  a  trial  flight.  Mr.  Newman,  who  had  a  large  share  in  building  the  machine,  is  standing  by 
the  nose.  On  the  right,  the  Merriam-Newman  glider  is  seen  just  before  touching  after  a  flight. 
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hill.  This  was,  of  com  se,  to  be  expected  from  theoretical 
considerations,  but  it  is  of  interest  to  know  that  it  was 
actually  proved  in  practice.  The  Darmstadt  appeared  to  be 
as  good  within  its  own  range,  but  in  trying  to  gain  altitude 
the  ''ceiling"  ot  the  "  Yampyr  "  always  appeared  to  be 
about  50  ft.  above  that  of  the  Darmstadt.  Thus  the  machine 
with  the  lowest  rate  of  descent  will  not  only  be  the  best 
glider  in  light  airs,  but  it  will  also,  for  a  given  wind  strength, 
be  aide  to  reach  a  higher  level  above  the  starting  point.  For 
distance  gliding  this  is  of  great  importance. 

*  4*  * 

Professor  FrAndtl  of  Gottingen  thinks  that  the  variable 
incidenee-c/rm-trimming  tail  should  possess  many  advantages 
in  a  glider,  not  only  for  ordinary  gliding  and  soaring  in 
upward  currents,  but  also  for  gust  soaring,  as  the  incidence 
can  be  increased  much  more  rapidly  than  is  the  case  when 
the  whole  machine  has  to  be  tilted  through  an  angle,  as  is 
the  case  with  the  ordinary'  elevator  control.  He  also  points 
out  that  (or  getting  off  without  outside  assistance  this  form 
has  possibilities,  as  a  machine  can  sit  on  the  hillside  with 
the  wing  at  a  very  small  angle  ;  then,  during  a  gust,  the 
incidence  can  be  instantly  increased  and  the  machine  lifted 
straight  off  the  ground  and  commence  its  glide. 

*  *  * 

Praxdtl  also  suggests  the  advisability  of  holding  compe¬ 
titions  for  a  number  of  smaller  prizes,  the  conditions  for 
which  are  not  so  severe,  as  in  this  way  beginners  may  be 
attracted  who  would  not  otherwise  be  -attracted,  and  it  is 
only  by  the  constant  addition  ox  1  new  blood  "  that  we  can 
hope  to  make  gliding  the  popular  and  valuable  sport  which 
it  should  be.  With  this  opinion  we  cordially  agree,  and 
hope  that,  in  the  enthusiasm  of  great  performances,  we  shall 
not  lose  sight  of  the  value  of  more  modest  attempts. 

*  *  * 

We  are  very'  pleased  to  learn  that  our  very  okl  friend 
1*.  Warren  Merriam  intends  to  establish  a  gliding  school  in 
the  Isle  of  Wight.  The  school,  which  will  be  known  as  the 
Whitetey  Hank  School  of  Gliding,  is  to  start  operations  as 
soon  as  the  Merriam-Newman  glider  has  been  repaired.  The 
machine  will  be  slightly  altered  to  take  a  passenger,  and 
will  fie  provided  with  dual  controls,  so  that  school  work  of 
a  most  enjoyable  nature  should  be  possible.  As  there  is  no 
engine  noise  to  contend  with,  the  instructor  will  be  able  to 
talk  to  the  pupil  in  comfort,  and  the  work  of  tuition  should 
be  correspondingly  facilitated. 

*  ♦  * 

Merriam  already  lias  a  nice  place  in  “  the  island  *'  at 
Whitelev  Hank,  with  a  held  situated  on  a  slope  facing 
south-west,  i  r  into  the  prevailing  winds.  Here,  the  pre¬ 
liminary  school  work  will  lx-  carried  out,  while,  when  pupils 
have  gained  a  certain  measure  of  proficiency,  the  scene  of 
operations  may  be  transferred  lo  Arreton  Downs. 

*  #  * 

Thk  school  fee  of  the  new  establishment  has  been  pro¬ 
visionally  fixed  at  £25,  which  seems  very  reasonable  indeed, 
and  should  place  tiic-  learning  of  glider  piloting  within 
the  reach  of  most  enthusiasts.  It  should  further  be  pointed 
out  that  Merriam  lias  room  to  accommodate  the  pupils, 
who  will  thus  be  able  to  live  right  "  on  the  Spot,”  and  need 
therefore  waste  no  favourable  opportunity.  The  terms  for 
board  and  lodging  will  be  very  moderate,  and  we  cannot 
conceive  of  a  more  enjoyable  way  of  spending  a  couple  of 
summer  months  than  by  living  in  the  *'  island  ”  and  learning 
to  fly. 

*  *  * 

lx  connection  with  the  new  school  it  is  of  interest  to  learn 
that  one  pioneer  of  aviation  has  already  signified  intention 
of  joining  the  school.  This  is  Mrs.  Hewlett,  whose  name 
will  be  familiar  to  most  readers  of  Flight.  Mrs.  Hewlett 
was  a  partner  in  the  firm  Hewlett  and  Blondeau  before  the 


War,  and  during  the  War  established  large  works  at  I.uton. 
It  will  be  a  vety  fitting  beginning  for  Merriam  s  new  school 
il  Mrs.  Hewlett  is  his  first  lade  pupil. 

*  *  * 

Mkrkiam  has  probably  taught  more  people  to  fly  than  hn.s 
any  oilier  pilot  in  this  country  today.  During  the  War  he 
was  stationed  at  Hendon  and  Chingfoid,  where  he  taught 
literally  thousands  of  pupils  to  fly.  That  he  will  be  as 
successful — as  regards  numbers — may  be  doubtful,  but 
that  bis  instruction  on  gliders  will  be  as  sound  as  was  that 
on  power  machines  cannot  be  doubted  for  a  moment,  ami 
wre  have  therefore  not  the  slightest  hesitation  in  recommend¬ 
ing  the  Whiteley  Bank  School  of  Gliding  to  all  interested  in 
the  new  sport  and  have  a  desire  to  take  it  up  in  practical  form. 

*  *  * 

We.  understand  that  there  is  a  possibility  of  Kaynham 
and  Sydney  Camm  taking  the  Maitiusyde  glider  (which 


The  Tinson  paper  model  glider,  which  covered  a 
distance  of  920  ft.  after  being  dropped  from  a  water 

tower  60  ft.  high. 


has  been  slightly  altered  since  the  Itford  competition)  to 
Algiers  for  the  great  contest  which  is  scheduled  to  take  place 
there  in  January  of  the  coming  year,  We  are  certain  all 
will  wish  Rayuliam  better  luck  than  he  had  in  England. 
Presumably  he  will  test  the  machine  at  Itford  before  taking 
it  abroad 

*  *  *  f 

A  report  from  Germany  states  that  a  pilot  has  succeeded 
in  covering  a  couple  of  hundred  yards  over  flat  country 
in  a  glider.  The  report  fails  to  state  at  what  height  the 
machine  started,  but  presumably  it  was  just  "  lifted  ”  off, 
probably  by  a  variable  incidence  wing,  in  which  case  it 
would  appear  that  some  form  of  "  gust  soaring  ”  must  have 
taken  place. 

*  *  * 

The  accompanying  photograph  of  Mr.  Tinson ’s  paper 
model  glider  should  be  of  interest.  This  machine  has  covered 
a  distance  of  020  ft.  when  launched  from  a  water  tower 
60  ft.  high.  The  photograph  w-as  taken  just  after  the  model 
had  been  retrieved  from  the  water,  which  explains  the  some¬ 
what  untidy  appearance  of  the  tail.  Mr,  Tinson  has  sent 
us  the  following  particulars  of  his  glider  :  The  slots  for  the 
wing  are  marked  out  on  the  development  of  the  conical 
fuselage,  and  thus  the  incidence  of  the  main  plane  to  the 
tail  is  definitely  known,  which  should  be  a  step  in  the  right 
direction  if  we  are  to  make  model  gliding  a  science  as  well 
as  an  amusement. 

*  *  * 

Following  are  the  main  particulars  of  the  Tinson  paper 
model  glider  .  Span,  18  ins.  ;  mean  chord,  2 1  ins.  ;  weight, 
i.j  ozs.  ;  .loading,  0-3  Ib./sq.  ft.;  balance,  0-37  of  chord; 
distance  of  c.g.  from  stern  post,  3 •  25  times  the  chord  ;  in¬ 
cidence  of  wing  to  centre  line  degrees  ;  incidence  of  tail 
to  centre  line,  p  23'  ;  elevators  to  tail,  —  5°  average  tor 
best  glide,  and  —  1  for  soaring  in  a  strong  wind. 


THE  KLEMPERER  “ENTE” 


An  Interesting  German  Glider  Incorporating  Many  Novel  Features 


Mention  has  been  made  in  our  gliding  notes  from  time  to 
time  of  the  tail-first  machine  or  "  Ente  ”  (Duck)  which 
Herr  Tngcnicur  Klemperer  had  produced  for  this  years 
Rhon  competitions.  Unfortunately,  tire  machine  was  finished 
late,  and  there  bad  been  no  opportunity  of  making  test 
flights  with  it  wflien  the  competition  opened.  As  the  machine 
was  of  novel  design,  it  is  small  wonder  that  a  sufficiently 
thorough  trial  of  it  could  not  be  made  in  time  for  it  to  take 
part  in  this  year’s  Rhon  meeting.  Such  flights  as  were 
made  were  purely  in  the  nature  of  test  flights,  and  revealed 


the  fact  that  several  alterations  are  still  necessary  before 
the  machine  can  be  considered  tuned  up.  We  believe  that 
most  of  these  were  necessitated  by  wrong  weight  distribution. 
Before  commencing  a  description  of  the  machine,  a  drawing 
of  which  we  reproduce  by  courtesy  of  Zeitschrift  fur  Flugtechnik 
vnd  Motorluftschiffahrt,  it  may  be  of  interest,  to  quote  some 
notes  by  Herr  Klemperer  in  the  same  journal. 

“  The  problem  of  the  '  Canard  ’  type,"  Herr  Klemperer 
writes,  "  cannot  yet  be  said  to  have  been  solved.  It  is 
a  question  of  building  a  ‘  Canard  '  type  conforming  to 
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modern  aerodynamical  ideas,  especially  with  regard  to 
incorporating  cantilever  wings.  Secondly,  it  was  to  be 
supposed  that  particularly  for  a  glider,  the  front  plane  might 
under  certain  conditions  be  useful  in  acting  as  a  wind 
vane.'  [The  word  used  by  Herr  Klemperer  is  Windjiihle> 
Co.,  i'r.toHT  The  tail-first  machine  otters  favourable 
possibilities  for  carrying  a  passenger  without  ibis  resulting 
in  making  the  machine  ununitable  for  use  as  a  single-seater, 
In  this  type  the  centre  of  gravity  aiul  centre  of  lilt  approxi¬ 
mately  coincide  so  that,  as  distinct  from  the  tajl-bebind 
type,  the  e.g.  and  c.p.  of  the  empty  machine  are  close 
together.  The  crew  can  therefore  be  placed  on  the  e.g. 
without  the  trim  of  the  machine  being  altered.  A  further 
advantage  is  that  the  centre  of  gravity  (and,  therefore,  the 
seats)  does  not  tall  inside  the  centre-section  of  the  wing,  but  in 
front  of  it.  The  result  is  that  the  wing  attachment  is 
simplified,  white  f  straight-through  ’  wring  spars  can  be 
used.  Finally,  the  '  Canard  '  type  lends  itscll  to  experiments 


stability  on  tests  of  models,  we  found  it  very  dilficult  on 
the  elevator  control.  Even  after  the  range  of  angles  through 
which  the  front  elevator  could  be  moved  had  been  increased, 
we  found  that  longitudinal  stability  had  not  been  attained. 
Evidently  the  large  moment  of  inertia  of  this  type  of  machine 
requires  "exceptionally  large  control  surfaces.  It  is  possible 
that  difficulty  may  also  be  caused  by  the  front  plane,  on 
taking  off  with  the  front  at  a  considerable  height  above  the 
ground,  getting  into  a  region  of  stronger  wind  which,  at 
that  low  speed  of  the-  machine,  may  have  considerable 
effect. 

“  The  slotted  ailerons  did  not  behave  badly,  even  in  cases  of 
stalling,  of  which  there  were  several  during  the  tests  As 
the  machine,  on  account  of  its  robust  construction,  suffered 
no  serious  damage  during  the  tests,  the  experiments  will  be 
continued* when  the  controls  have  been  altered.  The  results 
will  be  published  in  due  course." 

Regarding  the  machine  itself,  comparatively  little  informa- 


witli  Lachmann  slotted  wdngs,  as  it  can  be  landed  at  a  much 
greater  angle  of  incidence  than  can  the  tail-behind  type. 

"  Thorough  wind  tunnel  experiments  carried  out  at 
Fried rtchshafen  and  Gottingen  have  indicated  the  suitability 
of  slotted  wings  on  this  type  of  machine,  and  the  results  of 
these  tests  will  be  published  later.  In  the  actual  machine 
built,  the  slotted  portion  was  confined  to  the  ailerons,  owing 
chiefly  to  the  difficulty  of  providing  a  suitable  arrangement 
for  opening  and  closing  the  wing  slots. 

“  The  tests  on  the  machine  carried  out  up  to  the  present,  ten 
in  all,  included  a  few  short  ‘  hops,'  At  first  we  had  trouble 
with  starting  the  machine.  These  were  overcome  by  altering 
the  skids,  and  after  the  end  of  the  meeting  the  machine 
got  off  very  easily.  A  wind  of  but  3  to  4  metres  per  second, 
and  a  very  short  run  along  the  gentle  slope  running  from 
the  top  of  the  '  Kuppe  '  towards  the  plantation  near  the 
camp  was  sufficient  for  getting  off.  The  difficulties  which 
were  experienced  with  directional  stability  were  considerably 
lessened  when  a  rear  rudder,  connected  up  to  the  front 
swivelling  plane,  was  fitted. 

"  Although  the  '  Canard  '  type  shows  great  longitudinal 


tion  is  available.  The  accompanying  plan  view'  gives  a  fair 
idea  of  the  general  arrangement.  It  will  be  seen  that  the 
main  plane  has  a  span  of  39  ft.  5  ins.,  and  a  maximum  chord 
of  5  ft.  11  ins.  tapering  to  4  ft.  2  A  ins.  at  the  tip.  The 
ailerons,  which  are  of  the  slotted  type,  have  a  length  of  9  ft. 
and  an  area  of  13  sq.  ft.  each.  The  area  of  the  main  plane 
is  210  sq.  ft.  On  the  nose  of  the.  machine  is  placed  the  front 
elevator,  which  has  an  area  of  42  sq.  ft.,  the  span  being 
17  ft.  aud  the  chord  2  ft.  9  ins.  in  the  centre. 

An  interesting  feature  of  this  front  elevator  is  that  it. 
serves  the  double  purpose  of  elevator  and  rudder.  To  this 
end  it  is  mounted  on  a  ball-and-socket  joint,  which  allows 
it  to  pivot  around  a  lateral  axis  and  also  to  rock  around  a 
longitudinal  axis.  To  reduce  the  force  necessary  to  turn 
the  plane  around  the  latter  axis,  small  ailerons  are  fitted 
near  the  tips.  These  ailerons  are  connected  up  with  the 
controls  which  rock  the  plane  in  such  a  way  that,  when  it  is 
desired  to  tilt  the  plane  to  port,  the  starboard  flap  moves 
down  and  the  port  flap  up.  The  controls  in  the  cockpit 
are  of  normal  type,  so  as  not  to  present  unduly  great 
difficulties  in  mastering  this  unusual  system. 
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LONDON  TERMINAL  AERODROME 


Monday  evening.  November  jo 

Thk  "  airways  "  suffered  this  last  week,  as  did  the  railways 
from  1 1 1 o  persist  ent  visitations  of  the  fog-fiend.  For  -several 
days,  m  fact,  the  continental  air  routes  had  their  services 
dislocated  and  interrupted. 

A  typical  instance  of  a  swift  advantage  taken  of  a  lew- 
hours'  improvement  in  visibility  occurred  on  Wednesday, 
the  15th.  Mr,  Robertson,  piloting  a  Daimler  34,  was  fog¬ 
bound  at  Manchester  with  five  passengers,  waiting  for  a 
chance  to  get  through  to  London  Suddenly,  soon  after  12, 
a  wind  that  sprang  up  began  to  roll  away  the  fog ;  where¬ 
upon  Mr,  Robertson  was  quickly  in  the  air  and  speeding 
towards  London.  In  the  neighbourhood  of  the  Metropolis 
the  visibility  was  too  bad  to  attempt  to  reach  Croydon  ;  so, 
doing  what  it  has  been  found  most  convenient  to  do  on  several 
occasions  lately,  Mr.  Robertson  used  the  Stag  Lane  aerodrome, 
Edgware,  as  his  London  air-station,  and,  setting  his  five 
“  fares  "  down  there,  a  fast  car  soon  brought  them  up  into 
the  heart  of  the  city. 

The  two  Fokker  monoplanes  which — as  1  mentioned  in 
my  last  dispatch  were  caught  on  the  12th  in  a  sudden 
dense  fog-belt  and  were  compelled  to  get  down  on  Epsom 
Downs,  were  completely  fog-bound  until  the  17th,  when 
their  pilots — Smirnoff  and  Silliviers  managed  in  the  morning 
to  11  y  them  across  to  Croydon. 

In  this  regard  Capt.  Leverton  points  out  that,  .thanks  to 
llie  wooden-wing  construction  of  these  -  machines,  it  was 
possible  to  put  them  straight  on  to  the  regular  service,  once 
they  had  reached  Croydon,  without  their  having  suffered  any 
liar m  at  all  through  their  days  of  standing  out  in  the  fog. 

Me  tells  me,  incidentally,  that  some  of  these  wooden  wings 
of  the  Fokker  Amsterdam -London  machines  have  just  been 
taken  to  pieces  and  thoroughly  examined  after  a  couple  of 
years  of  regular  airway  service,  and  it  has  been  found  that 
there  is  absolutely  nothing  the  matter  with  them  at  all. 
and  that  they  arc  as  good  for  flying  service  as  they  were  on 
the  day  they  were  built 

Fog-compelled  inactivities  have  been  relieved  by  discus- 
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sioas  as  to  the  possibility  of  finding  some  new  location  for 
the  London  Terminal  Aerodrome. 

Taking  things  all  round,  the  feeling  is  that  to  make  any 
sudden  change  might  be  like  jumping  out  of  the  frying-pan 
into  the  fire.  What  those  who  have  goud  words  to  say  of 
Croydon  insist  upon  is  pressure  being  brought  to  bear  in  the 
right  quarter  so  as  to  get  a  railway  connection  direct,  say, 
from  Victoria  down  on  to  the  edge  of  the  aerodrome,  using 
the  siding  which  already  connects  the  Brighton  line  with 
the-  Aircraft  Disposal  factory.  With  this  convenience  pro¬ 
vided,  and  in  full  working  order  when  the  passenger  traffic 
rush  begins  again  in  the  spring,  it  is  held  that  one  would 
have  a  big  job  to  find  a  London  air-station  more  suit-able 
than  Croydon. 

Vagaries  of  the  Fog 

Today  (Monday)  the  fog  lias  been  playing  us  some  odd 
tricks  again.  In  the  early  part  of  the  day,  for  instance, 
machines  were  in  and  out  without  experiencing  any  difficulty. 
Then  later  on,  just  as  a  Handley  Page  was  due  in  from  Paris, 
some  trick  of  the  wind  brought  a  great  bank  of  London  smoke 
and  mist  drifting  across  the  aerodrome  and  out  to  the  country 
beyond.  But,  thanks  to  wireless  and  our  other  aids,  the 
“  Handley  "  managed  to  creep  in  to  a  perfectly  safe  landing. 

This  foggy  weather,  and  other  bad  conditions  atmospheri¬ 
cally,  such  as  we  have  been  wrestling  with  of  late,  draws 
particular  and  renewed  attention  to  a  matter  I  have  mentioned 
in  these  notes  before.  That  is  the  admirable  confidence  with 
which  passengers  now  come  forward  to  fly,  even  in  weather 
winch  one  might  think  would  effectually  deter  them.  Fogs, 
rainstorms,  gales  of  wind — none  of  these  prevent  them  from 
being  on  the  spot  ready  to  start,  if  the  flying  officials  think  it 
is  good  enough  to  go  ;  and  I  think  a  most  encouraging  lesson 
is  to  be  drawn  from  this  alacrity  with  which  "  air  express  " 
travellers,  and  more  especially  business  men  in  haste,  now 
face  bad  weather  in  the  air  without  a  qualm.  It  shows, 
better  than  anything  else  could,  the  growing  faith  there  is  in 
the  inherent  safety  of  aerial  transport. 

13  13 


THE  LONDON-CONTINENTAL  SERVICES 


FLIGHTS  BETWEEN  NOVEMBER  12  AND  NOVEMBER  18,  INCLUSIVE 


Route  (including  certain 
diverted  journeys) 

* 

tn 

-M 

A 

to 

-*-4 

W 

to 

a 

<v 
c r. 

CTj 

No.  of 
flights 
carrying 

No.  of  journeys 
completed  | 

4g 

A 

Type  and  (in  brackets) 
Number  of  each  type  flying 

CJ5 

vw 

O 

6 

A 

C 3 
ft 

O 

6 

A 

Mails 

— 

Goods 

to.5 

CO  -M 
g 

l 

< 

Fastest  time  made  by 

Croydon-Paris  ... 

2 

7 

2 

2 

1 

h.  m 

2  9 

H.P.W.8BG-EBBG  (ch.  9m.) 

B.  (x),  H.P.W.SB  (1). 

Paris-Croydon  ... 

4 

9 

1 

4 

n 

3  3t 

H-P.W8BG-EBBH(3h.3im.) 

B.  (1),  G.  (2),  H.P.W.SB.  (1). 

Croydon-Brussels- 

1 

i 

1 

_ 

t 

4  0 

D.H.  34  G-EBBR  (4h.  om.) 

D.H,  34  (i). 

Cologne 

D.H.  34  (1). 

Cologne  -  Brussel  s- 

Croydon 

Croydon-Rotterdara 

1 

5 

r 

— 

-§ 

— 

— 

2 

1 

2 

2 

2 

2  29 

Fokker  H-NABM  (2h.  22m.) 

F.  (2). 

Rotterdam-Crovdon  . . 

4 

2 

2 

4 

2 

3  H 

Fokker  H-NABS  (3I1.  om.) 

F.  (4). 

Manchcstcr-Croydon- 

4l( 

20 

— 

4 

5  27 

D.H  34  G-EBBQ  (5h  27m.) 

D.H.  34  (2). 

Amsterdam 

Amsterdam-Croydon- 

41 

8 

1 

— 

3 

5  57 

D.H.  34 G-EBBY (5I1.  57m.) 

D.H.  34  (2). 

Manchester 

Total  for  week 

22 

53 

10 

12 

14 

r 

*  Not  including  "  private  ”  flights,  f  Including  certain  journeys  when  stops  were  made  en  route. 

J'3  to  Lympne.  §  Land.  Lympne.  ||  Man.-Stg,  Lane  s,  Croy.-A'dam.  1.  Stg.  Lane-Man,  1,  Croy.-Man.  it 

Av.  =  Avro.  B  =  Breguet.  Br.  =  Bristol.  Bt.  =  B.A.T.  D.H.4  =  De  Havilland  4,  D.H. 9  (etc.). 

F.  =  Fokker.  Fa.  =  Farman  F.50.  G.  =  Goliath  Farman.  H.P.  =  Handley  Page.  M.  =  Martmsyde.  Sp.  =  Spad. 
Vi.  =  Vickers  Vimy.  Vu.  =  Vickers  Vulcan.  W.  =  Westland. 

The  following  is  a  list  of  firms  running  services  between  London  and  Paris,  Brussels,  etc.,  etc. : — Co.  des  Grandes 
Expresses  Adriennes  ;  Daimler  Hire,  Ltd. ;  Handley  Page  Transport,  Ltd.  ;  Instone  Air  Line  ;  Koninklijlrie  Luchtvaart 
Maatschappij  ;  Messageries  Adriennes. 

Incidental  Flying. — Mr  Perry  out  testing  a  Sopwith  Snipe,  and  Capt,  Stoken  testing  a  similar  machine  and  two  Avros  for 
the  Aircraft  Disposal  Co.  at  Croydon  on  17th  and  18th. 
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THEORY  OF  THE  SLOTTED  WING* 


A.  BETZ,  GOTTINGEN. 


LECTURE  by 

Through  the  intensive  hudy  of  all  technical  aviation  problems 
durir  g  the  war,  the  most  important  aeroplane  parts,  especially 
the  wing,  were  so  thoroughly  tested  as  to. create  the  impression 
that  no  further  substantial  improvement  was  possible.  The 
characteristics  of  the  different  wing  sections  were  sufficiently 
knpwn  to  enable  one  Lo  select  the  most  suitable  section  for 
almost  any  purpose. 

Then  the  discovery  by  Laehmann  and  Handley  Page 
suddenly  revealed  entirely  new  possibilities  and  the  wing 
section  again  became  a  rich  field  of  problems.  As  probably 
you  all  know,  litis  discovery  consisted  in  making  one  or 
more  slots  in  the  wing  section  {Fig.  1).  In  this  way  it  is 
possible  to  use  the  wing  at  higher  angles  of  attack,  and  thus 
considerably  increase  the  lift.  The  lift-drag  ratio,  however, 
seems  to  he  no  better  in  general  than  for  ordinary  wing 
actions.  The  advantage  lies  principally  in  the  ability  to 
vary  the  coefficient  of  lift,  and  hence  the  speed,  within 
considerably  wider  limits.  Hereby,  the  difficulties  of  taking 
oil  and  landing  are  diminished  and  greater  flight  speeds  made 
possible  Our  knowledge  of  the  behaviour  of  such  slotted 
wings  under  the  most  diverse  conditions  is,  unfortunately, 
very  limited,  and  there  is  still  much  work  to  do  before  we 


rendered  more  productive  of  results  if  we  succeed  in  obtaining, 
at  least  an  approximate  idea  of  what  takes  place.  We  are 
still,  however,  far  from  being  able  to  give  a  complete 
theoretical  explanation  of  l lie  phenomena  of  slotted  wings. 
Nevertheless,  we  can  contribute  something  towards  the 
explanation  of  the  unusual  increase  of  the  litt  i  nefficient. 

I  do  not  wish,  however,  to  create  the  impression  that  what 
I  a  in  about  to  say  is  conclusive.  1  wish  rather  to  bring  the 
matter  up  for  discussion,  in  the  hope  that  still  other  view¬ 
points  may  be  presented  which  will  help  to  clarify  the 
problem . 

W  e  must  first  consider  the  question  as  to  how  it  happens 
that,  with  a  given  wing  section,  the  lift-coefficient  cannot  be 
increased  at  will.  In  order  lo  answer  this  fundamental 
question,  we  must  consider  more  carefully  the  process  by 
which  lift  is  generated.  It  is  known  that  lift  is  produced  by 
the  greater  velocity,  and  consequently  smaller  pressure,  of 
the  air  on  the  upper  side  of  the  wing  than  on  the  lower  (big.  2). 
This  difference  most  vanish  at  the  trailing  edge,  arouiul  Which 
the  pressures  can  become  equalised.  The  difficulty  lies  in  the 
fact  that  a  strong  suction  must  be  generated  oti  tlie  upper 
side,  only  to  vanish  again  at  the  trailing  edge,  from  the 
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Fig.  I.  Polars  of  an  ordinary  wing 
and  of  two  slotted  wings. 

Fig.  2.  Flow  around  a  wing  section 
(a),  and,  ib),  corresponding  pressure 
distribution. 


shall  have  carried  our  investigations  so  far  as  to  be  able  to 
choose,  from  the  many  possible  modifications,  the  one  best 
adapted  for  any  given  purpose. 

The  question"  of  the  most  practical  importance  is  what  must 
be  done  in  order  that,  with  an  aeroplane  we  can  obtain  the 
best  possible  lift-drag  ratio  if  the  lift-coefficient  is  low,  and, 
in  addition,  be  able  to  reach,  by  easily  made  changes,  a 
considerably  higher  coefficient  ot  lift  where  the  lift-drag 
ratio  does  not.  need  to  be  especially  good.  The  former 
condition  would  be  used  in  ordinary  horizontal  flight,  and  the 
latter  in  taking  off  or  in  landing.  The  purely  experimental 
solution  of  all  the  problems  connected  with  these  new  wing 
sections  is  rendered  very'  difficult  by  the  large  number  of 
possible  modifications.  The  most  diverse  cross  sections  may 
be  given  the  component  parts  of  the  wing  and  their  relative 
size  may  be.  varied,  thus  bringing  the  slot  nearer  either  the 
leading  or  trailing  edge.  Furthermore,  the  relative  position 
of  the  parts  and  the  width  of  the  intervening  slot  may  be 
varied.  Lastly,  there  is  the  possibility  of  varying  the  number 
Of  the  component  wing-parts  by  the  introduction  of  one  or 
more  slots.  Although,  for  structural  reasons,  many  forms 
do  not  Come  into  practical  consideration,  the  number  of 
possibilities  is  still  very  large. 

'Die  experimental  work  will  be  considerably  simplified  and 

*  Reprint  horn  Bcrichtu  ufut  Abkamtlungen  det  Wissenschaftltchtn  Gttelhfhaft 
/,.v  Lujftfakrl  (supplement  to  Zeitirhrift  far  Flugtechnlk  wul  AJotnfiuftschiffahrl), 
6,  January,  irjja  (Technical  Note  No.  too  of  the  American  N.A.C.A.). 


point  of  least  pressure  on,  the  kinetic  energy  of  the  air  must 
therefore  be  transformed  into  pressure  by  a  gradual  increase 
in  the  cross-section  of  the  tubes  of  flow.  There  accordingly 
takes  place,  on  the  rear  portion  of  the  upper  side,  a  pheno¬ 
menon  very  similar  to  the  flow'  through  a  widening  tube. 

Now,  it  is  known  that  such  a  flow,  in  which  kinetic  energy 
is  transformed  into  pressure,  remains  stable  only  for  a  very 
gradual  increase  in  the  size  of  the  cross  section.  It  the 
diameter  increases  too  rapidly,  the  air  docs  not  continue  to 
How  smoothly  along  the  wall,  but  separates  from  it  and  goes 
its  own  way  as  a  free  jet,  and  the  increased  pressure  is  not 
obtained.  If  we  increase  the  angle  of  attack  of  an  aeroplane, 
the  cross-sections  of  the  tubes  of  flow  on  the  suction-side  are 
increased  ;  and  if  a  certain  figure  is  exceeded,  the  air  no 
longer  flows  along  the  upper  surface  of  the  wing,  but  is  torn 
off,  as  it  is  expressed  This  phenomenon  is  -hown  by  logs. 
3  and  |  (The  photographs  were,  made  by  L>i  He  is  and 

published  in  Prof.  Prandtl's  report  on  the  (ibttmgei;  Aero¬ 
dynamic  Laboratory,  in  the  J  f.arStuk  of  the  ■>')'  Traffic 
Association,  tQi2-rg1.jp)  The  first  picture  shows  a  wing 
having  a  normal  angle  of  attack.  Tin-  flow  conforms  quite 
well  to  the  top  of  the  wing,  and  is  not  seriously  affected  by 
the  small  vortices  which  cover  the  wing.  With  larger  wings 
and  greater  velocities  the  vortices  are  probably  still  smaller. 
The  second  picture  shows  the  same  wing  at  a  somewhat  great  cr 
angle  of  attack,  in  which  case  the  fluid  no  longer  follow?'  the 
top  of  the  wing. 
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Involuntarily  we  now* ask  how  it  happens  that  the  air  does 
not  separate  on  even  a  moderate  increase  in  the  diameter  of 
the  Cross-seCtion.  The  explanation  lies  in  the  viscosity  of 
the  air  or,  in  most  cases,  more  correctly,  in  an  apparent 
viscosity,  which  in  turbulent  phenomena  is  conditioned  by 
rlie  turbulence  itself.  The  case  may  be  pictured  qualitatively 
as  follows  :  The  fluid  has  a  tendency,  on  account  of  its 
inertia,  to  flow  straight  ahead,  instead  of  following  the  curved 
surface,  but  then  there  must  exist,  between  it  and  the  surface 
of  the  wing,  a  quiet  or  an  eddying  *'  dead-water  "  region. 
This  “  dead  water  ”  is  now  carried  along  by  friction  (or  the 
effect  of  viscosity),  and  must  be  constantly  replaced  (Fig.  4). 
Now,  when  the  viscosity  is  so  great  that,  in  a  given  time, 
more  fluid  is  carried  away  than  can  flow  in,  the  “  dead  water  " 


therefore  be  assumed  that  the  influence  of  the  curvature  of 
the  flow  plays  a  rdlc  of  some  importance  w  ith  a  given  wing 
section  with  a  moderately  large  camber,  but  nothing  further 
is-  thereby  gained  than  would  he  gained  by  a  larger  camber. 
The  extraordinarily  large  increase  in  the  maximum  lift  cannot 
therefore  be  thus  explained 

The  following  Consideration  may  be  of  more  importance. 
The  front  wiug  lies  in  a.  region  of  increased  velocity,  Now, 
since  the  force  of  the  air  is  proportional  to  the  square  of  the 
velocity,  it  is  evident  that  the  lift  on  the  front,  wing  is  thereby 
considerably  increased.  This  argument  has  but  one  excep¬ 
tion.  namely,  that  the  reverse  is  true  of  the  rear  wing,  so 
that  for  the  combination  of  the  two  wings  the  two  effects 
neutralise  each  other.  In  calculating  the  relations  for  an 


Fig.  3.  Flow  about  a  wing  section  at  an 
angle  of  attack  of  8  degrees. 


Fig.  4.  Flow'  about  a  wing  section  at  an 
angle  of  attack  of  19  degrees. 


disappears  and  the  flow  follows  the  surface  of  the  wing 
3) 

Such  are  the  general  outlines  of  the  phenomena  which 
produce  lift  and  which  also  limit  its  magnitude.  Unfortu¬ 
nately,  these  phenomena  cannot  be  treated  quantitatively 
by  theoretical  methods.  We  must  therefore  content  our¬ 
selves  with  qualitative  illustrations,  and  will  now’  endeavour 
to  explain,  on  this  basis,  the  action  of  the  slotted  w  ing. 

For  the  sake  of  simplicity,  we  will  assume  that  there  is 
only  one  slot.  Such  a  wing  section  may  be  imagined  as  a 
biplane  with  a  very  great  positive  stagger  and  a  very  small 
distance  between  the  wings.  Some  justification  for  this 
conception  proceeds  from  the  fact  that,  even  with  an  ordinary 
biplane,  the  maximum  lift  is  increased  by  a  positive  stagger. 
According  to  biplane  measurements  published  by  myself  in 
the  fourth  volnxnc  of  "  Zeitschrift  fur  Flugtechnik  und 
MotorluftschifTahrt,*’  the  maximum  Ct  without  stagger  was 
wo,  with  a  positive  stagger  of  30 J  it  was  T  to  and  for  one  wing 
alone  it  was  106.  Similar  results  were  also  obtained  in 
England  (Technical  Report  of  the  Advisory  Committee  for 
Aeronautics,  1915-16,  Rep,  rob,  Sect.  IL),  Though  the 
differences  are  not  great,  they  would  evidently  be  greater 


unstaggered  biplane  we  even  obtain  a  smaller  maximum  lift 
than  for  the  two  wings  alone,  and  this  result  is  confirmed  by 
experiments.  The  relations  are,  however,  somewhat  changed 
by  staggering.  We  must  go  into  this  more  thoroughly. 

We  will  first  consider  the  arrangement  with  two  wings  of 
about  the  same  size,  in  which  the  relations  stand  out  the 
clearest.  The  front  wing,  taken  alone,  would  have  a  pressure 
distribution  somewhat  as  shown  by  the  fine  line  on  the  left 
of  Fig.  5.  Now,  if  we  bring  the  rear  wing,  which  has  about 
the  same  pressure  distribution  by  itself,  into  proximity  with 
the  front  wing,  the  trailing  edge  of  the  latter  will  lie  in  a 
region  of  grfeat  velocity,  and  correspondingly  small  pressure, 
produced  by  the  rear  wdng.  The  leading  edge  of  the  front 
wing,  on  account  of  its  greater  distance  from  the  rear  wing, 
lies  in  air  that  is  much  less  disturbed,  and  consequently  in  a 
region  of  nearly  normal  pressure.  The  leading  edge  of  the 
front  wdng  is,  accordingly,  not  much  affected  by  the  pressure 
on  the  rear  wing,  while  the  pressure  on  the  trailing  edge  of 
the  front  wing  is  diminished.  We  will  therefore  obtain, 
for  the  front  wing,  a  lift  distribution  corresponding  somewhat 
to  the  dash  curve  in  Fig.  5. 

Through  this  modification  of  the  pressure  curve,  the  pressure 


Fig.  5. —  Change  in  pres¬ 
sure  distribution  due  to 
mutual  influence  of  both 
wing  sections.  1.  Undis¬ 
turbed  pressure  distri¬ 
bution.  2.  Disturbed 
pressure  distribution  with 
unchanged  angle  of  attack. 
3.  Pressure  distribution 
with  increased  angle  of 
attack.  For  rear  wing 
curves  1  and  3  coincide. 


Fig.  (». — Dotible  Venturi  tube  with  corresponding  pressure  distribution. 
Pressure  in  outer  tube  shown  in  plain  line,  in  inner  tube  in  dash  line. 


if  the  stagger  were  increased  and  the  interval  between  the 
w'ings  diminished. 

We  will  first  consider  only  the  front  wing,  and  discuss  how 
its  characteristics  are  affected  by  the  rear  wing  From  the 
theory  of  the  biplane,  wc  know  that  the  flow  is  here  obliquely 
upward.  This  affects  the  lift-drag  ratio,  but  not  the 
maximum  coefficient  of  lift,  which  here  alone  interests  us. 
We  also  know  that,  at  this  point,  the  flow  is  obliquely 
upwards.  This  has  about  the  same  effect  as  increasing 
the  wing  camber.  By  increasing  the  latter  the  maximum 
lift  may  actually  be  increased,  though  only  to  a  very  limited 
degree  and  at  the  expense  of  the  lift-drag  ratio.  The  rear 
wing  is  similarly  affected  by  the  curvature  effect.  It  may 


increase  on  the  suction  (upper)  side  becomes  much  flatter- 
On  the  other  hand,  we  know  that  the  limit  of  the  lift  is 
determined  by  the  steepness  of  the  pressure  curve.  It  is 
therefore  evident  that  we  may  now  further  increase  the  angle 
of  attack  until  the  inclination  of  the  pressure  curve  again 
reaches  its  limit  value  (heavy  line  in  Fig.  5).  Since  the 
velocity  has  become  greater  everywhere,  the  pressure  curve 
may  climb  steeper  than  before. 

As  is  obvious,  the  lift,  which  is  represented  by  the  area 
enclosed  by  this  curve,  has  become  considerably  greater. 

Let  us  now  turn  our  attention  to  the  rear  wing.  Here  wre 
find  corresponding  phenomena.  The  front  wdng  produces  on 
the  leading  edge  of  the  rear  wing  a  decrease  in  velocity  and 
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u  consequent  decrease  in  the  pressure  diminution  or  suction. 
The  trailing  edge  remains  practically  unaffected.  Thus  we 
obtain  here,  near  the  leading  edge  and  mainly  on  top,  a 
decrease  in  pressure.  The  strong  suction  (or  negative  pressure) 
•s  diminished,  so  that  here  also  there  is  a  flatter  pressure 
increase,  as  shown  by  the  dash  line.  By  increasing  the  angle 
of  attack  we  return  approximately  to  the  original  curve, 
while  the  lift  of  the  roar  wing  remains  practically  unchanged. 
Hence,  in  this  combination  the  two  wings  produce  a  greater 
maximum  lift  than  when  separate,  the  gain  being  principally 
on  the  front  wing 

'the  phenomena  described  will  perhaps  be  more  intelligible 
if  we  take  for  comparison  the  perfectly  analogous  phenomena 
of  a  simple  and  a  compound  Venturi  tube.  Fig.  6  shows  a 
double  Venturi  tube,  such  as  is  often  used  on  aeroplanes  for 
measuring  air  speed.  If  we  first  imagine  the  small  inside 
tube  removed,  we  have  a  simple  Venturi  tube.  The  air 
Hows  through  the  constricted  section  with  increased  velocity 
and  correspondingly  diminished  pressure.  In  the  diverging 
cone  behind  it  the  kinetic  energy  is  again  largely  transformed 
into  pressure,  so  that  at  the  rear  end  the  external  and  internal 
pressures  are  again  equal.  Exactly  the  same  causes  which 
limit  the  lift  in  a  wing  here  make  it  impossible  to  obtain, 
by  narrowing  the  throat,  a  pressure  diminution  of  any  desired 
value.  In  this  case,  however,  it  has  long  been  known  how 
to  increase  the  suction  by  a  suitable  combination  of  tubes. 
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Fig.  7.  Measured  pressure  distributions  in  a  slotted  wing 

Such  an  instrument  is  shown  in  the  figure.  The  exit  of  the 
inner  tube  is  at.  the  point  where  a  diminished  pressure  is 
already  produced  by  the  outer  tube.  The  latter  now  forms 
the  starting-point  for  the  further  pressure  diminution  in  the 
inner  tube,  just  as  in  the  case  of  the  front  part  of  the  slotted 
wing  section,  which  we  have  already  considered. 

We  assumed  in  our  discussion  that  the  two  parts  of  the 
wing  were  of  about  the  same  size.  In  practice,  however,  the 
front  part  is  usually  much  narrower  than  the  rear  part.  Our 
assumption  that  the  pressures  on  the  leading  edge  of  the 
front  part  were  not  noticeably  affected  by  the  rear  part 
no  longer  holds  true.  Here  the  whole  of  the  front  section 
lies  in  a  field  of  increased  velocity,  and  is  thus  able  to  produce 
a  greater  lift,  since  the  lift  is  proportional  to  the  square  of 
the  velocity.  For  the  rear  section,  however,  our  previous 
remarks  hold  good.  The  disturbance  due  to  the  front  section 
is  felt  principally  on  the  leading  edge,  which  therefore  has 
approximately  its  normal  lift.  Accordingly,  we  even  here 
obtain  increased  lift  for  the  whole  combination. 

That  the  actual  pressure  distribution  is  approximately  as 
described  follows  from  the  data  published  by  Handley  Page 
in  Engineering,  March  4,  1921.  These  data  are  given  in 
Fig.  7.  For  small  angles  of  attack  the  rear  section  show's 
about  normal  lift  distribution.  The  auxiliary  wing  in  front 
gives  only  a  small  lift,  since  its  angle  of  attack  is  "much  too 
small.  Only  from  1 2°  up  does  the  lift  of  the  auxiliary  wing 
show  any  considerable  increase,  while  the  pressure  distribution 
of  the  main  wing  remains  almost  the  same.  The  increased 


suction  on  the  trailing  edge  of  the  auxiliary  wing  is  also 
evident.  At  about  20°  the  flow  separates  from  the  main 
wing  and  the  lift  of  the  auxiliary  wing  diminishes. 

The  above  conception  of  the  phenomena  renders  the 
occurrence  of  an  increased  lift-coefficient  somewhat  more 
comprehensible,  and  even  offers  the  prospect  of  making  il 
possible  to  compute  the  relations.  On  the  other  hand,  the 
following  consideration  may  be  presented.  If  the  slot  is 
continuously  narrowed,  the  arguments  pointing  to  a  higher 
maximum  lift  continue  to  hold  good,  but  the  phenomena 
vanish  when  the  slot  is  closed  altogether.  This  was  to  be 
expected  from  the  first,  since  the  wing  is  transformed  by 
closing  the  slot  into  one  of  a  practically  normal  shape.  In 
any  event,  a  slot  of  a  certain  minimum  width  is  essential. 
Since  the  theory  just  presented  says  nothing  about  this,  the 
phenomena  must  also  be  considered  from  a  different  stand¬ 
point. 

In  explaining  the  phenomena  of  lift  production,  I  called 
attention  to  the  fact  that  the  clinging  of  the  air  stream  to, 
or  its  separation  from,  the  upper  surface  of  the  wing  depends 
on  whether  the  dead  air  is  carried  off  fast  enough.  When 
we  consider  this  phenomenon  on  the  rear  section  of  a  slotted 
wing,  it  is  obvious  that  the  work  (which  may  be  called  pump- 
work  or  suction)  must  be  performed  at  the  expense  of  the 
kinetic  energy  of  the  thin  air  stream  flowing  through  the  slot.  If 
the  latter  is  made  too  narrow,  the  ribbon  of  air  finally  becomes 

so  thin  that  its  kinetic  energy  no 
longer  holds  out  to  the  trailing  edge 
of  the  rear  section,  but  is  itself 
transformed  into  dead  air  by  mixing 
with  the  dead  air  above  and  below  if. 
When  considered  from  this  stand¬ 
point  the  phenomena  of  the  slotted 
wing  appear  in  quite  another  light. 
We  can  now  think  of  this  wing 
section  as  an  entity  derived  from 
an  ordinary  wing  section  by  connect¬ 
ing  its  upper  and  lower  surfaces 
by  slots,  which  is,  in  fact,  the 
conventional  conception.  The  slots 
convey  new  energy  to  the  marginal 
layer  of  air  retarded  by  friction  on 
top  of  the  wing,  thereby  increasing 
its  velocity  and  thus  preventing  the 
accumulation  of  dead  air.  The  air 
stream  flowing  out  of  the  slot  acts 
like  the  jet  from  a  syringe  and 
reinforces  the  air  stream  on  top  of 
the  wing  in  carrying  away  the  dead 
air.  Since  the  production  of  lift 
depends  on  the  efficiency  of  this 
pump-work  and  the  maximum  lift 
is  conditioned  by  the  limited  pos¬ 
sibility  of  carrying  off  the  dead  air, 
it  is  apparent  that  any  increase  in 
the  pumping  efficiency  increases 
the  maximum  lift. 

We  are  now  inclined  to  ask 
which  of  these  two  theories  is 
the  right  one.  The.  answer  is  that  both  are  equally  correct, 
since  they  both  explain  the  same  phenomena,  but  from 
different  standpoints.  We  should  rather  ask  which  view¬ 
point  is  the  more  practical.  To  this  question  I  would  reply 
that  we  have  use  for  both,  according  to  what  we  wish  to 
learn  The  conception  of  the  slotted  wing  as  a  biplane  whose 
wings  mutually  influence  each  other  has  the  advantage  of 
enabling  computation  to  a  certain  extent.  With  its  help, 
we  may  succeed  in  constructing  formulae  which  will  enable 
the  determination,  in  some  measure,  of  the  quantitative 
relations.  The  second  view-point  is  essential  when  it  is 
desired  to  form  an  idea  of  the  requisite  width  of  the  slot. 
I  would  add  a  word  of  warning  against  too  great  optimism. 
The  relations  are  much  more  complicated  here  than,  for 
example,  in  the  theory  of  the  monoplane  or  biplane.  Much 
work  rauf  still  be  done  before  these  theories  are  developed 
into  practical  ru  es.  With  the  limited  means  now  available, 
much  time  will  be  required  for  this  work.  The  immediate 
task  is  to  determine  whether  the  theories  just  presented 
really  explain  the  essential  features  of  the  phenomena,  or 
whether  other  circumstances  of  decisive  influence  will  come 
in.  This  cannot  be  conclusively  determined  from  the  experi¬ 
mental  data  now  available.  If  the  theory,  however,  agrees 
with  the  facts,  this  is  already  a  great  gain,  even  though  we 
do  not  succeed  in  working  out  convenient  computation 
formulae.  We  then  know,  at  least,  what  the  essentials  are 
for  obtaining  the  right  shapes,  and  can  thus  save  ourselves 
much  useless  work. 


FIG.  7. 
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THE  CO-RELATION  OF  MODEL  AND  FULL-SCALE  WORK 


'*  Model  tests  art-  capable  of  a  wide  usefulness  in  aeronautical 
engineering  if  the  model  work  can  be  satisfactorily  co-related 
with  the  full  scale."  The  "  if  "  in  above  sentence  formed  the 
subject  of  an  interesting  paper  read  by  IT  McKinnon  Wood 
before  the  Royal  Aeronautical  Society  on  November  16. 
1922.  The  lecturer  pointed  out  that  unless  we  can  establish 
some  relation  between  the  model  work  and  the  full  scale, 
the  former  must  be  of  very  uncertain  value.  Wc  may, 
he  said,  endeavour  to  do  this  theoretically  or  experimentally, 
and  proceeded  to  outline  the  theoretical  method  first. 

After  defining  the  three  physical  properties  of  air  (fluidity, 
viscosity,  and  compressibility),  the  lecturer  stated  that  only 
the  first  two  were  of  importance  in  aeronautical  work,  as, 
except  in  tlic  cases  of  shells,  bombs,  and  airscrew  blades, 
the  pressures  caused  by  the  speeds  attained  by  aircraft 
were  not  large  enough  to  cause  important  changes  in 
density.  The  lecturer  then  gave  the  equation  expressing 
the  law  of  dynamic  similarity,  pointing  out  that  this  law- 
does  not  indicate  the  manner  in  which  the  pressure  may 
vary  if  the  quantity  vlpj/x  is  not  the  same  for  the  model 
as  for  the  full-size  machine.  In  order  to  conform  to  this 
law  it  would  be  necessary  to  test  a  one-tenth  scale  model 
at  ten  times  the  speed  of  the  full  scale  machine,  and  not 
only  would  this  require  great  power  expenditure,  but  the 
pressures  attained  at  such  speeds  would  be  such  as  to  cause 
compressibility  of  the  air. 

"  This  Law'  of  Dynamic  Similarity,”  the  lecturer  continued, 

“  cannot,  therefore,  be  conformed  to  in  the  wind  channel 
as  we  use  it:.  Rut  there  is  another  possible  method  by  which 
models  might  be  tested  at  the  full  scale  value  of  vlp4n.  If 
a  model  to  a  scale  of  1  /ro  be  tested  in  a  channel  built  inside 
a  strong  steel  chamber  filled  with  air  at  10  atmospheres 
pressure  at  atmospheric  temperature,  the  value  of  vlp /g  is 
the  same  as  that  of  the  full  scale  at  the  same  speed.  The 
forces  to  be  measured  will  be  ten  times  as  great  per  unit 
area  as  on  the  full  scale,  and  this  introduces  difficulties  in 
supporting  the  model  which  would  make  it  desirable  to  w-ork 
at  lower  velocities  with  a  compensating  increase,  in  density 
and  so  reduce  the  pressures  to  a  convenient  value.  1  believe 
that  the  not  inconsiderable  difficulties  which  would  arise  in 
constructing  a  high-pressure  channel  and  designing  suitable 
balances  can  be  overcome.  The  cost  of  this  method  of 
experimenting  would  be  greater  than  that  of  an  atmospheric 
channel,  but  still  much  less  than  that  of  full-scale  work.” 

The  lecturer  then  started  the  discussion  of  the  nature  of 
viscous  flow  by  considering  the  flow  past  a  body  consisting 
only  of  a  surface  moving  in  its  own  plane,  and  indicated  the 
manner  in  which  the  layer  in  actual  contact  with  the  body 
is  at  rest  relative  to  the  surface,  while  the  velocity  increases 
as  we  pass  outwards  from  it.  The  resistance  of  thin  smooth 
flat  plates  edge-on  to  the  wind  has  been  found  by  experiment 
to  follow  the  law  k  —  (vlp  /g)  ~  0  15  over  a  wide  range. 

For  the  more  practical  case  of  bodies  having  a  certain 
thickness,  the  lecturer  pointed  out  that  the  total  drag  is 
composed  of  two  parts:  (1)  the  resultant  of  the  pressure 
normal  to  its  surface,  and  (2)  the  resultant  tangential  to  its 
surface,  The  effect  of  viscosity  is  two-fold  :  (1)  it  modifies 
the  form  of  the  flow-  so  that  the  normal  pressures  have  a 
resultant,  and  (2)  tangential  forces  are  exerted  on  the  body. 
The  resultant  drag  is  composed  of  these  two  parts  in  pro¬ 
portions  depending  on  the  shape  of  the  body-.  The  stream¬ 
lines  do  not  follow-  the  body  to  the  extreme  tail,  but  break 
away  at  a  greater  or  smaller  distance,  according  to  the 
lineness  of  the  body,  and  enclose  a  "  dead  water  "  region. 
The  lecturer  here  showed  a  slide  of  a  curve  obtained  in  a  wind 
channel,  showing  the  scale  effect  on  a  strut.  The  curve 
indicated  considerable  scale  effect  at  low  values  of  vlpjp, 
but  at  high  values  the  scale  effect  was  quite  small,  and  from 
this  the  lecturer  concluded  that  although  tests  on  small 
models  at  low  speeds  may'  be  of  little  value,  it  may  be  possible 
to  carry  out  model  tests  at  sufficiently  high  values  of  vl  to 
give  a  close  approximation  to  the  full  scale. 

Turning  his  attention  to  unsymmetrical  bodies,  the  lecturer 
pointed  out  that  such  bodies  experience  both  drag  and  a 
cross-wind  force,  or  lift,  and  that  the  principle  of  conservation 
of  energy  leads  to  Bernoulli's  equation  connecting  pressure 
and  velocity,  p  +  Ipv-  const.,  except  to  the  extent  to  which 
energy  is  degraded  into  eddies  and  heat  by  the  action  of 
the  viscous  forces.  This  degradation  is  small  at  high  values 
of  LjD,  and  Bernoulli’s  equation  is  closely  true,  for  the  stream¬ 
lines  which  do  not  pass  very  close  to  the  surface  of  a  wing. 
In  the  language  of  hydrodynamics,  the  flow  is  composed  of 
a  translation  (or  linear  motion)  and  a  circulation  around  the 
wing.  Diagrams  were  then  shown  of  the  form  of  flow  which 
should  theoretically  exist  past  a  wing  moving  in  a  fluid  having 


no  viscosity,  the  span  being  assumed  infinite.  A  second  slide 
showed  the  fluid  circulating  around  the  wing,  while  on  a  third 
the  two  motions  were  shown  superimposed. 

"  It  seems,”  the  lecturer  continued,  ”  that  a  good  approxi¬ 
mation  to  the  lift  of  a  wing  might  be  obtained  by  a  calculation 
by  non-viscous  theory  if  we  Could  determine  what  governs 
the  strength  of  the  circulation  which  is  produced  through 
viscosity  ;  and  in  relation  to  scale,  effect  the  question  of 
interest  is  whether  this  depends  upon  the  magnitude  of  the 
viscosity  or  only  upon  the  existence  of  viscosity.  In  the 
latter  case  we  have  a  reason  for  expecting  no  scale  effect 
upon  lift.” 

After  referring  briefly  to  the  work  of  Joukowsky,  the 
lecturer  made  reference  to  German  work  on  the  subject, 
notably  that  of  Prandtl,  about  whom  the  lecturer  said  : 
"  Starting  from  the  two-dimensional  viscous  flow  round  a 
wing  of  given  section  and  of  infinite  aspect  ratio,  Prandtl 
has  deduced  valuable  theorems  about  the  three-dimensional 
flow-  round  a  w-ing  of  finite  aspect  ratio,  so  that  from  a  test 
of  a  wing  of  any  one  aspect  ratio  the  characteristics  of  wings 
of  the  same  section  and  of  other  aspect  ratios  may  be  calcu¬ 
lated.  Other  theorems  deal  with  multiplane  systems,  with 
the  influence  of  the  proximity  of  the  ground  and  of  the  walls 
of  a  wind  channel. 

”  The  layer  of  fluid  in  contact  with  a  body  is  at  rest,  relative 
to  tlie  body,  and  the  velocity  gradient  close  to  the  body  is 
steep  in  comparison  with  gradients  elsewhere  in  the  fluid 
Measurements  of  velocity  in  air  flowing  along  a  surface  show 
the  very  small  distance  at  which  there  is  a  sensible  reduction 
of  velocity  iu  comparison  with  the  length  of  surface  traversed. 
The  tangential  stresses  in  the  fluid  due  to  viscosity  are,  there¬ 
fore,  relatively  gn  at  close  to  the  surface  of  the  body,  and 
while  viscosity  may  be  responsible  for  the  lift  by  producing 
a  circulation,  the  flow  at  a  little  distance  from  the  wing  may 
be  calculable T>y  arguments  which  ignore  the  viscosity  if  they 
include  the  circulation  to  which  it  gives  rise.  We  may 
summarise  the  argument  by  saying  that  the  action  of  viscosity 
is  concentrated  towards  the  surface  of  the  body.  This 
constitutes  the  justification  of  Prandtl's  application  of  non- 
viscous  hydrodynamics  to  aeronautics,  Another  well-known 
application  of  non-viscous  hydrodynamics  is  the  theorem  of 
Froude  relating  to  screw  propulsion,  which  has  been  subse¬ 
quently  combined  with  the  Aerofoil  Theory  of  Airscrews, 
most  successfully,  I  think,  by  H.  Glauert’s  recent  develop¬ 
ment  of  Prandtl's  work. 

I  can  only  give  here  a  brief  outline  of  Prandtl's  work. 
Consider  a  finite  wing  experiencing  a  uniform  lift  along  its 
span,  There  will  be  a.  uniform  circulation  along  the  span 
which  cannot  cease  at  the  tip,  as  by  a  theorem  of  hydro¬ 
dynamics  vortices  cannot  have  a  free  end.  A  vortex  must, 
therefore,  trail  from  each  tip.  (I11  practice  the  lift  w-ill  not 
be  uniform  to  the  tips,  and  the  wing  will,  therefore,  trail  a 
sheet  of  vortices,  the  strength  of  the  vortices  from  each, 
portion  corresponding  to  the  fall  of  lift.)  Comparing  the 
finite  wing  with  a  hypothetical  wing  of  infinite  span,  it  will 
be  seen  that  the  trailing  vortex  system  gives  a  downwash 
trend  to  the  stream  within  the  span  and  an  upward  trend 
beyond  the  tips.  Whereas  the  flow  before  and  behind  the 
infinite  wing  is  symmetrical  (on  the  basis  of  non-viscous 
flow  with  circulation),  the  downwash  behind  the  finite  wing 
is  greater  than  the  upwash  ahead,  and  the  air  at  the  w-ing 
has  a  downward  trend.  The  wing  moves  in  a  downwash 
of  its  own  producing. 

“  Tliis  downwash  at  the  wing  can  be  easily  calculated  with 
sufficient  accuracy.  The  method  of  estimating  the  lift  and 
drag  of  the  finite  w-ing  from  those  of  the  infinite-  wing  is 
shown  by  the  table  in  which  e  represents  the  downwash  at 


vi  ng  : — 

Aspect  Ratio. 

Infinite. 

Finite. 

Lift  coefficient 

kL 

K 

Incidence  .. 

.  t  a 

a  -f-  f 

Drag  coefficient 

•  * 

kD  +  f/q 

”  This  shows  the  incidence  at  which  the  two  wings  give 
the  same  lift  and  the  drag  coefficients  which  then  obtain. 
Infmitc  aspect  ratio  is  the  datum  of  the  theory,  but,  of  course, 
in  practice  the  datum  will  be  a  test  upon  a  wing  of  some 
finite  aspect  ratio. 

”  Prandtl  calls  this  increment  of  the  drag  at  given  lift 
by  the  trailing  vortex  system  the  '  induced  drag,'  and  the 
drag  of  the  wing  of  infinite  aspect  ratio  and  of  the  same  section 
he  calls  tlje  ‘  profile  drag.’  If  there  is  no  scale  effect  on  lift, 
wc  may  expect  scale  effect  on  drag  to  be  confined  to  the 
'  profile  drag,’  and  the  variation  to  be  greater  in  proportion 
to  the  whole  drag  at  the  smaller  angles  of  incidence. 

“  These  circulation  theorems  have  received  considerable 
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experimental  verification.  They  are  found  to  give  with  good 
accuracy  the  effects  of  change  of  aspect  ratio  and  the  direction 
of  flow  at  points  not  too  close  to  the  wing.  Unfortunately, 
the  most  useful  calculation  of  direction  of  flow,  the  dowmvash 
at  the  usual  position  for  t lie  tailplaoe,  is  complicated  by  the 
rolling  up  of  the  vortex  sheet,  and  has  not  so  far  been  accurately 
made. 

"  In  so  far  as  reliance  might  be  placed  upon  this  form  of 
calculation,  it  is  clear  that  a  solution  obtained  by  a  model 
experiment,  should  be  independent  of  scale,  and  a  class  of 
problems  exist  in  which  wind  channel  results  apply  without 
doubt  to  the  full  scale.  As  an  illustration  there  should  be 
no  scale  effect  upon  the  relation  between  lift  and  downwash. 
whatever  scale  effect  may  exist  between  lift,  drag  and 
incidence. 

"  To  summarise  the  conclusions  of  the  theoretical  dis¬ 
cussion  : — 

“  (x)  There  is  a  law  of  dynamic  similarity  to  which  we  do 
not  conform  in  our  model  experiments. 

*'  (2)  Until  the  mathematical  theory  of  the  flow  of  a  viscous 
fluid  is  further  advanced  we  cannot  arrive  at  a  precise-  or 
certain  theory  of  scale  effect  when  this  law  is  violated. 

"  (3)  Our  experience  leads  us  to  believe  that  by'  experi¬ 
menting  with  models  to  the  larger  scales  which  we  use  we 
obtain  a  good  approximation  to  the  full-scale  conditions. 

"  (4)  We  have  some  reason  to  believe  that  scale  effect  upon 
lift  will  be  less  than  upon  drag  (until  the  stalling  angle  is 
approached). 

“  (5)  Certain  applications  of  non -viscous  theory  to  aero¬ 
nautics  are  justifiable,  and  these  are  independent  of  scale.” 

Having  thus  outlined  the  theoretical  method,  the  lecturer 
proceeded  to  indicate  the  conditions  under  which  model 
tests  in  wind  tunnels  arc  made.  As  these  will  already  he. 
well  known  to  readers  of  Fi.ight,  we  can  coniine  ourselves 
to  certain  aspects  which  arc  not  perhaps,  so  generally 
appreciated. 

"The  walls  of  the  channel,”  the  lecturer  said,  "exercise 
a  constraint  upon  the  flow,  and  influence  the  results  to  an 
extent  which  depends  upon  the  relative  size  of  the  model 
and  the  magnitude  of  the  air  forces.  The  Froude  propulsion 
theorems  have  been  extended  to  provide  a  theory  for  correcting 
tests  of  airscrews  in  a  channel,  and  the  work  of  Prandtl 
provides  a  theory  for  correcting  tests  of  wings.  The  latter 
deserves  some  discussion  here. 

”  If  the  walls  of  the  channel  were  optical  mirrors,  series 
of  images  of  the  model  would  be  seen.  The  model  in  the 
channel  is  more  or  less  aerodynamically  equivalent  to  a  model 
flying  in  formation  with  these  images.  By  the  circulation 
aerofoil  theory  the  influence  of  these  images  on  the  model 
may  be  calculated.  The  corrections  are  1 — 

A  a  16  S/?L//i2 
&kp  0-27 

where  S  is  lifting  area  of  model  and  h  the  breadth  of  a  square 
channel. 

”  The  following  table  shows  the  percentage  correction 
applicable  to  the  lift/drag  ratio  of  biplane  wings  6  in,  X36  in. 
of  R.A.F.  15  section,  tested  in  a  7  ft.  wide  channel  and  in  a 
4  ft.  channel. 

Lift  coefficient  ..  0-15  o  •  273  0^40  0-473 

Seven-foot  channel  4  7  9  7  Per  ceut. 

Four-foot  channel  . .  12  21  27  21  per  cent. 

“  Such  a  model  would  probably  never  be  tested  in  a  four- 
foot  channel,  and  some  doubt  may  be  felt  as  to  the  re-liability 
of  a  correction  of  such  magnitude  ;  but  the  correction  for 
the  seven-foot  channel  is  large  enough  to  receive  attention, 
and  l  think  that  the  theory  may  be  relied  upon  for  corrections 
of  this  size,  as  it  has  been  found  to  bring  tests  of  a  6  in.  X 36  in. 
monoplane  in  four  and  seven-foot  channels  into  good  agree¬ 
ment. 

0  0 

Low  Flying  over  Leeds 

The  first  prosecution  at  Leeds  under  the  Air  Navigation 
Act  of  1920  took  place  on  November  14,  when  Derrick  A. 
Shefferson,  pilot,  and  the  De  Haviliand  Co.  were  summoned 
for  flying  an  aeroplane  lower  than  4.000  ft.  above  the  city-. 
The  aeroplane  was  being  used  to  take  photographs  from  the 
air  on  the  day  of  the  offence.  The  pilot  explained  that  his 
engine  failed  and  he  had  to  descend  on  YVonrlhouse  Moor. 
As  he  did  so,  he  saw  a  nurse  and  baby  sitting  on  the  grass. 
He  swerved  in  order  to  miss  them,  and  in  doing  so  his  machine, 
caught  some  trees.  The  aircraft  company  were  fined  £25 
and  10  guineas  costs,  and  the  pilot  was  fined  40s. 

Mr.  Tilghman  Richards  Disengaged 

We  learn  that  Mr.  G.  Tilghman  Richards  is  shortly  severing 
his  connection  with  Martinsyde,  Ltd,,  of  Woking,  whose 


"  The  interference  of  the  channel  walls  increases  the  rate 
of  change  of  lift  with  incidence  and  reduces  the  stalling 
angle  ;  reduces  the  drag  by  an  amount  proportional  to  the 
lift,  giving  the  drag  curve  a  less  steep  slope  ;  it  also  reduces 
the  downwash  and  so  increases  the  stability-  and  makes  the 
model  relatively  '  nose-heavy. * 

"  We  have  also  to  repogni.se  that  the  model  tests  which  we 
make  are  generally  tests  upon  isolated  components  which 
must  be  applied  to  complete  aircraft  with  caution.  The 
complctest  model  tests  which  we  are  accustomed  to  use 
do  not  represent  the  aircraft  flying  under  its  own  power 
The  action  of  the  airscrew  slipstream  upon  the  tail  unit  is 
important  and  highly-  complex,  and  I  should  hesitate  to 
estimate  it.  The  mutual  interference  of  parts  is  often  large, 
especially  when  the  parts  are  of  low  resistance-  form.” 

Regarding  full-scale  experiments,  the  lecturer  pointed  out 
that  one  source  of  error  was  the  unknown  vertical  currents 
in  the  atmosphere,  which  might  introduce  serious  errors 
The  experimental  investigation  of  scale  effect,  was  dealt  with 
next,  but  as  our  space  is  limited  and  this  aspect  of  the  problem 
will  be  fairly  well  known  from  published  Reports  and  Memor¬ 
anda,  we  must  pass  it  over. 

‘‘These  results,”  the  lecturer  continued,  “arc  typical  df 
others,  from  which,  in  my  Opinion,  we  may  conclude  that 
carefully-conducted  wind  channel  tests  at  .sufficiently  large 
values  of  VL  give  a  very  good  prediction,  of  full-scale  per¬ 
formance  for  the  most  common  type  of  aeroplane,  the  thin 
wing  biplane  ;  but  we  must  be  cautious  of  generalising  this 
conclusion.” 

Reference  was  then  made  to  the  way  in  which  deeply- 
cambered  aerofoils,  such  as  R.A.F.  10,  may  show  higher  lift 
coefficients  at  low  values  of  vl  than  at  high  values  ;  in  other 
words,  the  scale  effect  ”  goes  the  wrong  way.”  The  lecturer 
pointed  out  in  this  connection  that  one  should  not  from  this 
fact  form  the  conclusion  that  slotted  wings  will  behave  in  a 
similar  manner.  “  Moderately  thick  wings,”  he  said.  “  such, 
as  section  64,  do  not  exhibit  this  scale  effect,  and  thicker 
wings  than  64  may  attain  the  lift  given  by  the  model.” 

“  Conclusion.- — 1  have  endeavoured  in  this  paper  to  give  a 
survey  of  the  subject  at  the  risk  of  some  loss  of  lucidity  in 
the  attempt  to  cover  a  wide  field.  Two  factors  in  the  relation 
between  wind  channel  tests  and  the  full  scale  seemed  to  require 
discussion  :  the  differences  between  the  conditions  of  the 
wind  channel  and  those  of  free  flight,  and  the  possible  results 
of  the  failure  to  conform  to  the  Law-  of  Dynamic  Similarity'. 

1  have  dealt  at  some  length  with  theories  which  1  think  help 
towards  an  understanding  of  the  use  of  model  tests,  and  this 
has  prevented  me  from  examining  the  experimental  evidence 
at  all  extensively.  Ultimately,  we  may  achieve  a  complete 
theory  of  viscous  flow  ;  but  this  is  far  off,  and  at  present 
theory  does  not  take  us  far.  In  the  meantime  we  must  be 
prepared  to  find  departures  of  the  full  scale  from  predictions 
based  upou  the  model ;  but  as  the  experimental  evidence 
has  accumulated,  the  use  of  model  tests  has  acquired  a  basis 
of  considerable  certainty.  Scale  effect  is  seen  to  be  evanescent 
upon  most  of  the  forms  which  w-e  wish  to  use.  and  it  is 
practicable  to  conduct  the  model  tests  upon  a  scale  sufficient 
to  give  accurate  predictions.  On  the  other  hand,  we  wish 
at  times  to  use  forms,  typified  by  R.A.F.  Ty  wing,  of  which 
this  cannot  be  said,  and  I  am  anxious  to  see  a  compressed 
air  wind  channel  built  as  the  most  rapid  means  of  advancing 
the  investigation  of  these  shapes  ;  but  in  any  case  the  com¬ 
parative  full  scale  and  model  work  should  be  vigorously 
continued  by  the  most  accurate  means  we  can  devise. 

“  Although  the  relation  between  mode!  and  full  scale  is 
not  fully  understood,  and  the  wind  channel  is  not  infallible, 
it  is,  I  think,  generally  agreed  that  it  has  a  wide  sphere  of 
usefulness,  is  a  method  of  good  reliability,  and  valuable  both 
as  an  aid  to  design  and  as  a  means  of  rapid  experimental 
investigation.” 

H  H 

general  manager  he  has  been  for  more  than  a  year,  and  that 
he  would  like  to  return  to  the  aircraft  industry.  Mr.  Tilghman 
Richards  received  his  early  training  in  (the  motor-car  industry, 
but  became  attracted  by  aviation  quite  early,  joining  the  late 
Mr.  Cedric  Lee  in  his  experiments  on  the  circular  monoplane 
at  Shoreham.  In  1914  Mr.  Richards  was  commissioned 
lieutenant  in  the  R.N.A.S.,  and  was  appointed  inspector  of 
naval  aircraft  at  Beardmore’s.  In  1913  he  joined  Beardmore’s 
as  designer  and  assistant  manager  of  the  aviation  department, 
which  position  he  held  until  the  closing  down  of  Beard  more's 
aircraft  department  in  1921.  Mr.  Tilghman  Richards  has, 
although  it  may  not  be  generally  known,  had  very  considerable 
experience  with  gliders  and  gliding,  the  "circular”  plane 
being  tried  in  model  and  full-sized  glider  form  before  and  in 
between  flights  with  the  full-size  power-driven  machines. 
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PROF.  WILLIAM  NEWELL’S  ACCIDENT. 

We  regret  to  learn  that  the  late  Prof.  William  Newell,  who 
met  his  death  during  a  parachute  descent  in  Denmark  on 
October  24,  has  left  his  wife  and  his  live  boys,  aged  from 
t  to  15  years,  totally  unprovided  for.  It  is  felt  that  an 
effort  should  be  made  to  help  them  in  their  distress,  and  a 
fund  has  been  opened  for  this  purpose.  We  trust  our  readers 
will  assist  in  this  direction  by  sending  subscriptions  to  one 
or  other  of  the  following 

The  Revd.  Prebendary  F  W.  Joyce, 

The  Vicarage,  Harrow. 

Messrs.  E.  R.  Cai  throe's  Aerial  Patents,  Ltd., 

423  and  4 23 a,  Edgware  Road,  London,  W.  z. 

Messrs.  C.  G,  Spencer  and  Sons, 

56 a,  Highbury  Grove,  London,  N.  5. 

From  the  report  on  the  searching  investigations  as  to 
the  cause  of  the  accident,  which  we  have  received  from 
Mr  Calthrop,  it  would  seem  that  this  regrettable  accident 
is  clearly  a  case  of  familiarity  breeding  contempt  on  the 
part  of  the  unfortunate  parachutist.  From  the  evidence 
sent  to  us  it  appears  that  Prof.  Newell  neglected  to  see  that 
the  reaction  tapes  had  been  connected  up  with  the  rigging 
tapes  by  the  standard  "  breaking  cords,"  with  the  result 
that  the  rigging  tapes  were  not  extended  ami  the  pull  of  his 
falling  weight  came  at  once  upon  the  periphery  of  the  para¬ 
chute  body.  Thus  the  latter  was  pulled  out  lopsided Iy, 
so  that  the  launching  ring  got  jammed  and  wedged  the 
upper  part  of  the  silk  body  in  the  container. 

Although  the  pilot,  Mr.  Johansen,  managed  to  get  low 
down  over  the  water,  enabling  Newell  to  release  himself 
when  at  a  height  of  about  60  ft.,  and  drop  into  the  water, 
Newell  was  unable  to  swim  for  more  than  20  yards  or  so, 
and  eventually,  although  help  reached  him  within  six  minutes, 
he  succumbed  to  the.  extreme  cold,  and  exhaustion 

It  is  certainly  unfortunate — not  to  say  inexplicable — 
that  the  late  Prof.  Newell,  with  his  vast  experience  and 
knowledge  of  parachuting,  should  have  neglected  certain 
vital  operations  in  the  folding,  etc.,  of  the  parachute,  when 
he  must  have  known  the  great  risk  he  was  running  in  con 
sequence.  Our  fullest  sympathy  is  extended  to  Mrs.  Newell— 
herself  a  parachutist  and  therefore  able  to  understand  the 
facts— and  her  family. 

*  »  m  m 

SIDE-WINDS 

Mr.  H.  S fencer  Naylor,  Managing  Director  of  Naylor 
Brothers  (London),  Ltd.,  varnish  and  paint  manufacturers, 
of  Slough,  Bucks.,  has  been  elected  Chairman  of  the  London 
Association  of  the  National  Federation  of  Associated  Paint, 
Colour  and  Varnish  Manufacturers  of  the  United  Kingdom. 

We  are  not  surprised  to  hear  that  the  A.C.  car,  which  has 
so  many  users  in  the  aviation  world,  is  steadily  building  up 
a  remarkable  reputation,  thanks  to  the  policy  of  the  governing 
director,  S.  F.  Edge,  which  is  to  prove  by  R.A.C.  trials  and 
other  public  tests  that  everything  claimed  for  the  car  can 
and  will  be  done  by  any  A.C.  car  sold  for  the  purpose  to  any 
buyer.  This  was  demonstrated  recently  by  an  interesting 
R.A.C,  test,  in  which  a  list  of  47  A.C.  agents  was  supplied  to 
the  Chib,  who  selected  from  one  of  these  one  of  the  xi  *8  h.p. 
model  de  luxe  two-seaters  from  stock,  for  the  test.  The 
engine  was  then  run  continuously  for  48  hrs.  gh  mins.,  during 
which  time  the  car  was  voluntarily  stationary  for  1  hr,  22  mins. 
A  distance  of  1,436  !  miles  (between  Hounslow,  Reading,  Hook, 
Hounslow  and  on  Brooklands  Track)  was  covered  at  average 
speeds  of  20  m.p.h.  on  the  road  and  41-4  m.p.h.  on  the  track. 
The  petrol  consumption  was  29-2  rn.p.g.  and  the  oil  consump¬ 
tion  655  m.p.g.  After  the  car  was  obtained  from  the  agent 
it  was  kept  under  R.A.C.  observation,  and  the  driver  only 
went  over  the  various  points  of  the  car  in  the  ordinary  way. 
Occasional  sticking  of  the  throttle  barrel  was  the  only  trouble 
experienced.  In  short,  it  gave  a  very  good  account  of 
itself  1 


An  opportunity  occurs  to  secure  the  services  of  an  ex¬ 
perienced  publicity  specialist  who  is  presently  making  a 
change.  Any  of  our  readers  interested  we  shall  be  pleased 
to  place  in  communication  with  him.  He  is  an  experienced 
organiser,  writer  of  copy  and  catalogue  compiler,  and  for 
preference  would  like  to  arrange  part  time  with  any  firm 
which  does  not  really  need  a  lull  time  man,  to  control  the 
advertisement  section.  A  line  to  "  Progress,”  c/o  of  the 
Editor  of  Flight,  will  at  once  reach  its  destination. 


SOCIETY  OF  MODEL  AERONAUTICAL  ENGINEERS 
(London  Aero-Models  Association) 

The  debate  held  at  Headquarters  last  Friday,  opened  by 
Messrs.  Burchcll  and  Rippon.  on  ”  Large  Models  and  Small 
Models  ”  proved  so  interesting  that  it  is  found  necessary 
to  continue  same  on  Friday,  December  t.  On  Friday  next 
Dr.  Haukin  will  give  a  lecture  on  ”  The  Evolution  of  Animal 
Flight,”  illustrated  by  lantern  slides.  On  Friday,  December  8, 
a  smoking  concert  has  been  arranged  at  Headquarters,  under 
the  direction  of  Mr,  Louch  and  Mr.  Levy.  We  a.re  again 
indebted  to  Mr.  Louch  for  kindly  providing  the  artistes. 

The  Competition  Secretary  reports  that  the  competition  for 
the  Pilcher  Challenge  Cup  held  on  Hackney  Marshes  was 
disappointing,  on  account  of  the  number  of  entrants  being 
less  than  contemplated.  No  member  qualified  with  the 
20-secs.  R.O.G.,  Mr.  C.  Hersoni  being  nearest  with  17  secs.. 
Mr.  F.  de  P.  Green  coming  next  with  15  secs.  On  the  other 
hand,  there  was  a  good  exhibition  of  general  flying  ;  all  the 
enclosed  models  flew  well  hand-launched. 

Mr.  Rippon  instituted  an  improvement  on  Pavely’s 
system  of  ”  Kite  launching  ”  model  gliders,  by  which  method 
when  the  model  has  attained  its  greatest  height,  limited 
by  the  length  of  the  towing  line  (about  150  It.),  the  model  is 
automatically  released  and  a  free  glide  follows.  Mr,  Howse 
was  especially  successful,  the  best  of  Ins  glides  being  57, 
54  and  51  secs.  Mr.  Rippon  tested  a  new  light-weight 
glider,  obtaining  23  secs,  on  100  ft.  of  line. 

Mr.  M.  Levy  reports  that  on  Saturday  at  Sudbury  Flying 
Ground — Messrs.  Rippon,  Johnson,  Green  and  himself  being 
present — the  conditions  were  bad  for  gliding,  the  wind  being 
across  the  hill,  Rippon'sbest  flight  being  25  secs,  and  Levy’s 
20  secs.  Mr  Johnson  had  a  large  tractor, 

.Members  are  specially  requested  to  be  present  on  Wimbledon 
Common  on  Sunday  morning  next,  when  the  Glider  Competi¬ 
tion  for  Dr.  Hankin's  prizes  will  be  held.  The  Secretary 
of  the  Dutch  Model  Aeroplane,  Mr  J  H,  Van  der  Muelin, 
hopes  to  witness  some  good  flying  and  gliding. 

A.  E.  JONES. 

Hon.  Sec. 

»  m  J8  m 
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harness  ou  aviator.  (188,031.) 

20.3S5.  P.  J.  Moonev.  Metal  wings  and  lifting-surfaces.  (188.055.) 

JO, 799.  P.  J.  l/HirFiN,  Screw  propellers.  (i»8,jo6,) 

If  you  require  anything  pertaining  to  aviation,  study 
♦‘Flight's”  Buyers’  Guide  and  Trade  Directory, 
which  appears  in  our  advertisement  pages  each 
week  (see  pages  iii  and  xiv), 
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FLIGHT  BUYERS’  GUIDE  AND  TRADE  DIRECT O R Y—  continued. 

{Continued  from  p.  xiv.) 

SPARKING  PLUGS - 


fabrics  AND  YARNS- 

Victoria  Rubber  Co.)  Ltd.,  Edinburgh. 

FLYING  school— 

Fraser's  Flying  School,  Kingsbury,  N.W.y. 

CLIDERS- 

fVjrct,  L.,  Inge  nit  ur,  25,  Rue  Lumlrrccht,  Cour- 
hevoic  sur  heini,  France 

glues  - 

Lang  Propeller  Ltd.,  Weybridge.  Surrey. 
Weybridge  530 -521 ;  “  Aerosticks,  Weybridge 

hangars- 

Vauxhall  Trading  Co.,  Ltd.,  37,  Great  James  St., 
liedford  Row,  W.C.  t. 

INGOT.  ALUMINIUM- 

British  Aluminium  Co.,  Ltd.,  The  109,  Quee» 
Victoria  St,,  London. 

City  2676;  “  Cryolite,"  Cent.  London. 

INSTRUMENTS  (Speed),  Watcbe*,  &c. — 

JSiow  n  tiros.,  Ltd.,  Great  Eastern  Street,  London, 

R. C.2. 

Goldsmiths  &  Silversmiths  Co.,  112,  Regent  Street, 
W.  x,  Gerrard  9091  (3  lines). 

Smith.  8.,  &  Sons  (Nl.A.  >,  Ltd.,  Cri>  klewond 
Works,  N.W.2.  NVillesden  >335(7  lines). 

INSULATING  MATERIALS— 

Macl-cnnnn.  John,  &  Co,,  115,  Newgate  Sr.,R.C.  t. 

City  3115;  11  Vanditara,"  Cent,  London. 

LUBRICATING  OILS 

Wakefield,  C.  C.,  &  Co.,  Ltd.,  Chiapsld*.  K.C.*. 
Central  ji$6  (  i  line  A,  "  Cherry, "  Cent,  London. 

MACHINING 

Monk  Engineering  Ca,  Ltd.,  Coventry. 

Coventry  S07;  '‘Assistance,'1  Coventry. 

MAGNETOS— 

fcrhish  Thomson-Houston  Co.,  Lul.,  Lower  FuttI 
Stteet,  Coventry. 

Telephone  978;  "  Astermdnl,"  Coventry. 

METALS  (AntS-Frietum) 

Hoyt  Metal  Co.,  Lid.,  Deodar  RuaJ,  Putney, 

S. W.  15.  PlUliey  1 3*3. 


METAL  PARTS  AND  FITTINGS- 

Brftwn  Pros.  Ltd.,  Great  Eastern  Street,  London, 
E.C.  2. 

Monk  Engineering  Go.,  High  Street,  Coventry. 

Coventry  807  ;  "  Assistance."  Coventry. 

Ruliery,  Owen  &  Co.,  Darlaston. 

lUHaston  87  ;  “Roofs,"  Darlaston. 

MODELS- 

Jones,  .4.  E.,  Ltd.,  25,  Kversholl  Road,  Camden 

Town,  N.W.  t. 

D. A.P.,  Replingtiam  Road,  Southfield*,  S.W.  18. 

PARACHUTES- 

E.  R.  Calthrop's  Aerial  Patents,  Ltd.,  323a, 
Edgwarc  Road,  London,  W.  1,  Paddington  6332. 

Spencer,  C.  G.,  &  Sons,  Ltd.,  59a,  Highbury 
Grove,  N.  5.  Dalsion  189 3. 

PETROL- 

Antrlo-American  Oil  Co.,  Ltd.  (Pratt's),  Queen 
Attne  s  Gate,  S.W.  t. 

British  Petroleum  Co..  Ltd.,  22,  Fend  lurch  Street, 
tL  C.  3. 

PETROL  GAUGE— 

W,  Ryan  Han,  McCreath  Taylor  ,*c  Co.,  31 , 
Victoria  Street,  S,W.  t. 

PROPELLERS- 

I ’.lack burn  Aeroplane  and  Motor  Co.,  Ltd., 
Olympia,  Leeds.  Roundhay  6ot  (5  lines) ; 

“Propellers,"  Leeds. 

Falcon  Airscrew  Co.,  113,  Cottenham  Road. 
Holloway,  N.  19.  Hornsey  910  &.  2472. 

Lang  Propeller,  Ltd.,  Weybridge,  Surrey, 

520-521,  Weybridge;  “ Aerosticks,"  weybridge. 

PUTTEES- 

Fox  Bros  &  Co.,  Lid.  (Dept.  R),  Wellington, 
Somerset. 

RADIATORS  AND  RADIATOR  REPAIRS— 

Stsrck  Radiators,  Lid.,  Warwick  Road,  Greet, 

Birmingham. 

Victoria 531  (3  lines)  ;  “  Nerleak,"  Birmingham. 

SHEET  METAL  WORK  STAMPINGS  AND 
PRESSINGS— 

Rubery,  Owen  A  Co,,  Dm  last  on. 

Darlaston.  S7 ;  *’  Roofs,"  Darlattcn. 


Robmhood  Engineering  Wotks,  Ltd.,  Tire,  Putney 
Valo,  S.W.  15.  Putney  *132,  2133. 

“  Kaalgee,"  Phone,  London. 


SPRAYING  PLANT— 

Aerograph  Co.,  Ltd.,  43,  Holborfl  Viaduct, 
IC.C,  .. 

Hclhorn  3o*i ;  “  Aerography,"  London. 


STABILIZERS— 

Auto  Controls,  Ltd.,  to,  Iteddun  Street,  Regent 
Street,  London,  S,W.  1.  Regent  36*9. 

TAPES  AND  WEBBING— 

MucLennan,  John,  K  Co,,  115.  Newgate  St.,  K.C.r. 

_  City  115  ;  •  Va.ndu.ira,"  Cent.  London. 


TIMBER— 

Owen,  Joseph,  &  Soli,  Boro1  High  Street,  S.IC. 

Hup  381 1  ;  “  Bucberon,”  London. 


TUBES,  ALUMINIUM— 

British  Alluniniuin  Co.,  1-ttL,  The,  109,  Queeb 
Victoria  Strt  London. 

City  2676  ;  '  Ciyolite,"  Cent.  London. 


TYRES  AND  WHEELS- 

Palmer  Tyre.  Ltd.,  Shaftesbury  Avenue.  W.C.  2. 
GerrarJ  121*  ;  “  Tyricerd,"  Westceut,  London. 


WELDINGS,  REPAIRS— 

Barimar,  Ltd,,  to,  Poland  Street,  Loudon,  W.  t. 
Gefratd  8173  ;  “  Ba.riqua.mar,"  Reg,  London, 


WIND  SHIELDS— 

Auster,  Ltd.  13,,  Long  Acre,  W.C.  a. 


WIRES  AND  CABLES  (Aeroplanw)- 

builivants.  Ltd.,  72,  Mark  Lane,  F.C.  5. 

Works:  Millwull,  E.  1*. 


ALUMINIUM  PISTONS 

—  AND  — 


STRUT-PACKING  PIECES 


To  A.I.D.  Requirement*. 

The  LONDON  DIE  CASTING  FOUNDRY,  Ltd. 

Treralett  Grove,  Junction  Road,  Holloway,  N.  19. 

’Phone — Horhset  1593,  T ub«  Stauoii— HtGticAT*. 
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“L.B.”  Petrol  Centralizer. 


Collects  and  centralizes 
the  petrol.  Feeds  auto¬ 
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damaged  tank  without 
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feed. 
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RYAN  HART, 
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M.  VICTORIA  STREET,  S.W.l. 


Pey  ret-  Maney  rol 
Glider. 

Winner  of  “‘Daily  Mail"  Competition 
Holder  of  World's  ''Duration  Record 
(3  hours  21  mins.  7  secs.). 

Price  200  Guineas 

Delivered  in  Park 
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“A  British  Commercial  Aeroplane 
in  which  a  business  man  can  dictate 
letters  to  his  typist  and  sign  the  com¬ 
pleted  letter  while  on  his  way  to  his 

appointment . The  Westland 

Limousine.  Built  by  Petters  Limited, 
Yeovil.”  Vide  Press. 
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WESTLAND 
LIMOUSINE 
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DIARY  OF  FORTHCOMING  EVENTS 

Club  Secretaries  and  others  desirous  of  announcing  the  dates 
of  important  fixtures  are  invited  to  send  particulars  (or 

inclusion  in  the  following  list  1 

1922. 

Nov.  30  .... 

Closing  date  lor  FLIGHT  Glider  Designing 

Competition 

Dec.  1  .... 

Lecture,  “  Constructional  Design  ol  Aero- 

planes,”  by  C.  W.  Tinson,  before  I.Ae.E. 

Deo.  15- 

Jan.  2 

Paris  Aero  Exhibition 

1923. 

Mar.  15  .... 

Entries  close  lor  Dutch  Height  Indicator  Com- 

petition 

June 

International  Air  Congress,  London 

Deo.  1 

Entries  close  for  French  Aero  Engine  Com- 

petition 

1924. 

Mar.  1  .... 

French  Aero  Engine  Competition 

EDITORIAL  COMMENT. 

E  are  extremely  glad  to  learn  that  we 
were  misinformed  in  the  matter  of 
the  future  of  Hendon,  as  stated  under 
the  heading  “  Exit  Hendon  ”  in  last 
week's  issue  of  Flight.  The  source  from 
which  our  information  came  was  such 
as  to  give  us  no  reason  for  questioning 
its  accuracy,  and  consequently  the 
paragraph  was  published.  It  has  now  been  pointed 
out  to  us  by  the  Grahame- White  Co.,  Ltd.,  proprietors 
Hendon  ^he  London  Aerodrome,  that  so  far 

Redivivus  ^rom  contemplating  the  cutting-up  of 
the  ground  into  building  plots,  it  is 
intended,  at  no  very  distant  date,  to  re-open  the 
London  Aerodrome  on  a  scale  far  larger  and  more 
important  than  has  hitherto  been  possible.  Needless 
to  say,  we  are  delighted  to  hear  that  this  is  the  case. 
We  have  consistently  advocated  the  return  to  Hendon 
as  the  scene  of  aviation  meetings,  pointing  out  that 
it  is,  even  now,  far  more  easily  reached  from  the  centre 
of  London  than  is  Waddon. 

Moreover  —and  this  is  a  point  which  is  not,  perhaps, 
always  recognised — Hendon  was  before  the  War  the 
recognised  aerodrome  for  London,  and  there  was 
something  more  than  a  mere  name  in  the  appellation 
“  London  Aerodrome.”  In  fact,  Hendon  and  flying 
became  synonymous  terms.  Nor  has  this  fact,  we 
are  quite  certain,  been  materially  altered,  and  as 
soon  as  an  aviation  meeting  is  again  announced  for 
Hendon  it  will  be  found  that  visitors  will  flock  to  the 
'drome  in  numbers  which  Waddon  can  never  hope 
to  see. 

The  extension  of  the  tube  to  Edgware,  with  a 
station  in  Colindale  Avenue,  about  ioo  yards  from 
the  main  gates  of  the  aerodrome,  will  place  the  London 
Aerodrome  within  30  minutes  of  Piccadilly  Circus, 
with  no  change  anywhere,  and  no  long  walk  at  the 
end  of  the  journey.  What  this  will  mean  as  an 
additional  inducement  to  visitors  can  easily  be 
imagined.  It  would  indeed  be  difficult  to  improve, 
from  the  point  of  view  of  facility  of  access,  upon 
Hendon,  and  add  to  this  the  association  which  the 
London  Aerodrome  has  with  flying  in  the  good  old 
days,  and  it  will  be  realised  that  when  flying,  both 
sporting  and  commercial,  gets  really  going  again, 
Hendon  cannot  very  wrell  be  ignored. 
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By  way  of  showing  that  the  proprietors 
fnc  ro'lsi  d  the  London  Aerodrome  have  no 
Enterprise.  intention  of  abandoning  the  site  as  an 
aerodrome,  it  may  be  mentioned  that  an 
additional  piece  of  land — approximately  150  acres — 
has  been  acquired,  and  can  be  made  part  of  the  old 
aerodrome.  This  piece  of  land  lies  some  little 
distance*  to  the  north  of  Colindalc  Avenue,  between 
hdgware  Road  and  the  old  aerodrome,  and  adjoins 
the  old  aerodrome  for  a  considerable  distance  In 
addition  to  the  Midland  Railway,  which  passes  the 
aerodrome,  there  is  a  private  railway  running  almost 
all  round  the  property,  right  up  to  the  Edgware 
bond,  so  that  it  will  be  seen  that,  what  with  the  tube 
extension,  the  Midland  Railway  (with  a  halt  at 
1  lendon)  and  the  private  railway,  it  should  be  possible 
to  take  care  of  practically  speaking  any  number  of 
visitors.  Trains  could  probably  be  run  out  on  the 
Midland  Railway  and  straight  on  to  the  aerodrome 
siding,  thus  supplementing  the  tube  and  ’bus  services. 

With  the  well-equipped,  works,  hangars  with 
electric  light  and  power,  easy  access  by  rail  or  road  for 
goods  traffic,  the  aerodrome  is  also  particularly  well 
equipped,  and  it  might  be  mentioned  that  -a  great 
deal  of  work  has  been  done  on  the  aerodrome,  itself 
in  the  way  of  drainage,  etc.,  so  that  the  surface  is, 
or  could  very  quickly  be  made,  smooth  enough  even 
for  racing  machines. 

It  is,  perhaps,  open  to  question  whether  or  not 
Hendon  could  and  should  be  made  the  London  Air 
Port.  Against  it  might  be  advanced  the  objection 
that,  for  continental  traffic,  machines  would  have  to 
make  a  considerable  detour  to  avoid  flying  over 
London,  while  the  distance  would  be  somewhat 
greater  than  from  Waddon.  Nor  is  it  all  certain 
that  it  would  be  an  unmixed  blessing  to  have  the 
Air  Port  there.  Experience  at  Waddon  appears  to 
indicate  that  it  is  not  desirable  to  mix  the  two  sides 
of  flying. 

in  this  case  this  objection  might  be  overcome  by 
having  the  “  Sports  ”  Aerodrome  on  the  piece  of 
ground  adjoining  the  Edgware  Road  (where  another 
station,  near  by,  on  the  tube  extension  is  being  built) 
and  keep  the  “  serious  ”  air  traffic  on  the  old  aero¬ 
drome,  where  already  large  permanent  buildings  are 
in  existence.  At  any  rate,  when  the  internal  air 
services  grow,  as  they  certainly  will,  the  lines  from 
the  north  and  west  would  naturally  terminate  at 
Hendon.  This  could  be  done  with  a  minimum  of  new 
organisation,  as  such  passengers  who  wished  to  go 
on  to  the  continent  could  be  flown  over  to  Croydon 
(assuming  that  aerodrome  to  be  retained  for  the 
continental  traffic)  in  a  very  short  time. 

<£  <s> 

Aircraft  at  the  British  Empire  Exhibition 

A  growing  demand  for  space  at  Wembley  is  reported 
by  the  British  Empire  Exhibition  authorities.  As  the 
Exhibition  is  being  planned  on  a  scale  far  greater  than  any 
hitherto  attempted  (the  Machinery  Hall  and  the  Industrial 
Hall  cover  an  area  of  884,000  srp  ft.),  it  has  not  yet  been 
possible  to  allocate  any  definite  area  to  a  particular  trade. 
That  the  aircraft  section  will  be  well  looked  after  is  ensured 
by  the  composition  of  the  Aviation  Committee,  the  members 
of  which  axe  as  follows :  Maj.-Gen.  Sir  W.  Scfton  Brancker, 
K.C.’B.  (Chairman)  ;  Brig.-Gen.  K.  K.  Bagnall-Wild,  C.M.G., 
C  B,1 ...  R.A.E.  ;  Lieut. -Col.  Mervyn  O’Gorman,  C.B.,  D.S.O.  ; 
Col.  F.  Searle,  C.B.E.,  D.S.O.  ;  Licut.-Col.  Alec  Ogilvie, 
C.B.E.  ;  Mr.  G.  Holt  Thomas;  and  Maj.  C.  C.  Turner, 
E.K.G.S.,  A.E.H.Ae.S.,  MI.Ae.F. 

Sky-Writing  in  America 

Maj.  J.  C.  Savage  and  Capt-  Cyril  Turner,  his  pilot, 
are  at  present  in  America,  with  l lie  object  of  introducing 


Another  development  which  it  is  not  difficult  to 
imagine  would  be  the  establishment  at  Hendon  of  a 
base  for  airship  lines,  if  and  when  such  come  into 
being.  One  section  of  the  ground  could  then  be  used 
by  the  lighter-than-air  traffic  and  the  other  for 
aeroplane  work.  The  two  would  be  close  enough 
together  for  co-opcration,  but  need  not  be  in  one 
another’s  way  in  the  slightest. 

Altogether  we  are  glad  to  be  able  to  say  that  we 
were  wrong  when,  last  week,  we  lamented  the  demise 
of  Hendon,  and  personally  we  tender  our  apologies 
to  Mr.  Claude  Gra hame-Wl  1  i te  and  the  Grahame- 
White  Co.,  expressing  at  the  same  time  our  satis¬ 
faction  with  and  admiration  of  the  policy,  under  many 
serious  handicaps,  which,  in  spite  of  tempting  offers  for 
purposes  which  would  once  and  for  all  spoil  the 
ground  for  an  aerodrome,  has  been  far-sighted  enough 
to  visualise  the  enormous  possibilities  of  making 
Hendon,  both  in  name  and  in  deed,  the  London 
Aerodrome.  Good  luck  to  it,  and  may  the  revival 
come  soon. 

♦  ♦  ♦ 

At  the  Rome  Conference  of  the  Fedetd- 
Nf"i  c  °uffc  lion  A  eronautique  Internationale,  which 

Records  was  held  from  October  8  to  October  13, 

IQ22,  it  was  decided  to  increase  the 
length  of  the  course  over  which  world's  records  must 
be  flown  from  1  kilometre  to  3  kilometres.  This 
announcement  will  be  received  with  satisfaction  by 
all  interested  in  accurate  timing  of  aeroplane  speeds, 
as  it  has  long  been  evident  that  over  a  short  distance 
of  only  just  over  half-a-mile  it  is  well  nigh  impossible 
to  get:  accurate  results.  A  .slight  dive  towards  the 
first  post  will  increase  the  speed  of  a  modern  fast 
machine  very  considerably.  In  fact  it  is  probable 
that,  where  strict  observation  is  not  kept,  it  may  be 
possible  for  a  pilot  to  gain  sufficient  momentum  in 
this  way  to  increase  the  speed  of  his  machine  not 
only  over  the  first  part  but  over  the  whole  of  the  speed 
course. 

One  very  unsa  tisfactory  phase  of  l  he  present  speed 
tests  is  that  they  give  rise  to  a  great  deal  of  un¬ 
certainty,  and,  knowing  how  easily  a  small  error  may 
creep  in,  there  has  been  too  much  tendency  during 
the  last  few  years  for  one  country  rather  to  doubt  the 
accuracy  of  the  timing  of  records  established  in 
another.  It  is  unnecessary  to  go  into  details,  the 
position  being  well  known,  and  it  suffices  to  express 
the  wish  that  the  new  regulations,  requiring  as  they 
do  a  distance  of  roughly  i|  miles,  will  remove,  or  at 
any  rate  tend  to  reduce  to  a  minimum,  the  unsports¬ 
manlike  distrust  which  has  existed  of  late  vents 

v 

where  speed  records  are  concerned. 

3>  <$> 

the  “sky-writing”  invented  by  Maj-  Savage.  They  have 
taken  two  aeroplanes  with  them,  so  that  should  any  mishap 
occur  to  one  machine  there  will  still  be  one  available  with 
which  to  carry-  on.  On  November  28  there  was  a  great 
craning  of  necks  in  New  York,  when  (  apt.  Turner  wrote  in 
large  letters  across  the  sky.  “Jlullo,  U.S.A.  !  ”  We  shall 
be  very  surprised  if  Maj.  Savage's  invention  is  not  readjly 
taken  up  on  the  other  side.  It  seems  to  be  particularly 
suited  to  American  conditions,  most  of  the  States  being 
blessed  with  a  much  greater  proportion  of  blue  sky  than 
are  we  in  this  country,  In  France  also  the  invention  has 
been  introduced  recently,  the  Parisians  being  delighted  with 
the  new  form  of  advertising. 

The  W.R.A.F.O.C.A. 

The  Women’s  Royal  Air  Force  Old  Comrades'  Associa¬ 
tion  will  hold  a  Christmas  Fair  and  Carnival  on  December  ; 
at  St,  Peter’s  Hall,  Lower  Belgrave  Street,  Victoria  Station. 
It  -will  be  opened  at  2.30  by  Lady  Tren< 'hard.  The  price  of 
admission  (including  tax)  will  be  6 d. 
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HANLEY”  TORPEDO  ’PLANE 


THE  HANDLEY  PAGE 

450  H.P.  Napier 

As  the  first  aeroplane  to  be  built  for  sonic  specific  purpose 
other  than  the  testing  of  slotted  wings,  although  incor¬ 
porating  this  feature  as  an  essential  part  of  the  design,  very 
exceptional  interest  attaches  to  the  Handley  Page  “  Hanley.” 
photographs  of  the  first  of  which  appeared  in  our  issues  of 
November  2  and  November  id,  1922.  By  the  permission  of 
the  Air  Ministry  it  is  now  possible  to  give  a  detailed  descrip¬ 
tion  of  this  machine,  with  the  restriction  that  no  mention  is 
made  of  the  size  and  weight  of  the  armament  which  the 
machine  was  designed  to  carry  The  particular  form  of 
“  frightfulness  ”  which  the  "  Hanley  ”  is  meant  to  hand  out 
includes  a  torpedo,  but  beyond  mentioning  this  fact  as  the 


“  Lion  ’’  Engine 

which  the  "  Hanley  "  was  designed,  and  which  have  nothing 
to  do  with  the  use  of  slotted  wings  the  control  mechanism  of 
a  slotted  wing  need  not  be  either  complicated  or  heavy-  The 
general  lines  of  the  ”  Hanley  ”  are  well  illustrated  in  the 
accompanying  scale  drawings,  which  form  a  useful  supple¬ 
ment  to  the  photographs  -which  we  have  already  published. 
The  undercarriage  looks  needlessly  complicated,  and  as  a 
matter  of  fact,  a  more  recent  model  (the  present  notes  refer 
to  the  first  of  the  type)  shows  much  cleaner  lines,  as  will  be 
seen  from  the  accompanying  photographs. 

Owing  to  the  restrictions  already  indicated,  we  propose  in 
the  following  description  to  treat  the  "  Hanlev  ”  solely  as  an 


THE  HANDLEY  PAGE  “HANLEY  ”  TORPEDO  ’PLANE:  Front  view. 


raison  d'Stre  of  the  divided  undercarriage  we  are  not  permitted 
to  go  into  details  as  to  mounting,  form  of  discharging,  etc., 
ohthe  torpedo. 

General  Design 

Having  been  designed  for  work  from  a  ship,  the  “  Hanley  " 
had  to  incorporate  certain  features,  such  as  low  landing  speed, 
small  overall  size,  and  folding  wings.  The  first  two  desi¬ 
derata  form  the  reason  for  the  use  of  slotted  wings,  while  the 
last  was  a  necessary  evil  (from  the  aircraft  designer’s  point  of 
view),  which  at  first  threatened  to  complicate  to  a  very  :on- 
siderable  extent  the  mechanism  for  opening  and  closing  the 
slots.  It  will  be  shown  presently,  however,  that  these  com¬ 
plications  have  been  reduced  to  a  minimum,  and  that — apart 
from  the  number  of  “  gadgets  “  necessitated  by  the  work  for 


interesting  aeroplane,  -without  too  much  reference  to  features 
which  are  connected  with  the  special  purpose  for  which  the 
machine  was  designed.  Iu  other  words,  we  shall  deal  with 
such  aerodynamic  and  structural  features  as  might  be  incoi- 
porated  in  any  machine,  no  matter  of  which  type.  In  this 
way  our  description  may  prove  disappointing  to  a  few  who 
are  interested  in  the  machine  chiefly  as  an  instrument  of  war  ; 
but  it  should  appeal  no  less  on  that  account  to  those  with 
whom  the  machine  as  an  aeroplane  is  of  first  importance  and 
the  use  to  which  it  might  be  put  a  secondary  consideration. 

The  Fuselage 

I  n  the  main,  the  fuselage  of  the  "  Hanley  ”  is  of  orthodox 
design,  being  a  girder  built  up  of  spruce  longerons  and  struts. 


THE  HANDLEY  PAGE  “HANLEY”:  Side  view. 
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THE  HANDLEY  PAGE  “HANLEY”  TORPEDO  ’PLANE:  General  arrangement  drawings  of  the  original 
machine.  The  latest  type  has  been  altered  somewhat,  notably  as  regards  the  undercarriage. 
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THE  HANDLEY  PAGE  “  HANLEY  ”  :  Three-quarter  front  view.  These  photographs  show  the  latest  typo, 
which  has  been  considerably  “  cleaned -up.”  Our  description  and  scale  drawings  refer  to  the  original  model, 
but  except  for  the  undercarriage  and  slotted  ailerons,  our  detail  sketches  refer  to  the  new  model  as  well. 


and  braced  by  streamline  wire  and  tie-rods.  Certain  of  the 
members  and  fittings  are,  however,  of  considerable  interest, 
and  will  therefore  be  dealt  with  in  some  detail.  The  longerons, 
which  are  of  uniform  dimensions,  i.e.,  do  not  taper  from  front 
to  back,  are  made  up  from  two  halves  glued  together.  The 
two  halves  are  spindled  out  so  that  the  finished  longeron, 
although  being  of  square  section  externally,  is  in  reality 
tubular,  with  packing  piece;? glued  in  where  the  strut  attach¬ 
ments  occur, 

The  fact  that  the  longerons  do  not  taper  has  enabled 
uniform  fittings  (except,  of  course,  where  local  requirements 
call  for  a  departure)  to  be  used.  The  form  which  these,  take 
is  shown  in  one  of  the.  accompanying  sketches.  It  will  be 
seen  that  the  fitting  rests  on  the  longeron,  and  is  not  passed 
around  it.  It  is  secured  in  place  by  small  wood  screws,  and 
as  the  tendency  for  the  fitting  to  shift,  when  the  bracing  is 
in  place,  is  very  small,  this  is  probably  quite  a  satisfactory 
method,  while  giving  the  advantage  that  in  case  of  damage 
a  longeron  can  be  replaced  without  interfering  with  the  wire 
bracing.  The  attachment  of  the  wires  in  the  transverse 
panels  is  interesting.  Streamline  wires  or  tie-rods  are  used, 
and  the  threaded  ends  of  the  wire  are  simply  passed  through 
the  longeron  from  corner  to  corner,  and  locked  in  place  by 
the  usual  nuts,  locking  on  a  w’asher  bent  over  the  edge  of 
the  longeron.  In  order  to  retain  a  smooth  edge  for  the  fabric, 
the  extreme  edge  of  the  longeron  is  chamfered  off,  where  this 
washer  occurs,  sufficiently  deeply  to  let  the  nut  and  end  of 
the  wire  sink  to  the  level  of  the  unchamfered  portion  of  the 
longeron. 

The  vertical  and  horizontal  struts  vary  somewhat,  according 


to  location,  but,  generally  speaking,  they  are  spindled  out  to 
an  I  section  ;  here  and  there  one  occurs  which,  requiring 
greater  stiffness,  is  of  a  section  similar  to  that  of  the  longerons. 

On  top  the  rectangular  section  fuselage  has  a  deck  fairing 
of  light  formers  and  stringers,  covered,  as  are  also  the  sides, 
of  the  fuselage,  with  fabric.  The  bottom  of  the  fuselage,  on 
the  other  hand,  is  covered  with  three-ply  wood. 

The  mounting  for  the  Napier  “  Lion  ”  is  a  tubular  struc¬ 
ture,  entirely  separated  from  the  main  portion  of  the  fuselage 
by  a  metal-covered  bulkhead.  It  has  been  so  designed  as  to 
give  easy  access  to  the  engine,  although  it  has  not  been 
designed  for  removal  as  a  complete  unit.  The  engine  bearers 
themselves  are  of  ash,  but  are  supported  on  steel  tubes  braced 
longitudinally,  laterally  and  diagonally  by  steel  tubes  and 
cables.  The  oil  tank  is  mounted  behind  the  engine,  but  the 
petrol  tank,  a  large  cylinder  standing  on  its  end,  is  housed  in 
the  front  portion  of  the  main  fuselage.  The  fuel  is  led  to  the 
engine  from  a  service  tank  in  the  top  centre-section,  the 
supply  pipes  passing  through  the  fireproof  bulkhead  behind 
the  engine.  Provision  has  been  made  for  the  rapid  emptying 
of  the  main  petrol  tank  in  an  emergency,  the  discharge  of  the 
petrol  considerably  lightening  the  machine.  A  nose  radiator 
is  fitted,  and  is  provided  with  a  shutter  of  usual  type. 

In  the  after  portion  of  the  fuselage  a  number  of  rubber- 
proofed  flotation  bags  are  housed.  These  bags  are  tied  to 
the  longerons,  and  extend,  with  one  bag  in  each  bay,  from 
just  behind  the  cockpit  to  the  last  bay  but  one.  In  the 
extreme  stern  there  is  no  bag,  as  the  tail  skid  is  mounted  here. 

Built  as  an  integral  part  of  the  fuselage  are  the  short  wing 
roots  of  the  lower  plane.  These  extend  outwards  for  a  sho;  t 
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distance,  and  arc  braced  to  the  fuselage  by  sloping  tubes.  On 
tin  umi  spar  arc  the  hinges  around  which  the  wings  pivot 
when  folding,  while  on  the  front  spar  is  the  fitting  for  locking 
the  wing  m  place,  as  well  as  the  worth  and  wheel  gear  (on 
the  starboard  side)  by  which  the  pilot  operates  the  slot  of  the 
lower  plane. 

The  top  plane  centre-section  is  carried  on  sloping  struts, 
and  the  fittings  for  folding  the  wings  and  operating  the  slots 
are  generally  similar  to  those  of  the  bottom  plane  wing  roots. 
The  subject  of  the  slot  control  will  be  dealt  with  under  the 
w  ings. 

The  Wings 

■  Incorporating  as  they  do  the  slotted  aerofoil  invented  by 
Mr.  Handley  Page,  the  wings  of  the  "  Hanley  "  arc  of  more 
than  ordinary  interest.  Regarded  purely  as  aeroplane  wings, 
t  ie  planer  are  of  usual  construction  as  regards  their  main 
members— spars  and  ribs.  The  spars  arc  of  spruce,  built  up 
to  form  a  rectangular  box,  and  in  order  to  increase  the  glued 


it  and  the  nosejof  the'main  aerofoil  having  a  considerable 
effect  upon  the"* behaviour  of  a  slotted  wing.  The  general 
method  of  construction  employed  tor  the  auxiliary'  aerofoil  is 
indicated  in  one  of  our  sketches.  The  leading  and  trailing 
edges  arc  formed  of  solid  strips  of  wood  spindled  out  to  l 
and  V  sections  respectively.  The  ribs  tit  into  these,  and  the 
whole  is  covered  with  thin  Ihree-ply. 

The  auxiliary  aerofoil  is  hinged  at  a  number  of  points  lying 
on  a  line  a  short  distance  back  from  the  leading  edge,  while 
t  he  levers  by  which  the  auxiliary  aerofoil  is  operated  to  open 
or  close  the  slot  are  secured  to  points  near  the  trailing  edge 

The  Slot  Control 

At  this  point  it  may  be  of  interest  to  discuss  the  manner  in 
which  the  slots  are  opened  and  closed.  To  begin  with,  it 
should  be  stated  that  in  the  “  Hanley,"  which  is  of  course  a 
biplane,  the  slots  of  upper  and  lower  plane  are  operated 
independently,  there  being  separate  handles  for  the  two  sets 


THE  HANDLEY  PAGE  “HANLEY”:  Some  constructional  details.  1,  View'  of  the  engine  mounting. 
2,  Attachment  of  sloping  strut  to  vertical  strut  and  longeron.  3,  Brackets  for  attachment  of  engine  tubes  and 
slot  control  gear.  4,  Lower  attachment  of  sloping  strut  to  wing  root  spar.  The  lug  projecting  forward  carries 
the  slot  control  tube.  5,  General  view  of  front  portion  of  fuselage  writh  low'er  wing  spar  roots,  sloping  tubes,  etc. 


area,  triangular  section  strips  are  glued  into  the  corners  of  the 
Hollow'  rectangle.  It  is  of  interest  to  note  that  the  spars  are 
placed  at  a  considerable  angle  in  relation  to  the  chord  line. 
This  has  probably  been  done  on  account  of  the  large  angle 
at  which,  with  a  slotted  wing,  the  maximum  lift  occurs.  The 
result  is,  however,  that  the  ribs  do  not  lie  with  their  flanges 
following  the  upper  and  lower  surfaces'of  the  spar,  but  form 
an  angle  with  them.  On  the  top  of  the  front  spar  a  strip 
runs  along  so  as  to  make  a  continuous  support  for  the  three-ply 
covering  of  the  nose  of  the  main  aerofoil.  This  strip  can  be 
seen  in  one  of  our  sketches. 

The  tibs  are  of  the  lattice  type,  single  lattice  for  the  ordinary 
ribs,  and  double  lattice  for  those  which  have  forward  exten¬ 
sions  serving  as  supporting  brackets  for  the  auxiliary  aerofoil. 
The  ribs  are  extremely  light,  and  yet  the  lattice  form  of 
construction  appears  to  render  them  very'  rigid. 

The  auxiliary  aerofoil,  which  is  in  section  very  like  a 
Joukowsky,  is  covered  with  three-ply'  wrood,  as  it  is  of  the 
greatest  importance  that  it  should  retain  its  shape  well,  quite 
small  changes  in  the  size  and  shape  of  the  slot  formed  between 


of  slots.  The  auxiliary'  aerofoils  are,  as  already  mentioned, 
hinged  at  points  along  their  length,  near  their  leading  edge. 
The  brackets  which  support  these  hinges  are  forward  exten¬ 
sions  of  the  wing  ribs.  The  nose  of  the  main  aerofoil  is 
covered  on  its  upper  surface  with  three-ply  wood,  as  this 
surface  forms  one  wall  of  the  slot.  Passing  along  inside  the 
nose  of  the  main  aerofoil,  underneath  the  three-ply  covering,  is 
a  tube,  which  is  carried  in  phosphor-bronze  bearings  on  the 
nose  ribs  of  the  main  aerofoil.  This  tube  can  be  rotated  from 
the  cockpit  (by  means  to  be  described  presently),  and  carries 
at  intervals  lugs  welded  to  the  tube.  These  lugs  have  small 
projections,  to  which  are  hinged  short  L-shaped  levers  of 
LT-section.  The  upper  ends  of  these  levers  engage  with 
eyebolts  placed  in  line  near  the  trailing  edge  of  the  auxiliary 
aerofoil.  When,  therefore,  the  tube  is  rotated  in  one  direc¬ 
tion,  the  levers  rise,  and  in  doing  so  open  the  slot  Rotation 
of  the  tube  in  the  opposite  direction  closes  the  slot. 

As  regards  the  method  of  operating  the  slots  front  the 
pilot’s  cockpit,  this  is  accomplished  in  a  very  simple  manner 
As  the  methods  employed  for  upper  and  lower  slots  are  the 
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sa.n t:.  we  will  use  as  an  example  the  control  lor  the  slots  of 
the  upper  piano.  One  of  nnr  sketches  shows  the  top  centre- 
section,  with  the  gravity  petrol  tank,  In  front  of  the  front 
spar  mounted  a  worm  and  worm-wheel  gear.  Tire  worm 
is  mounted  on  the  forward  end  of  the  pilot's  slot  control  tube, 


which  runs  in  a  fore-and-aft  direction  underneath  the  centre- 
section.  On  the  end  nearest  the  pilot  is  a  short  crank  handle, 
turning  of  which  turns  the  worm  and,  through  that,  the 
lateral  tubes  operating  the  levers  of  the  slot  control. 

A  short  section  of  the  transverse  tube  remains  in  position 


THE  HANDLEY  PAGE  1  HANLEY  ”  1  Some  constructional  details  of  the  wings.  1,  partly-sectioned  view 
of  a  portion  of  the  auxiliary  aerofoil.  In  shape  this  resembles  the  famous  Joukowsky  wing  section.  2.  shows 
the  construction  of  an  aileron.  Note  the  triangulated  construction.  The  shackle  near  the  trailing  edge  receives 
the  wire  to  the  top  aileron,  while  the  fitting  on  the  nose  of  the  rib,  shown  in  more  detail  in  the  inset  sketch,  is 
for  the  return  cable.  3,  section  of  the  end  portion  of  a  built-up  box  spar.  Note  the  triangular  section  corner  strip, 
which  provides  large  glued  area.  In  4  is  shown  one  of  the  double  lattice  ribs  which  carry  the  brackets  on  which 
the  auxiliary  aerofoil  is  mounted.  The  nose  of  the  main  aerofoil  is  formed  by  thin  three-ply,  bent  over  the  small 
curved  strip  screwed  to  the  bracket.  5,  details  of  the  locking  pin  and  spar  fitting  on  the  lower  plane  at  the  point 
where  the  wing  is  joined  for  folding.  A  lever  is  used  for  pulling  back  the  locking  bolt  when  the  vertical  slide  at 
the  hack  has  been  raised.  6,  details  of  the  slot-operating  mechanism.  The  tube  from  the  pilot's  controls  carries 
on  its  front  end  a  worm,  which  engages  with  a  worm  wheel  on  the  transverse  tube  in  the  leading  edge.  Rotation 
of  this  tube  raises  or  lowers  the  auxiliary  aerofoil  through  levers  hinged  to  lugs  on  the  tube,  thus  opening  or  closing 
the  slot.  7,  inter-plane  strut  socket  on  the  lower  plane  rear  spar.  8,  lower  spar,  with  bracket  for  aileron  hinge. 
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itt  the  centre-section,  and  terminates  at  each  end. in  a  ball 
joint.  The  socket  portion  of  this  joint  is  formed  in  the  ends 
of  the  wing  tubes,  and  is  slotted  as  shown  in  one  of  our 
sketches.  The  ball  in  the  centre-section  tube  has  a  pin 
through  it,  the  ends  of  which  engage  in  the  slot  in  the  wing 
tubes,  thus  transmitting  the  torque.  When  the  wings  are 
folded  the  ball  comes  out  of  the  socket,  and  on  spreading  the 
wings  again  all  that  is  necessary  is  to  ensure  that  the  wing 
tubes  are  so  placed  as  to  allow  of  the  slots  engaging  with  the 
pins. 

The  slots  in  the  lower  plane  are  similarly  operated,  but 
the  control  for  these  runs  from  the  starboard  side  of  the  pilot’s 
cockpit  down  to  the  bottom  centre  section,  and  upper  and 
lower  slots  are  separately  controlled.  The  gearing  between 
the  worm  and  worm-wheel  is  such  that  it  requires  about  20 
turns  of  the  control  handle  to  change  from  slot  fully  open  to 


Slot- operating  mechanism  of  the  Handley  Page 

“  Hanley.” 


slot  fully  closed.  Means  are  provided  for  preventing  the 
pilot  from  "  overwinding  "  the  slot  gear. 

The  method  of  locking  the  wings  in  place  when  spread  for 
flight  is  interesting.  The  locking  bolt  extends  aft  for  a  dis¬ 
tance  of  several  inches  from  the  front  spar.  Its  rear  portion 
has  flats  machined  on  it,  and  works  in  a  guide  mounted  on  a 
small  bracket,  as  showm  in  one  of  our  sketches.  Behind  this 
bracket  is  a  slide,  in  which  is  a  slot  of  just  sufficient  size  to 
let  the  rear  end  of  the  bolt  pass  through.  When  the  slide  is 
raised  until  this  opening  coincides  with  the  bolt,  and  not 
until  then,  the  bolt  can  slide  back  and  unlock  the  wing. 
While  the  slide  is  down  it  effectively  prevents  the  bolt  from 
coming  out  accidentally.  As  it  has  been  found  that  the  bolt 
is  likely  to  bind  somewhat  in  the  wing  spar  fittings,  means 
have  been  provided  for  facilitating  the  sliding  backwards  and 
forwards  of  the  bolt.  This  takes  the  form  of  a  short  lever, 
normally  carried  in  the  cockpit,  which  is  inserted  in  a  slot 
in  the  bolt,  and,  using  as  a  fulcrum  one  of  the  three  holes  in 
the  small  bracket  shown  on  the  sketch,  the  bolt  is  easily 
shifted.  The  object  of  the  flat  on  the  rear  end  of  the  bolt 
now  becomes  apparent.  It  prevents  the  bolt  from  turning 
into  such  a  position  that  the  slot  in  it  is  no  longer  vertical, 
in  which  case  the  lever  could  not  be  inserted.  We  have, 
perhaps,  devoted  an  unnecessarily  large  space  to  a  description 
of  this  fitting,  but  it  appears  to  us  that  it  is  just  in  the  care, 
of  the  design  of  such  details  that  the  daily  use  of  a  machine 
will  show  the  difference  between  practical  and  impractical 
design. 

The  ailerons  of  the  older  machine  are  of  the  balanced  type, 
with  brackets  supporting  the  ailerons  some  distance  from  their 
leading  edge.  Thus  the  balance  is  provided  by  the  portion 
which  lies  between  the  rear  main  spar  and  the  front  spar  of 
the  aileron.  Both  the  control  cables  and  the  cables  connect¬ 
ing  the  leading  edges  of  upper  and  lower  ailerons  pass  inside 
the  fairing  of  the  rear  inter-plane  struts,  the  former  being 
shown  passing  over  a  pulley  in  one  of  our  sketches.  On  a 
later  model,  slotted  ailerons,  similar  to  those  described  and 
illustrated  in  our  description  of  the  Handley  Page  W.  8  C, 
in  the  issue  of  November  16,  1922,  are  used.  These  combine 
the  slot  effect  with  the  balanced  aileron,  and  have  been 
found  very  effective  in  use,  even  at  large  angles  of  incidence. 

The  Tail 

Both  in  outward  shape  and  in  internal  construction,  the 
tail  of  the  “  Hanley  "  is  built  on  orthodox  lines.  The  tail 
plane  is  of  the  trimming  type,  to  which  the  divided  elevator 
is  attached.  The.  rudder  has  a  triangular  balance  working 
in  a  cut-out  portion  of  the  fixed  vertical  fin.  The  controls 
also  are  of  standard  type,  wfith  a  foot  bar  for  the  rudder  and 
a  vertical  column  for  the  elevator  control. 


The  Undercarriage 

As  will  be  seen  from  the  general  arrangement  drawings, 
the  under-carriage  is  of  the  divided  type,  necessitated,  of 
course,  by  the  fact  that  the  machine  is  designed  to  carry  a 
torpedo.  Regarding  the.  latter  and  its  mounting,  nothing 
may  be  said  ;  hut  it  is  permissible  to  point  out  that  in  a  later 
type  of  machine,  photographs  of  winch  we  also  publish  this 
w-eek,  the  undercarriage  structure,  which  is  somewhat  compli¬ 
cated  in  the  original  model,  has  been  very  considerably 
"  cleaned  up."  The  wheel  track  is  wide,  and  landing  shocks, 
are  transmitted  through  the  sloping  struts  to  the  fuselage. 
The  tail  skid  is  a  long  straight  tube,  sprung  by  rubber  cords 
inside- the  fuselage. 

The  Pilot’s  Cockpit 

Ow'ing  to  nature  of  the  machine,  a  certain  amount  of 
restraint  is  necessary  in  describing  the  "  office.”  The  pilot's 
seat  is  placed  just  aft  of  the  trailing  edge  of  the  top  plane. 
In  front  of  him  he  has  an  instrument-board  with  an  unusually 
great  number  of  "  gadgets."  Apart  from  the  instruments 
necessary  for  flying,  such  as  ait  speed  indicator,  altimeter, 
clock,  compass,  revolution  indicator,  radiator  thermometer, 
etc.,  there  are  others  whose  functions  are  connected  with  the 

freight  ”  for  which  the  machine  is  designed.  The  handles 
for  operating  the  slots  are  placed,  one  in  the  top  centre-section 
and  one  on  the  starboard  side  of  the  cockpit  coaming.  Then 
there  is  the  handle  for  trimming  the  tail  plane,  and  a  wireless 
set  with  aerial,  etc, 

The  controls,  as  already  mentioned,  are  of  usual  type,  with 
a  wheel  for  the  ailerons,  fore  and  aft  movement  for  the 
elevators,  and  a  foot  bar  for  the  rudder.  The  cockpit  is 
electrically  lighted,  with  a  number  of  small  lamps  illuminating 
the  various  instruments,  and  each  capable  of  being  switched 
on  or  off  as  required.  The  necessary  current  is  generated  by 
windmill-driven  generators,  placed  outside  the  fuselage,  in  the 
slip  stream  from  the  propeller. 

At  the  moment  it  is  not  thought  advisable  to  publish  figures 
relating  to  the  weight  and  performance  of  the  Handley  Page 

Hanley,”  except  to  state  that  the  total  loaded  weight  is 
about  6,400  lbs.,  which,  with  a  wdng  area  of  584,  gives  a 
whig  loading  of  nearly  11  lbs./sq.  ft.  It  is  also  of  interest 
to  note  that  the  "  cleaning-up  ’’  of  the  latest  model  has 
resulted  in  an  astonishing  gain  in  maximum  speed.  For  this 
no  doubt  the  simpler  undercarriage  is  mainly  responsible. 


Standard  fuselage  fitting  of  the  Handley  Page 
'*  Hanley.” 

although  a  good  deal  of  the  credit  should  probably  be  ascribed 
to  the  new'  Watts- Lang  two-bladed  propeller. 

The  ailerons  of  the  first  machine  were  found  to  give  rather 
inadequate  control  at  large  angles  of  incidence.  This  meant 
that  it  was  difficult  to  take  full  advantage  of  the  low  landing 
speed  which  the  slotted  wings  made  possible.  In  the  new 
model  the  slotted  ailerons  have  been  found,  during  a  number 
of  recent  test  flights,  to  be  extremely  effective  right  up  to  the 
angle  of  maximum  lift,  with  the  result  that  it  is  possible  to 
land  the  machine  as  slowly  as  the  extra  lift  obtained  with  the 
slotted  wdngs  will  allow.  It  thus  appears  that  a  necessary 
complement  to  the  Handley  Page  slotted  aerofoil  is  slotted 
ailerons.  The  manner  in  wffiich  these  work  has  already’  been 
described  in  our  recent  article  on  the  W.  8  C,,  in  which  they 
are  to  be  used.  It  might  be  pointed  out.  however,  that  oven 
on  ordinary'  wings  the  slotted  ailerons  have  been  found  very- 
effective,  and  as  the  majority  of  machines  could  be  landed 
considerably  slower  if  the  controls  were  effective  at  large 
angles,  there  would  appear  to  be  excellent  reason  for  a  wider 
adoption  of  ailerons  of  this  type.  Apart  from  the  extra 
effectiveness,  the  slotted  ailerons  have  the  advantage  that 
they  are  balanced,  and  consequently  easy  for  the  pilot  to 
operate. 
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RACING  COMMITTEE 

A  Meeting  of  the  Racing  Committee  was  held  on  November 
t6,  1922,  when  there  were  present  Maj. -Gen.  Sir  W.  S. 
Brancker,  K.C.B  ,  in  the  Chair;  Commander  James  Bird; 
Lt.-Col.  W.  A.  Bristow;  Lt.-Col.  M.  O.  Darby;  Mr.  H  P. 
Folland  ;  Col.  F.  Lindsay  Lloyd,  C.M.G.,  C.B.E. ;  Lt.-Col. 
F.  K.  McClean,  A.F.C-.  ;  Mr.  W.  O.  Manning;  Mr  T.  O.  M. 
Sopwith.  In  attendance  :  Lt.-Col.  M.  O’Gorman,  C.B.,  and 
the  Secretary. 

Schneider  Cup.— The  Regulations  for  the  Schneider  Cup 
were  considered  with  a  view  to  deciding  upon  the  recom¬ 
mendations  to  be  made  to  the  F.A.I.  at  its  Meeting  in  January. 

It  was  decided  to  recommend  that  the  seaworthy  test, 
consisting  of  taxying  over  two  distances  of  half  a  mile  each, 
should  precede  the  flotation  test  of  six  hours,  and  that  for  the 
speed  test  the  competitors  should  all  be  started  at  the 
same  time. 

The  question  as  to  where  the  Race  should  be  held  was 
considered  and  deferred. 

GLIDING  COMMITTEE. 

A  Meeting  of  the  Gliding  Committee  was  held  on  Thursday, 
November  16,  1922,  when  there  were  present  Lt.-Col  M.  6. 
Darby,  in  the  Chair;  Lt.-Col.  W.  A.  Bristow;  Maj.  O.  T. 
Gnosspelius  ;  Lt.-Col.  F.  I<.  McClean,  A.F.C.  ;  Mr.  W.  O. 
Manning ;  Lt.-Col.  A.  Ogilvie  ;  Mr.  F.  Handley  Page  ; 
Sqdn.  I  Mr.  M.  E.  A.  Wright  ,  and  the  Secretary. 

Selfridge  50-Mile  Gliding  Competition. — The  Secretary 
reported  that  Messrs.  Selfridge  and  Co.,  Ltd  ,  had  offered, 
through  the  Royal  Aero  Club,  a  Prize  of  One  Thousand  Guineas 
for  the  first  flight  of  30  miles  on  a  glider,  open  to  British 
subjects  on  a  British  machine. 

The  Committee  proceeded  to  draft  the  Regulations. 

COMMITTEE  MEETING 

A  meeting  of  the  Committee  was  held  on  Wednesday, 
November  22,  1922,  when  there  were  present  Lt.-Col.  J.  T.  C. 
Moore- Brabazon,  M.C..  M.P.,  in  the  Chair  ;  Lt.-Col.  W.  D. 
Beatty,  C.B.E.  ;  Group-Capt.  F.  W.  Bowhill,  C.M.G.,  D.S.O., 
R.A.F.  ;  Mr.  Ernest  C.  Bucknall  ;  Brig.-Gen.  Sir  Capel 
Holden.  K.C.B.,  F.R.S.  ;  Col  F.  Ltndsav  Lloyd,  C.M.G., 
C.B.E.  ;  Lt.-Col.  F.  K.  McClean,  A.F.C.  ;  Lt.-Col.  Alec 
Ogilvie  ;  Lt.-Col.  Mervyn  O'Gorman,  C.B.  ;  Mr.  F.  Handley 
Page  ;  and  the  Secretary. 

Election  of  Members. — The  following  new  Members  were 
elected  : — 

Frauklyu  Leslie  Barnard. 

Lt.-Col.  John  Barrett- Lennard. 

James  Laurence  Neville  Bennett- Baggs. 

Harold  Butler  Wyn  Evans. 

Maj  Harold  Edward  Strachan  Huth. 

Sir  Samuel  Instone. 

Lieut.  Leonard  Mansfield  Robinson,  R.N. 

Sub-Committees. — Reports  from  the  following  Sub- 
Committees  were  received  and  adopted  . — House  Committee, 
Finance  Committee,  Gliding  Committee,  Racing  Committee. 

Gliding  Record. — The  performance  of  A.  Maneyrol  on 
the  Peyret  Glider  at  Itford  Hill  on  Saturday,  October  21, 
1922,  when  he  remained  in  the  air  for  3  hours  21  mins.  7  sacs., 
was  passed  as  a  British  Duration  Record  under  Class  "  D  ” 
of  the  F.A.I.  Regulations.  It  was  decided  to  submit  the 
performance  to  the  F.A.I.  for  a  World’s  Record. 

Schneider  Cup. — The  report  of  the  Aero  Club  of  Italy 
containing  the  official  figures  of  the  performance  of  the  Super- 
marine  Napier  Flying  Boat  in  winning  this  year’s  Schneider 
Cup  Race  was  received.  It  was  decided  to  request  the  Aero 
Club  of  Italy  to  submit  the  figures  to  the  F.A.I.  with  a  view 
to  World’s  Records  for  Speed  for  Seaplanes  being  granted  to 


Capt.  H.  C,  Biard,  the  pilot  of  the  Supermarine  Napier  Flying 
Boat. 

F.A.I.  Rome  Conference. — Lt.-Col.  M  O'Gorman,  who 
attended  the  Conference  of  the  F.A.I.  held  in  Rome  on 
October  8  to  12  on  behalf  of  the  Royal  Aero  Club,  submitted 
his  report. 

A  vote  of  thanks  was  unanimously  passed  to  Col.  O'Gorman, 
for  attending  the  Conference. 

F.A.I.  Paris  Conference.— The  following  were  appointed 
to  represent  the  Royal  Aero  Club  at  the  Committee  Meeting 
of  the  F.A.I.  to  be  held  in  Paris  on  January  3,  1923; — 
Lt.-Col.  M.  O'Gorman,  Lt.-Col.  M.  O.  Darby,  H.  E.  Perrin. 

Vacancy  on  Committee. — Lt.-Col.  M.  O.  Darby  was 
co-opted  to  the  Committee  to  fill  the  vacancy  caused  by  the 
death  of  Lord  Northcliffe. 


Society  of  Model  Aeronautical  Engineers. — It  was 

decided  to  recognise  the  Society  of  Model  Aeronautical 
Engineers  as  the  body  to  control  Model  Aeroplane  Competi¬ 
tions,  the  appointment  to  be  for  one  year,  and  to  be  recon¬ 
sidered  at  the  end  of  that  period. 


Aviators’  Certificates. 

ficates  were  granted  : — 

7932.  Gilbert  Edward  Nicholetts 
7933-  Richard  Claude  Hancock 
7934.  George  Carr  Rayden 
7935-  Nils  Nilsson  (Swedish  sub¬ 
ject) 

7936.  Lieut.  Leonard  Mansfield 
Robinson,  R.N. 


The  following  Aviators’  Certi- 


August  19,  1922. 
September  28,  1922. 
June  28,  1918. 

August  25,  1922. 

October  31,  1922. 


F.A.I.  ROME  CONFERENCE 

At  the  Conference  of  the  F.A.I.  held  in  Rome,  October  8 
to  12,  1922,  it  was  decided  that  a  competitor  of  the  nationality 
of  a  country  not  represented  on  the  F.A.I.  may  be  granted  a 
competitors’  licence  by  the  country  represented  on  the  F.A.I. 
holding  the  competition.  The  licence  is  only  to  be  valid  in 
the  country  in  which  the  licence  is  issued. 

Entries  for  International  Competitions. — It  was 

decided  that  dates  of  entries  for  International  Competitions, 
once  fixed,  must  not  be  changed. 

Regulations  for  Gliding  Contests. — Class  “  D,”  Article 

3r,  of  the  General  Regulations  of  the  F.A.I.,  was  altered  to 
read  as  follows  : — "  Aeroplane  without  motor  "  shall  be  taken 
to  mean  any  machine  which  is  only  sustained  dynamically 
without  any  mechanical  power  of  support  or  propulsion. 
Human  muscular  force  is  allowed. 


Extension  of  the  Straight  Line  Course  for  Speed 
Records. — The  Conference  decided  that  after  April  1,  1923, 
all  speed  records  must  be  made  over  a  straight  line  course  of 
3  kins,  instead  of  r  km.  as  at  present. 

Tryptique. — The  question  of  the  Tryptique  raised  by  the 
Royal  Aero  Club  was  considered.  The  form  of  Tryptique  as 
drawn  up  by  the  F.A.I.  Legal  Committee  and  the  form  put 
forward  by  the  Aero  Club  de  France  were  submitted,  and 
ordered  to  be  issued  to  the  Aero  Clubs  represented  on  the 
F.A.I.  with  a  recommendation  that  each  Club  should  obtain 
the  approval  of  their  Governments.  The  French  Customs 
had  already  given  its  approval  to  the  institution  of  the 
tryptique.  It  was  urged  that  the  deposit  required  in  the 
first  place  should  be  small. 

1923  Conference. — It  was  decided  to  hold  the  1923 
Conference  at  Gothenburg  in  August  next. 

Offices:  THE  ROYAL  AERO  CLUB. 

3,  CLIFFORD  STREET,  LONDON.  W.  1. 

H.  E.  PERRIN,  Secretary. 


Wazlristan  Honours 

It  is  announced  in  the  London  Gazette  of  November  21, 
that  the  King  has  approved  of  the  following  rewards  in  recog¬ 
nition  of  gallant  and  distinguished  service  in  Waziristan  : — 

Bar  to  the  Distinguished  Flying  Cross 
Flying  Officer  C.  McC.  Vincent,  D.F.C. 

Distinguished  Flying  Cross 
Flt.-Lieut.  W.  A.  Coryton,  M.V.O. 

Flt.-Lieut.  A,  L.  Fiddament. 


Guynemer  Memorial  in  Paris 

A  memorial  to  Captain  Guynemer,  the  famous  French 
military  airman,  who  was  killed  in  the  War,  was  unveiled 
last  Thursday  at  the  College  Spanislas,  Paris,  of  which  he 
was'  an  old  pupil. 

The  memorial  is  a  bas-relief  portrait  showing  Guynemer 
in  airman's  uniform,  with  an  aeroplane  propeller  .in  the 
background.  M.  Leon  Berard,  Minister  of  Education,  pre- 
sided  at  the  ceremony,  and  made  a  speech  in  which  he 
celebrated  the  amazing  adventure  of  this  young  Frenchman 
who  passed  from  college  to  the  Pantheon. 
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GLIDING,  SOARING 

Those  wishing  to  gel  in  touch  with  others  interested  in  matters 
relating  to  gliding  and  the  construction  of  gliders  are  invited 
to  write  to  the  Editor  of  Flight,  who  will  be  pleased  to  publish 
such  communications  on  this  page,  in  order  to  bring  together 
those  who  would  like  to  co-operate ,  either  in  forming  gliding 
clubs  or  in  private  collaboration. 

Among  the  German  gliders  developed  for  this  year's  Rhon 
competition  were  a  few  in  which  longitudinal  and  lateral 
control  was  effected  by  pivoting  the  main  planes,  the  two 
halves  of  which  moved  together  for  longitudinal  control  and 
independently  for  lateral  control.  This  type  of  control  was 
found  in  several  instances  to  be  superior  to  the  more  usual 
type,  and  such  authorities  as  Professor  Prandtl  of  Gottingen 
and  others,  incline  to  the  opinion  that,  when  we  come  to 
experiment  with  true  “  gust-soaring  "  as  distinct  from  gliding 
in  an  upward  air  current  the  pivoted  wing  has  even  more^o 
recommend  it,  owing  to  the  rapidity  with  which  its  angle 

can  be  changed  in  order  to  take  advantage  of  a  gusty  wind. 

*  *  * 

Some  of  the  German  gliders,  notably  the  von  Loessl, 
constructed  by  the  Caspar  works  of  Trawcmiinde,  had  their 
wings  pivoted  in  such  a  way  that  they  automatically  changed 
their  angle  of  incidence  according  to  the  relative  velocity  of 
the  air  over  them.  Owing  to  certain  shortcomings  in  the 
design,  the  Sb-3,  as  the  machine  is  called,  did  not  quite  come 
up  to  expectations,  but  it  offered  certain  very  interesting 
features  which  will  be  further  develop’d  during  the  next 
few  months.  *  *  * 

In  connection  with  this  ‘'gust-soaring”  or  dynamic 
gliding,  it  appears  to  us  that  due  notice  has  not  as  yet  been 
taken  of  the  possibilities  of  the  use  of  variable  wings  such  as 
the  Fairey  hinged  trailing  edge  variable  camber  wing,  and 
the  Handley  Page  slotted  wing,  Both  these  forms,  affording 
as  they  do  a  rapid  variation  in  lift,  and  the  possibility  of 
fairly  heavy  wing  loading,  would  seem  to  be  capable  of  very 
useful  application  to  gliders, 

*  *  * 

Broadly  speaking,  what  is  required  in  order  to  be  able  to 
take  advantage  of  the  speed  variations  in  a  wind,  assuming 
such  wind  to  be  turbulent  and  not  steady,  is  to  glide  at  a 
flat,  angle,  but  not  at.  a  particularly  low  speed,  while  the  air 
is  fairly  steady,  or  in  the  lulls.  When  the  machine  meets  a 
gust  head-on,  the  lift  should  be  rapidly  increased  so  that  the 
momentum  of  the  machine  is  used  for  overcoming  the  extra 
resistance  which  accompanies  the  increase  in  lift.  Now  witli 
the  Fairey  variable  camber  wing,  or  the  Handley  Page 
slotted  wing,  it  is  possible  to  provide  a  good  L/D  ratio 
at  fairly  low  lift  coefficients,  i.e.,  at  relatively  high  speeds. 
The  high  speeds  mean  high  momentum,  so  that,  when  the 
trailing  edge  in  the  Fairey  and  the  slots  in  the  Handley  Page 
wing  are  operated  to  give  increased  lift,  the  machine  has 
sufficient  momentum  or  kinetic  energy  to  overcome  the 
increased  resistance,  with  the  result  that  the  machine  climbs, 
i.e.,  the  kinetic  energy  is  transformed  into  potential  energy. 
Theoretically  the  same  could  be.  done  by  the  ordinary  glider, 
but  it  would  appear  that  the  time  required,  owing  to  the 
moment  of  inertia  of  the  machine,  would  be  considerably 
longer  than  the  time  required  to  open  the  slots  of  the  Handley 
Page  or  pulling  down  the  flaps  of  the  Fairey  wing.  The 
subject  is  one  which  seems  worth  while  going  into  more  fully, 
and  we  rather  imagine  that  if  anyone  should  be  interested 
to  the  extent  of  wishing  to  build  gliders  incorporating  these 
features,  neither  Mr.  Fairey  nor  Mr.  Handley  Page  are  likely 
to  prove  over  strict  in  the  matter  of  royalties  for  the  use  of 
their  patented  devices. 

*  *  * 

It  is  obvious  that  iti  the  case  of  either  wing,  the  operation 
of  the  variable  gear  should  be  as  rapid  as  "possible.  This 
means  that  the  flaps  of  the  Fairey  or  the  slots  of  the  Handley 
Page  wing  should  be  controlled  by  a  lever,  and  not  by  wheels 
or  handles,  which  would  make  the  operation  too  slow.  The 
question  then  arises,  would  the  load  on  the  control  lever  be 
too  heavy,  and  would  the  stresses  imposed  on  the  wings  be 
too  great  ?  As  a  glider  would,  in  any  case,  be  fairly  lightly 
loaded,  as  compared  with  a  power-driven  machine  at  any 
rate,  probably  the  stress  question  need  not  be  very  serious, 
and  the  force  required  to  operate  either  flaps  or  slots  should 
not  be  very  great  either,  so  that  there  would  not  appear  to  be 
any  great  practical  difficulties  in  the  way.  The  weight  of 
either  flap  or  slot  gears  should  not  be  excessive  either,  so 
that,  superficially,  there  would  seem  to  be  little  against 
their  use,  while  a  considerable  gain  might  easily  result. 

*  *  * 

Apart  from  the  use  of  slotted  wings  for  dynamic  gliding, 
the  use  of  slotted  ailerons  might  be  a  considerable  advantage 


AND  AIR-SAILING 

on  all  gliders,  as  it  has  been  found  that  the  slotted  ailerons 
are  very  effective.  Thus  it  might  be  possible  to  increase 
very  materially  the  controllability  of  gliders,  and  the  ex¬ 
perience  of  all  competitors  at  Itford  was  that  the  controllability 
was  rather  poor.  Even  for  ”  sitting  on  a  jet  of  air”  con¬ 
siderable  controllability  is  necessary,  so  that  experiments 
with  variable  wings  should  be  interesting  at  least,  and  might 
also  provide  full-scale  data  of  value  in  the  design  of  power- 
driven  machines.  As  we  have  already  mentioned,  we  do 
not  suppose  that  either  Mr.  Fairey  or  Mr.  Handley  Page 
would  raise  serious  objections,  provided  any  information 
which  became  available  as  a  result  of  gliders  with  variable 

wings  was  placed  at  their  disposal. 

*  *  * 

Up  to  the  present  no  decision  has  been  reached  regarding 
the  rules  and  regulations  for  next  year’s  competition  for  the 
Selfridge  Prize  of  1,000  guineas.  Owing  to  the  fact  that 
the  competition  will  be  open  throughout  the  year,  the  framing 
of  rules  which  will  give  all  competitors  a  fair  chance,  without, 
imposing  too  great  demands  upon  the  Royal  Aero  Club  in 
the  matter  of  sending  out  official  observers,  is  naturally  a 
difficult  matter,  and  we  are  pleased  to  note  that  the  Gliding 
Committee  of  the  Club  are  not  allowing  themselves  to  be 
hurried  in  this  matter.  So  long  as  the  rules  are  announced 
before  the  end  of  the  year,  potential  competitors  should 
have  no  cause  for  complaint,  and  it.  is  obviously  far  better 
to  devote  a  fair  amount  of  time  to  the  drafting  of  rules  than 
to  get  them  out  in  a  hurry,  only  to  discover  later  that  if  such 
and  such  a  thing  had  been  done  better  results  would  have  been 
achieved. 

*  *  *  | 

In  this  connection  it  is  not  without  interest  to  examine 
what  the  Germans  are  doing  as  regards  the  organisation  of 
the  competition  for  the  prize  of  100,000  Marks,  presented  by 
the  Berliner  Tageblatt.  This  prize  is  also,  like  our  own 
Sel fridge  prize,  for  the  greatest  distance  covered  in  one 
flight  on  a  motorless  aircraft.-  It  is  confined  to  German 
pilots  on  German  machines.  The  distance  covered  will  be 
measured  on  an  official  map  to  a  scale  of  1  :  25,000  in  a 
straight  line  from  point  of  departure  to  point  of  landing. 

*  *  # 

Evidently  the  Germans  were  also  somewhat  puzzled  as 
to  ways  and  means  of  observing  the  flights  officially.  In  the 
end  it  was  decided  that  the  start  of  each  attempt  should  be 
officially  observed  by  two  officials  representing  the  Automobil- 
und  Flugtechnischen  Gesellschaft  and  the  Aero  Club  of 
Germany.  These  observers  will  be  required  to  state  on  oath 
the  exact  point  of  departure,  the  time,  identification  of  the 
machine  and  occupants,  that  the  barograph  (which  is  to  be 
carried  in  a  position  inaccessible  to  the  pilot,  and  sealed)  was 
functioning  properly  at  the  time  of  departure,  take  photo¬ 
graphs  of  the  machine  from  two  sides,  showing  identification 
marks  or  numbers,  and  a  portion  of  the  1  :  25,000  map 
showing  the  exact  point  of  departure. 

*  *  * 

For  observing  the  landing,  two  official  observers,  with  the 
same  qualifications,  suffice,  but  should  it  happen,  as  it  very 
easily-  might,  that  official  observers  are  not  near  enough  to  see 
the  actual  lauding,  four  persons,  who  saw  the  machine 
actually  landing,  and  whose  integrity  is  vouched  for  by  the 
local  police,  may  serve  as  official  observers.  They  must 
declare  on  oath  that  the  machine  landed  on  the  spot  indicated, 
that  the  barograph  was  functioning,  and  they  must  ascertain 
the  time  by  the  pilot’s  watch  in  order  that  this  may  be  used 
as  a  check  on  the  barograph  time.  They  must  also  convince 
themselves  that  the  spot  marked  by  the  pilot  on  the  I  :  25,000 
map  is  the  exact  spot  on  which  he  landed. 

*  *  * 

Thirdly,  the  pilot  may  send  in  the  barograph  chart, 
previously  marked  by  the  official  observers  of*  the  start, 
and  bearing  the  stamp  of  any  local  police  or  military  authority, 
with  a  declaration  to  the  effect  that  the  chart  was  taken  out 
of  the  sealed  barograph  at  a  certain  time  and  place  in  his 
presence. 

*  *  * 

In  all  this  there  is  precious  little  that  would  be  suitable 
for  use  in  this  country.  From  what  we  know  of  the  casual 
observer  of  an  aircraft,  the  accounts  given  by  eye-witnesses 
would  carry  little  weight,  and  by  the  time  a  pilot  had  found 
a  local  police  constable,  got  him  by  book  or  by  crook  to  the 
machine,  and  got  him  to  stamp  the  chart  (if  indeed  he  could 
be  persuaded  to  do  so)  all  sorts  of  things  would  have  happened. 
However,  it  is  possible  that  there  may  be,  in  these  German 
regulations  for  next  year’s  Tageblatt  competition,  the  germ 
of  an  idea.  The  swearing-in  of  witnesses  hardly  appeals 
to  us,  and  a  plain  statement  would  carry  as  much  weight. 
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LONDON  TERMINAL  AERODROME 


Monday  livening,  November  iy  uj2j 

Tr.m  ik  lias  suffered  Irom  the  aftermath  of  the  loggy  spell 
I;  t  week  It  is  a  noteworthy  fact  that  not  only  does  iog 
:ni  '.  i  nt  the  smooth  running  of  the  services,  but  it  has  an 
adverse  effect  on  advance  passenger  hookings.  Would -be 
pi-os*. ngers  seem  to  steer  clear  of  booking  by  aiv,  for  several 
days  ahead,  even  when  it  is  almost  certain  that  the  fog  will 
have  cleared  ;  and  after  a  spell  of  fog  there  is  quite  a  time  lag 
before  bookings  resume  their  normal  How. 

The  efforts  of  both  the  Air  Ministry  and  the  .Marconi 
<  1  ipany  to  improve  the  wireless  telephones  lifted  to  the 
“air  expresses”  are  now  being  justified  in  the  much  longer 
range,  and  in  the  clearness  of  the  messages.  During  this  last 
work  Daimler  pilots  have  been  exchanging  messages  with 
Croydon  when  they  were  actually  circling  above  the 
Amsterdam  Aerodrome  prior  to  alighting  there,  while  one  of 
the  Grands  Express  Goliaths  lias  been  heard  operating  when 
above  Dijon  ;  and  Mr.  Bouderic  speaks  mysteriously  of  one. 
of  their  pilots  being  in  touch  with  Lausanne  within  a  few 
minutes  of  leaving  Croydon . 

.Manchester- London  “  Air  Express  Record 

!  or  fastest  journey  yet  made  between  Manchester  and 
Loudon  was  accompli  shed  on  Friday,  when  one  of  the  Daimler 
34 's  Hew  from  Manchester  to  Croydon  in  80  minutes.  The 
machine  arrived  over  the  aerodrome  at  a  height  of  6,000  ft., 
and  another  four  minutes  was  occupied  in  losing  height  and 
landing,  making  the  time  from  leaving  the  ground  at  Man 
chest ci  to  alighting  at  Croydon  84  minutes,  (  apt.  Hinchlitte 
also  made  a  rapid  return  flight  from  Amsterdam  to  London 
and  back  during  the  week,  being  only  5JI  hours  away  from 
Amsterdam,  including  the  time  taken  to  change  machines  and 
passengers  at  Croydon. 

The  histone  Air  Line  have  made  arrangements  for  landing 
at  Tirlcmont  to  refuel  theft  machines  on  the  London  Brussels 
route,  and  are  now  alighting  there  instead  of  at  Lyrnpne. 
tin  Saturday  they  carried  as  passenger  the  Lord  Bishop  of 
Bangor,  who  is  now  in  his  78th  year,  and  who  was  travelling 
to  Cologne  to  preach  to  the  troops  of  the  Army  of  Occupation  in 
Cologne  on  Sunday. 

E  E 


The  C  M. A.  air-lines  have  begun  an  eat iy  morning  news 
paper  service  between  Lyrnpne  and  Paris,  the  first  machine 
on  this  service  leaving  Lyrnpne  at  7.40  t  (us  morning,  .oid 
arriving  at  Paris  at  9.35  a.rn.  They  intend  to  make  the  return 
trip  to  Lyrnpne,  carrying  fresh  lruit  and  vegetables  from 
Pans  for  the  Loudon  market,  and  these  will  be  sent  on  from 
I  ,ympnc  by  train.  This  has  been  arranged  in  order  to  prevent 
any  Customs'  delay,  as  no  dutiable  goods  will  on  any  account 
be  carried  on  these  machines. 

The  traffic- movement  board  that  delights  all  schoolboys 
who  make  the  aerodrome  a  regular  rendezvous,  has  been 
taken  down,  and  I  understand  it  is  to  be  enlarged  to  take  in 
all  the  new  lines,  such  as  Manchester,  Cologne,  and  possibly 
Berlin.  The  weather  report  board  remains  in  its  original 
form,  and  the  additional  weather  reports  for  the  new  routes 
are  displayed  in  full  ou  a  notice-board  near  by.  This  is,  after 
all,  a  fuller  method  of  exhibiting  reports,  as  they  contain 
very  important  information  which,  for  some  reason  or  other, 
is  omitted  from  the  big  board. 

Speaking  of  meteorology  makes  one  hope,  by  the  way,  that 
means  w  ill  be  found  to  increase  the  frequency  of  surh  reports 
from  the  Manchester  ait  station.  When  there  is  fog  to  be 
considered,  they  should  come  in  far  oftenor  than  they  do. 

The  wonderful  Daimler  34,  G-EBBS,  which  has  now  nearly 
800  hours’  flying  to  its  credit,  returned  from  Stag  Lane 
yesterday,  after  having  been  fitted  with  an  adjustable  tail. 

Firework  Display  for  Passengers 

During  one  or  two  recent  days  "  air  expresses  '*  arriving 
above  the  aerodrome  when  it  is  mist-enshrouded,  the  passen¬ 
gers,  looking  out.  of  the  windows,  have  seen  a  flue  display  of 
”  fireworks.”  Rockets  sent  up  irom  the  'drome,  to  indicate 
its  location  to  the  pilot,  have  been  penetrating  right,  through 
the  bank  of  mist,  and  then  exploding  brilliantly  in  the  clear 
atmosphere  above. 

Vice-Admiral  Mark  Kerr,  veteran  air  enthusiast,  has  just 
been  surprising  us  again.  Going  up  in  a  dual  control  “  Avro,” 
the  other  day,  with  Capt.,  Muir,  the  Admiral  (who  is  now  in 
his  59th  year)  astonished  everyone  by  ”  looping  ”  the  machine 
most  dexterously,  after  which  he  put  it  into  a  ”  spin,”  and  got 
it  out  again  in  a  mauner  which  was  m\sterlv  in  its  skill. 

E  E 


THE  LONDON-CONTINENTAL  SERVICES 


FLIGHTS  BETWEEN  NOVEMBER  19  AND  NOVEMBER  25,  INCLUSIVE 


Route  (including  certain 
diverted  journeys) 
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Fastest  time  made  by 

Croydon-Paris . 

M 

33 

5 

II 

13 

h.  ra 

2  40 

H.P.W.8BG-EBBI  (ah.  21m.) 

B.  (a),  G.  (6),  H.P.W.8B  (3). 
Sp.  (2). 

Paris-Croydon . 

ii 

46 

5 

13 

12 

2  55 

H.P.W8B  G-EBBI  (2h.  32m.) 

B.  (2),  G  (6).  II.P.W.SB.  (3) 

Croydon-Brussels- 

Cologne 

Cologne- Brussels- 

Croydon 

Croydon-Rotterda  ra 

4 

9 

4 

— 

4 

4  18 

D.H.  34  G-EBBV  (3h.  54m.) 

Sp.  (t). 

D.H.  18  (1),  D.II.  34  si). 

5 

1 1 

4 

— 

4 

3  54 

D.H.  lSG-EAWW  (3I1.  37m.) 

D.H.  18  (2),  D.H.  34  (3) 

(. 

x 

6 

6 

4 

2  35 

Fokker  H-NABN  (2h.  35m.) 

F.  (6). 

Rottcrdam-Crovdon 

b 

10 

e> 

f> 

6 

2  47 

Fokker  H-NABI  (2h.  40m.) 

F.  (6). 

Manchester-  Croydon- 

«>: 

22 

— 

I 

6 

5  29 

D.H  34  G-EBBQ  (5I1.  29m  ) 

D.H.  34  (2), 

Amsterdam 

Amstrrdam-Crovdon- 

<’§ 

5 

5 

5 

r>  30' j 

D.H.  34  G-EBBY (Oh.  23m.) 

D.H.  34  (2). 

Manchester 

Total  for  week 

60 

138 

35 

37 

54 

•  Not  including  **  private  ”  flights.  t  Including  certain  journeys  when  stops  were  made  tn  route. 

X  Man.-Stg.  Lane  t,  Croy. -A'dam.  2,  §  A’dam.-Croy.  3,  Croy.-Man.  x. 

Av.  =  Avro.  B  =  Breguet.  Br.  =  Bristol.  Bt.  =  B.A.T.  D.H.4  =  De  Havilland  4,  D.H.g  (etc  ) 

F.  =  Fokker.  Fa.  =  Farman  F.50.  G.  =  Goliath  Faiman.  H.P.  =  Handley  Page.  M.  =  Martrasydc.  Sp.  —  Spad. 
Vi.  Vickers  Vimy.  Vu.  =  Vickers  Vulcan.  W.  =  Westland. 

The  following  is  a  lust  of  firms  running  services  between  London  and  Paris,  Brussels,  etc.,  etc. : — Co.  des  Grandcs 
Expresses  Adriennes  ;  Daimler  Hire,  Ltd. ;  Handley  Page  Transport,  Ltd.  ;  Instone  Air  Line ;  Koninklijkie  Luchtvaart 
Maatschappij  ;  Mcssageric^  Adriennes. 

Incidental  Flying. — Mr.  Perry  tested  two  Bristol  Fighters  and  two  Sopwith  Snipes  at  Croydon  for  the  Aircraft  Disposal  Co., 
and  together  with  Mr.  Piercey  left  for  Dublin  on  the  24th,  both  on  Bristol  Fighters. 
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NOTICES  TO  AIRMEN 


Standardisation  of  Terms  Defining  Visibility 

i.  The  scale  for  the  specification  of  visibility  has  been 
revised,  and  the  plain  language  terms  used  in  meteorological 
reports  now  have  the  significance  shown  in  tbe  following 
scale  1 — 


Descriptive 
terms  for 
visibility. 


Very  bad 


Bad 

Very  poor 
Poor 

Moderate 
Good 
Very  good 
Excellent 


> 


Descri  ption 

of  fog  Objects  not  visible  in  day- 

intensity.  light  at  a  distance  of : — 


Very  dense  fog  . . 
Dense  fog 
Thick  fog 
Rather  thick  fog  . . 

Fog . 

Moderate  fog 

Mist  or  thick  haze 

Slight  mist  or  haze 


25  metres  or  27  yards 


50 

f  1 

55  >■ 

100 

»  I 

no 

200 

1 1 

220 

500 

550  „ 

1,000 

1  # 

1,100  ,, 

f  2,000 

3J 

t  j  miles. 

\  4,000 

1 1 

4  ,i 

10,000 

3) 

20,000 

1 1 

X2i 

50,000 

•  1 

Objects  visible  at  50  kilo¬ 


metres  and  beyond. 


2.  An  object  is  regarded  as  being  visible  if  it  can  be 
distinguished  by  the  eye,  e.g.,  if  the  object  is  a  tree  and  it 
can  be  distinguished  as  a  tree,  it  is  considered  to  be  visible. 

3.  The  size  of  the  objects  selected  for  use  with  the  scale 
given  in  paragraph  t  depends  upon  the  distance  ;  at  2  miles 
the  object  may  be  a  tree  or  a  house  ;  at  10  miles  it  may  be 
a  tower  or  a  large  chimney  stack,  or  a  small  wood,  or  an 
outstanding  feature  on  a  hill. 

4.  If  the  visibility  is  stated  in  yards  or  miles,  the  statement 
means  that  certain  objects  are  visible  at  the  stated  distance. 


5.  At  night  the  descriptive  terms  will  be  used  to  denote 
as  nearly  as  possible  the  same  degree  of  atmospheric  obscurity. 

6.  Notice  to  Airmen  No.  82  of  1921  is  cancelled.  - 
1X0.  128  of  19 22.) 

Norway  :  Prohibited  Areas 

i  The  following  is  substituted  for  the  first  six  lines  of 
paragraph  3  of  Notice  to  Airmen  No.  70,  of  1921  : — 

"  No  aircraft  may  flv  over  the  following  areas  or 
approach  their  borders  within  a  distance  of  five,  kilo¬ 
metres,  except  along  certain  routes  determined  by  the 
Ministry  of  Defence.” 

(No.  130  of  1922.) 

British  Aircraft  Personnel  :  Visas 

The  arrangements  under  which  the  operative  members  of 
the  crews  of  British  aircraft  no  longer  require  a  visa  when 
flying  to  certain  countries,  as  notified  in  Notice  to  Airmen 
No.  no  of  1922,  have  been  extended  to  include  Spain. 

(No.  132  of  1922.) 

NOTICE  TO  GROUND  ENGINEERS 
W/T  Installation  and  Earth  System  in  Aircraft  : 
Standard  Requirements 

I .  The  attention  of  Ground  Engineers  licensed  in  Category 
E  (10),  Electrical  Bonding,  is  directed  to  the  Air  Ministry 
standard  requirements  in  respect  of  the  W/T  Installation  and 
Earth  System  in  aircraft, 

2,  Ground  Engineers  responsible  for  signing  daily  certi¬ 
ficates  of  safety ior  aircraft  in  which  W /T  apparatus  is  installed 
may  obtain  copies  of  these  requirements  on  application  to  the 
Secretary  (D.C.A.),  Air  Ministry',  London,  W.C.  2, 

(No.  12  Of  TQ22.) 


Haas 


R.A.F.  MEMORIAL  FUND 


A  meeting  of  the  Executive  Committee  of  the  Fund  was  held 
on  November  22.  There  were  present  Lord  Hugh  Cecil 
(Chairman),  Dame  Helen  Gwynne-Vaughan,  Mrs.  Barrington- 
Kennett,  Sir  Charles  McLeod,  Air  Vice-Marshal  A.  V.  Vy vyan , 
Air  Commodore  H.  R.  M.  Brooke-Popham,  Air  Commodore 
C.  A.  H  Longcroft,  and  Mr.  H.  E.  Perrin. 

The  amount  of  grants  sanctioned  byr  the  Grants  Sub¬ 
committee  between  the  date  of  last  meeting  on  October  18 
and  the  present  meeting,  amounting  in  all  to  56  3s.  3^.,  w  as 
approved  by  the  Committee. 

The  War  Memorial  was  very  fully  discussed,  and  the 
Committee  were  assured  by  the  Architect  that  the  Memorial 
would  be  completed  and  ready  for  unveiling  on  any  date 
subsequent  to  March  31  next  year. 

The  wooden  model,  it  w-as  decided,  should  be  sent  to  the  care 
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of  the  A.O.C.,  R.A.F.  Cadet  College,  Cranwell,  Sleaford,  Lines. 
The  model  is  to  be  despatched  to  Cranwell  early  in  December, 
it  being  in  the  meantime  loaned  to  the  Women’s  Royal  Ail 
Force  Old  Comrades'  Association  Christmas  Fair  and  Carnival, 
which  is  being  held  with  a  view  to  raising  funds  for  that 
Association  at  St.  Peter's  Hall,  Lower  Belgrave  Street, 
Victoria,  S.W.,  on  the  afternoon  of  December  2  next. 

It  was  reported  to  the  Committee  that  the  full  total  of  25 
boys  had  been  practically'  reached  at  Vanbrugh  Castle  School. 

The  Air  Ministry  Musical  and  Dramatic  Society  (which  is 
under  the  patronage  of  the  Air  Council)  have  very  kindly 
offered  to  hand  over  to  the  Fund  practically  the  whole  of  their 
profits  from  two  entertainments — one  being  a  performance  of 
"  Iolanthe,”  on  Jan.  ir,  12  and  13.  1923,  and  the  second  a  per¬ 
formance  of  "  The  Schoolmistress  ”  on  March  15  and  16,  1923. 
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IN  PARLIAMENT 


The  R.A.F.  In  Iraq. 

Captain  Berke lev.  on  November  27,  asked  the  Prime  Minister  whether 
the  Royal  Air  Eorre,  or  any  part  of  it,  or  any  force  of  aircraft  under  the. 
control  of  British  authorities,  is  or  has  been  engaged  in  enforcing  or  attempting 
to  enforce  upon  any  part  of  the  population  of  the  mandated  territory  of  Iraq 
the  payment  of  taxes,  either  by  bomb-dropping  or  otherwise;  if  so,  whether 
the  British  Government  has  concurred  in  the  taking  of  such  measures  ;  if 
not,  whether,  under  the  existing  constitution  of  that  territory,  it  would  be 
possible  for  such  measures  to  be  taken  without  the  knowledge  of  the  British 
Government ;  whether  he  is  in  a  position  to  make  a  full  statement  upon  the 
matter ;  and,  if  not,  whether  he  ■will  order  a  full  enquiry  and  lay  the  results 
upon  the  Table  of  this  House  ? 

The  Under-Secretary  of  State  for  the  Colonies  :  There  is  no  foundation  for 
any  suggestion  that  bomb-dropping  or  other  offensive  action  by  aircraft  is 
resorted  to  in  Iraq  or  any  other  area  for  the  purpose  of  enforcing  payment 
of  taxes  or  in  punishment  for  non-payment.  Tbe  normal  duties  of  aircraft 
in  Iraq  are  those  of  patrol  and  communication.  Offensive  action  is  in  uo 
case  undertaken  except  in  reply  to  open  and  armed  defiance  of  tho  adminis¬ 
tration  or  to  attacks  upon  the  native  police  forces  of  a  kind  which  would 
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otherwise  necessitate  expeditions  by  ground  units.  Such  action,  when 
under  taken,  is  under  sole  control  of  the  British  authorities,  acting  at  the 
request  of  the  Arab  Government,  In  order  to  give  every  opportunity  to 
the  tribes  concerned  to  submit  to  the  Government,  explicit  warnings’ are 
habitually  issued  to  them  before  any  air  action  is  taken,  and  these  warnings 
even  when  they  do  not  lead  to  immediate  submission,  enable  the  inhabitants 
to  withdraw  Irotn  the  area  selected.  The  result  is  that  casualties  have  been 
few. 

I  am  assured  that  (lie  use  of  aircraft  under  these  conditions  has  achieved 
results  at  least  equal  to  those  obtainable  by  ground  expeditions  and  at  a 
smaller  toll  o!  life  atul  property.  The  reports  received  show  that  the  number 
of  cases  in  which  the  mere  threat  of  air  action  is  sufficient  to  bring  about  thc- 
desired  result  far  exceeds  the  occasions  where  offensive  air  action  is  found  to 
be  actually'  necessary,  and  the  High  Commissioner  reports  that  it  is  no 
exaggeration  to  sav  that  air  action  amongst  the  Euphrates  tribes  has  saved 
far  more  human  fives  than  it  has  destroyed  by  restoring  order  and  preventing 
inter-tribal  fighting. 

The  Secretary  of  State  is  in  communication  with  the  High  Commissioner 
on 'the  whole  subject,  and  as  soon  as  full  details  have  been  received  the  met  rid 
will  be  exhaustively  reviewed  by  His  Majesty’s  Government. 
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Air  Territorials 

Flans  for  the  establishment  of  a  Territorial  Reserve  to 
the  Royal  Air  Force  include  the  inauguration  of  instruction 
centres  at  Glasgow,  Edgware,  Bristol,  Coventry.  Weybridge, 
and  Manchester.  It  is  not  proposed  to  construct  new  aero¬ 
dromes  or  training  workshops,  but  those  already  in  existence, 
either  as  a  part  of  the  Royal  Air  Force  itself  or  as  Schools  of 
Instruction  in  connection  with  an  established  firm,  will  be 
used.  The  instruction  will  be  such  as  will  make  the  Force  as 
efficient  as  possible.  In  addition  to  members  having  com¬ 
pulsorily  to  attend  for  training  at  specified  centres  for  certain 


definite  periods  annually,  it  is  hoped  to  arrange  for  pilots  and 
observers  to  fly  during  week-ends  or  other  such  times  as  they 
may  be  able  to.  This  will  enable  them  not  to  lose  their  dying 
touch  A  large  number  of  officers  and  men  have  already 
stated  their  desire  to  join  this  Force. 

Wound  Stripes  and  Silver  War  Badges 

His  Majesty  The  King  having  signified  his  approval,  it 
is  notified  that  the  wearing  on  uniform  of  wound  stripes  and 
silver  war  badges  is  to  be  discontinued. 

Note. — The  wearing  of  chevrons  in  the  R.A.F.  was  dis¬ 
continued  in  July,  1920. 
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London  Gazette,  November  i\,  1922 
G  tv  rial  Duties  Branch 

Sqda.  I.tli .  1*.  W.  Norton,  D.S.C.,  k  granted  perm.  roromn.,  retaining 
present  substantive  rattle  ami  shiv,  ;  Ang.  r,  1919  {Gazette  June  ft,  tqso, 
;v|j pointing  bun  to  u  short  service  cominn.,  i» cuucelled, 

The  follg.  arc  grant  eel  perm,  commits  ,  with  0  fleet  from  the  dates  indicated, 
retaining  present  substantive  rank-,  and  s.-ny.,  except  whole  otherwise  staled 
( (iaiottes  of  those  dates,  appointing  these  officers  to  shot  t  scj  vice  OOfiUmis., 
are.  i  aucelled)  . — 

Flight  ■Lieulcna, its.-  T.  I  B.  Howe,  A.F.C.,  W.  H.  Mackenzie.  A.f.f 
R.  I,.  Stevenson,  M.B.E.  ;  Oct,  c.j,  rqrq, 

Flying  Officers.-  I,  C.  VV  yium  Tyson  ;  Sept.  tj.  i-}Io.  D.  V.  Carnegie. 
A.F.C.  (since  promoted)  ;  (Jet..  24, 

The  Jollg.  are  granted  perm,  commie;.,  with  effort  from  the  dales  indicated, 
rctaiuing  present  sitbslsnlivc  rank?,  and  seny.  {Gaulle*  el  dates  indicated  in 
bracket appointing  these  ofl&tJTs  to  -bort  sot  vice  commits,,  arc  cancelled): — 

Flying  U( fivers. — S.  orabam,  M.C.,  Oct.  94,  to  10  (Oct.  24,  1919,  and 
Aug. 20,  roar).  S.  F.  Adams,  Jan.  ;jt,  vj.-i  (March  j,  ig?i.  aud  May  a. 
(since  promoted). 

ll>e  lollg.  are  granted  short  set  vice  tom  mi  is.  in  uni. .  stated,  with  effect 
1 1  in,  and  with  seny.  of,  dates  indicated 

Flying  Off  leers. —  H.  A.  Anson  ;  Nov,  3.  R.  F.  Overbiuy ;  Nov.  z, 

Vital.  Office,  m  Probation,  i  K,  Line.;;  Nov.  r 

The  fulls,  are  granted  temp,  comm  ns.  as  flying  Ofirs.,  on  seconding  for 
four  years’ duty  with  R.A.F.  ;  — Lieut.  H.  A.  Crommeliu.  D.  Of  WcUfngloii' 
Kcgt.  ;  Nov.  h.  Sec.  Lieut,  H.  V.  lv.  Fagan, Somerset  L.f.  ;  Ort  31.  Flight* 
l.ieut.  I.  L.  L,  Duffus  reliiajiilshes  his  short  sir  vice  column,  on  account  of 
ill  health  contracted  in  the  Service,  and  is  permitted  to  retain  rank  of  Ca.pt.  ; 
Oct.  ?.(  [Gazette  Oct.  .4,  transferring  the  Officer  to  Reserve,  1  cancelled). 
Flight  Lieut.  JC.  A.  fi.  Wood  relinquishes  his  shot  t  service  commit,  on  account 
oj  ill- health  contracted  in  the  Service,  and  is  permitted  to  retain  rank  of 
(apt.;  Nov.  15.  Sqdn.-LtJr.  (bon.  Wing  Coiudi .)  S.  J.  Goble,  D.S.O., 
O.P.U.,  U.S.C.,  resigns  his  permanent  conimn.  on  appt.  to  Rnvnl  Australian 
Air  l  orcc  ;  March  3:,  iQsr. 

Starrs  rttaneli 

1  lying  (Jflr.  ii  G  Jones  is  grunted  permanent  romtan.  as  flight  -Lieut.  for 
accountant  duties;  June  17.  His  name  will  bo  placed  on  gradation  list 
immediately  follg.  that  of  Flight-Limit,  A.  W.  P.  Phillips,  O.B.F.  Flight- 
Lieut,  ii,  N .  E  Waldron  F  frsusbured  lo  Stores  Brant  bfor  arcountant  duties 
bom  General  Unties  Branch  Maya?.  His  name  w  ill  be  placed  on  gradation 
II si  imnindiuo  ly  Jollg.  tlirfi  of  Plight  Lieut,  J.  I  Robertson. 

M ,e>tiaS  Drouth 

J.  f’r.  Russell,  M.R..  n.A.fi«  irrnntod  short  service  commit,  us  Plying  Offr., 
will'  effect  irotn,  anil  senv.  e.f.  Oct.  30.  flying  Offr.  )  PrendoTg.sst  lo  be 
Flight  Lieut.  ;  Nov.  rt. 

Nutting  service 

The  fotlp.  ladies  are  continued  in  their  nppts.  ns  Stud  Nurses,  with  elf  it 
from  dales  inti  a  a  tod  : — Mi-’  G.  Rea-  Jones  ;  April  i-..  Miv  A.  id.  OtNiell ; 
tune  1  Miss  l  spun  dr  y,  Miss  B.  Rutledge  ;  June  9,  Miss  A  M.  Angus; 
June  rr  Mis-,  i'.  f\  I'r.iict.  Mis*  L.  C.  Kirkpatrick;  July 
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Midp 

Mai.  A.  VV.  NorlhoviT,  M  ,  R.A.H  O..  li  t.,  is  granted  temp,  routtnn.  as 
>qdn. -Edr.  Ini  dutv  under  Directorate  oi  W  orks  ami  Buildings  ;  Nov.  r.t 
Hying  Offr  H  (,  |ni|CS  relinquishes  elg.  tank  of  Sqdn.  Ldi',  ;  June  ay. 

l.o)i J,m  Gaulle,  November  iff,  njie 
Gen  mil  Duties  Branch 

Fit.  Until.  A.  C  Taylor,  A.I-c  to  f  a  lo:  rank  and  precedence  below 
I  lf  l.ieut,  IV.  A  Sheaf;  (let.  so,  Flyg.  Offr.  J 1 .  1.  Peirce  is  tramfd.  to 
Reserve,  Chi’  C  ;  Sept.  1  ■  (correction)  Gazette.  Nov.  1 concerning  Byj. 
Off  1  f  VVvntie  'Tyson  r  r;m celled  ;  Oct.  an,  r<  -j,  stand-. 

Memorandum 

The  permi  "-inn  granted  to  gun  Lieut.  I>.  K,  f  alkie  1  lo  retain  hi  .  rank  is 
withdrawn  on  his  joining  T.A, 

iMtulvn  Gazette,  November  21,  iqac 
Genera!  Duties  lifimck 

The  following  ate.  eranletl  perm  a  urut  coinmns.  as  Pilot  Offrc,  with  effect 
from  Nov.  t.  a  ml  with  sen  v  ol  Hie  dales  indicator  l  — W.  C.  J’.  Bullock  ; 

Nov.  r,  J031.  X.  C,  ft.  Forbes;  Nov.  r,  u)?r.  1;.  S,  Burns;  May;  1,  1991. 

A.  E.  Seioggs  ;  May  i,  ip.'i. 

The  following  are  granted  permanent  criTnmrr’, .  retaining  present  substantive 
rank  aiul  sfsity.  (Aug.  31)  l  it.  Lieut.  VV.  1  Mmon  Flyg.  OJfr.  C.  W.  Busk, 
M.C  The  following  on-  granted  penunnent  columns,  as  FJvg.  Offrs , 
retaining  pn--.cn l  suhidantic  0 ranks  and  s»*ny.  (since  promoted).  Ga  elics  of 
dates  indicated  in  brackets,  appointing  these  <..•!■  cm  to  short-sen  vice  com  nine 
are  cancelled  :  J.  Hominy  ;  JVe,  5,  rpTO-  (Hue  5,7919).  The  lion.  J  II.  ii. 
Rodney,  M.c. ;  OeL  4,  1921  (Oct.  u.  1921). 

The  lollowing  are  granted  short  service  cornmus.  as  Flyrr,  Offrs. ,  with 
effect  born,  and  with  scaiy.  of,  date:,  indicated  :  R,  II.  IJorniman  ;  Nov.  9. 

S.  I).  Scon  :  Nov.  a.  H.  M  Sit inger  ;  Nos  .  B  F.  A.  Swoticr,  M.B.F. ; 

Nov  1 4.  F.  J.  IT.  Wright;  Nov.  73. 

Wing  Coiiundr.  F  ii.  1.  He  win  it,  ibS.O..  o.b.K.,  j>  placed  on  hali-poy. 
Scale  A  ;  Nov.  t  p  Flying  Offr,  T..  \V  Eowcn  is  transld.  to  Reserve,  Class  A  . 
Nov.  1  y  Flyg.  Oflr.  12.  G.  King  is  Iransfd.  to Reaerve,  Claxs  B  ;  Nos  .  23, 
Thu.  ('iff  1  1  Randal),  ir. I'  1  .  icsigni  itis  p«  nnroient  coin.mn. ;  Nov.  jj: 

Xitrsiiifi  Service 

Mi  Core  lain  v  Abigal  Man  mignx  htfrnppt.  a*t  Staff  N  ui  -e  ,  N»s .  10. 

f  an, fnu  Go  .cite.  Vc n  ember  3  4,  192:' 
Genital  Duties  firanch 

Ofjst-rvcr  ttffr.  Julut  Beitrani  i1  rouse  u.  placed  on  retired  lisl  on  mcoUnl 
nf  ill-licaltli  conlrarJcd  r.n  active  service  ,  Nr.v  35. 

rVoiwwiakiMi 

llop.  Sivy  Lie  ui.  Arlhnr  Slua.'t  Fla  clove  roliurpmh  •  in’s  hfm  conunisstun 
on  joiriilrj  (lie  AltnV. 
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ROYAL  AIR  FORCE  INTELLIGENCE 


Appointments. —The  following  appointments  in  the  Royal  Air  Forco 
ate  notitiod : — 

Group- Caftaws  E.  V.  Holt,  C.M.G  ,  D.S.O  ,  to  R  A  F.  Depot  (Inland  Area) 
Scpom  ipi' raryl  per.dirg  disp.^al  ;  an  cessation  of  speondmunt  for  duiyi 
vrirh  the  ChiuBie  Govcxiuucnt.  i,u,22.  C.  S.  Butnott,  C  B.E.,  EbS.Ci., 
ii  in  K.A.l  .  Base,  l.euchars  (Coastal  Area),  to  R.A-F.  Depot  (Inland  Area). 

1. 13.23, 

B 'ing-Comnttmders  A.  V.  Bettington,  C.M.G. ,  from  Headquarters,  No.  13 
Wing,  Ireland,  to  R.A.F,  Depot  (Inland  Area)  ^Supernumerary).  11.10.22. 

F.  R,  T.  Hewlett,  LLS.O.,  O.B.E.,  from  R.A.F.  Depot  (Inland  Area),  to  Half 
pay  List  14.11. 22.  P.  H.  L,  Playfair,  M.C.,  from  No.  1  Flying  iralninu 
School  (Inland  Area)  lo  command  R.A.F.  Base,  LeuChars  (Coastal  Area), 

15. 1 1.22. 

Squadron- Leaders  .  F.  Sosvrcy,  D.S.O  ,  M.C.,  A.F.C. ,  Irom  No.  too  Squadron 
(Inland  Area)  to  Basrah  Group  Headquarters  (Iraq  Command).  3.11.22. 

C.  C.  Mites,  M.c. , from  Central  Flying  School  (Inland  Area)  to  Hall-pay  List. 
to. it. 22.  F.  C.  Jobson,  irom  R.A.F.  Depot  (Inland  Area),  to  Headquarters, 
Inland  Area  (Inland  Area)  3.11.22.  A.  S.  Glynn,  M.B.,  from  Headquarters 
(Inland  Area)  to  R.A.F.  Depot  (Inland  Area)  (Supernumerary).  3.TT.22. 
(Acting  Group  Captain)  II  C.  Ellis,  C.B.F.,  from  R.A.F.  Depot  (Inland 
Area)  to  Command  Accounts  Otlice  (Palestine  Command)  011  erasing  to  he 
attached  to  Air  Ministry.  11.8.33.  Substituted  for  the  previous  notification 
winch  appeared  in  Intelligence  Bulletin  No.  76,  dated  29.8.22,  wherein  this 
Officer  was  posted  from  R.  A.F.  Depot  to  Palestine  Wing  Headquarters,  with 
effect  from  11.8.33.  W.  Sowrey,  D.F.C.,  A.F.C.,  from  R.A.F.  Depot  (Inland 
Area)  to  No.  t  Flying  Training  School  (Inland  Area).  30.10,32,  Substituted 
for  tlie  previous  notification  which  appeared  in  Intelligence  Bulletin  No  84, 
dated  1.1103.  The  notification  concerning  Hus  Officer  which  appeared  in 

0  0 

PERSONALS 

Married 

Ckart.es  Mknten  Benjamin,  late  R.A.F.,  younger  son 
of  Mr.  and  Mrs.  II.  N.  Benjamin,  of  14,  Cadogan  Sqtiare. 
S.W.  1,  was  married  ou  November  10,  to  Maragrkt  (Peggy) 
youngest  daughter  of  Mrs.  and  Dr.  Wm  Creser,  of  the 
Trinity  College  of  Music. 

To  be  Married 

A  marriage  has  been  arranged,  and  will  shortly  take  place 
between  Lieut.-Col.  Cuthbert  Egan  Charles  Rabagliati, 
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Intelligence  Bulletin  No.  85,  dated  7. 1r.2a.i3  hereby  cancelled,  I.  T.  Lloyd 
from  No.  2  'living  Training  School  (Inland  Area)  to  command  No.  f,f: 
Squadron  (Inland  Area),  t5.1r.22,  11.  I.  Hanmer,  D.F.C.,  from  R.A.F. 

Depot  (Inland  Area)  to  No.  2  Flyiuff  Training  School  (Inland  Area).  10.11,22. 

Pnghl-LceuUnants:  I..  E.  Taylor,  from  Seaplane  Training  School 

(Coastal  Area)  to  EleetiJca)  aud  Wireless  School  (Inland  Arpa).  1.11,22. 
A.  Jukes,  from  Irish  .Stores  and  Repair  Unit  (No.  12  Wing,  Ireland) 

to  R.A.F.  Depot .'(Inland  Area)  (Supernumerary).  12.fi. 22.  W.  F.  Wilson, 
M.C,,  M.B.  from  No.  60  Souadron  (India)  to  No.  28  Squadron  (India). 
0.10.22.  A.  Briscoe,  M  B.,  from  No.  28  Squadron  (India)  to  Headquarters, 
Iraq  Command  (Supernumerary).  15. 10.22.  R.  Hutton,  to  Basrah  Group 
Headquarters  (baq  Command),  on  appointment  to  short  service  Conimn.  ; 
for  duty;  as  Offirer  in  1  barge  Inland  Water  Transport,  j. 10.22.  H.  G. 
Jones,  from  Nu.  4  Stores  Depot  to  School  of  l-'hntop.r.iphy  (Inland  Area) 
(Supernumerary).  34.9  22.  T.  L.  P.  Harries,  M.B.,  from  R.A.F.  Depot 
(Inland  Area)  to  R.A.F.  Hospital,  CranweU.  8.11.22.  A.  W.  C.  V.  Pan. 
from  No.  1  Flying  Training  Ar.hool  (Inland  Atop.)  to  Central  Flying  School 
(Inland  Area).  8. 1 1.22.  1  N.  H.  Gray,  D.l’.H.,  from  No.  27  Squadron 

(India)  to  No.  31  Squadron  (India)  n. 10.22.  H.  W.  G.  Jones,  from  No.  28 
-Squadron  (India)  to  R.A.F.  Depot  (Inland  .Area)  (Supernumerary).  19.10.22. 
J.  A.  G.  Flaslam,  M.C.,  D.F.C.,  from  No.  7  Group  Headquarters  (Inland 
Area)  to  School  of  Army  Co-operation  (Inland  Area),  t6.11. 22.  R.  S 
Topham,  M.B.,  D.P.IE,  hum  No.  31  Squadron  (India)  to  R.A.F.  Depot 
(Inland  Area).  (Siiperonmcrory.)  17.1022.  (Acting  Squadron  Leader) 
W.  B  Johnstone.  The  name  of  liib;  Otlieer  is  as  now  stated,  not  “  Johnston," 
as  described  in  R.A.F.  inteUigcncc  No.  80,  dated  9.1T.93. 

Captain  (Temporary  Major)  S.  C.  R.  Crawiord,  O.B.F.  (5th  Battalion  Fast. 
Surrey  Regt.)  (T.A.)j  Headquarters,  Iraq  Commsmf.  For  duty  as  Deputy 
Judge  Advocate-General  (Class  BP),  On  attachment  to  R.A.F. 


H  S 

M.C.,  A.F.C.,  Chevalier  de  la  Legion  dTlonneur,  late 
K.O.Y.L.l.  and  R.F.C.,  and  Clarissa  Catherine  de 
Hochepied  -  Larpent,  only  daughter  o£  the  late  John 
Meivill,  ninth  Baron  de  Hochepicd,  and  the  Baroness  de 
Hochepied. 

The  engagement  is  announced  between  Captain  lb  E.  M. 
Le  Gallajs,  A.FC.,  the  Royal  Sussex  Regt.,  eldest  son 
of  the  late  Colonel  Mark  Le  GaUais  an;l  Mrs.  Le  Gallais,  ot 
Broad  lands,  Jersey,  and  Margaret  Cecilia,  only  daughter 
of  Mr.  and  Mrs.  I  Ienky  J.  Beebe,  of  Springfield,  ’Massa¬ 
chusetts,  U.S.A. 
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CORRESPONDENCE 


[The  Editor  does  not  hold  himself  responsible  for  opinions 
expressed  by  correspondents.  The  names  and  addresses  of 
the  writers,  not  necessarily  for  publication,  must  in  all  cases 
accompany  letters  intended  for  insertion  in  these  columns .] 

FLYING  IN  SWEDEN 

[2066]  In  connection  with  the  reference  tn  this  week's 
issue  to  the  forthcoming  I.L.U.G.  I  should  like  to  say  that 
having  been  a  flyer  for  2  £  years  in  Sweden,  knowing  the 
country  thoroughly  and  speaking  the  language,  and  knowing 
the  air  route  via  Rotterdam  and  Kopenhagen,  1  shall  be 
very  glad  to  give  advice  or  assistance  and  introduction  to 
prominent  people  in  Gdteborg  to  anyone  who  is  interested 
in  the  scheme,  some  of  the  conditions  to  be  met  with  being 
certainly  peculiar. 

C.  H,  R.  Johnston,  Major 
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what  Fine  Chemicals  mean  to  the  Nation.  The  Association  of 
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Stationery  Office,  Kingsway,  W.C,  2.  Price  is.  9 d.  net  *  by 
post  is.  \o\d. 

Aeronautical  Research  Committee,  Reports  and  Memoranda 

No.  774  [Ae.  34).  Biplane  Investigation  with  R.A.F.  13 
Section.  By  W.  L.  Cowley,  A  R.C.Sc,,  and  C.  N.  H.  Lock, 
M.A.  September,  1921  London:  H.M.  Stationery  Office, 
Kingsway,  W.C.  Price  is.  net. 

No.  787  (Ae.  44).  Lateral  Control  of  Bristbl  Fighter  at 
Low  Speeds.  By  F.  B.  Bradfield.  January,  1921.  London  : 
H.M.  Stationery  Office,  Kingsway,  W.C.  2.  Price  is.  6 d.  net, 
By  post  is.  yd. 

Technical  Notes  :  No.  107,  Structural  Safety  during  Curved 
Flight.  By  Dr.  A.  Rohrbach.  No.  108.  The  Use  of  Multi¬ 
plied  Pressures  for  Automatic  Altitude  Adjustments.  By 
Stanwood  W.  Sparrow.  No.  109.  The  Twisted  Wing  with 
Elliptic  Plan  Form .  By  Max  M.  Munk.  No.  no.  The 
Effect  on  Rudder  Control  of  Slip-Stream  Body,  and  Ground 
Interference.  By  H.  I.  Hoot  and  D  L.  Bacon.  No.  in. 
Stresses  produced  on  an  Airship  Flying  Through  Gusty  Air. 
By  Max  M.  Munk.  No.  113.  Report  on  the  General  Design 
of  Commercial  Aircraft.  By  E.  P.  Warner.  No.  114. 
Supplementary  Report  of  Oil-Scraper  Piston  Rings.  By  H.  S. 
McDewell.  National  Advisory  Committee  for  Aeronautics, 
Washington,  D  C. 

Reports;  No.  128.  Aeronautic  Instruments  :  Section  IV, 
Direction  Instruments.  No.  14 1.  Experimental  Research  on 
Air  Propellers — V.  By  W.  F.  Durand  and  E.  P.  Lesley. 
No.  146.  The  Six-Component  Wind  Balance.  By  A.  F. 
Zahm,  No.  148.  The  Pressure  Distribution  over  the  Hori¬ 
zontal  Tail-  Surface  of  an  Airplane — III.  By  F.  H.  Norton 
and  W.  G.  Brown.  National  Advisory  Committee  for 
Aeronautics,  Washington,  D.C.,  U.S.A 

Catalogue. 

S.  K-F.  Ball  and  Roller  Bearings.  The  Skefko  Ball  Bearing 
Co.,  Ltd.,  Luton,  Beds. 


SOCIETY  OF  MODEL  AERONAUTICAL  ENGINEERS 
(London  Aero-Models  Association) 

Dr.  H  an  kin  ’s  lecture  on  “  The  Evolution  of  Animal 
Flight  "  was  given  before  a  large  number  of  members  and 
visitors.  Mr.  F.  de  P.  Green,  who  occupied  the  Chair, 
proposed  a  heartv  vote  of  thanks,  which  was  enthusiastically 
passed. 

On  Friday  next  Messrs.  Nippon  and  Bnrchel!  will  continue 
the  debate  on  "  Large  Models  v.  Small  Models." 

On  Friday,  December  8,  a  smoking  concert  will  be  given. 

On  Friday,  December  15,  a.  lecture  will  be  given  by  Mr. 
W  E.  Evans,  whose  subject  will  be  “  Some  Points  on  Wood." 
All  interested  in  the  subject  arc  invited  to  attend. 

The  Secretary  of  the  Paddington  Aero  Club  (affiliated  to 
S.M.A.E.)  reports  as  follows  : — Gliding  at  Sudbury,  Saturday. 
Present  ;  Messrs.  Dixon,  Evans,  Green  and  Levy.  All  had 
gliders  out  Mr.  Green  obtained  several  good  glides  of  about. 
20  secs.,  the  best  being  23  secs.  Mr.  Levy's  attempt  on  record 
was  unsuccessful,  but  he  put  up  many  excellent  glides  of 
more  than  35  secs.,  his  best  attempts  being  38,  38^  and  39 
secs.  These  glides  were  timed  by  Messrs.  Evans  and  Green. 

Mr.  F.  de  P.  Green  reports  from  Wimbledon  on  Sunday  last 
as  follows  "  Several  members  assembled  on  Wimbledon 
Common  this  morning,  but  the  official  observers,  Messrs. 
Houlberg  and  Hersora,  had  an  easy  but  somewhat  cold  time 
of  it  in  watching  several  attempts  made  to  tackle  the  stiff 
wind  which  was  blowing  at  the  time.  Mr.  D.  A.  Pavely 
made  plucky  attempts  with  his  big  C.A,  monoplane,  which, 
after  a  fairly  good  flight,  alighted  rather  badly  with  slight 
injury.  Mr.  H.  C  Horsom  made  several  flights,  but  damaged 
both  his  machines.  Mr.  F.  de  P.  Green  got  off  with  his 
originally  designed  "  Fannan  Tandem  Multiplane  ”  (twin 
screw) ,  which  made  two  short  but  rather  uneasy  flights, 
landing,  however,  in  each  case  quite  safely.  Several  attempts 
with  gliders  were  made  by  Messrs.  Nippon,  Levy  and  Johnson, 
but  the  weather  conditions  prevailing  rendered  any  serious 
attempt  quite  impracticable. 

Meetings  are  held  at  Headquarters,  "  The  Red  Lion  Hotel," 
20,  Great  Windmill  Street,  Piccadilly,  W.  1,  every  Friday 
at  7.30  p  m. 

A.  E.  JONES. 

Hon.  Sec. 

m  m  m  m 

AERONAUTICAL  PATENT  SPECIFICATIONS 

Abbreviations  :  cyl.  =  cylinder  ;  I.C,  «=  internal  combustion  ;  m.  «=»  motor 
The  numbers  in  brackets  are  those  under  which  the  Specifications  wdl 
be  printed  and  abridged,  etc. 
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FLIGHT  BUYERS’ 


FABRICS  and  yarns— 

Victoria  Rubber  Co.,  Ltd.,  Edinburgh. 

flying  school- 

Fraser's  Flying  School,  Kingsbury,  N.W.  9. 

gliders— 

Peyret,  f.-,  lngemeur,  23,  Uue  Lambrecht,  Cour- 
bevoic  sur  Seine,  France. 

GLUES- 

Lang  Propeller  Ltd.,  Weybridge,  Surrey. 
Weybridge  520  521 ;  "  Aerosticks,  Weybridge. 

hangars 

Vauxhall  Trading  Co.,  Ltd.,  37,  Great  James  St. , 
Bedford  Row,  W.C.  1. 

INGOT.  ALUMINIUM— 

British  Aluminium  Co.,  Ltd.,  The  109,  Queea 
Victoria  St.,  London. 

City  2676  ;  '*  Cryolite."  Cent.  London. 

INSTRUMENTS  (Speed),  Watchc*.  &c. — 

Brown  Bros.,  Ltd.,  Great  Eastern  Street,  London, 
E.C.  2. 

Goldsmiths  A  Silversmiths  Co.,  112,  Regent  Street, 
W.  i.  Gerrard  0091  (3  lines). 

Smith,  S.,  &  Sons  (M.A  ),  Ltd.,  Cricklewood 
Works,  N.W.  7.  VVillesden  2335  (7  lines). 

INSULATING  MATERIALS— 

MacLennan,  John,  &  Co.,  115,  Newgate  St.,E.C.j. 

City  3115  ;  “  Vanduara,"  Cent,  London. 

LUBRICATING  OILS 

Wakefield,  C.  C.,  &  Co.,  Ltd.,  Cheapside,  E.C.  a. 
Central  1156  (3  lines);  “ Cherry,"  Cent,  London. 

MACHINING— 

Monk  t.ngineerlng  Co.,  Ltd.,  Coventry. 

Coventry  S07;  “  Assistance, "  Coventry. 

MAGNETOS- 

tritish  Thomson-Houston  Co.,  Ltd.,  Lower  Ford 
Street,  Coventry. 

Telephone  278 ;  "  Asteroidal,"  Coventry. 

METALS  (Anti-Friction) — 

Hoyt  Metal  Co.,  Ltd.,  Deodar  Road,  Putney, 
S.W.  15.  Putney  1333. 


GUIDE  AND  TRADE  D I R ECTO R Y- con turned. 

(Continued  from  p.  xiv.) 

METAL  PARTS  AND  FITTINGS 


Brovm  Bros.,  Ltd.,  Great  Eastern  Street,  London, 

Monk  Engineering  Co.,  High  Street,  Coventry. 

Coventry  807;  ''  Assistance, "  Coventry. 

Kubery,  Owen  &  Co„  Darlaston. 

Darlaston  87  ;  “  Roofs,"  Darl.iston, 

MODELS- 

J°'\es>  A.  E.,  Ltd.,  25,  Eversholt  Road,  Camden 
Town,  N.W.  1. 

D. A.P.,  Replingham  Road,  Southfields,  S.W.  18. 

PARACHUTES- 

E.  R.  Calthrop's  Aerial  Patents,  Ltd.,  423a, 
Ed g ware  Road,  London,  W.  2.  Paddington  6332. 

Spencer,  C.  G„  &  Sons,  Ltd.,  59a,  Highbury 
Grove,  N.  5.  Dalsion  1893- 

PETROL- 

Anglo-American  Oil  Co.,  Ltd.  (Pratt’s),  Queen 
Anne’s  Gate,  S.W.  1. 

British  Petroleum  Co.,  Ltd.,  22,  Fenchurch  Street. 
EC.  3 

PETROL  GAUGE- 

W.  Ryan  Hart,  McCreath  Taylor  &  Co.,  34, 
Victoria  Street,  S'.W.  1. 

PROPELLERS- 

Blackburn  Aeroplane  and  Motor  Co.,  Ltd., 
Olympia,  Leeds.  Roundhay  601  (5  lines; ; 

"Propellers,"  Leeds. 
Falcon  Airscrew  Co.,  T13,  Cottenbam  Road, 
Holloway,  N.  19.  Hornsey  910  &  2472- 


WORK  STAMPINGS  AND 


Lang 

520 


;  Propeller,  Ltd.,  Weybridge,  Surrey. 

1-521,  Weybridge;  "  Aerosticks,"  Weybridge, 

PUTTEES  - 

Fox  Bros.  &  Co.,  Ltd.  (Dept.  R),  Wellington, 
Somerset. 

RADIATORS  AND  RADIATOR  REPAIRS—  I 

Screk  Radiators,  Ltd.,  Warwick  Road,  Greet, 
Birmingham. 

Victoria  531(3  lines);  "  Nerleak,"  Birmingham. 


SHEET  METAL 
PRESSINGS— 

Kubery,  Owen  &  Co.,  Darlaston. 

Darlaston  87 ;  "  Roofs,"  Darlaston. 

SPARKING  PLUGS - 

Kobinhood  Engineering  Works,  Ltd.,  The,  Putney 
Vale.  S.W.  15.  Puteey  2132,  2133. 

"  Kaalgee,"  Phone,  London. 

SPRAYING  PLANT- 

Aero^raph  Co.,  Ltd.,  43,  Holborn  Viaduct, 
E.C.  1. 

Holborn  2041;  "  Aerography,”  London. 

STABILIZERS— 

Auto  Controls,  Ltd.,  10,  Heddon  Street,  Regent 
Street,  London,  S.W.  t.  Regem'3649. 

TAPES  AND  WEBBINC- 

MacLennan,  John,  &  Co.,  115,  Newgate  St.,  E.C.i. 

City  3115  ;  “Vanduara,”  Cent.  London. 

TIMBER— 

Owen,  Joseph,  &  Son,  Boro'  High  Street,  S.E. 

Hop  38H  ,  “Bucheron,"  London. 

TUBES,  ALUMINIUM— 

British  Aluminium  Co.,  Ltd.,  The,  100,  Queen 
Victoria  St.,  London. 

City  2676  ;  “  Cryolite,"  Cent.  London. 

TYRES  AND  WHEELS— 

Palmer  Tyre,  Ltd.,  >baftesburv  Avenue,  W.C.  a. 
Gerrard  1214;  "  Tyricord,"  Westoent,  London. 

WELDINGS,  REPAIRS— 

Barimar,  Ltd.,  10,  Poland  Street,  London,  W.  i. 
Gerrard  8173  ;  “  Bariquamar,"  Reg,  London. 

WIND  SHIELDS— 

Auster,  Ltd.,  133,  Long  Acre,  W.C.  2. 
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EDITORIAL,  COMMENT. 


ITOULD  the  Civil  Aviation  Subsidy  be 
spent  on  passenger-carrying  machines, 
or  on  tiie  air  transport  of  newspapers  ? 
This  is  a  question  which  has  been  given 
a  good  deal  of  publicity  lately,  as  a 
result,  it  appears,  of  the  rc-arrange- 
rnent  of  the  subsidy  scheme,  by  which 
only  one  British  firm  is  subsidised  on 
the  London-Paris  air  route.  It  is  argued  that  statistics 
show  that  out  of  the  total  number  of  passengers 
carried  by  the  British  lines  three-fourths 
°bv  *  \!r  rS  or  so  are  foreigners,  and  that  therefore 
the  system  of  paying,  out  of  the  tax¬ 
payers'  pocket,  subsidies  which  are  chiefly  spent  in 
providing  foreigners  with  M  joy-rides,”  is  a  sheer 
waste  of  money.  At  present  the  early  morning  news¬ 
paper  service  from  Lyrnpne  to  Paris  is  carried  out 
by  a  Frerteh  firm,  subsidised  by  the  French  Govern¬ 
ment. 


On  the  face  of  it,  this  state  ol  affairs  certainly  does 
appear  to  indicate  that  there  is  something  radically 
wrong  somewhere.  We  rather  think,  however,  that  the 
root  of  the  trouble  lies  deeper,  and  may  have  been  over¬ 
looked  by  those  who  arc  advocating  that  the  subsidy 
should  be  devoted  to  the  newspaper  service.  It  is 
not,  to  our  mind,  a  question  of  passenger  or  news¬ 
paper  service,  but  of  why  London-Paris  at  all.  The 
real  difficulty  of  the  whole  position  is  this — that  the 
London-Paris  route  is  not  suitable  for  an  air  service 
established  on  commercial  lines.  The  route  is,  as 
we  have  repeatedly  pointed  out  in  these  columns, 
already  so  well  served  by  train  and  boat  that  aircraft, 
in  order  to  compete  in  point  of  time  sufficiently  to 
effect  any  great  saving,  must  be  of  fairly  fast  type. 
This  means  high  power  expenditure  per  passenger 
carried,  which,  with  other  things,  again  means 
uneconomical  operation,  Add  to  this  the  fact  that 
passenger  machines  have  to  have  large  cabins, 
equipped  with  comfortable  scats,  with  heating 
apparatus,  with  wireless,  and  with  a  dozen  other 
tilings  which  together  form  so  much  dead  weight 
to  be  carried,  detracting  from  the  paying  load  of 
the  machine. 

Thus,  without  going  into  great  detail,  it  will  easily 
be  realised  that  fundamentally  the  passenger  machine 
is  considerably  handicapped,  and  that  if  it  is  to  be. 
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kept  operating  ir  is  likely  to  require  a  subsidy.  The 
t  rench  are  running  passenger  services  on  the  London- 
Tail^  route,  and  while  they  are  doing  so  we  must  do 
the  same.  That  wc  can  only  do,  at  the  present 
moment,  by  some  form  of  subsidy,  nor  is  it  likely 
that  it  will  be  possible,  within  the  near  future,  to 
operate  this  route  without  a  subsidy.  So  far  as  we 
can  see,  the  only  real  reason  for  maintaining  the 
London  Paris  route  at  all  is  that  the  French  are 
running  services-  subsidised  services — over  it.  It 
does  not  appear  to  be  a  route  leading  to  anywhere 
in  particular,  a.-,  far  as  all-British  services  are  con¬ 
cerned.  It  was  originally  to  be  regarded  as  a  sort 
of  full-scale  laboratory  in  which  wc  could  learn  a 
good  deal  about  the  running  of  civilian  air  lines. 
But  it  is  extremely  doubtful  whether  the  last  couple 
of  years  have  taught  us  anything  that  we  did  not 
know  at.  the  end  of  1920,  for  instance.  There  is 
one  thing  to  be  said  for  the  new  subsidy  arrange¬ 
ment  :  Instead  of  spending  all  die  subsidy  money 
on  t  he  London  Paris  route  we  are  now  only  spending 
a  portion  of  it,  the  rest  being  allocated  to  the  firms 
operating  the  London-Cologne  and  London -Amster¬ 
dam  (Berlin)  lines. 

Now  for  the  other  side  of  the  picture.  A  news¬ 
paper  service  is  undoubtedly  of  the  very  greatest 
value  to  the  country.  But  a  newspaper  air  service 
can,  and  should,  be  run  with  machines  totally 
different  from  those  required  for  passenger  work. 
There  is  no  elaborate  passenger  cabin  to  equip,  no 
seats  to  run  away  with  paying  load,  no  need  for 
two  pilots,  possibly  no  need  for  wireless  equipment, 
and  tinally  the.  fuselage  of  such  a  machine  need 
not  be  very  large,  the  newspaper  load  occupying 
very  small  space  in  proportion  to  its  weight.  All 
this  means  that  a  machine  specially  built  for  the 
work  would  be  vastly  more  economical  to  run, 
cheaper  in  first  cost  and  insurance,  and  more  of  a 
commercial  proposition  all  round  than  the  passenger 
machine.  In  fact,  it  seems  to  its  that,  with  a  properly 
designed  machine  it  should  be  possible  -assuming  that 
the  load  of  close  upon  2,000  lbs.  per  day  could  be 
counted  upon  -to  run  a  newspaper  service,  without 
any  subsidy,  other  than  that  already  provided 
indirectly  by  the  existing  ground  organisation. 

It  would,  therefore,  appear  that  to  take  away  the 
subsidy  from  the  passenger  line  and  give  it  to  a 
newspaper  air  service  on  the  London-Paris  route 
would  not  result,  in  a  better  spending  of  the  tax¬ 
payers'  money,  and  that  the  real  solution  is  to  get 
away,  as  soon  as  it  is  possible,  from  the  London-Paris 
route  altogether,  at  any  rate  if  there  is  no  prospect 
of  extending  it  beyond  Paris.  If  it  can,  some  day,  be 
made  a  stage  of  a  route  linking  us  up  with  the  East, 
it  is  altogether  a  different  matter. 

♦  ♦  ♦ 

The  regulations  governing  the  gliding 

^U|lf  ^  if°r  competition  for  the  1,000  guinea  prize 
Gliding6  offered  by  Messrs.  Selfridge  and  Co. 

Competition  have  now  been  published,  and  will  be 

found  elsewhere  in  this  issue.  The 
competition  is,  it  will  be  remembered,  for  the  first 
llight  in  a  straight  line  of  a  distance  of  50  miles. 
That  this  feat  will  be  difficult  to  accomplish  goes 
without  saying.  But  so  appeared  the  Daily  Mail 
competition  at  Ilford,  and  yet  the  minimum  time 
stipulated  was  exceeded  on  the  first  day  of  the 
competition.  We  should,  therefore,  hesitate  to  say 
that  the  Selfridge  prize  will  not  be  won  next  year, 


although  it  is  infinitely  more  difficult  than  was  the 
previous  competition. 

The  regulations  have  been  drawn  up  with  the 
utmost  regard  for  the  convenience  of  competitors, 
any  district  in  the  British  Isles  being  available,  the 
only  expenses  to  which  competitors  will  be  put 
being  the  entrance  fee  of  {'5  and  the  expenses  of  the 
official  observers.  Even  so,  in  order  to  reduce 
expenses,  the  Royal  Aero  Club  is  arranging  to  appoint 
official  observers  resident  in  the  various  districts 
that  are  likely  to  be  chosen,  and  except  in  a  very 
few  cases  no  competitor  should,  therefore,  need  to 
pay  any  very  heavy  charges. 

We  are  satisfied  that  the  regulations  will  be 
accepted  as  sensible  and  fair  by  all  who  are  con¬ 
templating  taking  part  in  the  competition,  and  the 
Gliding  Committee  of  the  R.Ae.C  is  to  be  congratu¬ 
lated  on  the  very  common-sense  spirit  in  which  it 
has  set  to  work.  It  will  now  rest  with  competitors 
to  show  the  world  that  we  are  not  behind  in  this 
form  of  aviation,  and  certainly  nobody  could  accuse 
the  Royal  Aero  Club  of  having  placed  any  avoidable 
obstacle  in  their  way. 

One  drawback  to  a  competition  of  this  sort  is 
that  the  public  will  not  be  greatly  attracted  by  the 
performances.  Most  of  the  practice  flights,  and 
probably  also  the  majority  of  the  competition  flights, 
will  be  made  without  the  general  public  being  aware 
of  them  until  they  are  over,  and  even  then  it.  is 
likely  that  the  mere  statement  that  so-and-so  has 
flown  10  miles  will  not  arouse  a  great  deal  of  general 
interest.  It  is  possible,  however,  that  if  several 
flights  are  made  within  a  short  period,  one  slightly 
longer  than  the  previous  one,  the  interest  will  be 
stimulated. 

From  the  point  of  view  of  technical  interest  the 
competition  should  be  of  value  in  teaching  us  a  very 
great  deal  about  air  currents  and  how  to  make  use 
of  them,  and  aerodynamic  efficiency  will  play  a  far 
greater  part  than  it  did  at  Ilford. 

♦  ♦  ♦ 

The  response  to  the  designing  com- 

^CUder*  Petiti°n  instituted  by  the  proprietors 

Designing  °*  F light  has  been  very  gratifying. 
Competition  A  great  number  of  designs  have  been 
sent  in,  and  elsewhere  in  this  issue  we 
publish  a  brief  reference  to  some  of  the  more 

promising  designs  submitted.  The  judging  will 
naturally  take  considerable  time,  and  it  is  doubtful 
whether  the  announcement  of  the  winners  can  be 
made  until  early  in  the  new  year.  In  the  meantime 
we  thank  all  those  who  have  put  so  much  work  into 
their  designs,  and  assure  them  that,  had  conditions 
justified  us,  we  should  have  remunerated  them  on  a 
scale  more  commensurate  with  the  value  of  the 

work.  As  it  is,  we  would  ask  competitors  to  con¬ 
sider  themselves  rewarded,  to  some  extent,  by  the 
fact  that  they  have,  with  ourselves,  helped  to  make 
progress  in  the  latest  form  of  flying.  We  hope  to 
publish  several  of  the  designs,  in  addition  to  the 
winning  ones,  in  forthcoming  issues  of  Flight. 

&  «  *  » 

Prince  of  Wales — New  Appointment 

His  Majesty  the  King  has  been  pleased  to  approve  the 
following  appointment  : — 

His  Royal  Highness  Edward  Albert  Christian  George 
Andrew  Patrick  David,  Prince  of  Wales  and  Duke  of  Cornwall, 
K.G.,  K.T.,  G.C.S.I.,  G.C.M.G.,  G.C.I.E.,  G.C.V.O.,  G.B.E., 
M.C.,  to  be  a  Group  Captain  in  the  Royal  Air  Force. 
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THE  “BRISTOL"  THREE-SEATER,  100  HP.  BRISTOL  LUCIFER 

ENGINE 


A  Machine  for 

Simplicity  of  construction  and  a  minimum  of  parts  subject 
to  wear  are  the  special  features  of  the  new  "  Bristol  ”  three- 
seater  biplane  which  has  just  been  produced  by  the  Bristol 
Aeroplane  Company,  Ltd.,  of  Filton,  Bristol.  In  getting  out 
the  design  of  this  machine,  Mr.  Reid,  chief  designer  to  the 
firm,  endeavoured  constantly  to  keep  in  mind  the  fact  that, 
as  the  machine  was  intended  for  the  owner-pilot,  it  was 
essential  that  everything  which  was  likely  to  require  attention 
should  be  as  simple  as  possible,  and  that  the  number  of  parts 
that  were  at  all  likely  to  wear  out  should  be  reduced  to  an 


the  Owner- Pilot 

it  has  been  possible  to  provide  direct  gravity  feed,  and  all 
the  complications  of  petrol  pumps,  cocks  and  piping  have  been 
avoided. 

The  100  h.p.  *'  Lucifer  "  engine  is  mounted  on  an  engine 
plate  of  sheet  steel,  having  four  feet  which  terminate  in  lugs 
registering  with,  and  being  housed  in,  corresponding  sockets 
on  the  front  end  of  the  fuselage  longerons.  The  hinges  are 
formed  on  the  two  port  sockets,  while  locking  pins  are  provided 
on  the  starboard  side.  All  that  is  necessary  in  order  to  swing 
out  the  engine  is  to  remove  the  two  pins  on  the  starboard 


THE  **  BRISTOL  ”  THREE-SEATER  :  Front  view.  |The  man  standing  in  front  gives  a  good  idea  of  the  size 

of  the  machine. 


absolute  minimum.  Besides  these  desiderata,  any  such 
machine  should,  it  was  thought,  be  capable  of  carrying  two 
passengers  in  addition  to  the  pilot,  and  should  be  able  to  do 
so  with  the  lowest  horse-power  consistent  with  a  reasonably 
good  performance.  The  outcome  was  the  new  Bristol  three- 
seater.  and  in  the  following  notes  and  illustrations  we  shall 
attempt  to  show  the  manner  in  which  the  designer  attacked 
the  problems  he  bad  set  himself. 

Power  Plant 

As  regards  power  plant,  the  Bristol  Aeroplane  Co.  already 
had  available,  in  the  100  h.p.  "  Lucifer,”  an  engine  which, 
for  its  power,  probably  works  with  a  minimum  of  parts. 
With  but  three  sets  of  valves  and  plugs  to  look  after,  this 


side,  and  the  engine  with  its  cowling,  etc.,  is  free  to  pivot 
on  the  hinges  on  the  opposite  side. 

As  the  petrol  and  oil  pipes  are  flexible,  and  are  so  arranged 
as  to  allow  the  engine  to  be  swung  right  out  without  requiring 
disconnecting,  it  is  possible  to  get  at  the  back  of  the  engine, 
with  its  magnetos,  carburettor,  etc.,  without  interfering  with 
any  adjustments  whatever.  The  engine  controls  also  are  so 
arranged  that  they  are  not  interfered  with  in  any  way  by 
swinging  out  the  engine.  One  of  our  photographs  shows  the 
engine  partly  swung  out,  and  it  will  be  seen  that  the  exhaust 
pipe  on  the  starboard  side  has  a  loose-fitting  joint  in  front, 
the  short  elbow  piece  from  the  exhaust  collector  moving  out 
with  the  engine,  while  the  long  exhaust  pipe  itself  remains 
in  place  on  the  fuselage. 


THE  “  BRISTOL  ”  THREE-SEATER  ;  Three-quarter  front  view. 


engine  should  require  a  minimum  of  attention,  and  as,  further¬ 
more,  it  is  so  mounted  that  it  can  be  swung  out,  away  from 
the  fuselage  so  as  to  give  access  to  the  back  of  the  engine,  the 
work  of  looking  after  the  power  plant  should  be  no  more 
than  that  of  looking  after  the  average  motor-car  engine. 
By  mounting  the  petrol  tank  in  the  deck  fairing  of_the  fuselage 


The  exhaust  collector  is  in  the  form  of  a  ring,  into  which 
the  exhaust  gases  from  all  three  cylinders  are  carried  by  two 
short  pipes  from  each  cylinder.  This  arrangement  makes  quite 
a  neat  job,  and  has  the  advantage  that  the  exhaust  collector 
itself  forms  the  front  portion  of  the  engine  cowling.  The 
oil  tank  is  carried  on  the  fireproof  steel  bulkhead  behind  the 
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engine,  while  the  petrol  tank  is  mounted  under  the  deck 
fairing,  behind  the  fireproof  bulkhead,  the  petrol  connections 
and  engine  controls  passing  through  fireproof  glands. 

In  the  matter  of  engine  controls  great  attention  has  also 
been  paid  to  simplicity.  Thus  the  throttle  and  spark 
advance  are  connected  up  so  that  opening  the  throttle  auto¬ 
matically  advances  the  ignition.  Similarly,  in  the  case  of 
the  petrol  and  oil  cocks,  these  are  operated  by  the  same 
movement,  this  arrangement  having  the  advantage  that 
the  pilot  cannot  accidentally  start  off  without  turning  on 
the  oil. 

General  Design 

As  regards  the  machine  itself,  the  lines  will  be  clear  from 
the  accompanying  scale  drawings  and  photographs.  It  is  a 
heavily -staggered  biplane,  with  only  one  pair  of  inter-plane 
struts  on  each  side.  The. fuselage  is  fairly  wide  in  proportion 
to  its  depth,  and  the  two  passengers  are  seated  side-by-side 
in  a  cockpit  aft  of  the  pilot’s.  The  latter,  owing  to  the  heavy 
stagger  and  the  small  obstruction  formed  by  the  “  Lucifer  ” 
engine,  has  a  particularly  good  view  forward  and  downwards, 
while  the  close  proximity  of  the  twro  cockpits  makes  it  possible 
for  the  passengers  to  carry  on  conversation  with  the  pilot. 

The  Fuselage 

Fundamentally  the  construction  of  the  fuselage  is  the 
usual,  with  four  ash  longerons,  spruce  struts,  and  steel  wire 
bracing.  The  fuselage  fittings  are  of  very  simple  type, 
consisting,  as  shown  in  one  of  our  sketches,  of  a  simple  plate 
passed  outside  the  longeron,  the  fitting  being  located  by  the 
eye  bolt  of  the  transverse  bracing.  This  eye  bolt  passes 
through  the  longeron  from  corner  to  corner,  and  it  might  be 
objected  that  this  weakens  the  longeron.  On  the  other  hand, 
the  plate  itself  probably  reinforces  the  longeron  to  a  certain 
extent.  A  more  valid  objection  to  this  fitting  is,  perhaps, 
that,  in  case  of  damage  to  a  longeron  a  new  one  cannot  be 
fitted  without  removing  all  the  bracing.  In  any  case,  a 
damaged  longeron  should  not  be  a  frequent  occurrence. 

In  front  the  fuselage  terminates  in  the  steel  plate  which 
forms  the  fireproof  bulkhead  behind  the  engine,  while  at  the 
stern  it.  forms  a  vertical  knife-edge  in  the  usual  manner. 
An  interesting  feature  of  the  fuselage  structure  is  the  dunl¬ 
in  the  port  side.  The  hinges  of  this  door  arc  very  substantially 
made,  and  the  handle  which  locks  the  door  is  of  a  special 
type,  in  which  a  strong  hook  is  made  to  engage  with  a  roller 
in  the  door  frame  by  the  turning  of  the  handle.  When  the 
handle  is  locked  in  place,  by  means  of  a  spring-loaded  catch, 
the  door  forms  part  of  the  fuselage  structure,  and  is  probably 
at  least  as  strung  as  the  corresponding  panel  on  the  starboard 
side.  Thus  easy  access  to  the  cockpit  is  obtained  without 
weakening  in  the  slightest  the  structure  of  the  fuselage 

The  Wings 

Generally  speaking,  the  wing  construction  of  the  ”  Bristol  " 
is  of  usual  type,  with  I-section  spruce  spars  and  light  spruce 
ribs.  Several  of  the  details  are,  however,  of  rather  novel 
form.  This  is  the  case,  for  instance,  in  the  arrangement 
of  the  aileron  controls,  and  also,  to  a  certain  extent,  in  the 


THE  “BRISTOL”  THREE- SEATER  :  View  showing 
how  engine  mounting  is  swung  out  to  give  access  to 

back  of  engine. 


wing  fittings,  notably  the  attachment  of  the  top  plane  end 
pieces  to  the  top  centre-section,  in  the  case  of  the  latter, 
the  fitting  is  of  interest  on  account  of  the  fact  that  the  pin 
which  joins  the  wing  to  the  centre-section  is  placed,  not  on 
the  neutral  axis  of  the  spar,  as  is  usual,  but  on  the  top  corner 
of  the  spar.  The  object  of  this  arrangement,  is  two-fold. 
It  makes  the  pins  of  the  upper  plane  easy  to  get  at  in  a  place 
where,  ordinarily,  it  i9  somewhat  difficult  to  insert  and  remove 
the  pins.  Secondly,  the  off-setting  of  the  hinge  should  tend  to 


THE  “  BRISTOL  ”  THREE-SEATER  :  Details  of  the  swivel  mounting  of  the  100  h.p.  “  Bristol  ”  Lucifer  engine. 
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The  “  BRISTOL  ”  THREE-SEATER  :  Details  of  the 
tail  skid  and  its  mounting.  On  the  right  may  be  seen 
one  of  the  horizontal  “  T  M  cranks  of  the  tail- trimming 
gear.  Inset  shows  the  renewable  shoe  of  the  tail  skid. 


reduce  the  bending  moment,  owing  to  the  compression  in  the 
top  spar  acting  below  the  pin,  and  thus  creating  an  opposite 
bending  moment  to  that  resulting  from  the  loading  of  the 
spar  as  a  beam.  On  the  other  hand,  the  compression  has  to 
be  taken  by  the  pins  in  shear,  as  the  spar  roots  do  not  touch 
the  ends  of  the  centre-section  spars.  As,  however,  the  pins 
are  of  fairly  large  diameter  they  are  probably  easily  capable 
of  withstanding  the  shear  loads. 

The  Wing  Bracing 

The  biplane  wing  structure  is  braced  with  Kafwirc  in 
duplicate,  and  the  bracing  is  somewhat  unusual  in  that  there 
is  but  one  set  of  d  uplicate  anti-lift  wires  on  each  side.  As  the 
stagger  is  very  considerable,  the  rear  spar  of  the  upper  wing 
is  vertically  above  the  front  spar  of  the  lower  wing,  ami  it 
is  in  this  plane  that  the  anti-lift  wires  are  running,  from  the 
rear  spar  of  the  top  centre-section  to  the  attachment  of  the 
front  inter-plane  strut  to  the  lower  wing.  Thus  there  is  no 
anti-lift  wire  running  to  the  point  where  the  rear  inter- plane 
strut  meets  the  lower  rear  spar. 

The  struts,  inter-plane  as  well  as  centre-section,  are 
streamline  steel  tubes,  welded  together  to  form  a  letter  N. 
Each  set  of  struts  thus  forms  a  unit,  and  there  is  consequently 
no  incidence  bracing  requiring  adjustment.  The  struts  are 
attached  to  the  spar  fittings  by  longitudinal  bolts. 


The  Tail 

In  shape  the  various  tail  surfaces  are  of  usual  type,  the 
tail  plane  and  elevators  being  built  of  steel  tubes.  As  the 
weight  of  the  passengers  carried  may  vary  considerably,  the 
tail  plane  is  of  the  trimming  type,  the  details  of  which  will 
be  referred  to  later.  The  vertical  fin  is  approximately  a 
quadrant,  to  which  the  lobe-shaped  rudder  is  hinged.  It  is 
of  interest  to  note  that  all  control  cables  to  the  tail  run 
either  through  the  fuselage,  under  the  passengers'  cockpit, 
or  along  the  outside  on  the  starboard  side,  so  as  to  avoid 
getting  in  the  way  of  the  passengers'  door.  The  elevator 
tube  runs  right  across,  and  there  is  only  one  pair  of  cranks, 
placed  on  the  starboard  side. 

The  Controls 

Reference  has  already  been  made  to  the  somewhat  unusual 
arrangement  of  the  aileron  controls.  The  departure  from 
usual  practice  is  chiefly  one  of  using  crank  levers  in  place  of 
pulleys.  Thus  from  the  control  stick  in  the  pilot’s  cockpit 
cables  run  to  cranks  in  the  lower  wing.  These  cranks  are 
housed  in  the  leading  edge,  and  as  a  matter  of  fact  both  the 
direct  cable  on  the  lower  plane  and  the  return  cable  on  the 
top  plane  run  along  the  outside  of  the  leading  edge,  where 
they  can  be  inspected  along  their  whole  length,  while,  owing 
to  the  fact  that  they  lie  close  to  the  leading  edge,  they  offer 
no  extra  resistance.  On  the  same  spindle,  but  just  below 
the  bottom  plane,  is  another  crank,  at  right  angles  to  the  one 
housed  in  the  wing,  and  ponding  outward.  From  the  latter 
crank  a  cable  runs  to  the  aileron  crank,  which  is  simply  a. 
piece  of  sheet  steel,  10  gauge  or  so.  A  wire  runs  from  the 
trailing  edge  of  the  lower  aileron  to  the  trailing  edge  of  the 
top  aileron,  while  from  the  crank  of  the  latter  (which  is,  ol 
course,  placed  above  the  aileron)  a  cable  runs  to  a  transverse 
crank  secured  to  the  same  spindle  as  the  longitudinal  crank 
in  the  leading  edge.  From  the  latter  crank  the  return  cable 
runs  straight  across  to  the  crank  on  the  opposite  side,  following 
the  leading  edge. 

The  control  column  itself  is  a  tube,  terminating  at  the  top 
ill  a  handle  shaped  Somewhat  like  an  inverted  V,  not  unlike 
those  used  on  a  number  of  German  machines  during  the  War. 
The  control  tube  is  hinged  to  a  rocking  shaft  running  across 
the  floor  of  the  fuselage.  Thus  the  "  stick  "  can  be  swung 
from  side  to  side  for  aileron  control  (and  owing  to  the  width 
of  the  fuselage  the  amount  of  movement  available  is  con 
siderable),  while  a  to-s.nd-fro  movement  rocks  the  transverse 
shaft.  The  latter  carries  on  one  end,  and  mounted  on  the 
starboard  side  of  the  fuselage,  a  crank,  from  which  a  cable  runs 
to  the  elevator.  Concentric  with  and  mounted  on  the  same 
transverse  tube  as  the  elevator  control  crank  is  the  crank 
for  the  tail  trimming  gear.  This  crank  is  operated  by  a  lever 
on  the  right-hand  side  inside  the  pilot's  cockpit.  This  lever 
works  on  a  notched  quadrant,  and  as  there  are  six  notches 
six  tail  plane  positions  arc  available.  As  the  range  of  the 
tail  plane  setting  is  about  5  degrees,  each  notch  corresponds 
approximately  to  one  degree  change  in  the  incidence  of  the 
tail  plane. 

At  the  stern  the  tail  trimming  control  cables  are  attached 
to  horizontal  T-cranks,  the  single  limb  of  which  is  attached  to 
a  short  tubular  strut  running  to  the  trailing  edge  tube  of  the 
tail  plane.  Thus  when  the  T-cranks  are  rocked  the  trailing 
edge  of  the  tail  plane  is  raised  or  lowered.  This  arrangement 
is  not,  perhaps,  quite  so  refined  an  engineering  job  as  is  the 
usual  worm  gear,  but  it  is  more  rapid  in  action,  and  for  a  small 
machine  with  a  relatively  low  power  engine  it  is  probably 


THE  “BRISTOL  ”  THREE-SEATER  :  Three-quarter  rear  view. 


THE  *'  BRISTOL  ”  THREE-SEATER  :  Some  constructional  details-  1,  Spar  fitting  on  top  plane.  The  eye 
boll  engages  with  a  forked  end  on  the  centre-section  spar.  2,  The  bracket  and  bearings,  on  the  front  spar,  for  the 
cranks  which  are  used  instead  of  pulleys.  3,  Details  of  aileron  construction  and  fittings.  Inset  :  Aileron 

hinge.  4.  A  typical  fuselage  fitting. 


<juile  satisfactory.  The  outer  ends  of  the  rear  tube  of  the 
tail  plane  are  braced  by  sloping  struts  (streamline  steel 
tubes).  At  the  inner  end  these  stmts  are  attached  to  a 
-bort  vertical  tube  inside  the  fuselage.  This  lube  is  attached 
to  the  centre  ot  the  tubular  rear  spar,  and  a  small  horizontal 
V  keeps  it  in  a  vertical  position.  The  front  spar  is  braced 
to  the  lower  loHgerons  by  sloping  struts,  and  no  special 
provision  is  made  in  the  strut  attachments  for  allowing  the 
tail  plane  to  trim,  other  than  that  provided  by  the  slight 
amount  of  "  play "  in  the  strut  fittings,  this  having  been 
lound  to  be  sufficient 

The  Cockpits 

As  already  mentioned,  the  pilot’s  cockpit,  is  in  front, 
immediately  behind  the  fireproof  bulkhead.  The  view,  both 
when  flying  ant]  m  landing,  is  excellent.  The  tail  trimming 
4»-ar  already  disci  il>ed  enables  the  machine  to  be  flown  either 


solo,  ot  with  one  or  two  passengers.  The  instrument-board 
in  front  of  the  pilot  carries  revs,  indicator,  altimeter,  air 
speed  indicator,  compass,  clock,  and  oil  pressure  gauge. 
The  pilot's  cockpit  is  reached  by  stepping  from  the  passengers’ 
cockpit,  over  the  narrow  coaming  A  convenient  grip 
is  provided  in  the  tup  centre-section  in  the  form  of  a  small 
semi-circle  cut  out  just  in  front  of  the  rear  spar.  Thus  by 
grasping  the  spar  the  pilot  can  steady  himself  in  getting  in 
or  out  of  his  cockpit. 

The  passengers'  cockpit,  is  fairly  wide,  and  there  is  room 
for  two  to  sit  comfortably  side-by-side.  At  the  time  we 
inspected  the  machine  recently,  no  wind  screen  had  been 
mounted  in  front  of  this  cockpit,  but  it  is  intended  to  fit  a 
special  form  of  screen  so  as  to  protect  the  passengers  We 
understand  that,  if  desired,  it  is  possible  to  fit  a  detachable 
cabin  top  over  this  cockpit,  thus  turning  it  into  an  enclosed 


THE  “  BRISTOL  "  THREE-SEATER  :  The  handle  of  the  door  giving  access  to  the  passengers’  cockpit  Is  so 
designed  as  to  make,  when  locked,  the  door  a  load-resisting  part  of  the  fuselage  structure. 
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THE  “  BRISTOL  ”  THREE- SKATER  :  On  the  left,  a  diagrammatic  representation  ol  the  aileron  controls,  in 
which  use  is  made  of  cranks  in  place  of  pulleys.  On  the  right,  a  diagram  of  the  tail-trimming  gear.  The 
tall  plane  is  hinged  on  its  leading  edge,  and  the  trailing  edge  is  moved  up  and  down  by  horizontal, “  T  '* 

cranks  and  short  struts. 


Cabin.  Mention  lias  already  been  made  of  the  fact  that 
access  to  the  cockpit  is  hy  a  door  on  the  port  side,  Two 
steps  are  provided  so  that  the  passengers  can  step  into  the 
cockpit  as  easily  as  into  a  motor-car,  and  yet  when  the 
special  locking  arrangement  is  operated  the  door  is  securely 
fastened  and  forms  part  of  th e  fuselage  structure.  From  the 
passengers’  cockpit  also  the  view  is  very  good,  although  the 
lower  plane  does  obstruct  it  to  a  certain  extent'. 

Just  behind  the  passengers'  cockpit  is  a  luggage  compart 
latent,  reached  through  a  separate  door  on  the  port  side. 
This  compartment  will  hold  a  couple  of  suit  cases  or  similar 
articles,  so  that  the  air  travellers  can  carry  with  them 
sufficient  personal  luggage  on  their  tours. 

The  Undercarriage 

A  simple.  V  undercarriage  of  the  olco  type  is  fitted  on 
the  new  Bristol  threc-seatcr.  The  front  legs  of  the  V  act  as 
radius  rods,  w  hile  the  rear  legs  are  telescopic  and  incorporate 
the  oleo  gear,  which  consists  of  a  plunger  piston  through 
which  passes  a  tapered  needle  valve,  whose  function  it  is  to 
maintain  the  oil  pressure  constant  throughout  the  stroke  of 

<$>  <$> 


the  plunger.  In  addition  to  the  oleo  gear,  there  is  .1  stout 
steel  coil  spring  which  takes  the  place  of  the  usual  rubber 
shock  absorbers.  Thus  the  pilot  is  relieved  of  any  worry  as 
to  whether  his  rubber  rings  have  perished.  The  function  of 
the  coil  springs  is  chiefly  to  carry  the  relatively  light  loads 
of  taxving.  The  heavier  loads  of  a  landing  are  taken  also 
by  the  oleo  gear. 

Specification 

The  main  characteristics  of  the  Bristol  three -sea ter  arc  as 
follows  :  Length  over  all,  23  ft.  6  ins.  ;  span,  31  ft  ;  height, 
8  ft.  10  ins.  ;  wing  area,  291  sq.  ft.  ;  weight,  empty,  1,210  lbs  , 
petrol  (23  galls.)  and  oil  (3  galls.),  215  lbs.  ;  pilot,  180  lbs.  ; 
two  passengers,  320  lbs.  ;  luggage,  75  lbs.  ;  total  loaded 
weight,  2,000  lbs.  ;  power  loading,  20  lbs./h.p.  ;  wing  loading, 
7  lbs./sq.  ft.  ;  speed  at  ground  level  with  full  load,  90  m.p.h 
(without,  passengers  and  luggage  93  m.p.h.)  ;  speed  at  5,000 
ft.,  with  full  load.  SS  m.p.h.  (without  passengers  and  luggage, 
91  m.p.h.);  climb  to  r.ooo  ft  with  full  load,  2  minutes, 
cruising  speed,  about  75  to  80  m.p.h.  ;  landing  speed  about 
40  m.p.h 

❖  <$> 


LONDON  TERMINAL  AERODROME 


Monday  evening,  December  4,  1922. 

In  spite  of  the  fact  that  for  about  eight  days  111  Xu  vein  be  1 
the  fog  on  the  various  air  routes  was  so  bad  that  all  flying 
was  cancelled,  the  past  month  has  proved  a  record  for 
passengers  carried  in  November.  As  usual,  Handley  Page 
Transport  head  the  list,  having  carried  257  passengers  between 
London  and  Pans  during  the  month,  and  this  even  with 
many  services  cancelled  owing  to  inclement  weather.  The 
Daimler  Airway  have  had  no  fewer  than  134  passengers  on 
their  inland  air-line  between  London  and  Manchester,  and, 
111  conjunction  with  the  K.L.M.,  have  carried  99  passenger's 
between  London  and  Amsterdam  ;  while  the  Instone  Air 
Line  have  had  something  like  90  passengers  on  their  London  - 
Cologne  line 

The  French  Air  Lines,  although  they  do  not  figure  to  any 
great  extent  in  the  passenger  lists,  have  carried  large  quan¬ 
tities  of  freight  between  London  and  Paris,  it  being  the  rule, 
rather  than  the  exception,  for  the  Farman  Goliaths  to  have 
practically  full  loads  of  parcels.  The  K.L.M.,  of  course, 
continue  to  fill  their  outward-bound  machines  with  goods. 
In  fact;  Capt.  Leverton  has,  on  many  occasions,  been  unable 
to  accommodate  passengers  owing  to  the  fact  that  the  regular 
consignments  of  goods  occupied  his  entire  space. 

The  Winter  Newspaper  Service 

The  C.M.A.  newspaper  service  from  Lympne  to  Paris,  with 
a  return  load  of  fruit  and  vegetables,  is  working  admirably. 
The  newspapers  get  to  Paris  shortly  after  10  a.m.,  even  on 
these  dark  mornings,  and  this  means  that  they  are  in  south 
of  France  resorts  much  earlier  than  would  be  the  case  if  they 
had  to  go  hy  boat-and- train. 

The  J n stone  Air  Line  converted  one  of  their  D.H.iS’s 
into  an  "  aerial  pantechnicon  "  the  other  day  in  order  to  carry 
the  personal  effects  of  the  entire  family  of  a  British  officer  to 
Cologne.  In  the  first  consignment  was  a  baby’s  cot,  which 
travelled  over  the  same  days  n.s  its  owner  Iu  fact,  although 
the  goods-machine  started  after  the  passenger  'plane,  it 
arrived  first  at  Cologne,  owing  to  the  fact  that  it  made  a 
non -stop  flight,  while  the  passenger  machine  put  down  at 
Tirlemont  for  petrol. 

The  Duke  of  Sutherland,  Under-Secretary  of  State  for 


Air,  visited  the  aerodrome  during  the  week,  and,  after  taking 
a  good  look  round,  went  for  a  -short  flight  in  the  Napicr- 
Bristol  ten-seater,  which  is  owned  by  the  Department  of 
Civil  Aviation. 

Improving  the  Aerodrome  Roads 

Tun  Ministry  of  Transport  roads-section  has  been  busy 
making  some  much-needed  improvements  to  the  aerodrome 
roads.  In  several  places  the  main-road  through  the  aero 
drome  lias  been  widened  a  few  feet  by  taking  away  the  mud 
at  the  side  and  transforming  it  into  firm,  hard  road.  There 
is,  however,  a  lot  to  be  done  to  both  the  aerodrome  roads, 
and  the  most-used  parts  of  the  aerodrome  itself,  before  they 
are  in  the  state  befitting  London's  air  station.  It  seems  that 
either  there  is  no  one  at  the  Air  Ministry  clever  enough  to 
devise  some  means  of  eliminating  mud  on  aerodromes,  or 
else  there  is  a  shortage  of  money  to  carry  any  scheme  proposed 
into  effect. 

During  the  week  there  have  been  some  strong  north-  westerly 
winds,  which  have  lengthened  to  some  extent  the  flights  to 
Manchester,  but,  at  the  Same  time,  have  correspondingly 
shortened  the  return  flights.  One  day  this  week  a  north  bound 
Daimler  overtook  a  train,  and  then,  apparently  getting  into 
an  extra  strong  wind-current,  was  unable  for  ton  minutes 
to  gain  on  the  train  in  any  way.  The  air-speed -indicatoi 
showed  a  speed  of  105  miles  an  hour,  but  still  the  aeroplane 
could  not  beat  the  train.  Finally  the  pilot  swerved  away 
and  lost  sight  of  the  train,  arriving  in  Manchester  2  hours 
50  minutes  after  leaving  Croydon,  instead  of  the  usual  2  hours. 

The  Surrey  Flying  Services  have  made  one  or  two  joy-ride 
flights  during  the  week,  but  winter  appears  to  put  an  effectual 
“  stopper  "  on  joy-riding,  hi  the  meantime  the  staff  of  the 
Surrey  Flying  Services  are  very  busy  erecting  new  Avros 
and  D.H.9’3  for  the  coming  season. 

The  British  Petroleum  Company  have  now  got  their  own 
representative  on  the  aerodrome,  and  he  tells  me  that  thev 
are  to  have  an  office  alongside  that  of  the  Anglo-American 
Company.  The  B.P.  Company  have  erected  a  special 
filling  station  outside  the  Handley  Page  shed,  in  order  to 
fill  these  machines  before  they  are  brought  round  to  the 
departure  platform. 

716 


December  7,  1922 


GLIDING.  SOARING  AND  AIR-SAILING 


Those  wishing  to  get  in  touch  with  others  interested  in  matters 
relating  to  gliding  and  the  construction  of  gliders  are  invited 
to  write  to  the  Editor  of  Flight,  who  will  be  pleased  to  publish 
such  communications  on  this  page,  in  order  to  bring  together 
those  who  would  like  to  co-operate,  either  in  forming  gliding 
clubs  or  in  private  collaboration. 

This  regulations  for  the  Selfridge  50-mile  Gliding  Compete 
tion  for  a  prize  of  1,000  guineas  have  now  been  published, 
and  will  be  found  on  another  page  of  this  issue  of 
Flight.  We  think  it  will  be  agreed  that  the  Royal  Aero 
Club  has  tried  to  facilitate  matters  as  much  as  possible  for 
competitors  by  ruling  that  the  flights  for  the  prize  ma  be 
made  anywhere  in  the  British  Isles.  Thus  competitors  will 
not  have  to  make  the  attempts  over  unfamiliar  country, 
but  may  make  them  under  conditions  with  which  they  are 
well  acquainted.  This  should  be  a  great  help  to  competitors 
in  various  ways.  For  instance,  it  will  be  possible  for  a 
competitor  to  practise  over  ground  near  his  home,  and  when 
he  feels  that  he  has  attained  some  measure  of  proficiency  he 
can  make  his  competition  flight  over  the  same  country,  instead 
of  having  to  start  all  over  again  by  going  to  some  other, 
and  unfamiliar,  locality 

•  *  * 

Another  advantage  is  that  he  will  be  able  to  live  at  home 
and  will  not  be  incurring  large  expenses  for  housing,  etc., 
while  he  is  practising,  while  his  machine  should  not  have 
to  be  sent  half-way  across  the  country  by  rail,  as  might  have 
been  the  case  had  the  Royal  Aero  Club  decided  upon  one 
particular  locality.  Furthermore,  the  expense  of  having 
attempts  officially  observed  (which  has  to  •  be  borne  by 
competitors)  should  be  considerably  reduced  by  the  appoint 
ment  of  observers  resident  in  or  near  the  various  localities 
selected . 

*  *  * 

Competitors  must  send  in,  at  least  seven  clear  days  before 
their  first  attempt,  a  map  on  which  is  marked  the  approximate 
starting-point  selected,  and  the  course  which  it  is  intended 
lo  follow.  At  the  expiration  of  the  first  seven  days  no 
further  notice  is  required,  but  the  official  observer  must,  of 
course,  be  notified  in  time  for  him  to  be  present  at  each  start 
Should  a  competitor  decide,  after  a  first  attempt,  that  a 
different  locality  might  be  better  suited  to  his  requirements 
lie  must,  presumably,  again  notify  the  Club,  sending  in 
particulars  as  before. 

*  *  + 

The  Royal  Aero  Club  will  issue  special  log  sheets,  which 
must  be  carried  by  tlie  pilot  on  all  flights  in  the  competition. 
On  the  starting  certificate  of  this  log  sheet  the  official  observer 
will  enter  such  particulars  as  will  enable  the  Club  to  locate 
the  exact  point  of  starting  At  the  completion  of  a  flight  a 
pilot  must  enter  on  the  landing  certificate  such  particulars 
as  will  enable  the  Club  to  locate  the  exact  point  of  landing, 
aud  the  pilot  must  get  this  certificate  signed  by  two  persons, 
who  should,  if  possible,  be  present  at  the  landing.  Failing 
that  the  pilot  must  obtain  the  signatures  of  two  persons 
resident  in  the  district  in  which  the  landing  was  made, 

*  *  * 

It  will  thus  be  seen  tliat  the  rules  for  the  British  competition 
are  generally  similar  to  those  in  force  in  Germany  for  the 
Berliner  Tagcblatt  prize,  with  the  exception  that  the 
solemnity  of  oaths  is  dispensed  with.  Yet  we  have  not  the 
slightest  doubt  that  the  British  declarations  will  be  every 
bit  as  true  and  accurate  as  the  German. 

*  *  * 

All  enquiries  regarding  the  competition  should  be  sent  to 
the  Secretary  of  the  Royal  Aero  Club  of  the  United  Kingdom, 
j,  Clifford  Street,  London,  \V.  i,.from  whom  also  entry  forms 
may  be  obtained,  and  to  whom  the  entry  fee  of  £ 5  should  be 
sent.  The  special  log  sheets  will  be  sent  to  entrants  upon 
receipt  of  the  entry  fee. 

*  *  * 

A  correspondent  writes  to  tell  us  that  he  has  lately 

completed  a  glider,  but  complains  that  he  has,  up  to  the 

present,  had  very  poor  results.  He  states  that  his  machine 
is  a  monoplane  composed  of  a  BE  fuselage,  cut  down  con¬ 
siderably,  and  of  a  pair  of  Sopwith  wings,  and  that  when  he 
tested  the  machine  by  towing  it  behind  a  car  it  only  got 
up  to  a  height  of  about  6  ft.,  dropping  almost  instantly  as 
soon  as  released. 

*  *  * 

We  do  not  know  what  is  the  weight  of  the  machine  referred 
to  by  our  correspondent,  and  the  description  “  Sopwith 


wings  "  is  rather  vague.  If,  however,  they  are  the  top 
plane  of  a  Sopwith  “  Camel  ”  we  do  not  wonder  at  the  poor 
results,  as  the  area  would,  in  all  probability,  be  much  too 
small,  giving  too  high  a  wing  loading.  The  average  wing 
loading  of  the  machines  at  Itford  was  2  Ibs./.sq.  ft.  The 

Brokker  ”  was  probably  loaded  considerably  higher  than 
this  figure,  but  then  it  had  a  very  high-lift  wing,  which  would 
help  materially.  Also  on  the  day  the  ”  Brokker  ”  made  it-- 
famous  flight  a  very  strong  wind  was  blowing,  and  it  is  quite 
possible  that  this  machine  would  not  have  got  off  particularly 
well  if  towed  behind  a  car  in  still  air. 

*  *  * 

A  propos  the.  "  Brokker,”  we  learn  that  Sqdn.  Ldr.  Gray 
has  taken  the  machine  to  Salisbury  Plain,  where  he  thinks  he 
will  be  able  to  make  quite  good  glides,  there  being  a  number 
of  hills  which  are  considered  nearly  if  not  quite  as  suitable  as 
those  at  Itford.  It  is  reported  that  Sqdn.  Ldr.  Gray  is  to 
carry  out  tests  for  the  Air  Ministry  in  order  to  ascertain 
whether  or  not  gliding  is  likely  to  prove  of  value  in  the  training 
of  pilots.  Personally  we  think  that  it  may  prove  very  valu¬ 
able  indeed,  offering  as  it  does  opportunities  of  getting  pupils 
used  to  being  in  the  air  and  to  handle  the  controls.  Probably 
at  first  two-seater  instruction  machines  might  be  used,  to  be 
followed  later  by  work  on  single-seaters,  much  after  the  fashion 
of  training  on  power-driven  machines.  Tuition  on  gliders 
should  be  very  cheap,  as  there  are  no  expensive  engines  ami 
no  petrol  to  buy  It  is  to  be  hoped  that  Sqdn.  Ldr.  Gray  will 
succeed  in  convincing  the  Air  Ministry  of  the  value  of  gliding. 

*  *  * 

In  the  meantime  the  R.A.F.  is  taking  up  gliding  unofficially 
already.  Thus  on  a  recent  visit  to  Andover,  we  learned  that 
a  gliding  club  had  been  formed  at  the  R.A.F.  Staff  College 
and  Headquarters  of  No.  7  Group,  and  that  already  the  club 
counted  150  members.  Gordon  England’s  little  monoplane 
has  been  acquired,  and  has  been  repaired  after  the  smash,  in 
which,  incidentally,  it  was  but  very  little  damaged,  most  of 
the  breakages  occurring  in  getting  Gordon  England  out  of 
the  machine.  Later  on  it  is  intended  to  build  gliders  at 
Andover  out  of  scrap  material  left  over  from  wrecked  aero¬ 
planes.  Thus  not  only  will  the  gliding  club  be  able  to  get  its 
machines  cheaply,  but  the  members  will  be  able  to  learn  a 
good  deal  about  construction.  We  trust  that  a  great  many 
other  stations  will  follow'  this  example,  and  shall  be  very  glad 
to  hear  from  such  gliding  clubs,  Service  no  less  than  civilian. 

*  *  * 

His  many  friends  will  be  pleased  to  hear  that  Gordon 
England  is  rapidly  recovering  from  the  effects  of  his  crash  on 
Firle.  He  is  already  out,  and  is  able  to  get  about  on  crutches, 
although  he  has  not  yet  quite  got  used  to  his  new  "  controls  ” 
and  “  undercarriage.” 

*  *  * 

From  Mr.  L.  F.  Leeming,  of  Hale,  Cheshire,  we  have  received 
the  following  letter  : — 

”  A  note  in  your  '  Gliding  Notes  ’  recently  011  a  German 
pilot  who  flew  for  some  way  on  the  flat  using  no  hill,  reminds 
me  of  some  early  experiments  made  in  1911  The  glider  was 
a  crude  affair,  a  monoplane  with  a  20-ft.  span  and  a  chord  of 
5  ft.  The  pilot  stood  between  the  main  planes,  carrying  the 
whole  machine  by  two  straps  fastened  to  the  two  out-riggers, 
which  carried  the  tail.  As  in  most  of  the  early  machines,  the 
only  control  was  by  moving  the  weight  of  the  pilot's  body. 

"  The  attempts  were  made  on  the  flat  sands  at  Southport, 
Lancs,  and  after  several  hours’  practice  spread  over  several 
days,  a  friend  of  mine  became  so  expert  with  this  little  glider 
that  he  could  almost  make  it  do  anything.  In  a  wind  of 
about  15-25  m.p.h.,  soaring  and  glides  of  two  minutes  duration 
were  obtained.  Our  method  of  taking  off  was  as  follows  : 
The  pilot  stood  facing  the  wind  in  the  machine,  and  at  each 
wing-tip  an  assistant  stood  holding  a  20-ft.  rope  attached  to 
the  wing.  The  assistants  then  went  briskly  forward  into  the 
wind,  pulling  on  the  rope,  and  the  pilot  worked  the  glider  off 
into  the  air.  He  soared  and  rose  until  the  ropes  were  almost 
vertical  when  the  assistants  cast  off,  and  the  pilot  then  glided 
down,  prolonging  the  glide  as  long  as  possible  by  soaring. 
Although  not  expert  myself,  and  unable  to  get  good  glides, 
my  friend  could  do  wonderful  things,  and  made  flights  of 
quite  big  distances.  We  had  the  glider  for  some  weeks — it 
was  kept  in  the  open — but  eventually  I  tried  it  one  day  in  too 
strong  a  wind,  and  being  unable  to  keep  it  head  on  (we  had 
no  rudder  or  fin)  the  machine  tipped  up,  a  wing-tip  struck 
the  ground,  and  the  whole  machine  spun  round  violently, 
pitching  the  pilot  out  at  a  great  speed.  The  pilot  was  in  bed 
for  some  days,  and  the  glider  was  a  total  wreck. 
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1  sometimes  wonder  what  the  pilots  of  today  would  think 
of  our  early  machines  of  those  days.  On  the  monoplane 
mentioned  above  the  covering  was  single-surfaced  with  that 
yellow  paper  at  that  time  quite  common — 1  remember  A.  V. 
Hoe's  triplane  at  Blackpool  Meeting  was  covered  with  this 
stuff — in  fact,  I  bought  the  paper  from  Messrs.  Roe,  then 
at  Bromsfield  Mills.  The  wood  used  was  ordinary  timber 
purchased  from  a  builder,  and  was  full  of  knots  ;  one  of  the 
outriggers  was  even  made  out  of  a  clothes-prop  !  To  get  a 
camber  on  the  planes  wre  cut  notches  in  the  two  main  '-pars, 
and  bent  canes  in  between  these,  the  canes  just  too  long  to  fit. 


curving  upwards  and  making  the  camber.  Another  weak 
point  wras  the  glue,  which  proved  too  w'eak,  and  so  pieces  of 
the  Covering  were  always  coming  olf  in  the  air.  When  it  is 
thought  that  we  risked  our  lives  in  a  thing  like  that  don't 
we  seem  optimists  ? 

“  I  am  at  work  at  present  on  a  modern  glider,  my  fourth, 
and  intend  to  make  a  really  sound  job  of  this.  When  it  is 
finished  I  propose  to  make  all  the  first  trials  on  the  flat,  as  1 
am  convinced  that  by  soaring,  and  later  after  more  experience 
perhaps  by  '  gust-flying,'  it  is  possible  to  obtain  long  flights 
with  duration  of  several  minutes." 


OUR  GLIDER  DESIGNING  COMPETITION 

Many  Designs  Entered 


The  Designing  Competition  for  a  Prize  of  £25  and  Consolation 
Prize  of  £10,  offered  by  the  proprietors  of  Flight  is  now 
closed,  and  we  arc  extremely  pleased  to  be  able  to  announce 
this  week  that  the  response  has  been  most  gratifying,  A  very 
great  number  of  designs  have  been  submitted,  and  although  a 
cursory  examination  has  shown  that  out  of  these  a  number 
do  not  in  the  slightest  conform  to  the  regulations  laid  down, 
1  here  still  remain  a  very  fair  number  which  appear  to  show 
very  serious  application  to  the  problems  involved,  and  which 
will  have  to  be  seriously  considered  by  the  judges. 

As  we  know  that  our  readers  are  very  interested  in  this 
competition,  we  publish  below  a  very  brief  indication  of  the 
nature  of  some  of  the  more  promising  of  the  designs,  although 
by  doing  so  we  do  not  in  any  way  prejudice  the.  judging  of 
these  or  other  designs.  The  final  judging  will  take  up  a 
considerable  amount  of  time,  and  will  involve  a  great  deal  of 
work,  and  as  Mr.  Fairey  and  Mr.  Handley  Page  are  both  busy 
men,  it  will,  we  arc  afraid,  be  some  little  time  before  the 
announcement  of  the  awards  can  be  made.  We  can  assure 
competitors  that  the  results  will  be  published  as  soon  as  ever 
possible,  but  the  checking  of  stress  calculations,  etc.,  will 
necessarily  take  time,  and  it  is  the  intention  of  the  judges 
to  go  into  the  designs  very  thoroughly  so  as  to  ensure  as  far 
as  possible  that  all  features  of  each  design  are  taken  into 
consideration  before  passing  final  judgment.  We  hope,  how¬ 
ever.  that  it  will  be  possible  to  announce  the  results  early  in 
the  New  Year.  What  with  the  Paris  Aero  Show  and  other 
pressing  matters,  we  doubt  if  publication  of  the  winning 
design  can  be  started  earlier  than  that. 

"  Kt.”  is  a  biplane  with  enclosed  fuselage  and  monoplane 
tail.  There  is  a  slight  backward  stagger,  caused  by  placing 
the  inter-plane  struts  at  right  angles  to  the  chord  line.  Thus 
the  angle  of  incidence  causes  the  wings  to  have  a  slight  back¬ 
ward  stagger.  This  machine  has  a  wheel  undercarriage, wdth 
the  wheels  partly  enclosed  in  the  fuselage,  only  a  portion  of 
them  projecting  through  the  floor.  Wing-tip  skids  are  fitted 
on  the  lower  plane.  Differential  controls,  of  the  Peyret  type, 
are  incorporated  in  the  design. 

"  Turkey  Buzzard  "  is  a  semi-cantilever  parasol  monoplane 
with  tapered  wings  and  enclosed  streamline  fuselage.  The 
undercarriage  is  unusual  in  that  it  consists  of  a  transverse 
member  projecting  from  the  bottom  of  the  fuselage,  and 
carrying  at  each  end  a  crank  which,  on  striking  the  ground, 
moves  back  and  up  against  a  spring. 

“  Flight  "  is  a  biplane  with  a  gap/chord  ratio  of  approxi¬ 
mately  1  *5  and  a  circular  section  fuselage. 

"Orton"  has  sent  in  a  design  for  a  cantilever  parasol 


monoplane  somewhat  similar  to  the  German  monoplanes,  and 
in  some  respects,  notably  as  regards  shape  of  body,  resembling 
the  Hannover  “  Vampyr."  The  wing  section  used  is  the 
Glenn  Martin  No.  2, 

"  In  Nubibus  "  is  a  braced  monoplane  with  tapered  wings 
and  large  balanced  ailerons.  It  has  a  wheel  undercarriage 
with  single  struts  sloping  up  to  the  sides  of  the  body.  The 
wdngs  are  intended  to  pack  flat  against  the  sides  of  the  fuselage 
for  transport. 

"  Norbet  "  is  a  pure  cantilever  monoplane,  with  no  supports 
outside  the  fuselage  and  straight-taper  wings.  In  side  view 
the  machine  is  a  good  deal  like  a  Darmstadt,  but  a  wheel 
undercarriage  is  fitted.  The  wing  section  is  airscrew  4. 

"  Aero  "  is  a  braced  monoplane,  with  enclosed  fuselage  and 
a  biplane  tail  not  unlike  that  of  the  Vickers  machines.  There 
are  two  rudders,  with  a  balance  working  in  cut-out  portions 
of  the  fixed  fins,  and  an  extra  single  fin  is  placed  above  the 
top  plane  of  the  biplane  tail.  The  undercarriage  is  of 
the  skid  type,  with  hoops  running  over  the  nose  of  the 
fuselage. 

One  competitor  has  submitted  two  designs,  called  by  him 
"  Elisabeth  Sesqui  "  and  "  Lizzie  Twintail  "  respectively. 
In  addition  to  drawings  of  the  two  machines,  this  competitor 
also  sends  scale  models,  but  whether  or  not  these  would  be 
sufficiently  accurate  for  wind  tunnel  work  may  be  open  to 
doubt.  Also  their  strength  might  be  insufficient,  as  the 
forces  on  a  model  in  the  wdnd  channel  may  be  considerable. 
"  Elisabeth  Sesqui,"  as  the  name  implies,  is  a  "  sesquiplan,” 
wdth  main  wdngs  bent  at  a  considerable  angle  in  front  view, 
the  wdng  roots  sloping  up  from  the  lower  corners  of  the 
fuselage  at  a  steep  angle  (somewhat  after  the  fashion  of  an 
L.  Clement  monoplane  exhibited  at  a  Paris  Aero  Show), 
meeting  the  horizontal  portion  of  the  wing  nearly  half-way 
out  to  the  tip.  The  outer  ends  of  the  dihedral  portions  of 
the  wdng  are  joined  by  a  large  spar  enclosed  in  a  wing-section 
casing  so  as  to  give  a  certain  amount  of  lift  in  return  for 
its  resistance. 

"  Lizzie  Twintail  ”  is  a  biplane,  w  ith  the  lowrer  plane  placed 
at  such  a  large  dihedral  angle  that  its  tips  all  but  meet  those 
of  the  top  plane.  As  the  name  suggests,  there  are  two  fins 
and  two  rudders.  The  fuselage,  which  is  fairly  wide,  has  the 
form  of  a  wdng  section  in  side  view',  evidently  with  a  view  to 
making  it  lift  a  certain  amount,  although  as  the  aspect  ratio 
is  less  than  unity  the  efficiency  might  not  be  very  good  (on 
the  fuselage  only,  of  course).  A  similar  idea  was  used  in  a 
large  American  passenger  machine,  the  Remington-Burnelli, 
and  we  believe  that  fairly  good  results  were  obtained. 


THE  SELFRIDGE  50-MILE  GLIDING  COMPETITION 


( Under  the  Competition  Rules  of  the  Royal  Aero  Club.) 

Prize  of  One  Thousand  Guineas  offered  by  Messrs.  Selfridge  and  Co.,  Ltd. 


The  Prize  will  be  awarded  to  the  entrant  of  a  machine 
which  first  covers  a  distance  of  50  miles,  measured  in  a 
straight  line,  in  one  uninterrupted  flight,  under  the  followdng 
conditions  : — 

SUPPLEMENTARY  REGULATIONS 

Date. — The  Competition  will  be  open  for  a  period  of  one 
year  from  1st  January  to  31st  December,  1923,  inclusive. 

Organisation. — The  Competition  will  be  conducted  by 
the  Royal  Aero  Club. 

Competitors. — The  Entrant  and  Pilot  must  be  British 
subjects. 

Machines. — The  Competition  is  open  to  any  heavier-than- 
air  machine,  constructed  in  the  British  Isles,  not  provided 
with  any  motive  power  except  that  produced  by  the  personal 
exertions  of  the  occupants  during  flight,  and  which  is  not 
supported  either  wholly  or  in  part  by  any  gas  which  is  lighter 
than  air. 


Entries. — The  entry  fee  is  £5.  This  fee,  together  with 
entry  form,  must  be  received  at  the  Royal  Aero  Club, 
3,  Clifford  Street,  London,  W.  1,  at  least  seven  clear  days 
hefore  any  flight  is  made  in  the  Competition. 

Official  Observers. — The  Royal  Aero  Club  will  appoint 
Official  Observers  to  control  all  starts  in  the  Competition. 
The  expenses,  if  any,  of  the  Observer  must  be  borne  by  the 
Competitor,  but  in  order  to  minimise  such  expenses,  the  Club 
will,  as  far  as  practicable,  appoint  an  Observer  resident  in 
or  near  the  locality  selected. 

Starting  Place. — The  Competitor  may  select  his  own 
starting  place  in  the  British  Isles.  A  map.  marking  the 
approximate  starting  place  and  course  to  be  followed,  must 
be  received  by  the  Royal  Aero  Club  seven  clear  days  before 
the  first  attempt  is  made.  At  the  expiry  of  the  seven  days 
no  further  notice  is  required,  and  the  Competitor  is  at  Iibcrty 
to  start  at  any  time  from  this  point,  always  provided  tbe 
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observer  appointed  by  the  Club  is  present.  The  Competitor 
is  responsible  for  the  Observer  being  notified  beforehand  of 
any  attempts,  and  for  his  being  present  at  the  start. 

Alt  flights  must  be  commenced  between  6  a.m.  and  0  p.m. 
(i  ffficial  time.) 

Log. — The  Royal  Aero  Club  will  issue  log  sheets  which 
must  be  carried  by  the  Pilot  in  all  flights  in  the  Competition. 
The  Observer  will  fill  up  the  Starting  Certificate  on  the  Log 
Sheet  and  hand  same  to  the  Pilot  prior  to  the  start  of  any 
flight  in  the  Competition.  This  Certificate  will  contain 
such  particulars  as  will  enable  the  Club  to  locate  the  exact 
point  at  which  the  start  was  made. 

The  Pitot,  cm  landing,  must  fill  up  tlic  I  uncling  Certificate 
on  the  Log  Sheet.  This  Certificate  must  contain  such 
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particulars  as  will  enable  the  Club  to  locate  the  exact  point 
at  which  the  landing  was  made.  The  Landing  Certificate 
must  be  signed  as  correct  by  the  Pilot  and  two  responsible 
persons  present  at  the  time  of  landing,  or,  if  none  present, 
resident  in  the  district  where  the  landing  was  made. 

The  Log  Sheet  must  be  posted  to  the  Royal  Aero  Club  not 
more  than  48  hours  after  the  landing  has  taken  place. 


In  the  event  of  the  Prize  not  being  won,  Messrs.  Selfridge 
and  Co.,  Ltd.,  will  present  Five  Hundred  Guineas  to  the. 
Entrant  of  the  machine  which  covers  the  longest  distance,  of 
not  less  than  25  miles,  measured  in  a  straight  line,  in  one 
uninterrupted  flight  during  the  year. 
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THE  LONDON-CONTINENTAL  SERVICES 


FLIGHTS  BETWEEN  NOVEMBER  26  AND  DECEMBER  2,  INCLUSIVE 


Route  (including  certain 
diverted  journeys) 

* 

;r 

A 

u> 

B 

ar 

a> 

% 

No.  of 
flights 

carrying 

ft 

§’£ 

3  -H 

UJ 

.3 

• 

type  aud  (in  brackets) 
Number  of  each  type  flying 

<5 

0 

6 

£ 

ct 

C* 

<+* 

O 

£ 

Mails 

Goods 

No.  of  j< 
comp! 

&.§ 

B 

> 

< 

Fastest  time  made  by 

Croydon-Paris . 

l5 

58 

5 

12 

10 

n  m 

2  35 

H.P.W.8BG-EBB1I  (2h.  om.) 

B,  (1),  G.  (7).  H.P.W.8B  (3). 

Paris-Croydon . 

13 

37 

1 

1 1 

7 

3  30 

H.P.W8B  G-EBBH  («h.59m.) 

G.  (9).  H.P.W.8B.  (3). 

Croydon-Brossels- 

3 

6 

3 

. _ 

3 

3  55 

D.H.  18  G-EAWM  (3h.  37m.) 

D.H.  18  (i),  D.H.  34  (2). 

Cologne 

Cologne- Brussels- 

3 

8 

3 

3 

5  26 

D.H  r8G-EAWW(4h.34m.) 

D.H.  18  (r).  D.H.  34  (2). 

Croydon 

Croydou-Rotterdara 

7 

to 

6 

b 

7 

2  8 

Fokker  H-NABK  (2h.  4m.) 

F.  (6). 

Rotterdarn-Croydon 

fi 

5 

5 

5 

6 

3  4 

Fokker  H-NABJ  (sh.  44m.) 

F.  (5). 

Manchester-Croydon- 

5t 

15 

— 

1 

5 

5  22 

D.H  34  G-EBBQ  (4b.  52m,) 

D.H.  34  (3). 

Amsterdam 

Amsterdam-Croydon- 

«§ 

9 

5 

— 

8 

— 

D.H.  34  (3) 

Manchester 

Total  for  week  ... 

60 

148 

28 

35 

49 

1  . 

*  Not  including  "  private  ’*  flights.  t  Including  certain  Journeys  when  stops  were  made  en  route. 

J  Man.-Croy.  i,  Croy, -A'dam.  2.  §  A'dam. -Croy.  4.  Croy.-Man.  4, 

Av.  =  Avro.  B  =  Bregoet.  Br.  =  Bristol.  Bt.  =  B.A.T.  D.H.4  =  De  Havilland  4,  D.H.9  (etc  ). 

F.  =*  Fokker.  Fa.  *  Farman  F.50.  G.  =  Goliath  Farman.  H.P.  =  Handley  Page.  M.  =  Martmsyde.  Sp.  •=  Spad. 
Vi.  =-  Vickers  Vimy.  Vu.  =  Vickers  Vulcan.  SV.  =  Westland. 

The  following  i«  a  list  of  firms  running  services  between  London  and  Paris,  Brussels,  etc.,  etc. : — Co.  des  Grandes 
Expresses  A6nennes  ;  Daimler  Hire,  Ltd.;  Handley  Page  Transport,  Ltd.;  Instone  Air  Line;  Koninklijkie  Luchtvaart 
Maatschappii  ;  Messageries  Adriennes. 

Incidental  Flying. — Mr.  Perry  and  Capt.  S token  testing  Avros,  Bristol  Fighter.  D.H.  9a  and  Sopwith  Snipes  at  Croydon  for 
the  Aircraft  Disposal  Co.  Capt  Stoken  flew  the  Bristol  to  Brussels  on  the  rst. 
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CAMBRIDGE  UNIVERSITY 

Under  the  patronage  of  H.R.H.  the  Duke  of  York,  the  Cam¬ 
bridge  University  Aeronautical  Society  has  had  a  most 
interesting  scries  of  papers  read  during  the  Michaelmas 
Term. 

The  President  of  the  C.U.Ae.S.  for  1922-23  is  Fit. 'Lieut. 
W.  VV.  Wakefield,  R.A.F.,  Pembroke,  and  the  Hon.  Sec.  is 
J.  A.  L,  Denison,  of  Trinity  College. 

On  October  25  Mr.  Granville  Bradshaw  read  a  paper  entitled 
“  Oil  Cooling."  Fit;. -Lieut.  W.  K.  Acland,  on  November  1, 
read  a  paper  on  '*  Deck  Flying,"  and  on  Novembers  Lieut. -Col. 
W.  A.  Bristow  gave  a  lecture  on  "  Commercial  Aviation." 
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AERONAUTICAL  SOCIETY 

Mr.  Fleming  Williams,  on  November  15,  told  the  Society  all 
about  “  Gliders,"  while  on  November  22  Air  Vice-Marshal 
P.  W.  Game  read  a  most  instructive  paper  on  "  Organisation.' 
Finally  (November  29)  Group  Capt.  F.  W.  Bowhill,  G.M.G., 
concluded  the  lectures  of  tin:  term  with  a  paper  entitled 
"  Royal  Air  Force  Operations  in  Somaliland,  1 9 1 Q . " 

It  will  thus  be  seen  that  the  C.U.Ae.S.  has  not  lacked 
variety  in  its  lectures,  and  lias  been  fortunate  in  securing 
lecturers  who  were  specialists  in  their  subjects.  It  is  hoped, 
if  space  permits,  to  publish  some  of  the  papers,  in  abbreviated 
form,  in  subsequent  issues  of  Fur-nt. 
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Irish  Rebels  Bombed  from  the  Air 

The  Irish  Free  State  is  at  last  finding  its  aeroplanes  useful. 
After  an  ambush  of  National  troops  by  60  irregulars  near 
Drimoleague  (W.  Cork)  on  Sunday  last,  a  Free  State  aeroplane 
located  the  rebels  and  dropped  bombs  on  them  with,  it  is 
stated,  considerable  effect.  The  survivors  took  refuge  in  0 
wood,  which  was  raked  with  machine-gun  fire  from  the  aero¬ 
plane,  and  further  casualties  resulted.  This  is  the  first  time 
the  Fi'ee  State  has  made  use  of  the  aeroplane  in  this  way, 
and  no  doubt  they  will  profit  by  the  experience.  It  seems 
to  us  that  the  aeroplane  should  help  considerably  in  obtaining 
peace  and  order  in  Ireland . 
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Experimental  Data  Without  Wind  Channel 

What  should  prove  to  be  an  extremely  interesting  paper 
is  to  be  read  bclore  the  Inst,  of  Aeronautical  Engineers,  by 
Mr.  O.  T.  Gnosspelius,  A.C.G.I..  A.F.R.Ae.S.,  at  the 
Engineers’  Club,  Coventry  Street,  W.  (6.30  p.m.),  on  Friday 
the'  15th  inst  The  title  of  the  paper  is  “  Experimental 
Data  Without  Wind  Channel,"  and  the  lecturer  is  publishing 
for  the  first  time  iris  method  of  obtaining  data  on  aerofoils’, 
streamline  bodies,  etc.,  by  simple  means  without  the  expense 
of  wind  channel  or  other* laboratory  apparatus.  It  is  antici¬ 
pated  that  the  information  contained  in  this  paper  will  be  of 
great  value  to  all  those  interested  in  the  design  of  aircraft 
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THE  ROYAL  AIR  FORCE  STAFF  COLLEGE 


“  Conferences  rather  than  Cramming  "  is  not  the  official 
motto  of  the  Royal  Air  Force  Staff  College  at  Andover, 
but  perhaps  it  expresses  fairly  well  the  spirit  in  which,  under 
the  guidance  of  its  Commandant,  Air-Commodore  Brooke- 
Popham,  the  College  is  working  during  this,  its  first,  year 
of  existence.  Opened  on  April  4,  1922,  the  R.A.F.  Staff 
College  marks,  as  Air-Marshal  Sir  Hugh  Trenchard,  Chief 
of  the  Air  Staff,  said  in  his  opening  address,  “  a  signpost, 
and  on  the  signpost  are  the  words  '  To  Efficiency,  Economy, 
and  Foresight.’  '  The  R.A.F,  Staff  College  may  be  described 
as  the  cradle  of  the  brains  of  the  R.A.F.,  and  to  a  very  great 
extent  the  manner  in  which  the  R  A.F.  of  the  future  will 
develop  depends  upon  the  work  done  at  Andover.  The 
General  Staff  has  recently  been  defined  as  “a  system  of 
co-ordinated  functions,  performed  by  persons  working 
together,  to  a  certain  degree  irrespective  of  rank,  deriving 
their  status  from  the  fact  that  they  are  essential  elements 
in  the  working  of  the  whole.”  A  Staff  system  is  not  peculiar 
to  the  Navy  and  Army  ;  it  is  the  method  by  which  authority 
conveys  its  intentions  to,  or  renders  them  practicable  by, 
the  Executive.  “  The  General  Staff,”  as  Clausewitz  says, 
"  is  intended  to  concert  the  ideas  of  the  Commander  into 
orders,  not  only  by  conveying  them  to  the  troops,  but  far 
more  by  working  out  all  necessary  matters  of  detail,  thus 
relieving  the  General  from  a  great  amount  of  trouble.” 

By  the  courtesy  of  the  Air  Ministry  and  of  the  Commandant 
of  the  Staff  College,  Air-Commodore  Brooke-Popham,  we 
had  the  privilege,  last  week,  of  paying  a  visit  to  the  Andover 
establishment,  which  is  next  door  to  the  headquarters  of 
No.  7  Group,  Inland  Area.  Here  we  were  permitted  to  gain 
an  insight  into  the  general  principles  upon  which  the  Staff 
College  is  conducted,  and  were  present,  for  some  considerable 
time,  at  a  conference  between  students,  instructors,  and  one 
representative  of  the  directing  staff.  The  subject  that  was 
being  discussed  at  this  conference  was  the  newr  Operations 
Manual,  and  it  provided  an  excellent  illustration  of  the  very 
great  advantage  which  the  policy  of  ”  conferences  rather  than 
cramming  ”  gives.  In  a  case  like  this,  the  procedure  is  for 
the  students  to  be  divided  into  groups,  usually  three,  who 
discuss  among  themselves  a  certain  section  of  the  Manual. 
Having  thoroughly  sifted  the  matter  contained,  and  dis¬ 
cussed  every  sentence,  amendments  or  amplifications  are 


suggested  by  each  group,  and  during  the  conference  -Which 
follows  two  representatives  from  each  group  meet  in  the 
library,  where  they  place  their  views  before  instructors. 
Usually  a  member  of  the  Directing  Staff  is  present,  but  does 
not  usually  take  part  in  the  discussion.  The  section  of  the 
Manual  under  discussion  is  then  gone  through,  sentence 
by  sentence  and  paragraph  by  paragraph.  Certain  amend¬ 
ments  are  accepted,  subject  always  to  the  later  approval 
of  the  Directing  Staff,  and  the  minutes  of  the  conference 
entered  in  a  special  book.  After  the  conference  this  book 
is  handed  to  the  Directing  Staff,  who  enter  in  it  their 
own  views  on  each  amendment,  either  disagreement  01- 
concurrence,  and  finally  the  book  is  to  be  sent  to  the  \ir 
Ministry,  where  the  ultimate  decision  is  made  by  the  Chief 
of  the  Air  Staff. 

It  will  be  seen  that  the  procedure  is  necessarily  a  slow  one, 
but,  on  the  other  hand,  the  Air  Ministry  has,  in  this  manner, 
the  benefit  of  the  accumulated  experience  of  the  officers,  all 
of  whom,  students  as  well  as  instructors,  have  seen  active 
service  in  various  theatres  of  wax'.  Thus  there  is  real  and 
immediate  practical  advantage  in  this  system  of  conferences, 
in  addition  to  their  value  in  teaching  the  students  to  expres?- 
themselves  clearly  and  concisely. 

The  Directing  Staff  of  the  R.A.F.  College  is  composed  as 
follows;  Air-Commodore  H.  R.  M.  Brooke-Popham,  C.B.. 
C.M.G.,  D.S.O.,  A.F.C,  (Commandant)  ,  Air-Commodore 

R.  H.  Clark  Hall,  C.M.G.,  D.S.O.,  L.  of  H.  ;  Group  Captain 
P.  B.  Joubert  de  la  Ferte,  C.M.G.,  D.S.O.  ;  Wing  Commander 
W.  R.  Freeman,  D.S.O.,  M.C.,  L.  of  H.  ;  Wing  Commandcr 

C.  H.  K.  Edmonds,  D.S.O,  O.B.E.  ;  Squadron-Leader  B.  F 
Sutton,  D.S.O.,  O.B.E.,  M.C.,  B.C.  de  G.  ;  Flight- Lieut. 
Adjutant  C.  B.  Dick-Cleland.  Of  these  officers  four  have 
previously  served  with  the  Army,  and  two  with  the  Navy 
Each  year  twenty  students  are  admitted  to  the  Staff  College, 
and  the  course  lasts  for  twelve  months. 

During  the  present  year  the  list  of  students  is  as  follows 
Wing  Commanders;  J.  E.  A.  Baldwin,  D.S.O.,  O.B.E. 
R.  E.  C.  Peirse,  D.S.O.,  A.F.C.  Squadron  Leaders ;  B  F. 
Smythies,  D.F.C.,  W.  S.  Douglas,  M.C.,  D.F.C.,  C.  W.  Pulford 
O.B.E.,  A.F.C.,  K.  R.  Park,  M.C.,  D.F.C.,  W.  A.  McClaughrv 

D. S.O.,  M.C.,  D.F.C.,  C.  F.  A.  Portal,  D.S.O.,  M.C.,  L.  L 
MacLean,  H.  S.  Powell,  M.C.,  F,  B.  Beauman.  Flight- 


R.A.F.  STAFF  COLLEGE,  ANDOVER  :  Group  of  Directing  Staff,  Instructors  and  Students.  Top  row,  left  to 
right  :  Flight- Lieut.  N.  W.  Wadham  ;  Flight-Lieut.  J.  B.  Cole- Hamilton  ;  Flight- Lieut.  W.  B.  Farrington,  D.S.O.  ; 
Flight-Lieut.  G.  M.  Lawson,  M.C.  ;  Flight-Lieut.  H.  S.  Kerby,  D.S.C.,  A.F.C.  ;  Squadron-Ldr.  K.  R.  Park,  M.C., 
D.F.C.  ;  Flight-Lieut.  W.  R.  D.  Acland,  D.F.C.,  A.F.C.  Middle  row,  left  to  right  ;  Squadron-Ldr.  H.  S.  Powell, 
M.C.  ;  Squadron-Ldr.  C.  W.  H.  Pulford,  O.B.E.,  A.F.C.  ;  Squadron-Ldr.  E.  B.  Beauman  ;  Squadron-Ldr.  C.  F.  A. 
Portal,  D.S.O.,  M.C.  ;  Squadron-Ldr.  L.  L.  MacLean  ;  Flight-Lieut.  R.  M.  Drummond,  D.S.O.,  O.B.E.,  M.C.  ; 
Flight-Lieut.  E.  B.  C.  Betts,  D.S.C.,  D.F.C.  Bottom  row,  left  to  right  :  Flight-Lieut.  C.  B.  Dick-Cleland  (Adjutant) 
Wing-Commdr.  R.  E.  C.  Peirse,  D.S.O.,  A.F.C.  ;  Squadron-Ldr.  B.  E.  Sutton.  D.S.O.,  O.B.E.,  M.C.  (Directing 
Staff)  ;  Wing-Commdr.  C.  H.  K.  Edmonds,  D.S.O.,  O.B.E.  (Directing  Staff)  ;  Air-Commodore  H.  R.  M.  Brooke- 
Popham,  C.B.,  C.M.G.,  D.S.O.,  A.F.C.  (Commandant)  ;  Group-Capt.  P.  B.  Joubsrt  d?  la  Ferte,  C.M.G.,  D.S.O. 
(Directing  Staff)  ;  Wing-Commdr.  W.  R.  Freeman,  D.S.O.,  M.C.(  Directing  Staff)  ;  Flight-Lieut.  C.  H.  Hayward. 
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Lieuts:  \V.  K.  I>  Aclund,  D.F.C A.K.<  G.  M.  Lawson. 
M.C.,  R.  M.  Drummond,  M  C,,  N.  W.  Wadham,  (.'  II.  May- 
ward,  H.  S.  Kerhy,  D.S.C.,  A.F.C..  [.  H.  Coif -Hamilton 
E.  B.  C.  Betts,  D.S.C.,  D  E  C.,  W.  I!.  Farrington,  D.S.O. 

Nine  of  the  students  have  served  previously  with  the  Army, 
four  with  the  Navy,  and  three  with  the  Australian  or  New 
Zealand  Army  Later  it  is  hoped  to  introduce  a  system  of 
interchanging  -officers  between  t.lu-  R.A.F.  Staff  College  and 
the  Army  and  Navy  Staff  Colleges,  while  next  year’s  course, 
which  begins  on  April  1.  1923,  will  be  attended  by  representa¬ 
tives  of  the  Canadian  and  Australian  Air  Services.  At  present 
two  R.A.F.  officers  are  undergoing  courses  at  the  Naval  Staff 
College  at  Greenwich,  and  two  at  the  Army  Staff  College  at 
Camberley,  As  soon  as  sufficient  experience  has  been  gained 
at  Andover — and  in  this  connection  it  should  be  realised  that 
whereas  the  Army  and  Navy  have  had  generations  of  gradual 
development,  air  war  is  less  than  ten  years  old  -it  is  intended 
that  every  year  two  officers  from  the  Army  and  two  from  the 
Navy  should  attend  the  R.A.F.  Staff  College. 

The  course  of  study  at  the  R.A.F.  Staff  College  is  at  present 
devised  with  two  objects  in  view :  firstly,  to  train  officers  in 
staff  duties  whether  in  peace  or  war;  secondly,  to  afford  a 
general  education  which  will  serve  as  a  sound  foundation  for 
the  building  up  of  a  school  of  thought  in  the  R.A.I'.  ft  aims 
at  developing  the  habit  of  steady  reading  and  thinking  rather 
than  at  the  acquisition  of  a  mass  of  detail.  The  many  and 
varied  experiences  of  air-fighting  during  the  last  war  have 
given  rise  to  a  diversity  of  theory  and  practice.  Service  regu¬ 
lations  must,  therefore  for  some  time  be  tentative  and  provi¬ 
sional,  and  must  be  tested  out  continuously  by  exercises  and 
discussion.  A  knowledge  of  broad  principles  and  a  wide 
outlook  will  prevent  these  exercises  and  discussions  from 
resulting  in  the  formation  of  narrow  and  dogmatic  conclusions. 

Space  does  not  permit  of  going  into  any  great  detail 
regarding  the  course  of  instruction,  but  the  following  brief 
summary  may  give  some  idea  of  the  nature  of  the  subject-, 
studied  : — The  nature  of  war  and  its  fundamental  principles; 
inter-relations  of  policy,  strategy  and  tactics ;  the  develop¬ 
ment  of  scientific  warfare  ;  employment  of  aircraft  in  war; 
naval  strategy;  naval  tactics;  land  strategy  ,  land  tactics; 
combined  operations ;  Air  Force  organisation  ;  Naval  organisa¬ 
tion  ;  Army  organisation ;  supply  and  lines  of  communi¬ 
cations ;  transportation;  staff  duties;  intelligence  and  secret 
service  ;  imperial  defence  ;  British  foreign  policy  before  1914  ; 
the  peace  settlements  in  Europe  and  the  East ;  the  Washing¬ 
ton  Conference  and  its  effect  on  naval  armaments  ;  the  rela¬ 
tions  between  war  and  industry  ;  organisation,  administration 
and  distribution  of  the  Japanese,  French  and  American  Air 
Forces  ;  technical  progress  in  aircraft  and  their  equipment. 
Each  of  these  subjects  is  divided  into  a  number  of  sub¬ 
divisions,  so  that  it  will  be  seen  that  there  is  a  great  deal  to 
be  studied  and  digested. 

Apart  from  the  course  outlined  above,  conferences  are,  as 
already  mentioned,  held  at  frequent  intervals,  while  lectures 
by  "  outside  ”  experts  are  given  whenever  possible,  and  these 
are  so  chosen  as  to  give  students  an  opportunity  of  learning 
something  about  matters  which  would  not  ordinarily  come 
within  their  sphere.  Thus,  'to  give  an  idea  of  the  extraor¬ 
dinarily  varied  subjects  which  are  dealt  with  in  these  lectures, 
we  mention  two  that  were  given  recently.  Lord  Hugh  Cecil 


KEEPING  FIT  ;  R.A.F.  Staff  College  hockey  team 
playing  match  against  17th  Lancers. 

gave  a  lecture  on  the  League  of  Nations,  and  Mr.  Brantley 
one  on  Trade  Unions.  It  was  explained  that  in  the  course 
of  their  duties  officers  of  the  R.A.F.  would  naturally  come 
into  contact  with  aircraft  manufacturers,  and  that  unless  they 
knew  something  about  trade  unions  they  could  not  fully 
appreciate,  the  position  of  manufacturers.  With  such  a  policy 
in  force  there  is,  it  will  be  realised,  little  danger  of  the  Royal 
Air  Force  Staff  getting  into  a  narrow  groove,  out  of  which 
afterwards  it  would  be  difficult  to  break  away. 

In  tins  matter  of  policy,  of  forming  a  school  of  thought,  the 
R  A  F.  Staff  College  is  at  an  advantage  compared  with  the 
corresponding  institutions  of  the  older  services,  which  grew 
up  gradually,  and  thus  had  not,  it  is  to  be  feared,  the  same 
opportunity  of  broadening  their  outlook.  As  the  Staff 
College  has  only  just  Home  into  being,  it  is  not  hampered  Ivy 
precedent,  and  those  responsible  for  its  foundation  have  a 
glorious  opportunity — an  opportunity  that  will  never  occur 
again — of  creating  an  institution  worthy  of  the  Service  it. 
represents.  Let  it  be  said  at  once  that  those  in  charge,  no 
less  than  the  officers  attending  as  students,  fully  realise  not 
only  their  opportunity  but  also  their  responsibilities.  From 
the  Commandant  down  to  the  youngest  student,  all  are  giving 
the  very  best  of  which  they  arc  capable,  and  all  are  working 
together  in  that  spirit  of  being,  largely  irrespective  of  rank, 
“essential  elements  in  the  working  of  the  whole,”  which  is  so 
necessary  if  success  is  to  be  attained. 

As  regards  the  establishment  itself,  little  need  be  said.  It 
resembles  others  of  this  type,  and  is  noteworthy  for  its  lack 
of  pretentiousness.  Yet  the  spirit  which  pervades  the  estab¬ 
lishment.  is  such  that  one  comes  away  with  a  feeling  that  here 
if  anywhere  calm  thinking  and  considered  judgment  are  the 
keynotes.  Not  that  the  lighter  side  is  neglected.  Far  from 
if  On  the  day  of  our  visit  a  hockey  match  was  being  played 
between  a  College  team  and  an  Army  team  (17th  Lancers). 
When  we  left,  the  match  stood  at  2  all. 

Sports  of  all  sorts  are  encouraged  in  order  to  keep  students 
as  well  as  instructors  and  Directing  Staff  fit,  and  several 
aeroplanes  are  maintained  at  the  establishment  so  that 
officers  may  “  keep  their  hands  in  "  by  occasional  flying. 
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London  Gazette,  November  z 8,  1922 
General  Duties  Bratn  h 

The  follg.  are  granted  permanent  commns,  as  Flying  Offrs.,  retaining  their 
present  seny.  Gazettes  of  the  dates  indicated,  appointing  these  offrs.  to  short 
service  commns.,  are  cancelled  ; — S.  M.  Park  Sept.  12,  1919.  C.  D.  Adams  ; 
Sept.  16,  1919.  S.  McKeever ;  Nov.  28,  1919.  The  follg.  are  granted 
permanent  commns  as  Flying  Offrs.  (since  promoted).  Gazelles  of  dates 
indicated  in  brackets,  appointing  these  offrs.  to  short  service  coininns.,  are 
cancelled: — F.  P.  Adams ;  Dec.  5,  1919  (Dec.  5,  1919).  S.  F.  Vincent, 
A.F.C-.  ;  Oct.  19,  1920  (Oct.  26,  1920). 

The  follg  are'  granted  short  service  commns.  as  Pilot  Offrs.  on  probation, 
with  effect  from,  and  seny.  of,  Nov.  13  : — R.  E.  P.ain,  K.  K.  Brown,  C.  H.  S. 
Buckmaster,  C.  W.  A.  Byrne,  D.  L.  Dawson,  M.  Fraser,  A.  H.  Grace,  A.  E. 
St.  G.  Gratte,  A.  S.  Hutton.  E.  V.  H.  Jarvis,  L.  M.  T.  Marescaux,  II.  P.  Morris, 
G.  H.  Rawliuson,  H.  J.  Storey.  N.  H.  F.  Unwin. 


The  follg.  are  granted  temp,  commns.  in  the  ranks  stated  on  seconding  for 
four  years'  duty  with  R.A.F'.  (Nov,  20)  : — 

Flying  Offr.  ( Hon.  Fit.  Lt.). — K,  M.  Murray  (Capt.,  Prince  of  Wales'  Vols.). 
Flying  Offrs. — E.  V.  If.  Hudson  (Lieut.,  Middx.  R.)  ;  Lieut. -Col.  L.  F. 
Blandy,  D.S.O.,  R.E.,  is  granted  temp,  conmvn.  as  Group  Capt.,  with  effect 
from  Nov,  30,  and  seny.  Jan.  1,  1919  ;  Pilot  Ofir.  H.  V.  Alder  is  confirmed 
in  rank  ;  June  30.  The  follg.  Pilot  Offrs.  to  be  Flying  Offrs.  : — A.  E.  Rogen- 
hageu  ;  Oct.  13.  W.  J.  Gayes,  D.  1.  Hughes-Joncs,  E.  A  Slater,  K.  R. 
Thomas;  Oct.  28. 

Flying  Offr  D.  P.  Cameron,  M.B.E.,  is  transfd.  to  Res,,  Class  A  ;  Nov.  28. 
Sffdn.  Leader  M.  G.  B.  Copeman  is  placed  cm  ret.  list  on  account  of  ill-health 
contracted  in  the  Service,  and  is  granted  rank  of  Lieut. -Col.  ;  Nov.  29.  Flight 
Lieut.  VV.  J.  de  Salis,  D.S.C.,  resigns  his  perm,  commn.,  and  is  permitted  to 
retain  rank  of  Capt.  ;  Nov.  22.  Flying  Offr.  M.  R.  Cooper-Driver  (Lieut., 
Devon  R.)  relinquishes  his  temp,  commn.  oil  resigning  his  commn.  in  Army  ; 
Nov.  25. 


ROYAL  AIR  FORCE  INTELLIGENCE 


No.  56  Squadron  moved  from  Egypt. — No.  56  Squadron, 
Royal  Air  Force,  ceased  to  exist,  in  Egypt,  with  effect  from 
midnight,  September  23,  1922  ;  headquarters  and  two  flights 
were  re-formed  on  November  1,  1922,  at  Hawkinge. 

The  third  (detached)  flight  of  No.  56  Squadron,  now 
serving  with  the  Constantinople  Wing,  will  rejoin  the  squadron 
at  Hawkinge  on  withdrawal  from  the  Constantinople  area. 


No.  3  Squadron  moved  to  Gosport. — No.  3  Squadron,  Royal 
Air  Force,  moved  on  November  8,  1922,  from  Leuchars  to 
Gosport. 

Relinquishment  of  R.A  F.  Station. — The  land  and  buildings 
comprising  the  Airship  Station  at  Inchinnan  were  handed 
over  on  October  12,  1922,  to  the  Disposal  and  Liquidation 
Commission  for  disposal. 
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IN  PARLIAMENT 


Imperial  Airship  Service 

Sir  Newton  Moore,  on  November  30,  asked  ihe  Prime  Minister  whether 
he  call  inform  the  House  of  the  result  of  the  investigation  on  the  proposed 
imperial  airship  service  by  the  Committee  presided  over  by  the  First  Lord 
of  tint  Admiralty;  if  the  result  uf  thi^  investigation  is  satisfactory,  will  he 
indicate  the  intentions  Of  the  Government  at  an  early  date  in  view  of  the 
urgency  of  improving  Empire  communication  ? 

Ihe  Prime  Minister:  The  report  of  this  investigation  is  now  before  the 
Government, which  is,  however,  not  yet  in  a  position  to  announce  its  decision. 

Lnptai u  viscount  Curzon:  Would  not  an  airship  service  give  employment 
to  a  certain  number  of  people,  and  rould  it  not  be  considered  in  relation  I o 
the  Government  proposals  for  the  relief  oi  unemployment  ? 

I  he  Prime  Miujister  :  The  question  will  be  considered  as  soon  as  we  nossiblv 
can.  That  is  all  I  can  say. 

Mr.  Wells  :  W  ill  the  right  hon.  gentleman  consider  the  position  at.  Bedford 

affecting  the  employment  of  1,500  men  -where  unemployment  15  rife,  in 
connection  with  the  airship  scheme  ? 

Mr.  Speaker  :  Perhaps  the  hon.  member  will  put  that  question  down. 

Royal  Air  Force  Depot,  Harlescott. 

Major  Viscount  Sandos  asked  the  Secretary  of  State  lor  Air  what  is  the 
policy  of  Hts  Majesty’s  Government  as  to  the  vacant  buildings  in  possession 
of  the  Royal  Air  Force  dep6t  at  Harlescott,  Salop  :  when  they  and  the  land 
tin  >  stand  on  are  to  be  released  for  other  uses  ;  and  for  what  purpose  Uiev 

have  been  retained  hitherto?  f  r 

Lieu r.-Colonel  Sir  Samuel  Hoare  :  The  dep6t  at  Harlescott  is  one  of  ihe  Air 
s/* which  it  is  intended  to  retain  as  part  of  the  permanent  organisation 
ot  the  Royal  Air  Force.  The  building  accommodation  and  lands  now  included 
within  this  station  are  not  surplus  to  requirements,  and  1  therefore  regret  that 
they  cannot  be  released  for  other  purposes, 

Royal  Air  Force  Expansion 

Capt.  Terrell  on  December  4  asked  the  Secretary  of  State  for  Air 
how  many  new  squadrons  have  been  formed  since  the  ex  Prime  Minister's 
announcement  in  August;  whether  any  additional  number  of  airmen  have 
been  called  into  being  ;  and  what  steps  have  been  taken  to  relieve  airmen 
recently  employed  iu  trying  climates  such  as  Iraq  ? 

air  S.  Hoare  :  As  regards  the  first  and  second  parts  of  the  question,  I 
would  ask  my  hon.  friend  to  put  down  this  question  again  in  about  a  week's 
time,  when  i  hope  to  be  tn  a  position  to  deal  fully  with  all  questions  concerned 
with  the  proposed  expansion  of  the  Royal  Air  Force,  as  outlined  in  the 
announcement  made  to  the  House  by  the  ex-Prime  Minister  in  August  last, 
the  answer  to  the  third  part  of  the  question  is  that  the  normal  period  of 
service  of  airmen  in  Iraq  is  two  years.  The  replacement  of  those  who  have 
completed  their  period  is  proceeding  normally,  except  that  some  delay  has 
occurred  on  account  of  the  late  Near  East  crisis, 

New  Aeroplanes 

Mr.  Alpreu  1.  Davies  asked  how  many  additional  or  up-to-date  aero¬ 
planes  have  been  added  to  the  borne  and  foreign  forces  over  which  the  Ministry 
ras. control  31ncc  Apr‘‘  1  ^ast  l  and  what  number  are  now  under  construction  ? 

Mr  b.  Hoare:  Since  April  1  the  Air  Ministry  has  taken  delivery  of  n  new 
aeroplanes  for  service  and  experimental  purposes;  a  further  132  are  under 
construction.  In  addition,  a  large  number  of  machines  has  been  reconditioned. 
R.A.F.  Recruiting 

Mil.  Me  Enter  asked  whether  civilian  recruiters  are  employed  by  the 
Koval  Air  Force  in  different  centres ;  whether  he  is  aware  that  men  desirous 
ot  entering  the  force  have,  to  come  to  London  and  return  home,  have  after 
wards  to  go  to  1  xbridge  and  return  home,  and  then,  if  passed,  have  to  report 
once  more  ;  and  whether,  in  view  of  the  unnecessary  expense  involved  in 
so  much  travelling,  arrangements  can  be  made  ior  recruits  in  the  various 
centres  being  examined  on  the  spot  ? 

Sir  S.  Hoare:  The  answer  to  the  first  part  of  the  question  is  that  the 
employ  me ;  1 1  of  civilian  recruiters,  whether  in  London  or  elsewhere,  ceased 
as  from  the  1st  instant,  for  reasons  of  economy;  to  the  second,  that  persons 
wishing  to  enlist  need  not  make  a  special  journey  to  London,  there  being 
also  recruiting  facilities  at  every  Royal  Air  Force  station  in  the  United 
Kingdom  and  at  Glasgow  and  Birmingham,  and  that  the  subsequent  journey 
*  GAbridge  is  only  necessary  for  recruits  who  have  to  pass  a  trade  test ; 
to  the  last,  that  the  cost  of  setting  up  trade  test  establishments  at  local 
centres  would  lie  more  expensive  than  the  cost  of  taking  the  recruits  to 
L  x bridge,  which  cost,  i  should  add,  is  iu  all  normal  cases  borne  bv  public 
funds,  and  does  not  fall  on  the  recruit. 

Atr  Force 

c  1  SlR,?'  ,YATE  asked  the  Under  secretary  of  State  for  India  when  Sir  John 
Sahnouds  Report  on  the  Air  Force  in  India  will  be  published? 

Earl  vv  interton  :  The  Report  deals  with  defence  questions,  and  in  view  of 
the  important  strategic  considerations  involved  it  would  not  be  in  the  public 
luterest  to  publish  it,  1 


Vickers,  Ltd.,  Extend  Tlieir  Activities 

On  November  21,  in  the  High  Court  of  Justice,  Chancery 
Division,  Mr.  Justice  Lawrence  heard  the  petition  of  Messrs. 
\  ickers,  Ltd.,  to  extend  the  objects  of  the  Company  in  accord¬ 
ance  with  a  special  resolution  passed  at  extraordinary  general 
meetings  held  on  July  19  and  August  3  last.  This  petition 
referred  to  extended  powers  in  utilising  the  buildings  and 
plant  which  the  company  had  acquired  during  the  War. 
There  being  no  opposition,  Mr.  Justice  Lawrence  granted  the 
petition.  The  additional  powers  conferred  upon  the  company 
include  the  holding  of  interest  in  coal  and  iron  mines,  brick¬ 
works,  quarries,  etc.  ,  the  manufacture,  etc.,  of  locomotives, 
tractors,  motor-cars,  aircraft  and  other  vehicles  ;  dealing  in 
explosives  and  the  manufacture  of  all  classes  of  optical  and 
scientific  apparatus  ;  the  construction  of  aircraft  for  commer¬ 
cial  purposes,  and  of  tramways,  railways,  roadways,  bridges, 
tunnels,  canals,  hydraulic,  electric  and  gas  works,  smelting 
works,  lefineries,  kilns,  cement  works,  quarries,  garages  and 
aerodromes;  the  manufacture  of  by-products  of  the  company’s 
various  industries  and  other  chemical  and  natural  products  ; 
the  granting  of  pensions,  etc.,  to  any  employes  and  the 
establishment  of  institutions  for  their  benefit ;  tire  carrying 
out  of  research  work.  The  already  extensive  activities  of 
this  go-ahead  firm  will  thus  very  considerably  be  increased. 


SOCIETY  OF  MODEL  AERONAUTICAL  ENGINEERS 
(London  Aero-Models  Association) 

ment "lid?  '“'n  membf,rs  turned.,lP  in  strong  force  on  Farlia- 
nu.ni  1 1  ill.  The  weather  conditions  were  verv  favour-ihlo 

both  iur  Hying  and  gliding,  ami  were  taken  advantage  of  by 
all  present.  Messrs.  Pilcher,  V  heipton  and  Woolley*  having 
xcellent  sport  lying  their  enclosed- fuselage  models  and 
putting  up  excellent  performances.  Mr.  W.  £.  Evans  had 
a  mu  glider  with  double  surfaced  wings,  which  shows  great 
promise.  Mr.  T  do  P.  Green  also  had  a  new  glider,  which 
n!‘  doubt  after  a  few  slight  alterations  will  put  up  ’a  good 
attempt  for  the  glider  record.  Messrs.  Bure  help  Davies 
I  owes.  Johnson  kippon  and  others  were  very  busy  with 
gltclei.s  and  model  aeroplanes.  Messrs.  Howse  and  Rippon 

put  in  a  great  deal  of  time  experimenting  with  launching 
models  on  special  towing  lines.  ® 

ti„V)mu(l'vday  mafty  members  wm  make  an  attempt  on 
■  (  1  rccoi d  at  Parliament  Hill,  fudges  will  be  at  the 

starting-point  at  11  a.m.  prompt.  g 

Y\Mn.  i?in<laL  DcCelubcr  *7.  ™<-™bcrs  will  congregate  at 
R  !  ‘T.  •U1'ar  the  Windmill,  for  the  specific 

piupost  of  trying  to  improve  the  British  records  of  model 
aeroplane's  J  he  Society  having  now  been  officially  recog- 
,hf<  |  IL  bnYn  Y  ro  Club  as  the  body  governing  model 
aeioplanc  competitions,  no  doubt  greater  efforts  will  be  made 
b>  a  1  model  aeroplane  enthusiasts  throughout  Great  Britain 
Ihe  Competition  Secretary,  Mr.  C.  A.  Rippon,  52,  Fairbridge 
Road.  Holloway.  London,  N.  19,  will  be  pleased  to  get  into 
communication  with  prospective  competitors. 

1S  lK:Pcd  havc  the  1923  Programme  of  Competitions 
ready  early  in  the  new  year, 

On  December  15,  at  Headquarters,  Mr.  W,  E.  Evans  will 

:T1  V  f1  H  IppfllfO  An  CiVmzi  IT...'..  J  ..  11  r  .  •  •  .... 


All  interested 


give  a  lecture  on  “  Some  Points  on  Wood 
in  the  subject  are  invited  to  attend. 

Meetings  are  held  at  Headquarters,  the  “  Red  Lion  Hotel," 
:  ^ndmilL  Street  Piccadilly,  W.  1,  every  Friday  at 

i'F|  particulars  of  the  Society  may  be  obtained 

mSAaAil.Te.  Sec"  *  Nuci““  Roa,J'  West 

»  18  S5  m 

The  Newell  (Parachutist)  Relief  Fund 

r  .,.The  first  list  of  contributions  collected  by  Messrs.  E.  R 
CaXthrop  s  Aerial  Patents,  Ltd.,  for  tl.e  above  fund,  amounting 
to  /  30  has  been  forwarded  today  to  the  Rev.  Prebendary 
1  ^  icar  of  Harrow,  Further  contributions  for  the 

benefit  ol  the  widow  and  children  are  earnestly  solicited. 

M ullion  R.N.  Airships 

The  Reunion  Dinner  will  be  held  in  January  next.  It 
is  lequestcd  that  changes  of  address  and  new  members  be 

Hon' sec  ■ ,6' Aima  *»* 

®  m  m  % 

AERONAUTICAL  PATENT  SPECIFICATIONS 

Abbreviations  :  cyl.  =  cylinder  j  I.C.  -  internal  combustion  ;  m.  -  motor 
he  numbers  in  brackets  are  those  under  which  the  Specifications  will 
be  printed  and  abridged,  etc. 

APPLIED  FOR  IN  1921 

Published  December  7,  1022 
V\  .  L.  Peet.  Clinometer.  (188,352.) 

A.  L.  Davis.  Aircraft  lamps.  (188,357,) 

Sir. L  By  Henderson.  Gyro-navigational  apparatus.  (188,300  ) 
V'{i88f5o6  )EVPER1MENTA1’  LTD-  3nd  °'  Djcas.  Paradnites. 

H.  E.  Appleby.  Framework  construction.  (188.523.) 

H.  Junkers.  Fuel-injection  devices  for  I.C.  engines.  (174,050.) 


15,604. 

18,219. 

21,024. 

28,032. 

39,300. 

33,93+. 
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s. 


3  Months,  Post  Free...  7 
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7 

2 

4 


Abroad* 

5. 

3  Months,  Post  Free...  8 

6  .»  „  ...16 

12  ..  -.33 


d. 

3 

6 

0 


These  rates  are  subject  to  any  alteration  found  necessary 
under  abnormal  conditions  and  to  increases  in  postage  rates. 

•  European  subscriptions  be  remitted  in  British  currency 

Cheques  and  Post  Office  Orders  should  be  made  payable  to  ihe 
Proprietors  of  "  Flight,"  36,  Great  Queen  Street,  Kingsway, 
,l  ‘  2’  an<^  crossed  London  County  and  Westminster  Bank 
otherwise  no  responsibility  will  be  accepted. 
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FLIGHT  BUYERS’ 


GUIDE  AND  TRADE 


DIRECTOR  Y—  continued , 


fabrics  and  yarns- 

Victoria  Rubber  Co.,  Ltd.,  Edinburgh. 

FLYING  SCHOOL- 

Fraser's  Flying  School,  Kingsbury,  N.W.  q. 

GLIDERS— 

PeyTct,  I...  Ingenieur,  23,  Rue  I  ambtecht,  Coui- 
bevoie  suv  Seine,  France. 

GLUES- 

Lang  Propeller  Ltd.,  Weybridge,  Sun  ey. 
Weybridge  520-521 ;  *‘  Aerosticks,  Weybridge. 


INGOT,  ALUMINIUM— 

British  Aluminium  Co.,  Ltd.,  The  109,  Quee* 
Victoria  St.,  London, 

City  2676;  <l  Cryolite,"  Cent.  London. 


INSTRUMENTS  (Speed),  Watches,  &c.— 

Brown  Bros.,  Ltd.,  1  deal  Eastern  Street,  London, 

E.C.  2. 

Goldsmiths  A  Silversmiths  Co.,  122,  Regent  Street, 
W.  1.  Grr  ran]  9091  (3  lines). 

Smith,  S.,  &  Sons  (M.A  ),  Ltd.,  Crkklewood 
Works,  N.W.a.  Willesdeti  2335  (7  lines). 

INSULATING  MATERIALS— 

MacLennan,  John,  &  Co.,  115,  Newgate  St  ,E.C,t. 

City  3tts  J  “  Vanduara,"  Cent,  London. 

lubricating  oils- 

Wakefield,  C.  C.,  &  Co..  Ltd.,  Cheapside,  L.C.s. 
Central  1156(3  lines);  “  Cherry,''  Cent,  London. 

MACHINING— 

Monk  Engineering  Co.,  Ltd,,  Coventry. 

Coventry  807  ;  “  Assistance/’  Coventry. 

macnetos- 

fcriti-.h  Thomson. Houston  Co.,  Ltd.,  Lower  Ford 
Street,  Coventry. 

Telephone  278;  "  A&teroidal,"  Coventry. 

METALS  (AntLFriction) — 

Hoyt  Metal  Co.,  Ltd.,  Deodar  Road,  Putney, 
S.W.  15.  Putney  1523. 

METAL  PARTS  AND  FITTINGS 

Blown  Bros..  Ltd.,  GTeat  Eastern  Street.  Loudon, 

E.C.  2. 


{Continued  f> one  p.  xiv.) 


METAL  PARTS  AND  FITTINGS  (Continued)  - 

Monk  Engineering  Co.,  High  Street,  Coventry. 

Coventry  807  ,  “  Assistance,"  Coventry. 

Rubcry,  Owen  &  Co.,  DarhiStCm. 

Ltarlaston  S7  ;  "  Roofs,'  Darl.iston. 

MODELS- 

Jones,  A.  E.,  Ltd.,  25,  Eversholt  Road,  Camden 
Town,  N.W.  j. 

D. A.P.,  Replingham  Road.  Southfield s,  S.W.  18. 

PARACHUTES- 

E.  R.  Caltbrop’s  Aerial  Patents,  Ltd.,  423a, 
Ed g  ware  Road,  London,  W.  2.  Paddington  6332. 

Spencer,  C.  G.,  &  Sons,  Ltd.,  39a,  Highbury 
Grove,  N.  5.  Dalston  1893. 

PETROL— 

Anglo-American  Oil  Co.,  Ltd.  (Pratt's),  Queen 
Anne's  Gate,  S.W.  t. 

British  Petroleum  Co.,  Ltd  ,  22,  Fencburch  Street, 
EC.  3 

PETROL  GAUCE- 

W.  Ryan  Hart,  McCreath  Taylor  &  Co.,  34, 
Victoria  Street,  S.W.  1. 

PROPELLERS- 

Blackburn  Aeroplane  and  Motor  Co.,  Ltd., 
Olympia,  Leeds.  Round  hay  601  (5  lines) ; 

“  Propellets, "  Leeds. 

Falcon  Airscrew  Co.,  rr 3,  Cottenbam  Road, 
Holloway,  N.  rg.  Hornsey  910  &  2472. 

I.ang  Propeller,  Ltd,,  Weybridge,  Surrey. 

520.521,  Weybridge;  "Aerosticks,"  Weybridge. 

PUTTEES - 

Fox  Bros.  &_Co.,  Ltd.  (Dept.  R),  Wellington, 
Somerset. 

RADIATORS  AND  RADIATOR  REPAIRS— 

Serck  Radiators,  Ltd.,  Warwick  Road,  Greet, 
Birmingham. 

Vtctona  53t  (3  lines) ,  “  Nerleak."  Birmingham. 

SHEET  METAL  WORK  STAMPINGS  AND 
PRESSINGS— 

Rubery,  Owen  &  Co.,  Darlaston. 

Darlaston  87;  "  Roofs,"  Darlaston. 


SKY  WRITING— 

Savage.  Major  1.  C.,  7-8.  Norfolk  Street.  Strand 
London,  W.C.  a. 

Central  8971-72;  "  Skyer  la,  Estiand.  Loitdon." 

5PARKING  PLUGS- 

Robinhood  Engineering  Works,  Ltd.,  The,  Putney 
Vale,  S.W.  >5.  Puitiey  2132,  2133. 

"  ICaalgee,"  Phone,  London, 

SPRAYING  PLANT- 

Aetograph  Co..  Ltd.,  43,  Holborn  Viaduct, 
E.C.  1. 

Holborn  2041;  "  Aerograph y,'  London. 

STABILIZERS— 

Auto  Controls.  Ltd.,  to.  Heddon  Street,  Regent 
Mreet,  London,  S.W.  1. 

TAPES  AND  WEBBING— 

MacLennan,  John,  Sc  Co. ,  115,  Newgate  St.,  L.C.t. 

City  3115  ;  •'  Vandu&ra,"  Cent.  London. 

TIMBER— 

Owen,  Joseph,  Si  ^on,  Loro’  High  Street.  S.E. 

Hop  3811 ;  “  Buclicro’j,"  London. 

TUBES,  ALUMINIUM— 

British  Aluminituit  Co..  Ltd.,  The,  tog.  Queen 
Victoria  St.,  London. 

City  2676  :  “  Ciyolite,"  Cent.  London. 

TYRES  AND  WHEELS- 

Palmer  Tyre,  Ltd.,  Shafte.sbuty  Avenue,  W.C.  2. 
Gerrard  1214  ;  "  Tyricord,"  Westcent,  London. 

WELDINGS,  REPAIRS— 

Barimar,  Ltd.,  10,  Poland  Street,  London,  W.  1. 
Gerrard  8173  ;  "  Bariquamar,"  Reg,  London. 

WIND  SHIELDS— 

Auster,  Ltd.,  133,  Long  Acre,  W.C.  2. 

WIRES  AND  CABLES  (Aeroplao**)- 

Bullivanis,  Ltd.,  72,  Mark  Lane.  E.C.  7. 

Works:  Millwall.  E.  14. 


ALUMINIUM  PISTONS 

—  AND  — 

STRUT-PACKING  PIECES 

To  A.I.D.  Requirements. 

The  LONDON  DIE  CASTING  FOUNDRY,  Ltd. 

Tremlett  Grove,  Junction  Road,  Holloway,  N.  19. 

Phone—  Hornsby  1580.  Tube  Station— Highgatb. 


LANG  PROPELLER  LTD., 

WEYBRIDGE,  SURREY. 

Telegrams :  T  elephone ; 

u  Aerosticks,  Weybridge.”  520-521  Weybridge. 

Designers  and  Manufacturers 
of  Aeroplane  and  Seaplane  Propellers. 

Manufacturers  to  H.M.  Royal  Air  Force.  Admiralty.  Royal  Navy  Board 
n (  Sweden  and  the  principal  Aircraft  Constructors,  Atlantic  Flight,  ike.,  &c. 


Xj  -  P  E  Y  R  E  T  ,  Ingenieur, 

23,  Rue  Lambrecht,  Courbevoie  sur  Seine,  France. 
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1900  The  first  circular  mile  flown  in  Great  Britain  was  with  a  Green  Engine. 

1 909  to  1919  A  long  list  of  record  flights. 

1919  One  35  h.p.  Green-Avro-Baby  competed  and  won  the  Aerial  Derby  Handicap. 

1920  Two  35  h.p.  Green- Avro-Babys  competed  with  14  other  Competitors  and 
won  1st  and  2nd  prizes  in  the  Aerial  Derby  Handicap. 

1  920  Green-Avro-Baby  flies  to  Rome  and  back,  including  a  non-stop  flight  from 
Croydon  to  Turin. 

1921  Green-Avro-Baby  flies  from  Sydney  to  Bundaberg,  non-stop  flight,  nearly 
800  miles  in  9  hours. 

1922  First  flight  from  England  to  Moscow,  nearly  2,000  miles,  on  a  35  h.p.  Green- 
Avro-Baby. 

1922  King’s  Cup  Race.  Green-Avro-Baby  flies  over  570  miles  before  being  com¬ 
pelled  to  retire  with  defective  magneto. 

The  Pioneer  in  1909. 
Still  going  strong  In  1922. 

THE  GREEN  ENGINE  Co.,  Ltd.,  166,  Piccadilly,  W.  1. 

Telephones:  Gerrard  8165  and  Richmond  1293.  Telegrams:  “  Airengine,  London.” 
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Aeroplane  Propeller  Designers  and  Manufacturers,  Aeronautical  Engineers. 

Largest  Manufacturers  of  Aeroplane  and  Seaplane  Propellers  in  the  World. 

113,  Cottenham  Road,  Holloway,  London,  N.  19. 

Write  Uft,  'Phone  u«,  or  Wire  u.  Hornsey  2472-910-2874. 


RIGGING 

The  Erection  and  Trueing-up  of  Aeroplanes. 
By  F.  W.  Halliwell,  a.m.i.a.e. 


Flight  Office, 

36,  Gt.  Queen  St.,  Kingsway,  W.C.  2. 
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Invaluable  to  the 
Aircraft  Engineer. 


Fraser's  Flying  School 

We  specialise  in  Tuition,  not  merely  a  side-line.  Pupils  are  instructed  in  Flying,  Engines,  Rigging  and 
Aerial  Navigation,  etc.  FEE^ulOO.  Training  on  Biplanes  and  Monoplanes.  Among  our  machines 
is  the  fai£>m>  Austin  "Kestrel”  which  won  £1,500  Prize  in  the  Air  Ministry  Competition.  Exhibition 
Flights  given  in  any  part  of  the  country.  Machines  Erected  and  Tested,  Aerial  Photography,  etc. 

All  communications  must  be  addressed  to- 

London  Offices:  64.  Hay  market.  S.W.l. 


CPkm*;  HEGENT  m2.) 


Flying  Ground:—' 
KINGSBURY  AERODROME. 
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LIGHT  AND  STRONG 
COMPLETE  UNITS 
INTERCHANGEABLE 
LOW  AIR  RESISTANCE 


LAMBLIN 

RADIATORS 

Patented  in  France  and  Abroad. 

WATER  -  OIL  -  AIR 

For  Aircraft. 

Hold  all 

■:a  i 

SUCCESSES. 

Leon  Morane  Challenge,  1920. 

All  Speed  and  Altitude  Records. 

Coupe  Deutsch  de  la  Meurthe,  1920. 

Antwerp  Olympiad  Speed  Cup,  1921. 

Coupe  Gordon-Bennett,  1920. 

Italian  Grand  Cup,  1921  — 1922. 

Pulitzer  Trophy  (United  States),  1921. 

British  Speed  Record,  1922. 

Aerial  Derby,  1922. 

Marine  Speed  Record  sur  glisseur,  1922. 

Grand  Prix  de  l’Aero  Club  de  l’Ouest,  1922. 

Belgian  Automobile  Grand  Prix,  1922. 

Coupe  Deutsch  de  la  Meurthe,  1921-1922.! 


10,  Rue  de  Copenhague 

PARIS. 


Records. 

AIR  LINES. 

London — Paris. 

Paris — Prague— Warsaw. 

Paris — Constantinople. 

Toulouse  —  Casablanca. 

"Curtis'  Navy  Racer.  -100  h  p.,  with  Lamblin  Radiators. 
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£BITCmiii%L,  COMMENT. 


HTS  issue  of  Flight  represents  a 
radical  departure  from  our  usual 
practice,  inasmuch  as  it  contains, 
to  all  intents  and  purposes,  hut  one 
subject,  albeit  a  very  large  one : 
The  British  Aircraft  Industry.  Large, 
that  is  to  say,  when  it  c.oines 
to  condensing  reference  to  it  into 
a  single  issue,  although  not  a  tithe  of  what  it 
should  be,  and  falling  very  dangerously  short  of 
the  size  it  ought  to  be  for  national 
The  British  safety.  Nevertheless,  we  are  convinced 
industry  lhe  Rrit^h  Aircraft  Industry  need 

fear  no  comparison  with  that  of  any 
other  country,  and  il  financial  conditions  are  such 
that  it  is  not  possible  for  British  constructors  in  large 
numbers  to  exhibit  at  the  Paris  Aero  Show,  this  is 
not  the  fault  of  the  Industry  but  is  due  to  the  scant 
encouragement  given  by  our  Government  to  British 

Tvi'itiVin  hrmc 


Other  countries,  and  notably  France,  have  realised 
that  there  is  an  enormous  future,  before  aviation  in 
all  its  branches,  and  huge  sums  are  being  devoted  to 
the  development  of  air  lines,  to  the  production  of 
new  types  of  machines,  and  to  propaganda  abroad. 
Thus,  in  the  past,  when  a  few  British  firms  have  had 
the  enterprise  to  send  representatives  abroad,  these 
have  usually  found  that  other  and  more  far  seeing 
nations  have  got  in  ahead  of  us,  and  have  reaped  a 
large  share  of  the  orders  that  might  otherwise  have 
been  placed  with  British  firms.  Partly  this  has  been 
due  to  the  rale  of  exchange,  which  has  generally  been 
against  us  and  in  favour  of  countries  like  France  and 
Italy,  but  to  a  large  extent  the  cause  may  also  be 
ascribed  to  the  support  which  these  countries  have 
given  their  aviation  firms  in  the  matter  of  sending 
out  missions,  of  granting  subsidies  for  propaganda, 
or  else,  indirectly,  by  placing  orders  at  home  which 
have  enabled  the  firms  themselves  to  defray  the 


expenses  involved  in  propaganda  work  of  this  nature. 

In  spite  of  all  these  drawbacks,  however,  British 
aircraft  are  still  to  be  seen  all  over  the  world,  giving 
yeoman  service  to  the  purchasers  and  maintaining 
British  prestige  abroad,  and  we  think  that  mosi 
unbiassed  observers  will  admit  that,  as  regards  quality, 
British  aircraft  products  have  nothing  to  tear  from 
comparison  with  those  of  other  nations. 
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That  being  so,  it  is  unfortunate  that  the  Paris  Aero 
Show  will  not  find  British  aircraft  and  engines  repre¬ 
sented  nearly  so  well  as  they  deserve  to  be.  There  is 
little  doubt  that,  apart  from  the  multitudes  who 
visit  the  Paris  Show  merely  as  representatives  of  the 
“  man  ill  the  street/’  and  in  regard  to  whom  the 
exhibit  ion  is  mainly  of  value  as  a  piece  of  very  effective 
propaganda,  representatives  of  most  civilised  nations 
will  visit  the  Grand  Palais,  there  to  study  the 
latest  developments  in  aircraft  and  aero -engine 
design. 

While  it  is  probably  a  fact  that  the  latest  designs,  at 
any  rate  those  of  a  military  nature,  rarely  are  allowed 
to  be  exhibited  at  the  Salon,  and  thus,  from  the  point 
of  view  of  Government  representatives,  an  aero  show 
offers  less  of  interest  than  might  be  supposed,  there 
still  remains  the  civil  aviation  side,  and  developments 
in  detail  construction,  which  can  be,  and  usually 
are,  shown  at  the  Grand  Palais. 

In  order  that  the  British  Aircraft  Industry  should 
not  be  entirely  forgotten  in  the  general  interest  of 
the  Paris  Show,  we  have  compiled  in  the  present 
issue  brief  references  to  all  the  main  firms  still  actively 
engaged  upon  the  design  and  construction  of  aircraft, 
aero  engines,  and  equipment  and  accessories.  As 
there  would  in  any  case  have  been  comparatively 
few  novelties  to  record,  either  among  complete  air¬ 
craft,  engines,  or  accessories,  we  have  thought  that 
an  issue  such  as  the  present  might  he  made  more 
generally  interesting  by  giving  a  brief  historical 
sketch  of  the  past  and  present  activities  of  the  various 
firms,  instead  of  long  technical  descriptions  which 
would,  in  most  cases,  already  have  been  published 
from  time  to  time  in  our  ordinary  issues. 

Thus,  this  week's  Flight  contains  what  is  hoped 
to  be  a  very  complete  work  of  reference  to  the  British 
Aircraft  Industry  as  it  exists  today,  outlining  the 
past  history — necessarily  very  briefly — of  each  firm, 
indicating  the  kind  of  work  which  has  been  done  in 
the  past,  and  mentioning,  in  so  far  as  Air  Ministry 
regulations  allow,  the  types  now  being  produced  or 
about  to  be  produced  by  the  various  designing  and 
construction  firms. 

In  order  to  facilitate  reference,  the  articles  have 
been  subdivided  under  three  main  heads  or  sections, 
the  first  of  which  deals  with  British  aircraft  designing 
and  construction  firms,  the  second  with  British  aero 
engine  firms,  and  the  third  w'ith  firms  manufacturing 
or  selling  equipment  and  accessories. 

In  each  section  the  firms  have  been  arranged  in 
alphabetical  order,  so  that  it  should  be  an  easy  matter 


to  refer  to  any  firm  under  any  section.  In  cases  where 
one  firm  manufactures  both  aircraft  and  aero  engines, 
we  have  dealt  with  the  aircraft  under  one  section 
and  with  the  engines  under  the  other,  as  in  this 
manner  all  machines  are  kept  together  and  all  engines 
together. 

It  has  been  suggested  that  we  should  publish  this 
issue  of  Flight  in  two  or  three  languages.  After 
considering  the  matter  most  carefully  we  have  decided 
not  to  do  so  for  several  reasons.  To  begin  with,  it 
is  a  matter  of  the  very  greatest  difficulty  to  get 
technical  articles  translated  really  well,  and  the 
representatives  of  foreign  governments  to  whom 
Flight  goes  every  week  all,  or  practically  all,  read 
English  as  easily  as  they  do  their  own  language. 
Consequently  they  will  have  no  difficulty  in  extracting 
from  this  issue  any  information  required.  Another 
point  is  that,  were  we  to  publish  the  reading  matter  in, 
for  example,  three  languages,  this  would  mean  that, 
we  should  only  be  able  to  devote  one-third  as  much 
space  to  each  firm,  and  we  think  it  wall  be  agreed, 
after  reading  the  present  number,  that  any  such 
reduction  could  not  be  made  without,  seriously  de¬ 
tracting  from  the  value  of  the  issue. 

Yet  another  reason  for  not  publishing  Flight  in 
several  languages  is  that,  as  illustrations  always 
have  much  greater  appeal  than  columns  of  solid 
matter,  we  have  included  a  very  large  proportion  of 
photographs  of  machines  and  engines,  publication .  of 
which:  will,  in  most  instances,  be  sufficient  reminder, 
to  those  who  follow  aviation  matters  at  all  closely, 
of  the  different  types,  full  particulars  of  which  have, 
in  nearly  all  cases,  already  been  published  in  previous 
issues  of  Flight. 

Our  aim  in  compiling  the  following  resume  of  the 
British  Aircraft  Industry  of  today,  has  been  to 
produce,  as  completely  as  possible  within  the  space 
at  our  disposal,  an  index  to  which  reference  can 
constantly  and  easily  be  made,  during  the  coming 
year,  by  anyone  wishing  to  familiarise  himself  with 
the  history7  and  work  of  any  one  of  our  aviation 
firms,  and  we  hope  to  have  succeeded  in  producing  a 
reference  work  the  utility  of  which  will  not  be  confined 
to  the  week  of  its  publication,  but  apply  equally 
during  the  months  to  come.  So  far  as  we  are  aware, 
this  is  the  first  occasion  upon  which  a  weekly  aviation 
journal  has  attempted  to  encompass  within  one  issue 
a  resume  of  the  entire  aviation  industry  of  the  country, 
and  the  advantage  of  having  all  this  information  in 
one  volume  instead  of  spread  over  two  or  three 
should  be  very  considerable. 


FLIGHT 
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PARIS  AERO  SALON. 

FLIGHT  Stand  is  at  the  Exhibit  of  M.  Branger,  where  FLIGHT 
can  be  obtained,  and  where  all  communications,  Editorial  or 
Advertisement,  can  be  addressed. 

London  Address:  36,  GREAT  QUEEN  STREET,  KINGSWAY. 
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AIRCRAFT  INDUSTRY  AT  A  GLANCE 

In  the  following  notes  we  give  a  very  brief  outline  of  the  past  history  and  present  activity  of  the  chief  British  firms  at  presen 
actively  engaged  upon  the  design  and  construction  of  aircraft,  aero  engines,  equipment,  etc.  In  order  to  facilitate  reference,  we  have 
subdivided  the  article  into  three  distinct  groups,  the  first  of  which  deals  with  aircraft  firms,  the  second  with  aero  engine  firms,  and  the 
third  with  firms  manufacturing  equipment,  components,  and  accessories.  The  firms  have  been  arranged  alphabetically  in  each 
group,  so  that  any  firm  may  be  found  with  a  minimum  of  trouble.  In  the  case  of  firms  who  design  and  manufacture  engines,  as  well 
as  complete  aircraft,  we  have  arranged  their  products  under  the  respective  headings,  as  in  this  manner  it  will  be  found  easier  to  refer 
to  any  section  fot'  information  upon  any  particular  subject,  -En. 


Aerial  View  of  the  A.D.C.  Depot  at  Waddon  (Croydon). 


Founded  a  tew  months  after  the  Armistice,  the  Aircraft 
Disposal  Co.,  Ltd  ,  commenced  its  activities  by  taking  over 
from  the  Government  the  enormous  stocks  of  aircraft,  aero 
engines,  and  equipment  which  were  in  existence  at  the 
termination  of  hostilities.  A  system  of  storage  at  the 
Waddon  depdt  was  adopted  which  would  ensure  not  only 
that  all  material  was  kept  in  sound  condition,  but  also  that 
any  fuselage,  pair  of  wings,  engine,  etc  ,  could  be  got  out  at 
anytime  should  it  be  desired  tore-condition  a  machine  at 
short  notice.  Expert  workmen  were  engaged  who  set  to  work 
to  overhaul  machines  and  engines,  and  any  part  found  to 
be  defective  or  which  failed  to  come  up  to  A. I  D.  standards 
was  scrapped  and  a  new  part  substituted.  In  this  manner 
a  number  of  different  types  of  machines  and  engines  were 
re-condi tioned,  arid  between  the  taking  over  by  the  firm  of 
the  Government  surplus  stock  and  the  present  day  close  upon 
t.000  machines  and  a  corresponding  number  of  engines 
have  been  supplied  by  the  A.D.C  to  foreign  governments. 
Incidentally  it  may  be  mentioned  that  there  are  very  few 
civilised  nations  which  have  not  purchased  British  machines 
from  this  firm,  and  thus  the  British  aircraft  industry  has 
been  represented  practically  all  over  the  world,  and  its 
reputation  for  “  the  Goods  ”  kept  to  the  fore. 

Colonel  M.  O.  Darby,  who  is  managing  director  of  the 


A.D.C.,  has  thus  worked  up  excellent  connections  in  a  great 
number  of  foreign  countries,  and  it  has  now  been  decided 
that  in  the  future  the  Aircraft  Disposal  Co.  is  to  do  original 
designing  and  construction. 

At  first  it  is  the  intention  to  design  machines — of  military 
type — which  are  slightly  better  as  regards  performance,  etc, 
than  those  which  the  firm  has  hitherto  supplied,  so  that 
countries  which  require  slightly  more  up-to-date  types  will 
be  able  to  obtain  them  from  the  original  suppliers.  We 
understand  that  it  is  not  intended  to  compete  in  the  home 
market,  but  merely  to  study  the  requirements  of  foreign 
Governments. 

In  addition  to  the  establishment  of  a  designing  staff  and 
construction  works,  the  A.D.C.  will  act  as  general  aeronautical 
agents,  and  already  this  firm  has  been  appointed  selling 
agents  for  firms  such  as  Armstrong- Whitworth,  De  Havilland 
Aircraft  Co.,  the  Blackburn  Aeroplane  and  Motor  Co., 
Handley  Page,  Ltd.,  Bywater  Petrol  Systems,  Munro 
Cameras,  Titanine  Dope,  Triplex  Glass,  etc. 

The  A.D.C.  will  also  continue  as  hitherto  to  supply  aircraft, 
engines  and  equipment  from  stock,  so  that  purchasers  will 
always  be  certain  of  being  able  to  obtain  at  the  ^shortest 
possible  notice  spares,  replacements,  etc.,  for  any  type  of 
aircraft  or  engine. 


^ _  _  -  -  —  — — ---•  - 

ARMSTRONG ^SIDDELEY  MOTORS  Limited' 


J.  V.SidJjdcif 
Managing  Director 


The  Siddeley  “Siskin,”  with  Siddeley  “Jaguar  ”  engine. 


Well  known  m  the  automobile  industry  long  before  the 
war,  it  was  not  until  towards  the  end  of  the  war  that 
Armstrong -Siddeley  Motors,  Ltd.,  of  Coventry  (or  Siddeley- 
Deasy,  as  the  firm  was  then  styled)  established  an  aircraft 


department.  The  firm  had,  however,  quite  early  in  the  war 
entered  the  aircraft  industry  by  turning  out  the  now  famous 
Siddeley  “  Puma  ’’  aero  engine.  Of  this  side  of  the  firm's 
activities,  more  will  be  said  in  the  aero  engine  section. 
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Probably  the  first  Siddeley  aeroplane  to  be  heard  of  by 
the  outside  world  was  the  "  Siskin,”  an  early  edition  of  which 
was  fitted  with  an  A.B.C.  “  Dragonfly  ”  engine.  This  machine 
was  designed  as  a  single-seater  fighter,  and  one  of  its  character¬ 
istic  features  was  the  Oleo  undercarriage.  Since  that  time 
Major  F.  M.  Green,  who  is  in  charge  of  the  aircraft  depart¬ 
ment,  has  re-designed  the  machine,  and  the  modern  ”  Siskin,” 
which  is  fitted  with  one  of  the  new  Siddeley  “  jaguar  ” 
radial  air-cooled  engines,  differs  considerably  from  the 
original  model. 

Another  machine  produced  by  this  firm  was  the  “  Sinaia  ”, 
a  twin-engined  military  machine  fitted  with  two  Siddeley 


‘‘  Tiger  ”  engines.  The  accompanying  photograph  shows 
the  “  Sinaia,”  but  as  the  machine  is  the  property  of  the  Air 
Ministry,  no  details  may  be  given. 

The  same  remark  applies  to  a  great  extent  to  a  very 
great  deal  of  the  experimental  work  now  being  carried  out 
by  Armstrong-Siddeley  Motors.  Regarding  this  little  may 
be  said,  beyond  stating  that  work  on  metal  construction  is 
being  carried  out  in  the  experimental  shops,  and  that  some 
very  interesting  researches  into  this  form  of  construction 
give  good  promise.  Major  F.  M.  Green  is  a  firm  believer  in 
metal  for  aircraft,  and  this  side  of  the  firm’s  activities  will 
be  watched  with  interest. 


The  Boulton  and  Paul  ”  Bolton  ”  all-metal  aeroplane,  two  Napier  ‘‘Lion  ”  engines. 


Boulton  and  Paul,  Ltd.,  of  Norwich,  is  a  very  old  firm  of 
general  engineers,  and  when,  during  the  war,  they  first 
commenced  to  build  aircraft,  they  started  with  one  F.E.2B. 
Others  followed,  and  before  many  months  the  aircraft  depart¬ 
ment  of  Boulton  and  Paul  had  assumed  large  proportions. 
Other  types  of  machines  were  built,  notably  a  very  great 
number  of  Sopwiths,  and  ultimately  almost  the  whole,  of  the 
extensive  works  in  Norwich,  as  well  as  the  new  works  built 
at  Mousehold,  were  busy  turning  out  aircraft. 

The  directors  of  Boulton  and  Paul’s,  of  whom  there  are 
several  Ffiskes  and  Pauls,  as  they  familiarised  themselves 
with  aircraft  and  aircraft  construction,  became  convinced 
that  there  was  a  great  future  before  aviation  in  its  various 
branches,  and  they  decided  that  the  time  had  come  for  getting 
out  original  machines  instead  of  building  to  other  people's 


designs.  Consequently  Mr.  J.  D.  North,  who  was  at  that 
time  chief  engineer  to  the  Grahame-White  Co.,  was  engaged 
as  chief  designer,  and  he  at  once  set  to  work  on  producing 
military  machines.  Of  those  which  he  designed,  perhaps  the 
best  known  is  the  "  Bourges,”  which,  in  its  first  form,  was 
designed  for  A.B.C.  engines,  but  which  has  appeared  since 
the  war  in  slightly  altered  form,  both  with  rotary  engines 
and  with  Napier  ‘‘  Lions.” 

Mr.  North  is  now,  and  has  been  for  several  years,  chief 
engineer  of  the  aviation  department,  and  for  some  years 
has  devoted  his  attention  specially  to  metal  construction. 
Examples  of  Boulton  and  Paul  all-metal  machines  have  been 
exhibited  at  the  Paris  Aero  Shows,  and  experimental  work 
is  being  undertaken  on  a  large  scale  at  Norwich.  The  latest 
machine  to  be  completed  for  the  Air  Ministry  is  the  “  Bolton,” 
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The  Boulton  and  Paul,P.  9  two-seater,  with  90  h.p.  R.A.F.  engine. 


a  photograph  of  which  is  published  herewith.  Owing  to 
the  many  novel  features  of  this  machine,  no  detailed  reference 
to  it  is  permitted,  but  it  is  not  too  much  to  say  that  in  the 
sphere  of  all-metal  aircraft  construction,  Boulton  and  Paul 
hold  a  premier  position.  Their  machines  are  built  almost 
exclusively  of  steel,  and  in  the  main  the  highly-stressed 


members  of  the  structure  are  built  up  of  rolled  sections  of 
very  light  gauge,  a  tremendous  amount  of  research  work 
having  been  done  in  the  B.  and  P.  laboratory  in  order  to 
discover  the  best  form  of  sections  and  the  most  satisfactory 
way  of  producing  them.  It  is  to  be  regretted  that  samples  of 
Boulton  and  Paul  steel  construction  will  not  be  shown  in  Paris. 


StrHmn/  White  Bmitti 

.Alamt yirw  PiiwlJr 


The  BRISTOL  AEROPLANE  ©Jp.  Bristol 


to.  T.KriJ 
Chi&f  Designer 


The  “  Bristol  ”  10-seater,  with  Bristol  “Jupiter  ”  engine. 


Founded  in  iyQQ  by  the  late  Sir  George  White,  the  Bristol 
Aeroplane  Co.  is  one  of  the  oldest  aircraft  firms  in  Great 
Britain.  Originally,  the  firm  was  known  as  the  British  and 
Colonial  Aeroplane  Co.,  but  the  title  was  changed  fairly 
recently  to  the  present  one.  The  managing  director  is  now 


Sir  Henry  White  Smith.  In  the  early  days  of  its  existence 
this  firm  built  “  Box  Kites”  of  the  H.  Farman  type,  and 
these  soon  gained  a  reputation  for  excellence  of  workmanship, 
“a  reputation,  incidentally,  which  this  firm  has  worthily 
maintained  right  up  to  the  present  time.  Sundry  types  of 


The  “  Bristol  ”  three-seater,  with  100  h.p.  “Bristol  “  Lucifer  ”  engine. 
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machines  were  designed  at  Bristol  before  the  war,  of  which 
it  suffices  to  mention  a  few,  such  as  the  Prier  monoplane, 
the  Coanda.  monoplanes  and  biplanes,  and  the  Gordon 
England  biplanes,  all  named  after  their  designers. 

A  couple  of  years  or  so  before  the  war  the  services  of 
Mr.  (now  Squadron  Leader)  E.  S.  Barnwell  were  secured,  and 
as  chief  designer  to  the  (irrn,  Barnwell  was  responsible  for 
a  number  of  successful  "  Bristol  “  machines,  of  which  it  will 
suffice  to  mention  the  Bristol  “  Bullet”  (first  known  as  the 
Bristol  “  Scout  ”),  the  Bristol  fighter,  the  Bristol  monoplane, 
and  the  Bristol  “  Badger.”  A  little  more  than  a  year  ago 
Squadron  Leader  Barnwell  severed  his  connection  with  the 
firm,  and  accepted  an  appointment  in  the  Australian  Air 
Force.  The  last  machine  of  Barnwell  design  is  very 
unorthodox,  and  highly  interesting,  but  as  it  is  being  built 
for  the  Air  Ministry  no  reference  to  it  is  permissible. 


Mr.  W.  T.  Reid,  who  was  Squadron  Leader  Barnwell's 
chief  assistant,  is  now  chief  designer,  and  has  already  produced 
several  machines,  of  which  mention  may  be  made  of  the  huge 
“  Braemar  ”  triplane  with  four  engines,  the  “  Bristol  ”  ten- 
seater,  and,  quite  recently,  the  little  three-seater,  which  was 
fully  described  in  our  issue  of  December  7,  1922. 

In  addition  to  these  machines,  Mr.  Reid  has  designed  a 
racing  monoplane,  which  was  intended  as  a  challenger  for  the 
Coupe  Deutsch,  but  which  could  not  be  got  ready  in  time 
for  that  race.  This  machine  is  of  very  unusual  design,  its 
chief  features  being  a  very  deep  fuselage,  very  small  monoplane 
wings,  and  a  retractable  undercarriage. 

The  Bristol  Aeroplane  Co.  also  manufacture  the  famous 
“  Bristol  ”  radial  air-cooled  engines  the  "  Jupiter "  and 
"Lucifer,”  reference  to  which  will  be  made  under  the  Aero 
Engine  section. 


The  Blackburn  ”  Dart  ”  Fleet  Spotter, 


The  earliest  Blackburn  aeroplane  was  designed  and  built 
by  Robert  Blackburn  at  the  beginning  of  1909.  and  from  that 
date  until  the  present  time  the  history  of  Blackburn  aircraft 
has  been  one  of  steady  progress,  and  Mr.  Robert  Blackburn, 
the  founder  of  the  firm,  has  remained  with  it  ever  since  as 
managing  director. 

During  the  war  the  Blackburn  Aeroplane  and  Motor  Co., 
Ltd.,  of  Leeds,  built,  at  first,  various  types  of  machines  under 
licence.  It  was  not  long,  however,  before  they  turned  their 
attention  to  original  design,  and  a  number  of  different  types 
were  produced,  seaplanes  as  well  as  land  machines.  Among 
the  latter,  probably  the  type  which  became  best  known 


was  the  “  Kangaroo,”  a  twin-engined  bomber  with  two 
Rolls-Royce  engines. 

A  type  of  machine  upon  which  the  Blackburn  Aeroplane 
and  Motor  Co.  have  specialised  for  a  number  of  years  is  the 
torpedo  plane,  and  Blackburn  machines  of  this  type  are  now 
being  introduced  into  both  British  and  foreign  air  services. 
One  of  the  best-known  modern  Blackburn  torpedo  planes  is 
the  “  Swift,”  which  has  a  Napier  "  Lion  ”  engine.  Another 
modem  Blackburn  is  the  “Dart”  Fleet  Spotter,  about 
which,  however,  nothing  regarding  its  constructional  details 
may  be  published  at  present.  We  give,  however,  a  photo¬ 
graph  of  this  machine. 


The  Blackburn  “  Swift  ”  Torpedo  ’Plane,  Napier  "Lion  ”  engine. 

728 


December  14,  uj2.> 


WILLIAM  BEARDMORE  AND  CO.,  LTD. 


I  he  Beardmore  W.B.2  Commercial  Biplane,  with  160  h.p.  Beardmore  engine. 


The  business  of  Wni.  Beardmore  and  Co.,  Ltd.,  of  Glasgow, 
is  chiefly  that  of  steel  manufacturers,  shipbuilders,  and 
general  engineers  on  a  very  large  scale.  They  have  nine 
works  in  and  around  Glasgow,  and,  f  urther,  hold  a  controlling 
interest  in  many  other  British  industrial  enterprises. 

During  the  war  this  firm  produced  nearly  700  aeroplanes 
and  seaplanes  of  various  types,  ranging  from  the  Sopwith 
“  Baby  "  to  the  four  engined  Mandley-Page  bomber.  After 
the  war,  Beardmores  turned  their  attention  to  commercial 
aircraft,  and  several  types  of  all-metal  machines  were 
produced,  among  which  we  mention  the  WB2,  with  160  h.p. 
Beardmore  engine.  For  the  Air  Ministry  competition  at 
Martlesham  in  1920,  Beardmores  undertook  the  design  of 


a  large  all-metal  multi-engined  flying  boat  (amphibian),  but 
the  machine  was  not  finished  in  time  for  the  competition 
and  has  never,  we  believe,  been  completely  finished. 

It  is,  of  course,  well  known  that  Wm.  Beardmore  and  Co. 
are  also  airship  constructors,  and  at  the  large  ariship  shed 
at  Inchinnan  were  constructed  the  large  rigid  airships  R.24, 
R.27,  R.34  (which  made  the  double  crossing  of  the  Atlantic), 
and  R.36,  the  last-mentioned  being  of  3,000,000  cubic  feet 
capacity.  The  aeroplane  and  seaplane  construction  works 
are  situated  at  Dalmuir,  and  cover  an  area  of  100  acres,  with 
a  frontage  of  1 J  miles  on  the  river  Clyde. 

To  the  Beardmore  aero  engines  reference  will  be  made 
under  that  heading. 


TZ*  DE  HAVILLAfND  AIRCRAFT  0  \x&7myumrPi 


C.  C.  Walker 

Puvctv  and  Chief  Engineer 


I  he  D.H.  27  “Derby,”  fitted  with  Rolls-Royce  Condor  engine. 


The  D.H.  37,  with  275  h.p.  Rolls-Royce  “  Falcon  ”  engine. 
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Captain  Geoffrey  de  Havilland  is  one  of  our  oldest  aircraft 
designers  (in  experience  at  any  rate,  although  not  in  years), 
his  first  machine  being  built  in  1009.  For  a  number  of  years 
Capt.  de  Havilland  was  a  designer  at  the  Royal  Aircraft 
Factory  (as  it  then  was,  now  the  Royal  Aircraft  Establish¬ 
ment)  at  Farnborough,  and  among  the  best-known  of  his 
machines  from  that  time  is  the  original  B.Fb  Shortly  after 
the  war  Captain  de  Havilland  joined  the  Aircraft  Manu¬ 
facturing  Co.  as  Technical  Director,  and  the  world  knows  the 
number  of  successful  machines  which  he  turned  out  during 
the  war,  from  the  D.H.r  “pusher"  to  the  D  H.io  twin- 
engined  bomber. 

When  the  “  Airco."  (as  the  Aircraft  Manufacturing  Co. 
had  become  known)  closed  down  after  the  war,  Captain 
de  Havilland  established  his  own  company  at  Stag  Lane, 
Edgwave,  Middlesex,  and  he  brought  with  him  several  of 
those  who  had  been  associated  with  him  at  the  Airco.,  notably 


Mr.  C.  C.  Walker,  who  is  now  his  chief  engineer,  and  Mr.  Hagg, 
chief  of  the  de  Havilland  drawing  office  staff. 

The  de  Havilland  Aircraft  Co.  have  produced  a  number  of 
commercial  machines,  of  which  the  best  known  are  perhaps, 
the  D.H.18,  the  D.H.34  (which  is  now  very  extensively 
used),  the  D.H.37,  a  fast  touring  machine,  and  the  D.H.29, 
a  thick-wing  cantilever  monoplane  with  Napier  *'  Lion  " 
engine.  Recently  a  bomber,  known  as  the  “  Derby,"  has 
been  finished  and  other  interesting  machines  are  in  the  offing. 

Run  as  a  separate  concern  is  the  de  Havilland  Hire  Service, 
which  provides,  at  a  moment’s  notice,  taxiplanes  which  take 
passengers  to  any  point  in  Europe.  This  section  of  the  firm 
has  also  met  with  great  success,  and  some  very  notable 
flights  have  been  carried  out,  notably  by  Mr.  Alan  Cobham. 

Recently  a  flying  school  has  been  started  at  the  Stag  Lane 
aerodrome,  and  this  promises  to  become  as  successful  as  the 
other  de  Havilland  undertakings. 


The  Fairey  Amphibian  “Pintail,”  Mark  III,  450  h.p.  Napier  “  Lion  ”  Engine. 


The  Fairey  Aviation  Co.,  Ltd.,  of  Hayes,  Middlesex,  was 
founded  in  1915  by  Mr.  C.  R.  Fairey,  who  had  previously 
been  on  the  technical  staff  of  Short  Brothers,  of  Rochester 
and  Eastchufch.  Mr.  Fairey  is  chairman  of  the  firm,  and  is 
also  designer  and  chief  engineer,  his  chief  assistant  being 
Mr.  F  Duncan  son,  with  Mr.  A.  C.  Barlow  as  chief  draughts¬ 
man. 

At  the  Hayes  Works,  of  which  Mr.  W.  Broad  bent  is 
manager,  the  Fairey  Aviation  Co.  have  produced  a  number  of 
interesting  machines,  starting  during  the  war  with  a  twin- 
engined  fighter  (land  machine),  and  with  the  following  Sea¬ 
planes  and  amphibians  in  close  succession  :  the  “  Campania,” 
the  “  Hamble  Baby,"  the  N.o,  the  N.io,  with  its  successors, 
the  IIIa,  Ills,  Lite  and  IIId  types.  With  the  exception  of 
the  N.9,  all  these  went  into  production  for  war  use.  In 
1918  Mr.  Fairey  designed  the  N.4. 

Since  the  Armistice,  the  Fairey  Aviation  Co.  have  produced 
a  number  of  types,  but  owing  to  the  fact  that  all  have  been 
designed  for  the  Air  Ministry,  no  detailed  reference  is  possible. 
A  few  of  the  types  may,  however,  be  mentioned,  such  as 
the  “Pintail"  Marks  II  and  III,  the  improved  IIId,  the 


"  Fawn  "  and  the  "  Flycatcher  ”  types.  Several  experi¬ 
mental  amphibians  have  also  been  built,  and  it  may  be  recalled 
that  the  machine  on  which  the  Portuguese  aviators  Cabral  and 
Coutinno  flew  from  Lisbon  to  South  America  was  a  Fairey 
seaplane. 

This  firm  has  done  a  considerable  amount  of  experimental 
work  on  oleo  undercarriages,  and  have  made  great  improve¬ 
ments  in  float  consti’uction. 

It  might  also  be  mentioned  that  the  Fairey  variable  camber 
flap  gear  has  recently  been  tested  at  Martlesham  Heath 
experimental  station  with  markedly  successful  results.  Less 
known  is  probably  the  fact  that  the  F'airey  Aviation  Co. 
have  done  a  considerable  amount  of  work  on  metal  construc¬ 
tion,  all  with  high-grade  steels.  The  policy  has  been  to 
substitute  gradually  metal  parts  for  wood  units,  and  now 
Fairey  machines  are  composed  of  nearly  50  per  cent,  metal. 
Several  all-metal  designs  are  in  hand.  The  company’s 
works  at  Hayes  and  Hamble  (near  Southampton)  now  cover 
some  140,000  square  feet  of  area  and  employ  at  the  present 
moment  about  450  hands,  with  a  technical  staff  of  30,  which 
is  being  farther  increased. 


The  Fairey  Series  III  Military  AeropJane,  450  h.p.  Napier, 4  \  Lion,  ”  has  variable  camber  wings  and  long- 

travel  oleo  undercarriage. 
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The  Gloucestershire  Aircraft  Co.’s  “  Mars  I,”  Napier  “  Lion.” 


Founded  as  an  aircraft  firm  in  1915  (although  having 
been  in  existence  in  a  different  line  of  business  long  before 
that  time)  the  Gloucestershire  Aircraft  Co..  Ltd.,  of  Chelten¬ 
ham,  Gloucestershire,  at  first  centred  their  attention  upon  the 
production  of  machines  to  Government  design.  An  idea 
of  the  capacity  of  the  Sunningend  works  may  be  formed 
when  it  is  mentioned  that  the  average  output  during  the 
war  was  20  machines  per  week.  After  the  war  Mr.  A.  W. 
Martyn,  chairman  and  managing  director  of  the  firm,  and 
Mr.  D.  Longden,  one  of  the  directors,  decided  that  the  firm, 
having  taken  up  aircraft  construction  so  successfully  during 
the  war,  should  become  permanently  an  active  member  of 
the  aircraft  industry.  A  slight  rearrangement  of  the  firm 
was  consequently  carried  out,  and  Mr.  H.  P.  Folland,  who 
had  until  the  closing  down  of  that  firm  been  chief  designer 
to  the  British  Nieuport  Co.,  was  engaged  as  chief  engineer 
and  designer. 

Mr.  Folland  brought  with  him  from  the  Nieuport  company 
several  of  the  members  of  the  Nieuport  designing  staff,  many 
of  whom  had  been  with  Mr.  Folland  when  he  was  at  the 
Royal  Aircraft  Establishment  at  F'arnborough,  where  he 
did  much  of  his  early  work,  having  had  a  considerable  share 
in  the  design  of  such  machines  as  the  F.E.2,  the  F.E.4  and 
the.  S.E.5A,  the  last  mentioned  being  a  machine  which  was 
built  in  very  large  number  and  extensively  used  in  many  parts 
of  the  world. 

While  with  the  Nieuport  and  General  Aircraft  Co., 
Mr.  Folland  designed  the  Nieuport  “Nighthawk,”  with 
A.B.C.  "  Dragonfly  ”  engine.  This  machine  was  accepted 


by  the  Air  Ministry  for  the  19 19  programme,  but  the  cessation 
of  hostilities  resulted  in  the  many  orders  placed  for  the 
“  Nighthawk  ”  being  cancelled.  A  twin-engined  bomber, 
and  the  single-seater  “  Goshawk  ”  were  also  designed  and 
built.  It  was  practically  inevitable,  however,  that  machines 
of  this  standard  of  performance  would  lead  to  even  greater 
things,  and  this  promise  has  been  more  than  fulfilled. 

Since  the  year  1921,  Mr.  Folland  has  designed  for  the 
Gloucestershire  Aircraft  Co.  the  famous  "  Mars  I,”  with 
450  h.p.  Napier  “  Lion  ”  engine,  which  holds  the  British 
speed  record,  and  which  but  for  the  unfortunate  affair  with 
the  pilot’s  maps  might  well  have  won  the  Coupe  Deutsch 
this  year.  It  may  also  be  recalled  that  it  has  won  the 
Aerial  Derby  for  two  years  in  succession,  and  is  still  going 
strong. 

Another  type  produced  by  Mr.  Folland  since  joining  the 
Gloucestershire  firm  is  the  “  Sparrowliawk,”  which  is  generally 
similar  to  the  “Nighthawk”  except  that  it  has  a  B.R.2 
rotary  engine.  This  company  has  produced  a  large  number 
of  machines  for  the  Greek  and  Japanese  Governments,  those 
built  for  the  latter  having  now  been  in  service  for  about  a 
year,  and  the  purchasers  having  been  entirely  satisfied  with 
them. 

Recently  the  “  Nighthawk  ”  has  been  brought  up  to  date 
by  being  fitted  with  a  Siddeley  ''Jaguar”  engine.  The 
modified  type  is  known  as  the  “  Mars  VI,”  and  it  is  worthy 
of  note  that  it  combines  with  a  speed  of  150  m.p.h.  a  climb 
of  20,000  ft.  in  18  minutes  with  full  military  load,  a  very 
meritorious  performance. 


The  Gloucestershire  Aircraft  Co.’s  ”  Mars  VI,”  fitted  with  Siddeley  44  Jaguar  ”  engine,  a  machine  which 

has  fine  climbing  and  speed  performances. 
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Side  view  of  the  Handasyde  Cantilever  Monoplane  with  “Eagle  IX  ”  engines. 


After  severing  his  connection  with  Martinsyde,  Ltd.,  of 
Woking,  of  which  firm  he  had  been  a  partner  since  1909, 
Mr  G.  II.  Handasyde  formed,  with  Mr.  Hamilton  Fulton, 
the  Handasyde  Aircraft  Co  ,  Ltd.  This  was  in  1921.  and 
the  firm  lias  been  handicapped  to  a  certain  extent  by  not 
having  their  own  construction  works.  Now,  however,  we 
are  glad  to  be  in  a.  position  to  annonnce  that  this  difficulty 
has  been  overcome,  arrangements  having  been  completed 
for  obtaining  control  and  supervision  of  the  aircraft  section 
of  the  Air  Navigation  Co.,  Ltd.,  of  Addlestone  (formerly 
Bleriot  Aeronautics).  The  board  of  directors  will  be  added 
to  shortly  by  Mr.  F.  P.  Raynham  and  Maj.  A.  Graves  joining. 
The  H.A.C.  will  in  the  future  be  in  a  position  to  undertake 
design  and  construction  work  of  any  kind. 


Since  the  formation  of  the  company  Mr.  Handasyde  has 
designed  several  machines,  notably  a  cantilever  monoplane, 
fitted  with  one  of  the  new  Rolls-Royce  "  Eagle  IX  "  engines. 
This  machine  was  designed  for  one  of  the  air  mail  services 
in  Australia,  and  we  understand  that  more  machines  of 
similar  type  are  to  follow.  The  machine  was  fully  described 
in  Flight  of  July  20,  1922. 

It  may  also  be  recollected  that  the  glider  on  which  Raynham 
flew  for  1  hr.  53  mins,  at  Itford  was  built  at  Addlestone  for 
the  H.A.C.  firm.  The  same  applies  to  the  commercial 
monoplane,  and  under  the  new  arrangement  all  future  H.A.C. 
machines  will  be  built  there.  We  regret  that  no  photographs 
of  the  H.A.C.  monoplane  are  available  at  the  moment,  but 
we  hope  to  publish  some  shortly'. 


The  Handley  Page  “Hanley  »♦  Torpedo  ’Plane,  Napier  “Lion  ’’  engine. 


C  Mr-  F-  Handley  Page,  as  is,  of  course,  well  known,  is  one 
of4the  pioneer  British  aircraft  constructors,  havng  built 
his  first  machine,  a  monoplane  with  crescent-shaped  wings, 
in  1909.  Since  that  distant  date  Mr.  Handley  Page  has 
been,  without  interruption,  actively  connected  with  aviation, 
although  the  firm  of  Handley  Page,  Ltd.,  in  its  present  form, 
was  established  many  years  later.  In  the  earliest  days 
Mr.  Handley  Page  specialised  on  monoplanes,  of  which  type 
he  produced  several.  In  1914  he  designed  a  biplane,  which 
still  retained  the  crescent-shaped  wings,  Then  came  the 
war,  and  the  machine  which  laid  the  foundation  for  the 
fame  of  the  name  Handley  Page  was  the  large  twin-engined 
bomber  0-400,  which  was  fitted  with  two  Rolls-Royce  engines. 


The  history  and  activities  of  machines  of  this  type  during 
the  war  are  well  known,  and  the  effect  of  the  type  can  still 
be  clearly  traced  in  the  majority  of  modern  twin-engined 
machines. 

In  order  to  increase  the  range  and  bomb  capacity  of  an 
aeroplane,  Mr.  Handley  Page  and  Mr.  C.  W.  Meredith,  his 
chief  engineer,  who  has  been  with  Mr.  Handley  Page  since 
the  earliest  days,  designed  the  huge  four-engined  bomber 
known  as  the  V-i5oo,  which  was  intended  for  the  bombing 
of  Berlin.  In  this  machine  the  engines  were  placed  in  pairs, 
one  behind  the  other,  on  the.  wings. 

Several  other  types  were  designed  during  the  war,  but 
these  did  not  reach  the  production  stage. 


The  Handley  Page  W.  8  B,  with  two  Rolls-Royce  “  Eagle  *'  engines. 
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Since  the  war  Handley  Page,  Ltd.,  have  produced  a  number 
of  commercial  types,  all  being  clearly  developments  of  the 
original  0-400.  First  of  all  the  firm  produced  the  W.8,  with 
two  Napier  "  Lion  ”  engines,  which  wron  the  Air  Ministry 
competition  (large  class)  at  Martlesham  Heath.  This  machine 
was  for  some  time  put  on  the  London-Paris  route,  where  it 
made  some  trips  in  record  time.  A  later  development  was 
the  W-8.B,  which  was  fitted  with  Rolls-Royce  "  Eagle  " 
engines  and  carried  12  passengers.  For  next  year  s  services 
a  further  development,  the.  W.8.C  will  be  put  on,  this  machine 
to  have  seating  accommodation  for  16  passengers, 

Lately  Handley  Page,  Ltd.,  have  turned  their  attention 
to  the  design  and  construction  of  torpedo  planes,  of  which 
mention  may  be  made  of  the  “  Hanley, "  in  which,  for  the 
first  time,  use  has  been  made  of  the  slotted  wing  invented 
by  Mr.  Handley  Page  A  D.H.g  was  first,  fitted  with  slotted 


wings  in  order  to  test  the  idea,  and  the  results  were  so 
promising  that  a  cantilever  monoplane  wing  with  slots  was 
fitted  to  a  D.H.9  fuselage  in  order  to  test  the  effect  of  slots 
on  a  high-lift  wing  (the  section  being  airscrew  4).  It  was 
found  that  again  the  full-size  results  bore  out  the  model 
experiments,  and  consequently  the  "  Hanley  ”  torpedo  plant* 
was  built  to  incorporate  the  slots  in  a  machine  designed  for 
a  specific  military  purpose.  The  first  of  the  Hanley 
machines  had  rather  ugly  wing  tips  and  a  complicated 
undercarriage.  In  spite  of  these  drawbacks  the  machine 
had  a  good  performance,  and  in  the  latest  type  of  Hanley 
a  simpler  undercarriage  and  finer  wing  tips  have  resulted 
in  an  increase  in  speed  of  10  m.p.h. 

Concerning  the  activities  of  the  operational  side  of  the 
firm,  known  as  Handley  Page  Transport,  Ltd.,  something 
will  be  found  elsewhere  in  this  issue. 


T.  O.  M.  Sopwith,  Director. 


Upon  the  Sopwith  Aviation  Co.  going  into  liquidation  in 
1920,  the  H.  G.  Hawker  Engineering  Co.,  Ltd.,  was  formed 
by  the  late  Mr.  H.  G.  Hawker,  Mr.  F.  Sigrist  and  Mr.  T.  O.  M. 
Sopwith.  The  late  Mr,  Hawker  was,  as  is  well  known, 
test  pilot  to  the  Sopwith  Aviation  Co.,  and  Mr.  Sigrist  was, 
from  the  founding  of  that  firm  up  to  1919,  works  manager, 
while  Mr.  Sopwith  will  need  no  introduction,  his  name  being 
famous  all  over  the  world  as  one  of  the  first  British  pilots 
and  founder  of  the  Sopwith  Aviation  Co.,  whose  products 
during  the  war  were  among  the  first  in  the  world. 

In  the  Hawker  Engineering  Co.  Mr.  F.  Sigrist  is  managing 
director,  other  directors  being  Mr.  T.  O.  M.  Sopwith, 
Maj.  V.  W  Eyre,  Mr.  F.  L.  Bennett,  who  is  acting  as  works 


manager,  and  Capt.  L.  F.  Peaty,  brother-in-law  of  the  late 
Mr.  Hawker.  The  chief  designer  of  the  firm  is  Capt.  B. 
Thomson. 

The  H.  G.  Hawker  Engineering  Co.  started  at  the  old 
works  of  the  Sopwith  Aviation  Co.  at  Kingston-on-Thames, 
and  have  now  taken  over  the  whole  of  the  main  premises. 
At  present  they  are  engaged  upon  re-conditioning  a  large 
number  of  D  H  gA's  and  Sopwith  “  Snipes.”  Two  new 
designs  by  Capt.  Thomson  have  been  submitted  to  and 
accepted  by  the  Air  Ministry,  and  are  at  present  under 
construction.  Little  may  be  said  about  them,  except  that 
one  is  a  reconnaissance  two-seater  cantilever  monoplane, 
and  the  other  a  single-seater  fighting  scout. 


GEORGE  PARNALL  AND  CO.,  BRISTOL 


The  Parnallg“LPanther  ”  is  a  ship’s  ’plane  with  folding  fuselage  [instead  of  the  more  usual  folding  wings. 
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The  Parnall  “  Puffin  ”  deck- landing  amphibian,  with  Napier  “  Lion  ”  engine. 


..Founded  during  the  war  by  the  present  proprietor,  Mr, 
George  C.  Parnall,  this  firm  has  built  a  great  number  of 
machines  of  different  type,  having  specialised  for  several 
years  on  seaplanes,  amphibians  and  ship’s  planes,  although 
recently  other  types  are  being  developed.  Of  the  best- 
known  types  produced  by  Mr.  Bolas,  chief  designer  to  the 
firm,  mention  may  be  made  of  the  Parnall  “Panther,”  a 
ship’s  plane  of  unorthodox  design  in  which,  instead  of 
folding  the  wings,  as  is  the  usual  practice,  space  is  saved  by 


so  designing  the  fuselage  that  its  rear  portion  hinges  and  can 
be  swung  aside  until  it  lies  parallel  with  the  wings. 

The  Parnall  "  Puffin  ”  is  an  amphibian  seaplane  with 
Napier  “  Lion  ’’  engine,  and  its  tail  is  designed  with  the  fin 
and  rudder  entirely  below'  the  level  of  the  tail  plane,  so  as  to 
give  the  rear  gunner  a  free  field  of  fire. 

At  present  the  firm  is  completing  two  new  types,  one  of 
which,  the  Parnall  “  Possum,”  is  a  triplane  incorporating 
several  novel  features. 


The  Avro  “Aldershot,”  fitted  with  Rolls-Royce  “  Condor. ,"T 
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The  Avro  "Bison  ”  is  a  Fleer  Gunnery  Spotting  Aeroplane  fitted  with  Napier  "Lion  ”  engine. 


I  he  name  Roe,  and  particularly  Avro,  into  which  the  name 
A.  V  Roe  was  early  contracted,  is  well  known  all  over  the 
world,  Mr.  Roe  being  one  of  the  pioneers,  not  only  of  British 
aviation  but  of  aviation  generally.  To  Mr,  A.  V.  Roe  belongs 
the  credit  of  having  introduced  the  tractor  machine  which 
now  holds  the  field  almost  to  the  exclusion  of  all  other  types, 


pre-war  type  504  which  has  done  most  towards  carrying  the 
name  Avro  to  the  far  corners  of  the  earth.  In  a  number  of 
variations  the  504  has  made  its  appearance,  with  different 
engines,  and  it  should  be  remembered  that  this  continues  to 
be  the  standard  training  machine  of  the  R.A-I*’.  5 

Since  the  war  Mr.  Roy  Chadwick,  who  has  been  with 


The  Avro  504K  is  fitted  with  a  175  h.p.  Siddeley  **  Lynx  ”  Engine. 


It  should  also  be  recalled  that  ‘ '  A.V as  he  is  affectionately 
known  among  his  fuends,  designed  the  first  two  totally 
enclosed  aeroplanes  in  Great  Britain. 

During  the  war  A,  V.  Roe  and  Co.  designed  and  produced 
several  different  types  of  machines,  but  probably  it  is  the 


Air.  Roe  ever  since  the  early  days,  and  who  is  now  chief 
designer  for  the  firm,  has  designed  several  types,  of  which 
we  can  only  mention  a  few.  The  Avro  Baby  with  35  h.p. 
"  Green  "  engine  has  been  made  famous  by  Bert  Hinkler’s 
flight  from  London  to  Turin  without  landing. 


The  Avro- Viper,  Wolseley- Viper  engine. 
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A  somewhat  similar  machine,  but  with  80  h.p.  le  Rhone, 
was  built  for  the  Sbackleton  expedition,  but  was  not, 
unfortunately,  actually  carried,  the  ship  having  to  abandon 
its  call  at  Cape  Town,  whither  the  Baby  had  been  sent. 

V  recent  modification  of  the  504  is  the  504  K,  Mark  71, 
which  is  fitted  with  a  175  h.p.  Siddeley  "  Lynx  ”  engine. 
This  machine  is  fitted  with  oleo  undercarriage  and  improved 
type  ailerons  which  harmonise  all  the  control  surfaces.  The 
Avro  “  Viper  "  is  also  a  modification  of  the  original  504, 


but  is  fitted  with  a  \\  olseley  “  Viper  ”  engine  This  machine 
is  produced  both  as  a  land  machine  and  as  a  seaplane,  and 
a  considerable  number  have  been  sold  to  foreign  governments. 

Among  the  latest  machines  to  be  produced  at  the  Hamblc 
works  of  A.  V.  Roe  and  Co.  mention  may  be  made  of  the 
"Aldershot1’  with  r,ooo  h.p.  Napier  "Cub"  engine,  the 
"  Aldershot"  bomber,  with  680  h.p.  Rolls-Royce  "Condor  " 
engine,  and  the  "  Bison."  with  Napier  "  Lion  "  engine. 
The  last  mentioned  is  a  fleet  spotter. 


SHORT  BROTHERS  ltd.  ******** 


tu  fit  a  i.v  Shoe- 1 


Oswald 


The  Short  “  Cromarty  ”  is  fitted  with  two  Rolls-Royce  “  Condor  ”  engines. 


One  of  the  first  British  aircraft  firms  to  be  established 
was  that  of  Short  Brothers,  who  commenced  their  activities 
as  aeroplane  and  seaplane  constructors  (although  having 
previously  been  manufacturers  of  balloons)  in  1909  at  East- 
church,  Isle  of  Sheppey.  The  first  machines  built  were  of 
the  Wright  type,  but  later  machines  more  resembled  the 
Fartnan  "  box  kites,"  although  they  had  a  nacelle  with  a 
very  small  front  elevator  mounted  in  the  nose. 


Short  Brothers  also  were  among  the  very  first  to  fit  more 
than  one  engine  in  a  machine,  and  several  years  before  the 
war  they  produced  machines  with  two  and  three  Gnome 
engines. 

Of  the.  machines  produced  during  the  war,  before  the  death 
of  one  of  the  brothers,  Mr.  Horace  Short,  perhaps  the  most 
famous  was  th<i  Short  "  225,"  as  it  became  known  from  the 
power  of  its  Sunbeam  engine.  A  twin  float  seaplane,  this 


iter.  Englom) 


The  Short  “  Silver  Streak  ”  all-metal  biplane. 
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type  was  used  extensively  by  the  Royal  Naval  Aii  Service, 
who  frequently  used  it  for  extended  flights  inland,  although 
the  machine  was  not  fitted  with  a  wheel  undercarriage.  It 
should  also  be  pointed  out  that  Short  Brothers  were  the 
originators  of  folding  wings,  having  patented  an  arrangement 
for  doing  this  long  before  the  outbreak  of  war. 

In  metal  construction  Short  Brothers  have  also  been  among 
the  leading  firms,  having  first  built  rigid  airships  at  their 
Bedford  works,  and  later  produced  all-metal  machines  at 
Rochester,  Kent.  One  of  these,  the  “  Silver  Streak,”  was 
exhibited  at  an  Olympia  Aero  Show,  and  was  built  entirely 
of  metal,  even  to  the  wing  covering,  which  was  duralumin 
A  development  of  this  machine  is  now  being  produced,  but 
as  it  is  for  the  Air  Ministry  nothing  may  be  said  about  it  at 
present. 

Although  Short  Brothers  have  been  mostly  associated  with 
twin-float  seaplanes,  they  have  also  produced  flying  boats, 
and  011c  of  these,  the  ”  Cromarty,”  has  recently  taken  part 
in  development  flight  oft  the  South  West  coast  of  England, 
putting  up  a  very  good  performance,  although  the  machine 


was  laid  down  five  years  ago.  The  following  particulars  of 
the  Short  '‘Cromarty  ”  may  be  of  interest:  Span,  ttz  ft 
Length  60  ft.  Height  23  ft,  Weight  of  machine  empty 
10,692  lbs.  Petrol  for  7  hrs.  (340  gallons)  3,888  lbs.  Oil 
540  lbs.  Reserve  water  80  lbs.  Machine  guns,  ammunition 
and  mountings  750  lbs.  Two 500  lb.  bombs  and  gear  1 , 150  lbs 
Sea  anchor  150  lbs.  Starting  gear  100  lbs.  Crew  of  five 
900  lbs.  Total  military  load  7,808  lbs.  Total  loaded  weight 
18,500  lbs.  Engines:  Two  Rolls-Royce  "Condors”  of 
600  h.p.  each.  Full  speed  at  sea  level  96  m.p.h.  Climb  to 
6,000  ft.  in  20  mins. 

For  long-distance  reconnaissance  the  “  Cromarty  ”  can 
be  flown  with  engines  throttled  down  to  a  cruising  speed  of 
90  m.p.h.,  when  the  range  is  approximately  800  miles.  The 
numerous  machine  guns  carried  render  this  machine 
practically  safe  from  attack,  while  the  weight  of  bombs  make 
it  a  formidable  weapon  of  offence.  Owing  to  its  size,  the 
“  Cromarty  ”  is  able  to  folllow  the  Fleet  to  sea,  and  tin  be 
moored  out  for  considerable  periods  without  undue  deteriora¬ 
tion. 


Jbe  S  QPERMARINE  •  AVIATION  -  WORKS  •  LSd  Southampton 


Commander  J  Bird 
■PLreetcm 


- 


Supermarine  “  Sea  Lion  ”  II. 


Founded  by  Mr  N.  Peinbet  ton  Billing  in  1912,  the  Super¬ 
marine  Aviation  Works  of  Southampton,  with  which  Mr. 
Billing  i  no  longer  connected,  the  firm  having  been  taken 
over  by  Mr.  Hubert  Scott  Paine  and  Commander  James 
Bird,  have  ever  since  they  started  work  kept  as  their  motto 
‘‘  Not  an  aeroplane  that  will  float,  but  a  seaworthy  boat 
hull  which  will  fly.”  This  motto  was  laid  down  as  an  ideal 
to  be  attained,  and  through  years  of  extraordinary  difficulty 
the  ideal  was  always  kept  in  view,  with  the  result  that 
the  firm,  having  started  with  a  seaworthy  boat  hull,  the  time 
has  now  come  when  that  hull  has  been  made  to  fly.  Not 
that  the  first  hulls  did  not  fly  ;  the  expression  fly  is  used 
in  the  sense  of  performance.  At  first  the  machines  were 
somewhat  heavy  and  slow,  but  seaworthy  they  were,  and  as 
a  result  of  painstaking  application  the  performance  has  now 
been  attained  without  sacrificing  seaworthiness. 


The  first  flying  boat  built  by  the  Supermarine  works  in 
1912  incorporated  a  feature  which  has  been  retained  ever 
since,  i.e . ,  the.  circular  section  hull,  with  the  steps  built  on 
as  separate  units, 

In  1916  this  firm  built  what  was  probably  the  first  flying 
boat  to  attain  a  speed  of  100  m.p.h.  In  1917  they  designed 
and  built  the  first  Single-seater  flying  boat  scout,  which 
attained  the,  at  the  time,  astonishing  speed  of  118  m.p.h. 
In  1919  the  Supermarine  Works  completed  a  single-seater 
flying  boat  scout  which  did  149  m.p.h.  This  machine  took 
part  in  the  Schneider  Cup  race  at  Bournemouth.  During 
the  same  year  tfie  firm  had  the  distinction  of  becoming  the 
first  British  firm  to  obtain  an  Air  Ministry  certificate  of 
airworthiness  for  marine  flying  machines,  and  it  also  opened 
up  the  first  flying  boat  service  in  the  British  Empire,  running 
a  regular  sendee  by  flying  boat  between  the  base  at  South- 


_ 'Ey  - 


The  Supermarine  “  Seal  ”  Amphibian  flying  boat,  450  h.p.  Napier  “Lion  *»  engine. 
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ampton  and  places  along  the  South  coast.  Towards  the  latter 
part  of  19  ig  they  inaugurated  the  first  international  marine 
air  service  by  running  their  flying  boats  between  Southampton 
<utd  le  Havre. 
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for  a  very  large  twin-engined  amphibian  which  will  be  the 
largest  amphibian  flying  boat  in  the  world  The  construction 
of  both  these  machines  is  now  nearing  completion  4  4 

Finally  it  should  be  recalled  that  in  the  summer  of  this 


The  Supermarine  “  Sea  Lion,”  which  won  the  Schneider  seaplane  race  at  Naples.  This  machine  is  fitted  with  a 

Napier  "Lion”  engine. 


In  the  Air  Ministry  competition  for  amphibian  machines  in 
Ujio  a  Supermarine  amphibian  flying  boat  was  awarded  a 
prize  of  £4,000,  together  with  a  further  amount  of  £4,000 
which  was  granted  specially  by  the  British  Government  in 
recognition  of  the  unusual  merit  of  the  machine,  which  passed 
the  arduous  tests  over  land  and  sea  without  any  breakage, 
and  even  without  any  adjustment  being  necessary. 

In  1921  this  firm  produced  the  first  amphibian  flying  boat 
to  be  specially  designed  for  operations  by  the  R.A.F  in 
connection  with  the  British  Navy.  In  T922  the  Supermarine 
Aviation  Works  received  an  order  from  the  Air  Ministry  for 
the  largest  flying  boat  to  be  built  since  the  war,  and  another 


year  the  Supermarine  Works  designed  and  built  the  fast 
flying  boat,  with  Napier  "  Lion  ’’  engine,  which  brought  to 
Great  Britain  the  Coupe  Schneider,  with  the  result  that  next 
year’s  race  for  this  Cup  will  be  flown  in  this  country.  Not 
only  did  the  Supermarine  “  Sea  Lion  ”  win  the  Schneider 
race,  but  it  established  a  world’s  speed  record  for  flying 
boats. 

The  Supermarine  flying  boats  are  to  be  found  in  all  parts 
of  the  world.  They  have  been  supplied  to  a  great  number 
of  foreign  powers,  and  in  many  places  such  as  Fiji,  British 
Guiana,  Trinidad,  Bermuda,  Venezuela,  etc.,  their  machines 
have  been  the  first  marine  aircraft  ever  to  be  seen. 


The  Supermarine  **  Channel  ”  type,  Mark  II,  which  has  a  230  h.p.  Siddeley  11  Puma  "  engine. 
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The  Vickers  “  Vulcan  ”  eight-seater,  with  360  h.p.  Rolls-Royce  “  Eagle  ”  engine. 


Already  several  years  before  the  war  the  famous  firm  of 
Vickers,  Ltd  ,  had  an  aviation  department,  and  were  actively 
engaged  upon  the  construction  of  aircraft.  For  a  number  of 
years  the  aviation  department  was  managed  by  Major  Wood, 
while  the  late  Mr.  Harold  Barnwell  was  chief  test  pilot 
and  instructor  at  the  flying  school  which  Vickers.  Ltd.,  had 
established  at  Brooklands.  Among  the  machines  of  those 
early  days  may  be  recalled  sundry  monoplanes  of  the  R.E.P. 
type  and  <1  number  of  “  box  kites"  of  the  Farman  type. 


types,  some  for  commercial  use  and  others  for  military 
purposes.  Under  the  energetic  management  of  the  aviation 
department  by  Capt.  P.  D.  Acland,  who  took  over  tins  post 
on  the  death  of  Major  Wood,  Vickers  aircraft  have  been 
introduced  in  most  of  the  civilised  countries  of  the  world. 

The  first  commercial  type  to  be  produced  after  the  war 
was  the  Vickers  "  Vimy -Commercial ,  with  two  Rolls-Royce 
“  Eagle  ”  engines.  This  machine  has  been  extensively  used 
on  the  London-Continental  services. 


Two  Vickers  "  Viking  ”  Amphibians,  with  Rolls-Royce  “  Eagle  ”  engines. 


A  year  or  so' before  the  Outbreak  of  war  the  firm  produced 
a  two  seat er  *"  pusher  "  with  Gnome  engine.  This  machine 
was  the  forerunner  of  the  later  famous  Vickers  "  Gun  ’Bus." 

During  the  war  a  great  number  of  types  were  produced, 
most  famous  of  which  is,  perhaps,  the  Vickers  “  Vimy,” 
with  Rolls-Royce  "  Eagle  ”  engines.  It  was  on  a  similar 
machine  that  the  late  Sir  John  Alcock  and  Sir  Arthur  Whitten 
Brown  crossed  the  Atlantic  in  16  hours. 

Since  the  war  Mr.  Rex  Pierson,  chief  designer  of  the  Vickers 
Aviation  Department,  has  designed  a  number  of  different 


A  later  type  is  the  V  ickers  “  Vulcan,”  a  single-engined 
tractor  biplane  with  Rolls-Royce  "Eagle"  engine.  This 
machine  carries  eight  passengers,  and  is  consequently  very 
economical  to  run.  It  is  also  characterised  by  a  very  low 
landing  speed,  which  should  make  for  safety. 

Of  the  military  machines  produced  by  Vickers  since  the 
war  mention  may  be  made  of  the  famous  ”  Viking  ” 
amphibian,  supplied  with  either  Napier  “Lion”  engine  or 
Rolls-Royce  “  Eagle,”  according  to  the  performance  required 
In  1920  the  “  Viking  ”  Mark  III  won  first  prize  in  the  Air 


The  Vickers  “  Vimy-Commercial,”  with  two  Napier  “Lion”  engines.  The  “Vernon”  troop  carrier  is  very 

similar  in  general  appearance,  *4 
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Ministry  competition  for  amphibian  machines,  and  since 
then  the.  same  machine  has  been  used  with  great  success 
for  demonstrating  the  feasibility  of  landing  on  and  taking 
afil from  rivers  in  the  centres  of  large  towns,  such  as  Paris 
and  London.  Thus  by  using  amphibian  machines  it  is 
possible  to  save  the  tedious  journey  from  cities  to  and  from 
their  aerodromes. 


The  Vickers  “  Vernon  ”  is  a  troop  carrier  generally  similar  to 
the  "  Vimy-Commercial,”  but  as  it  is  built  for  the  Air  Ministry 
it  may  not  be  referred  to  in  detail. 

For  use  where  the  necessary  amount  of  traffic  is  available 
Vickers  have  produced  a  large  twin-engined  machine,  the 
"Vanguard,”  which,  with  two  Napier  ‘‘Lions,”  will  carry 
twenty-three  passengers  at  a  maximum  speed  of  109  m.p.h. 


W£ STL AND  AIRCRAFT  WORKS 


A.  Davenport 

fier-Lynct  * 


The  Westland  “Weasel,”  Siddeley  “Jaguar  ”  engine. 


Founded  in  1915  as  a  separate  branch  of  Fetters,  Ltd., 
of  Yeovil,  by  Mr.  R.  A.  Bruce,  who  is  joint  managing  director 
of  Fetters,  the  Westland  Aircraft  Works,  built  a  number  of 
machines  of  different  type  during  the  war.  Apart  from 
machines  built  under  licence,  Mr.  Bruce  and  lus  chief  assistant 
designer,  Mr.  A.  Davenport,  designed  several  original  machines, 
such  as  the  Westland  "  Wagtail  ”  and  the  Westland  "  Weasel.” 


All  these  machines  have  well-appointed  cabins,  and  a  feature 
of  their  design  is  that  the  pilot  is  actually  seated  in  a'corner 
of  the  cabin,  partitioned  off  from  it.  and  with  hisJieadjT pro¬ 
jecting  through  the  roof.  Thus  it  is  possible  for  passengers 
to  converse  with  him  to  some  extent,  such  as  to  ask  for 
information  relating  to  places  flown  over  route  followed,  etc. 
Concerning  military  machines  produced  since  the  Armistice, 


The  Westland  “  Walrus  ”  is  a  Fleet  Spotter,  with  Napier  “  Lion  ”  engine. 


Since  the  war  the  Westland  Aircraft  Works  have  produced 
botli  commercial  and  military  machines.  Among  the  former, 
mention  may  be  made  of  a.  small  four-passenger  commercial 
machine  with  Rolls-Royce  “  Falcon  ”  engine,  followed  later 
by  a  similar  machine  with  Hispano  engine,  and,  finally,  the 
larger  six-seater  with  Napier  “  Lion  ”  engine,  which  won  the 
Air  Ministry  competition  at  Martlesham  (small  class)  in  1920. 

H  H 


nothing  may  be  said,  but  we  publish  herewith  a  photograph  of 
the  Westland  "  Walrus  ”  fleet  spotter,  which  is  fitted  with 
a  Naxfier  “  Lion  ”  engine. 

The  superintendent  of  the  Westland  Aircraft  Works  is 
Captain  A.  S.  Keep,  who  is  also  the  firm's  chief  test  pilot. 
Captain  Keep  pDoted  the  Westland  machine  to  victory  in 
the  Air  Ministry  trials  in  1920. 

H  H 


NEXT  YEAR’S  AIR  CONFERENCE 


As  on  previous  occasions,  the  third  Air  Conference  will  be 
held  at  the  Guildhall  on  February  6  and  7,  1923,  when  the 
proceedings  will  be  opened  by  the  Right  Hon.  The  Lord 
Mayor  of  London.  The  programme  will  be  as  follows  ; — 

Tuesday,  February  6. — Morning  Session.  Chairman  :  The 
Secretary  of  State  for  Air  (Lieut. -Colonel  the  Right  Hon. 
Sir  S.  J.  G.  Hoare,  Bt.,  C.M.G.,  M.P.).  Civil  Aviation  Papers  : 
"  The  Position  of  Air  Transport  Today,”  by  Maj. -General 
Sir  W.  S.  Brancker,  K.C.B.,  A.F.C.,  Director  of  Civil 
Aviation  ;  "  A  Self-supporting  Airship  Service,”  by  Com¬ 
mander  C.  D  Burney,  C.M.G.,  M.P. 

Afternoon  Session.  Chairman  :  Sit  Henry  P.  Maybury, 
K.C.M.G.,  C.B  Technical  Papers  :  “  The  Progress  of  Research 
and  Experiment,”  by  Air  Vice-Marshal  Sir  W.  G.  H.  Salmond, 
K.C.M.G.,  C.B.,  D.S.O.,  Air  Member  for  Supply  and  Research  '. 


"  Gliders  and  their  Value  to  Aeronautical  Progress,”  by 
Colonel  A.  Ogilvie,  C.B.E. ;  "  Seaplanes,"  by  Mr,  C.  R. 

Fairey,  M.B.E. 

Wednesday,  February  7. — Morning  Session.  Chairman  : 
The  Under- Secretary  of  State  for  Air  (His  Grace  the  Duke  of 
Sutherland).  Civil  Aviation.  General  discussion  on  the  papers 
read  on  the  first  morning. 

Afternoon  Session.  Chairman:  The  Right  Hon.  Lord, Weir 
of  Eastwood,  Technical.  General  discussion  on  the  papers 
read  on  the  first  afternoon. 

Synopses  of  the  papers  will  be  issued  a  few  days  before  the 
opening  of  the  Conference. 

In  connection  with  the  Conference,  it  is  hoped  to  afford 
opportunity  for  a  visit  to  the  London  Terminal  Aerodrome 
at  Croydon. 
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BRITISH  AERO  ENGINES 

ARMSTRONG-S1DDELEY  ENGINE 


I  iik  history  of  Armstrong-Siddeley  Motors,  Ltd.,  of  Coventry, 
has  already  been  briefly  sketched  under  the  aircraft  section 
of  this  issue  of  Flight.  Running  mainly  parallel  with  this 
is  the  history  of  the  engine  section,  which,  like  the  aircraft 
department,  is  allied  with  the  firm  of  Sir  W,  G.  Armstrong, 
Whitworth  and  Co.,  Ltd.  There  is  this  difference,  however, 
that  the  aero  engine  section  came  into  being  earlier  than  did 
the  aircraft  department,  becoming  first  famous  during  the 
War  by  the  produc  tion  in  huge  quantities  of  the  Sidcleley 
•>  puma,  ”  engine.  This  engine,  a  six-cylinder  vertical,  develops 
,  30  to  250  h  .p.,  according  to  compression,  and  has  established 
aii  excellent  reputation  for  reliability.  Used  during  the  War 
in  great  numbers  in  the  D.H.9  type  of  aeroplanes,  the  "  Puma” 
did  a  tremendous  amount  of  useful  work,  and  since  the  wai 
the  engine  has  beep  used  in  a  number  of  D.H.q’s  for  various 
purposes.  Among  the  famous  flights  made  by  “  Puma  ’  - 
engined  machines  mention  may  be  made  of  Mr.  Alan  Cobham's 
flights  through  Europe  and  northern  Africa  in  de  Havilland 
machines  fitted  with  the  "  Puma  ”  engine. 

1  seful  as  the  Siddelev  4J  Puma”  has  proved  itself,  it  is  now 
gradually  being  superseded  by  later  Sitldcley  designs,  such  as 
the  iso  hr  Siddelev  "  jaguar”  14-cylinder  radial  air-cooled 
engine  and  the  175 ’h.p.  ”  Lynx,”  which  has  cylinders  and 
general  parts  similar  to  those  of  the  ‘'Jaguar,”  but  only 
seven  cylinders  instead  of  fourteen. 

The  Siddelev  ”  jaguar,”  which  has  passed  the  Air  Ministry 
type-tests  with  flying  colours,  is  now  rapidly  being  intro¬ 
duced  into  military  aeroplanes,  although  up  to  the  present 
d  has  not  been  installed  in  any  commercial  aircraft.  With 
its  fourteen  cylinders,  it  has  an  extremely'  even  torque,  and 
pilots  who  have  flown  behind  it  state  that  its  smooth  running 
i .  most  remarkable.  1 1  has  been  fitted  already  into  a  number 
Ml  machines,  among  which  are  the  Siddelev  ''  Siskin  ’  the 
Gloucestershire  Aircraft  Co.’s  Mars  V 1  (which  climbs  to 
20,000  ft.  in  Tfl  mins),  and  the  Westland  4  Weasel.  Other 
types  are  now  coming  along  into  which  the  Siddeley 
44  laguar  44  will  he  fitted,  and  in  aviation  circles  this  engine  is 
regarded  by  many  who  are  competent  to  judge  as  the  most 
promising  type  of  its  power. 

The  “  Lynx  ”  is  generally  similar  to  the 
that,  as  already  Mated,  it  has  but  seven 


Jaguar,”  except 
cylinders.  The 


The  Armstrong- Siddeley  “Lynx  ”  radial  air-cooled 
engine,  which  develops  175  h.p.  at  1,700  r.p.m.  It 
follows  the  same  general  design  as  the  Jaguar,  but  has 
only  seven  cylinders. 

power  developed  is  175  h.p..  and  for  low-powered  military 
machines  where  a  light  engine  is  required  the 44  Lynx  ’  supplies 
the  want  of  an  engine  between  150  h.p  and  200  h.p.  its 
general  design  is  clearly  shown  in  tthe  photograph  which  we 
reproduce  above. 
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THE  BEARDMORE  AERO  ENGINES 


i  During  the  war  some  3,000  Beardmore  aero  engines  were 
produced  and  supplied  to  the  British  Government.  After 
the  wav  all  the  engines  with  corresponding  numbers  of 
spares,  left  over  as  Government  surplus  were  bought  back 
by' the  manufactureres,  with  the  result  that  Wm.  Beardmore 
and  Co.  are  now  in  a  position  to  supply  from  stock  complete 
engines  and  spares  at  the  shortest  possible  notice.  The 
Beardmore  engines,  notably  the  160  h.p.  size,  have  a  reputation 
for  reliability,  although  they  are  not  as  light  per  horse-power 
as  some  modern  engines.  On  the  other  hand,  they  are  sturdily 


type  sufficiently  to  make  it  suitable  for  aircraft  work,  but 
Messrs.  Wm.  Beardmore,  Ltd.,  think  otherwise,  and  from 
what  can  be  gathered  they  appear  to  have  advanced  a  long 
step  towards  the  production  of  a  heavy  oil  engine  the  weight 
of  which  is  not  prohibitive  for  aviation  purposes. 

Naturally  enough,  considerable  secrecy  surrounds  this  latest 
Beardmore  product,  but  it  will  easily  be  realised  that  if  such 
an  engine  prove  a  practical  proposition,  it  will  go  a  long  wa\ 
towards  making  flying  safe  and  economical.  The  fuel  con¬ 
sumption  of  heavy-oil  engines  is  low  (per  horse-power 


Two  Views  of  the  160  h.p,  Beardmore  aero  engine. 


built,  and  are  economical  in  fuel  and  oil  consumption.  The 
engine  is  already  well  known  and  requires  no  description  here. 

Mr.  Alan  Chorlton.  chief  designer  of  Beardmore  Aero 
Engines,  has  during  the  last  year  or  so  been  busily  engaged 
upon  the  production  oi  an  engine  of  entirely  novel  type,  as 
far  as  aero  engines  are  concerned.  The  subject  of  the  latest 
experiments  is  a  semi- Diesel  type,  designed  to  burn  heavy 
oil  in  place  of  petrol.  It  has  been  thought  by  many  that  it. 
was  not  yet  possible  to  reduce  the  weight  of  an  engine  of  this 


developed),  and  the  cost  of  the  heavier  oil  is  lower  than  that 
of  petrol,  A  further  very  great  advantage  is  that  the  risk  of 
fire  is  considerably  lessened,  while  the  high-compression 
engine  retains  its  power  better  at  great  altitudes  than  doe- 
the  petrol  engine  of  normal  compression. 

The  development  of  the  Beardmore  semi-Diesel  aero  engine 
will  therefore  be  watched  with  more  than  ordinary  Interest 
and  if  the  difficulties  can  be  overcome  its  production  will 
mean  a  great  step  forward  in  aircraft  development. 


THE  “BRISTOL” 


Although  the  Bristol  engines  are  a  somewhat  late  develop¬ 
ment  of  the  Bristol  Aeroplane  Co.,  Ltd.,  whose  other  activities 


AERO  ENGINES 

have  been  dealt  with  elsewhere  in  this  issue,  thev  have  already 
made  quite  a  fine  reputation  for  themselves.  It  may  be 


Two  views  of  the  Bristol  “  Lucifer  M  100  h.p.  engine. 
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recalled  that  the  "  Jupiter  "  and  "  Lucifer  ” 
aero  engines  were  produced  by  the  Cosmos 
Engineering  Co.  of  Bristol,  chief  designer  of 
which  was  Mr.  Roy  Fedden.  When  the 
Cosmos  company  closed  down,  the  patent 
rights  for  these  engines  were  acquired  by* the 


Hoy  Fedden,  Chief  Designer. 

Bri-tol  Aeroplane  Co.,  of  Filton,  Bristol,  and 
Mr.  Fedden  transferred  his  services  to  the 
latter  firm,  whose  chief  engine  designer  he 
now  is. 

Since  being  taken  over  by  the  Bristol  Acru- 
plane  Co.  the  "Jupiter’'  and  "  Lucifer  '' 
ngincs  have  been  further  developed  and 
improved,  and  have  now  proved  themselves 
thoroughly.  The  ”  Jupiter  '*  of  400  h.p.  has 
passed  both  the  British  Air  Ministry  type- 
rests  and  the  French  tests  imposed  by  the 


Three-quarter  front  view  of  the  Bristol  “  Jupiter  ”  aero  engine. 


he  '*  Bristol  ”  engine-starter  is  made  as  a  complete  unit 


Section  Technique,  and  recently  arrangements  have  been 
completed  for  manufacturing  the  Bristol  engines  in  France 
(by  Gnome  and  le  Rhone  Co.),  which  is  somewhat  reversing 
the  old  order  of  things. 

The  400  h.p.  "  Jupiter  "  has  been  fitted  in  a  number  of 
British  machines,  among  which  are  the  "  Bristol  "  10-seater 
commercial  biplane,  the  "  Bristol  "  racing  monoplane,  the 
“  Bristol  ”  ”  Bullfinch,''  the  Handley  Page  W.S,  the  new 
Short  all-metal  machine  and  others.  Light  weight  and  low 
petrol  consumption  are  features  of  both  the  “  Jupiter  "  and 
*'  Lucifer  ”  engines,  while  the  relatively  small  number  of 
cylinders  results  in  having  few  moving  parts,  few  valves  and 
sparking  plugs  to  renew,  and  generally  easy  and  cheap 
upkeep — each  of  them  qualifications  which  make  a  very 
strong  appeal  to  those  who  are  considering  the  utilization 
of  aircraft  for  commercial  purposes.  The  characteristic 
features  of  both  this  engine  and  the  smaller  “  Lucifer  ’’  type 
are  clearly  shown  in  our  photographs  on  this  and  the 
previous  pages. 

The  "Bristol"  "Lucifer,”  of  100  h.p.,  has  been  fitted 
in  the  Bristol  monoplane,  the  Avro  504,  and,  recently,  in  the 
new  "  Bristol  "  three-seater,  which  but  for  lack  of  a  suitable 
stand  would  have  been  exhibited  at  the  present  Paris  Aero 

Show.  .  . 

A  feature  of  both  "  Bristol  "  engines  is  the  swivelling  engine- 
plate  mounting  by  means  of  which  the  back  of  the  engine 
is  easily  accessible  for  inspection,  cleaning  or  repairs.  The 
whole  engine  plate  is  mounted  on  hinges  on  one  side,  and, 
after  undoing  two  pins,  the  engine  can  be  swung  forward  and 
outward,  when  the  whole  back  of  the  engine  is  within  reach 
of  a  mechanic  standing  on  the  ground 

The  Bristol  Aeroplane  Co.  have  also  produced  a  very 
neat  little  gas  starter  for  aero  engines,  consisting  of  a  small 
air-cooled  petrol  engine  with  a  pumping  cylinder  supplying 
combustible  mixture,  through  a  series  of  pipes,  to  all  the 
cylinders  of  the  main  engine.  The  starter  is  designed  as 
a  complete  unit,  and  weighs  but  40  lbs.  It  will  start  from 
cold  any  aero  engine  up  to  about  400  h.p.  in  a  few  seconds. 

A  great  advantage  of  this  type  of  starter  is  that  it  can  be 
placed  anywhere  in  the  aircraft,  within  convenient  reach  of 
the  pilot,  and  can  be  used  to  start  both  engines  of  a  twin 
engined  machine.  For  commercial  aircraft  it  is  often  ol 
great  advantage  for  the  pilot  to  be  able  to  re-staxt  his  engine 
after  a  forced  ianding  en  route  without  calling  upon  the  local 
inhabitants,  if  any,  for  assistance. 
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G,  Green,  Designer. 


THE 

GREEN  ENGINE 
CO.,  LTD. 


^  As  the  pioneer  British  aero  engine  firm,  the  Green  Engine 
Co.,  of  166,  Piccadilly,  London,  W.  1,  occupies  a  unique 
position.  The  first  Green  aero  engine  was  heard  of  as  early 
as  1909,  while  several  years  before  the  War  a  Green  engine 
\yon  the  Patrick  Alexander  Prize.  Early  Green  engines  were 
fitted  in  such  pioneer  aeroplanes  as  the  Avro  biplanes  at 
Brooklands  in  1911  and  in  the  Cody  biplanes  from  about 
n_>io  to  the  untimely  death  of  that  aviation  pioneer. 

During  the  War  the  Green  Engine  Co.  made  large  numbers 
of  engines  for  aircraft,  both  heavier  and  lighter  than  air, 
and  Green  engines  are  also  extensively  used  in  motor  vessels 
of  various  sorts,  and  they  did  very  fine  work  in  coastal 
motor-boat  during  the  war. 

Of  recent  years  the  model  which  has  come  most  prominently 
before  the  public  is  the  small  35  h.p.  engine  with  which 
Bert  Hinkler,  on  the  Avro  '  Baby,"  made  his  famous  non¬ 
stop  flights  from  London  to  Turin,  and  from  Sydney  to 
Bundaberg  in  Australia  and  also  put  up  most  striking  per¬ 
formances  in  the  post-war  Aerial  Derby  races  and  other  chief 
events  of  a  competitive  character. 

This  wonderful  little  engine  is  practically  identical  in 
general  design  with  the  early  engine  on  which  Brooklands 
pilots  used  to  rely  in  19 n  and  thereabout,  with  the 
exception  that  aluminium  pistons  have  been  fitted .  Although 
not  a  "  featherweight  "  engine,  the  35-40  h.p.  Green  weighs 
jS.5  lbs.  ;  it  makes  up  for  its  weight  by  reliability  and  freedom 
Irom  breakdown  and  by  its  low  fuel  and  oil  consumption, 
the  former  being  0-58  pint  per  h.p. -hour  and  the  latter 
o ■  10  pint  per  h.p. -hour. 


The  35  h.p.  Green  Engine  Mounted  in  an  “  Avro 
Baby.” 


H.  T.  Vane,  Managing 
(Director. 


D.  NAPIER, 
AND  SON,  LTD. 


M.  S.  Napier,  Director,  and 
responsible  for  design. 


The  first  Napier  internal  combustion  engine  was  produced 
in  1899,  and  in  the  automobile  branch  of  D.  Napier  and  Son, 
Ltd.,  the  development  has  been  one  of  steady  progress.  The 
Napier  company  first  turned  their  attention’  to  aircraft  and 
aero  engines  in  the  early  days  of  the  War.  Already  in  1914 
designs  were  being  prepared,  but  owing  to  the  attitude 
of  the  Government  of  that  time  it  was  not  until  19x8  that 
the  firm  was  allowed  to  proceed  with  the  construction  of  an 
engine,  and  the  first  Napier  "  Lion  ”  made  its  appearance  in 
January  of  1919.  Almost  on  its  very  first  flight  this  engine 


achieved  fame,  when  Capt,  Lang,  flying  a  D.H.  "  Airco  " 
with  the  ‘  Lion,"  reached  an  altitude  of  30,500  ft. 

Ever  since,  the  history  of  the  Napier  "  Lion  "  is  an  unin¬ 
terrupted  record  of  successes,  among  which  space  permits 
only  of  mentioning  a  very  few.  Thus  in  the  Air  Ministry 
Competition  of  1920  the  Napier  "  Lion  "  was  fitted  in  the 
machines  obtaining  the  highest  prizes  in  each  of  the  three 
classes.  The  “  Lion  ”  engine  also  has  been  fitted  in  the 
record-breaking  "  Mars  I."  It  is  also  a  noteworthy  fact 
that  the  Supermariue  "  Sea  Lion  ”  which  Biard  piloted 
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The  450  h.p.  Napier  “  Lion  ”  aero  engine. 


to  victory  in  the  Schneider  Cup  race  at.  Venice  this  year  was 
fitted  with  a  '*  Lion  "  engine.  On  the  score  of  reliability 
the  Napier  “  Lion  ”  also  has  some  remarkable  performances 
to  its  credit.  Thus  it  may  be  remembered  that  an  Alliance 
biplane  made  a  non-stop  flight  from  London  to  Madrid,  a 
distance  of  900  miles,  in  7J  hours,  while  recently,  in  a  D.H.34 
commercial  biplane,  one  of  these  engines  ran  for  200  flying 
hours  without  overhaul. 

Not  content  with  the  excellent  reputation — world-wide  at 
that — established  by  the  “  Lion,"  Mr.  Napier  and  Mr.  H.  T. 
Vane,  managing  director  of  the  firm,  pursued  their  vigorous 
development  policy  and  produced,  about  a  year  ago.  one  of 


the  most  remarkable  aero  engines  ever  turned  out,  i.e.,  the 
1,000  h.p.  Napier  "  Cub."  This  engine  has  not  yet  had  an 
opportunity  of  proving  itself  to  the  same  extent  as  has  the 
"  Lion,"  but  it  has  now  been  fitted  in  one  of  the  Avto 
"  Aldershot  "  machines,  and  within  the  next  few  weeks  it  is 
hoped  to  carry  out  extensive  flying  tests.  On  the  test  bench 
the  “  Cub  ”  has  proved  very  satisfactory,  and  there  is  no 
reason  to  suppose  that  it  will  not  prove  as  successful  in  the 
air  as  has  the  smaller  "  Lion.”  Of  "  X  "  formation,  the 
x 6-cylinder  “  Cub  "  is  very  compact  for  its  size,  and  already 
designs  are  contemplated  by  various  aircraft  manufacturers 
for  utilising  the  most  powerful  aero  engine  in  the  world. 


The  1,000  h.p.  Napier  11  Cub  ”  aero  engine 
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ROLLS  -  ROYCL  LIMITED  •  London  • 


Side  View  of  the  New  Rolls-Royce  “  Eagle  IX.” 


The  600  h.p.  Rolls-Royce  “  Condor,”  which  has  been  fitted  in  the  De  Havilland  "  Derby  ”  and  Avro 

“  Aldershot.” 


TWO  ROLLS-ROYCE  AEROENGINES  :  On  the  left  the  275  h.p.  “  Falcon,”  and  on  the  right  the360h.p.  "Eagle.” 
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For  a  great  number  of  years  Rolls-Royce,  Ltd.,  have  held 
a  leading  place  in  the  automobile  world,  and  during  the  War 
the  firm  undertook  the  development,  of  aero  engines  with 
the  idea  of  establishing  a  similar  reputation  in  that  branch. 
With  what  success  this  task  was  undertaken  is  now  familiar 
to  readers  of  this  journal  all  over  the  world,  the  Rolls-Royce 
engines  having  done  an  enormous  amount  of  war  service 
as  well  as  having  to  their  credit  soihe  of  the  most  remarkable 
flights  since  the  cessation  of  hostilities. 

Probably  the  first  aeroplane  into  which  the  Rolls-Royce 
“  Eagle  ’ '  was  fitted  was  the  early  Handley  Page  0-400  bomber, 
and  since  that  time  this  type  has  been  used  in  a  variety  of 
machines,  to  enumerate  which  would  take  up  more  space 
than  we  have  available  in  this  issue. 

The  smaller  size,  the  275  h.p,  “  Falcon,"  is  as  reliable  as 
its  bigger  brother  the  “  Eagle,”  but  owing  to  its  smaller 
power  it  has  not  had  such  general  application.  Lately, 
however,  it  has  been  fitted  in  the  fast  touring  machine  built 
by  the  de  Ravilland  Aircraft  Co.  for  Mr.  A.  S.  Butler. 

The  largest  of  the  Rolls-Royce  family  is  the  680  h.p. 
”  Condor,”  which  resembles  in  general  lay-out  the  smaller 
models.  This  engine  has  been  fitted  recently  in  such  machines 
as  the  Avro  "  Aldershot,”  the  Short  ”  Cromarty  ”  and  the 
de  Havilland  ”  Derby.” 

Among  the  many  famous  flights  made  by  Rolls-Royce 
engines  may  be  mentioned  the  transatlantic  flight  by  the 
late  Sir  John  Alcock  and  Sir  Arthur  Whitten  Brown  in  the 
Vickers  ”  Vimy,”  the  London  to  Australia  by  the  late  Sir  Ross 
Smith  and  Sir  Keith  Smith,  also  on  a  ”  Vimy,”  and  the  Cairo 
to  Cape  Town  flight. 

A  recent  model  introduced  by  Rolls-Royce,  Ltd.,  is  the 
”  Eagle  IX,”  which  is  generally  similar  to  the  famous 
”  Eagle  VI II  ”  but  differs  from  that  type  in  certain  details. 
The  new  model  has  been  designed  to  be  equally  suitable  for 
peace  and  war  purposes,  and  to  that:  end  the  following 
improvements  have  been  effected  : — Two  carburettors  are 
fitted  instead  of  four,  so  that  tuning  is  considerably  facilitated. 
The  placing  of  the  carburettors  low  down  allows  of  using 
direct-gravity  feed,  the  float  feeds  having  been  re-designed. 
The  engine  will  now  function  satisfactorily  with  a  "  head 
of  only  8  ins.  above  the  centre-line  of  the  crankshaft.  In 


view  of  the  tendency  in  modern  commercial  aircraft  of 
employing  direct-gravity  petrol  feed  from,  the  main  tanks 
in  order  to  avoid  pumps,  piping,  etc.),  this  should  be  a  great 
advantage,  and  should  help  to  eusure  for  the  "  Eagle  IX  ” 
as  great  popularity  as  that  enjoyed  by  the  previous  model. 

While  on  the  subject  of  Rolls-Royce  engines  it  should  be 
mentioned  that  Mr.  J.  Rowledge,  who  had  a  large  share  in 


J.  Rowledge. 

the  design  of  the  Napier  “  Lion  ”  and  "  Cub  ”  engines,  has 
now  joined  Rolls-Royce,  Ltd.,  to  assist  Mr.  F.  H.  Royce  in 
dealing  with  aero  engine  design.  The  combined  experience 
of  these  two  expert  designers  should  result  in  some  very 
interesting  engines  during  the  next  few  years. 


THE  SUNBEAM  AERO  ENGINES 


The  earliest  association  of  the  Sunbeam  Motor-Car  Co., 
Ltd.,  of  Wolverhampton,  with  aviation  was  towards  the  latter 
end  of  1912,  when  an  eight-cylinder  side-valve  engine,  of 
150  h.p.,  of  the  type  known  as  the  “  Crusader,”  was  produced. 
It  must  be  remembered  that  this  was  in  the  early  days  of 


the  industry,  when  little  or  no  encouragement  was  forth¬ 
coming,  and  consequently  the  company  showed  considerable 
initiative  in  themselves  purchasing  a  Henry  Farman  biplane 
of  early  type  and  experimenting  with  their  own  engines 
installed  in  same,  piloted  by  the  late  Sir  John  Alcock. 


THREE  SUNBEAM  ENGINES  :  Above,  the  300  h.p.  ”  Manitou.”  On  the  left,  the  400  h.p.  “  Matabele,”  and 

on  the  right,  the  800  h.p.  “  Sikh.” 
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The  development  of  aviation  was  early  foreseen  by  the 
company,  and  the  value  of  their  three  years'  experimental 
work  was  evident  when  the  War  broke  out,  for  at  that  time 
the  Sunbeam  Company  were  one  of  the  very  few  firms  which 
had  ready,  standardised  and  in  production,  aircraft  motors 
of  sufficient  power  to  raise  and  propel  seaplanes. 

From  this  time  forward  the  company  never  looked  back, 
and  with  the  full  concurrence  of  the  Admiralty,  War  Office 
and  Air  Ministry  it  evolved  and  produced  a  wider  range  of 
aircraft  powei  plant  than  any  other  firm  in  the  country,'  and 
these  were  supplied  not  only  to  the  British  Government, 
but,  in  the  early  days  of  the  War,  to  the  Russian  Government 
and  also  to  the  French  War  Office  and  the  French  Ministry 
of  Marine  for  use  in  the  large  seaplanes  which  carried  out 
patrol  work  on  the  Mediterranean  coast.  Some  of  the  original 
engines  are  still  in  use  in  these  French  seaplanes. 

Sunbeam  engines  were  associated  with  a  number  of  pic- 
turesque  incidents,  not  the  least  prominent  being  at  the 
Battle  of  Jutland,  where  Sunbeam-Coatalen  engined  aircraft 
gave  accurate  information  to  Admiral  Jellicoe,  and  also  at 
the  siege  of  Kut,  where  a  number  of  seaplanes,  equipped  with 
12-cylinder  side-valve  "  Mohawk  "  engines  of  275  h.p.,  carried 
flour  and  other  provisions  to  the  besieged  gairison. 

Shortly  after  the  outbreak  of  war  the  introduction  of  the 
overhead-valve  system  had  the  effect  of  very  much  increasing 
the  efficiency  of  the  Sunbeam-Coatalen  aircraft  engines,  and 
it  was  eventually  with  engines  of  this  type  that  the  British 
airship  “  R.34  ”  made  its  wonderful  flight  across  the  Atlantic 
and  back  again  in  July,  1919.  Those  in  charge  had  nothing 
but  praise  for  the  engines,  which  were  of  the  “  Maori  "  type, 
with  12  cylinders  in  "  V  ”  formation,  each  engine  developing 
275  F.p. 

Other  well-known  engines  have  been  the  “  Cossack  ” 
35°  h.p.,  which,  in  a.  slightly  modified  form  to  render  them 
suitable  for  airship  work,  were  fitted  to  all  the  later  British 
rigid  airships,  the  “  Matabele  ”  400  h.p.,  and  the  *'  Dyak  ” 
six-cylinder  in  line  vertical  engine,  developing  100  h.p.  This 
latter,  in  addition  to  being  largely  employed  in  “  Blimps  ” 
during  the  Wax,  has  been  in  use  by  the  Japanese  Navy  in 
some  of  its  airships,  and  also  fitted  to  a  number  of  Avro 
machines,  in  which  it  has  been  very  successful,  particularly 
in  Australia  and  Norway. 

It  is  to  the  chief  engineer  of  the  Sunbeam  Motor-Car  Co., 
Ltd.,  Mr.  L,  Coatalen,  that  the  evolution  of  all  these  varied 
types  of  aircraft  engines  is  due  ;  the  company  is  still  engaged 


in  the  development  of  different  types  of  aircraft  engines, 
and  experiments  are  being  made  with  the  “  Sikh  ”  12 -cylinder 
“  '  ”  engine,  with  separate  cylinders,  developing  1,000  h.p. 


L.  Coatalen,  designer  of  the  Sunbeam  aero  engines. 

It  may  not  be  out  of  place  to  refer  also  to  the  fact  that 
“  Matabele  ”  engines  have  been  largely  adapted  for  hydro¬ 
planes,  and  motor  boats. 


FIVE  SUNBEAM  ENGINES  : 

the  400  h.p.  “  Sikh.’*’ 


Top  left,  the  275  h.p.  “Maori.” 
Bottom  left,  the  100  h.p.  “  Dyak.” 
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Top  right,  the  350  h.p.  “  Cossack.” 
Bottom  right,  the  200  h.p.  “  Arab.” 


Centre, 
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BRITISH  AERO  ACCESSORIES 


The  Aerograph  Co.,  Ltd. 

43,  Holborn  Viaduct,  London, 
E.C,  1. 

This  firm,  who  are  pioneers  in  the 
spraying  method  of  applying  paints, 
have  specilised  in  the  aviation  side 
of  this  class  of  ivork,  and  have  pro¬ 
duced  several  successful  plants  suit 
able  for  the  various  requirements  of 
aircraft  painting,  varnishing  and 
doping,  etc.  This  method  of  applying 
paint  and  the  like  not  only  lias  the 
advantage  of  saving  labour  and  time, 
but  it  enables  the  job  to  be  executed 
with  remarkable  control — as  com¬ 
pared  with  the  ordinary  brush  method 
— with  the  result  that  the  paint,  etc., 
is  applied  evenly  and  continuously. 
Furthermore,  it  does  not  drag  the 
surface  of  the  object  under  treatment, 
which  in  certain  cases  is  of  con¬ 
siderable,  advantage.  Last  but  not 
least,  it  is  economic  with  the  medium. 
We  understand  that  a  new  and  im¬ 
proved  device  is  being  developed  by 
this  firm,  about  which  we  hope  to 
have  something  to  say  very  soon. 

The  Anglo- American  Oil  Co.,  Ltd. 

(Pratt’s). 

Queen  Anne’s  Gate,  London, 
S.W.  1, 

Firms  such  as  the  above  are  always 
at  a  disadvantage  in  a  visumi  of  the 
kind  herewith  presented,  for  there  is 
so  little  one  can  say  about  their 
products  in  the  way  of  a  description, 
neither  can  they  be  illustrated  verv 
well  !  However,  the  Anglo-American 
Co.’s  well-known  "Pratt’s”  aviation 
petrol  hardly  needs  any  introduction 
to  our  readers,  for  besides  being  known 
throughout  the  woild,  it  is  used  as 
well.  This  firm  also  specialises  in 
bulk  storage  outfits,  consisting  of 
underground  storage  tanks  connected 
up  with  self-measuring  pumps. 


celebrated  Auster-Triplex  and  Auster- 
Nonflam  aero  wind-shields,  which 
during  the  Great  War  were  adopted 
as  the  standard  fitment  to  practically 
all  makes  of  aeroplanes,  seaplanes, 
kite-baloons,  etc.  These  windshields 


idea  of  the  different  patterns  that  can 
be  supplied.  Auster,  Ltd.,  will, 
however,  be  pleased  to  submit  draw 
ings  and  quote  against  specification  for 
wind-shields  for  all  types  of  commercial 
aircraft,  etc. 


A  Barimar  Repair.  Above,  a  damaged  aero  engine  crank-case,  some 
broken  parts  missing.  Below,  the  same  crank-case  mended,  with  the 
missing  pieces  replaced  and  welded  into  position. 


Auster,  Ltd. 

133,  Long  Acre,  London,  W.C.  2, 
and  Birmingham. 

The.  well-known  makers  of  wind¬ 
shields  and  motor-body  accessories 
are  also  the  manufacturers  of  the 


are  made  in  a  great  variety  of  models 
to  suit  the  different  types  of  aircraft. 
Unfortunately,  space  will  not  permit 
a  description  of  these  here,  but  we 
illustrate  a  few  of  these  to  give  an 


►Four  patterns  of  Auster  Aero  Wind-Shields,  specially  designed  to 

suit  various  types  of  aircraft. 


Barimar,  Ltd., 

10,  Poland  Street,  Loudon,  W.  1. 

Scientific  welding  has  played  a 
great  part  in  the  construction  and 
repair  of  aero  engines  and  engine  parts. 
Barimar,  Ltd.,  the  scientific  welding 
engineers,  of  10,  Poland  Street,  London, 
W.  1,  and  branches,  have  on  their 
books  the  record  of  many  different 
makes  of  aero  engine  parts  which  have 
been  successfully  repaired  by  them. 
The  Barimar  special  process  for  welding 
aluminium  is  invaluable  for  this  class 
of  repair  work,  as  aluminium  is  used 
so  extensively  in  the  construction  of 
aero  engines.  Two  illustrations  are 
shown  of  a  typical  example  of  Barimar 
craftmanship — an  aero  engine  crank¬ 
case,  before  and  after  repair. 

The  British  Thomson- Houston  Co., 
Ltd . , 

Rugby. 

The  British  Thomsou-Houston  Co., 
Ltd.,  started  manufacturing  magnetos 
in  the  very  early  days  of  the  War,  pro¬ 
ducing  magnetos  for  aircraft,  motor- 
vehicles  and  motor -cycles,  but  even¬ 
tually  decided  to  concentrate  solely  on 
the  production  of  aircraft  magnetos  for 
four,  six,  and  eight-cylinder  engines. 
Much  trouble  was  experienced  at  this 
time,  due  to  the  fact  that  a  large 
proportion  of  the  materials  used  in  the 
construction  of  magnetos  had  only 
been  produced  previously  in  Germany. 
Magnet^ steel,  moulded  insulation/ and 
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many  other  materials  were  unob¬ 
tainable  in  this  country,  and  it  was, 
therefore,  not  only  a  question  of 
manufacturing'  magnetos,  but  also  of 
finding  firms  who  would  undertake,  the 
manufacture  of  suitable  materials,  or 
foi  this  company  to  manufacture  the 
materials  in  addition  to  the  magnetos, 


A  rotating  metal  brush  is  used  in  con¬ 
junction  with  raised  distributor  seg¬ 
ments,  and,  in  addition  to  eliminating 
the  leakage  due  to  the  rubbing  action 
of  the  old  type  of  carbon  brush,  this 
distributor  ensures  that  the  current  is 
retained  until  sufficiently  intense  to 
spark  across  a  leaky  or  sooty  plug. 


equipment,  contains  numerous  useful 
British  Standard  and  Air  Board 
specifications.  We  understand  copies 
of  this  catalogue  are  available  for 
Government  Air  Departments  and 
aircraft  contractors.  In  addition  to 
specialising  in  A.G.S.  material,  Brown. 
Bros.,  Ltd.,  are  prepared  to  supply 


iThree  B.T.H.  Aero  Magnetos,  from  left  to  right,  the  A.O.  9,  A.V.  12  and  A.V.  14 


the  latter  course  being  the.  only  one 
open  in  many  cases.  Under  these 
great  difficulties  the  manufacture  of 
magnetos  was  started  within  the  first: 
two  weeks  of  the  War,  and,  as  little  was 
known  about  magneto  design  in  this 
country  at  that  date,  it  was  only 
natural  that  the  first  magnetos  manu¬ 
factured  were  similar  in  design  to 
those  of  German  origin.  As  engine 
conditions  became  more  onerous  on 
the  magneto,  however,  it  was  found 
that  it  would  be  necessary  to  design  an 
entirely  new  magneto,  and  this  work 
was  undertaken  on  behalf  of  the 
Government  during  1916,  the  type 
A.V  magneto  being  produced,  on  the 
inductor  principle.  The  B.T.H  type 
A.V.  magneto  was  first  built  for  8  and 
12  cylinder  engines,  and  was  found  to 
give  very  much  more,  satisfactory 
results  than  could  be  obtained  with 
the  previous  models.  Magnetos  of 
this  type  weTe  extensively  used  during 
the  latter  part  of  the  War,  and  not  only 
were  they  the  first  12-cyhnder  mag¬ 
netos  manufactured  in  this  country, 
but  the  British  Thomson- Houston  Co. 
was  the  only  firm  who  supplied  12- 
cylinder  magnetos  during  the  War. 
About  50,000  magnetos  were  supplied 
by  this  firm  for  aircraft  purposes 
during  the  War,  and  the  A.V.  magneto 
is  extensively  used  today  for  aircraft 
engines  of  8,  12  and  14  cylinders. 
The  magneto  is  provided  with  a 
stationary  armature  and  a  rotating 
polar  inductor  ;  the  current  generated 
reaching  a  maximum  value  four  times 
during  each  complete  revolution  of  the 
polar  inductor,  and  thus  producing 
four  sparks  per  revolution  of  the  arma¬ 
ture  shaft.  The  rotating  inductor 
shaft  is  of  the  “  straight  through  ” 
type,  which  forms  an  excellent  mechani¬ 
cal  construction  specially  adapted  to 
withstand  the  severe  vibrations  which 
are  encountered  in  service  on  aeroplane 
engines.  Safety  spark-gap  electrodes 
are  mounted  on  the  half-speed  wheel 
of  the  magneto,  and  thus,  when  the 
machine  is  in  operation,  these  elec¬ 
trodes  are  constantly  sweeping  through 
the  air,  and  ionisation  is  entirely 
avoided-  B.T.H.  magnetos  ivere  the 
first  to  embody  the  “  jump-spark  ” 
distributor,  a  feature  which  eliminates 
the  use  of  a  carbon  distributor  brush. 


Aniline-cylinder  magneto,  type  A.O.  9, 
was  designed  by  this  Company  during 
the  early  part  of  1918,  for  nine- 
cylinder  radial  engines,  which  were 
being  built  at  that  time,  and  this 
magneto  is  standard  today  for  all  9- 
cylinder  engines.  The  excellence  of 
B.T.H.  magnetos  is  continually  being 
demonstrated  by  the  record  which 
they  help  to  achieve,  and,  to  quote  one 
illustration  of  this  fact  alone,  these 
magnetos  have  been  used  by  all 
machines  which  have  won  first  and 
second  places  in  the  Aerial  Derby  for 
four  consecutive  years. 

British  Petroleum  Co.,  Ltd., 

22,  Fenchurch  Street,  London, 
E.C.  3. 

This  firm’s  contribution  to  the 
aviation  industry  is  “  B.P.”  aviation 
spirit,  and  also  underground  systems 
of  storage  for  same.  One  of  these 
storage  plants  has  been  installed  at  the 
Croydon  Aerodrome. 

The  British  Oxygen  Co.,  Ltd., 

Angel  Road,  London,  N.  18. 

With  the  growth  of  the  all-metal 
machine,  welding  will  become  a  more 
and  more  important  item  in  aircraft 
construction.  For  welding  work 
oxygen  is  employed  very  largely,  and 
the  above  firm  supply  oxygen  in 
large  quantities,  promptly,  for  this 
purpose.  They  have  oxygen  works 
distributed  over  various  parts  of  the 
country,  which  greatly  facilitate  the 
delivery  to  all  localities. 

Brown  Bros.,  Ltd., 

Great  Eastern  Street,  London 
E.C.  2. 

The  special  Aircraft  Fittings  and 
Materials  Department  of  Brown  Bros., 
Ltd.,  established  about  ten  years 
ago,  now  occupies  an  unique  position 
in  the  industry.  This  house  is  one  of 
the  largest,  if  not  the  largest,  supplier 
of  aircraft  parts  to  practically  all 
British  manufacturers,  in  addition  to 
exporting  a  considerable  amount  of 
material  to  foreign  Governments  and 
aircraft  manufacturers.  A  very  good 
opinion  can  be  formed  of  the  extensive 
range  of  material  handled  by  a  perusal 
of  their  comprehensive  96-page  quarto 
catalogue  which,  in  addition  to  cover¬ 
ing  aircraft  fittings  and  materials, 
instruments,  tools  and  aerodrome 
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presswork  and  built-up  metal  fittings’ 
also  to  make  to  order  machine  parts  in 
special  steel,  and  they  possess  facilities 
for  handling  throughout  export  orders 
of  any  magnitude  with  despatch. 

Brunton’s, 

Musselburgh,  Scotland. 

Brunton’s  are  an  old-established 
firm  having  a  world-wide  reputation 
for  wire  and  wire  ropes  for  all  classes 
of  work.  They  were  one  of  the  first 
to  specialise  in  the  aviation  side  of 
their  business,  and  as  early  as  1907 
supplied  steel  tie-rods  to  the  British 
Government  for  use  in  the  construc¬ 
tion  of  airships  and  aeroplanes.  Their 
special  knowledge  of  the  details  of 
aircraft  rigging  has  placed  them  in  a 
position  to  provide  many  details  used 
in  that  branch  of  aircraft  construction, 
and  has  enabled  them  to  introduce 
several  designs  of  their  own,  which 
have  been  approved  of  and  used  by 
the  British  Government.  Everything 
in  the  nature  of  wires,  cables,  or  apper 
taining  to  the  bracing  of  aircraft,  may 
be  obtained  from  Brunton’s. 

Bullivant  and  Co.,  Ltd., 

72,  Mark  Lane,  London,  E.C.  3. 

Buluivant’s  are  specialists  ’  in 
stranded  steel  wires  and  cables,  and 
are  pioneers  in  this  work  in  connection 
with  aviation.  They  have  done  a  con¬ 
siderable  amount  of  research  work 
with  a  view  to  producing  stranded 
cables  to  meet  the  various  require¬ 
ments  for  aircraft,  and  in  1908  they 
drew  up  specifications  which  included 
some  96  different  constructions  of 
strand  and  cord  for  use  with  aircraft. 
Further  experiment  and  experience 
ultimately  resulted  in  the  first  Aircraft 
Cable  Schedule  ever  issued  being  com¬ 
piled  in  1912.  This  schedule  was  sub¬ 
sequently  adopted  en  bio-;  by  the  then 
Royal  Aircraft  Factory.  During  the 
War  this  firm  did  valuable  service  in 
the  production  and  improvement  of 
cables  for  aircraft,  and  were  re¬ 
sponsible  for  solving  one  or  two  difficult 
problems  that  arose.  Further  experi¬ 
ments  are  now  being  carried  out  with 
fiat  cords — as  distinct  from  round — 
and  they  have  patented  a  new  design. 
They  will  be  pleased  to  give  further 
information  in  this  connection  to  those 
interested. 
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E.  R.  Calthrop’s  Aerial  Patents, 
Ltd. 

423A,  Edgware  Road,  London, 

W  *, 

There  is  very  little  one  can  say  here 
as  regards  this  firm  other  than  the 
fact  that  the  "  Guardian  Angel  ” 
parachute  is  undoubtedly  an  exceed¬ 


ingly  well -designed  and  thoroughly 
thought-out  proposition,  and  that  it 
has  demonstrated  by  innumerable 
"  flight-,”  that  it  is  as  reliable  an 
apparatus  as  it  is  humanly  possible 
to  obtain.  Mr.  Caltlirop  has  been 
at  work — and  worked  hard — on  the 
development  of  the  parachute  for  a 
good  many  years  now,  and  it  should 
not  be  long  now  before  the  aviation 
world  will  wake  up  to  the  tact  that 
there  is  in  the  ”  Guardian  Angel  ”  a 
very  important  and  useful  "  accessory  " 
for  aircraft. 

Cellon  (Richmond),  Ltd., 

22,  Cork  Street,  London,  W.  1. 

The  first  Cellon  dope  manufactured 
in  this  country  was  made  in  a  small 
works  at  Clapham,  the  manufacture  of 
the  material  starting  at  the  beginning 
of  19 ti.  Although  at  that  time  there 
was  not  a  large  demand  for  dope,  the 
requirements  soon  outgrew  the  facili¬ 
ties  available  at  Clapham,  and  in  the 
following  year  arrangements  were 
made  with  Messrs.  Thomas  Tyrer  and 
Co.,  chemical  manufacturers,  at  Strat¬ 
ford,  to  manufacture  the  dope  on 
behalf  of  the  Cellon  Company.  In  the 
year  19x2  every  important  competition 
held  in  this  country  was  won  by 
machines  doped  with  ”  Cellon,”  and 
large  orders  were  executed  for  the  War 
Office  and  the  Admiralty,  At  the  end 
of  19x3  the  concern  was  turned  to  a 
Limited  Company  under  the  name  of 
Cellon,  Ltd.,  but  Messrs.  Tyrer  still 
continued  to  manufacture  for  the  new 
company.  During  the  early  part  of 
the  War,  the  plant  at  Stratford  was 


found  sufficient,  and  by  means  of  cer¬ 
tain  additions  to  it  and  arranging  night 
and  day  shifts,  the  amount  of  Cellon 
required  by  this  country  and  the  Allies 
was  forthcoming.  It  was,  however, 
necessary  to  continually  increase  plant 
in  order  to  meet  the  ever-growing 
demands  for  dope,  and  also  for  the 


Guardian  Angel  M  Parachute. 

newly  introduced  dope  coverings.  In 
19x6  it  was  realised  that  it  was  impos¬ 
sible  to  further  increase  the  output  of 


dopes  and  dope  coverings,  with  the 
result  that  extensive  works  were  taken 
at  Richmond,  Surrey.  The  works 
themselves  comprise  large  mixing 
rooms,  storage,  houses,  laboratories, 
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etc.,  etc.,  and  are  generally  acknow¬ 
ledged  to  be  the  most  complete  of  their 
kind  in  this  or  any  other  of  the  Allied 
countries,  and  many  foreign  Commis¬ 
sions  visited  them  during  the  War. 
Some  of  these  Commissions,  too,  asked 
for  and  were  allowed  access  to  plans 
of  the  w'orks,  afterwards  erecting  plant 
on  similar  lines  in  their  own  countries 
Jn  1918,  Cellon  (Richmond),  Ltd.,  the 
present  company,  was  formed  to  take 
over  the  works.  Naturally,  the  termi¬ 
nation  of  hostilities  considerably  re¬ 
duced  the  quantity  of  dope  required  in 
this  country,  but,  on  the  other  hand, 
the  export  of  dope  was  again  permitted, 
and  there  was  an  immediate  demand 
from  the  principal  foreign  Govern¬ 
ments  for  Cellon  materials.  This 
demand  has  grown  considerably,  and 
still  continues.  With  the  slackening 
demand  for  dope,  the  Research  Depart¬ 
ment  of  the  works  were  able  to  devote 
more  time  for  experiments  an  other 
uses  and  properties  of  cellulose  solu¬ 
tions,  with  a  result  that  a  number  of 
these  have  been  introduced,  and  are 
at  present  being  manufactured  in 
large  quantities.  The  chief  amongst 
these  are  the  ”  Cerric  ”  black  lacquers, 
which  are  made  in  all  grades  to  give 
from  a  dead  matt  to  a  highly  glossy 
finish.  These,  like  all  the  “  Cerric  “ 
materials,  are  rapidly  applied  by  means 
of  spray,  and  dry  very  rapidly.  They 
are  now  being  used  in  a  large  number 
of  works  to  replace  stoving  enamel. 
Other  "  Cerric  ”  materials  include 
transparent  lacquers,  wood  solutions, 
coloured  solutions  for  decorating  tins, 
boxes,  furniture,  etc.,  and  bronzing 
medium.  Another  speciality  of  the 
firm  is  “  Porcelac  ”  white  solution, 
which  is  used  very  largely  for  the 
covering  of  bathroom  and  hospital 
fittings,  bath  taps,  etc.  Although 
considerable  experiments  have  been 
carried  out  on  the  *r  Cerric  ”  materials, 
experimental  work  on  dopes  has  not 


been  overlooked,  and  Cellon  Scheme 
“  B  "  pigmented  dope  is  claimed  to  be 
the  most  economical  and  efficient 
scheme  of  doping  obtainable.  Con¬ 
tinual  improvements  have  been  made 


A  part  of  the  Stores  Section  of  the  Cellon  Works  at  Richmond. 
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in  this  scheme,  particularly  in  regard 
to  providing  materials  which  can  be 
applied  either  by  brush  or  by  spray, 
and  now  that  so  many  aircraft  works 
have  spray  plants  installed,  this  latter 
point  is  of  particular  importance. 

R.  W,  Coan, 

219,  G  os  well  Road,  London,  E.C.  t. 

Where  lightness  is  of  such  import¬ 
ance  as  it  is  in  aircraft  construction 
aluminium  naturally  plays  a.  prominent 
part  in  many  ways,  not  only  in  the 
engine,  but  with  various  fittings,  etc 
The  name  of  Robert  Coan  is  too  well 
known  in  connection  with  all  kinds 
of  aluminium  castings  to  need  any¬ 
thing  further  being  said  than  that 
Coan  s  castings  are  notable  for  their 
cleanliness  and  accuracy,  and  that  the 
aviation  side  of  this  class  of  work  is 
well  catered  for. 


The  Falcon  Airscrew  Co., 

1 13,  Cottenham  Road,  London 
N.  19. 

Lhis  firm  has  a  well-equipped  fac¬ 
tory,  and  a  staff  of  highly-skilled 
workmen,  for  the  production  of  air¬ 
screws  of  all  types.  These  are  built 
up  ircmi  the  best  selected  wood,  and 
the  finish  given  to  each  “  prop.” 
leaves  little  to  be  desired.  Three- 
bladed  airscrews— a  difficult  proposi¬ 
tion  foim  a  speciality,  whilst  they 
have  recently  brought  out  a  new 
scheme,  for  metal-tipping  the  blades 
<>)  airscrews,  by  means  of  a  series 
of  independent  metal  “  clips  ”  placed 
one  next  to  the  other  along  the  edge 
of  the  blade.  This  system  is  claimed 
to  be  a  considerable  improvement  on 
the  single  metal  strip  method. 

Fox  Bros,  and  Co.,  Ltd., 

Wellington,  Somerset. 

The  above  firm  is  one  of  the  oldest 
woollen  manufacturers  in  this  country 
and  are  the  originators  of  the  “Puttee  ” 

b.I.P.  (Fox’s  Improved  Puttees)  are 

well  known  in  the  Royal  Air  Force 
to  pilots,  sportsmen  and  many  others! 
It  is  not  only  the  high  quality  of  the 
material  with  which  these  Puttees  are 
made  that  makes  them  famous,  but 
the  manner  in  which  they  are  shaped 
etc.  Tt  is  something  more  than  “  just 

a  StrjP  °f  ,clotil  wrapped  round  and 
round  the  leg.” 

The  Hoyt  Metal  Co.  of  Great 
Britain,  Ltd., 

Deodar  Road,  Putney,  London. 
S.W.  J5. 

Among  the  main  factors  which  have 
contributed  to  the  success  of  the 
Metal  Co.,  manufacturers  of 
anti-lrictaon  (Babbitt)  metals,  are  their 
earnest  endeavours  not  merely  to 
meet  all  existing  requirements,'  but 
to  keep  a  little  in  advance  of  the 
immediate  needs  of  designers  and 
users  of  all  classes  of  machinery,  and 
thus,  so  far  as  is  possible  as  manu¬ 
facturers  of  lining  metals,  to  assist 
ln  development  of  mechanical 
construction.  An  important  result  of 
this  policy  is  found  in  their  Number 
Lleven  Ahoy,  a  metal  familiar  to  all 
( ngineers  interested  in  the  construction 
and  maintenance  of  aviation  engines. 

heP  tli)ose  entrusted  with  the  develop¬ 
ment  0f  the  Allied  Air  Services  were 
testing  and  selecting  materials  for  this 
important  work,  Hoyt  Number  Eleven 
w  as  found  to  be  incomparably  superior 
both  intrinsically  and  mechanically  to 
anything  else,  and  was  the  bearing 
metal  adopted.  During  19x8  alone 
orders  for  some  1,750  tons  were  placed 


by  the  Allied  Air  Departments.  Over 
380  tons  were  used  for  the  bearings 
of  49,893  Hispano-Suiza  aviation 
engines.  The  distinctive  features  of 
Hoyt  Number  Eleven  axe  its  excep¬ 
tional  toughness  and  unequalled  dura¬ 
bility.  The  former  characteristic  is 
important,  rendering  it  much  less 
liable  than  any  other  babbitt  to 
crack  up  and  break  away.  The  tin 
component  is  over  92  per  cent.  The 
company  maintain  a  department 
designed  to  assist  and  advise,  gra¬ 
tuitously,  on  all  matters  relative  to 
bearings,  white-metalling  and  lubri¬ 
cation.  Enquiries  from  France  are 
invited  by  Societe  Fran^aise  du  M&tal 
Antifriction  “  Hoyt,”  44,  Rue  de 
Prony,  Paris  (xvii). 


Lang  Propeller,  Ltd., 

Weybridge,  Surrey. 

The  design  and  manufacture  of 
airscrews  for  all  types  of  aeroplanes 
and  seaplanes  is  undertaken  by  this 
firm.  Unfortunately,  at  the  time  of 
writing,  we  have  not  received  any 
particulars  as  to  any  special  work 
now  carried  out  by  this  firm. 

Marconi’s  Wireless  Telegraph  Co., 
Ltd., 

Marconi  House,  Strand,  W.C.  2. 
The  activities  of  the  Marconi  Co.  in 
connection  with  aircraft  wireless  date 
back  to  pre-war  days.  Early  experi¬ 
ments  in  the  transmitting  of  'messages 
by  wireless  from  aircraft  to  the  ground 
were  conducted  at  Brooklands  in  1913. 


A  New  Kodak  Automatic  Aero  Camera,  suitable  for  survey  work. 


Kodak,  Ltd., 

Kingsway,  London,  W.C.  2. 

The  aviation  section  of  this  famous 
photographic  firm  has  developed  to 
quite  an  important  one.  During  the 
war  this  firm  carried  out  a  considerable 
amount  of  research  work  in  connection 
with  aerial  photography,  as  a  result 
of  which  they  have  now  several  efficient 
aero  cameras  suitable  for  various 
purposes.  We  illustrate  herewith  one 
of  their  latest  models,  an  automatic 
camera  suitable  for  survey  work.  It 
is  not  possible  to  describe  this  camera 
here — we  hope  to  do  so  in  a  future 
issue — but  may  mention  that  it 
embodies  all  the  features  of  the  well- 
known  Kodak  Topographic  camera 
as  regards  automatic  film  wind, 
shutter  wind,  and  release,  and  in 
addition  includes  a  mechanism  for 
the  photographic  recording  on  each 
negative  of  the  time,  altitude  and 
inclination  of  the  camera  when  the 
photograph  was  taken,  and  serial 
number  of  the  negative.  A  special 
mount  is  provided  enabling  the  inclina- 
,  tion  of  the  camera  to  be  controlled 
1  very  exactly. 


During  the  war  much  progress  was 
made  and  larger  quantities  of  apparatus 
manufactured  at  the  company's  works. 
After  the  Armistice  an  aircraft  depart¬ 
ment  was  formed,  and  a  special  staff 
(who  had  had  much  experience  of 
aircraft  wireless  during  the  war)  was 
organised  to  handle  the  development 
of  this  important  branch  of  the 
company's  business.  One  of  the 
greatest  achievements  in  the  develop¬ 
ment  of  aircraft  wireless  was  the 
evolution  of  wireless  telephony  as  a 
practical  means  of  communication 
between  one  aeroplane  and  another, 
and  those  on  the  ground.  This  system 
was  originally  evolved  for  war  pur¬ 
poses,  but  its  great  value  tor  commer¬ 
cial  flying  being  realised  by  the  Marconi 
Co.,  a  great  amount  of  experimental 
work  was  undertaken  in  order  to 
produce  an  efficient  and  reliable  wire¬ 
less  telephone  set,  specially  designed 
for  use  in  commercial  aircraft. 

Another  important  aspect  in  connec¬ 
tion  with  aircraft  wireless  is  direction 
finding,  and  in  this  case  the  Marconi 
Co.  has  adapted  the  valuable  Bellini 
Tosi  system  for  use  on  aircraft  flying 
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Marconi’s  Aircraft  Wireless  Telephone,  Type  AD2.  This  set  weighs 
only  60  lbs.,  yet  has  a  telephone  range  under  normal  conditions 

of  about  150  miles. 


over  long  distances  on  land  and  water, 
where  this  means  of  navigation  is  a 
very  valuable  aid.  During  the  early 
stages  of  the  growth  of  civil  aviation 
m  rgty  and  1920  much  development 
work  and  extended  demonstrations 
were  undertaken  by  the  company  on 
the  machines  of  both  Messrs.  Handley 
Page  Transport,  Ltd.,  and  Messrs.  The 
Aircraft  Transport  and  Travel,  Ltd., 
these  being  equipped  and  maintained 
by  specialised  engineers  whose  duty 
it  was  to  study  the  conditions  of 
working  and  behaviour  of  the  apparatus 
with  w  liich  these  aircraft  were  equipped. 
At  the  present  day  all  British  aircraft 
flying  regularly  on  inland  and  Conti¬ 
nental  air  routes  arc  equipped  with 
this  company's  standard  aircraft  wire¬ 
less  telephone  apparatus,  and  main¬ 
tained  by  the  special  service  organisa¬ 
tion  at  Croydon  Aerodrome.  At  this 
aerodrome  also  exists  an  organisation 
for  development  which  lias  been 
specially  created  to  study  the  results 
obtained,  and  to  indicate  what  im¬ 
provements  from  time  to  time  may 
lie  effected,  thereby  making  for  con¬ 
tinual  progress.  In  addition  to  air 
craft  apparatus  this  company  also 
makes  a  speciality  of  .aerodrome 
stations,  and  has  installed  for  the 
Air  Ministry  the  present  station 
existing  at  Croydon  Aerodrome.  This 
station  has  a  power,  of  if  kilowatts, 
and  is  equipped  with  directional 
reception  and  facilities  for  connecting 
through  the  wireless  telephone  to  the 
land  line  system.  Stations  similar  in 
many  respects  to  this  one  have  been 
supplied  to  several  of  the  Continental 
aerodromes.  In  addition  to  its  activi¬ 
ties  in  the  development  of  wireless 
for  commercial  aviation,  the  Marconi 
Co.  specialises  in  equipments  for 
Service  requirements  to  meet  the  needs 
of  the  British  and  foreign  Govern¬ 
ments. 

J.  MacLennan  and  Co., 

T15,  Newgate  Street,  E.C.  1. 

Fabrics,  yarns,  insulating  materials, 
tapes  and  webbing,  as  required  in 
the  construction  of  aircraft,  are  the 
specialities  of  this  well-known  llrm. 


The  Metal  Airscrew  Co.,  Ltd., 

Regent  House,  Kingsway,  Lon¬ 
don,  W.C.  2. 

After  an  arduous  period  of  research, 
experiment  and  close  investigation, 
the  metal  airscrew  has  now  ”  arrived  " 
as  a  commercial  proposition.  The 
prediction  of  the  French  Bulletin 
dc  Rcnscignermnls  of  the  Service 
Technique  de  l'Aeronautique  made  in 


March,  1921,  that  the  metal  airscrew, 
by  the  tests  made  on  the  experimental 
ones  produced  by  the  Metal  Airscrew 
Co.  (associated  in  this  country  with  the 
names  of  Mr.  Leitner  and  Dr.  Watts), 
“  marks  a  great  stage  in  the  develop¬ 
ment  of  aviation,”  is  thus  being 
fulfilled.  It  now  only  remains  for  the 
Metal  Airscrew-  Co.  in  this  country  to 
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establish  its  series  of  dies  and  press 
tools  for  various  standards  and  for 
its  allied  firm  in  France,  Etablisse- 
ments  Lumiere  under  M.  de  Monge 
(o  do  likewise,  for  metal  airscrews 
to  be  as  obviously  and  universally  a 
component  of  aircraft  as  metal  marine 
screws  are  for  ships.  At  the  Paris 
Exhibition  we  hope  to  find  them  not 
only  in  evidence  ou  the  stand  of 
F.tablisse  meats  Lmniere,  with  the 
two  propellers  that  established  the 
Duration  Record,  but  also  on  several 
of  the  leading  French  aircraft,  such 
as  the  Far  man-  Goliath  air  liners ; 
Mreguet,  Nieupovt  and  Schneider 
(Creusot),  and  it  will  be  gratifying  that 
some  of  these  will  be  of  British 
manufacture  as  well  as,  of  course,  of 
French.  Substantial  orders  for  these 
inetal  airscrews  have,  we  under¬ 
stand,  been  placed  by  the  British  and 
French  Air  Ministries,  and  it  is  note¬ 
worthy  that  this  new — and  we  hope 
world— industry  is  due  to  British 
brains  and  enterprise. 

Naylor  Bros.  (London),  Ltd., 

Slough . 

have  been  established  since  xSoo,  and 
for  many  years  their  reputation  has 
stood  very  high  as  makers  of  decorators’ 
and  painters’  materials,  and  also  foi 
motor  and  coach  builders'1  finishes. 
When  aircraft  came  into  being,  there¬ 
fore,  this  firm  were  able  to  utilise  their 
large  store  of  experience  for  the  benefit 
of  the  aircraft  manufacturer ;  helping 
him  to  obtain  the  very  best  finishes 
fot  his  particular  purpose.  During 
the  war  the  firm  were,  of  course, 
engaged  almost  entirely  on  Govern¬ 
ment  work,  and  besides  supplying 


large  quantities  of  material  for  the 
R.A.F.,  they  have  also  carried  out 
much  work  in  conjunction  with,  and 
for,  the  Royal  Aircraft  Establishment. 
Since  the  war  the  output  of  air¬ 
craft  finishes  has,  of  course,  fallen 
off  considerably,  but  Messrs.  Naylor 
have  supplied  materials  to  many  of 
our  leading  firms  for  their  aircraft. 


A  pair  of  Leitner  Watts  3-bladed  metal  airscrews,  fitted  to  a 

Farman  Goliath. 


December  14,  1922 


Palmer  Tyres,  Ltd., 

Shaftesbury  Avenue,  W.C.  2. 

Although  the  aggregate  time  that 
an  aeroplane  functions  on  the  ground 
forms,  or  should  do.  but  a  small 
proportion  of  its  daily  routine,  the 
conditions  that  have  to  be  met  during 
that  time  call  for  none  the  less  arduous 
requirements.  It  is  only  to  be  ex¬ 
pected,  therefore,  that  a  firm  of  such 
repute  in  connection  with  motor-car 
tyres  as  the  House  of  Palmer  should 
also  be  to  the  fore  where  tyres  for 
aircraft  are  concerned.  Their  wide 
experience  in  tyre  construction,  to¬ 
gether  with  a  thorough  examination 
into  the  problems  arising  in  connection 
with  aircraft,  has  enabled  them  to 
produce  special  aero  tyres  of  all  sizes 
to  meet  all  requirements,  and  what,  is 
more,  tyres  that  have  achieved  a  world¬ 
wide  reputation,  and  have  contributed 
their  full  share  towards  many  aviation 
successes.  It  should  be  pointed  ont 
that  the  Palmer  Tyre  Co.  have  not 
confined  their  activities  to  the  tyre 
alone,  but  to  the  wheel  as  a  whole — 
rims,  spokes,  hubs,  etc..,  as  well. 

The  Robinhood  Engineering  Works, 

Ltd., 

Putney  Vale,  London,  S.W.  1.5. 

It  is,  we  believe,  safe  to  say  that 
no  single  firm  has  been  more  intimately 
connected  with  the  history  of  British 
aviation  than  the  Robinhood  Engineer¬ 
ing  Works,  Ltd.  For  "  K.L.G.”  spark¬ 
ing  plugs  for  aeroplane  engines  origi¬ 
nated  in  the  days  when  flying  was 
still  an  experimental  science,  and  were 
then  recognised  as  the  only  pings  for 
aeroplane  and  super-efficient  racing 
engines.  Then  came  the  war,  and  for 
four  and  a-half  years  the  entire 
resources  of  the  Robinhood  Engineer¬ 
ing  Works,  Ltd.,  were  at  the  disposal 
of  the  Government,  and  the  output 
of  “  K.L.G.”  plugs  for  aeroplanes 
increased  in  volume  and  importance. 
In  reviewing  the  great  deeds  of  the 
Air  Force  it  is  as  well  to  realise  that 
much  of  their  success  was  due  to 
sparking  plug  dependency,  for  failure 
over  enemy  country  would  have 
meant  disaster,  and  loss  of  both  men 
and  machines.  The  Air  Ministry 
knew  the  paramount  importance  of 
sparking  plug  efficiency,  and  for  that 
reason  the  entire  war  production  of 
”  K.L.G.”  Plugs  was  reserved  for  them. 
It  may  be  of  interest  to  mention  that, 
in  spite  of  concentrated  effort  and  the 
employment  of  over  1,000  hands,  the 
firm  never  succeeded  in  satisfying 
the  demands  of  even  the  Air  Ministry 
.for  “  K.L.G.”  plugs,  although  they 
were  then  being  produced  at  the  rate 
of  two  million  plugs  per  year.  Their 
unquestionable  supremacy  at  the  con¬ 
clusion  of  hostilities  has  remained 
unchallenged  until  today,  and 
“  K.L.G.”  sparking  plugs  are  still 
used  as  standard  fitment  by  every 
British  aviation  engine  manufacturer. 
For  every  one  of  the  epoch-making 
flights  of  1919-20  "  K.L.G.”  plugs 
were  chosen,  not  only  for  use  in  the 
actual  machine  which  was  the  success¬ 
ful  participant,  but  also  by  every 
British  entrant.  In  fact,  it  is  no 
exaggeration  to  say  that  every  British 
achievement  in  the  air  since  the  War 
has  been  accomplished  with  their 
help.  The  makers  of  ”  K.L.G.”  plugs 
have  their  splendidly  equipped  works 
at  Putney  Vale,  in  South  West  London, 
on  the  main  Portsmouth  road.  The 
outside  appearance  of  the  works  is 


very  deceptive,  as  they  actually  cover 
quite  a  large  area,  although  a  direct 
view  of  the  main  shops  is  impeded 
by  the  old  house,  which  they  now  use 
for  their  offices.  The  works  are 
absolutely  self-contained,  there  being 
a  canteen  with  seating  accommodation 
for  i.ooo  people,  a  power  house 
by  which  the  Company  will  shortly 
generate  its  own  power  and  light, 
ambulance  rooms,  and  even  more 
land  for  future  extention.  The 
management  of  the  Robinhood  Engin¬ 
eering  Works,  Ltd.,  are  nothing  if 
not  progressive,  and  experimental 
work  is  continually  taking  place,  so 
that  as  aeroplane  engine  design  im¬ 
proves  so  will  the  development  of 
"  K.L.G.”  plugs  keep  pace  with  it 
until  finality  is  reached. 

Rubery,  Owen  and  Co., 

Darlaston,  Staffs, 

In  addition  to  a  full  range  of 
standard  aeroplane  fittings,  such  as 
A.G.S.  turn-buckles,  eye-bolts,  bolts 
and  nuts,  etc.,  this  firm  specialises  in 
pressed  steelwork  as  applied  to  air¬ 
craft  construction — all-steel  spars, 
fibs,  struts,  etc.  They  also  have 
several  fittings  of  their"  own  design 
possessing  certain  noteworthy  features. 

Shell- Mex,  Ltd., 

Shell  Corner,  Kingsway,  London, 
W.C.  2. 

The  excellent  qualities  of  the  various 
”  Shell  ”  brands  of  petrol  could  not 
be  demonstrated  better  than  by  the 
list  of  the  aviation  records  and  successes 
in  which  ”  Shell  ”  has  played  a  part. 
It  is  to  be  regretted,  however,  the 
space  will  not  permit  us  giving  such 
a  list — especially  as  it  includes  nearly 
all  of  them  ! 

S.  Smith  and  Sons  (M.A.) ,  Ltd., 

Cricklewood,  London,  N.W.  2. 

It  is  interesting  to  hear  in  these 
times  of  a  firm  who  is  really  making 
headway  in  the  aviation  world.  After 
passing  through,  with  others,  the  de¬ 
pression  of  the  last  few  years,  S.  Smith 
and  Sons  (M.A.),  Ltd.,  are  now  manu¬ 
facturing  in  quite  appreciable  quanti¬ 
ties  aviation  instruments  of  every  kind 
for  foreign  and  Colonial  Governments, 
in  addition  to  Air  Ministry  contracts. 
This  is  proof  that  their  policy  of 


maintaining  at  whatever  cost  an 
experimental  department  continually 
at  work  on  perfecting  the  Smith 
aviation  instruments  has  proved  of 
value  to  them  in  the  long  run,  as  they 
are  now  in  a  position  to  supply,  not 
one  or  two,  but  every  type  of  instru¬ 
ment  for  both  experimental  and  general 
purposes.  During  the  war  they  made 
not  less  than  a  quarter  of  a  million 
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air-speed  indicators  and  revolution 
indicators,  and  since  that  time  have 
gradually  increased  their  programme 
until  they  earn  now  supply  revolution 
indicators,  air-speed  indicators,  alti¬ 
meters,  radiator  thermometers,  oil 
and  fuel  gauges,  petrol  contents 
gauges,  compasses,  clinometers,  air 
sextants,  etc.,  etc. — a  very  compre¬ 
hensive  range  which,  with  the.  K.L.G. 
plugs  added,  makes  the  most  complete 
equipment  for  aircraft  ever  offered 
by  one  firm.  Among  the  latest  instru¬ 
ments  are  the  Smith  petrol  contents 
gauge,  which  has  been  previously 
described  in  Flight,  and  the  new 
Campbell  Bennett  apperiodic  compass, 
which  is  manufactured  by  Messrs. 
Henry  Hughes  and  Son,  for  whom 
Smith’s  are  the  sole  selling  agents 
for  the  world.  This  Compass  is  rapidl 
gaining  favour,  and  will  fill  a  long-felt 
want.  In  addition  to  ordinary  standard 
instruments,  Smith's  can  also  supply 
special  apparatus  for  testing  and 
calibrating  instruments,  including 
altimeter  testing  apparatus  with 
vacuum  pump  and  bell  jar,  special 
gauges  for  bench  test,  etc.,  etc.  The 
record  of  past  successes  reveals  the 
fact  that  when  any  important  flight 
or  competition  takes  place  in  any  part 
of  the  world  Smith’s  instruments  have 
always  been  fitted  to  the  successful 
machine.  The  first  instance  was  on 
the  late  Sir  John  Alcock’s  flight  across 
the  Atlantic,  and  the  late  Sir  Ross 
Smith’s  flight  to  Australia — in  each 
case  the  machines  were  fully  equipped 
with  instruments  of  Smith  manufacture. 
In  the  Aerial  Derby  for  the  last  three 
years  every  machine  has  carried  Smith’s 
instruments,  and  the  Daimler  hire  liner 
G-EBBS,  built  by  the  De  Havilland 
Aircraft  Co.,  which  up  to  October  7 
last  had  travelled  over  79,000  miles, 
was  also  fully  equipped  with  Smith’s 
instruments  ;  sufficient  testimony, 
therefore,  of  the  fact  that  aircraft 
manufacturers  cannot  do  better  than 
go  to  Smith’s  always  for  their  instru¬ 
ments  and  accessory  requirements. 


Titanine,  Ltd., 

175,  Piccadilly,  London,  W.  1. 

The  growth  of  Titanine,  Ltd  (in 
its  early  days  the  British  Aeroplane 
Varnish  Co.),  is  by  way  of  being  a 
business  romance.  Titanine  Dope 
came  to  life  at  the  commencement  of 
the  Great  War.  At  this  time  the 
presence  of  tetrachlorethane  in  the 
"  dopes  ”  then  used  was  taking  an 


Two  “  Smith  ”  Aero  Instruments.  On  the  left  the  inclinometer  and 
on  the  right  an  air-speed  indicator. 
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alarmingly  increasing  toll  of  the 
workers'  lives.  The  Titanine  firm 
developed  their  dope  along  the  lines 
of  elimination  of  the  deleterious 
ingredients,  and  produced  the  original 
non-poisonotts  dope  with  such  satis¬ 
factory  results  that  the  British  Govern¬ 
ment  later  prohibited  the  use  of 
tetrachlorethane.  The  troubles  of 
Messrs.  Titanine  were,  however,  by 
no  means  at  an  end  ;  the,  at  that 
time,  experts  had  an  unswerving 
predilection  for  dopes  of  acetyl  cellulose 
base.  (Titanine  having  nitro  Cellulose 
as  its  basic  ingredient.)  Irrefut¬ 
able  proof,  however,  was  tabled  that 
titanine  possessed  four  of  the  funda 
mental  qualities  of  a  dope  in  a 
markedly  higher  degree  than  other 
dopes,  these  qualities  being  adhesion, 
flexibility,  durability  and  constancy 
of  tautness  under  varying  atmospheric 
conditions.  Also,  titanine  was  so 
manufactured  that  it.  withstood  flame 
to  a  greater  extent  than  other  dopes. 
This  was  the  Tesult  of  a  discovery  of 
linns'  chemists.  The  claim  of  dura¬ 
bility  was  amply  justified  by  the  fact 
that  practically  the  whole  of  the 
"  Avro  "  machines,  used  so  often  and 
extensively  for  training  work,  were 


the  fact  that  the  “  Batnel  ”  or  “  Mars 
1,"  the  Gloucestershire  Aircraft  Co.'s 
record-breaking  machine,  was  coated 
with  the  titanine  special  racing  scheme 
for  the  Aerial  Derbies  of  1921  and  1922 
and  for  its  great  (light  at  Martlesham 
early  this  year.  The  foreign  trade  of 
Titanine,  Ltd.,  has  also  grown  apace, 
several  large  foreign  Governments  now 
use  titanine  doping  schemes  for 
military  and  naval  aeroplanes  almost 
exclusively  ;  also  may  of  the  largest 
hire  and  passenger  carrying  firms  are 
doing  likewise.  Messrs.  Titaniue 
inform  us  that  their  affiliated  company 
in  the  U.S.A.,  known  as  Titanine  Inc., 
whose  works  arc  in  New  Jersey,  are 
also  fully  occupied,  several  large 
Government  orders  having  been 
received  by  them, 

Vickers,  Ltd., 

Vickers  House,  Westminster,  Lon¬ 
don,  S.W,  I. 

The  aviatic  energies  of  this  go-ahead 
firm  are  not  confined  to  the  design  and 
construction  of  aircraft  alone,  but 
includes  their  accessories  and  com¬ 
ponents  as  well.  First,  there  is  the 
raw'  material  for  aircraft  in  the  form 
of  special  steels  and  the  famous 
“  Duralumin.”  Then,  as  regards  the 


airships  and  balloons,  are  manufac¬ 
tured  by  this  firm.  It  may  be  of 
interest  to  note  that  they  were  the 
makers  of  the  material  for  the  first 
kite  balloon  sent  to  France  at  the 
commencement  of  the  war. 

T.  Wheeler, 

217,  G  os  well  Road,  London,  EC,  1. 

The  firm  of  T.  Wheeler  is  an  old- 
established  one  manufacturing  aneroid 
barometers,  and  scientific  instruments. 
They  have  recently  put  on  the  market 
a  new  altimeter  having  an  anti-lag 
device,  which  makes  a  very  important 
improvement  in  altimeters  as  used  for 
aircraft.  This  anti-lag  altimeter 
should  be  of  considerable  value  for 
long  distance  and  night  flying. 

C.  C.  Wakefield  and  Co.,  Ltd., 

Cheapside,  London,  E.C.  2. 

It  is  safe  to  say  that  with  the 
history  of  British  aviation  no  individual 
product  has  been  so  closely  associated 
as  Wakefield  Castrol  "  R.'  For  that 
w'orld-famous  aero-engine  lubricant 
has  played  its  own  important  part 
since  the  beginning  of  flying  on 
practically  every  type  of  aeroplane, 
seaplane,'  flying  boat  and  airship. 
Working  as  it  often  must  under 
greatly  varying  pressures  and  tempera- 


Some  of  the  Vickers  patent  petrol  accessories,  fittings,  etc.,  for  aircraft. 


doped  with  titanine.  Adhesion  is 
strongly  characteristic  of  titanine,  the 
tendency  to  crack  and  peel  off  so 
noticeable  after  a  time  with  acetate 
dope  being  entirely  absent.  Approxi¬ 
mately  1,000.000  gallons  of  titanine 
were  manufactured  during  the  Great 
War,  the  Company  maintaining  three 
large  factories  in  this'  country  in  the 
North,  Midlands  and  South,  in  order 
to  expedite  the  distribution  of  the 
dopes  and  finishing  materials.  In 
addition,  a  factory  was  erected  in 
New  York  to  meet  the  increasing 
demand  of  our  American  allies.  The 
post-War  activities  of  this  firm  have 
not  been  without  interest  ;  they  have 
continued  their  research,  and  have 
discovered  a  new  type  of  titanine,  of, 
we  understand,  even  greater  merit,  but 
at  the  moment  we  are  not  permitted 
to  give  further  details.  An  outstand¬ 
ing  feature  among  their  activities  is 


accessories,  they  have  specialised  in  the 
improvement  in  the  petrol  system  as 
a  whole,  and  have  produced  fittings 
and  components — pumps,  relief  and 
by-pass  valves,  cocks,  etc. — for  this 
important  section  of  considerable 
efficiency.  Other  Vickers  r‘  acces¬ 
sories  ”  include  the  Reid  Control 
Indicator,  which  has  been  installed 
in  many  of  the  machines  on  the 
London-Continental  Service,  as  well  as 
being  in  use  in  Japan  and  other 
countries;  and  the  Davis  Navigation 
Lights  for  aircraft.  These  latter 
include  a  very  comprehensive  range  of 
lamps — head,  tail,  port  and  star¬ 
board.  etc. — suitable  for  equipping  an 
aeroplane  for  night  flying  in  as 
efficient  a  manner  as  possible. 

The  Victoria  Rubber  Co.,  Ltd., 
Edinburgh. 

Fabrics  for  use  in  connection  with 
aircraft,  especially  rubber-proofed  for 
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tures,  the  aero-engine  oil  has  to  with¬ 
stand  the  severest  tests.  Indeed,  the 
whole  problem  of  efficient  lubrication 
is  one  of  a  highly  complicated  and 
technical  nature.  In  this  connection 
Wakefields  were  able  to  draw  upon 
their  great  experience  already  gained 
on  high-powered  racing  motor-cars  and 
motor-boats.  So  that  with  the  data 
they  had  gathered  they  were  able 
to  set  their  research  department,  with 
its  well-equipped  laboratories,  to  a 
task  which  was  not  so  much  a  new 
problem  as  a  development;  and,  of 
course,  the  firm  enjoyed  the  active 
co-operation  of  engine  builders  in  the 
form  of  practical  experiments  and 
tests — on  the  bench  and  in  the  air. 
The  outcome  of  this  pioneer  work 
was  the  production  of  Castrol  ”  R," 
the  fame  of  which  has  extended 
throughout  the  entire  world  of  flying 
The  feature  of  this  lubricant  is  that 
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>t  is  an  absolute  blend  (not  merely  a 
mixture  of  ingredients),  the  consti¬ 
tuents  of  which  do  not  separate 
however  long  they  are  allowed  to 
stand.  Possessing  all  the  lubricating 
properties  of  castor  oil,  and  reducing 
to  the  minimum  the  tendency  to 


carbonisation,  which  is  present  in  all 
vegetable  oils,  Castrol  "  R  ”  has 
a  higher  "  flash  point  "  and  a  remark¬ 
ably  low  "  freezing  point.”  The 
latter  feature  is,  of  course,  of  vital 
importance.  Castor  oil  becomes  too 
thick  to  lubricate  at  zero  Fahrenheit, 
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but  Castrol  *’  R  ”  retains  its  fluidity 
at  a  temperature  of  -26  degrees  F. ,  or 
58  degrees  of  frost.  This  means 
that  the  engine  continues  to  be  lubri¬ 
cated  at  any  altitude  or  in  any  tempera¬ 
ture  at  which  flying  is  practicable  at 
the  time  of  writing,  anyhow  ! 


The  history  of  British  civilian  flying,  as  regards  the  running 
of  regular  services  over  specified  routes,  commenced  in 
1919,  when  the  A.'J'.T.  (Aircraft  Transport  and  Travel) 
commenced  operating  a  service  between  London  and  Paris, 
using  converted  war  type  of  machines  for  their  purpose. 
Partly  owing  to  the  uneconomical  nature  of  the  machines, 
and  partly  owing  to  the  lack  of  a.ny  Government  assistance, 
this  firm  had  to  cease  operations,  but  not  before  a  very  great 
deal  had  been  learned  about  the  conditions  to  be  met  with  in 
running  such  a  service,  and.  incidentally,  having  proved  the 
feasibility  of  keeping  to  a  fixed  time-table  and  flying  with 
good  regularity,  coupled  with  safety  to  passengers.  ’ 

Handley  Page  Transport,  Ltd.,  also  commenced  operations 
in  1919  on  the  London-Paris  route,  while  during  1919-20, 
a  service  was  also  run  between  London  and  Brussels  and 
London  and  Amsterdam.  It  is  worthy  of  mention  that  these 
services  were  run  without.  Government  assistance  in  competi¬ 
tion  with  foreign  subsidised  services. 

Last  year  three  British  firms  were  operating  subsidised 
services  on  the  London-Paris  route,  but  this  resulted  in  a 
great  deal  of  undesirable  competition  between  the  British 
firms,  and  caused  a  certain  amount  of  overlapping  and 
duplication  of  ground  organisation. 

A  few  months  ago  it  was  decided  to  allocate  to  each  of  the 
three  British  operational  companies  a  separate  and  distinct 
route,  and  the  present  arrangements  are  that  Handley  Page 
transport,  Ltd.,  operate  the  London-Paris  service;  the 
Instone  Air  Line,  Ltd.,  have  had  allocated  to  them  the 
London-Brussels  Cologne  route,  and  the  Daimler  Airway 
are  breaking  new  ground  with  a  service  between  Manchester 
and  London,  and  London-Amsterdam,  the  latter  to  be 
extended  to  Berlin  as  soon  as  the  necessary  arrangements  cau 
be  made, 

The  Daimler  Airway 

The  moving  spirit  of  the  Daimler  Airway  is  Colonel  Frank 
Searle,  who  was  associated  with  Aircraft  Transport  and  Travel 
in  its  pioneer  services  between  London  and  Paris.  Col. 
Searle  is  ably  assisted  by  Major  Woods  Humphrey,  who  had 
previous  experience  of  air  lines  with  Handley  Page,  Ltd. 


THE  BRITISH  AIR-LINES 
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the  Daimler  Airway  is  a  branch  of  Daimler  Hire,  Ltd.,  and 
the  machines  used  are  D.H.34’s,  with  Napier  "  Lion  "  engines. 
These  machines  have  seating  accommodation  for  ten 
passengers,  and  have  proved  economical  to  run,  considering 
their  high  performance.  A  daily  service  in  each  direction  is 
maintained  between  London  and  Manchester  on  the  one 
hand  and  London  (Croydon)  and  Amsterdam  on  the  other. 

Handley  Page  Transport,  Ltd. 

With  the  exception  of  a  short  interruption  in  1921,  due  to 
the  impossibility  of  running  unsubsidised  services  in 
competition  with  French  subsidised  ones,  Handley  Page 
Transport,  Ltd.,  have  operated  the  London-Paris  service 
since  igrq.  The  Manager  of  the  firm  is  Mr,  E.  Cogni,  and  the 
machines  used  are  Handley  Page  W.Sb’s  with  two  Rolls- 
Royce  "  Eagle  ”  engines.  This  type  has  been  chosen  because 
the  firm  is  of  the  opinion  that  a  twin-engined  machine  reduces 
to  a  minimum  the  risk  of  forced  landings  on  unsuitable  ground, 
the  one  engine  being  sufficient  to  enable  the  machine  to  reach 
a  good  landing  ground,  even  if  not  able  to  reach  its  destina¬ 
tion.  As  a  matter  of  fact,  unless  the  machine  carries  full 
load,  it  should  be  able  to  complete  its  journey  on  one  engine. 
The  seating  accommodation  of  the  H.P.  W.8b  is  for  i  > 
passengers,  but  next  year  the  W.Sc  will  be  put  on  the  service. 
This  machine  will  have  seating  accommodation  for  16 
passengers. 

Instone  Air  Line,  Ltd. 

Messrs.  S.  Instone  and  Co.,  Ltd.,  bought  a  D.H.4A  early 
in  1918  for  the  purpose  of  rapid  communication  between  their 
various  offices  in  England  and  on  the  Continent.  This  marked 
the  beginning  of  this  firm’s  interest  in  aviation,  and  a  number 
of  different  machines  were  gradually  acquired,  and  used  on  the 
London-Paris  service.  In  April,  1922,  the  firm  was  made  into 
a  limited  company  under  the  title  Instone  Air  Line,  of  which 
Sir  Samuel  Instone  is  chairman,  and  this  line  is  now  operating 
a  daily  service  (in  each  direction)  between  London-Brussels- 
Cologne.  Several  types  of  machines  are  used,  such  as  the 
D.H.34,  with  Napier  "  Lion  "  engine,  the  Vickers  Vimy- 
Commereial,  with  two  Rolls-Royce  engines,  and  the  Vickers 
Vulcan  eight-seater,  with  one  Rolls-Royce  “  Eagle  ”  engine. 

<s>  <s> 


LONDON  TERMINAL  AERODROME 


Monda.y  evening,  December  it,  1922 
Passenger  traffic  has  remained  good  in  spite  of  the  fact 
that  the  usual  thick  December  weather  has  done  its  best  to 
interfere  with  the  running  of  the  air  services  during  the  past 
week.  Between  135  and  140  passengers  have  been  carried 
by  the  six  lines  which  run  services  from  London,  the  most 
striking  feature  of  these  figures  being  the  way  in  which  the 
traffic  on  our  new  inland  service  is  being  maintained. 

During  the  past  week  no  fewer  than  48  passengers  have 
t ravelled  on  the  Daimler  Airway  machines  between  Manchester 
London  and  Amsterdam,  a  bigger  total  than  on  any  other 
route,  and  of  these  38  were  passengers  between  London  and 
Manchester. 

With  the  figures  for  passengers  carried  by  the  K.L.M. 
added,  there  was  a  total  of  65  passengers — out  of  a 
grand  total  of  135  for  all  lines — on  the  Manchester- London- 
Amsterdam  route. 

The  C.M.A.  Air  Lines  are  having  great  success  with  their 
early  morniug  newspaper  service  from  Lympne  to  Paris. 
During  the  past  week  the  machines  have  flown  every  day  in 
spite  of  the  fact  that  the  regular  passenger  services  to  Paris 
liave  been  very  erratic. 

The  new  Handley  Page  torpedo- 'plane,  which  is  to  be  at 
the  Paris  Aeronautical  Exhibition  this  week,  was  to  have 
flown  over  from  Cricklewood  to  Croydon,  and  on  to  Paris,  on 
Friday,  but,  owing  to  a  thick  smoke-mist  which  hung  over 
Croydon,  the  machine  was  unable  to  land  there.  The  sound 
of  the  Napier  engine  could  be  heard  as  the  torpedo-plane 
circled  round  the  aerodrome,  and  on  one  occasion  the  machine 
was  sighted  flying  low  over  the  sheds  at  a  very  slow  speed, 
but  the  pilot  was  evidently  unable  to  see  down  through  the 
mist,  and,  alter  circling  round  for  some  time,  he  eventually 
alighted  at  Ivenley,  which  was  quite  clear. 


A  Question  of  Customs 

In  the  morning  a  D.H.34,  C>1  route  from  Amsterdam,  and 
piloted  by  Mr.  Herne,  was  unable  to  find  Croydon  through  the 
smoke-barrage  and  finally  alighted  at  Stag  Lane.  He  had 
one  passenger  on  board,  and,  owing  to  delay  on  the  part 
of  the  Customs’  officials  in  that  district,  this  passenger 
was  kept  waiting,  with  a  policeman  in  close  attendance, 
from  12.15  pun.  to  4.30  p.m.  It  is  about  time  that  better 
arrangements  were  made  for  dealing  with  passengers  who, 
by  reason  of  weather,  are  landed  at  some  aerodrome  other 
than  Croydon.  There  are  only  about  three  places  where 
alternative  landings,  are  made,  and  it  is  surely  not  impossible 
to  arrange  that  someone  who  is  always  there  could  be 
invested  with  sufficient  authority  by  the  Customs  to  clear 
the  few  passengers  so  landed  without  all  this  delay. 

Mr.  Lloyd,  the  manager  of  the  Trust  House,  has  now 
arranged  for  luncheon-boxes  for  any  passenger  who  feels 
that  he  or  she  would  like  to  relieve  the  monotony  of  an  air 
journey  by  taking  a  meal. 

Mr.  Lloyd  tells  me  that  great  extensions  to  the  Trust 
House  are  now  contemplated.  It  is  proposed  to  take  over 
the  old  officers'  mess  at  the  entrance  to  the  aerodrome,  and 
equip  this  with  a  first-class  lounge  and  dining-room,  with  the 
addition  of  a  billiard -saloon  and  other  luxurious  arrange¬ 
ments.  It  is  proposed,  also,  to  build  a  false-front  on  to  the 
building,  and  provide  an  open-verandah  where  teas  will  be 
served  in  summer  ;  and  I  hear  that  it  is  further  planned  that 
a  band  shall  be  provided  on  Saturday  and  Sunday. 

A  party  of  booking-clerks  from  the  provincial  branches  of 
Messrs.  Thomas  Cook  and  Son  are  having  a  "  Cook’s  tour  ” 
of  their  own,  and  visited  the  aerodrome  on  Friday  in  order 
to  see  for  themselves  how  air  services  are  run,  and  thus 
be  able  to  give  enquirers  for  air  travel  a  first-hand  idea  of 
how  the  comfort  and  convenience  of  passengers  is  catered  for. 
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London  Gazette,  November  28,  T922 
Stores  Branch 

The  lullfi.  are  granted  short  service  contains,  as  Flying  Offrs,  for  three 
rears  on  active  list,  with  seny.  of  dates  indicated  in  brackets  ;  (Oct.  1)  F.  R. 
tierresford  ;  April  r,  1918.  J.  C.  Daniels  ;  May  28,1919.  W.  A,  O.  Honey  ; 
Dec.  23,  1319.  A.  J.  Roberts;  April  1,  1918.  B.  E.  H.  Wright  is  granted 
short  service  comma,  as  Flying  Oft'r.  on  probn.  for  Accountant  duties,  with 
effect  from,  and  seny.  of,  Nov.  15. 

Medical  Branch 

Sqdn.  Leader  J.  F.  Carruthers,  M.D.,  relinquishes  his  temp,  cotmnn.  on 
account  of  ill-health  contracted  in  the  Service  ;  Nov.  29. 

Mcmurmda. 

Hon.  Sec,  Lieut.  T,  H  Davies  relinquishes  his  hoti.  comma,  on  joining 
Army. 

London  Gazette,  December  1,  1922 
General  Duties  Branch 

The  follg.  Pilot  Offrs.  on  probation  arc  confirmed  in  rank  (Nov.  1)  : — 
G.  W.  Dean,  J.  V,  Holman,  B.  V.  Reynolds,  T.  A.  Verney-Cavc.  Observer 
Olir.  A.  W.  C.  Bayes  is  transfd.  to  Reserve,  Class  B;  L>ec.  1.  Sqdn.  Ldr. 
C.  C.  Miles,  M.C,,  is  placed  on  half-pay,  Scale  A  ;  Nov.  10. 

M  emorandnm 

Lieut.  C.  L.  Mundey,  M.C.,  R.  Fus.,  is  granted  rank  of  Maj.,  R.A.F.,  on 
retirement  from  Army;  May  29. 

London  Gazette,  December  5,  1922 

His  Royal  Highness  Edward  Albert  Christian  George  Andrew  Patrick 
David,  Prince  ol  Wales  and  Duke  of  Cornwall,  K.G.,  K.T-,  G.C.S.L,  G.C.M-G., 
G.C.I.E.,  G.C.V.O.,  G.B.E.,  M.(  .,  is  granted  a  conunn.  as  a  Group  Captain. 

General  Duties  Branch 

The  following  are  granted  permanent  columns,  in  ranks  slated,  with  effect 
from  dates  indicated.  Gazelles  of  dates  indicated  in  brackets,  appointing 
these  officers  to  short  service  commas.,  are  cancelled  .  —  Flight  Lieut.—  R.  T. 


Leather,  A.F.C. ;  Ang.  8,  1921  (Aug.  16,  1921).  Flying  Offrs. — H.  F.  V, 
Battle,  Sept,  16,  1919  (Sept,  it),  igig)  ;  K.  L.  Boswell,  Sept.  1  •),  1920 
(Oct.  r,  T920). 

The  following  are  granted  short  service  columns,  in  ranks  stated,  with 
effect  from,  and  with  seny.  ol,  dates  indicated  :. — Flying  Offrs — G.  C.  Lugg ; 

Nov.  27.  W.  D.  Vernon- Ktiibbs  ;  Nov.  22.  Pilot  Offrs.  on  Probation _ 

1.  B.  Gray,  F.  S.  Henderson,  R.  G.  Rickman,  G.  Terrell;  Nov.  27. 

Air  Commodore  C.  L.  Lainbe,  C.B.,  G.M.G.,  D.S.O.,  is  restored  to  full  pay 
from  half-pay  ;  Dec.  4. 

The  following  are  transferred  to  the  Reserve  : — 

Class  A — Fit.  I.ieut.^ — W  R.  S.  Humphreys,  A.F.C. ;  Dec.  5.  Flying 
Offrs — J.  C.  Bultcel,  G.  S.  Coggan,  C.  JL  M.  Dale,  G.  C.  W-  Dufty,  J.  Edmunds, 
W.  I.  Hannon,  R.  Lamb,  F.  D.  Travers,  D.F.C.;  Dec.  5.  G.  A.  Gowlc-r  ; 
Dec.  8. 

Class  B _ Obr.  Offrs _ B.  G.  Drake,  L.  W,  Rift,  M.  J.  Wyatt,  M.C.  ; 

Dec.  5. 

Class  C.  -Fit.  Lieuls. — A-  IT.  S.  Baker,  O-B.E..  C-  Musgrave,  A.F.C.  ; 
Dec.  5.  Flying  Offrs — P.  Bailey,  K  F.  Jones,  D.  M.  I.  Macarthur,  S.  F,  A. 
Welsh,  G-  W.  Wilson,  A.F.C.  ;  Dec.  5. 

Flying  Oflr.  F.  F.  Tattam  relinquishes  his  short  service  comma,  on  account 
of  ill  health  contracted  on  active  service  and  is  permitted  to  retain  rank 
of  Lieut ;  Dec.  6. 

Stores  Branch 

Flying  Offr.  (actg.  Fit.  Lieut.)  C.  C.  J.  Croydon  is  granted  permanent 
conimn.  as  Fit.  Lieut,  for  accountant  duties;  Aug.  29.  His  name  will  be 
placed  on  the  gradation  list  immediately'  below  that  of  Fit.  Lieut.  W.  H. 
Hoite,  M.B.E. 

Chaplains'  Branch 

The  Rev.  J.  FI.  P.  Still,  B.A.,  is  granted  permanent  coramn.,  with  the 
relative  rank  of  Sqdn.  Ldr.;  April  r,  1920.  (Gazette  of  May  14,  1920, 
appointing  him  to  a  short  service  cotnmiu,  is  cancelled.)  The  Rev.  J.  F. 
Cox,  M.C.,  B.A.,  is  granted  short  service  coirnmn,  wilh  relative  rank  of 
Sqdn.  Ldr  ;  Nov.  22. 


ROYAL  AIR  FORCE  INTELLIGENCE 


Appointments. — The  following  appointments  in  the  Royal  Air  Force 
are  notified : — 

Air  Commodore  C.  L.  Lambc,  C.B.,  C.M.G.,  D.S.O.,  from  half-pay  list 
to  Headquarters,  Coastal  Area  (Supernumerary).  4.12  22. 

Wing  Commander :  W.  H.  Primrose,  D.F.C.,  from  Headquarters,  Iraq 
Command  to  command  Armoured  Car  Wing  Headquarters,  Iraq  Command. 

3.11.22.  J-  C.  Kalahari,  C.B.E.,  A.F.C.,  from  R.A.F-  School 

(India)  to  Headquarters,  R.A.F,  India  (Supernumerary)  i.u.22,  A.  H. 
W.  !£  Wynn,  O.B.E.,  from  Air  Ministry  (Dept,  of  C.A.S.),  (D.0. 1.)  to  R.A.F. 
Depot  (Inland  Area).  (Supernumerary).  1.12.22. 

Squadron  Leaders  :  A.  G.  R,  Gar  rod,  M.C.,  D.F.C.,  from  School  of  Army 
Co-operation  (Inland  Area)  to  Air  Ministry,  Department  of  A.M.P.  4.12.22. 
R,  P.WiHoek.  from  Headquarters,  Iraq  Command,  to  command  No.  4  Armoured 
Car  Company  Iraq  Command).  3.11.22,  F.  H.  W.  Guard,  C.M.G.,  D.S.O., 
from  Headquarters,  Iraq  Command  to  command  No.  3  Armoured  Car 
Company  (Iraq  Command).  3.11.22.  J  W.  Cruikshank,  Q.B.li,  from  Head¬ 
quarters.  Iraq  Command,  to  ,  ommand  No.  6  Armoured  Car  Company  (Iraq 
Command),  3.11.22.  D.  Harries,  A.K.C.,  from  Headquarters,  Iraq  Com¬ 
mand,  to  command  No.  5  Armoured  Car  Company  (Iraq  Command).  3. 11.22. 
G.  S.  M.  Insall,  V.C.,  M.C.,  from  R.A.F.  Depot  (Inland  Area)  to  Armament 
and  Gunnery  School  (Inland  Area).  8.12.22. 

Squadron  Leaders:  C.  C.  Dtirtton,  loom  R.A.F.  School  (India)  to  Head¬ 
quarters,  R.A.F',  India  (Supernumerary).  1.11.22.  A.  G.  R.  Garrod,  MX., 
D.F.C.  The  notification  which  appeared  iri  R.A.F.  Bulletin  No.  89,  dated 
28.  r  i.2z,  where  m  this  officer  was  posted  from  School  of  Army  Co-operation 
to  Air  Ministry  (Dept,  of  A.M.P.),  with  effect  from  4.12.22,  is  hereby  cancelled. 
I.T.  Lloyd,  from  No.  2  Flying  Training  School  (Inland  Area)  to  command 
No.  50  Squadron  (Inland  Area).  25.11.22.  Substituted  for  the  notification 
which  appeared  in  R.A.F.  Bulletin  No.  88,  dated  21,11.22,  wherein  this 
officer  was  posted  as  stated  above,  with  effect  from  15.1r.22.  P.  A.  Shephe.rd, 
from  No.  267  Squadron  (Mediterranean)  to  Command  R.A.F.  Unit,  Ii.M.S. 
*•  Ark  Royal  ”  (Mediterranean),  r5.tr. 22. 

Flight  I. ieu tenants :  J.  Dutniny,  from  R.A.F.  Depot  (Inland  Area)  to  No. 
2  Flying  Training  School  (Inland  Area).  1. 12.22.  J.  W.  Harper,  M.D., 

3  0 


from  No.  14  Squadron  Palestine  Command)  to  Palestine  General  Hospital 
(Palestine  Command).  27.10.22.  M.  Moore,  from  Headquarters,  Constanti¬ 
nople  Wing  to  Headquarters,  R.A.F.,  Middle  East.  31.10.22.  R.  P.  M. 
Whitham,  M.C.,  from  Headquarters,  Constantinople  Wing,  to  Headquarters, 
R.A.F.,  Middle  Flast.  3r.to.22.  M.  J.  James,  M.B.E.,  from  Headquarters, 
Constantinople  Wing,  to  Egyptian  Group  Headquarters  (Middle  East). 

31.10.22.  (J.  Armer,  from  No.  2  Squadron  (Detached  Flight),  (No.  12  Wing, 

Ireland)  to  M.T.  Repair  Depot  (Inland  Area),  30.11.22.  11  G.  Bowen, 

from  Headquarters,  Iraq  Command,  to  No.  3  Armoured  Car  Company  (Iraq 
Command).  3. it. 22,  G.  F.  P.  Warren, frotn  Headquarters,  Iraq  Command, 
to  No.  4  Armoured  Car  Company  (Iraq  Command)  for  duty  as  Adjutant. 

3.11.22.  II.  M.  K.  Brown,  from  Headquarters,  Iraq  Command,  to  No.  4 
Armoured  Car  Company  (Iraq  Command),  3.11,22.  D.  O.  MulhoUand, 
A.F.C.,  from  Headquarters,  Iraq  Command,  to  No.  5  Armoured  Car  Company 
(Iraq  Command)  for  duty  as  Adjutant.  3.11.22.  C.  E.  Wardle  from  Head¬ 
quarters,  Iraq  Command,  to  No.  6  Armoured  Car  Company  (Iraq  Command). 

3.11.22.  H.  A.  J.  Wilson,  O.B.E.,  from  Headquarters,  Iraq  Command,  to 
No.  6  Armoured  Car  Company  (Iraq  Command)  for  duty  as  Adjutant. 

3. 11.22.  H.  V.  Rowley,  from  Jleaduqarters,  Iraq  Command,  to  Nci.  5 
Armoured  Car  Company  (Iraq  Command).  3. 11.22.  F.  Hudson,  M.C.,  from 
No.  2  Squadron  (Inland  Area)  to  No.  3  Squadron  (Detached  Flight),  (No.  12 
Wing,  Ireland).  1.12.22.  H.  E.  P.  Wigglesworth,  D.S.C.,  from  No,  2 
Squadron  (Detached  Flight),  (No,  13  Wing,  Ireland),  to  No.  2  Squadron 
(Inland  Area).  5.12.22.  H.  G.  W.  Lock,  D.F.C.,  from  R.A.F.  Depot  (Inland 
Area)  to  Inland  Area  Aircraft  Depot  (Inland  Area).  1.12.22.  P.  H.  Young, 
M.B.,  from  No.  208  Squadron  (Middle  East)  to  C,  and  M.  Party,  Moascar 
(Middle  East).  28.9.22.  P.  H.  Young,  M.B.,  from  C.  and  M.  Party,  Moascar 
(Middle  East)  to  No.  2 16  Squadron  (Middle  East).  31. 10. 22.  F.  H.  Coleman 
from  No.  2  Flying  Training  School  (Inland  Area)  to  Electrical  and  Wireless 
School  (Inland  Area),  8,12,22,  J.  H.  0.  Jones,  from  R.A.F.  Base,  Gosport 
(Coastal  Area)  to  R.A.F.  Base,  Gosport  (No.  210  Squadron),  (Coastal  Area). 
2 r. ix. 22.  M.  Keegan,  O.B.B.,  M.M.,  from  Boys’  Wing  (CraDwell)  to  School 
of  Technical  Training  (Men),  (Inland  Area),  (Supernumerary).  2.12.22. 

Lieut. -Col.  (Local  Col.)  H.  G.  Reid,  C.M.G.,  C.B.E.,  D.S.O.  (R.A.S.C.),  to 
Command  Headquarters,  Palestine.  9.3.22. 
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A  NEW  FOKKER  AMPHIBIAN  :  This  machine,  which  has  been  built  for  the  Dutch  Navy,  has  just  under¬ 
gone  its  first  test  flights.  The  boat  hull  is  built  entirely  of  Duralumin.  The  engine  is  a  Napier  “Lion.” 
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December  14,  1922 


IN  PARLIAMENT 


Civil  Aviation 

ffir  S‘  ,nK  T  ntfeember  5  asked  the  Secretary  of  State 

or  Air  whether  he  is  aware  that,  as  a  result  of  money  grants  made  bv  the 
I  re. rich  Government  to  French  civil  aviation  companies.  British  newspapers 
aiKl  freight  are  carried  by  French  aircraft  between  London  and  Paril  Yr 

anH8  ,lCh  U  is  iml")wibk'  for  l!ri,i&h  aviation  companies  to  compete  • 

and  whether  some  arrangements  can  be  made  to  prevent  this  obvious 

mSS  Y  °f  aUait*  oontinui«fi‘ and  for  traffic  to  be  carried  by  British 

,v~Sk  S/  Ho*“;  1  ,u'  answer  to  the  first  part  of  the  question  is  in  the 

affirmative.  As  regards  the  Second  part,  the  future  policy  in  regard  to 
civil  aviation  is  now  being  considered,  and  S  will  bear  In  mind  the  suggestion 

clic  l- o°^'  ,i,nd  ga,la'11  iriend  when  reviewing  the  question  of  the  future 
subsidies  to  be  granted  to  the  air  transport  Unis. 

dr  bn,Lm 'n011  i'lk;k,V  ?be  Secretary  of  State  for  Air  whether  the  original 
r  b  JV'  based  ?n  !nllea«c  and  "eight,  was  changed  for  a  flat  rate 

ffVIOO  a  year  merely  for  }oo  efleetive  return  flights  the  maiciritv 
which  may  be  ruu  in  the  summer  months  alone;  and^U  so,  why  was 

Y  W"  t0,  th?  f.'rst  part  0*  question,  which  1  take 
to  refer  to  tin  London- Paris  route,  is  m  the  affirmative,  but  1  would  add  that 

!ll''cer  'c  agreement  a  specified  number  of  flights  must  be  carried  out  during 
the.  winter  months.  With  regard  to  tin-  second  part,  the  former  subsidv 

suS Trl  l°ubu  ““^Gctory,  the.  traffic'  availLbte  not  ffi 

sufficient  for  the  three  Bntish  companies  who  were  competing  for  it  on  this 
one  route  and  the  whole  scheme  was  therefore  recast  i,  order  to  nuke  the 
ffiest  possible  use  of  the  money  available. 

Mr.  Murchison  asked  the  Secretary  of  State  for  Air  whether  the  new 
Tomry  n  V';a  a-  a  monopoly  to  Handley  Page  Transport,  Limited,  for  the 
London  Pans  air  route  provides  for  the  early  daily  carrying  of  British 
newspapers  as  well  as  for  passengers  ;  and  whether  the  transport  of  passengers 
cannot  be  remunerative  without  subsidy?  pwiwjiJweugers 

subsidy'  Y  ftrsJi  part  of  thc  question  is  that  the  new 

jgr  j  Ul"  Handley  Page  Transport  Company  for  the  operation 
of  the  London- 1  aris  route  does  not  specifically  differentiate  between  the 
“W®  of  Pa«eugeri  and  goods,  but  leaves  it  open  to  the  firm  to  curry 
T-g‘W  'Vhi;1‘  thcy  ,uid  remunerative.  The  answer  to 
the  second  part  is  that  the  transport  of  the  comparatively  small  number 
of  passengers  at  present  travelling  cannot  be  self-supporting  without  some 
orm  of  direct  l  nancial  assistance,  but  as  the  volume  of  traffic  increlses 
1  iff  P°wt,on  'V1  improve  and  should  ultimately  right  itself 

that'ihe  sMe'of'ViriH  n  th°  Sem;tal7  State  for  Air  whether  lie  is  aware 
,  v  ?dc  ot  British  newspapers  in  France  and  Italy  has  been  increased 

!,  p1h  ',"r‘infh’e-CCrr  r(nr>,"ths  owin8  entirely  to  their  early  arrival  by  aeroplane 
n  Paris  and  their  distribution  thence  by  early  trains;  and  whether  he  is 

slnnlffin  ,s?  '®comLmend  giving  a  subsidy  to  air  lines,  which  would  be  well 
supplied  in  thus  fostering  international  understanding? 

HtoaTe„:  t  ful,y  appreciate  the  advantages  of  carrying  British  news- 
papers  to  the  Continent  by  air,  but  while  I  recognise  the  importance  of  the 

wheUieIStiV  udVlT  abroa.d  .of  td^e  newspapers,  I  am  not  in  a  position  to  say 
enablp  *>L  1  posslbl®  ftnd  hinds  to  provide  a  sufficient  subsidv  to 

enable  these  newspapers  to  be  transported  in  British  aircraft. 

London  Air  Stations 

Mr-  Gti.BERT  on  December  7  asked  the  Secretary  of  State  for  Air  whether 
any  further  progress  has  been  made  as  regards  using  the  River  Thames 
near  W  estminstcr,  for  an  air  station;  whether  it  is  proposed  now  to  have 

in  ail  s  i  I?  thC  Tbames=  a»d>  ^  not,  is  it  proposed to  csteblfoh 

th.  a  1  *  •*"  af  a,iv  0!her  Pface  near  the  centre  of  London  so  as  to  save 
the  delay  in  reaching  the  present  station  at  Croydon? 

in  I  *  .he  rR|>ly  f°tllp  I’ r^t  and  second  parts  of  the  question  is 

moviderfVhlr’  any  maclu,,e  caa  a,i«ht  on  the  Thames  at  Westminster 
the  i  ss  lu  iil  If  f1tSmiCn°U  13  ob.talncdr  W‘th  regard  to  the  third  part, 
th1nPrrr  .  ,1  .of-.etbI.h  p  a»  air  station  closer  to  the  centre  ot  London 
BhoardC  ^  bClng  a  present  explored  by  the  Civil  Aviation  Advisory 


*  Wakefield  ’  Boxing  Competitions 

The  boxing  competitions  for  the  Wakefield  Shields 
competed  for  among  members  of  the  Royal  Air  Force,  were 
concluded  on  December  6  at  Henlow  before  a  large  number  of 
Spectators  from  virtually  every  Air  Force  station  in  the 

£.UVY/‘  R,efiu1ts  of  fi nak :  —Officers.— Light-heavy-weights  : 
hi  jOtficer  A.  E.  M.  Milne,  Cranwell,  beat  Ohs. /Off.  K.  H. 
Hofley  No  r  Group,  Kenley,  on  points.  Middles:  Pilot/Off. 
O.  T  Ratchffe,  No.  r  Group,  Kenley,  knocked  out  FI. /Lieut 
£.U"Va JY  \°  GrouP-  kee-on- the- Solent.  Light-weights: 
Fly  /pff  C.  B.  Bucknell,  Cranwell,  w.o.  Catch-weights  : 
PL /Lieut.  S.  C.  Simpson,  Cranwell,  beat  FI. /Lieut.  C.  E.  H. 

Group,  Andover,  in  second  round.  Fly- weights  : 
Fly./Offi  Smith,  Haiton,  knocked  out  FI. /Lieut.  Hindle- 
Jaines,  Cranwell.  in  third  round.  Welters  :  FI. /Lieut.  Angel, 
Kalton  beat  P.O,  Guest,  Andover,  on  points.  Bantams  : 

■  I.  .  bt.  A.  C.  Atkinson,  No.  i  Group,  Kenley,  w.o.  Feather¬ 
weights  :  FI. /Lieut.  Smith.  Haiton,  beat  P./Q.  Horsficld, 
Andover,  on  points.  Other  Ranks. — Fly-weights  :  A.  C.  1. 
Millington,  Haiton,  beat  A.  C  Fort,  Henlow,  on  points. 
Aght-heavxes  :  A.C.  II.  Egginton,  Haiton,  knocked  out 
A  C.  11.  Prestney,  Kenley,  in  second  round.  Welters  :  L  A  C 
Franklin,  No.  7  Group,  Andover,  knocked  out  A/c  2  Williams, 
Cranwell,  m  second  round.  Middle-weights :  A/c  2  Ballan- 
G”®'  k*°-  7  Group,  Andover,  knocked  out  L.  A.  C.  Hedge. 
M.L.  Repair  Depot,  Shrewsbury,  in  first  round.  Bantams  : 
A/c  2  Bridges,  No.  7  Group,  Andover,  beat  A/c  Davies, 
Haiton  on  points.  Feathers  :  A/c  Whittaker,  Iialton,  beat 
A/c  2  Moses,  No.  7  Group,  Andover,  on  points.  Light¬ 
weights  :  A/c  2  Wyatt,  Cranwell.  beat  A/c  2  Tate,  Haiton,  in 
an  extra  round.  Catch-weights  :  A/c  2  Forrester,  Haiton, 
Deal  A/c  2  Lockett,  No.  7  Group,  Andover,  on  points.  Cran- 
wel  won  the  Officers'  Shield  with  a  total  of  20  points,  and 
Andover  the  Other  Ranks'  Shield  with  42  \  points, 


SOCIETY  OF  MODEL  AERONAUTICAL  ENGINEERS 
(London  Aero-Models  Association) 

I  he  Concert  at  Headquarters  last  Friday  was  a  great  success 
the  good  programme  provided  by  Mr.  Louch  being  verv’ 

prcYitr>Pre°iate^  by  tbt?  largC  number  of  members  and  friends 

The  following  report  has  been  received  from  the  official 
repot  ter  ot  the  Paddington  and  District  Aero  Club  (which  is 
affiliated  to  the  above)  :  Messrs,  Dixon,  Evans,  Green  and 
Cevy  were  present  on  Saturday  afternoon  on  the  Flying 

Y  SudbUry'  Y  Gleen  timing-  Mr.  Dixon’s  mac  hint 
-showed  promise,  and  put  up  the  best  performance  we  have 

yet  seen  from  him.  Mr.  F. vans'  new  double-surfaced  glider 
did  well,  but  seemed  heavily  loaded  for  calm  weather  His 
best  times  were  aof  secs,  and  22J  secs.  This  machine  would 
undoubtedly  do  much  better  m  a  xo  to  1 5-mile  breeze. 
Y  ReYy  accomplished  some  good  flights  of  32  and  381  secs. 

;  rl  m,S  ied;,iP  ^,48.4  secs-  (-L5  paces),  thus  establishing 
a  record  for  the  Paddington  Club.  6 

A  large  number  of  members  made  an  attempt  to  improve 
the  official  Gliding  Record  on  Parliament  Hill  on  Sundav 
mormng  last.  I  'n fortunately,  the  weather  conditions  were 
unfavourable  for  such  an  attempt.  Some  excellent  gliding  was 
done  by  the  members,  a  new  recruit  of  the  Society,  Air.  C. 
Lay ard  Turner,  putting  up  some  excellent  performances  with 
If  “ed  fuselaS£  model,  with  double-surfaced  wiims 
Mr.  Hatful!  made  great  efforts  with  his  enclosed  fmelaei 
model,  also  with  double-surfaced  wings,  his  best  performance 
xnng  30*  sees.  Messrs.  Bure  hell,  Davies  Evans,  Levy, 
Kippon,  W  helpton,  and  many  others  tried  very  hard  to  nut 
up  a  new  record,  thc  best  attempt  being  Mr.  Burchell  who 
put  up  44  secs. 

Members  will  meet  at  the  Windmill,  Wimbledon  Common 
on  Sunday  morning  next  to  attempt  to  improve  the  Model 
Aeroplane  records  for  1922.  Judges  will  be  on  the  ground 
at  ti  a.m.  punctual, 

Friday  next  at  Headquarters,  Mr.  W.  E.  Evans  will  give 
Ins  lecture  on  Some  Points  on  Wood.”  All  interested 
should  be  present. 

A.  E.  JONES. 

Hon.  Sec. 

$  m  m  m 

Parliamentary  Appointment 

r  a  1  YYrYOLATiiE  RlGHT  Hon-  Sir  Samuel  Hoarje,  Bt., 
C.M.t,  M.P.,  Secretary  of  State  for  Air,  has  appointed 

Maj.  discount  Sandon,  M.P.,  as  his  Parliamentary  Private 
Secretary.  J 

R.A.F.  Club— Christmas  Holidays 

By  direction  of  the  Committee,  the  Club  premises  will 
be  closed  from  midday,  Sunday,  December  24,  until  8am 
on  Tuesday.  December  26,  1922,  except  in  so  far  as  affects 
sleeping  accommodation  and  light  breakfasts  for  resident 
Members, 

Fined  for  Low  Flying 

The  first  case  in  Essex  under  the  Air  Navigation  Act 
was  heard  at  Epping  Police  Court  last  Monday,  when  Frank 
Neale  was  summoned  for  trick-flying  over  the  town  and 
fined  ^r.  It  was -stated  that  Neale  looped  and  rolled  so  low 
that  his  biplane  nearly  crashed  into  the  roof  of  a  grocery 

A  Separate  Air  Service  for  France 

...  ^  Rtt-L  has  passed  the  French  Senate  establishing  the 
Military  Air  Service  as  a  separate  arm  on  the  same  footing 
as  the  artillery  or  cavalry. 
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fabrics  and  yarns- 

Victoria  Robber  Co.,  Ltd.,  Edinburgh. 

flying  school- 

Frassr’s  Flying  School,  Kingsbury.  N\W,g. 

GLIDERS— 

Peyret,  L.,  Ingonieur,  Rue  I-arpbrecht,  Cour- 
bevoto  sur  Seine,  France. 

GLUES— 

Lang  Propeller  Ltd.,  Weybridge,  Sun  ey. 
Weybridge  520-321  ;  “  AetorticVs.  Wcybt  illy* 

INGOT,  ALUMINIUM— 

British  Alumttiium  Co.,  Ltd.,  Hie  ic$,  Qu«e» 
Victoria  St.,  London. 

City  2676;  "Cryolite.''  Cent.  London. 


INSTRUMENTS  (Spaed),  Watch**,  Ac- 

Brown  Bro*..,  Ltd..  Great  Eastern  Street,  London, 
K.C.  a. 

Goldsmiths  A  SiivemtnithsCo.,  tra.  Regent  Street, 
W.  t.  Uerrwrd  goal  (3  linttj). 

Smith,  S.,  &  Sons  <M.A  ),  Ltd.,  Crick  lewood 
Work*.  N.W.  Willesden  2-335  (7  lines). 


INSULATING  MATERIALS  - 

MaeLennan,  John,  &C<>..,  rts,  Newgate  St.,K.C.i. 

City  3114;  "  Vatiduara,"  Cent.  London. 

LUBRICATING  OILS 

Wakefield,  C.  C.,  &  Co.,  Lid.,  Choapiide,  E.C. a. 
Central  1156 (3 lines);  “  Cherry, "Gmt, London. 


MACHINING— 

Monk  lCitglneerm£  Co.,  Ltd.,  Coventry. 

Coventry  Boy  :  "  Aisietance,  Coventry. 

MAGNETOS— 

British  Thom  son- Houston  Co.,  Ltd.,  Ixi.rr  Ford 
Street,  Coventry. 

Telephone  278 *'  Asteroidal,"  Coventry, 

METALS  (Acti-Frictioo) 

I foyt  Metal  Co.,  Lid..  .Deodar  Rond,  Putney, 
S.W.  tv.  Putney  Ti*3- 

METAL  PARTS  AND  FITTINGS 

Brown  Rn».,  Ltd,,  Great  Eastern  Sheet,  London, 
E  C.  ». 
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METAL  PARTS  AND  FITTINGS  (Continued)  - 

Monk  Engineering  Co.,  High  Street,  Coventry. 

Coventry  807  ;  ‘*  Assistance,"  Coventry. 

Rubery,  Owen  ft  Co..  Oarlaston. 

Darlaston  87  ;  "  Roofs."  Darlaston. 

MODELS- 

Jono*.  A.  E.,  Ltd.,  25,  Eversholt  Road,  Camden 
Town,  N.W.  s. 

D. A.P  .Replingham  Rosd,  Southfield-,,  S.Wr.  jg. 

PARACHUTES- 

E,  R,  Calthron's  Aerial  Patents,  Ltd.,  423a, 
Edgware  Road ,  London,  W.  v.  Paddington  6332. 

Spencer,  C.  G.,  &  Sons,  Ltd..  -,ga.  Highbury 
Grove,  N.  5.  Daklon  r 8gj. 

PETROL- 

AnglO- American  Oil  Co.,  Ltd.  (Pratt's),  Queen 
Anne's  Gate,  S.W.  t. 

British  1’ctroteum  Co.,  Ltd.,  if,  Fencburch  Street, 
E  C.  3. 

PETROL  CAUGE- 

\V.  Ryan  Hart,  MrCreath  layiar  ft  Co.,  34, 
Victoria  Street,  S.W.  r.' 

PROPELLERS- 

Blaekbiirn  Aeroplane  and  Motor  Co.,  Ltd., 
Olympia,  Leeds.  Rour.dhay  Sot  (3  lines) ; 

"  Propellers,  Leeds. 

Fa3con  Airscrew  Co,,  rig,  Cortenham  Road, 
Holloway.  N.  19.  Homyey  gro  &  2472. 

Lang  Propeller,  Ltd.,  Weybridge,  Surrey. 

520.321,  Weybrtdge;  "  Aernsticis,"  Weybridge. 

PUTTEES - 

Fox  Bro«.  ft  Co.,  Ltd.  (Dept.  R),  Wellington, 
Somerset. 

RADIATORS  AND  RADIATOR  REPAIRS— 

Serc.k  Radiator*,  Ltd.,  Warwick  Road,  Greet, 
Birmingham. 

Victoria  S3t  (3  lifter)  ;  "  Nerleak,"  Birmingham. 

SHEET  METAL  WORK  STAMPINGS  AND 
PRESSINGS 

Rubery,  Owen  ft  C-o.,  Darlaiton. 

Dariasron  87;  "  Roofs,"  Dailatton. 


SKY  WRITING  - 

'-avage,  Major  J.  C-,  7-S,  Norfolk  Strer:,  Strand, 
London,  W.C.  2. 

Central  897 i-yv;  “Skyfita,  E'tnuid,  I  omion," 

SPARKING  PLUGS- 

Rob  inhood  Engineering  Works,  I.td,,  Tile,  Putney 
Vale,  S.W.  15.  Putney  2132,  2133. 

"  Kaalgee, "  Phone,  London. 

SPRAYING  PLANT— 

Aerograph  Co.,  Ltd,,  «2,  Holborn  Viaduct, 
K.C.  t . 

Holborn  2041 ;  * '  A  orography,"  London. 

STABILIZERS— 

Auto  Controls,  Ltd.  10,  HcUiuti  Street.  Regent 
Street,  London,  S.W.  1. 

TAPES  AND  WEBBING— 

Macl^tnnan,  John,  ft  Co.,  1 1 3,  Newgate  St.,  E.C.I. 

Cuy  3115  ;  ’*  Vandu.-ra,  ’  Cent.  London, 

TIMBER— 

Owen,  Jo»Oph*  ft  Son,  Loro'  High  Street,  S.E. 

Hop  381 1  ;  "  But  heron,  ' London. 

TUBES.  ALUMINIUM— 

British  Aluminium  Co.,  Ltd.,  The.  too,  Queen 
Victoria  St.,  London. 

City  26715 ;  "  Cryolite,"  Cent.  London. 

TYRES  AND  WHEELS- 

-  Palmer  Tyre,  Ltd..  Shaftesbury  \  venue,  W.C.  2. 
Oerrurd  1214  ;  "  T)T»cc.rd,"  We  toe  it  t,  London. 

WELDINGS,  REPAIRS— 

Barimor,  Ltd.,  to,  Poland  Slices.  London,  \V.  t. 
Gerrjurd  8173  ;  Bariquatnar,"  Reg,  London. 

WIND  SHIELDS— 

Auster,  I.td.,  J3J,  Long  Acre,  W.C.  *. 

WIRES  AND  CABLES  (AeropUnoe>- 

Bulljvimts,  Ltd.,  72,  Mart-  Lane.  E.C,  3. 

Work* :  Miilwan,  E.  34. 
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Distributing  Organ^ation  of  the 
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The  spirit 
that  pilots 
depend  upon 

RELIABILITY  is  an  essential  feature  of 
Aviation  Spirit.  Any  trace  of  faulty 
spirit  in  the  tank  may  mean  disaster. 

Obviate  this  risk — always  use  BP"  Aviation 
Spirit. 

“  BP  ’’  is  made  at  Llandarcy  in  South  Wales, 
from  Persian  Crude  Oil — one  of  the  richest 
Crudes  in  the  world. 

Here,  1,000  laboratory  tests  are  conducted  each 
day.  fhe  Chemists  conducting  these  tests 
guard  the  flying  man  from  mishap  their 
vigilance  is  reflected  in  the  perfect  uniformity 
of  “*BP”  Spirit — for  “BP”  is  alulays  the 
“  Best  Possible.” 

J Ury  “BP'  J Aviation  Spirit  in  your 
Motor  Cycle  and  realise  what  she  can  do  ! 
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THE  400  h.p.  ^ 


JUPITER 

RADIAL  AIRCOOLED  AERO  ENGINE 

is  the  only  aero  engine 
in  the  world  which  has 
passed  the  Type  Tests 
of  both  the  British  and 
French  Air  Ministries. 


The  400  h.p.  “Bristol’*  Jupiter 
radial  aircooled  engine  is  the 
lightest  proved  engine  of  its  power 
in  the  world.  Its  exceptional 
reliability  has  been  proved  under 
official  tests,  of  which  details  will 
be  supplied  on  application.  Short 
and  compact  (its  depth  from  front 
to  rear  is  only  27  inches)  it  is 


simple  to  instal,  and  as  it  has  25 
per  cent,  fewer  parts  than  any 
other  engine  of  equal  power 
known  to  the  makers  it  requires 
the  minimum  of  attention.  All 
parts  of  the  engine  are  easily 
accessible  and  in  the  complete 
assembly  there  is  no  really  diffi¬ 
cult  or  highly  skilled  operation 
demanded. 


-- 


THE 


BRISTOL  AEROPLANE  CO.,  LTD., 
^  FILTON - BRISTOL. 


Telephone: — 3906  Brin'ot. 
Telegrams : — Avail  inn,  Bristol." 
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FIRST  AERO  WEEKLY  IN  TH£  WORLD 


A  JOURNAL  DEVOTED  TO  THE  INTERESTS, 

PRACTICE,  AND  PROGRESS  OF  AERIAL 
LOCOMOTION  AND  TRANSPORT. 

OFFICIAL  ORGAN  OF  THE  ROYAL  AERO  CLUB  OF  THE  UNITED  KINGDOM. 


No.  7.10.  (No.  51.  Vol.  XIV.)  DECEMBER  21,1922. 


Sixpence  Weekly. 


luminium  &  Alloys 


For  All  classes  of  Aircraft 

The  British  Aluminium  Co.,  Ltd.,  109,  Queen  Victoria  Street,  London,  E.C.  4.  ’ Phone  ;  Cify  2676.  ’Crams  .  '‘Cryolite,  Cent,  London .' 


AND  D.  M.  DAVIES. 

Aeroplane  Propeller  Designers  and  Manufacturers,  Aeronautical  Engineers. 

Largest  Manufacturers  of  Aeroplane  and  Seaplane  Propellers  in  the  World. 


113,  Cottenham  Road,  Holloway,  London,  N.  19. 

Write  us,  ’Phone  nc,  or  Wire  ua.  Hornsey  2472-910-2874. 


THE  KING’S  CUP,  1922, 

WON 

by  Mr.  F.  L.  BARNARD, 
on  a  D.H.  4a  Aeroplan?  with  Rolls- 
Royce  Eagle  VIII  engines  equipped 

with 

“K.L.G.”  PLUGS. 
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LIGHT  AND  STRONG 
COMPLETE  UNITS 
INTERCHANGEABLE 
LOW  AIR  RESISTANCE 


LAMBLIN 
RADIATORS 

Patented  in  France  and  Abroad. 

WATER  -  OIL  -  AIR 

For  Aircraft. 

Hold  all 

SUCCESSES. 

Leon  Morane  Challenge,  1920. 

All  Speed  and  Altitude  Records. 

Coupe  Deutsch  de  la  Mcurthe,  1920. 

Antwerp  Olympiad  Speed  Cup*  1921. 

Coupe  Gordon-Bennett,  1920. 

Italian  Grand  Cup,  1921 — 1922. 

Pulitzer  Trophy  (United  States),  1921. 

British  Speed  Record,  1922. 

Aerial  Derby,  1922. 

Marine  Speed  Record  sur  glisseur,  1922. 

Grand  Prix  de  l’Aero  Club  de  l’Ouest,  1922. 

Belgian  Automobile  Grand  Prix,  1922. 

Coupe  Deutsch  de  la  Meurthe,  1921-1922.' 


10,  Rue  de  Copenhague, 

PARIS. 


Records. 


AIR  LINES. 

London  Paris. 

Paris — Prague — Warsaw. 

Paris— Constantinople. 

Toulouse— Casablanca. 

‘Curtis"  Navy  Racer,  400  h.p..  with  Lamblin  Radiators. 
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DIARY  OF  FORTHCOMING  EVENTS 

Club  Secretaries  and  others  desirous  of  announcing  the  dates 

of  important  fixtures  are  invited  to  send  particulars  jor 
inclusion  in  the  following  list  ; 

1922. 

Dec.  15- 

Jan.  2 ....  Paris  Aero  Exhibition 

1923. 

Jan.  3  ....  F.A.I.  Paris  Conference 

.Tan.  12  Lecture,  “Seaplane  lor  Commercial  Duties,” 
by  Maj.  D.  C.  M.  Hume,  before  I.Ae.E. 

Jan.  26  Lecture,  “  Wind  Tunnel  Work  at  the  N.P.L.,” 
by  W.  L.  Cowley,  before  I.Ae.E. 

Feb.  6  7....  Third  Air  Conference  at  the  Guildhall 

Feb.  9  Lecture,  “  Seaplane  Design,”  by  W.  0.  Manning, 
before  I.Ac,E. 

Feb.  23  ...  Lectnre,  '*  Aerofoils,”  by  Dr.  A,  P.  Thurston, 
before  I.Ae.E. 

Mar.  15  Entries  close  for  Dutch  Height  Indicator  Com¬ 
petition. 

Apl.  12  .  Lecture,  “  Some  Controversial  Points  in  Aircraft 

Design,  by  F.  T.  Hill,  before  I.Ae.E. 

May  11  ....  Lecture,  “Experimental  Flying,”  by  Maj. 
M.  E.  A.  Wright,  before  I.Ae.E. 

June  ....  International  Air  Congress,  London 

Dec.  1  ....  Entries  close  for  French  Aero  Engine  Com¬ 
petition. 
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by  the  exhibits  at  the 
Paris  Aero  Show,  the  Duralumin  age 
has  been  reached  in  France.  A  sur¬ 
prising  number  of  the  machines 
exhibited  are  built  either  largely  or 
entirely  of  this  metal.  The  reasons 
for  this  tremendous  increase  in  metal 
construction,  and  preference  for 
Duralumin,  are  several,  and  as  the  use  of  Duralumin 
lias  never  been  the  vogue  at  home,  a  few  remarks 
on  the  causes,  such  as  they  appear  to 
Paris  a  stuclcnt  of  French  aviation,  may  be 
Aercfshow  of  assistance. 

First,  as  regards  the  use  of  metal 
construction,  France  has  a  tremendous  belief  in  the 
possibilities  of  aviation  generally,  and  Colonial 
aviation  in  particular.  Climatic  conditions  in  the 
majority  of  the  French  Colonies  are  such  that  the 
ordinary  wood  construction  is  likely  to  suffer,  and  as 
Colonial  aviation  is  looked  upon  as  one  of  the  most 
fruitful  directions  in  which  aviation  can  develop, 
the  problem  of  using  metal  in  place  of  wood  becomes 
an  intensely  practical  one,  and  not  of  the  rather 
academic  interest  which  we  in  this  country  accord  it. 

Now,  although  it  is  not,  perhaps,  generally  realised 
in  England,  France  does  not  produce  the  special 
steels,  at  any  rate  in  sufficiently  thin  sheets,  which  are 
required  for  all-steel  aircraft  construction.  If  the 
steels  have  to  be  imported,  the  price  becomes  so 
excessive  as  to  make  it  cheaper  to  use  Duralumin. 
Then  there  is  the  further  advantage  that  Duralumin 
can  be  used  in  much  thicker  sections,  which  is  merely 
another  way  of  saying  that  it  is  easier  to  make  a 
machine  of  Duralumin  than  of  steel.  Consequently, 
although  Duralumin  construction  is  dear  (there  is 
probably  not  a  single  metal  machine,  in  the  Show 
which  can  be  regarded  as  a  commercial  proposition), 
it  is  chosen  in  France  in  preference  to  steel,  which 
would  be  dearer  still  and  more  difficult.  At  the  same 
time,  French  constructors  are  getting  a  great  deal  of 
experience  in  metal  construction?,  and  this  is  not 
confined  to  one  or  two  firms,  but  is  being  taken  up 
seriously  by  a  very  large  proportion  of  the  con 
structors.  As  to  whether  or  not  French  methods  agree 
with  our  ideas  does  not  greatly  matter.  What  does 
matter  is  the  evident  determination  to  progress,  of 
which  there  is  so  much  evidence  at  the  Show. 
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Another  very  noticeable  feature  of  this 
P°ofithe,ty  yCar  s  Salon  is  the  increasing  popularity 
Schoukowsky  of  the  Schoukowsky  type  of  aerofoil,  or 
Aerofoil  "  Gottingen  section,  as  it  is  now  usually 
called.  This  section  is  to  he  found  not 
onlyr  on  monoplanes  of  the  cantilever  type,  but  also 
on  more  than  one  biplane  Whether  the  latter 
application  is  wise  is,  perhaps,  open  to  discussion,  as 
it  would  appear  to  be  difficult  to  save  sufficient  weight 
in  the  wing  structure  to  make  up  for  the  relatively 
higher  resistance  of  this  section  plus  wing  bracing. 
Theoretically  a  very  light  wing  structure  should 
result. 

•fl*  >*■ 


Going  through  the  list  of  “  com- 
Ae^o^Umes1  merca^  ”  machines  at  the  Show,  it 
or  Troop  is  not  possible  to  discover  traces  of  any 
Carriers  ?  tendency  to  attempt  improvements  in 
economy ;  60,  70,  or  even  80  h.p. 

per  passenger  carried  is  still  cheerfully  expended, 
and  one  cannot  help  wondering  whether  France  has 
lost  faith  in  aviation  as  a  commercial  possibility, 
and  all  the  so-called  “  commercial  ”  machines  are 
in  reality  camouflaged  troop-carriers:  if  not  the 
actual  machines,  then  at  any  rate  the  general  type 
which  they  represent.  Otherwise  one  fails  to  under¬ 
stand  the  continued  production  of  machines  which, 
excellent  though  they  may  be,  regarded  as  aeroplanes, 
could  never  hope  to  pay  their  way  without  heavy 
Government  subsidies. 


Superchargers 0ne  field  in  which  prance  is  §oinS 
ahead,  probably  ahead  of  the  rest  of 

the  world,  is  in  the  matter  of  supercharged  engines. 
The  Rateau  turbo-compressor  no  longer  seems  to  be 
the  laboratory  experiment  it  used  to  be,  and  a 
number  of  machines  are  being  fitted  with  super¬ 
charged  engines.  So  much  is  this  the  case  that 
several  machines  at  the  Show  are  stated  to  be  designed 
specially  for  high-altitude  work.  Combined  with  a 
variable  pitch  airscrew  the  supercharger  allows  of 
very  considerable  increases  both  in  ceiling  and  in 
speed  at  great  heights.  M,  Louis  Breguct  has 
visualised  the  possibility  of  realising  what  appears 
to  us  now  quite  phantastic  speeds,  and  their  applica¬ 
tion  to  commercial  aircraft.  While  these  may  be 
regarded  as  dreams  of  future  achievement,  the 
application  to  military  aircraft  is  a  matter  of 


immediate  concern,  One  is  tempted  by  this  activity 
on  the  part  of  France  to  ask  :  What  are  we  doing  ? 
Has  our  Air  Ministry  sent  out  specifications  for 
machines  to  be  used  habitually  at  altitudes  at  or 
above  30,000  ft.  ?  Are  we  allowing  ourselves  to  be. 
outdistanced  in  this  particular  sphere,  and  thus 
becoming  inferior  to  any  nation  which  likes  to  take 
the  trouble  of  providing  itself  with  a  small  fleet  of 
machines  capable  of  "  sitting  ”  about  at  a  height 
which  our  machines  cannot  reach,  excellent  though 
they  be  at  lower  levels.  We  do  not  for  one  moment 
suggest,  of  course,  that  France  is  a  menace  to  us. 
That  would  be  unthinkable.  But  we  do  maintain 
that  this  country  cannot,  must  not,  lag  behind  in 
any  single  development  which  makes  for  superiority 
in  the  air.  Do  not  let  us  forget  that  during  the  last 
war  the  pilot  who  could  reach  an  altitude  slightly 
greater  than  that  of  his  adversary  always  had  the 
whip  hand.  He  could  give  battle  when  and  where 
he  chose  to,  and  he  could  rest  immune  if  he  did  not 
wish  to  hght.  A  hundred  aeroplanes  capable  of 
reaching  40,000  ft.  would  be  more  than  a  match 
for  ten  times  that  number  of  machines  whose  ceiling 
was  30,000  ft.  While  the  latter  were  staggering 
around  near  their  ceiling,  the  former  would  be  able 
to  manceuvre  with  a  considerable  reserve  of  power, 
and  could  outclimb  the  others  whenever  they  chose. 
Do  not  let  us  be  lulled  into  a  false  sense  of  security 
by  the  fact  that  the  supercharger  is  not  yet  all  that 
it  might  be.  It  is  gradually  being  improved,  and  it 
will  not  do  for  us  to  be  outdistanced. 

In  conclusion,  we  would  like  to  thank  the  organisers 
of  the  French  Aero  Show,  the  Chambre  Syndicale  des 
Industries  Aeronautiques  (which  corresponds  to  our 
S.B.A.C.)  for  granting  us  the  necessary  permits  to 
enable  us  to  compile  a  very  full  report  on  the  exhibi¬ 
tion,  and  for  their  unfailing  courtesy  in  rendering 
every  assistance  in.  their  power  in  order  to  facilitate 
our  work. 
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THE  PARIS  SALON  :  Some  of  the  machines.  1,  Handley  Page  “  Hanley.”  2,  Breguet  Leviathan.  3,  kool- 
hoven  F.K.31.  4>vMorane.  5,  Schneider  (4-eng.)  Bomber.  6,  Farman  Bomber.  7,  Pierre  Levasseur  Torpedo- 

plane.  8,  Hanriot  All-metal. 
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BELLANGER  FRERES 

A  NEW-COMER  to  the  Paris  Aero  Show  is  the  firm  of  Bdlanger 
Fr£res,  who  are  exhibiting  a  twin-engined  flying  boat, 
designed  by  Denhaut.  In  additiou  to  the  complete  machine, 
which,  it  is  stated,  is  “  dcstini  &  la  Marine  yJatiotiale,”  a  similar 
hull  is  shown  which  presumably  is  intended  for  commercial 
work,  as  it  has  a  "  conservatory  ”  cabin  top  added. 

The  flying  boat  is  characterised  by  a  peculiar  mounting 
and  cowling  of  the  Hispano  engines.  Which  are  placed  high 
in  the  gap  between  the  planes,  and  as  close  together  as  the 
propellers  will  allow  This  arrangement  is,  of  course,  adopted 
in  order  to  reduce  the  turning  couple  set  up  when  one  engine 
stops.  The  hull  of  the  machine  is  flat-sided,  but  the  wing 
roots  of  the  lower  plane  are  rounded  into  the  sides.  There 
is  a  Vee  bottom  but  no  step 

The  wings  are  of  approximately  crescent-shaped  plan  form, 
or,  more  correctly  speaking,  the  trailing  edge  is  straight  and 
the  leading  edge  swept  back  in  a  long  curve  to  meet  it  at  t  he 
tips  The  machine  is  nicely  finished,  but  one  somewhat 
doubts  its  ability  to  get  off  without  a  step  U3  assist  it.  The 
workmanship  and  finish  appear  to  be  very  good. 

BOREL,  S.C.I.M. 

M.  Gabriel  Borel  this  year  appears  as  Borel,  S.C.I.M  , 
Hie  letters  following  the  name  of  the  famous  pioneer  being  the 
initial  letters  of  the  firm  :  Saddle  Givi  rale  de  Constructions 
I  ndustrielles  el  Mecaniques.  The  machine  exhibited  (in 


skeleton  form)  is  o  1  the  type  Cap.  2,  1922,  with  Hispano  engine 
fitted  with  Bateau  turbo-compressor.  The  construction  is 
.all-metal,  the  material  used  throughout  being  Duralumin 
In  the  fuselage  the  metal  is  used  chiefly  in  the  form  of  tubes 
but  in  the  wings  stamped  sheet  sections  are  used . 

L.  BREGUET 

The  Breguet  exhibits  this  year  consist  of  a  complete 
"  Leviathan  ”  type  XXII,  the  fuselage  of  a  type  XX  “  Levia¬ 
than,”  and  one  of  the  old  type  t.jT  bis  seaplane,  fitted  with  a 
large  and  beamy  central  float  of  Duralumin.  The  type  XXII 
is  a  very  large  twin-engined  machine,  built  entirely  (except 
for  the  fabric  wing  covering)  of  Duralumin.  The  power 
plant,  when  fitted,  will  consist  of  two  of  the  ”  groupe  bimoteur' ' 
Breguet-Bugatti  engines.  The  covering  of  the  huge,  fuselage 
is  the  same  as  that  of  the  Sesquiplan  shown  last  year,  and 
consists  of  narrow  strips  of  Duralumin,  with  edges  turned 
inward  to  form  channel  sections. 

The  fuselage  of  the  type  XX  Leviathan  is  shown  in 
skeleton.  It  is  a  very  pretty  piece  of  work,  but  must  be  ver> 
expensive  indeed.  The  14T  bis  is  already  well  known. 

C.A.M.S. 

Among  the  French  firms  who  had  entered  machines  foi 
the  ”  Coppa  Schneider  "  at  Naples  was,  it  may  be  remembered, 
the  Chantiers  A&ro-Maritimes  de  la  Seine,  of  which  Mr.  D 
Lawrence  Santoni  is  admin i s Irateur-ddldgud.  This  firm  has  not 
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been  in  existence  more  than  a  year  or  so,  and.  has  already 
produced  several  types  of  flying  boats.  The  designer  is 
M.  Confleuti,  who  was  with  Mr.  Santoni  on  the  Savoia  firm. 
The  machine  exhibited  is  a  two-seater  flying-boat  school  'bus, 
with  a  Hispano  engine  mounted  in  a  neat  little  power  "  egg.” 
Large  photos,  of  other  types  are  also  shown, 

CAUDRON 

Numerically  the  Caudron  exhibits  are  the  largest  in  the 
Show',  no  fewer  than  six  types  of  Caudrous  being  represented. 
While  most  other  manufacturers  have  given  up  making 
sporting  aeroplanes,  Caudrons  are  showing  at.  least  two  which 
fall  under  that  category,  while  two  more,  or  even  three,  can 
be  regarded  as  such,  although  intended  primarily  for  school 
work.  The  sixth  machine  exhibited  is  the  three-engined 
commercial  passenger  carrier  shown  last  year,  but  incor¬ 
porating  several  improvements. 

The  C.6i,  as  the  passenger  machine  is  called,  is  driven  by 
three  Hispano  engines,  two  of  which  are  mounted  on  struts 


FARMAN 

Henry  and  Maurice  Farman  show  three  machines  this 
year,  neither  of  which  has  been  exhibited  before.  One  of 
these,  the  largest,  is  a  *'  commercial  ”  passenger  carrier,  and 
may  be  described  as  a  “  Goliath  ”  with  the  two  Salmson 
engines  removed  from  the  wings  and  a  600  h.p.  Farman 
engine  placed  in  the  nose  of  the  fuselage  instead.  The  cabin 
seats  eight  passengers,  but  a  power  expenditure  of  75  h.p. 
per  passenger  can  scarcely  be  regarded  as  a  commercial 
proposition. 

The  second  Farman  is  a  day  bomber  with  very  deep  fuselage, 
and  the  pilot  and  gunner  placed  respectively  in  front  of  and 
behind  the  top  plane.  The  nose  of  the  fuselage  is  rounded 
off,  as  the  radiator  is  carried  under  the  fuselage,  just  behind 
the  front  struts  of  the  undercarriage, 

By  far  the  most  interesting  of  the  Farman  machines  is  a 
monoplane  two-seater,  with  the  highly  tapered,  thick  canti¬ 
lever  wing  placed  low  on  the  fuselage,  and  pilot  and  passenger 


THE  PARIS  SALON  :  Some  of  the  machines.  1,  Loire  and  Olivier  flying  boat,  which  has  two  engines.  2,  The 
Nieuport  stand,  showing  the  fuselage  of  the  large  cabin  machine,  and,  in  foreground,  the  Koolhoven  F.K.31. 
3,  Bellanger  twin-engined  flying  boat,  which  has  folding  wings  of  crescent-shaped  plan  form.  4,  Pescara 

Helicopter. 


between  the  wings,  and  the  third  in  the  nose  of  the  fuselage. 
The  main  improvement,  and  one  which  was  suggested  in 
Flight  last  year,  consists  in  removing  the  petrol  tanks  from 
the  cabin  (where  they  were  placed  under  the  passengers' 
seats)  and  building  them  into  the  centre  section  of  the  top 
plane.  This  should  materially  lessen  the  danger  to  passengers 
of  fire  on  board,  and  at  the  same  time  has  the  advantage 
of  giving  gravity  petrol  feed  to  the  engines. 

The  two  sports  type  Caudrons  are  a  single-seater  (type 
C.67)  with  30  h.p.  inverted  Y-type  Anzani  engine,  and  a 
two-seater  (C.68)  with  45  h.p.  six-cylinder  Anzani.  The  wings 
of  the  latter  are  made  to  fold,  and  the  machine  can  then 
be  trailed  behind  a  motor-car,  or  even  a  motor-cycle. 

Three  school  raacliines  are  shown,  representing  various 
stages  in  the  tuition  of  flying.  The  first  is  the  famous  G.3, 
with  tail  booms  and  skids.  The  second  is  a  type  C.27  two- 
seater  fuselage  biplane  with  le  Rhone  engine,  and  the  third 
a  two-seater  with  Hispano  motor.  Thus  the  pupil  gradually 
works  up  from  the  G.3  to  the  standard  tractor  biplane  with 
water-cooled  engine. 


enclosed  in  a  "  conservatory  ”  cabin.  The  chassis  is  similar 
to  that  of  the  B.A.T.  “  Bantam,”  giving  a  very  wide  track. 
An  objection  to  this  arrangement  in  the  Farman  monoplane 
is  that  landing  shocks  are  taken  by  the  cantilever  wings. 
However,  the  depth  of  these  at  the  root  must  be  close  upon 
2  ft.  It  appears  that  the  occupants  enter  and  leave  the 
cabin  by  walking  along  the  root  of  the  wings  from  the  trailing 
edge,  and -the  only  support  appears  to  be  the  exhaust  pipe, 
which  might  conceivably  give  the  adventurous  passengers 
a  shock. 

F.B.A. 

The  Franco-British  Aviation  Co.  are  showing  a  type.  16 
H.E.2  flying-boat  intermediate  school  machine.  The  140  h.p. 
Hispano  engine  rests  on  a  pair  of  “  trouser  ”  struts  rising 
from  the  deck  of  the  boat  hull,  and  a  semicircular  radiator 
curves  over  the  nose  of  the  power  “  egg.”  Instructor  and 
pupil  sit  side  by  side  in  front  of  the  wings.  The  boat  is 
flat-bottomed  and  has  but  a  single  step.  In  its  general 
design  the  machine  follows  lines  which  are  now  more  or  less 
familiar. 
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HANDLEY  PAGE 

"I  he  only  British  constructor  exhibiting  is  Handley  Page, 
wln>  is  represented  by  the  *'  Hanley  ”  torpedo- ’plane  with 
Napier  "Lion''  engine.  As  this  machine  was  very  fully 
described  in  Flight  quite  recently,  there  is  no  need  to  do  more 
here  than  record  its  presence  at  the  Show,  and  the  fact  that  it 
was  flown  over  from  Cricklewood  to  le  Bourget.  M.  Laurent- 
Jiynac,  on  his  visit  to  the  Grand  Palais,  spent  considerable 


time  on  the  II, I’,  stand  (which,  incidentally,  is  badly  placed 
under  the  gallery),  and  was  very  interested  in  the  slotted 
wings. 

HANRIOT 

Marcel  Harriot  is  represented  this  year  by  two  machines, 
of  which  one  is  the  well-known  school  type  H.  14,  with  a  lew 
1923  modifications,  which  calls  for  no  detailed  comment,  while 
the  other,  shown  in  skeleton,  is  a  very  interesting  piece  of 
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all-metal  (Duralumin)  work.  This  is  an  “  Avion  de  Chasse  ” 
with  SyJtnson  engine  The  wing  btaeing  is  unusual  in  that, 
although  the  machine  is  a  biplane,  there  are  no  struts.  There 
is  a  single  main  spar,  although  a  tube  between  it  and  the 
trailing  edge  of  the  Gottingen  section  helps  to  a  certain  extent, 
and  a  single  lift  wire  (streamline)  runs  from  the  under¬ 
carriage  to  the  top  plane,  passing  via  a  large  steel  clip  on  the 
lower  main  spar  en  mute.  In  a  subsequent  issue  of  Flight 
we  hope  to  deal  with  this  machine  in  some  detail. 


\ 

F.  KOOLIIOVEN 

Fritz  Koolhoven  makes  his  re-entry  into  aviation  with 
a  two-seater  tighter  monoplane  of  unusual  design.  This 
machine  rvas,  we  are  informed,  built  in  20  days,  and  conse¬ 
quently  it  may  be  forgiven  if  the  machine  looks  somewhat 
rough  and  lacks  some  of  the  high  finish  found  on  many  French 
machines.  The  F.K.31  incorporates  a  number  of  unusual 
features,  some  of  which  will  be  dealt  with  at  greater  length 
in  a  subsequent  issue  of  Flight.  In  the  meantime,  it  may 
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In-  staled  that  the  machine,  whicli  is  fitted  with  a  400  h.p. 
Bristol  ”  Jupiter”  engine,  is  a  parasol  monoplane,  with  the 
pilot  seated  in  a.  circular  cut-out  portion  of  the  wing,  as  in 
the  Bat  ”  Bantam,”  while  a  gunner’s  cockpit  is  placed  just 
aft.  Ol  the  wing.  In  order  to  improve  the  pilot’s  view,  the 
centre-section  of  the  wing  is  kept  quite  thin,  so  that  he  can 
look  over  or  under  the  plane.  A  gun  mounting  ol  special 
design  is  provided,  which  enables  the.  gunner  to  train  his 
machine  guns  very  quickly  in  any  direction. 

The  undercarriage  is  of  wide  track,  provided  by  fitting  a 
small  auxiliary  wing  to  the  undercarriage  struts  and  housing 
1  lu  wheel  axle  in  this,  the  wheels  forming  baffle  plates  for 
the  ends  of  the  plane.  The  wing,  which  is  parallel  except  for 
the  ends,  is  of  GOttingen  section,  and  is  braced  by  two  struts, 
finally,  it  may  be  mentioned  that  the  total  weight  of  the 
machine  is  3,400  lbs.,  of  which  the  military  load  forms 
1,500  llis.,  or  4  -j  per  cent  of  the  total. 

BAT EC O ERE 

Socttrft  lMHJstKiEU.ii;  tr’ Aviation  LatSiokkk  are  showing 
this  year  the  complete  Bat.  6,  the  fuselage  of  which  was 
exhibited  last  year.  The  machine  is  a  huge  font -engined 
avion  de  protection,  built  entirely  of  Duralumin,  even  to  the. 
wing  covering.  The  undercarriage  of  this  year’s  machine  has 


be  required  to  repair  the  damage.  The  fuselage  is  to  be 
covered  with  plywood  so  as  to  form  a  watertight:  hull,  so 
that  if  the  machine  (which  is  designed  for  naval  use)  has  to 
alight  near  the  aircraft  carrier  it  will  float  until  it  can  he 
picked  up. 

Thu  370  U  p.  Lorraine  Dietrich  engine  is  mounted  on  a. 
separate  structure,  built  up  as  a  complete  unit. 

BIORE  AND  OLIVIER 

Thk  Etablisseracnts  L.  &  O.  have  been  unfortunate  thus  year 
m  the  allocation  of  stands,  having  been  pushed  underneath 
the  gallery,  where  they  have  had  the  greatest  difficulty  in 
finding  space  for  the  two  machines  shown.  One  of  these  is 
a  twin-float  seaplane,  built  entirely  of  Duralumin,  even  to 
the  floats  This  machine,  a  biplane,  has  unusual  wing 
strutting,  which  causes  the  wings,  when  folded,  to  be  tilted 
at  a  considerable  angle.  The  wing  section  used  is  one  of  the 
J on kow'sky-Gott ingen  series 

The  second  machine  is  a  small  twin-engined  flying  boat, 
with  a  cabin  in  the  front,  portion  of  the  hull.  The  pilot  is 
placed  aft  of  the  wings,  where  he  will  probably  have  a  rather 
uncomfortable  time  of  it,  what  with  the  indifferent  view  and 
the.  slip  stream  from  the  tips  of  the  two  propellers.  Tin- 
best  feature  of  this  machine,  is,  perhaps,  the  close  spacing  of 
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been  redesigned,  and  now  incorporates  transverse  tubular 
struts  of  about  15  ft.  length,  with  a  diameter  of  some  4  ins. 
We  cannot  say  we  particularly  like  the  machine,  hut  condi¬ 
tions  in  France  are  so  different  from  those  at  home  that  it  is 
difficult  to  assess  the  merits  of  the  design.  The  scheme  is 
certainly  ambitious,  and  time  only  will  show  whether  the 
designer  is  on  the  right  track. 

PIERRE  LEVASSEUR 

I  wo  machines  are  shown  on  this  stand,  one  of  which  is 
very  similar  in  general  appearance  to  the  Blackburn  “  Dart,” 
This  machine  is  an  avion  torpid  mr,  type  AT.  r,  with  600  h.p. 
Renault  engine.  Shortly  before  the  Show  the  machine  com 
pletcd  its  flying  tests,  fitted  with  the  older  type  Renault 
which  develops  about  100  h.p.  less  than  the  new  model-  In 
spite  of  this,  however,  the  machine  is  stated  to  have  flown 
very  well,  and  when  the  new  engine  is  fitted  it  is  lioped  that 
a  considerable  increase  in  performance  will  be  obtained. 

The  second  machine  exhibited  is  shown  in  skeleton  It  is 
morn  or  less  a  development  of  the  sporting  type  exhibited 
last  year,  and  is  remarkable  for  the  fact  that  its  fuselage  is 
built  up  of  four  panels  of  thick  ply-wood,  forming  struts  as 
well  as  bracing.  The  sides  thus  formed  are  joined  together 
by  a  few  transverse  struts  on  wire  bracing.  The  machine 
should  be  extremely  cheap  to  build,  although  it  might  be 
objected  that  m  case  of  damage  to  an  undercarriage  strut 
(which  are  parts  of  the  front  panels)  a  whole  new  panel  would 


the  two  engines,  which  are  only  iust  sufficiently  far  apart  to 
allow  the  tips  of  the  two  propellers  to  cleat  one  another 

DE  MONGE-BUSCAYEET 

\  very  interesting  monoplane,  mainly  of  Duralumin  con 
s(  ruction,  is  shown  in  a  bad  corner  under  the  gallery,  where 
it  is  apt  to  be  passed  by  without  receiving  the  attention  it 
deserves.  M.  Louis  de  Mong*v  has  very  original  ideas  cm 
aircraft  design,  and  in  this  macfline  be  has  incorporated  a 
number  of  unorthodox  ideas.  The  fuselage  is  of  Duralumin 
construction  in  front,  while  the  rear  portion,  with  the  tail 
plane  and  fin,  are  monocoquc.  The  parasol  monoplane  wing 
is  mounted  on  centre-section  struts  formed  by  rectangular 
box  section  arms  projecting  upwards  from,  and  being  built 
integral  with,  a  fuselage  former  or  bulkhead.  This  former 
has  somewhat  similar  downward  extensions,  which,  however, 
are  hinged  to  the  former  and  act  as  undercarriage  struts. 

The  monoplane  wing  is  braced  by  one  single  large  sti  nt  on 
each  side,  and  there  are  no  lift  wires.  The  wings  have  a 
pronounced  sweep- back  in  order  to  allow  of  placing  the  pilot: 
behind  the  rear  spar.  The  arrangement  of  the  rubber  shock 
absorbers  is  interesting,  short  radius  rods  sloping  inwards 
and  upwards  from  the  foot  of  the  struts.  The  engine  of  the 
tie  Monge  avion  de  chasse  52C  1  is  a  300  h.p.  Hispauo,  and  the 
Lamblin  radiator,  which  is  of  special  design,  curves  around 
the  lower  half  of  the  nose  of  the  fuselage.  The  machine  has 
an  estimated  speed  of  270  km. /hour  at  ground  level. 
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M  ORAN  E-  S  A  ULN 1 ER 

I'he  Morane-Saulnirr  exhibit  this  year  is  smaller  than  usual, 
consisting  of  but  two  machines.  One  of  these  is  the  familiar 
parasol  monoplane,  which  does  not.  call  for  any  description. 
The  second  machine  is  a  cantilever  monoplane  of  rather 
unusual  design,  and  may  be  briefly  described  as  consisting  of 
a  Fokkei  wing,  an  Ansaldo  fuselage  and  a  Bat  F,  Iv.26  under 
carriage. 

The  machine,  however,  lias  several  interesting  features. 
For  instance,  the  Hispano  engine  is  mounted  on  a  Separate 
engine  mounting,  which  is  completely  separated  from  the 
main  fuselage-  structure.  It  is  attached  by  four  bolts  only, 
and  the  instrument  board,  with  engine  controls,  forms  part 
of,  and  is  removed  with,  the  engine  unit.  It  should  thus  be 
possible  to  change  an  engine  in  about  to  minutes, 


ut  struts,  and  is  to  be  fitted,  we  gather,  with  a  Rataau  super¬ 
charger  and  Pierre  Levasseur  variable-pitch  airscrew. 

The  Nieuport- Deluge  "  Sesg u i plan,”  ‘type  37C  1,  has  a 
thick,  braced  monoplane  wing,  while  a  small  wing  surrounds 
the  axle  and  part  of  the  wheels.  In  a  general  way  this 
machine  resembles  the  one  built  for  the  Coupe  Deutsch, 
but  which  could  not  be  coaxed  oft  the  ground,  The  single 
Famblin  radiator  of  this  machine  is  fitted  with  one  of  the 
new  shutters,  which  in  appearance  resembles  a  four  bladed 
tan  and  is  operated  by  a  small  differential,  thus  shutting  oft 
the  air  going  through  the  centre  of  the  radiator. 

HENRY  POTKZ 

Or  the  three  machines  exhibited  by  Henry  Poles  t lie  three 
engined  type  XV 111  is,  generally  speaking,  similar  to  last. 
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SILHOUETTES  FROM  THE  PARIS  SALON  :  Seven  more  machines  of  various  types. 


The  cabin  has  four  seats,  of  which  the  front  one  on  the 
port  side  is  occupied  by  the  pilot.  The  front  of  the  cabin  is 
formed  by  large  window  s,  and  as  the  wing  is  on  a  considerably 
higher  level  than  five  top  of  the  engine  housing,  the  view  is 
fairly  good. 

NIEUPORT- ASTRA 

Three  machines  arc  shown  by  Nieuport,  two  of  which  are 
variations  of  the  well-known  type  29C  t,  while  the  third 
is  a  “  Sesquiplan."  The  nacelle  of  an  Astra -Tor res  airship 
is  also  shown.  The  smaller  of  the  biplanes  has  ordinary 
thin  wings,  and  a  single  pair  of  struts  on  each  side.  This 
machine  is  designed  for  fighting  at  lowT  altitudes.  The  other 
29C  x.  1923  model,  has  a  Gottingen  wing  section,  twro  pairs 


year's,  among  the  changes  made  being  the  shifting  of  the 
pilot's  seat  from  behind  the  cabin 'to  in  front  of  it.  Certain 
other  changes  have  been  made,  such  as  to  the  undercarriage, 
etc.,  but  the  fundamental  idea  Underlying  the  design  remains 
unaltered.  The  machine  is  designed  to  carry  12  passenger*, 
and  as  the  power  plant  consists  of  three  Lorraine  engines  of 
275  h.p.  each,  l he  power  expenditure  per  passenger  carried 
is  very  high.  Otherwise  the  three-engine  arrangement  has 
much  to  recommend  it. 

The  second  IT.  Potez  machine  shown  is  a  two-seater  all- 
metal  reconnaissance  biplane,  fitted  with  a  370  h.p.  Lorraine 
engine.  It  is  of  orthodox  design  as  regards  external  appear¬ 
ance.  and  as  all  the  internal  construction  is  covered  up  it 


Dechmpfr  21,  l< jll 


m  ^ 


is  not  possible  to  express  an  opinion  as  to  its  merits.  The 
machine  is  of  the  type  XI  Cap.  2. 

Designed  as  a  touring  or  school  machine  with  70  h.p. 
Anzani  engine,  the*  Potez  type  VIII  is  a  straightforward 
tractor  biplane,  with  the  coaming  around  the  cockpits  cut 
down  low  and  only  partly  separating  the  two  cockpits.  This 
method  appears  to  be  becoming  popular  in  France  as  far  as 
school  machines  are  concerned,  probably  because  it  brings 
pupil  and  instructor  closer  together,  and  enables  the  latter 
to  shout  directions  to  the  pupil. 

SAVOIA 

A  single  Hying  boat  is  exhibited  on  the  Savoia  stand. 
Designed  by  Marchetti,  the  machine  is  of  typical  Italian  lines, 
with  flat  Sides,  and  the  300  li.p.  Fiat  engine,  placed  high  in  the 
gap  between  the  planes,  driving  a  “  pusher  "  airscrew.  The 
machine  is  mainly  remarkable  for  its  economy,  six  passengers 
being  carried  in  addition  to  the  pilot.  This  corresponds  to 
a  power  expenditure  of  50  h.p.  per  passenger,  which  is 
distinctly  good  for  a  seaplane. 

The  passengers  are  seated  in  two  open  cockpits,  one  behind 
the  other,  while  the  pilot  is  placed  in  the  extreme  nose, 
where  his  view  is  certainly  excellent  but  whence  he  may 
have  some  difficulty  in  “  feeling  ”  his  machine,  owing  to 
the  absence  of  any  considerable  portion  of  hull  in  front  of 
him  by  which  to  judge  the  attitude  of  the  machine. 

SCHNEIDER 

Tkk  famous  l  reusot  firm,  whose  activities  are  intimately 
associated  with  France’s  military  organisation,  has  turned 
its  attention  to  aircraft  construction,  and  one  of  the  results 
is  the  huge  four-engined  bomber  show  n  in  the  Grand  Palais. 
The  machine  is  singularly  uninteresting,  regarded  aero- 
dynamically,  being  very  much  like  the  1917  Gotha  except 
for  the  fact  that  it  has  four  engines  instead  of  two.  We 
believe,  however,  that  the  all-metal  construction  (for  which, 
of  course,  a  firm  like  Schneider  et  Cie.  have  exceptional 
facilities)  is  very  good,  and  if  the  designers  apply  their 
knowledge  of  metal  -work  to  modern  types  the  rm  should 
produce  something  really  worth  while. 

H  H 


S.E.C.M. 

Three  complete  machines  arc  shown  by  the  Soctcle 
d’Emboutissage  et  de  Constructions  Meeaniques,  all  made 
of  metal.  One  of  these  is  a  night  bomber  (B.X.  2),  type  X, 
with  Salmson  engine.  Long  narrow  radiators  are  fitted  on 
the  sides  of  the  fuselage,  and  a  circular  exhaust  collector  ring 
forms  the  actual  nose,  somewhat  after  the  fashion  of  the 
Bristol  “  Lucifer.”  The  fuselage  is  of  tubular  construction, 
while  the  wings  have  lattice-girder  Duralumin  spars.  The 
machine  is  equipped  with  lights  under  the  wings  for  landing 
at  night. 

The  second  machine  shown  is  a  small  touring  three-seater 
with  t8o  h.p,  Hispano  engine.  The  pilot  is  seated  in  front, 
and  the  two  passengers  side  by  side  behind  the  wings. 

Shown  in  skeleton  is  a  school  machine,  type  XXII,  with 
Hispano  engine.  This  machine  is  also  of  Duralumin  con¬ 
struction  with  tubular  fuselage  and  wing  spars  of  rectangular 
Duralumin  tubes. 

SIMB 

The  firm  Societe  Industrielle  des  Metaux  et  du  Bois, 
formerly  known  as  the  Etablissements  Bernard,  is  showing 
a  most  unusual  and  highly  interesting  monoplane,  built 
entirely  of  Duralumin  even  to  the  covering  of  the  wings  and 
fuselage.  In  the  design  triangulation  has  been  used  through¬ 
out,  and  the  outer  covering,  formed  of  thin  sheet  strips  bent 
into  a  channel  section,  is  relied  upon  to  take  its  share  in 
resisting  the  stresses.  Thus  in  the  wing  there  are  no  spars 
and  ribs  in  the  ordinary  sense  of  the  words,  the  structure 
being  composed  of  built-up  and  riveted  formers  arranged  to 
give  perfect  triangulation. 

Aerodynamically  the  Bernard  "  Ferbois”  is  interesting  in 
being  a  cantilever  monoplane  with  wings  placed  low  A  la 
Jankers  and  an  ”  inverted  T  ”  undercarriage  consisting  of  a 
single  covered-in  ”  leg  ”  growing  out  of  the  fuselage  and 
carrying  at  its  lower  end  a  transverse  member  in  which  the 
axle  is  housed.  The  machine  is  of  extraordinarily  clean 
outline,  and  certainly  appears  to  give  hopes  of  justifying  its 
designer’s  hope  of  attaining  a  speed  of  315  kms.  (195  miles) 
per  hour.  With  a  300  h.p.  Hispano  engine  the  power 
loading  is  about  9  lbs. /h.p.,  while  the  wing  loading  is  about: 
15  lbs.  sq.  ft.  A  thick,  high-lift  wing  section  is  used. 

0  0 


WAR  INVENTIONS 


The  second  Report  of  the  Royal  Commission  on  Awards 
to  Inventors  is  now  out,  and  from  the  somewhat  lengthy  list 
of  claims  and  awards,  we  notice  the  following  which  are 
connected  directly  or  indirectly  with  aviation  : 

ioi  Wing-Comdr,  F.  Ranken  ('*  Ranken  ”  Dart),  £2,250. 

102.  (Baby  Incendiary  Bomb),  £3,500. 

103  ("  Special  Operations  ”  Pistol),  Nil. 

104.  (Relay  Tube  for  Bombs),  Nil. 

116.  Lord  Invernairn,  Air.  T.  C.  W.  Pullinger,  The  Galloway 
Engineering  Co.,  Ltd.,  and  Major  F.  B.  Halford  (B.H.P. 
Engines  for  Aeroplanes) ).  £20,000. 

131.  Air.  J  Briber  (Self-sealing  Petrol  Tank),  £2,000. 

132.  Mr.  E.  C.  Lacey  (Self-sealing  Petrol  Tank),  Nil. 

137.  Mr.  F.  W.  Lanchester  and  The  Daimler  Co.,  Ltd. 
(Improvements  in  High  Speed  Reciprocating  Engines 
(Vibration  Dampers)  ),  £3,000. 

138.  Major  G.  F.  B.  Turner  and  Lieut.-Col.  C.  R.  Fir.-h 

Noyes  ((«)  Petrol  Bombs ;  (b)  Fuze  Pistols  for  Bombs  ; 

(c)  Light  Cases  for  High  Explosive  Bombs),  £1.000  jointly. 

142.  Major  F.  W.  Scarf!  ((a)  Ring  Mountings  for  Alachine 
Guns  ;  (b)  Twin  Guh  Attachments  ;  (c)  *'  Trombone  ” 

Attachment  for  Bomb  Sights ;  (d)  Equal  Distance  Bomb 

Sights  ;  (e)  Improvements  in  Lewis  Gun  Magazine),  £5,000  in 
addition  to  £1,500  already  received  from  the  Air  Ministry)  ; 
(/)  Gun  Cameras,  claim  abandoned  at  the  hearing. 

145.  Mr.  R.  E.  Bozon  (Aerial  Torpedoes),  Nil. 

146.  Mr.  A.  H.  Gledhill  (Bomb  Release  Gears  and  Control 
Mechanism),  £3,000. 

147.  Messrs.  Vickers.  Ltd.  (Fabrics  for  the  Gasbags  of 
Aircraft),  £1,500. 

148.  Messrs.  Handley  Page,  Ltd.  (Slips  forming  part  of 
Bomb  Releasing  Gear),  £750. 

149.  Air  Comdr.  O.  Swann  (Twin  Float  Seaplanes),  Nil. 

B  B 

An  Adelaide  Memorial  to  Sir  Ross  Smith 

It  is  proposed  by  the  citizens  of  Adelaide — his  native 
city — to  erect  a  statue  to  Sir  Ross  Smith,  to  commemorate 
his  flight  to  Australia.  A  shilling  fund  has  been  established 
by  the  Register,  and  £1,500  has  been  collected,  including 
contributions  from  many  hundreds  of  school  children,  some 


153.  Messrs.  Henry  Hughes  and  Sons,  Ltd.  (Aeroplane 
Compasses),  £2,000. 

154.  Walton  Motors,  Ltd  (”  Wasp  ”  and  ”  Dragonfly  ' 
Aeroplane  Engines),  £48.000. 

155.  Mr.  W  A.  Burns  (Anti-Aircraft  Sights  and  High  Angle 
Sights),  £2,915. 

156.  Mr.  W.  A.  Burns  (Aircraft  Compensation  Sights),  £300. 

157  Comdr.  D.  T.  Graham -Brown,  R.N.  (High  Angle 

Sights),  £1.000. 

158.  Messrs.  Barr  and  Stroud,  Ltd.  (Anti-Aircraft  Height 
and  Range  Finders  U.  B.2),  £3,600. 

159.  Air.  P.  W.  Wiilans  (Height  and  Range  Finders  I  I  13,2), 
£400. 

170.  Lieut.-Col,  Moore- Brabazon  (Aircraft  Cameras),  Ad¬ 
journed  with  liberty  to  apply  to  restore. 

183.  Messrs.  Joseph  Lucas,  Ltd.  (Dynamos  for  Aeroplanes 
(Mark  2)),  £200. 

1S4.  Mr.  H.  Leitner  (Dynamos  for  Aeroplanes).  £3,500. 

196.  Messrs.  Rolls-Royce,  Ltd  (”  Hawk  ”  Aeroplane 
Engine).  £2,500. 

197.  Alessrs.  Handley  Page,  Ltd.  (1)  The  ”  O  ”  Type  Twin 
Engine  Aeroplane,  and  (2)  the  ”  V  ”  Type  Four  Engine  Aero¬ 
plane),  £30,000 

203.  Lieut. -Col.  H.  E.  S.  Holt  (”  Holt  ”  Lauding  Light 
Brackets  and  Flares  for  use  on  Aircraft),  £1,000. 

209.  Capt.  G.  T.  Smith-Clarke  (Calibration  of  Carburettor 
Jets),  Nil,  An  award  of  £15  had  already  been  made  by  the 
Air  Ministry. 

210.  The  Nieuport  and  General  Aircraft  Co..  Ltd.  (*'  Night- 
hawk  ”  Aeroplane),  £5,000. 

220.  Lieut.-Col.  Hill  and  Lieut.-Col.  Paul  (Fuze  Range 
Sight  for  A. A.  Guns),  £1,200. 

224.  Major  D.  H.  Kennedy  (Aircraft  Radiators),  Nil. 

B  B 

of  whom  have  sent  their  pennies.  In  addition  to  this,  the 
citizens  have  already  subscribed  over  £2,000,  and  the  organ¬ 
isers  are  confident  that  they  will  receive  ample  to  provide 
a  handsome  memorial  for  the  airman’s  grave,  or  more  probably 
for  the  city  boulevard.  We  have  not  yet  heard  what  definite 
form  it  will  take, 
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COMMITTEE  MEETING 

A  MEETING  of  the  Committee  was  held  on  Wednesday, 
December  13,  1922.  when  there  were  present  :  Brig  -Gen. 
Sir  Capel  Holden,  K.C.B.,  F.R.S.,  in  the  Chair,  Wing-Comdr. 
W.  D.  Beatty,  C.B.E,  Mr.  Ernest  C.  Bucknall,  Lieut. -Col.  M. 
O.  Darby,  Col.  F.  Lindsay  Lloyd,  0  M  G.,  C.B.E.,  Lieut  -Col. 
A,  Ogilvie,  Lieut. -Col.  M.  O'Gorman,  C.B.,  Mr.  T.  O,  M. 
Sopwith  and  the  Secretary. 

Election  of  Members.  'Hie  following  new  Members 
were  elected  : — 

Major  Frederick  Thomas  Ashford. 

Charles  Douglas  Barnard. 

Walter  James  Beaumont. 

Willoughby  Lap  pin. 

Frederic  Arthur  de  Vere  Robertson. 

Arthur  Stradling  Willmott 

Sub-Committees. — The  Reports  from  the  following 
Sub-Committees  were  received  and  approved  :  — 

Racing  <  mnmiltce,  Gliding  Committee,  House  Committee, 
Finance  Committee. 

“  Daily  Mail  ”  Gliding  Contest.  The  Secretary  reported 
that  the  expenses  of  the  Daily  Mail  Gliding  Contest  amounting 
to  £\, 273  1  is.  o d.  had  been  defrayed  by  the  proprietors  of  the 
Daily  Mail. 

Letters  were  read  from  the  proprietors  of  the  Daily  Mail 
expressing  their  cordial  thinks  to  the  Club  for  carrying  out 
the  arrangements  for  the  Gliding  Contest,  al  the  same  time 
sending  One  Hundred  Guineas  to  the  Competitions  Fund  of 
the  Club. 

F.A.I.  Paris  Conference,  January  3,  1923.  The 

following  items  on  the  Agenda  were  considered  :  — 

Tryptique 

The  Secretary  reported  that  the  form  of  Tryptique  approved 
by  the  French  Customs,  and  authorised  for  use  in  France, 
had  been  received,  and  that  the  British  authorities  had  been 
approached  to  sanction  the  use  of  the  Tryptique  in  this 
country. 

The  Aero  Club  de  France  and  the  Royal  Aero  Chib  would 
be  tlie  responsible-  bodies  in  their  respective  countries  lor 
the  issue  of  the  Tryptique  for  aircraft  travel.  The  Tryptique 
would  not  apply  to  air  transport  companies  ou  the  regular 
routes. 

Revised  Regulations  for  Admission  of  Official  Timekeepers. — 
The  revised  regulations  were  considered  and  approved. 

Schneider  Race.  1923  The  recommendations  of  the  Royal 
\cro  Club  were  considered  and  approved. 

Delegates. -  -The  delegates  to  attend  the  Conference  on 
bchali  of  the  Royal  Aero  Club  were  Lieut. -Col  M  O' Gorman, 
C  IV,  Lieut. -Col  M.  O.  Darby  and  Lieut.  Com.  H.  E.  Perrin. 

Air  Conference,  1923.  The  following  were  appointed 
to  represent  the  Royal  Aero  Club  at  the  Air  Ministry's  Air 
Conference  to  be  held  in  February,  102,3  : 

Lieut. -Col.  J.  T.  C.  Moore-Brahazon.  M.C  ,  M.P.,  Lieu  1. Col. 
F.  K.  Me  Clean  VF.C.,  Brig. -Gen  Sir  Capel  Holden,  K.C.B., 
F.R.fj ,  Lieut. -Col.  M,  O'Gorman,  CB,  Lieut. -Com.  IT  E. 
Perrin. 

Aviators’  Certificates. — The  following  aviators'  certifi¬ 
cates  were  granted  :  — 

7037  Edmund  Arthur  Burton,  December  5.  1022. 

;03<S  Walter  James  Beaumont,  December  7,  1922. 

RACING  COMMITTEE 

A  Meeting  of  the  Racing  Committee  was  held  on  Monday, 
November  27,  1922,  when  there  were  present : — Maj.-Gen.  Sir 
W.  S.  Brancker,  K.C.B.,  in  the  Chair,  Commander  James 
Bird,  Lieut. -Col.  M.  O.  Darby.  Licut.-Col.  F.  K.  McClean, 
A.F.C.,  and  Mr.  W.  O.  Manning.  In  attendance: — 
Lieut. -Col.  M.  O'Gorman,  C.B.,  and  the  Secretary. 

Schneider  Cup  Race,  1923.— The  recommendations 
of  the  Royal  Aero  Club  for  next  year's  race  to  be  submitted 
to  the  F.A.I.  Meeting  in  Paris  on  January  3,  1923,  were 
drawn  up  as  follows 


French  Air  Routes  in  Rhineland 

It  is  stated  that  a  leading  French  air  company  will 
operate  shortly  the  following  air  services  between  France 
and  the  Rhineland  : — 

Mainz- Wiesbaden  and  Paris;  Mainz- Wiesbaden  and  Cnei- 


SCHNEIDER  RACE,  1923 
Recommendations  by  the  Royal  Aero  Club 

Navigability  and  Watertightness  tests  shall  be  one  Icm 
and  called  "  Seaworthiness  Test.”  and  shall  take  place  on, 
the  day  preceding  the  contest,  at  such  time  as  shall  be  fixed 
by  the  Com  missal  res  Sportifs 

Each  aircraft  shall  cover  a  course  ol  5  to  to  nautical  miles 
over  the  sea,  a  creek,  gulf,  estuary  or  bay,  as  shall  be  fixed 
by  the  Commissaircs  Sportifs.  After  taxying  over  the 
starting  line,  the  aircraft  shall  rise  and  continue  on  the  course. 
During  this  test,  the  aircraft  shall  be  taxied  over  two 
distances  of  .1  mile  (nautical),  the  limits  of  each  of  those 
distances  being  indicated  by  two  buoys,  the  course  between 
each  of  these  two  distances  shall  be  covered  in  flight. 

After  taxying  over  these  two  distances,  the  aircraft  shall 
rise  and  complete  the  course,  alighting  again  before  the 
finishing  line  and  taxying  over. 

The  C'ommissaires  Sportifs  may  allow  any  competitor 
who  has  not  passed  this  part  of  the  test  to  make  a  second 
and  final  attempt. 

After  taxying  over  the  finishing  line,  the  aircraft  shall 
proceed  direct  to  a  mooring  allotted  beforehand,  where  it 
must  remain  afloat  for  a  period  of  six  hours,  with  no  persons 
on  board.  Aircraft  leaving  their  anchorage  during  this 
period  will  be  disqualified. 

No  repairs  will  be  permitted  during  the  Seaworthiness 
Test. 

The  aircraft  must  not  undergo  any  modification  between 
the  Seaworthiness  Test  and  the  Speed  Test.  The  aircraft 
will  be  marked  to  ensure  this. 

Speed  Test 

The  Speed  'Test  will  be  contested  ovoi  a  distance  ol  not 
less  than  200  sea  miles.  The  course  may,  if  necessary,  be 
taken  over  the  coast,  the  controls  being  on  land,  care  being 
taken  to  avoid  all  arrangements  likely  to  impede  compet  itors, 

The  contest  will  take  place  between  April  1  and 
November  13,  1923. 

Competitors  mav  be  started  all  together  or  at  intervals 
as  shall  be  fixed  by  t he  Commissaires  Sportifs.  If  at  intervals, 
the  order  of  starting  will  be  drawn  by  lot. 

The  start  may  be  made  from  the  starting  line  on  the  water 
01  over  the  starting  line  in  flight.  The  finish  over  the 
finishing  line  must  be  in  flight. 

Mightings  are  allowed. 

In  the  event  of  damage  during  the  Speed  Test,  the  necessary 
repairs  may  be  carried  out  at  sea,  but  these  must  not  alter 
the  original  condition  in  which  the  aircraft  was  presented. 


GLIDING  COMMITTEE 

A  Meeting  of  the  Gliding  Committee  was  held  ou  Monday. 
November  27,  1922.  when  there  were  present  :  —Maj.-Gen.  Sir 
W  S.  Brancker,  K.C.B.,  in  the  Chair,  Lieut. -Col.  M,  O.  Darby. 
Major  O.  T.  Gnosspelius,  Mr.  W.  O.  Manning.  Lieut. -Col.  F. 
Iv  McClean,  A  F.C. ,  and  Capt.  W.  H.  Sayers.  In  attendance 
Lieut. -Col.  M.  O’Gorman,  C.B.,  and  the  Secretary. 

Selfridge  50-Mile  Gliding  Competition. — The  Regula¬ 
tions  were  considered  and  finally  approved. 

The  following  Stewards  were  appointed  to  control  the 
competition; — Maj.-Gen.  Sir  W .  S.  Brancker,  K.C  B, , 
Lieut. -Col.  M.  O.  Darby,  Lieut. -Col.  F.  K.  McClean.  A. F.C. 


DEUTSCH  CUP 

The  Aero  Club  de  France  announce  that  the  Deutsch 
Cup,  having  been  won  twice  by  the  Nieuport  Co.,  has  been 
finally  awarded  to  that  company  in  accordance  with  the 
rules. 

This  contest  is  now  closed. 

Offices:  THE  ROYAL  AERO  CLUB, 

3.  CLIFFORD  STREET,  LONDON.  W.  t. 

H.  E.  PERRIN,  Secretary. 


bourg  ;  Mainz-Wiesbaden,  Strasbourg  and  Lyons  ;  Mainz 

Wiesbaden  and  Cologne.  The  second  route  should  be  <«i 
service  to  Transatlantic  travellers,  whilst  the  Strasbouig 
line  will  connect  up  the  Rhineland  by  air  with  Warsaw  and 
Constantinople. 


December  21,  1922 


THE  NAPIER 

After  a  long  and  searching  series  of  tests  on  the  bench,  the 
1,000  h.p.  Napier  Cub  "  carried  out,  last  Friday  afternoon, 
its  first  official  test  under  actual  flying  conditions,  incidentally 
marking  another  eventful  day  in  the  history  of  British 
--and  the  world's,  for  that  matter — progress  in  aviation, 
1  his  was  the  first  occasion  on  which  an  aero  engine  of  such 
a  high  power  as  1,000  h.p.  has  ever  successfully  taken  the 
air — in  flight,  that  is,  not  for  consumption  ! 


“CUB”  FLIES 

Air  Vice-Marshal  Sir  W.  G.  H.  Salmond.  K.C.M.G.,  C.B., 
D.S.O.,  Director  of  Research,  and  several  officials  of  the  Air 
Ministry  were  present  at  Friday’s  demonstration,  and,  we 
understand,  that  the  Director  of  Research  was  very  impressed 
by  the  performance  of  both  engine  and  machine. 

Inasmuch  as  this  Napier-Avro  combination  is  the  property 
of  the  Air  Ministry,  we  are,  unfortunately,  unable  to  give 
any  particulars  either  of  the  Napier  “  Cub  "  or  the  Avro 


FIRST  FLIGH r  OP  THE  1,000  H.p.  NAPIER-AVRO  BOMBER  :  On  the  left,  Bert  Hinkler  and  crew  take 
off  at  Hamble,  December  15,  on  the  Avro  Bomber,  fitted  with  a  Napier  1,000  h.p.  “Cub.”  Below,  just 
before  the  flight.  On  the  right,  a  close-up  view  of  the  “Cub  ”  safely  installed  in  its  cage. 


1 1  is  most  satisfactory  to  know  that"  this  notable  event 
was  achieved  by  a  British  firm — or  more  correctly — firms, 
for  it  is  not  much  use  designing  and  building  an  aero  engine 
of  ever-so-many  horse-power  if  you  cannot  also  produce  a 
machine,  into  which  to  put  it,  that  will  fly.  So  w'e  must  not 
forget  the  share  of  this  achievement  due  to  A.  V.  Roe  and 
Co.,  Ltd.,  the  builders  of  the  Napiex'-Avro  Bomber  which 
successfully  bore  aloft  the  “  Cub,”  roaring,  as  Shakespeare 
would  have  said,  "  as  gently  as  a  sucking  dove.” 


Bomber  other  than  those  already  generally  known  to  our 
readers  from  what  has  been  previously  published  in  Flight. 
For  the  purpose  of  placing  on  record  this  notable  event, 
however,  we  give  herewith  those  brief  particulars  available 
of  engine  and  machine. 

The  aeroplane  to  which  this  huge  Napier  is  fitted  is  a 
specially  constructed  long-distance  Bomber  for  the  British 
Air  Ministry  designed  and  built  by  Messrs.  A.  V.  Roe  and 
Co.,  Ltd.,  of  Southampton,  one  of  the  oldest  aircraft  firms, 


FIRST  PLIGHT  OF  THE  1,000  H.P.  NAPIER-AVRO  BOMBER  :  Three  views  of  the  Avro  Bomber,  with 

Napier  “  Cub,”  a  modification  of  the  Avro  “  Aldershot.” 
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whose  machines  have  achieved  a  great  reputation.  It  is  a 
further  development  of  tire  Avro  "  Aldershot  ”  which  made 
its  d6but  at  the  last  R.A.F.  Pageant  at  I  tendon,  where  it  won 
the  Air  Force  Handicap. 

This  bomber,  the  most  powerful  single-engined  aeroplane 
in  the  world,  is  designed  to  give  an  exceptional  wide  range 
of  action  In  its  fuselage  are  two  decks.  On  the  top  one 
the  machine  gunner  and  pilot  are  accommodated,  whilst: 
the  lower  deck  is  fitted  with  bomb  sighting  and  dropping 
gear. 

To  carry  out  all  its  functions  this  machine  needs  a.  crew 
of  three,  and  arrangements  are  ingeniously  contrived  that 
they  can  change  places  whilst  the  machine  is  in  flight.  Ladders 
are  in  position  between  the  decks,  making  it  easy  for  the 
crew  to  change  positions  as  required.  The  wings  of  this 
machine  are  designed  so  that  they  will  fold  back,  thus 
economising  considerably  ill  space  for  housing  purposes. 

The  whole  machine,  with  the  exception  of  certain  parts 
of  the  wings,  is  constructed  of  metal.  It  is  provided  with 
dual  control,  with  side-by-side  seating,  and  is  fitted  with 
self-sealing  petrol  tanks. 

As  this  machine  is  designed  for  long-distance  flights, 
special  electrical  equipment  is  installed  for  keeping  the 
hands  and  feet  o'f  the  crew  warm,  and  at  the  same  time 
preventing  the  guns  from  freezing. 

The  motive  power  is  a  single  r,ooo  h.p.  Napier  engine, 
whose  performances  on  its  bench  tests  have  been  so  satis¬ 
factory.  It  is  interesting  to  note  the  compactness  of  the 
machine,  and  the  small  appearance  of  the  nose  when  one 
considers  that  a  1,000  h.p.  is  stored  away  in  a  length  of  only 
7  ft.  6  ins.  A  petrol  engine  starter  is  fitted,  and  does  its 
job  well  without  any  fuss. 

,  The  ''  Tub  "  was  designed  and  built  at  the  Napier  factory 
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at  Acton,  anil  although  this  is  the  first  engine  of  its  type  to 
fly,  there  are  other  machines  in  course  of  construction  for 
this  engine,  which  will  be  flown  in  due  course,  The  principal 
features  in  the  design  of  the  “  Cub  ”  are  now  well-known. 
It  is  built  “  X  "  shape  of  iO  cylinders  -4  rows  of  4  cylinders- 
and  h.p.  for  h.p.,  even  better  results  have  been  obtained 
with  this  engine  than  with  its  famous  prototype  the  450  h.p. 
"Lion.”  Although  the  engine  develops  over  1,000  h.p.,  its 
total  weight  is  only  2,200  lbs.  truly  a  remarkable  achieve 
ment,  It  is  particularly  economical  in  oil  and  petrol 
consumption  considering  the  power  developed. 

As  regards  the  performance  of  the  Napier- Avro  combination , 
from  our  observations  of  Friday’s  test  both  appeared  to 
give  entirely  satisfactory  results.  The  engine  ran  with 
remarkable  smoothness  and  silence.  In  fact,  after  the  flight. 
Hinkler  said  he  could  not  realise  he  had  over  i.ooo  h.p.  in 
front  of  him.  The  machine  took  off  after  an  extremely  short 
run  well  under  the  200-yd.  mark — and  climbed  very  well 
indeed.  Once  in  the  air,  Hinkler  put  it  through  all  kinds  of 
manoeuvres,  including  some  fine  banked  turns.  He  told 
us  that  it  is  very  nice  on  the  controls  and  easy  to  manage. 
In  landing  the  machine  runs  but  a  very  short  distance  after 
first  touching. 

As  for  its  pilot,  the  hero  of  the  London-Turin  non-stop 
flight,  etc.,  we  all  know  Bert  Hinkler,  so  need  say  nothing 
further  about  him  other  than  that  the  next  time  we  go  to 
see  him  fly  the  Napier-Avro  we  will  take  a  magnifying  glass 
to  find  him  when  in  situ.  After  the  flight,  Hinkler  was 
presented  with  a  handsome  cigarette  case  by  the  Napier  Co. 

Later  in  the  afternoon  we  witnessed  a  test  flight  with  an 
.Avro  "  Bison  "  fitted  with  a  Napier  “  Lion,”  and  just  as 
we  were  leaving  the  aerodrome  we  saw  Hinkler  execute  a 
beautiful  loop. 

<$>  <$> 


IN  PARLIAMENT 


German  Restrictions  on  British  Aircraft 

Viscount  Curzon  on  December  13  asked  the  Secretary  ol  State  for  Air 
whether  the  German  Government  has  intimated  that  it  will  refuse  to  allow 
British  commercial  aircraft  above  a  certain  size  to  fly  over  the  frontier  ; 
whether  the  aerodrome  at  Cologne  will,  in  consequent*  of  this  decision,  be 
closed  to  air  liners  carrying  on  the  service  between  London  and  Cologne ; 
and  whether  His  Majesty’s  Government  are  prepared  to  tolerate  such  a 
situation  ? 

Lieut. -Col.  Sir  Samuel  Hoare  :  The  answer  to  the  first  part  of  the  question 
is  that  the  German  Government  have  made  it  a  condition  of  according  the 
right  of  British  aircraft  to  fly  to  the  occupied  territory  after  January  j, 
1923,  that  German  machines  of  equal  flying  capacity  shall  be  allowed  to 
fly  over  and  laud  in  occupied  territory. 

As  to  the  second  and  third  parts  of  the  question,  His  Majesty's  Government 
are  fully  alive  to  the  urgency  of  the  issues,  and  are  considering  them,  in 
consultation  with  the  Allied  Governments,  with  a  view  to  the  protection 
of  their  interests. 

Capt.  W.  Uenn  :  Does  this  involve  the  revision  of  the  Air  Clauses  of  the 
Treaty  of  Versailles  ? 

Sir  S.  Hoare  ;  X<>,  it  does  not  necessarily. 

Aircraft  Orders 

Rear- Aumik \r.  SfETba  on  December  14  asked  the  Secretary  of  State 
for  Air  whether  he  is  aware  that  the  considerable  orders  which  the  late  Prime 
Minister  stated,  ou  August  3.  1923,  would  be  placed  with  aircraft  firms  in 
the  current  calendar  year  have  not  yet  been  placed  ;  and  whether  he  is  in  a 
position  to  state  by  what  date  the  remaining  orders  will  be  given  out  to  the 
air  industry  ? 

Captain  Viscount  Curzirn  asked  how  much  of  the  extra  grant  for  aeroplanes 
lias  vet  been  paid  ;  how  much  still  remains  when  the  orders  for  the  remaining 
machines  have  been  given  out ;  whether  he  is  aware  that  Messrs.  Napier 
and  many  other  firms  concerned  with  the  manufacture  of  aircraft  and  engines 
will  soon  have  to  close  down  altogether  unless  more  orders  can  be  given  out  ; 
and  whether  he  is  in  a  position  to  make  any  statement  about  the  matter  ? 

Sir  S.  Hoare;  Under  the.  authority  given  by  the  late  Government,  as 
announced  in  this  House  on  August  3,  orders  for  aircraft  and  engines  to  the 
value  of  about  £280,000  were  placed  with  a  number  of  private  firms  during 
the  autumn.  As  deliveries  will  not  be  completed  by  Mari  It  31  next,  only 
a  part  of  this  liability  will  fall  due  this  financial  year.  Since  the  present 
Government  assumed  office,  no  further  orders  have  hitherto  been  given, 
as  the  expansion  of  the  Air  Force  was  011c  of  the  commitments  of  their  pre¬ 
decessors  which  they  felt  bound  to  examine.  The  preliminary  examination 
which  has  already  taken  place  enables  me  to  inform  the  House  that  the 
formation  of  the  additional  regular  squadrons  for  home  defence  will  now 
proceed.  As  I  am  aware  of  the  serious  position  in  which  certain  firms  are 
placed,  I  am  glad  to  be  able  to  assure  my  hon.  friend  that  definite  orders 
for  additional  aircraft  and  engines  will  be  immediately  placed.  Pending  a 
fuller  review  of  the  situation,  however,  no  further  progress  will  be  made  with 
the  scheme  for  an  Auxiliary  Air  Force.  I  would  add  that,  apart  from  this, 
I  am  making  a  further  close  scrutiny  of  the  estimates. 

Viscount  Curzon  Will  the  right  hon.  gentleman  carry  out  the  examination, 
if  he  has  not  already  done  so,  of  the  condition  of  many  firms  in  the  industry, 
and  see  to  it  that  they  are  not  allowed  to  go  uuder,  such  as  the  firm  mentioned 
in  the  questiou  ? 

Sir  S.  Hoare  ;  f  have  already  done  so,  and  I  can  assure  my  noble  friend 
that  1  am  fully  aware  of  the  difficulties  in  which  they  are  placed,  and  1  have 
dealt  with  that  point  in  my  answer. 

<$>  <$> 

Aerial  Survey  of  Irawaddy  Delta 

Proposals  have  been  made  for  the  aerial  survey  ol  the 
1  rawaddy  Delta,  in  Burma,  and  this  will  probably  be  under¬ 
taken  in  April  next.  The  estimated  cost  is  330  rupees  (£'22) 


Captain  W,  Benn ;  Do  the  Government  adhere  to  the  policy  of  their 
predecessors,  to  find  any  money  which  may  be  required  for  the  Air  Force 
by  economies  on  the  other  two  Services  ? 

Sir  S.  Hoare  ;  Certainly,  so  far  as  possible. 

Thames  Air  Station 

Sir  Harry  Brittain  asked  the  Secretary  of  State  for  Air  which  is  the 
length  of  notice  which  must  be  given  to  enable  machines  to  alight  on  the 
Thames  at  Westminster;  and  whether  it  is  the  intention  of  the  Ministry 
to  give  any  further  facilities  to  seaplanes  making  use  of  that  permission  ? 

Sir  S.  Hoare:  The  answer  to  the  first  part  of  the  question  is  that 
applications  to  alight  on  the  Thames  at  Westminster,  if  approved 
by  the  Air  Council,  would  then  require  consideration  ami  approval  by  the 
Port  of  London  Authority.  The  length  of  time  required  to  obtain  the 
necessary  permission  would,  I  understand,  depend  upon  the  circumstances 
ol  each  individual  case.  With  regard  to  the  second  part  of  the  question, 
110  requests  have  up  to  the  present  been  received  to  make  use  of  the  Thames 
at  Westminster  for  a  regular  air  service,  and  the  establishment  of  a  per¬ 
manent  air  port  in  this  part  of  the  river  is  not,  therefore,  immediately 
contemplated.  In  these  circumstances  1  do  not  think  that  expenditure 
upon  the  provision  of  any  special  facilities  could  be  justified  at  the  present 
stage. 

Civil  Aviation  Records 

Sin  J.  Nor  tcw-  Grip  kith  s  asked  what  is  the  total  distance  accomplished 
by  any  British  aeroplane  engaged  on  one  or  other  of  the  passenger  air  routes, 
and  on  what  air  line  the  record  was  made ;  and  the  line  on  which  the  next 
best  record  was  achieved  ? 

Sir  S.  Hoare  :  The  greatest  total  distance  flown  by  any  British  aeroplane 
engaged  on  the  passenger  air  routes  is  100,393  miles  by  a  “  D.H.34  ”  aero¬ 
plane,  operated  by  the  Daimler  Hire  Co.  The  next  best  record  is  held  by 
an  aeroplane  belonging  to  the  Air  Ministry,  type  “  D.H.18,”  which  has  been 
used  by  various  firms,  but  chiefly  by  the  Instone  Air  Line.  This  aeroplane 
has  flown  approximately  70,000  miles.  While  these  performances,  of  course, 
reflect  credit  both  on  the  constructing  and  operating  firms,  I  should  add  that 
the  data  are  as  yet  insufficient  for  a  definite  conclusion  as  to  the  respective 
merits,  either  of  ty'pes  of  aeroplane  or  of  methods  of  operation. 

R.A.F.  Harlescott  Depot 

Viscount  Sando.v  asked  whether  he  can  give  any  further  information 
as  to  the  sites  alleged  to  be  vacant  in  the  possession  of  the  Royal  Air  Force 
depbt  at  Harlescott,  Salop  ? 

Sir  S.  Hoare:  The  accommodation  at  present  vacant  consists  of  about 
tz  barrack  blocks  situated  at  the  south-west  portion  of  the  carnp,  adjacent 
to  the  railway  line.  These  are  required  to  meet  any  further  increase  in  the 
strength  of  the  Royal  Air  Force  at  Harlescott.  There  is  also  unoccupied 
at  present  a  portion  of  the  women's  hostel,  which  is  needed  for  conversion 
into  airmen's  married  quarters  as  soon  as  funds  can  be  made  available. 

Aircraft  Insurance  Scheme 

Lieut.-Commander  Kenivorthy  asked  the  Chancellor  of  the  Exchequer 
what  is  the  total  amount  that  was  paid  in  premiums  during  the  War  for 
insurance  against  damage  by  enemy  aircraft  under  the  Government  scheme  , 
how  much  of  this  has  been  paid  out  in  claims  ;  and  what  is  being  done  with 
the  balance,  if  any  ? 

Viscount  Wolmcr  :  The  uet  premiums  received  by  the  Government  under 
the  Aircraft  Insurance  Scheme  amounted  to  £14,086,615,  and  the  amount 
paid  in  claims  was  £3,046,790.  The  balance  of  the  fund  was  paid  into  the 
Exchequer  at  the  time. 

<$>  <$> 

per  square,  mile  for  777  square  miles  ;  if  a  survey  of  the  whole 
delta  is  made,  involving  an  additional  1,000  square  miles, 
the  extra  cost  will  be  only  84  rupees  (£5  12s.)  per  square 
mile. 
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THE  NEW  FOKKER  AMPHIBIAN 

450  H.P.  Napier  “Lion”  Engine 


FLYING  BOAT 


THE  FOKKER  AMPHIBIAN  :  Front  view.  Note  how  machine  floats  on  an  even  keel. 


In  September  of  this  year  the  N.V.  Xcderlandschc-  Vliegtuigen  - 
fahriek  (Fokker)  ot  Amsterdam  launched  a  new  machine  of 
somewhat,  unusual  design.  This  machine,  an  amphibian 
flying  boat  with  Napier  “  Idon  ”  engine,  has  recently  been 
tested  over  the  7j,  and  is  said  to  have  given  a  very  good 
performance.  It  appears  probable  that,  had  the  French 
authorities  responsible  for  the  Paris  Aero  Show  not  decided 
to  debar  the  N.V.  Ncderlandsche  Vliegtuigen  fahriek  from 
exhibiting  this  year,  the  Fokker  Amphibian  might  now 
have  been  at  the  Grand  Palais.  It  may  not,  therefore,  be 
out  of  place  if  we  publish  in  this  issue  a  brief  description  and 
some  photographs  of  the  machine. 

In  general  arrangement  the  Fokker  Amphibian  is  a  biplane 
'  pusher  ”  flying  boat,  with  a  Vee-bottom  hull  built  entirely 
of  Duralumin.  To  a  certain  extent  it  may  be  said  that  the 
hull  form  resembles  that  of  a.  Vickers  "Viking,"  lint  the 
construction  is,  of  course,  entirely  different,  and  the  rest  of 
the  machine  is  totally  dissimilar.  Thus  the  engine,  instead 
of  being  mounted  between  the  planes  as  is  usual  practice  in 
British  flying-boat  design,  is  mounted  in  the  top  plane. 

By  c  hoosing  a  lower  pLane  of  small  chord  it  lias  been  possible 
to  keep  the  overall  height  down  to  a  minimum,  and  as  the 
hull  is  of  fairly  large  beam  the  machine  possesses  a  considerable 
degree  of  stability  on  the  water.  Thus  it  will  be  noticed  that 
in  one  of  our  photographs,  showing  the  machine  at  rest  on  the 
sea,  there  is  no  list,  ami  neither  wing-tip  float  touches  the  sea, 
The  boat  hull,  as  already  mentioned,  is  built  entirely  of 
Duralumin.,  having  a  girder  of  this  metal  running  along  inside 
and  forming  a  keelson.  The  hull  is  covered  with  sheet 
Duralumin,  and  is  divided  into  11  watertight  compartments, 
formed  partly  by  the  keelson  and  partly  by  transverse  bulk¬ 
heads.  As  in  the  Vickers  "  Viking,”  there  are  two  steps, 
of  which  the  front  one  occurs  approximately  under  the 
centre  of  gravity,  while  the  rear  step  is  nearly  half-way  between 
main  step  and  stem  post.  The  steps  are  of  the  open  type 
so  as  to  allow  the  water  to  ruu  out  easily  on  taking  off. 

Although  the  Fokker  Amphibian  can  be  supplied  either  as  a 
commercial  machine  or  for  military  purposes,  the  accom¬ 
panying  photographs  show  the  latter  form.  There  are  four 
seats,  arranged  as  follows  : — In  the  nose  is  a  cockpit  for  the 
front  gunner  ;  between  this  and  the  wings  is  a.  second  cockpit. 


THE  FOKKER  AMPHIBIAN  :  View  showing 
amphibian  gear  and  mounting  of  Napier 
“  Lion  ”  engine. 


THE  FOKKER  AMPHIBIAN  :  Three-quarter  rear  view  of  machine  on  land. 
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in  which  pilot  and  engineer  are  seated  side  by  side,  the  pilot 
on  the  starboard  side.  Some  distance  behind  the  wings  is  a 
third  cockpit  for  the  rear  gunner.  The  forward  cockpit  has 
a  set  of  controls,  so  that,  if  necessarv-,  the  machine  can  be 
piloted  from  here.  When  not  in  use  the  front  controls,  and 
incidentally  the  gunner’s  seat,  can  be  folded  out  of  tin- 
way. 

Communication  between  the  three  cockpits  is  by  a  tunnel 
on  the  starboard  side,  and  the  amphibian  gear  is  reached 
through  this  from  the  pilot's  cockpit.  The  wheel  axles  are 
hinged  on  the  sides  of  the  hull,  and  sloping  compression  struts 
(telescopic)  run  from  the  axle  into  the  top  of  the  hull  (through 
watertight  bags),  where  is  situated  the  gear  which  raises  and 
lowers  the  wheels.  The  handle  for  operating  the  landing  gear 
is  situated  in  the  pilot's  cockpit,  and  can  be  reached  by 
either  the  pilot  or  the  engineer,  or  even  by  the  front  gunner. 

The  four  main  petrol  tanks,  having  a  total  capacity  of 
boo  litres  {132  galls.),  are  placed  between  the  landing  gear 
and  the  aft  gunner’s  cockpit.  A  small  service  tank  is  mounted 
iu  I  he  top  plane. 

A  structure  of  streamline  steel  tubes  resting  on  the  hull 
carries  in  front  the  two  halves  of  the  top  plane,  while  further 
aft  it  supports  the  engine  bearers.  This  structure  is  so 
arranged  that  it  is  possible  to  change  the  engine  without 
interfering  in  the  slightest  with  the  wing  structure. 

The  top  plane  is  characterised  by  a  pronounced  dihedral, 
and  is  also  swept  back,  while  the  lower  plane  has  a  slight 
dihedral  only.  The  bracing  is  in  the  form  of  an  irregular 
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Warren  girder,  the  sloping  members  of  which  are  plain  double 
stints,  while  the  vertical  (or  nearly  so)  struts  arc  of  N  forma¬ 
tion.  Both,  wings  are  of  wood  construction  and  covered  with 
three-ply.  The  wing-tip  floats  arc,  like  the  main  hull,  built 
of  Duralumin. 

The  Napier  "Lion"  engine  is,  as  already  mentioned, 
mounted  in  a  cut-out  in  the  top  plane,  in  such  a  position  that 
it  can  be  easily  got  at  and  lifted  out  by  a  crane.  With  its 
two  Lamblin  radiators  and  oil  tank  it.  forms  a  complete  unit 
and  is  attached  to  the  tubular  structure  by  foirr  holts  only 
A  four-bladed  "pusher  "  airscrew  is  fitted.' which  consists  in 
reality  of  two  two-bladed  screws  having  thin  bosses  so  as  to 
allow  them  to  be  mounted  one  behind  the  other  on  the  ait 
screw  shaft. 

Ihe  tail  is  of  usual  typo,  with  a  very  thick  fin,  to  which 
is  hinged  the  balanced  rudder.  The  tail  plane  is  of  the 
trimming  type,  the  worm  gear  being  housed  inside,  the  fin. 
Both  tail  plane  and  rudder  are  well  clear  of  the  water,  and 
for  steering  on  the  sea  the  tail  skid,  which  is  mounted  bv 
the  rear  step,  is  So  shaped  as  to  form  a  water  rudder. 

Following  are  the  main  characteristics  of  the  Fokker 
Amphibian  :  Length  o.a.,  12  metres  (39  ft.  4  ins.)  ;  span, 
top  plane,  18-2  m.  (59  ft.  8  ins.)  ;  span,  bottom  plane,  10-5111 
(34  ft  5  ins.);  chord,  upper,  2-4  m.  (7  ft.  10  ins.),  lower, 
i-S  m  (6  ft.)  ;  height,  3-3  m.  (ro  ft.  xo  ins.)  ;  weight  empty 
1,800  kg.  (3,960  lbs.)  ;  useful  load,  800  kg.  (1.760  lbs.)  ; 
endurance,  4  hours ;  maximum  speed,  123  ra.p.h.  The 
machine  gets  off  with  full  load  in  20  seconds. 
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THE  LONDON-CONTINENTAL  SERVICES 


FLIGHTS  BETWEEN  DECEMBER  3  AND  DECEMBER  16,  INCLUSIVE 


Route  (including  certain 
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Goods 

Fastest  time  made  by 

Croydon-Paris . 

nt 

41 

0 

21 

23 

h.  m 

2  36 

H.P.W.8BG-EBBH(2h.  3m.) 

G.  (9),  H.P.W.8B  (3), 

Paris-Croydon . 

24$ 

5 

IS 

18 

3  26 

II.P.W8B  G-EBBG  (211.40m.) 

G.  (10),  H.P.W.8B.  (3). 

Croydon-BrusseLs- 

8 

25 

6 

6 

3  35 

D.H.  18  G-EAWW (ah.  58m.) 

D.H.  9  {1),  D.H.  18(1),  DTI.  34 

Cologne 

Cologne- Brussels- 

8 

i? 

5 

- 

4 

5  11 

D.H.  34G-EBBR  (4h.  48m.) 

(3l- 

D.H.  9  (1),  D.H.  IS  (II,  D.H.  34 

Croydon 
Croydon-Rotterdam  ... 

IU 

13 

xo 

10 

10 

2  41 

Fokker  H-NABM  (2h.  9m.) 

(3)- 
F.  (6). 

Rotterdam-Croydon 

9 

13 

9 

9 

5 

3  n 

Fokker  H-NABI  (2h.  22m.) 

F.  (7). 

Manchester- Croydon  - 

T2|] 

45 

— 

12 

4  56 

D.H  34  G-EBBQ  (4h.  52m.) 

D.H.  34  (3). 

Amsterdam 

Amsterdam-Croydon- 

lOt 

3i 

7 

3 

*5 

D.H.  34  (3)- 

Manchester 

Total  for  two  weeks  ... 

no 

243 

48 

61 

92 

•  Not  including  "  private  "  flights.  t  Including  certain  journeys  when  stops  were  made  en  route, 

t  Lympne-Le  B  9  §  Le  B.-Lympne,  5,  ||  Man.-Croy,  6.  Croy.-A'dam.  3.  *[  A'dam.-Croy.  7,  Croy.-Man.  9. 

Av.  =  Avro.  B.  =  Breguet.  Br.  =  Bristol.  Bt.  =  B.A.T.  D.H.4  =  De  Havilland  4,  D.H.g  (etc.), 

F.  =  Fokker.  Fa.  =  Farman  F.50.  G.  =  Goliath  Farman.  H.P.  =  Handley  Page.  M.  =  Martmsyde.  Sp.  =  Spad. 
Vi.  —  Vickers  Vimy.  Vu.  =  Vickers  Vulcan.  W.  =  Westland. 

The  following  i?  a  list  of  firms  running  services  between  London  and  Paris,  Brussels,  etc.,  etc.  : — Co.  des  Grander 
Expresses  Afcriennes  ;  Daimler  Hire,  Ltd. ;  Handley  Page  Transport,  Ltd. ;  Instone  Air  Line  ;  Koninklijkie  Luchtvaart 
Maatschappij  ;  Messageries  Adriennes. 

Incidental  Flying. — Mr.  Perry  and  Capt,  Stocken  testing  Avro  and  D.H.  9  machines  at  Croydon  for  Aircraft  Disposal  Co. 
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London- Berlin  Air  Route 

Progress  is  apparently  being  made  in  respect  to  the 
Anglo-German  air  line  between  London  and  Berlin,  and  it  is 
expected  that  this  service  will  shortly  be  in  operation,  both 
with  British  and  German  machines.  An  Albatross  six-seater 
monoplane,  carrying  three  directors  of  the  Deutsche  Luft- 
reederei  Co.,  left  Berlin  for  London  on  December  1  j,  but  had 
to  descend  near  Bremen  owing  to  fog. 

Nieuports  for  Spanish  Army 

After  keen  competition  between  the  Dutch  Fokker 
and  Ihe  French  Nieuport  firms  for  an  important  tender  for 
30  aircraft  for  the  Spanish  Army,  the  Nieuport  firm  have 
succeeded  in  scoring  the  greatest  number  of  points  during 
the  performance  trials,  and  have  thus  obtained  the  contract. 
The  two  types  of  machines  involved  were  both  biplane 
chasers,  fitted  with  300  h.p.  Hispano-Suiza  engines,  and  it  is 
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interesting  to  note  that  their  performances  were  nearly 
identical.  It  is  to  be  regretted  that  no  British  firm  competed 
for  this  tender,  and  it  is  to  be  hoped  this  will  not  be  the  case 
when  the  next  tenders  are  put  out  next  February. 

A  Successful  Flight  by  “S.C.W.M  Glider 

On  Sunday  last  Maj.  Maurice  Wright  accomplished  a 
successful  flight  on  the  '*S.C.W.M  (Sayers-Courtney- Wright) 
Glider  at  Itford,  where  they — the  Gliding  Partners — have 
been  carrying  out  further  trials  with  their  'bus  since  the 
Gliding  Competition,  With  little  or  no  wind  to  help  it,  the 
glider  started  off  on  Sunday  with  a  splendid  zoom,  followed 
by  a  brief  period  of  hovering.  The  pilot  then  started  off  on 
a  beautiful,  flat,  glide  of  about  miles,  at  the  end  of  which 
he  made  a  perfect  landing.  It  would  seen,  therefore,  that  the 
"S.C.W."  glider  is  at  last  satisfactorily  adjusted,  and  we 
congratulate  the  partners  on  having  achieved  success. 
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December  21,  1922 


“AVIATION  IN  INDUSTRY  AND  WAR 


Bou.owing  a  dinner  at  the  Trocadcro  Restaurant  on 
November  28,  a  discussion  under  the  above  title  was  opened 
by  Col.  Sir  Alan  H.  Burgoyne.  The  occasion  was  a  Club 
dinner  of  the  Imperial  Industries  Club,  at  which  Sir  George 
Wyatt  Truscott  presided  as  Vice-President,  in  the  absence 
of  the  President,  Sir  George  H.  Chubb. 

The  Chairman,  in  inviting  Sir  Alan  Burgoyne  to  speak, 
reminded  those  present  that  Sir  Alan  26  years  ago  made  his 
debut  in  the  Club  in  a  prophetic  discussion  on  "  Submarines 
in  the  Next  War,  wliicli  had  proved  his  great  foresight. 

It  was  therefore  very  appropriate  that  he  should  now 
open  the  discussion  upon  the  selected  subject  for  that 
evening. 

Sir  Alan  then  referred  to  the  tremendous  strides  made  in 
aviation  during  the  War.  Less  than  a  week  ago  he  was 
going  through  a  statement  of  the  inventions  which  had  had 
the  greatest  influence  on  progress  during  the  last  decade, 
and  he  was  astounded  to  find  that  aviation  and  the  internal 
combustion  engine  were  not  mentioned.  One  astounding 
factor  stood  out  in  military  history,  namely,  that  the  great 
soldier  of  today  thinking  of  tire  war  of  tomorrow  would 
envisage  it  as  upon  the  lines  of  the  war  of  yesterday  ;  he  would 
never  grasp  the  war  of  yesterday  was  a  thing  finished  and 
gone  for  ever.  We  started  the  War,  he  continued,  with, 
roughly,  80  aeroplanes,  167  officers  and  i,6oo  non¬ 
commissioned  officers  and  men  ;  we  ended  the  War  with 
22,000  planes  in  existence.  Between  January  and  October, 
1918,  we  built  26,000  aeroplanes  and  29,000  engines.  The 
French  had  20,000  'planes,  and  the  Germans  nearly  as  many. 
We  destroyed  just  on  8,000  aeroplanes  between  lulv,  1916, 
and  the  Armistice. 

He  condemned  the  controversy  as  to  aircraft  and  ships, 
but  was  opposed  to  spending  millions  on  two  ships.  There 
were  two  ways  only  in  which  the  British  Fleet  could  be 
beaten  ,  one  was  by'  a  superior  fleet,  and  the  other  by  an 
arm  that  could  ignore  the  existence  of  the  Fleet.  The  power 
of  the  British  Fleet  in  the  War  had  been  muzzled  owing  to 
submarines  and  aeroplanes  ;  and  it  could  not  go  out  unless 
the  German  fleet  came  out  too.  The  development  of  aviation 
was  continuing.  During  the  late  War  the  biggest  bomb 
dropped  in  this  country  weighed  600  lbs.,  but  in  two  countries 
today  experiments  were  being  carried  out  with  bombs  of 
2,000  lbs.  weight.  The  air  fleet  in  existence  in  France  today 
could  very  easily',  on  the  first  day  of  the  outbreak  of  war, 
drop  200  tons  of  explosives  on  London,  and  afterwards 
continue  with  70  tons  a  day  without  adding  a  single  aero¬ 
plane.  One  could  conceive  that  the  Navy  of  the  future 
would  consist  of  fast  aeroplane  carriers,  still  faster  light 
cruisers  and  infinitely  faster  destroyers,  and  a  battle  would 
begin  by  an  attempt  on  both  sides  to  smash  one  another’s 
plane-carriers.  Speaking  of  civil  aviation.  Sir  Alan  Burgoyne 
referred  to  the  sad  spectacle  of  a  science  brought  to  such  a 
development  during  the  War  being  allowed  to  sink  almost 
into  desuetude.  If  only  our  Government  had  taken  that 
keen  initiative  that  poor,  poverty-stricken  France  had  taken, 
we  should  be  in  a  far  better  position  than  we  wTere  at  the 
present  time. 

Lieut. -Col.  J.  T.  C.  Moore- Brabazon,  M.P.,  said  that 
aviation  was  really  a  nightmare  to  think  of  because  of  its 
development  in  the  late  War.  He  had  hoped  it  would  be  a 
link  between  peoples.  Things  had  been  very  bad  with 
aviation  for  some  time,  but  he  expressed  the  hope  that  the 
ebb  tide  in  civil  aviation  was  now  over,  and  that  we  were 
started  on  the  flood.  In  visualising  the  next  war,  he  would 
say  that  the  country  which  got  the  supremacy  of  the  air 
could  not  lose  the  war.  He  granted  that  they  wanted  other 
forces  to  compel  a  successful  victory.  The  first  thing  neces¬ 
sary  would  be  to  attempt  to  destroy  the  enemy’s  aeroplane 
works,  because  by  doing  that  one  would  stop  the  enemy's 
power  to  reply,  and  one’s  own  supremacy  became  greater 
and  greater.  Consequently,  it  was  necessary  for  aeroplane 
manufacturers  to  get  all  the  protection  they  could,  and,  if 
possible,  get  underground.  He  had  just  gone  through  an 
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Syrian  Air  Routes 

The  Syrie-Liban  Aero  Club,  recently  formed  with.  the 
object  of  developing  aviation  in  Syria,  is  to  be  affiliated  to 
the  Aero  Club  of  France,  and  a  certain  liveliness  in  aviation 
matters  may  be  expected  in  this  country  in  the  near  future. 

The  French  Air  service  have  already  organised  50  landing 
stages,  xo  of  them  fully  equipped  as  regards  shelters,  re¬ 
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election,  and  while  he  had  been  bombarded  with  questions 
on  drink,  education,  divorce,  etc.,  he  had  to  withstand  no 
pressure  on  the  question  of  air  power. 

Sir  Sefton  Brancker  referred  to  the  importance  of  main 
taming  the  interest  of  the  public  in  aviation.  The  Press,  he 
said,  had  been  wonderful  in  its  support,  but  the  public  were 
still  lagging  behind.  Air  transport  was  now'  in  a  precarious 
condition,  because  it  was,  as  yet,  a  proposition  that  did  not 
pay.  It  could  not  be  expected  that  a  new  industry  would 
pay  at  once,  and  it  was  necessary  that  air  transport  should 
be  assisted  in  some  way.  The  ' public  had  not  yet  been 
educated  up  to  the  knowledge  that  air  transport  was  the  way 
to  travel,  and  until  that  was  done  it  was  up  to  the  Government 
to  see  that  the  industry  got  through.  He  thought  the  friction 
between  the  Army,  the  Navy  and  the  Air  Force  was  a  passing 
phase,  and  urged  the  formation  of  an  Imperial  De.ence 
Committee.  At  present  the  Services  were  hampered  by  the 
shortage  of  money.  He  commended  the  work  of  the  Inter¬ 
national  Aviation  Board  as  likely  to  have  a  good  effect, 
owing  to  the  camaraderie  of  the  air.  At  present  civil  aviation 
V'as  a  mere  child  feeding  out  of  the  bottle.  Air  transport 
could  not  affect  an  air  force  except  in  building  up  a  valuable 
reserve.  Civil  aviation  had  four  essentials — safety,  relia¬ 
bility,  comfort  and  economy,  and  the  first  three  were  not 
consistent  with  the  fourth.  Five  years  hence,  he  thought, 
civil  aviation  would  be  paying  its  way.  Engines  were 
becoming  more  efficient,  and  did  not  require  overhauling  so 
often.  Wooden  construction  was  being  replaced  by  metal 
construction,  and  costly  petrol  would  be  replaced  by  heavy 
oil.  Greater  reliability  meant  less  insurance.  There  was  no 
doubt  in  his  mind  that  just  as  this  nation  was  the  leading 
nation  of  sailors,  so  would  it  also  be  the  leading  nation  in 
the  air.  British  pilots  were  unequalled,  and  the  same  applied 
to  the  mechanics.  He  urged  the  linking  up  of  the  Empire 
by  aeroplane,  and  hoped  at  some  time  or  other  to  see  the 
journey  between  this  country  and  New  York  covered  in 
eight  hours. 

Mr.  Handley  Page  compared  the  Government  assistance 
being  given  to  air  transport  in  France  with  that  of  this 
country-  £15,000  against  £150,000 — and  pointed  out  that 
despite  this  disparity  our  machines  on  the  London- Paris 
route  carried  75  per  cent,  of  the  passengers  who  travelled  by 
nir.  He  thought  wre  ought  continually  to  extend  the  service 
until  it  linked  up  this  country  with  India,  and  said  he  believed 
that  was  certain  to  come  in  time.  In  his  opinion  the  results 
achieved  by  British  machines  were  well  worthy  of  further 
support  for  linking  up  the  different  parts  of  the  Empire, 
which  was  something  even  more  important  than  aviation. 

Mr.  A.  H.  Ashbolt,  Agent-General  for  Tasmania,  said  that 
he  had  been  interested  in  airships  for  many  years,  and  in  191 1 
endeavoured  to  get  the  War  Office  to  look  into  the  working 
of  an  aeroplane  by  wireless  ;  but  in  spite  of  all  his  endeavours 
it  never  got  beyond  the  War  Office  oflice  door.  The  Imperial 
aviation  problem  should  be  supported  by,  if  necessary,  sacri¬ 
ficing  one  or  even  two  cruisers.  The  Government  had  the 
power  to  force  first-class  mail  into  the  air,  and  that  would 
overcome  all  difficulties  of  subsidies,  etc.  Important  experi¬ 
ments  were  maturing  with  heavy  oil  for  engines,  and  if 
successful  it  would  be  an  immense  step  forward  in  the  safety 
factor  for  airships. 

Mrs.  \  orke  Fausset,  Capt.  Kingston-McCloughry  and 
Mr.  Griffith  Brewer  also  contributed  to  the  discussion,  and 
a  very  enjoyable  evening  was  concluded  with  a  hearty  vote 
of  thanks  to  the  Chairman . 

Amongst  others  present  were  Col.  the  Rt.  Hon.  the  Earl 
of  Denbigh  and  Desmond,  C.V.O.,  A.D.C.,  T.D.,  Col.  Sir  J. 
Roper  Parkington,  D.L.,  J.P.,  Prof.  Hugh  H.  L.  Bellot,  M.A., 
D.C.L.,  Lieut. -Col.  the  Hon.  P.  Pelletier  (Agent-General  for 
Quebec),  Capt.  Victor  Gordon  (Acting  High  Commissioner  for 
Newfoundland),  Sir  Basil  Mayhew,  K.B.E.,  F.C.A.,  F.S.S., 
Major  the  Hon.  H.  Fletcher  Moulton,  M.C.,  Mr.  J.  E.  Evans- 
Jackson,  Mr.  Harold  M.  Barton,  Mr.  J.  H.  Evans- Jackson 
(Hon.  Secretary),  etc.,  etc. 

0  0 

victualling  and  repairing  arrangements.  The  principal  lines 
thus  prepared  are  Alexandretta,  Aleppo  and  Deir-ez-Zoi , 
on  the  route  to  Baghdad  ;  Aleppo,  Hama,  Homs,  Rayak 
and  Damascus,  towards  Palestine  and  Egypt  ;  Damascus, 
Palmyra  and  Deir-ez-Zor,  for  the  direct  crossing  of  the  Syrian 
desert  in  four  hours ;  Alexandretta,  Latakia  and  Tripoli 
for  the  coastal  line. 
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LONDON  TERMINAL  AERODROME 


Monday  Evening,  December  18 
The  most  significant  event  on  the  European  airways  this 
week  is  the  start  of  the  flight  by  a  German  commercial  aero¬ 
plane  from  Berlin  to  London.  This  machine  is  an  Albatros, 
with  accommodation  for  eight  passengers,  and  is  driven  by 
a  Rolls-Royce  “  Eagle  8  ”  motor.  The  pilot  on  this  flight 
is  Herr  Ungerwitter,  and  it  is  understood  that  there  are 
three  passengers,  all  directors  of  the  Deutsche  Luftreederei, 
who  are  flying  to  Holland  and  London  to  consult  with  the 
Royal  Dutch  Air  Service  and  the  Daimler  Airway  as  to  the 
final  details  for  the  opening  of  the  London- Berlin  service. 

Owing  to  thick  fog,  which  hung  over  Holland  during 
Friday  and  Saturday,  the  machine  was  compelled  to  descend 
at  Bremen,  and,  up  to  date,  no  further  news  has  been 
received. 

The  Winter  Passenger  Traffic 

In  spite  of  the  fact  that  fog  has  interfered  to  a  great  extent 
with  the  regular  operation  of  the  various  services,  over 
100  passengers  have  been  carried  during  the  week.  Saturday 
was  the  only  absolutely  blank  da.y,  and  the  irony  of  the 
situation  was  that,  although  Croydon  was  perfectly  clear — 
and,  in  fact,  ideal  for  flying  there  was  fog  at  all  the  other 
terminals ;  Manchester ,  Brussels,  Paris  and  Rotterdam 
all  being  hidden  in  dense  fog.  Even  the  K.L.M.,  who  are 
not,  as  a  rule,  deterred  by  inclement  conditions,  had  to  call 
flying  off  on  this  occasion. 

Handley  Page  Transport  continue  to  carry  the  highest 
average  loads,  but,  having  regard  to  the  bookings  already 
being  made  on  the  Manchester  and  Amsterdam  routes,  it 
would  appear  that  this  distinction  will  be  closely  challenged 
by  the  Daimler  Airway  in  the  coming  summer.  The  Instone 
Air  Line  are  having  some  difficulty  in  getting  passengers, 
although,  considering  the  time  of  the  year,  air  travellers 
are  really  as  numerous  as  can  be  expected. 

The  Instone  Air  Line  are  anxiously  awaiting  some  result 
of  the  conference  which  is  now  going  on  between  the  Air 
Ministry  and  the  German  Government  as  to  the  question 
of  British  machines  of  the  size  of  the  "  34’s  *’  and  “  18's  " 
flying  into  German  territory.  As  matters  stand  at  present, 

I  am  informed  that  the  Inst  one  Line  only  has  permission 
to  fly  until  the  end  of  this  year,  and,  unless  some  arrangement 
is  made  in  the  meantime,  the  service  will  be  compelled  to 
cease  operations  then-  at  any  rate  until  such  time  as  further 


arrangements  arc*  made.  Incidentally,  the  Instonc  Air 
Line  are  receiving  enquiries  for  many  special  flights  which 
are  next  to  impossible  of  accomplishment.  One,  for  instance, 
was  for  a  special  aeroplane  for  a  flight  to  Durban  in  South 
Africa  and  back,  and  the  enquirer  wished  to  know  if  they 
had  made  this  flight  often,  and  were  familiar  with  the  route'’ 
Another  was  for  a  special  from  Paris  to  Palestine,  and  was  a 
much  more  likely  proposition.  I  hear  also  that  a  would-be 
air  passenger  who  had  read  the  Instone  advertisement  on 
the  side  of  Basil  Foster's  office,  which  makes  some  reference 
to  New  York,  enquired  at  the  office  for  a  flight  to  that  city. 
Another  amusing  application  which  has  been  received - 
this  time  by  Llandley  Page  Transport  was  from  a  lady,  who, 
being  very  sensitive  to  height,  and  yet  at  the  same  time 
desiring  very  much  to  fly  to  Paris,  thought  she  might  gel 
over  the  difficulty  by  flying  at  night— in  this  way,  owing  to 
the  darkness,  being  unable  to  see  “  how  far  she  had  to  fall." 

The  Surrey  Flying  Services  have  been  fairly  quiet  of  late, 
but  appear  to  be  busy  always  in  their  various  workshops 
On  Sunday,  the  line  weather  brought  a  few  joy-riders  down 
to  the  aerodrome,  and  the  Surrey  Flying  Services’  A\to  was 
in  the  air  on  several  occasions. 

Season  Tickets  on  the  *•  Airway  ” 

Air  season  tickets  are  being  issued  by  the  Daimler  Airwav 
for  the  flight  between  Manchester  and  London.  These  cost 
/Too,  and  are  available  for  50  single  or  25  return  flights, 
and  show  a  saving  on  a  return  flight  of  ros.  Several  have 
already  been  taken  out  by  business  houses  in  Manchester. 

Incidentally.  T  was  given  an  explanation  bv  a  business 
man  of  why  he  and  his  Manchester  colleagues  use  the  air 
service  from  Manchester  to  London.  It  appears  that, 
although  the  actual  time  saved  by  the  air  journey  is  onlv 
about  an  hour-and-a-half,  it  makes  all  the  difference  between 
arriving  in  London  before  or  after  lunch,  and,  as  the  British 
business  man  has  a  liking  for  discusing  business  over  lunch, 
quite  a  number  have  adopted  the  flying  habit. 

The  amalgamation  between  the  C.M.A.  Air  Lines  and  the 
Grands  Express  is  still  hanging  fire,  and  no  definite  details 
have,  as  yet,  been  settled.  It  is  their  intention  to  open  a 
service,  from  Paris  to  Cologne  in  the  new  year,  but  they  are  in 
the  same  position  as  Instone's  with  regard  to  permission  from 
Germany  to  run  a  service  there. 


<3>  <$>  <$> 

EXPERIMENTAL  DATA  WITHOUT  A  WIND  CHANNEL* 

By  O.  T.  GNOSSPELIUS 


Is  his  opening  remarks  the  author  stated  how,  ni  the  year 
1920,  it  became  evident  to  him  that  it  was  very  necessary,  if 
improvements  in  existing  aeroplanes  were  to  be  made,  to 
increase  our  knowledge  of  the  aerodynamic  forces  by  means 
of  which  we  fly,  arid  in  order  to  do  this  it  became  necessary 
to  measure  these  forces  oneself. 

“  In  discussing  this  question,*’  lie  said,  “  with  Mr.  Jones, 
the  very  able  chief  draughtsman  of  Messrs.  Short  Brothers, 
Ltd.,  he  brought  to  my  notice  an  article  in  Aeronautics  of 
November,  1911,  where  the  writer,  Mr.  Ellis  Williams,  B.Sc., 
describes  a  method  of  measuring  these  forces  by  means  of 
swinging  models  of  the  desired  shape  on  the  end  of  a  pendulum. 
This  seemed  a  hopeful  method,  and,  at  any  rate,  well  within 
the  means  at  my  disposal,  which  consisted  in  labour  and 
material  which  I  could  acquire  in  the  works. 

"  The  first  rough  experimental  pendulum  was  constructed 
of  a  piece  of  wrood  about  2  ins.  by  i£-  ins.  cross  section  and 
about  11  ft.  long,  suitably  pivoted.  With  this  we  found  it 
was  possible  to  measure  lift  and  drag  forces,  but  the  speeds 
attained  were  very  low  ;  it  was  necessary  to  increase  the 
speed.  We  then  constructed  a  pendulum  about  20  ft.  long 
to  swing  in  the  large  shop  ;  this  gave  higher  speeds,  the 
pendulum  being  dropped  from  the  horizontal  plane,  but  we 
found  that  air  currents  and  flexibility  made  the  movements 
too  erratic  to  be  of  any  use  for  measurements. 

“  We  then  decided  that  eve  must  work  in  a  lower,  more 
sheltered  shop  with  a  shorter  pendulum,  and  increase  the 
speed  by  other  methods.  It  was  evident  that  the  method 
of  dropping  from  the  horizontal  was  practical,  and  it  appeared 
that  by  raising  the  centre  of  gravity  of  the  pendulum  to  the 
highest  possible  point  the  time  of  swing  would  be  decreased 
and  the  velocity  at  the  bottom  of  swing  increased. 

“  It  must  be  understood  that  the  method  adopted  in  nearly 
all  these  experiments  was  to  hold  the  model  so  that  the  plane 
of  flight  was  in  the  plane  of  the  pendulum,  lift  being  measured 

*  Paper  read  before  the  Institution  of  Aeronautical  Engineers,  at  the 
Engineers’  Club,  on  December  15. 


by  the  horizontal  deflection  of  the  pendulum  at  the  lowest 
point  of  swing  and  drag  by  the  length  of  swing  of  the 
pendulum. 

"  The  section  of  the  pendulum  arm  must  be  cylindrical  in 
order  to  avoid  effects  on  lift  readings  due  to  the  pendulum 
not  travelling  in  a  plane  path.  The  pendulum  arm  was 
therefore  constructed  of  tube. 

"  For  high  speeds  it  is  necessary  to  keep  the  centre  of 
gravity  of  the  pendulum  high  ;  the  lower  part  of  the  pendulum 
must  therefore  be  light,  and  wc  constructed  it  of  Duralumin 
tube  of  i  j  ins.  diameter,  extending  for  about  two-thirds 
of  the  length  of  the  pendulum.  The  top  third  was  a  steel 
tube  of  if  ins.  diameter  telescoping  over  the  Duralumin  tube. 
The  pivot  originally  was  constructed  with  two  bearings  at 
right  angles,  one  allowing  for  the  normal  swing  of  the  pen¬ 
dulum,  and  the  other  allowing  for  lateral  deflection  for  lift 
readings.  We  found,  however,  that,  with  this  second  pivot, 
the  deflections  for  lift  were  much  too  great  for  practical 
purposes  ;  w*e  therefore  fixed  this  pivot,  the  lateral  deflec¬ 
tions  of  the  tube  under  the  lift  forces  being  quite  sufficient 
for  measurement.  These  deflections  are  of  the  order  of 
3  ins.  for  maximum  lift  on  normal  18-in.  by  3-in.  sections. 
The  force  causing  the  deflection  can  be  found  with  great  ease 
by  direct  calibration  of  deflections  against  known  loads.  To 
obtain  high  speeds  we  loaded  the  pendulum  by  casting  a 
lead  weight  of  about  35  lbs.  round  the  top  tube  as  near  the 
pivot  as  possible.  With  this  combination  and  a  normal- 
weight  model  we  were  able  to  obtain  a  speed  of  from  45  to 
50  ft. /sec,  at  the  bottom  of  the  swing,  depending  on  the 
weight  of  the  model. 

"  The  drag  forces  are  measured  by  the  height  of  swing  of 
the  pendulum  at  the  end  of  the  first  swing.  Attempts  were 
first  made  to  observe  this  value  by  recording  a  trace  of  the 
end  of  the  swing  by  a  marking  mechanism  on  the  pendulum, 
but  it  was  found  that,  as  this  measurement  was  required  with 
great  accuracy  and  the  drag  forces  are  very  small,  the  varying 
frictional  forces  of  the  marking  mechanism  were  sufficient  to 
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affect  seriously  the  drag  measurements.  This  method  was 
therefore  abandoned  in  favour  of  a  hit-or-miss  method 
where  a  pin  inserted  in  a  scale  was  either  knocked  out  01 
b  ft  untouched  by  the  pendulum.  With  several  swings  of 
the  pendulum  we  found  that  the  top  of  the  swing  could  be 
located  to  at  least  in.,  which  gave  very  fair  accuracy  in 
these  measurements. 

"  Lift  forces  are  converted  into  absolute  coefficients  bv 
calculating  the  maximum  speed  of  the  pendulum.  Drag 
! orces  are  calculated  Irom  an  integration  of  the  speed  of  the 
pendulum  throughout  the  swing. 

"Initial  Drag.-  It  is  obvious  that  the  length  of  swing  of 
the  pendulum  is  a  measure  of  the  combined  drag  of  the 
model  and  pendulum.  It  is  now  necessary  to  subtract  the 
1  csistance  of  the  pendulum.  To  do  this  in  principle  it  is 
only  necessary  to  detach  the  model  and  replace  it  by  a  mass 
'  qual  to  that  of  the  model,  with  its  centre  of  gravity'  on  the 
same  radius  of  swing  as  that  of  the  model.  This  mass  must 
offer  no  air  resistance.  The  height  of  swing  of  the  pendulum 
must  then  be  observed. 

"  This  problem  developed  the  method  of  holding  the  model 
in  a  frame.  The  frame  is  tubular,  and  the  mass  takes  the 
form  of  lead  weights  inserted  in  the  arms  of  the  frame.  After 
a  time  all  models  were  tested  in  this  way  on  account  of 
observations  when  pressure  plotting,  which  indicated  that 
air- now  at  the  ends  was  affected  by  end  support. 

The  angle  ot  the  model  is  measured  from  a  orotractor 
fitted  on  a  stand  under  the  vertical  position  of  the  pendulum. 

"  A  bght  arm  carrying  a  recording  pencil  is  mounted 
crossways  on  the  bottom  of  the  pendulum.  This  records 
lilt  on  a  piece  of  paper  held  on  a  suitable  frame  to  the  side, 
of  the  path  of  the  pendulum. 

"  Advantages  of  Method. — The  air  through  which  the  mode 
passes  is  still,  and  there  can  be  no  question  of  turbulence 
or  steady  flow.  Wall  effect,  which  may  be  great  in  an 
ordinary  wind  tunnel,  is  greatly  reduced.  The  cost  of 
mnning  the  apparatus  is  very  small.  The  apparatus  is  cheap, 
and  the  power  required  is  one-man  power.  The  accuracy 
ot  the  measurement  appears  high.  Repeat  experiments 
usually  agree  to  about  1  per  cent. 

Disadvantages  of  Method. — The  motion  is  not  steady, 
but  accelerated.  The  motion  is  not  rectilinear.  These  two 
tacts  may  cause  the  apparatus  to  give  erroneous  results,  but 
it  should  be  observed  that  when  tests  are  made  on  forms 
tested  by  the  N.P.L,  the  results  are  in  very  fair  agreement 
Only  on  some  thick  sections  the  results  are  not  the  same  ; 
on  the  other  hand,  Handley  Page  effects  are  very  obvious. 

"  description  of  Method  of  Carrying  out  Test-.— The  model  is 
placed  on  the  frame  and  run  at  varying  angles  for  lift ;  the 
usual  increments  of  angle  are  by  2.  The  model  is  then  set 
at  o°  incidence  and  run  for  initial  drag.  The  model  is  then 
removed  and  replaced  by  weights,  and  the  pendulum  drag 
measured.  The  model  is  then  replaced  and  the  weights 
1  emoved  to  check  for  initial  drag,  and  if  any  discrepancy 
is  noted  the  experiment  is  repeated.  This  test  for  initial 
drag  is  most  important,  and  should  be  carried  out  with  the 
greatest  care.  The  model  is  then  run  through  at  varying 
angles  for  drag  measurements. 

Pressure  Plotting. — This  can  be  carried  out  satisfactorily 
on  this  apparatus.  When  the  necessary  holes  and  passages 
have  been  made  in  the  model  they  must  be  connected  to  a 
small  tube  carried  up  the  pendulum.  This  tube  is  coupled 
up  by  means  of  a  thin,  flexible  rubber  pipe  to  a  small  inclined 
U  tube  filled  with  alcohol.  If  the  tube  is. small  the  necessary 
mass  of  alcohol  is  reduced,  and  the  inertia  effect  of  this 


mass  also  reduced.  The  pendulum  is  swung  in  the  ordinary 
way  and  the  motion  of  the  alcohol  noted.  With  practice  this 
can  be  read  to  Tl1)0  in.,  with  a  possible  error  of  ±  Tro  in. 

"  A  correction  has  to  be  applied  for  the  centrifugal  force 
of  the  air  in  the  tube  down  the  pendulum.  When  this 
correction  is  applied  the  results  are  in  agreement  with  those 
obtained  at  the  N.P.I.,  on  the  same  section.  The  work  is  a 
little  fedious,  but  a  section  can  be  plotted  in  one  day  and 
invaluable  results  obtained.  These  results  show  our  want  of 
a  satisfactory  theory.  Progressive  modifications  of  form  do 
not  produce  the  expected  alterations  of  pressure,  and  no 
general  conclusions  can  so  far  be  stated. 

"  Movements  of  Centre  of  Pressure. — So  far  no  attempt  has 
been  made  to  measure  this  quantity,  as  time  and  money 
have  not  permitted,  but  it  does  not  seem  impossible  to  devise 
an  appara  tus  to  carry  out  this  work  if  necessary. 

Further  Possibilities. — With  the  pendulum  it  is  possible 
to  observe  to  a  certain  extent  the  effect  produced  on  the  air 
by  the  passage  of  any  body  under  test  through  it.  For  this 
it  is  necessary  to  create  a  smoke  cloud  and  swing  the  model 
through  it. 

"  Wing-tip  vortices,”  he  continued—”  first,  I  think,  sug¬ 
gested  by  Lanchester  and  later  developed  by  Prandtl — can 
be  observed.  These  vortices  exist,  but  appear  to  be  not 
quite  as  assumed  by  theory. 

"The  vortex  is  non-existent  at  the  angle  of  no  lift,  and 
increases  in  .size  and  probably  in  velocity  up  to  the  burple 
point,  where  the  motion  changes.  With  square-ended  planes 
the  centre  of  the  vortex  occurs  on  the  line  of  the  wing  tips, 
but  apparently  below  it.  As  far  as  can  be  observed  the 
whole  of  the  rotational  effect  is  below  the  wing, 

With  tapered  wing  tips  the  centre  of  the  vortex  comes  in 
nearer  the  centre  of  the  model,  approximately  one-sixth  of 
the  span,  and  the  vortex  obviously  increases  in  size  and 
apparently  decreases  in  speed  of  rotation. 

With  a  biplane  two  vortices  are  formed  which  rotate 
separately  and  finally  round  one  another  ;  here  the  vortices 
appear  smaller. 

1  lie  vortices  persist  for  a  long  period  after  the  passage 
of  the  model.  They  have  been  observed  for  Soo  or  900-chord 
lengths. 

Further  Smoke  Observations.—  When  a  model  passes 
through  the  air  a  distinct  kick  is  given  to  the  air  at  con¬ 
siderable  distances  from  the  model  ;  this  is  especially  notice¬ 
able  on  the  upper  side,  where  the  effect  is  visible  up  to  S  ft. 
from  the  model.  Wliat  the  nature  of  the  kick  is  is  not  clear, 
but  it  looks  like  the  first  swing  of  a  very  heavily  damped 
vibration,  ibis  may  have  a  bearing  on  tunnel-wall  effect. 

"  Finally, "  he  concluded,  ”  I  should  like  to  try  and  impress 
on  you  the  effects  that  making  experiments  such  as  these 
have  on  anyone  who  undertakes  them.  One  becomes 
impressed  by  the  unsatisfactory  nature  of  usually  accepted 
theories  when  applied  to  observed  facts. 

"lurning  to  the  practical  side,  the  experiments,  whilst 
at  times  apparently  giving  illogical  results,  continue  to 
indicate  the  possibility  of  increasing  the  aerodynamic  effi¬ 
ciency  of  the  forms  we  use.  Gliding  angles  of  1-18  are 
attainable,  and  probably  much  higher  figures. 

"  The  Handley  Page  effect  shows  the  possibility  of  multi¬ 
plying  lifts  by  3  ;  unfortunately,  it  multiplies  drag  by  9. 
Does  this  not  indicate  that  if  we  do  right  we  can  reduce  the 
drag  forces  ?  To  do  this  we  must  do  something  new  and  not 
copy.  Every  one  who  can  should  take  this  work  up  and 
experiment. 

The  present  aeroplane  is  wasteful  of  power,  and  for 
progress  we  must  improve  it.” 

H  H 


13  El 


PERSONALS 


Married 

Lieut. -Col.  Cuthbert  Euan  Charles  Rabagliati,  late 
K.O.Y.L.I.  and  R.F.C.,  youngest  son  of  Andrea  C.  F. 
Rabagliati,  M.D.,  Whinbrae,  Ben  Rhydding,  and  grandson 
of  the  late  Duncan  McLaren,  M.P.,  Edinburgh,  was  married 
on  December  4  at  St.  Etlielburga’s,  Bishopsgate,  to  Clarissa 
Catherine  Melvill  de  Hochepied  Larpent,  only  daughter 
of  the  late  John  Melvill,  ninth  Baron  de  Hochepied,  and  of 
the  Baroness  de  Hochepied. 

Flight-Lieut.  Edward  Thornton,  R.A.F.,  only  son  of  the 
late  Edward  Thornton,  Minister  in  H.M.  Diplomatic  Service, 
and  of  Mrs,  E.  D.  L.  Harvey,  w'as  married  on  December  ii, 
at  St.  Saviour  s,  Chelsea,  to  Marjorie  Gabkielle,  onlv 
daughter  of  Mr.  W.  R.  Pike. 

To  be  Married 

The  marriage  will  shortly  take  place  between  Rory  Alwyn 
Macnamara  Sckase  Dickins,  late  60th  Rifles  and  R.A.F., 


eldest  son  of  Mr.  and  Mrs.  Alwyn  Scrase  Dickins,  of  Heronsgill. 
Hoi sliam,  and  Brenda  Baillie,  of  Tismans  House,  Rudgwick, 
Sussex,  only  daughter  of  Mr.  and  Mrs.  Southbv  Hewitt. 

Deaths 

Capt.  John  Evelyn  Harrison  Dakin,  late  Squadron- 
Commander,  R.A.F.,  who  died  suddenly  on  December  8, 
in  South  Africa,  aged  34  was  the  son  of  the  late  Joseph 
Harrison  Dakin,  of  Brittany  Lodge,  Edwardes  Square. 

Flying  Officer  Bertrand  Reginald  Harris,  R.A.F.,  of 
56,  Clifton  Gardens,  Maida  Vale,  W.,  died  of  pneumonia  on 
December  10,  at  the  Royal  Naval  Hospital,  Chatham.  Flying 
Officer  Harris,  whose  age  was  27,  had  been  twice  mentioned 
in  Despatches. 

Item 

Lieut.  Aviateur  Willy  Coppens,  D.S.O.,  M.C.,  Air  Attach^ 
to  the  Belgian  Embassy,  left  London  on  December  3,  for 
Baghdad. 
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London  Gatelte,  December  8,  1922 
General  Duties  Branch 

The  follg.  Flying  Offrs.  are  transfd.  to  the  Reserve  :  — 

Ci,.  A  (Dec.  9)  : — R.  C,  Rodger,  M.C.,  D.C.M,  ;  VV.  W.  Saunders. 

Cl.  B  (Dec.  8)  : — G.  H.  Winckworth. 

Memorandum. 

The  permission  granted  to  Sec.  Lieut.  R.  H.  Stonnill  to  retain  his  rank 
is  withdrawn  on  joining  the  T.A. ;  Oct,  24. 

London  Gazette,  December  12,  1922 
General  Duties  Branch 

The  following  are  granted  permanent  commas,  as  Flying  Offrs.,  with 
effect  from  dates  indicated.  Gazettes  of  those  dates,  appointing  them  to  short 
service  cornmns.,  are  cancelled:  —  A.  W.  Cuddon-Davis ;  January  30,  1920 
(since  promoted.  Previously  described  as  A.  Bottoms).  G.  S.  Oddie,  D.F.C.  ; 
December  1 2,  [919  (since  promoted).  H.  R.  Junor,  D.F  C. ;  December  12, 
1919.  S.  D.  MacDonald,  D.F.C.  ;  July  z,  1920.  M.  W.  Nolan;  Sep¬ 
tember  12,  1 9  IQ- 

Flying  Offr.  E.  R.  13.  Flayford  is  granted  permanent  comron.  in  rank  stated  ; 
August  25,  1920  (since  promoted.  Gazette  August  27,  1920  appointing  him  to 
a  short  service  commit.,  is  cancelled;  K.  J.  Kingston- MoClougliry,  D.S.O., 
D.F.C.,  is  granted  short  service  Commti.  as  Flying  Offr.,  with  effect  from 
and  with  seniority  of  December  3.  Capt.  G.  S.  Reed,  O.B.E.,  late  I.A.R.O., 
is  granted  short,  service  commn.  for  three  years  on  active  list  as  FLigbt-Lieut., 
with  seniority  August  iy,  1920  ;  October  1.  Pilot  Offr.  A.  D.  H.  Foster  to  be 
Flying  Offr.  ;  October  28. 

The  following  are  transferred  to  the  Reserve  ;  December  12  . — 

Class  A.  Flying  Offrs. — E.  N.  Fentou,  J.  T.  Rogerson. 


Class  B.  Observer  Offrs. — H.  Alexander,  B.  J.  Malyan,  D.  li.  Murray, 
A.  L,  Willcox. 

Class  C.  Flying  Offr. — L.  J.  Hoare. 

Observe!  Offrs. — C.  O.  Boothroyd,  D.F.C.,  G.  R.  Terry, 

Flight -Lieut.  R.  J.  O.  Compston,  D.S.C.,  D.F.C  .,  is  placed  ou  half-pay, 
Scale  B;  November  29.  Flying  Offr.  V.  R,  S.  White,  M.C.,  is  placed  on 
retired  list  on  account  of  ill-health  contracted  on  active  service ;  Decern  her  13 

Stores  Branch 

Flying  Offr.  T.  F.  Beere  is  placed  on  retired  list  on  account  of  ill-health 
contracted  011  active  service  ;  December  13. 

M cdical  Branch 

C.  V.  D,  Rose  is  granted  short  service  commn.  as  Flying  Offr.,  with  effect, 
from  and  with  seniority  of  November  27.  E.  F-  N,  Currey  is  granted  tem¬ 
porary  commn.  as  Flight-Lieut.,  with  effect  from  and  with  seniority'  ot 
November  29. 

The  following  are  granted  permanent  commissions  as  Quartermasters 
and  Fligkt-Lieuts.  — W.  P.  Conolly  ;  October  13.  li.  Steele  ;  September  27. 

Memoranda 

The  lollowing  are  granted  temporary  cornmns.  in  ranks  stated  for  duty 
under  Directorate  of  Works  arid  Buildings  : — 

Wing  Com  dr. — R.  H.  T.  Jobson  ;  November  1. 

l  iving  Offrs. — J,  J.  O’Connor,  S.  J.  Stocks,  W.  F.  Langdon ;  April  1. 
L.  FI.  Morgan-Browne  ;  November!.  J.  M,  Morris;  November  24. 

Major  R.  Money,  O.B.E.,  The  King’s  Own  Royal  R.,  is  granted  the  rank 
of  Lieut, -Co).,  R.A.F.,  on  retirement  from  the  Army;  August  17.  Lt.  H. 
Chaplin  is  deprived  of  permission  to  retain  his  rank  on  conviction  by  the 
Civil  Bower  ;  August  19. 


ROYAL  AIR  FORCE  INTELLIGENCE 


Appointments. — The  following  appointments  in  the  Royal  Air  Force 
are  notified : — 

Squadron  Leaders :  A.  J.  Milcy,  O.B.F  ,  from  Aircraft  Depot,  Egypt  (Middle 
Last),  to  R.A.F.  Depot  (Inland  Area).  (Supernumerary.)  22. 11.22.  H.  G. 
Smart,  D.F.C.,  from  No.  6  Squadron  (Iraq  Command)  to  R.A.F.  Depot 
(Inland  Area).  (Supernumerary.)  5.11.22.  F.  C,  Williams,  O.B.E.,  from 
Headquarters  (Iraq  Command)  to  R.A.F.  Depot  (Inland  Area).  (Super 
n umer ary.)  5.11.22.  E,  A  B.  Rice,  M.C.,  from  R  A.F.  Depot  (Inland  Area) 
to  command  Air  Pilotage  School  (Cadre)  (Inland  Area).  16.12.22. 
H.  A.  Mitchell,  O.B.E.,  from  No.  10  Group  Headquarters  (Coastal  Area)  to 
Headquarters,  R.A.F.  Middle  East.  30.x1.22.  C.  P.  Ogden,  from 

R.A.F.  Depot  (Inland  Area)  to  Egyptian  Group  Headquarters  (Middle  East). 
30.11.22,  A.  G,  Higgins,  from  School  of  Technical  Training  (Men)  (Inland 
Area)  to  No.  t  School  -if  Technical  Training  (Boys)  (Ilaltou).  13.12.22. 

Flight  Lieutenants  t  W.  H.  Dolphin,  from  No.  2  Elyiug  Training  School 
(Inland  Area)  to  Aircraft  Depot,  Egypt  (Middle  East).  24.11.22.  H.  Steele, 
from  Army  (R.A.M.C.)  to  R.A.F',  Depot  (Inland  Area),  (supernumerary),  ou 
appointment  to  Permanent  Commission  as  Quartermaster  and  Flight.  Lieut. 
(Medical),  on  transfer  from  the  Army.  27.9.22.  li.  Steele,  from  R.A.F. 
Depot  (Inland  Area),  to  No.  1  Stores  Depot  (Supernumerary),  lor  duty  as 
Quartermaster  (Medical)  at  the  Medical  Stores  Depot.  27.1:. 22.  H.  E.  F. 
Wyneoll,  0.13. E.,  M.C.,  from  R.A.F.  School  (India)  to  Headquarters,  R.A  F., 
India  (Supernumerary).  1  11.22.  T.  H.  McDowell,  from  R.A.F.  School 
(India)  to  Headquarters,  R.A.F.,  India  (Supernumerary),  x. 11.22.  VV'.  G.  L. 
Wambeek,  from  No.  5  Squadron  (India)  to  No.  30 Squadron  (India).  27.10.22. 
F.  V  Norton,  from  No.  267  Squadron  (Mediterranean)  to  H.M.S.  "Ark  Royal  " 
(Mediterranean).  t3.11.22.  R.  B.  Munday,  D.S.C.,  from  Headquarters, 
Coastal  Area  to  Seaplane  Training  Snhool  (Coastal  Area).  (Supernumerary.) 

1 1. 12.22  W.  H.  L.  O'Neill,  M.C.,  from  No.  2  Flying, Training  School  (Inland 
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Area)  to  No.  100  Squadron  (Inland  Area).  11.12.22.  C  E.  W.  Foster,  from 
R.A.F.  Depot  (Inland  Area)  to  R.A.F.  Base,  Leuchars  (No.  205  Squadron) 
(Coastal  Area).  (Supernumerary).  15.12.22.  A.  G.  Taylor,  A.F.C.,  from 
No.  5  Flying  Training  School  (Inland  Area)  to  No.  1  Flying  Training  School 
(Inland  Area).  16.12.22.  A.  Rowan,  from  School  of  Naval  Co-operation 
and  Aerial  Navigation  (Coastal  Area)  to  Headquarters,  Coastal  Area.  29.11.22. 
M.  J.  Cahalane,  M.B.,  front  R.A.F.  Base,  Gosport  (Coastal  Area),  to  Aeroplane 
Experimental  Establishment  (Coastal  Area).  1.12.22.  E.  F.  N.  Currey,  to 
Research  Laboratory  and  Medical  Officers'  School  of  Instruction  (Coastal 
Area).  On  appointment  to  Temporary  Commission  in  Medical  Branch. 
For  short  course  of  instruction.  29.11.22.  W.  P.  Connolly,  from  Army 
(R.A.M.C.)  to  R.A.F.  Depot  (Inland  Area).  (Supernumerary.)  On  appoint¬ 
ment  to  Permanent  Commission  as  Quartermaster  and  Flight  Lieutenant 
(Medical)  on  transfer  from  the  Army.  13.10.22.  VV.  P.  Conuolly,  from 
R.A.F.  Depot  (Inland  Area)  to  No.  1  School  of  Technical  Training  (Boys) 
(Halton).  (Supernumerary.)  For  duty  as  Quartermaster  (Medical)  at 
Halton  Hospital.  27.11.22.  F.  J.  Powell,  M.C.,  from  No.  28  Squadron 
(India)  to  R.A.F.  Depot  (Inland  Area).  (Supernumerary.)  31.10.22. 
M.  Thomas,  D.F.C.,  A.F.C.,  from  No.  30  Squadron  (Iraq  Command)  to  R.A.F. 
Depot  (Inland  Area).  (Supernumerary.)  5. 11.22.  1L  McEiltegart,  from 
No.  2  l  iving  Training  School  (Inland  Area)  to  No.  4  Flying  School  (Middle 
Fast).  30.11.22.  W.  E.  Hodgins,  M.D.,  from  Research  Laboratory  and 
Medical  Officers’  School  of  Instruction  (Coastal  Area)  to  Headquarters, 
R.A.F.,  India.  (Supernumerary.)  1.12.22,  R.  G.  J.  McCullagh,  from  Air 
Pilotage  School  (Cadre)  (Inland  Area)  to  R.A.F.  Depot  (Inland  Area). 
iT.1r.22.  A  E.  Jenkins,  from  R.A.F,  Depot  (Inland  Area)  to  Air  Pilotage 
School  (Cadre)  (Inland  Area),  ii.n.22. 

Lieutenant  T.  C.  C.  Monckton,  K.A.,  to  Headquarters,  Traq  Command.  On 
appointment  as  G.S.O.  3.  (Intelligence.)  On  attachment  to  Royal  Air 
Force  for  two  years.  1.10.22. 

E  E 


THE  DUKE  OF  SUTHERLAND  AND  THE  PILGRIMS 


Speaking  at  a  luncheon  given  by  the  Pilgrims  to  the 
American  Commission  for  the  Adjustment  of  Foreign  Claims, 
the  Duke  of  Sutherland,  Under-Secretary  of  State  for  Air, 
in  proposing  the  toast  of  the  American  guests,  after  paying 
a  general  tribute  to  what  America  did  in  1917  to  help  the 
allied  powers  to  victory  in  the  greatest  war  that  has  ever 
ravaged  the  earth,  referred  more  directly  to  their  co-operation 
in  the  air. 

*'  Had  the  result  been  a  victorious  Germany,"  the  Duke 
_gaid,  "  she  would  have  shown  us  scant  mercy.  It  was 
possible  that  under  Democratic  rule  she  had  changed  her 
heart  with  her  coat,  and  might  one  day  prove  herself  fitted 
to  enter  the  Brotherhood  of  Nations. 

"  Be  that  as  it  may,”  the  Duke  continued,  *'  that  change  of 
heart  might  never  have  come  about  had  not  America  entered 
the  field  against  her.  It  was  in  the  air  as  well  as  on  sea 
and  land  that  America  exerted  her  great  sinews  to  help  us. 
But  in  order  to  do  this  to  the  fullest  advantage,  it  was 
necessary,  in  matters  so  technical  as  aerial  warfare,  that  she 
should  receive  the  full  value  of  our  experience  and  knowledge 
in  regard  to  both  aeroplanes  and  engines,  and  it  was  to  this 

<$>  <$> 

War  Honours 

In  the  London  Gazette  of  December  19th  it  was 
announced  that  the  King  has  approved  of  the  following 
rewards  for  distinguished  service  in  Kurdistan  : — 

Bar  to  Distinguished  Flying  Cross. 

Flight-Lieut,  W.  H.  Park,  M.C.,  D.F.C. 

Flight-Lieut.  F.  O.  Soden,  D.F.C. 

Distinguished  Flying  Cross. 

Flying-Officer  S.  T.  B.  Cripps. 

Flying-Officer  G.  D.  Daly. 


end  that  our  Government  arranged  that  all  our  information 
should  be  at  her  disposal. 

"  On  the  entry  of  America  into  the  War — April,  1917 — 
the  first  thing  she  did  was  to  send  to  this  country  officers  of 
her  Air  Force  to  consult  with  our  Air  Board  regarding  the 
co-ordination  of  the  aerial  policies  of  the  two  Governments. 
At  the  head  of  this  came  Major  Bolling.  Let  us  recall  the 
name  of  this  man  who  did  such  good  work  at  the  time  and 
carried  through  this  agreement,  and  who  afterwards  made 
the  supreme  sacrifice  for  the  allied  cause,  and  now  fills  a  hero's 
grave  in  common  with  many  others  of  your  countrymen. 

"  Today  we  welcome  Colonel  McMullen  and  the  Hon. 
Harry  Knight  amongst  us,  and  we  charge  them  to  carry  to 
the  relatives  of  Major  Bolling  the  fact  that  today  his  name 
has  been  recalled  in  all  honour  amongst  us.  We  know  they 
will  discharge  their  duties  in  the  spirit  of  justice  and  equity 
that  has  always  ruled  the  Anglo-Saxon  race. 

“  I  venture  also  to  express  the  hope  that  the  various 
claimants  will  co-operate  and  will  welcome  as  they  should 
the  opportunity  afforded  them  by  the  presence  of  the  American 
Commission  of  having  their  claims  settled  here  in  London.” 

<$>  <$> 

Junkers  to  Visit  England 

Herr  Junkers,  the  famous  German  aeronautical  en¬ 
gineer,  whose  daring  designs  and  conceptions  of  all-metal 
aircraft  are  well  known  to  readers,  will  give  a  lecture  to  the 
Royal  Aeronautical  Society  (at  the  hall  of  the  Royal  Society 
of  Arts)  on  Jan.  4.  The  subject  will  be  "  Metal  Aeroplanes,” 
Herr  Junkers  having  specialised  in  this  department,  and 
having  carried  out  exhaustive  experiments  which  make  him 
one  of  the  greatest  authorities  on  steel  aeroplane  construction 
in  the  world.  His  paper  should  be  of  great  interest. 
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PROTECTING  THE  PILOT 

In  our  last  issue  some  reference  was  made  to  the  work  of 
A  usher,  Ltd.,  of  13d,  Long  Acre,  London,  and  Birmingham, 
in  devising  shields  for  protecting  the  pilot  from  wind  and 
rain.  Necessarily  in  the  limited  space  at.  our  disposal  then 
it  was  impossible  to  do  more  than  reft-r  to  a  few  of  the  types. 
It  must,  not  he  thought,  however,  that  some  of  the  better 
known  and  most  popular  types  have  been  discontinued,  that 
being  far  from  being  the  case.  Two  of  the  designs  which 
come  in  that  category  are  now  illustrated.  They  are.  first, 


Above,  the  Auster  No.  1  screen  for  Avro  machines  ; 
below,  the  screen  No.  f>2,  for  D.H.18  and  34  and  other 

machines. 

the  simple  and  neat  screen  which  has  proved  so  successful 
in  service  on  Avro  and  Bristol  machines,  which  is  appropriately- 
known  as  Model  No.  1  S.C.,  while  the  other  one  is  used  on  the 
D.H  18  and  D.H.34  and  a  number  of  other  aeroplanes;  it 
has  special  hinged  side  wings,  and  is  known  as  Model  No.  52 
S.C.  Both  of  these  shields  have  aluminium  frames,  and  art- 
fitted  with  unsplint efable  Triplex  glass. 


Annual  Dinner  of  No,  6  Wing,  R.N.A.S. 

The  fourth  Annual  Dinner  of  No.  6  Wing,  R.N.A.S., 
Otranto,  Italy,  was  held  at  the  Connaught  Rooms  on 
December  9,  when  about  thirty  officers  attended,  the  dinner 
being  one  of  the  most  cheery  so  far  organised.  Wing-Comdr. 
Edmonds  presided,  and  Admiral  Mark- Kerr  and  Rear- 
Admiral  Howard  Kelly,  under  -whose  commands  the  Wing 
came,  were  present.  After  the  presidential  speech  and 
"  The  King,”  Commander  Beuttler,  in  his  inimitable  manner, 
proposed  the  health  of  “  Absent  Members,”  recalling,  in  a 
speech  in  which  humour  was  blended  with  seriousness,  the 
days  spent  in  Italy.  He  was  followed  by  Admiral  Mark- Kerr, 
who  delivered  a  striking  speech  on  the  need  for  develop¬ 
ment  of  our  air  services,  and  by  Rear-Admiral  Howard 
Kelly,  who  spoke  of  the  necessity  for  co-operation  between 
the  Navy  and  the  Air  Force  at  the  present  time.  Group- 
Comdr.  Longmore  and  one  or  two  other  members  also 
spoke.  Major  Morrison  and  Flying  Officer  Leslie  causing 
much  laughter  by  their  anecdotes.  The  dinner  ended  earlier 
than  in  former  years,  in  order  that  members  might  have  more 
opportunity  of  talking  over  old  times,  and  so  was  concluded 
another  of  the  reunions,  each  of  which  seems  more  successful 
than  its  predecessor.  It  is  hoped  to  hold  the  fifth  of  the 
Annual  Dinners  in  December,  1923. 
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The-  English  Dreyfus  Case .  By  David  Ockham,  T5,  Parseval 
Road,  Hampstead,  London,  N.W.  Price  is.  By  Post  is.  3 d. 

Commercial  Art,  No.  2,  November ,  1/922.  London  :  Com¬ 
mercial  Art,  37,  Drury  Lane,  W.C.  Price  is.  6 d. 

Official  Gazette  of  the  United  States  Patent  Office,  November 
2 1,1922.  Washington  -.  Government  Printing  Office. 

Les  Helicopteres.  By  W.  Margoulis.  Paris :  Gauthier- 
Villars  et  Cie.,  35,  Quai  des  Gran  da- Augustins.  Price  1  of. 

Woodworking  Machinery  Regulations,  1922.  Statutory  Rules 
and  Orders,  1922,  No.  1196.  H.M.  Stationery  Office,  Kings- 
way,  W.C.  Price  2d. 

Handbook  on  Universal  Camera  Mounting  Air  Publication 
No.  913.  Price  is.  By  post  is.  id-  Rigging  Notes,  Aero 
Biplane,  Type  504  A'  (100  h.p.  Monosoupape ).  Air  Publication 
No.  916.  Price  bd.  By  post  7  d.  London:  H.M.  Stationery 
Office,  Kingsway,  W.C.  2. 


SIDE-WIND  * 

L'Air,  our  brilliant  French  contemporary,  is  making  a 
big  effort  to  deal  adequately  with  the  Paris  Aero  Show. 
Several  issues  are  being  published  dealing  with  all  the  exhibits, 
quite  an  unusual  procedure  in  French  journalism.  These 
numbers  can  be  had  by  readers  who  notify  L'Air  at  their 
offices — 3,  Rue  de  ITsly,  Paris. 

m  m  M  ft 
IMPORTS  AND  EXPORTS,  1921-1922 

Aeroplanes,  airships,  balloons  and  parts  thereof  (not  shown 
separately  before  1910).  For  1910  and  1911  figures  see 
•Flight”  for  January  25,  1912;  for  1912  and  1913.  see 
“Flight”  for  January  17,  19145  for  1914,  see  ‘‘Flight” 
for  January  15,  1915  s  for  1915,  see  ‘‘Flight”  for  January  13, 
19161  for  1916,  see  'Flight”  for  January  11,  1917  5  for 
1917,  see  “Flight”  for  January  24,  1918;  fof  1918,  see 
“Flight”  for  January  16,  1919;  for  1919,  see  “Flight” 
for  January  22,  1920  ;  for  1920,  see  “  Flight”  for  January  13, 
1921  ;  and  for  1921,  see  “  Flight  ”  for  January  19,  1922. 


Imports 

Exports  Re-Exportation 

1921. 

1022. 

1921. 

1922. 

1921. 

1922. 

£ 

£ 

£ 

£ 

£ 

£ 

Tan.  ... 

4.459 

1,152 

87,12s 

76,552 

2,285 

23 

Feb.  ... 

2,379 

567 

59,829 

69,129 

19 

1, too 

Mar.  ... 

14 

1,471 

1 18,199 

166,607 

1,565 

100 

April... 

1*370 

3,846 

138,983 

139,995 

450 

5,880 

May  ... 

3,350 

2,416 

59,624 

167,999 

1,818 

4,254 

June  . 

5,181 

816 

79.7L5 

129,137 

— 

14,530 

July  ... 

540 

1,039 

530,628 

24,405 

S60 

— 

August 

343 

198 

ni, 595 

S8.910 

— 

6S5 

Sept.  ... 

620 

3>°43 

145,755 

71,508 

— 

44 

Oct.  ... 

4,256 

633 

101,567 

40,225 

580 

90 

Nov.... 

504 

52 

144,073 

203,437 

20 

450 

23,016 

15.233 

1,577,094 

1.177,904 

7,597 

27,156 

m  m  m  m 

AERONAUTICAL  PATENT  SPECIFICATIONS 

Abbreviations  :  cyl.  ■=  cylinder ;  I.C.  =  internal  combustion  j  m.  ■■  motor 
The  numbers  in  brackets  are  those  under  which  the  Specifications  will 
be  printed  and  abridged,  etc. 

APPLIED  FOR  IN  1921 

Published  December  14,  193a 
13,001  S.  A.  Reed.  Air  propellers.  (163,?!  (.) 

i6,oS3.  Vickers,  Ltd.,  ond  1.  VVearham.  Vdocitv  or  direction  indicators. 
(188,696.) 

19,002.  J.  H.  W.  Gut.  Screw  propellers.  (tS8,?i?,) 

28,703,  A.  H.  F.  Fbdden,  L.  F.  G.  Butler  and  Bristol  Aeroplane  Co.,  Lip. 

Starting  devices  lor  I.C.  engines.  (188, 923-) 

30,470.  W-  T.  Reid  and  Bristol  A tutor  i.ane  Co,,  Ltd.  Emergency  discharge 
valves.  (188,949.) 

30,581.  G.  Brewer  (Krcpp  Akt.-Ges.).  Projector  lamps.  (188,952.) 

APPLIED  FOR  IN  1922 

Published  December  7,  192s 

i6,oSr  and  16,268.  Skewing  Aircraft  Corporation.  Ignition.  (181, 3*4 
and  18G387.) 

28.389,  A.  L.  Dams.  Aircraft  lamps,  (188,635.) 

Published  December  14,  1922 

7,738.  V-  Seetescu  and  Magnet  Mo tOren  Akt.-Ges.  Air-coolcd  cylinders, 
(r77,5io.) 

Published  December  21,  1922 

15,767.  Skywing  Aircraft  Corporation.  Electric  ignition  devices  for  l.C. 
engines.  (181,358.) 


Owing  to  the  Christmas  Holidays  FLIGHT  will  be 
published  on  Friday  next  week  instead  of  Thursday. 


FLIGHT 

The  Aircraft  Engineer  and  Airships 
36,  GREAT  QUEEN  STREET,  KINGSWAY,  W.C.  2. 

Telegraphic  address  :  Truditur,  Westcent,  London. 
Telephone :  Gerrard  1828. 

SUBSCRIPTION  RATES 

“  Flighi  ”  will  be  forwarded ,  post  fret,  at  the  following  rates  1 — 

United  Kingdom  Abroad* 

s.  d.  s.  d. 

3  Months,  Post  Free...  77  3  Months,  Post  Free...  8  3 

6  „  „  ...15  26.,  „  ***16  6 

12  „  I,  ...3°  4  ^  „  ,1  ***33  o 

These  rates  are  subject  to  any  alteration  found  necessary 
under  abnormal  conditions  and  to  increases  in  postage  rates. 
•  European  subscriptions  must  be  remitted  in  British  currency 

Cheques  and  Post  Office  Orders  should  be  made  payable  to  the 
Proprietors  of  "  Flight,”  36,  Great  Queen  Street,  Kingsway, 
W.C.  2,  and  crossed  London  County  and  Westminster  Bank, 
otherwise  no  responsibility  will  be  accepted. 
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FLIGHT  BUYERS’  GUIDE  AND  TRADE  DIR ECTOR Y-continued. 


[CtMtinuci  /row  p.  icxiv.) 


f  ABRICS  and  YARNS - 

Victoria  Rubber  co.,  Ltd.,  Edinburgh. 

FLYING  SCHOOL- 

F raser's  Flying  School,  Kingvbwy,  N.W.  9 

CODERS— 

Peyret,  L.,  Ingenieur,  5;.,  Rue  f.ambrecbt,  Cour- 
bevcic  sur  Seine,  France. 


CLUES— 

Lang  Propeller  Ltd.,  Weybridge,  Surrey, 
Weybridge  S20-521 ;  "  Acrosticks,  Weybridge. 

INGOT,  aluminium- 

Jlrttmb  Aluminium  Co.,  Ltd,,  The  109,  Queea 
Victoria  St.,  London. 

City  2676 ;  r*  Cryolite  "  Cent.  London. 


INSTRUMENTS  (Speed),  Watch**,  &e- 

Brown  Bros.,  Ltd.,  Great  Eastern  Street,  London, 
E.C.  r. 

GokBmiths  9c  Silversmiths  Co.,  in,  Regent  Street, 
W.  1.  Gerfarrj  gngx  <3  lines). 

Smith,  S.,  &  Sons  (M.A  ),  Ltd.,  Crblrlewood 
WorkR,  N.W.  3.  Witlesdeu  333,5  (7  lines). 

INSULATING  MATERIALS— 

MacLennan.  John,  It  Co.,  115,  NewgateSt.,E.C.i. 

City  3tts;  “  Vaiiduara,'1  Cent,  London. 

LUBRICATING  OILS 

Wakefield,  C.  C.,  &  Co.,  Ltd.,  Cheapside,  E.C. a. 
Central  1156  (5  lines);  ”  Cherry,'1  Cent,  London. 

MACHINING 

Monk  Engineering  Co.,  Ltd.,  Coventry. 

Coventry  E07  ;  "  Assistance,"  Coventry. 

MAGNETOS— 

british  Thoinsoii-Uoiistoq  Co.,  T.td.,  Lower  t  brd 
Street,  Coventry. 

Telephone  -278 ;  “  A ‘toroidal,"  Coventry. 

METALS  (Anti-Friction) — 

Hoyt  Metal  Co..  Lid.,  Deodar  Road,  Putney, 
S.W.  15.  Putney  1333, 

METAL  PARTS  AND  FITTINGS— 

brown  bn.'-..  Ltd.,  Great  Eastern  Street,  I.ondon, 
E.C.  a. 


METAL  PARTS  AND  FITTINGS  (Continued)- 

Monk  Engineering  Co.,  High  Street,  Coventry. 

Coventry  S07;  ‘‘Assistance,"  Coventry. 

Rubery,  Owen  &  Co..  Darlaston. 

Darlaston  87  ;  "  Roofs,"  Darlaston 

MODELS- 

Jones,  A.  E.,  Ltd.,  25,  Evershnlt  Road,  Camden 
Town  N.W.  1. 

D. A.P.,  Replingtiam  Road,  Southfields,  S.W.  t8. 

PARACHUTES- 

E.  R.  Calihrop's  Aerial  Patents,  Ltd.,  333a, 
Edgware  Road,  London,  W,  2.  Paddington  6332. 

Spencer,  C.  G.,  &  Sons,  Ltd.,  59a,  Highbury 
Grove,  N.  5.  Dalston  1893. 

PETROL- 

Anglo-Ametican  Oil  Co.,  Ltd.  (Pratt’s),  Queen 
Anne's  Gate,  S.W.  t. 

British  Petroleum  Co.,  Ltd..  32,  Fencbureh  Street, 
E  C.  3 

PETROL  GAUGE- 

W.  Ryan  Hart,  McCreatb  Taylor  &  Co.,  34, 
Victo  ia  Street,  S.W.  r. 

PROPELLERS- 

Blackburn  Aeroplane  and  Motor  Co.,  Ltd., 
Olympia,  Leeds.  Roundhay  601  (5  lines); 

“ Propellers,  Leeds. 

Falcon  Airscrew  Co.,  113,  t  ottenbam  Road, 
Holloway,  N.  39.  Hornsey  910  &  2472. 

Lang  Propeller,  Ltd.,  Weybridge,  Surrey. 

530-521,  Weybridge;  "  Aerosticks,"  Weybridge. 

PUTTEES— 

Fo*  Bros.  &  Co.,  Ltd.  (Dept.  R),  Wellington, 
Someret. 

RADIATORS  AND  RADIATOR  REPAIRS— 

Serck  Radiators,  Ltd.,  Warwick  Road,  Greet, 
Birmingham. 

Victoria  531  (3  lines);  "  Nerleak,"  Birmingham. 

SHEET  METAL  WORK  STAMPINGS  AND 
PRESSINGS - 

Rubefy,  Uwen  St  Co.,  Darlaston. 

Darlaston  87  ;  “  Roofs, "  Darlaston. 


SKY  WRITING— 

Saiage,  Major  J.  C.,  y.3,  Norfolk  Street,  Strand, 
I-ondon,  W.C.  s. 

Central  8971-78  ;  "  Sky.  rta,  F-tnind,  I.ondon." 

SPARKING  PLUCS- 

Robinhood  Engineering  Works,  Ltd.,  The,  Putney 
Vale,  S.W.  15.  Putney  2133,  **33. 

“  Kaalgee,"  Phone,  London. 

SPRAYING  PLANT- 

Aerograph  Co.,  Ltd.,  43,  Holborn  Viaduct, 
E-C-  r. 

Holborn  2041  ;  **  Aerography,"  London. 

STABILIZERS— 

Auto  Controls,  Ltd,,  to,  Hcddon  Street,  Regent 
Street,  London,  S.W,  j. 

TAPES  AND  WEBBING— 

MacLennan,  John,  &  Co.,  m,  Newgate  St.,  E.C.  1. 

City  3115;  “Yanduara,"  Cent.  London. 

TIMBER— 

Owen,  Joteph,  &  Son.  Boro'  High  Street,  S.E. 

Hop  38 rr  ;  **  Bucheron,"  London. 

TUBES,  ALUMINIUM— 

P.ritish  Aluminium  Co.,  Ltd.,  The,  too,  Queen 
Victoria  St.,  London. 

City  2676  ;  “  Cryolite,”  Cent.  London. 

TYRES  AND  WHEELS 

Palmer  Tyre,  Lid-,  Shaftesbury  Avenue,  W.C.  2. 
Gerra-rd  T.zt4  ;  “  Tyricord,"  Westcent,  London. 

|  WELDINGS.  REPAIRS— 

Rarimar,  Ltd.,  10,  Poland  Street,  London,  W.  1. 
Germrd  3;  73  ;  •  Bariqu.tmar,"  Reg,  London. 

1  WIND  SHIELDS— 

A  lister,  t.td.,  133,  Long  Acre,  W  C.  2. 

WIRES  AND  CABLES  (Aeroplanee)- 

Bullivants,  Ltd.,  72,  Mark  Lane,  E.C.  5. 

Works :  Mill  wadi,  E.  14. 


Blackburn 

MSiliWiEyMP 


Specialists  in  Torpedo  AIRCRAFT* 

FOREIGN  AGENTS  The  BLACKBURN  AEROPLANE  and  MOTOR  CO.,  LTD. 

WANTED. 


OLYMPIA 


LEEDS. 


Pioneers 

since 

1909. 

Contractors 
to  H.M.  and 
Foreign 
Govern¬ 
ments. 


Peyret-  Maneyrol 
Glider. 


Winner  oj  “  'Dnilu  Moil "  Competition. 
Holder  of  World’s  Duration  Record 
(3  fours  21  Mins.  7  set*.]. 


Ia  -  I*  JEi  Y  It  13  T  ,  Ingenieur, 

23,  Rue  Lambrecht,  Courbevoie  sur  Seine,  France. 


JAMES  D.  ROOTS  &  CO., 

THANET  HOUSE,  >  EM  RLE  BAR ,  LONDON,  W.C. 

British,  Foreign,  and  Colonial 

PATENTS 

obtained  at  moderate  charges.  The  AutomobOa  and  Aeroplane 
Patent  Expert*  and  Advisers.  Long  and  Varied  Practical  Engineering 
Experience  Valuable  to  In.  enter*. 

PIO-  EER  RECOROOF  Mr.  J.  P.  ROOTS.  M.I.Mech. 6. 

1886.  Made  first  successful  working  Oil  Engine  in  Europe. 

1830.  Made  first  Motor  Boat  in  United  Kingdom. 

1892.  Made  second  Motor  Cycle  in  UJC.  fitted  with  first  two-stroke 
self-propelling  engine,  first  anywhere. 

1894.  Exhibited  first  I.C.  Engine,  built  specially  for  propelling  vehicles, 

f cur-stroke;  Stanley  Show 

1895.  Made  first  (I.C.E.)  Motor  Car  built  in  United  Kingdom. 

1896  tic  7.  Flew  several  models  of  Aeroplanes  and  Helicopters. 

1  97.  Kan  first  Motor  Vehicle  (I  C  E.)  in  a  public  competition. 

18:8.  Made  first  Commercial  Motor  (I.C.E.)  built  in  United  Kingdom. 

'1  olographic  Address ;  Ortktree  Ixindo**-  1’eleplloue;  1 2327  Con  trill. 


When  communicating  with  advertisers,  mention  of  “ Flight  ”  will  ensure  special  attention. 


THE  100  H.P. 


LUCIFER  RADIAL 

AIRCOOLED  AERO  ENGINE, 


Simple  in  design  and  sturdy  in  construction, 
there  is  no  more  reliable  engine  to-day  than 
the  ‘  Lucifer.’  It  is  exceedingly  economi¬ 
cal  to  run,  its  petrol  consumption,  when 
Rtted  in  the  “Bristol”  Three-Seater  Taxi- 
plane  for  instance,  being  only  five  gallons 


an  hour  at  a  cruising  speed  of  80  m.p.h. 
For  sporting  aircraft,  for  lower-powered 
military  machines  (particularly  for  training 
purposes),  and  for  really  reliable  and 
economical  commercial  aircraft.  the 
1  Lucifer  ’  has  no  rival. 


The  ‘ Lucifer 9  is  the  only  low-powered  aero  engine  which 

satisfied  the  British  Air  Ministry  Type  Tests .. 


has 


December  21,  192a 


PRICE 


tO  C  Per  engine, 
^  ex  works. 


The 

"Bristol" 
vltConoptanc, 
Filed  With  the 
100  h.p. 
“Bristol" 
Lucifer  Engine 
winning  the 
Aerial  Derby 
Handicap  at 
Croydon,  on 
August  Bank 
Holiday ,  1922, 


Further  details  from  the 
Designers  and  Manufacturers  : — 

The 
Bristol 
Aeroplane 
Company,  Ltd., 

EILTOX  -  BRISTOL. 

Telegrams  : — "Aviation,  Bristol." 
Telephone: — 3906  Bristol. 


! 


Printed  and  Published  by  the  Proprietors,  the  St.  Martin’s  Publishing  Co.,  Ltd.,  36,  Great  Queen  Street,  London,  W  C.  a.  H.D. 

Agents  for  the  Colonies:  Go* don  &  Gotch,  Ltd.,  London.  Melbourne,  Sydney,  Brisbane,  Perth,  Launceston  (Tas.),  Wellington  (N.Z.),  Duuedia  (N.Z.). 
Canada— 131,  Bay  Street,  Toronto.  South  Africa—  Central  Naurs  Agency,  Ltd. 

Entered  at  ihe  New  York  Port  Office  as  Second-class  matter. 
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'TITANI1VE  DOPE 

THE  0RI6INAL  NON -POISONOUS  -  KWJTM  -  FLAME  RESISTING 


A  JOURNAL  DEVOTED  TO  THE  INTERESTS, 
PRACTICE,  AND  PROGRESS  OF  AERIAL 
LOCOMOTION  AND  TRANSPORT. 


OFFICIAL  ORGAN  OF  THE  ROYAL  AERO  CLUB  OF  THE  UNITED  KINGDOM. 


No.  731.  (No.  52.  Vot.  XIV.)  li^.S'L?VS:.S:5',r“l  DECEMBER  28. 1922. 


Sixpence  Weekly. 


AND  D*  M.  DAVIES. 

Aeroplane  Propeller  Designers  and  Manufacturers,  Aeronautical  Engineers. 

Largest  Manufacturers  of  Aeroplane  and  Seaplane  Propellers  it i  the  World . 

113,  Cottenham  Road,  Holloway,  London,  N.  19. 

Writ*  u«,  'Phone  n«,  or  Wire  aa.  Honjaoy  2472-910-2874. 

RIGGING 

The  Erection  and  Trneing-np  of  Aeroplanes. 

?  By  F.  W.  HALLIWELL,  A.M.I.A.E.  . 

Flight  Office,  «• 

36,  Gt.  Queen  St.,  Kingsway,  W.C.  2. 


Post  Free 
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Invaluable  to  the 
Aircraft  Engineer. 


HOYT 


AHTI-FR1CT10N  (WHITE) 


Hoyt  Bearings  are  Better  Bearings. 
NUMBER  ELEVEN  ALLOY  IN  LARGEST  USE  FOR  AERO  ENGINES. 

THE  TOUGHEST  MADE  THE  WORLD’S  BE#. 


DIE-CAST  BEARINGS. 


METALS 


MADE  HV 

HOYT  METAL  CO.,  LTD. 
Deodar  Hoad,  Putney. 
LONDON,  S.W,  IS. 


Specimen  twisted  and  U<ium.-rcti  coldlelUria*  toushneu.  A^uIulal/tL-, 

Asfc  for  inlerestinc  frt.  le*Q*f*  n*t  White  MelaUtns  and  lubrication,  CooauUation  Invited. 


READY 
TO  ^JT. 


Pioneer.  since  19®®. 

Con  tractor*^  to  H  M.  *«d 
Forei«y*  Govcfomsntt. 

SprcuUl  in 
Torpedo  Aircraft, 

Foreign  Agents  Wftntrd. 


r 


a/a  c  a?  a 


^KinJRtOtBtOPUVNEMid  MOTOR  CO.,  LTD.,  OLYMPIA.  LEEDS. 


i 


~r 


December  28,  19 2i 


LIGHT  AND  STRONG 
COMPLETE  UNITS 
INTERCHANGEABLE* 
LOW  AIR  RESISTANCE 


L  AMBLIN 
RADIATORS 

mum  in  n\  1— pi  inininrmmrnmrmmmmmmrTwwmrwKnntnmirmmrmamrmmrTrTi 

Patented  in  France  and  Abroad. 

WATER  -  OIL  -  AIR 

For  Aircraft. 

Hold  all  Records. 


! 

: 


SUCCESSES. 

Leon  Moran  e  Challenge,  1920. 

All  Speed  and  Altitude  Records. 

Coupe  Deutsch  de  la  Meurthe,  1920. 

Antwerp  Olympiad  Speed  Cup,  1921. 

Coupe  Gordon-Bennett,  1920. 

Italian  Grand  Cup,  1921 — 1922. 

Pulitzer  Trophy  (United  States),  1921. 
British  Speed  Record,  1922. 

Aerial  Derby,  1922. 

Marine  Speed  Record  sur  glisseur,  1922. 
Grand  Prix  de  l’Aero  Club  de  1’Ouest,  1922. 
Belgian  Automobile  Grand  Prix,  1922. 

Coupe  Deutrch  de  la  Meurthe,  1921  — 1922.) 


10,  Rue  de  Copenhague, 

PARIS. 


AIR  LINES. 

London— Paris. 

Paris — Prague— Warsaw. 

Paris — Constantinople. 

Toulouse — Casablanca. 

Curtis  Navy  Racer,  400  h.p.  with  I-amblin  Radiators. 


When  communicating  with  advertisers,  mention  of  “  Flight”  will  ensure  special  attention. 
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First  Aero  Weekly  in  the  World. 

Founder  and  Editor  :  STANLEY  SPOONER 

A  Journal  devoted  U  the  Interests,  Practice,  and  Progrea*  of  Aerial  Locomotion  and  Transport 
OFFICIAL  ORGAN  OF  THE  ROYAL  AERO  CLUB  OF  THE  UNITED  KINGDOM 
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DIARY  OF  FORTHCOMING  EVENTS 


Cheb  Secretaries  and  others  desirous  of  announcing  the  dales 
of  important  fixtures  are  invited  to  send  particulars  for 
inclusion  in  the  following  list  ; 

1922. 

Dec.  15- 

Jan.  2  .,  Paris  Aero  Exhibition. 


1923. 

Jan.  3  .... 
Jan,  12  ... 

Jan.  26  .... 

Feb.  6-7... 
Feb.  9  ... 

Feb.  23  .... 

Mar.  15  .... 

A  pi.  12  .... 

May  11  .... 

June 

Dec.  1  .... 


F.AJ.  Paris  Conference. 

Lecture,  “  Seaplane  for  Commercial  Duties,” 
by  Mai.  D.  C.  M.  Hume,  before  I.Ae.E. 

Lecture,  “  Wind  Tnnnel  Work  at  the  N.P.L.,” 
by  W.  L.  Cowley,  before  I.Ae.E. 

Third  Air  Conference  at  the  Guildhall. 

Lecture,  “  Seaplane  Design,”  by  W.  0.  Manning, 
before  I.Ae.E. 

Lecture,  “  Aerofoils,”  by  Dr.  A.  P.  Thurston, 
before  I.Ae.E. 

Entries  close  for  Dutch  Height  Indicator  Com¬ 
petition. 

Lecture,  “  Some  Controversial  Points  in  Aircraft 
Design,  by  F.  T.  Hill,  before  I.Ae.E. 

Lecture,  “  Experimental  Flying,”  by  Maj. 
M.  E.  A.  Wright,  before  I.Ae.E. 

International  Air  Congress,  Loudon. 

Entries  close  for  French  Aero  Engine  Com¬ 
petition. 


1924. 

Mar.  1  French  Aero  Engine  Competition. 


EDITORIAL  COMMEHT. 


AKIXG  it  all  around,  the  year  which  is 
just  closing  has  been  a  somewhat 
uneven t ful  one  so  far  as  aviation,  and 
especially  British  aviation,  is  con¬ 
cerned  ;  1922  has  seen  no  epoch- 

making  flights  such  as  the  London- 
Australia  or  Transatlantic  flights  of 
previous  years,  while  in  ordinary  sporting  aviation 
it  is  to  be  feared  that  this  country  is  lagging  sadly 
behind.  On  the  other  hand,  tfie  period 
irf°  Aviatioti"  depression  which  Britain,  in  common 
with  all  others,  has  been  passing  through, 
certainly  appears  to  be  drawing  towards  a  close. 
Personally  we  are  of  opinion  that  tire  bottom  of  the 
curve  has  been  reached,  and  that  from  now  onwards 
there  will  he  a  rise,  slow  at  first,  but  gradually 
increasing  as  time  goes  on.  Thus,  although  there  is 
much  in  the  past  year  which  one  must  view  with 
regret,  there  is  also  a  good  deal  for  which  to  be  thank¬ 
ful,  and  it.  is  quite  possible  that  in  years  to  come 
1922  will  stand  revealed  as  having  been  far  more 
lull  of  results  than  is  possible  to  appreciate  at  the 
moment.  It  is  usually  the  case  that  not  until 
distance  in  time  has  lent  perspective  can  we  see  things 
in  their  true  proportions,  and  we  are  still  too  close, 
even  to  the  beginning  of  1922,  to  have  that  perspec¬ 
tive. 


As  far  as  the  Royal  Air  Force  is  con- 
in  1922/*  cerned,  1922  has  certainly  not  been  the 
dull  year  of  which  civilian  aviation 
can  complain.  We  do  not.  propose  here  to  attempt 
to  give  even  a  brief  review  of  what  has  happened  in 
and  to  the  R.A.F.  during  the  past  year.  To  do  so  at 
all  adequately  would  require  several  issues  of  Flight. 
But  a  few  isolated  milestones  which  stand  out  on  the 
road  of  progress  may  be  recalled  in  order  to  form, 
as  it  were,  certain  fixed  points  on  which  future  events 
in  the  R.A.F.  may  w^ell  be  found  to  pivot. 

Thus  the  believers  in  and  supporters  of  a  strong 
Air  Force  may  well  claim  with  satisfaction  that  1922 
was  of  importance  in  that  it  was  the  year  in  which 
the  R.A.F.  received  its  Magna  Charta.  It  will  be 
recalled  that  at  the  Air  Conference  Capt.  Guest 
reminded  some  of  his  critics  that  the  Air  Ministry 
had  been  engaged  in  a  light  lor  its  very  existence. 
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We  all  remember  the  anxiety  caused  by  the  attempts 
of  certain  reactionary  sections  of  the  Navy  and  the 
Army,  particularly  the  former,  which  were  working 
quietly  but  none  the  less  energetically  for  a  return 
to  the  old  evil  system  of  separate  air  services,  which 
in  the  past  led  to  so  much  overlapping,  duplication 
and  waste.  Ultimately  came  the  official  announce¬ 
ment  that  there  was  no  intention  on  the  part  of  the 
Government  to  allow  such  a  retrograde  step  to  be 
made.  Not  only  so,  but  it  was  generally  admitted 
that  the  R.A.F.  is  rapidly  becoming  our  first  line  of 
defence.  Once  this  realisation  becomes  general,  half 
the  battle  is  won,  and  the  rest,  although  of  tremen¬ 
dous  importance,  is  but  detail  in  natural  evolution. 
We  believe  that,  although  even  now  there  are  those 
who  still  hope  to  effect  a  change  in  the  fundamental 
organisation  of  the  air  service,  the  new  Government 
will  not  allow  such  a  step  to  be  taken,  and  we  look 
forward  hopefully  to  what  the  coming  year  will  bring. 

A  second  milestone  in  the  life  of  the  R.A.F.  has 
been  the  taking  over  of  the  command  of  Iraq.  For 
the  first  time  in  history  an  air  service  has  been  placed 
in  supreme  control  of  a  territory.  It  is  yet  too  early 
to  be  able  to  form  a  definite  opinion  of  the  success  or 
otherwise  of  this  experiment,  but,  knowing  the  R.A.F. 
and  the  officers  in  charge  of  this  responsible  task,  we 
have  little  fear  as  to  the  outcome. 

A  third  milestone,  and  one  which  will  play  an 
extremely  important  part  in  the  formation  of  a 
school  of  thought  in  the  R.A.F.  in  the  foundation  of  a 
policy,  and  in  the  building  up  ol  the  new  First  Line 
of  Defence,  was  the  establishing  at  Andover  ot  the 
R.A.F.  Staff  College,  under  the  Command  of  Air- 
Commodore  Brooke- Popham.  Quite  recently  we 
were  privileged  to  pay  a  visit  to  the  College,  and 
chronicled  its  results.  It  is,  therefore,  not  necessary 
to  go  into  details  here,  beyond  recalling  with  satis¬ 
faction  that  the  College  was  opened  formally  on 
April  4,  1922,  and  that  already  the  work  is  in  full 
swing,  and  promising  well  for  the  R.A.F. 

Before  leaving  the  subject  of  the  Royal  Air  Force, 
there  is  one  thing  of  which  we  should  like  to  remind 
the  present  Government,  and  that  is  the  fact  that, 
if  the  R.A.F.  is  to  do  its  Imperial  work  efficiently 
and  well,  it  is  essential  that  new  types  of  machines 
should  be  forthcoming  in  reasonably  large  numbers. 
During  the  past  year  the  R.A.F.  has  had  to  work 
mainly  with  old  types,  re-conditioned  so  as  to  be 
serviceable  in  a  measure,  but  being  at  the  best  a 
makeshift  which,  with  the  rapid  progress  being  made 
all  over  the  world,  cannot  be  regarded  as  adequate 
for  the  coming  year.  It  is  fatal,  in  the  interests  of 
National  safety,  to  rest  satisfied  with  this  policy ; 
nor  will  it  be  found  to  be  true  economy.  It  must, 
therefore,  be  insisted  upon  that  the  placing  of  orders 
on  a  much  larger  scale  during  1923  than  was  the  case 
in  1922  should  be  a  vital  and  prime  necessity.  It  is 
for  our  new  Air  Minister,  Sir  Samuel  Hoare,  to  see 
that  the  requirements  of  the  Air  Force  are  not  side¬ 
tracked. 

Commercial  lt  .™Ust.  b.e  admitted  that  50  far  as 

Aviation.  Clvd  aviation  is  concerned,  1922  was 

not  at  all  a  successful  year.  During 
the  first  part  of  the  year  three  subsidised  British 
services  were  operated  on  the  London-Paris  route, 
with  the  result  that  there  was  competition  and  over¬ 
lapping  of  ground  organisation.  Some  time  ago 
this  arrangement  was  altered,  thanks  to  the  foresight 
of  General  Sir  Sefton  Brancker,  Director  of  Civil 


Aviation,  and  now  the  three  firms  subsidised  by  the 
Government  are  operating  on  three  different  routes. 

It  is  to  be  hoped  that  in  the  coming  year  the  two 
new  air  routes — to  Brussels  and  Cologne  in  the 
one  case  and  Manchester-London-Amsterdam  in  the 
other — will  be  considerably  extended  so  as  to  link 
up  with  places  farther  afield.  In  spite  of  the  un¬ 
favourable  report  of  the  C.A.A.B.  on  Imperial  air 
services,  we  trust  that  a  step  forward  will  be  found 
possible  during  1923,  either  by  the  extension  across 
Europe  of  some  of  the  existing  services,  01  by  the 
adoption  of  the  airship  schemes. 

The  opening  in  the  coming  spring  of  a  seaplane 
service  between  Southampton  and  towns  in  the 
north  of  Prance  will  mark  another  step  in  the  right 
direction. 

♦  ♦ 

Sporting  a^readY  mentioned  at  the  beginning 

Aviation  °f  these  notes,’ the  past  year  has  not 
been  a  very  encouraging  one  in  the 
matter  of  sporting  aviation.  The  few  flying  meetings 
and  competitions  held  in  this  country  have  not  been 
of  a  nature  to  draw  the  eyes  of  the  world  towards 
British  aviation.  Most  of  the  meetings  have  been 
in  the  main  “  family  affairs  ”  into  which  the  world 
at  large  did  not  enter.  In  the  matter  of  woild’s 
records  we  have  done  rather  badly  ;  not  a  single  one, 
with  the  glorious  exception  of  the  Super  marine 
seaplane  lecord  during  the  Schneider  race,  standing  to 
the  credit  of  a  British  machine  or  a  British  pilot. 
It  is  true  that  James  has  come  within  an  ace  of 
beating  the  speed  record  of  Sadi  Lecointe,  but  now 
the  latter  has  been  eclipsed  by  the  Americans.  James 
on  the  “  Bamel  ”  has  a  still  more  difficult  task  to 
attain  to  this  great  world  honour. 

Again,  in  the  matter  of  altitude,  distance  and 
duration  records,  we  appeal  to  be  nowhere,  all  these 
having  gone  to  French  and  American  pilots.  This 
may  sound  somewhat  like  a  reproach  to  British 
enterprise.  As  a  matter  of  fact,  it  is,  of  course, 
nothing  of  the  sort.  The  establishment  of  records, 
and  the  taking  part  in  International  Competitions, 
is  expensive,  and  the  main  reason  why  we  have  made 
such  a  bad  showing  is  because  our  constructors  have 
lacked  the  necessary  Government  encouragement. 
Given  the  latter,  and  it  is  a  foregone  conclusion  that 
our  designers  and  constructors  will  once  again 
justify  such  encouragement.  Let  us  see  to  it,  there¬ 
fore,  that  1923  has  a  different  story  to  tell. 

The  Schneider  race  furnished  one  exception,  and 
showed  that  when  the  money  is  forthcoming — in  this 
case  by  the  very  sporting  efforts  of  the  Supermarine 
Aviation  Works  and  the  Napier  Company — British 
machines  can  hold  their  own  against  the  world. 

In  the  matter  of  the  new  sport  of  gliding  we  have 
made  a  wonderful  start,  and  there  is  every  indication 
that  this  sport  will  become  popular. 

In  conclusion,  we  thank  all  our  readers  for  their 
support  during  the  past  year,  and  wish  them 

A  BRIGHT  AND  PROSPEROUS  NEW  YEAR. 


FLIGHT 

AT  THE  PARIS  AERO  SALON. 

FLIGHT1  Stand  is  at  the  Exhibit  of  M.  Branger, 
where  FLIGHT  can  be  obtained,  and  where  all 
communications,  Editorial  or  Advertisement,  can 
be  addressed. 

London  Address  : 

36,  GREAT  QUEEN  STREET,  KINGSWAY, 
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THE  •  PABIS  -AEB.O  -SHOW-  1Q22 


By  THE  TECHNICAL  EDITOR 


In  out  issue  of  last  week  w<-  were  able  to  publish  a  brief  account  ot  the  machines  shown  at  the:  Paris  Aero  Show,  illustrated  by 
silhouettes  of  all  the  machines,  and  photographs  ot  some  of  the  more  interesting.  In  the  present  issue  we  commence  a  mote 
detailed  reference  to  the  exhibits,  dealing  with  them  in  alphabetical  order.  Generally  speaking,  the  Show  this  year  is 
considerably  more  interesting  than  have  been  previous  ones,  and,  although  some  of  the  const  rur.tionaj  methods  employed 
may  not  appeal  to  us  particularly,  wc  think  they  deserve  to  be  placed  on  record,  especially  bearing  in  mind  that  conditions  in 
France  are  very  different  from  t  hose  obtaining  at  home,  the  objects  and  methods  uf  French  aviation  being  essentially  different 
bum  mus.  Thus,  although  wc  may  find  nothing  much  in  the  French  machines  suitable  foi  adoption  on  adaption,  wc  shall  at 
any  rate  realise  in  some  measure  what  France  is  doing,  and  that  in  itself  is  always  worth  while.  As  mentioned  last  week,  the 
features  of  this  year's  Show  are  all  metal  (Duralumin)  construction,  high  lift  wings,  supercharged  engines,  and  absence  ot 
freaks  It  is  fairly  sate,  to  assume  that  there  is  not  a  single  machine  at.  the  Show  which  will  not  fly,  while  several  of  them 
have  already  been  flown  That  some  of  the  machines  show  but  little  promise  may  be  admitted,  but  the  great  majority,  it 
not  clever,  are  at  any  rate  sound,  common-sense  productions.  \  few  instances  of  really  inspired  design  are  to  be  found,  and 
the  general  level  is,  we  think,  much  higher  than  has  been  the  case  at  previous  Paris  Aero  Shows.  -Ed 


SOCIETF.  ANONYM E  BELLANGER  FRERES 
NEUILLY-SUR-SEINE 

Airuadv  well  known  in  the  automobile  world,  it  is  only 
recently  that  Bellanger  FrSres  have  taken  up  aircraft  ion 
;  !iuction.  Vt  the  Paris  Aero  Show  one  complete  machine 
is  shown,  a  twin  engined  flying  boat  for  use  with  the  French 
navy.  In  addition,  a  "  commercial  ”  hull  is  shown,  intended 
to  fit  into  the  same  set  of  wmgs. 

The  complete  machine,  designed  by  Deolnui t  possesses 
several  distinctive  features,  not  only  in  hull  design,  but  also 
in  the  aeroplane  details  The  boat  hull  is  of  the  flat  sided 
variety.  With  You  bottom  and  flat  deck.  The  planking  e- 
thrcc  ply  wood,  and  the  hull  is  chiefly  remarkable  for  the 
fact  that  there  is  no  step,  as  we  have  come  to  understand  tile 
term.  In  place  of  the  step  there  is  merely  a  sharp  change  in 


the  direction  of  the-  lower  stringers.  Behind  this  ‘break’ 
there  appears  to  be  a  short  length  of  hull  bottom  in  which 
the  chine  line  is  slightly  concave,  although  the  Vee  bottom 
is  retained,  extending  up  to  the  stern  post  It  is  claimed,  that 
this  fotm  of  hull  has  been  found  to  get  off  with  a  smaller 
expenditure  of  power  than  a  similar  hull  with  steps,  and  that 
alighting  is  made  with  a  minimum  of  shock.  It  might  be 
pointed  out  that  the  break  in  the  lines,  corresponding  to  a 
step,  occurs  very  tar  aft.  approximately  under  the  rear  spar, 
and  therefore,  presumably,  well  aft  ol  the  centre  of  gravity 
ot  the  machine 

In  the  extreme  nose  uf  the  hull  is  a  cockpit  for  a  gunner, 
the  coaming  being  shaped  to  take  a  circular  gun-mounting. 
The  cockpit  for  pilot  and  engineer  is  placed  approximately 
half-way  between  the  nose  and  the  loadingjedge  of  the  lower 


THE  BFLLANGER  FLYING  BOAT  :  On  the  left  a  view  of  the  machine  front  the  gallery.  Note  front  gunner’s 

cockpit  and  folded  wing.  On  the  right  a  front  view  of  the  port  engine. 
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plane.  A  considerable  distance  aft  of  the  wings  is  another 
gunner’s  cockpit. 

The  wings  are  of  fairly  deep  camber,  and  are  of  unusual 
plan  form  in  that  the  trailing  edge  is  straight  while  the  leading 
edge  shows  a  gentle  curve  terminating  in  fairly  pointed  tips. 
Moth  topi  and  bottom  planes  arc  fitted  with  ailerons,  these 
being  of  high  aspect:  ratio  and  provided  with  horn  balance. 
"Hie  wing  bracing  is  somewhat  unusual,  there  being  a  wire- 
braced  centre  section  between  the  two  engine  mountings, 


Sketch  showing  unusual  engine  cowling  on  Bellanger 

flying  boat. 

followed  on  each  side  by  a  wire-braced  bay,  and  finally, 
towards  the  tips,  a  set  of  Vee  struts. 

Of  very  peculiar  design  are  the  engine  supports  and  cowls. 
The  engine  bearers  appear  to  be  carried  from  the  front  spars 
only,  or  at  any  rate  mainly,  and  to  be  connected  to  top  and 
bottom  front  spars  by  the  apices  of  steel  tube  pyramids. 
Running  back  horizontally  from  the  engine  to  the  rear  strut 
is  a  tail  piece,  similarly  shaped,  which  serves  to  streamline  the 
engine  housing.  The  entire  engine  mounting  is  cowled  in, 
the  only  portions  projecting  being  the  cam  covers,  exhaust 
pipes  and  sparking  plugs.  Two  Lamblin  radiators  are 
mounted  on  the  sides  of  each  engine,  and  are  fitted  with  the 


new  type  fan-shape  shutters,  operated  by  a  small  differential 
gear.  t 

1  he  main  petrol  tanks  are  carried  in  the  hull  and  in  the 
curved  wing  roots  of  the  lower  plane  A  gravity  service 
tank  is  built  into  the  top  centre  section. 

The  tail  surfaces  are  of  usual  type,  with  the  exception  of 
the  fin,  which  is  of  quite  unusual  thickness,  being  the  full 
width  of  the  hull  and  formed  integral  with  it. 

The  commercial  hull  shown  is  similar  in  outward  shape 
except  that  there  are  no  gunners’  cockpits,  a  cabin  seating 
six  passengers  being  provided  instead.  As  the  power  of  the 
ITispano  engines  is  300  h.p,  each,  the  machine  uses  100  h.p, 
for  each  passenger,  which  is  scarcely  a  commercial  proposition. 

Tallowing  are  the  main  characteristics  of  the  Bellanger 
flying  boat  :  Length  of  hull,  14  ms.  (45  ft.  to  ins.)  ;  span, 
20  ms.  (65  ft.  7  ins.)  ;  wing  area,  70  sq.  m.  (750  sq.  ft.)  ; 
weight  empty,  2,000  kgs.  (4,400  lbs.)  ;  total  loaded  weight, 
3.500  kgs.  (7,700  lbs.)  ;  speed,  180  kms./hr.  (112  m.p.h.)  ; 
range  with  six  passengers  and  a  crew  of  three,  1,000  kms. 
(f>2o  miles)  ;  endurance,  6  hrs. 

BOREL  S.C.I.M.  PUTEAUX  (SEINE) 

The  machine  exhibited  by  Borel  is  an  all-metal  two-seater 
fighter  and  reconnaissance  biplane  with  300  h.p.  Hispano 
engine  fitted  with  one  of  the  Rateau  superchargers.  The 
machine  is  built  of  metal  throughout,  Duralumin  for  spars, 
longerons,  etc.,  and  steel  fittings.  The  fuselage  is  of  tubular 
construction,  Duralumin  tubes  being  used  for  the  longerons 
and  struts,  while  the  fittings  are  of  sheet  steel,  wrapped  around 
the  longerons  and  secured  by  tubular  rivets  passing  right 
through  longeron  and  fitting.  It  is  of  interest  to  note  that 
the  diameter  of  the  tubular  longerons  decreases  from  nose  to 
stern.  The  method  of  reduction  is  to  fit  into  the  steel  sockets 
an  aluminium  bush,  into  which  the  smaller  tube  fits.  Thus 
at  one  end  of  the  steel  fitting  the  Duralumin  tube  just  fits, 
while  at  the  other  the  bush  makes  up  the  difference  in  diameter 
between  the  two  tubes.  The  bracing  is  piano  wire  with 
strainers  in  the  rear  portion,  while  in  front  the  struts  more  or 
less  triangulate  the  structure. 

The  wings  are  also  built  entirely  of  metal,  Duralumin  for 
spars  and  ribs,  and  steel  for  the  bracing — wire  fittings,  etc. 
While  the  lower  spars  are  in  the  form  of  rectangular-section 
Duralumin  tubes,  those  of  the  top  plane  appear  to  be  built  up 
of  Duralumin  sheet  to  form  a  box  section,  reinforced  inter¬ 
nally  by  channel-section  strips  riveted  to  the  flanges.  The 
sides  of  both  upper  and  lower  spars  have  circular  lightening 
holes,  those  of  the  upper  spars  being  slightly  flanged  over, 
while  those  of  the  lower  spars  are  quite  plain. 

The  ribs  have  channel-section  flanges,  joined  by  channel- 
section  stiffeners  formed  from  Duralumin  sheet."  Leading 
and  trailing  edges  are  formed  of  sheet  Duralumin  in  the  shape 
of  horizontal  Vee  sections.  The  top  plane,  which  is  of 
greater  chord  than  the  bottom,  has  an  extra  channel-section 
stringer  behind  the  rear  spar  and  trailing  edges,  as  the  spars 
are  placed  far  forward  in  the  wing  section.  The  main  spars 
are  placed  at  a  considerable  angle  to  the  chord  line,  presumably 
on  account  of  the  pronounced  stagger.  The  wing  fittings  are 
of  steel,  and  are  in  the  form  of  stirrups  going  around  the 
spars. 
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Wing  roots  permanently  secured  to  the  fuselage  pass  under¬ 
neath  the  main  fuselage  structure,  and  a  top  centre-section 
is  carried  on  struts.  The  attachment  of  end  pieces  to  roots 
and  centre-section  is  by  horizontal  unions  parallel  to,  and 
no  the  centre  line  of,  the  spars. 

As  already  mentioned,  the  Hispano  engine  is  fitted  with 
a  Hatean  supercharger,  while  on  the  rear  end  of  the  engine. 


off,  unlit  at  a  ceiling  of  10,000  tn.  (3.3,000  ft.)  it  is  about 
175  kms.  (108  miles)  per  hour 

In  addition  to  the  complete  machine  Borcl  shows  a  scale 
model  of  a  huge  three-engined  passenger  machine  a  canti¬ 
lever  monoplane,  and  of  an  all-metal  two-seater  night-fighter 
(C-.A.N.  2),  also  with  Hispano  engine.  The  commercial 
machine  (monoplane)  is  to  befitted  with  three  Lorraine  engines 
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The  Borel  S.C.I.M. 
all-metal  biplane. 
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immediately  in  front  ot  the  pilot,  is  an  Odier  engine  starter. 
We  behove  the  machine,  fuselage  as  well  as  wings,  is  to  fie 
covered  with  fabric.  It  Is  shown  in  skeleton. 

The  main  characteristics  of  the  Borel  Cap  1,  1922,  are  as 
follows  ;  Length  o  a  ,  8  ms.  17  (26  ft.  10  ins.)  ;  span,  13  ms. 
(42  ft.  7  ins.)  ;  chord,  upper  1  in.  90  (6  ft.  3  ins.),  lower 
1  in.  25  (4  it..  2  ins.)  ;  wing  area,  39  sq  ms  (420  sq.  ft.)  ; 
we  ight  empty,  1,000  kgs.  (2.200  lbs.)  ;  fuel.  325  kgs  (715  lbs.)  ; 
useful  load,  400  kgs.  (S80  lbs.)  ;  total  loaded  weight,  1,750  kgs 
(3,850  lbs.).  Fitted  with  supercharger  the  speed  at  ground 
level  is  estimated  at  200  kms.  (124  miles)  per  hour.  The 
maximum  speed  is  reached  at  5,000  m.,  where  it  is  248  kms. 

1  i 4  miles  1  pet  hour,  and  from  then  Onwards  the  speed  falls 


of  375  li.p.  each,  ami  is  designed  to  carry  30  passengers  inside 
the  centre-section  of  the  very  thick  monoplane  vving.^  It 
will  have  a  total  weight  of  22,000  lbs.  and  a  radius  of  action 
of  O20  miles  with  full  load.  The  span  is  36  ms.  (1x8  ft.)  and 
the  total  wing  area  240  sq.  ms.  (2,582  sq.  ft.).  According  to 
wind  tunnel  tests  at  St.  t.'yr,  the  machine  should  have  a  speed 
near  the  ground  of  202  kms.  (125  miles)  per  hour.  With 
the  central  engine  stopped  the  estimated  speed  is  17.3  kms. 
(10S  miles)  per  hour.  Thus  it  the  full-size  machine  comes 
up  to  the  model  figures,  the  power  expenditure  is  only  37  •  5  li.p. 
per  paying  passenger.  Asked  whether  the  machine  would 
fly  with  one  of  the  wing  engines  stopped,  the  gentleman  in 
charge  appeared  to  think  this  doubtful. 


SOME  CONSTRUCTIONAL  DETAILS  ON  THE  BOREL  BIPLANE  :  l.  Wing  tip  and  details  of  all-Duralumln 
construction  ;  the  spars  are  Duralumin  tubes  of  rectangular  section,  while  the  ribs  are  built  up  of  channel  sections. 
2.  Stirrup  attachment  of  wing-bracing  wires,  and  interplane  strut  socket.  3.  A  typical  fuselage  fitting  ;  the 
Duralumin  tube  longerons  are  stepped  down  in  diameter,  a  bush  being  inserted  in  the  parallel  socket  for  the 

smaller  tube. 
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Fuselage  of  single-engine tl  Breguet  “  Leviathan.” 


LOUIS  BREGUET  PARES 

As  a  wonderful  effort  in  metal  construction 
on  a  large  scale  the  Breguet  "  Leviathan 
type  XX  11,  wih  two  Breguett  Bugatti  double 
engines,  compels  attention  by  its  excellent 
workmanship  and  by  the  very  ingenious  detail 
design  When,  however,  one  comes  to  take 
into  consideration  the  cost  of  production  and 
the  revenue  earning  capacity  of  the  machine 
as  a  commercial  aeroplane,  one  cannot  help 
feeling  that  better  value  for  money  could  have 
been  obtained  with  a  simpler  and  cheaper 
construction  in  wood.  The  Duralumin  used 
must  have  cost  a  very  considerable  sum  merely 
as  metal.  By  the  time  it  has  been  turned 
into  trellis- work  frames,  channel-section  strip 
covering,  etc.,  (and  the  innumerable  small 
parts  riveted  together  by  literally  countless 
riv  ets,  the  cost,  must  be  tremendous.  Before 
such  a  machine  could  be  a  commercial  pro 
position  it  would  have  to  be  extremely 
economical  to  run.  Yet  according  to  the 
estimates  of  the  makers,  the  useful  load — 
i.e.,  the  lift  available  for  passengers  and 
freight— is  2,200  kgs.  (4,840  lbs.),  or,  on  a  basis' 
of  480  h.p.  each  for  the  engines,  the  useful 
load  is  about  5  lbs. /h.p.  This  figure  is  reached, 
or  even  exceeded,  by  several  British  machines 
which  have  cost  but  a  small  fraction  of  the 
price  of  the  “  Leviathan." 


Sketch  showing  one  side  of  the  undercarriage  of  the 
twin-engined  Breguet  41  Leviathan.” 


Two  views  of  the  twin-engined  Breguet  41  Leviathan.” 
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The  single-float 
Breguet  seaplane. 
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Hint  the  Duralumin  construction  docs  give  a  considerable 
saving  in  structure  weight  seems  evident  from  the  fact  that 
the  structure  weight  of  the  “  Leviathan  "  type  XXII  is  only 
30  pei  cent,  of  the  total  loaded  weight,  the  actual  figures 
being  5,1.50  kgs  (0,930  lbs.)  and  6,400  kgs.  (14,080  lbs.) 
respectively.  This  is  certainly  good  for  a,  machine  ol  this 
type,  but  still  it  does  not  appear  to  offer  reasonable  repayment 
for  the  high  first  cost, 

The  Breguet  t-ype  XXII  is  a  twin-engined  tractor  biplane, 
with  the  double  Breguet- Buga tti  engines  placed  on  struts 
between  the  wings.  The  fuselage  is  of  a  form  of  construction 
similar  to  that,  of  the  single-engined  "  Leviathan.”  with 
tuba  lat  Duralumin  longerons  and  built-up  lattice- work 
frames.  The  bracing  is  unusual  in  that  the  cables  are  looped 
ovm  pulleys  so  that  actual  duplication  of  the  cables  can 
scarcely  have  been  otter  ted.  A  most  Insurious  cabin  is 
provided,  with  tallies  in  front  of  all  the  seats,  and  as  exhibited 
at  the  Show  the  machine  has  the  covering  of  the  cabin 
removed  front  the  port  side,  wax  figures  being  symbolical 
of  future  passengers.  As  u  piece  of  showmanship  the  tableau 
is  very  effective.  The  front  portion  of  the  fuselage  is  covered 
with  very  thin  Duralumin  in  the  form  of  narrow  channel 
sections  about  1  in.  wide,  running  in  a  fore-and-aft  direction. 
On  the  inside  these  channels  are  joined  together  by'  narrow 
1  section  strips  passed  over  the  sides  of  adjoining  channels, 
the  whole  riveted  together.  It  appears  probable  that  during 
flight  this  form  oi  covering  acts  like  a  drum,  as  it  was  noticed 
that  if  a  finger  was  pressed  on  the  covering  a  crackling  sound 
resulted 

The  wing  bracing  of  tin?  Breguet  '  Leviathan  type  XXII 
is  somewhat  unusual.  01  mam  interplane  struts  there  are 
but  two  on  each  side,  and  these  are  of  the  single  type  with 
forked  ends,  lirst  introduced  on  the  Breguet  “  Sesquiplan 
last  year.  In  between  these  main  struts  arc  auxiliary  struts, 
binged  in  the  centre,  through  which  the  bracing  cables  pass, 
much  after  the  fashion  of  the  early- type  Spads.  The  landing 
cables  are  arranged  in  a  manner  similar  to  the  fuselage  bracing 
cables,  i.e.,  they  are  apparently  double,  but  pass  over  pulleys 


at  the  strut  fittings.  The  main  iitt  wires  are  in  triplicate, 
a  stout  cable  in  the  centre,  with  two  smaller  cables  in  front 
of  and  behind  the  larger  cable.  The  end  attachments,  are 
shown  in  one  of  our  sketches. 

The  undercarriage  consists  of  two  double  am!  converging 
Vees  on  each  side,  carrying  a  single,  large-diameter  Painter 
cord  tyre.  We  were  not  able  to  ascertain  whethe  r  or  not  any 
springing  is  provided  other  than  that  furnished  b.v  the  tvre. 
There  is  no  external  evidence  of  any  shock  absorbers. 

A  fuselage  of  the  single -engined  ”  Leviathan  is  also 
shown,  the  construction  of  which  is  exactly  .similar  to  that 
of  the  twin-engined  machine.  The  14T  single  float  seaplane 
has  already  been  illustrated  ill  Fl.-ir.MT,  and  does  not  call  for 
any  comment  . 

CHANTIERS  AERO-MAR  (TIMES  DE  LA  SEINE 

Tins  firm,  of  which  Mr.  D.  Lawrence  Santoni  is  managing 
director,  is  showing  a  small  dual-control  school  machine  of  the 
flying-boat  type.  The  C.  A.M.S.  30K  is  very  similar  to  the 
Savoia  flying  boats,  the  designer,  M  Conflenti  having  been 
with  Mr.  Santoni  on  the  well-known  Italian  firm  It  had 
not  been  intended  to  exhibit  this  machine,  and  the  decision 
to  do  so  was  on  I  v  made  quite  recently.  Consequently, 
Mr,  Santoni  pointed  out,  the  machine  was  not  so  ni-ely 
finished  as  it  might  have  been.  Nevertheless,  unless  one  is 
v  ery  critical,  there  is  not  much  to  find  fault  with  in  C.  A.M.S. 
job,  and  the  design  is  delightfully  clean. 

The  boat  hull  is  of  three-ply  construction,  with  flat  sides 
and  the  hollow  cambered  step  peculiar  to  all  boats  of  Cou- 
flrntbs  design.  A  wide  cockpit  in  front  of  the  wings  gives 
ample  space  for  pupil  and  instructor  to  sit  side  by  side,  and 
there  are  two  sets  of  controls,  wheels  for  elevator  and  ailerons, 
and  foot  bars  for  the  rudder. 

The  wings  do  not  present  any  unusual  features  They  are 
of  fairly  thick  section,  and  have  but  one  pair  of  struts  on  each 
side.  The  engine  cowling  is  exceptionally  neat  as  will  he 
seen  from  the  accompanying  photograph,  and  should  provide 
as  good  streamlining  of  the  engine  as  it  is  possible  to  get. 


FUSELAGE  FITTING  AND  BUILT-UP  FORMER  OF  BREGUET  “  LEVIATHAN  ”  :  On  the  right  the  peculiar 
wing-bracing  wire  fitting,  with  a  stout  central  cable  and  two  smaller  cables  front  and  rear. 
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The  neat  engine  mounting  and  cowling  of  the  C.A.M. 

flying  boat. 


This  has  been  made  possible  by  fitting  two  very  small  radiators 
ot  an  unfamiliar  type.  At  first  sight  these  radiators  appear 
0  bc  '-am  bl  ins  oi  special  type,  but  we  are  informed  that  they 
weie  made  by  Botali  and  Clement. 

T  ,na'n  character)stics  of  the  C.A.M.S.  30E  are  as  follows  ; 
Length  o.a.,  <r 99  ms.  (32  tt.  10  ins.);  span.  13  ms.  (42  ft.  7  ins.) 
area,  43. sq. ms.  (460 sq.ft  );  weight  empty,  l.oSokgs.  (2.380  lbs  )'■ 
luel  for  three  hours,  12.5  kgs.  (275  lbs.)';  useful  load,  r 70  legs 

sneer! bfio  i  ^  l0ad?d  ,Wei-ht'  r'375  kgs.  (3.010 lbs.)  ;  landing 
speed  00  k ms.  (30  miles)  per  hour  ;  maximum  speed,  r  15  km< 
(90  miles)  per  hour.  v  ’  10 


In  addition  to  the  school  machine  C.A.M.S.  produce  several 

r'tAeLtP><?'<3'  amn!1g  which  mention  may  be  made  of  the  racer 
:  '  ^  3^,  which  was  built  for  the  Coupe  Schneider,  but 

did  not  get  finished  in  time  to  take  part  in  the  race.  T t  is 
to  be  hoped  that.  Mr,  Santoni,  who  will  bc  remembered  bv 
readers  of  Flight  as  managing  director  of  the  British  Deper- 
dussin  (  o.  before  the  W  ar,  will  come  to  England  next  summer 
to  compete  for  the  Schneider  Cup. 

*  f-  "T.M.S.  racer  differs  from  the  machine,  shown  in 
lat  11  a;  tractor,  with  the  pilot's  cockpit  placed  aft  of  the 
wings.  1  his  arrangement  has  presumably  been  chosen  with  a 
view  to  providing  greater  safety  for  the  pilot  in  case  of  a 
i  1  ash,  and  would  appear  to  have  a  good  deal  to  recommend  it. 

1  he  C.A.M.S.  31  is  an  hydration  dr  chasse,  with  300  Hispano 
engine,  ft  is  a  smaller  machine  than  the  30E',  and  has  a 
maximum  speed  of  about  120  m.p.h. 

A  laige  commercial  flying-boat  is  now  under  construction 
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Sketch  showing  the  small  Botali  radiators  on  the 
C.A.M.S.  flying  boat. 


with  -  in  J-'cms.  inis  is  a  twm-engmed  machine 

engines  of  273  h.p.  each,  placed  not  on  the 
wings  but  one  behind  the  other  above  the  hull.  Thus  should 

vt  ifhTT  fai  there  1S  no  tlirniaS  moment,  and  it  is  stated  that 
with  but  one  engine  running  the  machine  still  has  a  speed  of 

'  a  .' 0  3.°oo  ft.  With  both  engines  running  the 

speed  is  estimated  to  be  about  no  m.p.h.  at  sea  level,  With 

1>Uf-nf°u  300  m,‘eS  the  payinS  load  of  this  machine  will  be 
-,r0o  lbs.,  or  just  under  4  lbs. /h.p.,  which  is  not  bad  for  a 
twin-engined  flying  boat. 

(To  be  continued.) 


C.A.M.S.  side-by-side  flying  boat  for  school  work. 


DECEMBER  28,  Hi 22 


GLIDING,  SOARING  AND  AIR-SAILING 


b  has  previously  been  recorded  in  these  pages  that  Mr. 
)••  P.  Raynham  is  at  present  at  Torquay  with  his  glider, 
where  he  is  to  take  part  in  the  filming  of  a  production  by 
the  Ideal  Film  Producing  Co  to  be  entitled  "The  Hawk." 
It  would  not,  perhaps,  be  quite  playing  the  game  to  reveal 
the  plot  of  the  film,  but  Raynham  figures  in  it  as  the  rescuer 
of  a  fair  damsel  in  distress,  going  to  her  assistance  in  his 
gluler,  which  is  to  alight  by  the  side  of  a  submarine. 

*  *  * 

1  nfavofrable  weather  has  prevented  the  film  being 
“  shot  ’  up  to  the  present,  although  several  trial  flights  have 
been  made  and  at  least  one  attempt  at.  the  real  "  picture." 
Starting  from  the  cliffs  overhanging  White  Beach,  Raynham, 
on  December  14,  got  well  into  the  air,  cleared  the  edge  and 
went  "  over  the  top,”  gliding  a  short  distance  and  alighting 
perfectly  on  the  sea.  It  appears,  however,  that  the  motor 
launch  which  is  taking  part  in  the  film  was  far  less  under 
control  than  Raynham  s  glider,  and  did  not  manage  to  get 
into  the  picture  at  all,  so  that  all  the  work  will  have  to  be 
done  again. 

*  *  * 

The  glider  took  the  sea  very  nicely,  and  Raynham  is 
pleased  with  her,  although  unsuitable  weather  has  not 
permitted  as  much  flying  as  he  would  have  liked  The 
machine  is  now  much  belter  on  the  controls  than  she  was  at 
Itford,  and  a  more  orthodox  aileron  control  has  been  fitted. 
A  few  extra  coats  of  Cellon  dope  have  resulted  in  making  her 
watertight,  and  it  appears  that,  if  necessary,  the  old  glider 
would  float  for  days, 

*  *  * 

Nor  the  least  exciting  part  of  the  work  consists  in  man¬ 
handling  the  glider  up  a.  nearly  vertical  cliff  of  some  200  ft. 
in  height,  and  as  the  only  "  landing  ground  "  is  the  sea, 
gliding  in  this  locality  should  not  be  dull  work,  although 
waiting  for  a.  suitable  wind  may  well  become  monotonous, 
riu-  machine  is  kept  at  "  Seven  Winds,”  and  has  to  be  lifted 
over  a  wall  every  time  she  goes  in  or  out 

*  *  # 

l  i  i:  first  F tench  gliding  competition,  held  last  summer  near 

0  0 


Clermont  Ferrand,  in  Auvergne,  was  not  a  great  successs 
and  the  performances  attained  were  in  no  way  remarkable. 
It  appears  that  the  country  chosen  was  unsuitable,  and  at. 
the  second  Motorless  Aviation  Conference,  held  in  connection 
with  the  Paris  Aero  Show,  it  was  decided  to  hold  next  year's 
meeting  in  the  Bay  ot  Vauville,  near  Cherbourg.  The  time 
fixed  for  the  competition  is  August  6  to  27,  and  as  Cherbourg 
is  not  very  far  removed  from  London  it  is  to  be  hoped  that 
a  goodly  number  of  British  visitors  will  find  their  way  to 
the  French  competition.  Probably  by  then  the  Supermariuc 
living  boat  service  will  bo  in  operation,  and  it  may  be 
possible  to  pay  a  quick  visit  to  the  scene  of  the  competition. 

*  *  * 

Prizes  will  be  awarded  tor  various  types  of  performances, 
such  as  altitude,  distance,  duration,  rising  from  level  ground, 
etc.,  and  it  is  stated  that  the  site  chosen  is  ideal  for  gliding, 
a  cliff  of  about  400  ft.  in  height  facing  the  prevailing  winds, 
while  at  its  base  is  a  plain  which  should  form  an  easy  landing 
ground.  Cp  to  the  present  prizes  amounting  to  close  upon 
1-2,000  have  been  promised. 

•  *  * 

At  the  French  Aero  Show  in  the  Grand  Palais  several  of  the 
gliders  which  took  part  in  the  Combegrasse  meeting  are 
exhibited.  First  place  is  naturally  given  to  the  Peyret- 
Maneyrol  machine,  which  is  shown  with  two  wax  figures 
pulling  on  the  starting  ropes  and  a  passable  imitation  of 
Maneyrol,  complete  with  moustache,  in  the  pilot’s  cockpit. 
Barbot’s  Dewoitine  monoplane  is  also  shown,  having, 
apparently,  had  its  broken  wing  repaired 

*  *  * 

On  the  Gnome  and  Rhone  stand  is  shown  a  tiny  two- 
cylinder  opposed  air-cooled  engine  said  to  develop  10  h.p. 
On  closer  examination  the  engine,  which  is  an  A.B.C.  built 
at  the  J.e  Rhone  wprks,  is  found  to  be  intended  for  use  on 
gliders,  and  as  a  reduction  gear  of  3  to  1  is  fitted,  it  should 
be  possible  to  run  the  engine  at  high  speed  and  still  get 
reasonably  good  propeller  efficiency.  In  a  later  issue  we  hope 
to  have  something  more  to  say  about  this  engine. 

S  H 


IN  PARLIAMENT 


l.irt  1  CoMiiANX'KR  Ki  swoktiiv,  ou  December  r-t,  asked  the  Secretary  ot 
State  for  Air,  il  In-  will  ?tatc  tin  relative  strength  of  the  Air  Force  stationed 
in  1-  mope  -il  Britain,  the  French  Republic,  and  the  kingdom  of  Belgium  : 

whetlirr  he  c.ui  -.tale  llie  relative  numbers  oi  lighting,  spotting,  and  bombing 
niachlries.  1  ct pe.  lively  of  modern  construction  and  lit  for  service  maintained 
1  n  E  nropr  by  tin  -'-  three  Powers  :  and  what  are  the  n umbers  of  trained  pilots 
absent.?,  and  mechanics,  respectively,  maintained  by  the.se  three  Powers  in 
Europe  on  tile  arrive  List. 

SirS.nrmal  H«at«  This  4  neytion  (alls  iolo  three  parts  •— 

1 .  The  > cl  at  ice  strength  of  the  A  ir  force  stationed  in  Europe  of  Ureal  Britain, 
the  french  Republic  unit  the  kingdom  of  Belgium . 

lire  ■  ir*  ngth  of  the  Royal  Air  Eon  c  at  present  stationed  in  Europe,  includ¬ 
ing  units  temporarily  in  the  Constantinople  Area,  is  approximately  15 
.-.quadron*,  that  of  the  Trench  Air  Service  100  squadrons,  and  that  of  the 
ft*  Igian  14.  The  average  establishment  oi  the  British  squadrons  is,  however, 
12  machines,  whilst  that  of  the  French  squadrons  is  0  and  that  of  the  Belgian 
10. 

2.  'the  telaitvc  number  ,  nf  lighting,  spotting  and  bombing  machines,  reaped- 

lively,  of  modem  con  struct  ion  and  fitted  fur  service  maintained  t»  Europe  by 
these  three  Poice/S.  * 

The  total  number  of  British  Active  Ser\ ice  Air  Squadrons  is  32  ;  of  French 
.active  squadrons  i?8  :  ot  Belgian  active  squadrons  i.j  ;  the  average  number 
of  the  aeroplanes,  being  as  given  above. 

It  would  not  be  adv  isable  in  the  public  interest  lr>  give  the  total  number  ot 
British  aeroplanes  of  each  type  which  arc  of  modern  construction  and  fit  for 
service,  and,  so  far  as  is  known ,  the  Governments  of  France  and  Belgium  have 
not  made  public  similar  information  in  regard  to  the  French  and  Belgian 
Air  Services. 

3.  The  numbers  of  trained  pilots,  observers  and  mechanics,  respectively, 
maintained  by  these  three  Powers  in  Europe  on  the  active  list. 

There  are  on  the  strength  of  the  Royal  Air  Force  in  Europe  at  the  present 
time  j,  1  s S  trained  pilots,  75  observers  and  10,421  other  ranks  employed  on 
ground  duties.  These  figures  include  personnel  employed  at  El  Grig  Training 
Schools,  Depots,  and  other  miscellaneous  establishments.  In  the  current 
French  •'  projet  de  loi  ”  provision  is  made  for  the  maintenance  in  Europe  in 
1921  of  3,039  Flying  personnel  and  30,477  other  ranks  employed  on  ground 
duties. 

The  second  of  these  two  figures  is,  however,  misleading,  since  a  large  number 

El  El 

New  Fokker  Commercial  Aeroplane. 

While  at  the  Paris  Aero  Show  we  mot  Mr.  Fokker,  who 
showed  us  photographs  of  his  new  commercial  aeroplane,  the 
F.V.,  which  is  normally  a  biplane,  but  so  designed  that  it 
can,  within  a  very  short  time,  be  changed  into  a  monoplane 
by  removing  the  lower  plane.  The  F.V.  has  accommodation 
for  eight  passengers  inside  the  cabin,  and  dual  controls  are 
provided  so  that  il  desired  two  pilots  can  always  be  carried. 


of  the  pels  an  riel  employed  on  ground  duties  in  connection  with  the  French 
Army  Air  Service  (for  example  personnel  for  wireless,  recruiting,  transport, 
works,  provision  of  rations  and  clothing,  medical  sen  ices,  etc.)  are  found 
from  the  Army  and  are  not  included  in  the  foregoing,  'this  personnel  is  not 
budgeted  for  separately  or  otherwise  distinguished  from  Army  personnel 
generally,  and  it  is  therefore  impossible  to  assess  their  numbers  with  accuracy 
Elds  consideration  also  applies  m  the  case  of  the  French  Naval  Air  Service. 
Figures  are  not  available  to  classify  the  flying  personnel  as  pilots  or  observers. 

The  Belgian  Army,  including  the  Air  Service,  is  at  present  iu  process  of 
reorganisation,  and,  pending  completion  of  this  reorganisation,  accurate 
figures  for  air  service  personnel  will  not  be  available.  Prior  to  reorganisation 
the  approximate  total  establishment  was  2,000  all  ranks,  but  this  figure  i- 
subject  to  the  qualifications  made  in  the  preceding  paragraph  in  regard  to  the 
personnel  of  the  French  Army  Air  Service.  - 

Major  Attlee  asked  if  he  will  stale  the  total  number  of  military  and  civil 
aeroplanes  built  and  building  in  France,  in  French  possessions,  and  in  Euro 
pean  territory  occupied  by  France  ;  the  number  of  squadrons  ;  the  number  of 
aircraft  in  each  squadron  ;  and  the  number  and  weight  of  explosive  and 
chemically  charged  bombs  carried  by  the  latest  type  of  French  fighting  ’plane. 

Sir  Samuel  iloare  .  This  question  falls  into  four  parts  : — 

r.  The  total  number  of  military  and  civil  aeroplanes  built  and  building  in 
France,  in  French  possessions  and  in  European  territory  occupied  by  France 

Exact  figures  are  not  available  as  to  the  war  stocks  of  aircraft  held  by  the 
French  Government.  It  is  therelore  impossible  to  give  a  figure  for  tin’  number 
of  military  and  civil  aeroplanes  built;  the  number  on  the  Civil  Register, 
however,  on  December  1  was  fifio.  As  regards  the  number  building,  according 
to  the  latest  information  available,  French  aircraft  manufacturing  firms  have 
produced  3,300  machines  for  civil  or  military  purposes  during  the  first  elect n 
months  of' the  current  year,  making  a  monthly  output  of  300  machines.  1  In? 
figure  includes  aircraft  built  for  export  to  foreign  countries. 

2.  The  number  of  Squadrons,  The  total  number  of  squadrons  at  present 
maintained  by  France  is  12S. 

3.  The  number  of  aircraft  in  each  squadron.  The  normal  establishment  of 
machines  held  by  a  French  squadron  is  8  or  10  according  to  type. 

4.  The  number  and  Height  of  explosive  and  chemically  charged  bombs  carried 
by  the  latest  type  of  French  fighting  'plane. 

The  French  Government  have  not,  so  far  as  is  known,  made  public  any 
particulars  as  to  the  number  and  weight  of  explosive  and  chemically  charged 
bombs  carried  by  their  latest  types  of  aircraft, 

H  H 

The  machine  is  fitted  with  a  Rolls-Royce  engine,  and  has  a 
total  loaded  weight  of  3,120  kg.  (6,900  lbs.).  The  empty 
weight  is  r.zoo  kg.  (2,640  lbs.),  so  that  the  structure  weight 
must  be  remarkably  low,  due  to  some  extent,  presumably,  to 
the  fact  that  the  machine  has  thick  wings  although  being 
a  biplane. 

The  wing  area,  as  a  biplane,  is  750  sq.  ft.,  giving  a  wing 
loading  of  9.2  lbs./sq,  ft. 
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TO  AIRMEN 


NOTICES 

Importation  of  l)»gs  by  Aircraft  from  Abroad 

A  CASK  having  occurred  recently  of  the  importation  of  a 
dog  into  this  country  by  air  without  authority,  attention  is 
drawn  to  the  Importation  of  Dogs  Orders  of  (<>14  and  igj.S 
(No.  2),  which  prohibit  the  importation  of  dogs  from  abroad, 
whether  originally  taken  from  this  country  ot  not,  unless 
their  landing  has  been  authorised  by  licence  previously 
obtained  from  the  Ministry  of  Agriculture  and  Fisheries 
(.j,  Whitehall  Place,  London,  S.W.  1). 

(No.  of  HV22.) 

Alternative  Cross-Channel  Air  Route  :  Weather 
Reports 

1.  When  bad  weather  conditions  prevail  on  the  normal 
air  route  between  Croydon  and  the  Channel,  reports  from 
Certain  stations  on  an  alternative  route  are  now  available  at 
Croydon  and  Lympne  for  communication  to  pilots  of  machines 
in  flight. 

2.  the  places  tor  which  information  is  available  at  these 
times  are  the  Isle  of  Grain,  North  Foreland  and  Deal. 

3.  Paragraph  2  of  Notice  to  Airman  No.  80  of  1922  is 
amplified  accordingly. 

(No.  135  of  1922:)' 

Holland  Use  of  Deventer  LandingGround  Discontinued 

1  I  iu  landing  ground  at  Deventer  is  no  longer  available 
for  use. 

(No.  136  of  1922.) 

France  Civil  Landing  Grounds,  Military  Aero¬ 
dromes,  etc. 

1.  Cu'il  emergency  Landing  Grounds. — The  following  addi¬ 
tional  grounds  are  now  available  ; — 

(ci)  Cha Ullm -Stir- Seine ,  Position. —  J.at.  47  31'  N.,  Long. 
4  3.5  L.  Situated  t£  kins,  to  the  south  of  Chatillon,  at  a 
height  of  20.)  metres  (S63  ft.)  above  sea  level.  Dimensions  lor 
landing.  —300  by  .500  metres.  Supplies. — No  supplies  are 
available.  There  is  a  resident  caretaker. 

(b)  Saint  Vizier.  Position. — Lat.  4S  3ft'  N.,  Long.  4*55'  E. 
Situated  3  kins,  west  of  St.  Dizier,  at  a  height  of  146  metres 
(480  ft.)  above  sea  level.  Dimensions  for  landing. — 630  by 
000  metres.  Supplies,  etc. — No  supplies  are  available.  There 
is  a  resident  caretaker.  Telephone — A  telephone  has  been 
installed. 

2.  Civil  Landing  Ground ,  Toulousi . — The  dimensions  for 
landing  have  been  increased  to  600  by  600  metres,  and  three 
hangars  are  now  available. 

3.  Military  and  Suva!  Aerodromes. —  The  following  military 
or  naval  aerodromes  are  additional  to  those  notified  in 
Notice  to  Airmen  No,  97  of  1931.  These  aerodromes  are 
available  for  use  by  civil  aircraft  in  cases  of  emergency  only, 
ir.,  when  pilots  are  unable  to  reach  a  civil  air  station. 


Assistance  can  only  be  given  by  the  French  military  or  na\ al 
authorities  in  exceptional  circumstances,  and,  in  all  case’s, 
only  so  far  as  the  personnel  and  material  available  permit 

(a)  Military  Aerodromes. — Bchonnc  (3  kms,  N.K,  of  llar-io- 
E>uc)  ;  Bourg  (2$  kms.  S.S.W.  of  Bourg)  ;  Bouy  (2  kius  S.  of 
MourmeJon-le-Gtand)  ;  Coetquidau  fiS  kms.  E.  of  Ploermel, 
6  kms.  X.N.W.  of  Guer)  ;  Grav  (3  kms.  S.E.  of  Gray)  :  La  ILK- 
(7  kms.  N.N.E.  of  Nantes);  St.  Omer  (2A  kms.  S.S.U.  ctf 
St.  Omer)  ;  Sarreguemines  (2  kms,  NX  E.  of  Sarreguenmie- 1  , 
Sissonne.  (2  kms.  E.S.E.  of  Sissone)  ;  Vesout  (3  kms.  N.N.E. 
of  Vesoul). 

(b)  Naval  Aerodrome  and  Airship  Static* . — Cucr.s  Pimvfee 
(20  kms.  N.E.  of  Toulon). 

(No.  137  of  1922.) 

“  Rules  as  to  Lights  ” 

1.  Attention  is  drawn  to  Schedule  IV,  Section  1  of 
the  Air  Navigation  Order.  1922,  iti  which  are  prescribed  the 
lights  to  be  exhibited  by  aircraft  between  the  hours  of  sunset 
and  sunrise.  In  the  interests  of  public  safety,  it  is  essential 
that  these  “  Rules  as  to  Lights  ”  shall  be  complied  with  by 
all  owners  of  registered  aircraft. 

2.  Failure  to  comply  with  these  provisions  will  result  10 
liability  for  penalties  under  Article  23  of  the  Order. 

(•Vo.  139  of  1922.) 

France  :  Night  Landing  Arrangements,  Customs 

Service  at  Lyons  Aerodrome 

1.  Night  Landing  Arrangements. — (n)  I  he  following 
arrangements  for  night  landing  are  in  use  at  French 
aerodromes  ; — 

As  far  as  possible  an  illuminated  "  '1'  "  is  displayed  to 
indicate  the  direction  uf  the  wind,  and  the  landing  urea  is 
illuminated  by  one  or  more  searchlights. 

Failing  the  r'  T,"  and  occasionally  in  addition  thereto, 
3  or  5  white  lights  and  one  red  light  are  displayed  in  a  row 
from  a  lorry,  the  red  light  being  placed  to  windward  of  the 
white  lights.  Landings  should,  therefore,  take  place  in  the 
illuminated  zone  parallel  with  the  lights  and  towards  the 
red  light. 

(b )  The  aerodromes  of  St.  luglevert,  Strasbourg  ami  Maug- 
nunc  are  now  provided  with  a  portable  searchlight  for  night 
landings  These  aerodromes  are  only  lit  when  a  request  from 
pilots  has  been  received  in  advance  or  when  aircraft  arc 
expected . 

2.  Lyons  (Le  than).-  A  permanent  customs  service  Cor  the 
clearance  of  passengers  only  lias  been  established  at  this 
aerodrome, 

Freight  must  be  sent  to  the  customs  office  in  Lyons  for 
examination 

{No.  140  of  1922.) 


<5>  <$>  <5>  <$> 


LONDON  TERMINAL  AERODROME 


Monday'  evening,  December  23 

Christmas  traffic  has  exceeded  all  expectations,  and  extra 
machines  have  had  to  be  run  on  several  services  in  an  attempt 
to  cope  with  the  demand  for  seats.  Both  the  Instone  Air 
Line  and  the  Daimler  Airway  had,  however,  to  close  their 
passenger  lists,  and  refuse  bookings,  before  the  end  of  the 
week. 

1  he  gales  during  the  past  week  have  not  interfered  to  any 
great  extent  with  the  running  of  the  services,  except  on 
Wednesday,  and  even  then — when  [he  wind  at  2,000  ft. 
above  the  Channel  was  blowing  at  about  70  miles  an  hour  and 
Lympne  was  reporting  winds  of  50  miles  an  hour  on  the 
ground  the  K.L.M.  monoplanes  carried  on  as  usual.  On  the 
outward  journey'  from  Croydon  to  Rotterdam,  Mr.  Van  Dei 
Hoop  left  Croydon  wdiile  a.  50-mfle-an  hour  south-east  wind 
was  reported  from  Lympne,  and  expected  to  have  to  land 
there  for  petrol.  However,  even  the  gale  seems  to  favour  the 
K.L.M,,  for  the  wind  changed  round  through  at  least  45  degrees, 
with  the  result  that  Mr.  \4nn  Det  Hoop  was  in  Rotterdam 
within  2  hours  6  minutes.  The  return  flight  from  Rotterdam 
to  Croydon  was  undertaken  by  Mr.  Pyl,  who,  after  flying 
against  the  gale  for  3  hours  25  minutes,  was  compelled  to 
alight  at  Lympne  owing  to  approaching  darkness. 

One  of  the  amazing  features  of  this  particular  flight  was 
that  although  Mr.  Pyl  himself  was  feeling  none  too  grand 
after  his  buffeting,  and  on  arrival  at  Lympne  got  down  from 
his  seat  and  went  round  to  the  cabin-door  expecting  to  find 
his  three  passengers  very  much  the  worse  for  wear,  they 


were  highly  delighted  with  their  flight,  and  had  not  suffered 
in  the  slightest,  from  sickness. 

Manchester  “  Express  ”  in  a  Gale 

UN  Friday'  Mr.  Robinson  piloting  a  Daimler  34  from 
Manchester  to  London  against  a  southerly  gale,  was  compelled 
to  land  at  Huntingdon  for  petrol,  and,  after  ascending  again, 
was  1  hour  43  minutes  in  flying  the  60  odd  miles  to  Croydon. 
He  tells  me  that  he  looked  down  at  the  ground  at  one  place, 
and.  after  flying  steadily  for  3  minutes,  glanced  down  again, 
to  find  that  he  was  still  over  the  same  spot. 

1  understand  that  the  German  "  Albatros  "  which  set  out 
Irom  Berlin  to  fly  to  London  was  damaged  when  it  forced  - 
landed  at  Bremen,  and  that  the  flight  is  to  be  started  again 
in  a  "  Dormer  J'  some  time  this  next  week. 

A  new  D.H.34  was  delivered  to  the  Daimler  Airway  on 
Wednesday.  I  understand  that  this  machine  is  fitted  with 
extra-large  petrol  tanks  in  order  to  obviate  the  necessity  of 
going  down  at  Lympne,  on  the  journey  from  Amsterdam  to 
London,  when  there  is  a  strong  head-wind.  In  practically 
all  other  respects  the  machine  is  the  same  as  the  other  34  V- 
in  use  on  the  service. 

Rain,  unfortunately,  spoiled  the  joy-riding  on  Christmas 
Day,  but  Capt.  Muir  tells  me  he  has  a  number  of  holiday 
“  specials  "  booked  up,  including  one  for  a  lady  who  is  going 
to  fly  to  a  race-meeting  on  Wednesday. 

A  record  return  trip  to  Manchester  was  made  by  a  Daimler 
"  air  express  “  on  Saturday,  the  machine  making  the  out-and- 
return  flight  in  only  3  hours  45  minutes. 
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OIL  COOLING* 

By  GRANVILLE  BRADSHAW. 


The  cooling  of  an  internal  combustion  engine  is  familiarly 
known  to  be  one  of  two  types,  »,<?.,  water-cooling  or  air- 
cooling.  With  the  rapid  rise,  however,  in  the  volumetric 
efficiency  of  engines  for  aircraft  and  vehicular  use  it  is  becoming 
more  evident  every  day  that  any  means  of  cooling  an  engine 
which  simply  depends  upon  cooling  the  exterior  of  the 
cylinder  walls  and  head  is  quite  inadequate  in  its  scope.  It 
thereby  leaves  the  cooling  of  the  piston  to  chance,  and  the 
need  for  some  more  positive  means  of  cooling  this  vital  part 
is  being  forced  upon  11s  as  the  power  output  is  increasing. 
The  'irst  symptoms  are  overheated  lubricating  oil,  and  in 
prolonged  runs  with  many  aircraft  and  racing-car  engines 
the  oil  was  no  longer  able  to  adequately  lubricate  the  more 
highly  stressed  white-metal  bearings. 

When  it  is  remembered  that  the  piston-head  presents  a 
surface  to  the  high -temperature  gases  equal  to,  roughly, 
one-third  of  the  total  combustion  space  and  that  the  lubricat¬ 
ing  oil  is  constantly  in  circulation  against  the  underside  of 
this  head,  it  is  not  difficult  to  understand  that  a  considerable 
amount  of  the  total  cooling  of  the  engine  is  carried  out  by 
the  oil  itself.  (The  author  referred  to  Dr  Gibson’s  paper, 
read  before  the  I.A.E.  in  January,  1920,  in  which  this  fact 
was  borne  out  by  some  figures  given  which  were  obtained  at 
the  K.A.E.) 

From  this  it  can  safely  be  deduced  that  modern  high- 
ctlicicncy  engines  are  cooled  in  two  ways  always  in  combina¬ 
tion,  i.e,,  water  and  oil-cooling  or  air  and  oil-cooling,  and 
the  author  said  he  hoped  to  show  that  whilst  oil-cooling  is 
admittedly  only  an  additional  cooling  to  either  of  the  two 
generally  known  forms,  it  may,  by  suitable  application, 
provide  those  remaining  advantages  necessary  to  enable  that 
system  known  at  present  as  “  air-cooling  "  to  compete  very 
favourably  with  the  predominant  system  of  water-cooling. 

The  dual  activity  of  the  oil  in  both  lubricating  the  working 
parts  and  in  extracting  heat  from  those  components  in 
contact  with  the  burning  charge  does  not  appear  to  be  fully 
appreciated  by  the  average  designer  ;  at  any  fate,  little 
appears  to  have  been  done  scientifically  to  apply  the  oiling 
system  in  such  manner  as  will  produce  a  high  standard  of 
efficiency  from  both  oiling  and  cooling  points  of  view  The 
same  might  be  said  of  the  present-day  motor  cycle  engine 
or  of  any  engine  be  it  air  or  water-cooled,  if  such  engine  is 
lubricated  by  the  system  (called  drip  feed)  of  adding  small 
quantities  of  fresh  oil  solely  for  lubricating  purposes  instead 
of  the  better  system  of  circulating  oil  in  bulk  The  ineffi¬ 
ciency  cil  the  drip- feed  system  is  shown  by  the  fact  that  in 
long-distance  attempts  at  Brooklands  the  rider  has  to  inject 
several  puulpfuls  of  oil  per  2J  miles  lap  in  order  to  keep  the 
engine  cool.  That  from  50  to  90  per  cent,  of  this  oil  is  used 
solely  for  cooling  purposes  is-  readily  seen  by  comparing  the 
consumption  of  oil  in  these  attempts  with  the  consumption 
in  much  larger  engines  that  are  more  adequately  cooled. 
This  excessive  consumption  should  not  be  taken  as  an  indica¬ 
tion  that  air-cooling  is  a  failure  such,  but  rather  should 
it  be  taken  as  a  basis  upon  which  to  found  an  efficient  system 
of  both  internal  and  external  cooling 

The  author's  opinion,  confirmed  by  hundreds  of  tests,  is 
that  water-cooling  has  obtained  its  present  position  as  a 
superior  system  principally  because  it  bas  been  fortunate 
enough  to  have  associated  itself  with  a  better  system  of 
internal  cooling.  The  large  majority  of  air-cooled  engines 
handled  by  the  public  have  been  fitted  with  diminutive  crank¬ 
cases  of  equally  small  external  surface  lubricated  by  similarly 
small  quantities  of  oil,  whilst  practically  all  water-cooled 
engines  have  been  helped  out  by  a  large  erank-ca.se  (frequently 
with  cooling  fins)  and  a  constant  circulation  of  a  large  quantity 
of  oil. 

The  ratio  of  internal  cooling  to  external  cooling  of  any 
engine  naturally  varies  enormously  with  every  variation  in 
external  crank-case  area  and  quantity  of  oil  in  circulation  ; 
it  also  varies  with  the  method  of  applying  the  oil  and  the 
nature  of  the  circuit  in  draining  back  to  the  crank-case  sump 
or  cooling  tank.  Various  full-power  tests  on  small  single- 
cylinder  and  two-cylinder  air-cooled  engines,  unassisted  by 
a  large  crank-case  cooling  area  and  bulk  oil  in  circulation, 
have  shown  that  such  engines  will  not  continue  to  fuuction 
properly  for  prolonged  periods  at  mean  effective  pressure 
approaching  100  lbs,  per  sq.  in.  with  an  air  blast  of  50  m.p.h. 
unless  a  continuous  stream  of  oil  is  passing  through  the 
lubricator  and  the  consumption  is  consequently  excessive. 
The  addition  of  an  oil-circulating  system  with  adequate  means 

*  Extracts  from  a  paper  real  before  the  Cambridge  Aeronautical  Society 
on  October  25,  19 22. 


of  cooling  the  oil  resulted  in  the  maintenance  of  full  throttle 
for  periods  of  six  hours  and  upwards,  with  an  enormous 
reduction  in  carbon  deposit  and  an  oil  consumption  of  less 
than  2o  per  cent,  of  the  amount  that  was  used  when  the 
drip- feed  lubricating  system  was  employed. 

It  would  thus  appear  that  there  is  considerable  scope  for 
the  improvement  of  the  cooling  of  modern  liigh-duty  engines 
in  the  methods  used  in  lubricating  these,  and  that  the  lubri¬ 
cating  system  can  be  improved  by  the  study  of  the  same 
from  both  the  oiling  and  the  cooling  points  of  view. 

An  engine  fitted  with  baffle-plates  at  the  base  of  the 
cylinders  for  the  purpose  of  preventing  excessive  quantities 
of  oil  working  past  the  pistons  into  the  cylinders  is  bad  from 
the  point  of  Anew  of  internal  cooling,  and  the  author’s  ex¬ 
perience  of  such  engines  is  that  they  will  not  maintain  a  high 
mean  effective  pressure  for  long  periods  without  producing  a 
hot  spot  in  the  centre  of  the  piston  and  with  consequent 
pinking. 

The  author  referred  to  some  experiments  made  with  an 
engine  of  this  type,  which  carbonised  cm  the  undev-side  of 
the  piston  and  "  pinked  ”  very  badly,  where  the  baffle  plates 
were  removed  and  efficient  scraper  rings  and  suitable  relief 
holes  incorporated  in  the  piston,  with  the  result  that  all 
further  deposit  on  the  under-side  of  the  piston  was  prevented 
and  the  pinking  period  extended. 

There  can,  of  course,  be  no  doubt  that  if  sufficient  oil  is 
passed  over  a  hot  surface  the  temperature  can  be  kept  suffi¬ 
ciently  low  to  prevent  all  vaporisation  and  carbonisation, 
but  there  is  a  limit  to  the  permissible  quantity  that  can 
be  used,  and  this  is  fixed  by  the  efficiency  or  otherwise  of 
the  means  for  keeping  the  oil  from  passing  by  the  rings  and 
into  the  combustion  chamber.  The  author  then  dwelt  briefly 
on  this  problem,  stating  that  a  scraper  ring  chamfered  on  its 
contact  face  so  that  it  slides  over  the  oil  on  the  upstroke 
and  scrapes  down  the  oil  on  the  descending  stroke  appears 
to  be  the  most  consistent  method  of  keeping  down  the  oil. 

The  consumption  of  oil  depends  upon  the  two  primary 
conditions  :  (a)  the  pumping  of  oil  up  past  the  piston  and 
into  the  combustion  chamber,  where  it  burns  and  passes  out 
of  the  exhaust,  leaving  an  undesirable  residue  of  carbon  ; 
and  (b)  the  overheating  of  the  oil,  which  causes  vaporisation 
and  loss  in  quantity  of  the  lighter  grades,  according  to  the 
temperature  reached  bv  the  oil  or  any  portion  of  it. 

The  first  is  a  matter  for  mechanical  design  on  the  particular 
engine.  The  second  condition  is  the  one  of  primary  im¬ 
portance.  If  the  oil  has  to  come  into  contact  with  any  hot 
spot  and  the  quantity  of  oil  is  so  small  that  the  temperature 
cannot  be  kept  down  ton  much  heat  may  be  imparted  to  the 
oil  in  contact  aud  a  certain  portion  of  that  nil  will  vaporise 
and  pass  out  to  the  atmosphere  This,  of  course,  results  in 
a  direct  loss  and  a  consequently  heavy  oil  consumption, 
and  there  are  two  ways  of  obviating  this.  One  is  to  prevent 
any  oil  coming  into  contact  with  the  point  of  high  tempera¬ 
ture  This  is  extremely  difficult  and  in  any  case  it  appears 
to  avoid  the  adequate  cooling  of  the  piston-head,  rvhich 
depends  principally  on  the  oil  for  its  maintenance  at  a  working 
temperature.  The  other  method  is  to  design  with  this  object 
in.  view,  which  is  to  adequately  cooi  tlic  part  in  question  and 
to  apply  some  means  of  coo.ing  the  oil  afterwards.  This 
seems  to  be  the  most  rational  solution  to  the  problem,  aiming 
as  it  does  at  an  increase  in  all-round  efficiency. 

From  the  point  of  view  of  internal  cooling  there  can  be.  no 
doubt  but  that  pistons  of  a  suitable  aluminium  alloy  are 
infinitely  preferable  to  those  of  cast  iron  ;  in  fact,  it  does 
appear  that  the  greatest  advantage  of  aluminium  for  pistons 
is  from  the  internal  cooling  point  of  view.  The  effective 
cooling  surface  of  the  aluminium  pistons  is  greater  because 
the  superior  heat  conductivity  of  the  metal  maintains  a 
greater  flow  of  heat  into  the  skirt  of  the  piston,  and  this  offers 
a  greater  surface  at  a  higher  temperature  to  the  heat-extracting 
duty  of  the  oil,  the  amount  of  heat  extracted  being,  of  course, 
proportional  to  the  difference  in  temperature  between  the 
piston  and  the  cooling  medium,  V 

The  author  said  he  had  produced  conditions  of  internal 
cooling  which  have  been  so  efficient  in  this  connection  that 
the  two  aluminium  pistons  in  an  engine  of  90  mm.  bore  have 
emerged  from  a  40-hour  bench  test  not  only  without  a  trace 
of  carbon  on  either  surface,  but  with  the  maximum  tempera¬ 
ture  showing  only  a  slight  discoloration  in  the  centre  of  the 
head,  the  remainder  of  the  piston  being  the  original  highly 
polished  aluminium  finish.  In  this  ease  the  oil  never  attained 
a  temperature  higher  than  160°  Fahr. 

It  is  possible  now  to  compete  with  the  water-cooled  engine 
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even  on  the*  point  of  silence,  AVith  a  knowledge  of  the  l.ict 
iJuit  many  parts  n  t  an  aircooled  cylinder  can  now  la-  safely 
boxed  inside  the  Crank-case,  certain  valve  gear  details  can  be 
enclosed  and  can  run  in  the  normal  lubricating  system. 
With  such  an  arrangement  the  author  had  secured  silence  in 
epumt i ty  production  quit**  equal  to  any  of  the  warn  -< noted 
engines  of  a  similar  size,  and  this  silence  has  been  maintained 
tor  upwards  ot  10  000  miles  in  a  manner  quite  equal  to 
water-cooled  prac lice . 

In  aiivia.it  work  in  particular  is  watei  cooling  undosi ruble, 
the  radiator  is  heavy  but  flimsy,  there  are  the  none  too 
reliable  flexible  water  joints,  the  dozens  of  points  of  possible 
leakage,  etc.,  etc. 

The  eventual  cooling  of  the  oil  aftei  it  has?  collected  the 
heat  from  the  hot  internal  purls  ought  to  provide  no  dilfi 
cutties  in  an  instance  where  velocity  is  high. 

the  conditions  of  cooling  oil  and  cooling  water  are  very 
different,  and  have  to  be  attacked  from  quite  different  stand¬ 
points.  The  fundamental  differences  are  that  whilst  water 
will  flow  practically  equally  whether  hot  or  cold,  oil  has 
viscosity  varying  very  greatly  with  even  small  temperature 
ditloiences.  Thus  oil  cannot  be  effectively  cooled  by  passing 
it  til  rough  a  long  pipe  either  filmed  or  otherwise,  as  the  oil 
coining  in  contact  with  the  walls  of  the  pipe  thickens  and 
forms  an  excellent  insulator  for  the  hot  core  of  oil  flowing 
rapidly  down  the  centre  of  the  pipe.  A  large  radiated  oil 
tank  exposed  to  the  air  currents  available  is  e\en  worse  for 
similar  reasons. 

One  successful  method  is  to  form  a  radiator'  consisting  of 
a  length  of  pipe  coiled  in  the  manner  of  a  simple  spring. 

I  he  oil  is  passed  through  this  at  a  high  velocity,  and  as  the 
hottest,  and  consequently  most  viscous,  oil  passes  through  at 
l he  highest  velocity  it  is  flung  by  centrifugal  force  to  the  outer 
dug  of  the  circle,  and  thus  against  the  walls  of  the  ring  of 
lulling.  Another  system  is  to  use  tubes  like  ordinary  radiator 
tubes,  and  to  insert  in  these  a  close-fitting  spiral,  like  a  cork¬ 
screw,  slid  into  a  pipe  carried  the  whole  length  of  the  tubes, 
thus  imparting  a  circular  motion  to  the  oil. 

.The  author  said  that  Ins  experience  was  i hat  the  walls  of 
the  crank  case  form  the  best  medium.  These  can  have  ribs 
cast  upon  them,  and  the  oil  can  be  projected  by  force  against 
the  inner  walls,  this  being  readily  performed  by  the  crankshaft 
ami  other  rapidly  nun  ing  parts  within  the  crank-case. 

In  the  ease  of  an  air  and  oil-cooled  aircraft  engine  of  the 
radial  type  the  majority  of  the  cylinder  barrel  could  be 
submerged  into  the  crank  chamber,  leaving  a  natural  sump 
and  enabling  bulk  oil  in  circulation  to  be  used  instead  of  the 
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The  International  Air  Congress,  London,  1923 

A  STRONG  Executive  Committee  under  the  chairmanship 
of  Maj.-Gen,  Sir  F.  H.  Sykes,  G.B.E.,  K.C.B.,  C.M.G.,  M.P., 
has  taken  in  hand  the  organisation  of  the  International  Air 
Congress  which  is  to  be  held  in  London  from  June  25  to  30 
next  year.  .National  Committees  have  been  formed  in  several 
countries  to  prepare  lists  of  names  for  membership  of  the 
Congress,  and  m  other  countries  lists  are  being  obtained 
through  the  Aero  Clubs  or  other  representative  bodies. 
Membership  is  limited  to  those  countries  which  arc  members 
of  the  Federation  Aeronautique  Internationale  or  signatories 
of  the  International  Air  Convention.  The  subscription  is 
to  be  £  1  1  ot  its  equivalent  in  foreign  currencies)  for  a  Member 
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usual  method  The  crank-ease  could  be  formed  with  radial 
ribs,  aud  cuukl  conveniently  be  used  as  the  streamline  nose 
piece  to  the  aeroplane;  thus  the  whole  unit  would  be  sell 
contained  both  as  regards  its  internal  and  external  cooling, 
and  it  should  show  a  high  degree  of  accessibility  With  a 
vertical  or  Y-type  an  and  oil  cooled  engine  a  small  separate 
oil-cooling  radiator  would  probably  have  to  be  placed  in 
some  exposed  position,  but  the  many  othei  advantages  of 
air-cooling,  with  its  added  accessibility,  reduction  111  weight 
and  freedom  from  narrow  temperature  limitations,  would 
still  be  obtained 

I  he  extent  to  which  oil  or  internal  cooling  can  be  utilised 
is  by  110  means  obvious,  but  that  it.  does  form  an  integral 
part  in  the  effective  cooling  system  of  any  high-duty  engine 
there  can  be  no  possible  doubt. 

the  author  regretted  he  was  unable  to  give  any  figures  as 
to  the  amount  of  heal  that  is  dissipated  from  the  walls  of  a 
crank-case,  but  lie  had  taken  many  readings  of  crank  case 
temperatures,  and  these  have  thrown  much  light  upon  the 
heat -radiating  capacity  ot  such.  A  normal  water-cooled 
aircraft  engine  of  250  nominal  b.h.p.  did  not  attain  its 
maximum  crank-case  temperature  until  it  had  been  running 
for  1  l  hours  on  full  load.  Its  temperature  was  then  27 o°  I  . 
and  it  was  not  provided  with  any  means  of  coaling  the  oil. 
The  superficial  area  ot  the  crank-case  was  approximately 
17  sq  It.,  and  attention  is  directed  to  the  possibilities  of 
heat  radiation  from  such  a  surface  at  the  temperature 
indicated  The  immersing  of  the  greater  part  of  the  cylinder 
barrel  in  the  crank  cast'  added  from  5  to  20  per  cent  more 
heat  to  the  oil,  according  to  the  amount  immersed. 

1  he  author  stated  that  oil -cooling  possesses  great  ad  van 
tages  when  used  in  connection  with  road  vehicles  in  elimi¬ 
nating  noise. 

1  he  more  the  air-cooled  cylinder  barrel  is  inserted  into 
the  crank  case  the  more  are  the  conditions  of  a  water-cooled 
engine  obtained  as  regards  type  and  volume  of  sound. 

In  concluding,  the  author  pointed  out  that  it  is  not  seriously 
suggested  that  oil-cooling  can  be  a  complete  and  effective 
system  as  opposed  to  either  of  the  two  systems  in  common 
use.  Its  greatest  advantages  are  found  in  connection  with 
the  simpler  system  of  air-cooling,  when:  it  cau  assist  to  an 
extent  as  high  as  30  or  qo  per  cent 

Even  in  existing  engines  a  few  simple  modifications  to  the 
lubricating  system  can  improve  the  effectiveness  of  the  cooling 
to  quite  a  considerable  extent,  and  the  author  thought  tin- 
possibility  of  improvement  by  these  means  justified  these 
notes. 

0  0 

and  io.s.  for  an  Associate  Member,  who  must  be  n.  member  ot 
the  family  of  a  Member  The  papers  to  be  read  aie  divided 
into  four  groups,  which  will  bold  sessions  simultaneously, 
and  will  covet  every  aspect  of  the  subject,  from  fundamental 
scientific  problems  to  such  matters  as  passport  regulations 
and  the  organisation  of  an.  aerial  transport  company.  The 
Air  Ministry  have  arranged  to  hold  the  Royal  Air  Tore. 
Pageant  on  June  30,  the  final  day  of  the  Congress.  Mr.  C.  Y . 
Allen  having  resigned,  Lieut. -Col.  \Y.  Lockwood  Marsh,  the 
Technical  Secretary,  has  been  appointed  General  Secretary 
of  the  Congress  the  official  address  of  which  is--e/u  The 
Royal  .Aeronautical  Society.  7,  Albemarle  Street,  London, 
W.  1,  England. 
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A  D.H.9b,  with  Rolls-Royce  “Eagle  ”  engine,  remodelled  by  the  Aircraft  Disposal  Company. 
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»  :ssi  London  Ga.aette,  December  15,  1*322 

■  #  General  Duties  Branch 

The  follg.  are  transferred  to  the  Reserves— 

Class  A. — Flying  Officer  W.  J.  Burr,  M.C.,  M.M. ;  Dec.  17, 

Class  B. — Observer  Officer  J.  J.  VV.  Nicholson  !  Dec.  r5. 

London  Gazette,  December  19,  1922 
General  Duties  Branch 

Flight  Cadet  E.  Reid,  having  successfully  passed  through  R.A.F.  (Cadet) 
College,  is  granted  a  permanent  comma,  as  Pilot  Officer  ;  Nov.  19.  Flying 
Offr.  T.  M.  Elworthy  is  granted -a  permanent  commn. ;  Aug.  3 1.  The  following 
are  granted  short  service  commas,  in  ranks  stated,  with  effect  from,  and  with 
seny.  of,  dates  indicated  : — 

Flying  Offrs. — H.  S.  Davidson  ;  E>ec.  n.  J  B.  Lynch  ;  Dec.  7.  V.  E. 
Vernon  ;  Dec.  7. 

Pilot  Offrs.  on  Probn. — D.  R.  Stewart ;  Dec.  4.  Lieut.  J.  VV.  C.  Flarcourt 
Vernon,  Northd.  Fus.,  is  granted  a  tVnip,  comma,  as  Flying  Offr.  on  seed, 
for  four  years’  duty  with  R.A.F.  j  Dec.  5.  Pilot  Offr.  FI.  J.  Toye  to  be 
Flying  Offr. ;  Nov.  9. 

The  following  are  transferred  to  Res.  : — 

Class  A. — Flying  Offrs. — VV.  C.  Pruden  ;  Dec.  9.  C,  B.  Waters  ;  Dec.  19. 
Class  B. — P.  Christoplierson  ;  Dec. 20,  E.  N.  Hewitt ;  Dec.  12.  H,  Webb  ; 
Dec.  6.  Observer  Offrs. — W.  McGowan  ;  Dec.  21.  j.  S.  F.  Watson  ;  Dec.  19. 
Class  C. — Observer  Offr. — S.  P.  B.  De  Moyse  Bucknall;  Dec.  19. 

Stores  Branch 

Flying  Offr.  E.  J.  Grout  is  granted  permanent  comma,  in  rank  stated 
for  accountant  duties  ;  Aug.  13,  1921.  His  name  will  be  placed  on  gradation 
list  immediately  below  that  of  Flying  Offr.  P.  E.  D.  Addis. 

The  following  are  granted  short  service  commits,  in  ranks  stated  for  three 
years  on  active  list,  with  effect  from  Nov.  23,  and  with  seny.  of  dates  in 
brackets  ; — 

Fit.  Lieut. — J.  C.  E.  Gillham  (Nov.  5,  iy:8). 

Flying  Offrs-  S.  James  (April  j,  1918),  immediately  below  Flying  Offr. 
A  J.  Roberts.  F.  R.  Barton  is  granted  short  service  commit,  as  Flying  Offr. 
for  accountant  duties  (Oct.  1),  His  name  will  be  placed  on  the  supplementary 
gradation  list  immediately  below  that  of  Flying  Offr.  W.  Vaughan-Shaw. 

Memorandum . 

Lieut.  M.  Todd  (Black  Watch)  is  granted  rank  of  Capt..  R.A.F.,  on  retire 
menl  from  Army. 

London  Gazette,  December  22,  1922 
General  Duties  Branch 

Flying  Off.  E.  P  Dampier  is  placed  on  retd,  list  ou  account  of  ill-health 
and  is  granted  rank  of  Capt. ;  Dec.  23. 
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Memorandum 

The  permission  granted  to  Sec.  Lieut.  F.  W.  Carter  to  retain  his  rank  is 
withdrawn  on  his  joining  the  Army. 

London  Gazette,  December  26,  1922 
General  Duties  Branch 

The  follg.  arc  granted  permanent  commissions  in  ranks  staled.  Gazettes 
of  dates  indicated  in  brackets,  appointing  these  officers  to  short  son  ice 
commissions,  are  cancelled  : —  , 

Flight  Lieut. — G  M.  F.  O’Brien,  D-S.C.,  Oct.  24,  1919  (Oct.  24  1919)- 

Plving  Offrs. — F.  G.  Gibbons,  D.F.C.,  June  9,  1920  (June  15,  1920).  H.  G.  \\ 
Lock,  D.F.C.,  Oct.  24,  1919  (Oct.  24,  1919),  since  promoted 

The  follg  are  granted  short  service  commissions  in  ranks  staled,  sutn 
effect  from,  and  with  seny.  of,  dates  indicated  : — 

Flying  Offrs. — C.  N.  C.  Dickson,  A.F.C.  ;  Dec.  18.  C.  B.  Wincott  ;  Dec. 14. 
Pilot  Offrs.  on  Probation.  E.  L.  W.  H.  Aims,  R.  S.  Blucke,  F.  A.  Briggs, 

E.  S.  Brmsmeacl,  A.  W.  Daly,  B.  J.  Finn,  A.  M.  A.  Forde,  J.  VV  Hardstatt, 

F.  Larman,  C.  G.  II.  E.  Lumsden,  F.  C.  Marsh,  B.  C.  Mason,  C;.  L.  Moores, 
A,  T.  R.  Moss,  E  R.  Newbiggiug,  F,  J.  O’Doherty*  O.  R.  Pigott,  r .  !>■ 
Robinson,  J.  C.  Savory,  C.  W.  A.  Scott,  G.  T.  Underhill,  A.  R.  Woodyatt  ; 
Dec*  Q, 

D.  K.  Whitlock  is  granted  short  service  coni  mo.  as  Flying  Offr.  for  three 
years  on  active  list,  with  seniority  ol  April  1,  1918  (Jan.  1,  i9?3); 
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name,  will  be  placed  on  supplementary  gradation  list  immediately  heiore 
that  of  Flying  Offr.  C.  H.  Goring. 

The  follg.  are  transferred  to  the  Reserve 

Class  A. — Flying  Officer  R.  McK.  Jamison,  D.F.C.  ;  Dec.  28. 

Class  C— Flight  Lieut.  A.  V.  H.  Goinpertz  ;  Dec.  5. 

Pilot  Officer  J.  A.  R.  Stevenson  resigns  his  short  service  comrnii.  ;  Dec.  . 
Flight  Lieut.  C.  P.  O.  Bartlett,  D.S.C.,  is  placed  on  retired  list  on  account 
of  ill  health  contracted  on  active  service,  and  is  granted  rank  of  Maj  ,  Dec.  -*  • 
Flight  Lieut.  A.  Hunter,  O.B.E.,  is  placed  on  retired  list  ou  aecouut  ot 
ill-health,  and  is  granted  rank  of  Maj.  ;  Dec.  27- 

Stores  Branch  .... 

The  name  of  Flying  Officer  J.  M.  Adams  will  be  placed  on  & adatmr 1  UM 
of  accountant  officers  immediately1  below  that  of  Flying  Officer  C.  VV  .  -p 

Memoranda  . 

Lieut.  T-  Lund,  late  R.A.F.,  is  granted  temporary  coiumii.  as  Flight  Lieut 
for  duty  under  Directorate  of  Works  and  Buildings;  bept.  28.  1  light 

Lieut.  T.  Lund  relinquishes  his  commn. ;  Nov.  14. 


ROYAL  AIR 

The  Undermentioned  appointments  in  the  Royal  Air 


Appointments. 

1-  otce  are  notified : — 

Air  l  ice  .Marshal  P.  W.  Game,  C.B.,  D.S.O.,  from  Air  Ministry  to  Flead- 
quarters,  R.A.F.,  India.  (Supernumerary.)  Pending  appointment  as  Air 
Officer  Commanding.  7,11.22. 

Wing  Commanders :  G.  1.  Carmichael.  D.S.O.,  A  l  t  -,  from  Palestine  Wing 
Headquarters  (Palestine  Command)  to  R.A.F.  Depot  (Inland  Areal.  (Super¬ 
numerary.)  22.11.2 2.  G.  1.  Carmichael,  D.S.O.,  A.F.C,.  from  R.A.F.  Depot 
(Inlaud  Area)  to  Air  Ministry  (Dept,  of  C.A.S.)  (D.O.I.).  11.r2.23. 

Squadron  Leaders:  G.  G.  A.  Williams,  from  Aircraft  Depot,  Egypt  (Middle 
East)  to  command  No.  x  Squadron  (Iraq  Command),  to.11.22.  H.  A. 
Michell,  O.B.E,  The  name  of  this  Officer  is  as  now  stated,  not  “  Herbert 
Arthur  Mitchell,"  as  described  in  R.A.F  Bulletin  No.  93,  dated  12.12.22. 
G.  S.  Marshall.  O.B.E  .  D.P.H.,  D.T.M.  (Medical),  from  Research  Laboratory 
anil  Medical  Officers'  School  of  Instruction  (Coastal  Area)  to  R.A.F.  Depot 
(Inland  Area).  (Supernumerary. )  Whilst  attached  to  Chemical  Warfare 
Experimental  Station,  Pm  ion.  13. 11.22.  T.  S.  Rippou,  O.B.E.,  from 
Headquarters,  R.A.F.,  Middle  last,  to  R.A.F. _  Depot  (Inland  Area) 
(Supernumerary.)  22.11.22  D'Arcy  Power,  M.C.,  from  Headquarters, 
Iraq  Command,  to  No.  1  Squadron  (Iraq  Command).  24.10.22.  J.  Rothwell, 
M.B.,  troin  Aircraft  Depot  (Iraq  Command)  to  R.A.F.  Depot  (Inland  Area). 
(Supernumerary.)  6.11.22.  J.  Rothwell,  M.B.,  irom  R.A.F.  Depot  (Inland 
Area)  to  R.A.F.  Hospital,  Cranwell.  5.1.23.  R.  VV.  Ryan,  M.B.,  from 
R.A.F.  Hospital,  Cranwell,  to  School  of  Technical  Training  (Men)  (Inland 
Area).  8.1.23.  G.  W.  Williamson,  O.B.E.,  M.C.,  from  Airrcaft  Depot 
(India)  to  Headquarters,  (Iraq  Command).  5.11.22.  T.  F\  Hazell,  D.S.O., 
M.C.,  D.F.C.,  tram  No.  55  Squadron  (Iraq  Command)  to  command  No.  45 
Squadron  (Iraq  Command).  1.11.22.  T.  F.  Hazell,  D.S.O.,  M.C.,  D.F.C., 
from  No.  45  Squadrou  (Iraq  Command)  to  command  No,  55  Squadron 
(Iraq  Command).  21.11.22.  I.  H.  England,  D.S.C..  A.F.C.,  from  R.A.F. 
Cadet  College  (Ground  Wing)  (Cranwell)  to  Aircraft  Depot  (Iraq  Command). 
13.12.22.  A  R.  C.  Cooper,  from  School  of  Photography  (Inland  Area)  to 
Station  Commandant  (Iraq  Command).  13. 12.22.  E.  H.  Joliuston,  O.B.E., 
from  No.  24  Squadron  (Inland  Area)  to  command  No.  45  Squadron  (Iraq 
Command).  13,12.22.  W.  B.  Cushion,  from  Headquarters,  Coastal  Area  to 
Headquarters,  R.A.F.,  India.  1.3  12.23.  ^  . 

Flight  Lieutenants :  A.  Jukes,  M.B.E.,  from  R.A.F.  Depot  (  Inland  Area) 
to  No,  25  Squadron  (Constantinople.  Wing).  712, 22.  B,  McEntegart. 
Reference  to  the  notification  concerning  this  Officer  which  appeared  in 
R.A.F.  Bulletin  No.  93,  dated  r2.12.22,  for  “  No.  4  lTy'ing  School ’  read 
“  No.  4  Flying  Training  School  R.  J.  Sanccati,  troin  No.  i  Group  Efead- 
quarters  (Inland  Area)  to  Air  Ministry  (Dept,  of  A.M.P,)>  11.12.22,  F.  I  . 

Adams,  from  Air  Ministry  (Depot  of  C.A.S.)  (D.O.l.)  to  Inland  Area  Aircraft 
Depot  (Inland  Area).  13.1.23.  A.  C.  Collier,  from  No.  24  Squudon 
(Inland  Area)  to  Air  Ministry  (Dept,  of  C.A.S.)  (D.O.l.)  1.T.23.  G.  S.  Reed. 

<$>  <$> 

Aircraft  in  the  Navy. 

The  Official  Navy  List  for  December,  just  published, 
contains  for  the  first  time  lists  of  the  airciatt  attached  to  the 
Royal  Navy.  Two’ groups  are  working  with  the  forces  at 
home  and  one  with  the  Mediterranean  Fleet.  No.  10  Group, 
with  headquarters  at  Lee- on ■ -Solent,  includes  the  Observers' 
Training  School  at  that  place,  with  six  Fairey  float  planes  ; 
two  squadrons  at  Gosport,  each  with  twelve  ship  planes,  and 
a  torpedo  development  flight,  with  three  ship  planes  ;  the 
School  of  Aerial  Navigation  at  Calshot,  where  there  are  thirteen 
boat  planes  ;  and  the  seaplane  station  at  Cattewater,  now 


FORCE  INTELLIGENCE 

O.B.E.,  to  Headquarters  (Iraq  Command)  011  appointment  to  abort  Service 
Commission,  i.ro.22.  J.  C.  K.  Gillham  from  K-A;F.Depot 
to  Aircraft  Depot  (Iraq  Command).  On  appointment  to  Short  Sen*  ice 
Commission  in  Stores  Branch.  23.11.22  R.  J.  Aheuiv,  VFC  .  lroin  N  .  ii 
Squadron  (Iraq)  to  No.  84  Squadron  (Iraq).  1.9.22.  P.  A.  HhH,  M.B. 
irom  No  84  Squadron  (Iraq  to  No.  45  Squadron  (Iraq)  t.9.22.  I-  Mont 
gomery  M  B./D.P.lI.,  B.A.,  from  No.  30  Squadron  (Iraq  Command!  to 
fS4’d  Combined 

R.A.F.  (Iraq),  to 
School  of 


to  No. 
(Iraq 
Chappell, 


231022  J.  c.  T.  Fiddes,  M.B.,  from  Headquarters 

,  "  V  J.  O,  tompsto.i,  D.S.C.,  D.F.C..  irom  No-  I  Sctod I  ol 

Trainina  (Boys)  (Halton)  to  Half-pay  List.  29.11.22.  R-  A.  Courtney, 
M.B.E..  from  Headquarters  (Iraq  Command)  to  Basrah  Group  *  - 

(  Ir  ui  Command).  0.10.22.  W.  F.  Auderson,  D.S.O.,  D.I  A  »  no,  45 

Squadron  (Iraq  Command)  to  No.  55  Squadron  (Iraq  fr«§ia) 

numerirv)  22  11.22.  E.  R.  B.  PlayJord,  Irom  No.  31  Squadron  (India) 

*  28  kqimdron  (India).  31.10.22.  W.  A.  Kingston  from  Headquarters 

Command)  to  Aircraft  Depot  (Iraq  Command).  5- • 
ell  tram  No.  24  Squadron  (Inland  Area)  to  No.  /O  Squadum  (Baq 
Comma!, cl)  =3.12.22.  A  Latimer,  from  No.  11  Wing  Headqimrters  (Intend 

£“»■»»  a  mu  t  isssssa  s 

Squadron  (Inland  Are?)  to  No.  4  5  Squadron .(Iraq  t^No’Va 

1.  M.  Matheson,  from  Armament  and  Gunnery  School  (lute  d  Artgl  to  o.7 
squadron  (Iraq  Command).  =3- 12.22.  1  L.  Wmcer,  faoto  No.  * 

Training  School  (Inland  Area)  to  Airmail  Depot  (Iraq  f  VV'  ' 

Lieutenant  C.  E.  Driver.  M.C.  (The  King’s  R.)  He0a,fffihS.e  it  to 
Command).  On  appointment  as  G.S.O.  3  (Intelligence).  On  attachment  to 

ROcy:I^JFZ: Army  (R.A.O.C.)  to  R.A.F.  Depot  (lulaod 
Area).  On  attachment  to  Royal  Air  Force,  pending  appointment  to  Short 

Service  Commission.  15. 11.22.  ,  o  a  n  r  1  u  A  F 

Lieutenant  (Acting  Captain)  T.  S.  James,  from  Army  (R.A.O.  .•)  v  •  ; 
Depot  (Inland  Area).  On  attachment  to  Royal  Air  Force,  pending  af  point 

ment  to  Short  Service  Commission.  15.11.22.  iinnot 

Major  H  K  Clough,  O.B.E.,  from  Army  (Half  pay  List)  to  R.A.l  .  Depot 
(Inland  Area),  on  attachment  to  R.A.F.  for  two  years,  pending  embarkation 

overseas  for  duty  as  D.A.A.G.  in  Iraq.  15.11.22.  v"  '  Denutv 

(Inland  Area)  to  Headquarters,  Iraq  Command,  On  appointment  as  el  u  - 
Assistant  Adjutant-General,  23.11.22. 

<t>  <s> 

used  for  storage  only.  No.  29  Group,  with  headquarters  at 
North  Qucensferry,  includes  two  squadrons  at  Leuchar>,  one 
with  six  and  one  with  twelve  ship  planes  respectively. 

Of  the  aircraft  carriers,  Argus,  Ark  Royal,  Eagle,  and. 
Furious,  only  the  first-named  has  aircraft  attached  to  her, 
drawing  machines  as  requisite  from  the  base  at  Lcllchars.  lu 
the  Mediterranean  Group  there  is  one  squadron,  No.  207,  at 
(  alafrana,  Malta,  with  twenty  machines,  of  which  tune  are 
unerected.  The  base  at  Alexandria  is  in  charge  ot  a  care  anti- 
maintenance  party,  but  there  is  a  temporary  base  at  Feneraki, 
with  seven  seaplanes,  and  the  aircraft  earner  Pegasus  has  four. 
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PERSONALS 

Married 

The  marriage  of  Flight-Lieut.  Robert  Hugh  Hanmer, 
M.C,,  R.A.F.,  eldest  son  of  the  Rev.  Hugh  and  Mrs.  Hanmer, 
The  Rectory,  Whitchurch,  Salop,  and  Miss  Mary  Helen 
Spens,  youngest  daughter  of  Mr.  and  Mrs.  Nathaniel  Spens, 
Palace  Gate  Mansions"  Palace  Gate,  took  place  on  December  19 
at  Holy  Trinity  Church,  Brompton.  Flight-Lieut.  G.  Ingpen 
was  best  man . 

Sqdn.-Ldr  John  Tudor  Whittaker,  Officer  Commanding 
R.A.F.  in  Ireland,  was  married  on  December  20  at  St.  Mark's 
Church,  Ballysillan,  to  Kathleen  Mary  Finlay,  youngest 
daughter  of  the  late  F.  W.  Finlay  and  Mrs.  F.  W.  Finlay, 
Wol thill,  Belfast. 

To  be  Married 

A  marriage  has  been  arranged  between  Geoffrey  Plunket 
Conyngham  Greene,  late  Flight  Lieutenant,  R.N.,  of  Water- 
poort,  Northern  Transvaal,  younger  son  of  the  Right  Hon. 
Sir  Conyngham  Greene,  G.C.M.G.,  K.C.B.,  aud  Lady  Lily 
Greene,  of  Belmore  House,  Lymington,  Hants,  and  Daphne 
Margaret,  only  daughter  of  Col.  and  Mrs.  Gerard  Leather, 
of  Middleton  Hall,  Belford.  Northumberland. 

The  engagement  is  announced  between  Harold  Morgan 
Lewis  (late  Lieut.,  R.A.F.) ,  third  son  of  Dr.  and  Mrs.  B. 
Morgan  Lewis,  Sunnyside,  Pontypridd,  and  Doris  Maud, 
only  daughter  of  Major  and  Mrs.  W.  Lewis,  Pentwyn,  Sion 
Hill,  Bath. 

The  engagement  is  announced  between  E.  J,  Kingston 
McCloughry,  B.A.  Camb.,  D.S.O.,  D.F.C.,  second  son  of 
Mr.  and  Mrs.  James  Kingston  McCloughry,  of  North  Adelaide, 
and  Freda  Lewis,  second  daughter  of  Sir  Alfred  and 
Lady  Lewis,  of  Coneybury,  Lower  Kingswood,  Surrey. 

m  m  m  m 

ROYAL  AERONAUTICAL  SOCIETY  NOTICES 

Lectures. — The  following  lectures  will  take 
place  at  the  Royal  Society  of  Arts,  John 
Street,  Adelphi,  W.C.  2,  during  the  month  of 
January : — 

January  4,  at  5.30  p.m. — Professor  Junkers 
on  “  Metal  Aeroplanes.” 

January  11,  at  3.0  p.m. — Juvenile  Lecture. 
Mr.  R.  A.  Frazer  on  “  Testing  Model 
Seaplanes.” 

January  18,  at  5.30  p.m. — Major  J.  D. 
Rennie,  on  “  Flying  Boats.” 

W.  LOCKWOOD  MARSH, 
Secretary 

be  m  ft  m 

THE  MODEL  ENGINEER  EXHIBITION 

The  Model  Engineer  Exhibition  opens  for  the  sixth  time  at 
the  Royal  Horticultural  Hall,  Westminster,  on  Friday, 
January  5,  for  one  week 

This  year  the  Exhibition  will  eclipse  all  previous  efforts  to 
amuse  and  amaze.  Model  -boats,  model  engines,  model 
railways,  models  of  every  conceivable  size,  sort  and  description 
will  fill  the  vast  hall  already  set  down  as  much  too  small  for 
the  requirements  of  the  Exhibition. 

In  the  Model  Boat  Section  there  will  be  dozens  of  models  of 
battleships,  liners,  sailing  yachts  and  motor  boats.  Among 
them  will  be  the  remarkable  display  made  by  the  Victoria 
Model  Steamboat  Club  whose  exhibit  at  the  recent  Small 
Craft  Exhibition  attracted  the  studious  attention  of  His 
Majesty  the  King. 

Admiral  Sir  Reginald  Bacon,  who  will  be  remembered  as 
having  been  so  closely  identified  with  the  work  of  the  Dover 
Patrol  during  the  War,  and  himself  a  very  keen  model  engiueer, 
is  offering  a  Silver  Challenge  Cup  for  the  best  bit  of  amateur 
work  in  the  Show. 

Another  interesting  feature  will  be  the  Model  Making 
Championship  of  Great  Britain  which  will  be  decided  during 
the  week  the  Exhibition  is  open,  a  Championship  Cup  being 
offered  for  the  best  piece  of  work  by  a  competitor  who  is  not 
a  model  maker  by  profession. 

No  mechanical  exhibition  can  be  said  to  be  complete  these 
days  without  wireless,  and  the  very  latest  plant  to  suit  the 
pocket  of  every  type  of  visitor  will  be  shown  on  quite  a  number 
of  stands.  At  frequent  intervals  during  each  of  the  days  the 
show  is  open  demonstrations  of  broadcasting  will  be  given  by 
some  of  the  leading  experts. 

As  usual,  the  working  model  railway  tracks  will  be  a  great 
feature,  and  will  be  in  three  tiers — the  topmost  being  an 
electric  railway,  the  intermediate  a  clockwork  railway  and 
the  lower  a  steam  railway  capable  of  hauling  a  considerable 
number  of  passengers. 


Another  wonderful  display  in  the  railway  world  will  be  the 
application  of  wireless  to  the  working  of  a  railway  train. 
Mr.  Raymond  Phillips,  of  wireless  fame,  will  give  a  series  of 
demonstrations  of  the  wireless  control  of  trains  running  on  an 
elevated  track,  the  train  starting,  stopping  and  reversing  by 
the  simple  operation  of  touching  a  swatch  a  long  way  off  with 
no  other  connection  but  the  ether  between  it  and  the  engine. 

The  Loan  Section  will  house  a  great  prize,  the  original 
model  of  a  locomotive  made  nearly  a  hundred  years  ago  by 
the  father  of  the  present  Sir  John  Thorneycroft,  the  famous 
engineer. 

As  in  previous  years,  there  will  be  a  collection  of  aeroplane 
models  of  various  types  and  sizes,  both  flying  models  and 
exact  scale  models. 

K  I  I  S 

PUBLICATIONS  RECEIVED 

Rigging  Notes.  F.$  Boat  Service.  Air  Publication  905. 
London :  H.M.  Stationery  Office,  Kingsway,  W.C.  Price 
9 d.  net.  By  post  rod. 

Report  of  Contest  Committee  on  National  Airplane  Races. 
Selfridge  Field,  Mt.  Clemens,  Michigan,  October  12-14,  l92~- 
British  Rainfall,  1921.  Meteorological  Office — Air  Ministry. 
London  :  H.M.  Stationery  Office,  Kingsway,  W.C.  2.  Price 
12s.  6 d.  net  ;  by  post  X2S.  rid. 

Report  on  the  Commercial ,  Industrial  and  Economic  Situation 
of  China  in  July,  1922.  By  H.  H.  Fox,  C.M.G.,  F.R.G.S. 
H.M.  Stationery  Office,  Kingsway,  London,  W.C.  2.  Price 
is.  9 d.  net. 

m  m  m  m 

AERONAUTICAL  PATENT  SPECIFICATIONS 

Abbreviations  :  cyl.  «=■  cylinder  j  I.C.  —  internal  combustion  1  m.  —  motor 
The  numbers  Id  brackets  are  those  under  which  the  Specifications  will 
be  printed  and  abridged,  etc. 

APPLIED  FOR  IN  1921 

Published  December  ax,  1922 

*4i536.  C.  V.  Treleavkn.  Screw  propeller.  (189,158.) 

22,280.  T.  R.  MacMkhen,  Screw  propellers.  (189,201.) 

23,?90.  G.  P.  Grenfell,  J.  Robinson  and  others.  Directional  wireless 
systems.  (189,266.) 

25,220.  Luftschiffbav  Zeppelin  Ges.  and  P.  Jaray.  Airship  sheds. 
(169,968.) 

Published  December  28,  1922 

23,129.  W.  T  Reid  and  Bristol  Aeroplane  Co.,  Ltd.  Aircraft*  under¬ 
carriages.  (189,531.) 

27,378.  H.  Bolas  and  G.  G.  Parnall.  Shock  absorbers.  (189,605.) 

27,954-  H.  Bolas  and  G.  G.  Parnall.  Shock  absorbers.  (189,618.) 


If  you  require  anything  pertaining  to  aviation,  study 
“  Flight’s  ”  Buyers’  Guide  and  Trade  Directory, 
which  appears  in  our  advertisement  pages  each 
week  (see  pages  Hi  and  xxii). 


NOTICE  TO  ADVERTISERS 
Ail  Advertisement  Copy  and  Blocks  must  be 
delivered  at  the  Offices  of  “Flight,"  36,  Great 
Queen  Street,  Kingsway,  W.C.  2,  not  later  than 
12  o’clock  on  Saturday  in  each  week  for  the  following 
week’s  issue. 


FLIGHT 

The  Aircraft  Engineer  and  Airships 
36,  GREAT  QUEEN  STREET,  KINGSWAY,  W.C.  2. 

Telegraphic  address  :  Truditur,  Westcent,  London. 

Telephone :  Gerrard  1828. 

SUBSCRIPTION  RATES 

"  Flight  ”  will  be  forwarded,  post  free,  at  the  following  rales  t — 
United  Kingdom  i  Abroad* 

s.  d.  s.  d. 

3  Months,  Post  Free...  77  3  Months,  Post  Free...  8  3 

6  „  ,»  •••IS  26,,  „  •••iff  ff 

12  „  -.30  4  12  -  .-33  o 

These  rates  are  subject  to  any  alteration  found  necessary 
under  abnormal  conditions  and  to  increases  in  postage  rates. 
•  European  subscriptions  must  be  remitted  in  British  currency 
Cheques  and  Post  Office  Orders  should  be  made  payable  to  the 
Proprietors  of  "  Flight,”  36,  Great  Queen  Street,  Kingsway, 
W.C.  2,  and  crossed  London  County  and  Westminster  Bank, 
otherwise  no  responsibility  will  be  accepted. 

Should  any  difficulty  be  experienced  in  procuring  ”  Flight  ’ 
from  local  newsvendors,  intending  readers  can  obtain  each  issue 
direct  from  the  Publishing  Office,  by  forwarding  remittance  as 
above. 
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FLIGHT  BUYERS' 


f  AURICS  AND  YARNS- 

Victoria  Rubber  Lo.,  Ltd.,  Edinburgh. 

FLYING  school—  .  ,ir 

Fraser's  Flying  School,  Kingsbury,  N.W.  9. 

^  ^eyrel ,  L.,  Ingenieur,  23,  Rue  Lambreeht,  Cour- 
bevoie  sur  Seine,  France. 

CLUES— 

L»ng  Propeller  Ltd.,  Weybridge,  Surrey.  _ 
Weybridge  510  521 ;  "  Aertmtcks,  Wty bridge. 

INGOT,  ALUMINIUM—  w 

British  Aluminium  Co.,  Ltd.,  Tbe  109,  Queea 
Victoria  St.,  London. 

City  2676;  "  Cryolite,"  Cent.  London. 

INSTRUMENTS  (Speed),  Wntchet,  &c.— 

Brown  Bros.,  Ltd.,  Great  Eastern  Street,  London, 

E.C.  2. 

Goldsmiths  A  Silversmiths  Co.,  112,  Regent  Street, 
W,  ,,  Gerrard  9091  (3  lines). 

Smith,  S.,  &  Sons  (M.A  ),  Ltd.,  Crjcklewood 
Works,  N.W.  a.  V  illesden  2335  (7  lines). 

INSULATING  MATERIALS-  „  _ 

MacLennan,  John,  &  Co.,  115,  Newgate  St., E  C.  >. 

C|ty4S^*S «  “  Vanduara,"  Cent,  London. 

LUBRICATING  oils-  ,  „  „ 

Wakefield,  C.  C.,  &  Co.,  Ltd.,  Cheapstde,  E.C.  *. 
Central  1156  (3  lines);  “  Cherry,"  Cent,  London. 

MACHINING-  .  _  ,  .  _ 

Monk  Engineering  Co.,  Ltd.,  Coventry. 

Coventry  807  ;  “Assistance,'  Coventry. 

MAGNETOS-  .  _  ,  .  , 

1V'T  h  Thomson-Houstno  Co.,  Ltd.,  Lower  Lord 
Street,  Coventry. 

Telephone  273;  “  Asteroid*!,  1  Coventry. 

METALS  (Anti-Friction)  - 

Hoyt  Metal  Co.,  Ltd.,  LJeodar  Road,  Putney, 
S.W.  15.  Pumey  1323. 

METAL  PARTS  AND  FITTINGS 

Brown  Bros.,  Ltd.,  Great  Eastern  Street,  London, 

E.C.  2. 


GUIDE  AND  TRADE  DIRECTORY -continued. 

{Ctreiintttd  from  p.  *txit.) 

METAL  PARTS  AND  FITTINGS  (Continued)- 


Monk  Engineering  Co.,  High  Street.  Coventry, 

Coventry  807  ;  “Assistance,"  Coventry. 

Rubery,  Owen  &  Co.,  Darlaston. 

Darlaston  87  ;  “  Roofs,"  Darlaston. 

MODELS- 

Jones,  A.  E.,  Ltd,,  25,  Eversholt  Road,  Camden 
Town,  N.W.  t. 

D. A.P.,  Replingham  Road,  Southfields,  S.VV.  18. 

PARACHUTES- 

E.  R.  Calthrop’s  Aerial  Patents,  Ltd.,  423a, 
Edgware  Road,  London,  W.  2.  Paddington  6332, 

Spencer,  C.  G.,  &  Sons,  Ltd.,  59a,  Highbury 
Grove,  N.5-  Dalston  1893. 

PETROL- 

Anglo-American  Oil  Co.,  Ltd.  (Pratt’s),  Queen 
Anne’s  Gate,  S.W.  t, 

British  Petroleum  Co.,  Ltd.,  22,  Fenchurch  Street, 
EC.  3 

PETROL  GAUGE-  ,  „  „ 

W.  Ryan  Hart,  McCreath  Taylor  &  ,  Co.,  34, 
Victoria  Street,  S.W.  t. 

PROPELLERS- 

Blackburn  Aeroplane  and  Motor  Co.,  Ltd., 
Olympia,  Leeds.  Roundhay  6or  (5  lines) ; 

“  Propellers, "  Leeds. 

Falcon  Airscrew  Co.,  113,  Cottenham  Road, 
Holloway,  N.  19.  Hornsey  9x0  &  2472. 

Lang  Propeller,  Ltd.,  Weybridge,  Surrey. 

520-521,  Weybridge;  “  Aerosticks,"  Weybridge. 

PUTTEES— 

Fox  Bros.  &  Co.,  Ltd.  (Dept.  R),  Wellington, 
Somerset. 

RADIATORS  AND  RADIATOR  REPAIRS— 

Serck  Radiator*,  Ltd.,  Warwick  Road,  Gteet, 
Birmingham. 

Victoria  531  (3  lines);  “  Nerleak,  Birmingham. 

SHEET  METAL  WORK  STAMPINGS  AND 
PRESSINGS— 

KubeTy,  Owen  A  Co.,  Darlaston 

Darlaston  87 ;  “  Roofs,"  Darlaston. 


SKV  WRITING— 

Savage,  .Major  J.  C-,  ?-8,  Norfolk  Street,  Stran..' 
London,  W.C.  7. 

Central  9971-72 ;  “  Skycrta,  Estrand,  1  .on do- . 

SPARKING  PLUGS - 

Robinhood  Engineering  Works,  Ltd.,  The,  Putney 
Vale,  S.W.  15.  Putney  213*,  »«jj. 

Kaatgee,"  Phone,  Londoa. 

SPRAYING  PLANT- 

Aerograph  Co.,  Ltd.,  43,  Holborn  Viaduct, 

E.C.  t. 

Holborn  2041 ;  “  Aerography,"  London. 

STABILIZERS— 

Auto  Controls,  Ltd.,  to,  Heddon  Street,  Repeat 
Street,  London,  S.W,  1. 

TAPES  AND  WEBBING— 

MacLennan,  John,  &  Co. ,  115.  Newgate  St.,  E.C.t. 

City  31x5;  “Vanduara,  Cent.  Londra 

TIMBER-  ,  . 

Owen,  Joseph,  &  Son,  Boro  High  Mreet.  S.E. 

Hop  3811  ;  '* ttacheron,  London. 

TUBES,  ALUMINIUM— 

British  Aluminium  Co,,  Ltd.,  The,  tog,  Queea 
Victoria  St.,  London. 

City  2676  :  “  Cryolite,"  Cent.  London. 

TY"  _S  AND  WHEELS-  , 

*  Palmer  Tyre,  Ltd.,  Shaftesourv  Avenue,  W.C.  2. 
Gerrardiity  ;  “TyrtCord,”  Westcent,  London. 

WELDINGS,  REPAIRS-  ,  , 

Barimar,  Ltd.,  10,  Poland  Street,  London,  W.  :. 
Gerrard  8:73  ;  “  Bnriqnamar.  Reg,  Londo.t. 

WIND  SHIELDS— 

Auster,  Ltd,,  133,  Long  Acre,  W.C.  2. 

WIRES  AND  CABLES  (Aeroplane.)- 

Bulliwants,  Ltd.,  72,  Mark  Lane,  E.C.  3. 

Works  :  Mi!) wall,  E,  4 


‘tMOPIK  e  PIQ I  PI€€R  I  PIS  c°  l*D 

.■j!  f  or  t pp^UctlQJ^^>^rppsc&  COVENTRY.  L"S"“ 


Teledrcims  ■  „ 

^Assistance 

Phone  8o7 


Write  for  full  particulars  of  this  wonderful 
new  instrument  which  incorporates  features 
not  found  in  any  other  Compass. 


7  he  Symbol  of 
Service. 


The  Cam  fibril  Bennett  A  OetiWie  Compass  is 
filled  to  every  Daimiei  Hire  Machine  on  Of 
London — Paris  Ahwou 


Cricklcwood  Works, 
0 11  d  0  n,  N.  W.  2. 


S.  Smith  &  Sons  (M.A.)  Ltd.,  l 

When  communicating  with  advertisers,  mention  of  “Flight"  will  ensure  special  attention. 


December  28,  193a 


were  the  first  aircooled  engines  to 
pass  the  British  Air  Ministry  Type 
Tests.  The  Jupiter  engine  was  also 
submitted  by  the  French  Air  Ministry 
to  tests,  which  were  carried  out  with 
a  complete  freedom  from  troubles  to 
an  extent  never  before  experienced 
in  French  official  tests  with  other 
types  of  aero  engines. 


BRISTOL”  JUPITER  ENGINE 


B.H.P.— 400  at  1,600  r.p.m. 

Weight — 740  lbs. 

Consumptions  f  Oil,  .038  pints, 
per  B.H.P./hr.\  Petrol,  .38  pints. 

“  BRISTOL  ”  LUCIFER  ENGINE 


Rated  B.H.P.-K 
Maximum  B.H.P 
Consumptions  f  < 
per  B.H.P. /hr.  \ ) 


Designers  and  Manufacturers  .— 

THE  BRISTOL  AEROPLANE  CO.,  LTD, 
FILTON  - BRISTOL. 


■"Aviation,  Bristol. 
■3906  Bristol. 


T^elegrams 

telephone 
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